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NEXT TRIP: BLACK RIVER & WESTERN RAILROAD — SATURDAY, JUNE 18 

MUNICIPAL OPERATION OF WILLIAMSBURG BRIDGE 
TROLLEY CARS 

by Bernard Linder 
(Continued from April, 2016 issue) 

Since December 1, 1920, the City of New 
York had been operating trolley cars on sev-
eral lines in Staten Island. Three years later, 
the city tried to advance its program of mu-
nicipal operation by operating its own local 
trolley service across the Williamsburg 
Bridge. BMT had been operating through and 
local service for more than a decade, but 
refused to participate in joint service. 

BMT bridge cars stopped running at 2 AM 
December 1, 1923 and the company shut off 
the power immediately. Municipal cars could 
not start running until power was supplied 
from the city’s substation under the bridge. 
The first municipal car ran at 3:45 AM with 
Commissioner Whalen operating and city 
officials riding in the car. 

The Department of Plant and Structures 
acquired a fleet of little Birneys and old 10-
window Second Avenue Railroad box cars 
that the company rebuilt for municipal opera-

tion. Similar Staten Island Birneys and box 
cars were transported on the Staten Island 
ferry to Brooklyn for repairs. Brooklyn and 
Staten Island cars were interchanged fre-
quently until Staten Island service was dis-
continued on July 31, 1927, after which 13 
Birneys were transferred to Brooklyn. 

Commissioner Whalen was the motorman 
on the first Manhattan-bound car. When it 
returned to Brooklyn, he was the ticket seller 
and he accepted old BMT bridge tickets, 
which were redeemed by BMT. Fares were 
three for a nickel or two cents cash. Cars 
were crowded because the small municipal 
cars accommodated slightly more than half 
of the passengers transported by the big 
BMT cars. 

Following is a comparison of the service 
operated before and after the changeover to 
municipal operation: 

 

   RUSH HOUR  

OPERATOR APPROXIMATE DATE CARS PER HOUR NUMBER OF CARS PERCENT 
OVERLOAD 

— CAPACITY 260 — — 

BMT November 8, 1923 maxi-
mum 

181 N/A N/A 

BMT Last week—November, 
1923 

(A) N/A 50 

Plant and 
Structures 

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

150 50 N/A 

Plant and 
Structures 

First week—December, 
1923 (official tally) 

130 47 200 

(Continued on page 4) 
(A) 156 cars AM rush, 174 cars PM rush 
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK 
CONNECTING RAILROAD (BRIDGING THE BAY AND 

CONNECTING THE PIECES) 
by George Chiasson 

(Continued from April, 2016 issue) 

In time for the start of the 1877 construction season, 
Corbin’s group had also secured the rights to a pair of 
dormant railway franchises that were originally incorpo-
rated for reasons entirely separate from the needs of 
the New York & Manhattan Beach, but provided a basis 
for further expansion. One was the Glendale & East 
River Railroad, a scheme generated by forces of the 
former South Side Railroad in the early 1870s as an 
antidote to its anticipated loss of the original Williams-
burg terminal. It encompassed an entirely new align-
ment from the Bushwick Branch, near the English Kills 
Canal (just east of Morgan Avenue), to a waterfront ter-
minal in Greenpoint, which by that time was the last plot 
of land along the East River in Brooklyn that had not yet 
been claimed for use as a railhead. The other was actu-
ally an unused part of the Brooklyn & Rockaway Beach 
(Canarsie) Railroad, the same summer excursion line 
that provided the origin for today’s L train of MTA New 
York City Transit. Held since 1871, this franchise had 
granted B&RB the right to extend its trackage, with cer-
tain restrictions, from the end of its line at East New 
York toward the LIRR terminal at Hunters Point in Long 
Island City. For its part the recreational excursion rail-
way never seriously entertained actual construction giv-
en its modest role and correspondent resources, but 
just by coincidence, the sanctioned alignment would 
have crossed the South Side’s Bushwick Branch near 
the English Kills Canal. Together these two elements 
created a perfect basis for the New York & Manhattan 
Beach to keep going from East New York toward a sec-
ond, attendant pier on the East River, this one in a 
prime position to catch ferry boats full of patrons from 
Manhattan’s Midtown and (neophyte) Uptown precincts, 
about six miles upriver from Bay Ridge. When work did 
begin, unlike the relatively smooth circumstances 
through which the section from Bay Ridge to East New 
York was created, there developed lengthy feuds be-
tween the aspiring railway company and various public 
and private parties who were disinclined to cooperate at 
a few well-placed locations, including its much-needed 
terminal! 

These situations proved in the end to be little more 
than a series of inconveniences in the overall scheme of 
things and were all concluded satisfactorily, but never-
theless the line’s Greenpoint augmentation was not 
opened until its second season. Placed in service on 
May 16, 1878, the extension was double-tracked in its 
entirety, following a series of curves from East New York 
to Cooper Avenue as it avoided the westerly edge of the 

huge Cemetery of the Evergreens. It then tip-toed along 
the Brooklyn-Queens boundary to an off-street align-
ment between Wyckoff and Irving Avenues in Bushwick 
and went cross-lots in East Williamsburg to intersect the 
former South Side’s Bushwick Branch at “South Side 
Crossing” (Varick Avenue). The new narrow-gauge rail-
way then crossed the busy horsecar lines that followed 
Metropolitan and Grand Avenues just past the English 
Kills Canal and veered southwestward at Morgan Ave-
nue to pick its way between Richardson and Frost 
Streets in a small piece of Williamsburg. It again 
crossed horse car tracks on Humboldt Street and Gra-
ham Avenue and then finally resumed a northwesterly 
progression to the hard-won Greenpoint depot by using 
N. 15

th
 Street, where it crossed yet another horsecar 

line at 5
th
 Street and finally entered the terminal at the 

corner of Quay and West Streets. Way stations were 
located at some of the logical cross-connection points 
along the way: Humboldt Street, Grand Street, and Myr-
tle Avenue, each near a surface car crossing; and at the 
South Side Crossing (also known as “Evergreen”) 
where it met the Long Island Rail Road’s then-still-
noteworthy Bushwick Branch. At the same time the rest 
of the New York & Manhattan Beach system, including 
its namesake branch, was double-tracked from end to 
end, a useful trait given its beach-oriented traffic vol-
umes at this early stage. Combined with the Kings 
County Central Railroad, another short-lived narrow-
gauge line that had opened on June 29 to feed patrons 
from the “Brooklyn City Line” through Flatbush to a 
transfer station next to the stop at Flatlands, the New 
York & Manhattan Beach burst upon the “summering” 
scene in all the right social circles and enjoyed an 
astoundingly successful second season, having 
reached its first stage of completeness. 

A couple of other stops were added to the company’s 
Greenpoint extension on July 14, 1878 to embody two 
more horsecar connections, one at DeKalb Avenue in 
Bushwick and another at 5

th
 Street (Driggs Avenue) in 

Greenpoint itself. Such locations then tended to come 
and go in succeeding years as patronage see-sawed, 
but by October of 1882, when its fifth and final season 
as a narrow-gauge line concluded, there were 15 sta-
tions overall, handling as many as 1¼ million annual 
passengers. After a steady build-up, the line’s highest 
point of ridership as a narrow gauge operation was 
quoted at 1,227,579 persons in the 1880 season, before 
settling back to 945,871 in 1881. 

(Continued on page 3) 
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STATIONS OF THE NEW YORK & MANHATTAN 
BEACH IN THE NARROW GAUGE ERA, 1876-

1882 

*Originally opened by New York, Bay Ridge & Jamaica 

 

THE BAY RIDGE & MANHATTAN BEACH 
LINES UNDER LIRR GOVERNANCE  

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

(Continued from page 2) 

(Continued on page 6) 

From Recognition to Dominance 

NAME LOCATION OPENED CHANGES 

(Bay Ridge to Greenpoint)  

Bay Ridge 65th Street 
Ferry 

August 19, 
1876* 

In operation 
October, 1882 

3rd Avenue 3rd Avenue and 
65th Street 

July 18, 1877 Closed Sep-
tember 30, 
1878; reopened 
August, 1880; 
closed October, 
1880 

Bath Junction 14th Avenue August 19, 
1876* 

In operation 
October, 1882 

Parkville Gravesend 
Avenue 

July 18, 1877 In operation 
October, 1882 

Manhattan 
Beach Junc-
tion 

Ocean Avenue July 18, 1877 In operation 
October, 1882 

Flatlands Flatbush Ave-
nue 

July 18, 1877 In operation 
October, 1882 

Kings County 
Central 

New York Ave-
nue 

June 29, 1878 Closed Sep-
tember 30, 
1878 

Kouwenhoven Kings Highway July 18, 1877 In operation 
October, 1882 

New Lots 
Road 

New Lots Ave-
nue 

July 18, 1877 Closed Sep-
tember 30, 
1878 

East New 
York 

Atlantic Avenue July 18, 1877 In operation 
October, 1882 

Myrtle Avenue Myrtle and 
Wyckoff Ave-
nues 

May 16, 1878 Closed Octo-
ber, 1882 

Ridgewood DeKalb and 
Wyckoff Ave-
nues 

July 14, 1878 Renamed from 
DeKalb Avenue 
June, 1882; in 
operation, Oc-
tober, 1882 

South Side 
Crossing 

Varick Avenue 
between Mese-
role and Ran-
dolph Streets 

May 16, 1878 Closed May 25, 
1881 

Grand Street Grand Street 
and 
Vandervoort 
Avenue 

May 16, 1878 In operation 
October, 1882 

Humboldt 
Street 

Humboldt and 
Richardson 
Streets 

May 16, 1878 In operation 
October, 1882 

NAME LOCATION OPENED CHANGES 

5th Street Driggs Avenue 
near Lorimer 
Street 

July 14, 1878 Closed Sep-
tember, 1879 

Greenpoint Quay and West 
Streets 

May 16, 1878 In operation 
October, 1882 

(Manhattan Beach Branch) 

Oriental Hotel Manhattan 
Beach 

July 18, 1877 In operation 
October, 1882 

Manhattan 
Beach Hotel 

Manhattan 
Beach 

July 18, 1877 In operation 
October, 1882 

Sheepshead 
Bay 

E. 18th Street 
between Ave-
nues X and Y 

July 18, 1877 In operation 
October, 1882 

South Green-
field 

Elm Avenue at 
E. 16th Street 

July 18, 1877 In operation 
October, 1882 
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Municipal Operation of Williamsburg Bridge 
Trolley Cars 
(Continued from page 1) 

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

Car 16 signed as a Bridge Local. 
Bernard Linder collection 

Interior of a semi-convertible car. 
Bernard Linder collection 

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

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

Interior of a double-truck open car. 
Bernard Linder collection 

(Continued on page 5) 
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Municipal Operation of Williamsburg Bridge 
Trolley Cars 
(Continued from page 4) 

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

Interior of a BRT convertible car. 
Bernard Linder collection 

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

BRT center entrance car 3557. 
Bernard Linder collection 

Car 8092. 
Bernard Linder collection 

8000-series car interior. 
Bernard Linder collection 

(Continued on page 6) 
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A December 5, 1923 newspaper article reveals that 
the municipal bridge cars carried a 200% overload while 
total traffic fell 13,000. Passengers did not like munici-
pal operation because they were forced to change cars 
and pay an additional fare at Bridge Plaza. To avoid this 
inconvenience, more than 2,000 passengers, who for-
merly rode the trolley cars across the bridge, took the 
overcrowded trains. Others rode Third Avenue Rail-
ways’ street cars, which provided a one-seat ride to low-
er Manhattan and free transfers to cars running to mid-
town and upper Manhattan. 

Less than a year later, the city announced that there 
was a deficit. On October 1, 1924, without advance no-
tice to the public, the city increased the fare 20 percent, 
charging a two-cent fare and discontinuing the three 
rides for a nickel ticket. Excerpts from newspaper edito-
rials criticizing the city were published by Mr. Dahl in his 

book, Transit Truths. The book revealed this interesting 
story. 

“In a year of municipal operation of the Williamsburg 
Bridge shuttle line a profit of $60,000 a year under pri-
vate ownership totally disappeared and a loss of 
$40,000 was shown. The Commissioner of Plant and 
Structures, who has been in office only a few months, 
declares that this loss is due wholly to unpreventable 
pilfering of fares by Conductors on the line. Now, if Mr. 
Hylan, with the power of appointment of Conductors on 
a line less than a mile in length, how would he be able 
to keep the thousands of employees picked by him to 
run a great transit system from absorbing a far greater 
sum! Neither the Interborough nor the Brooklyn-
Manhattan Transit managers complain of losses due to 
theft.” 

Municipal operation finally ended at 2 AM February 
15, 1931 with Nostrand Avenue, Tompkins Avenue, Reid 
Avenue, and Ralph-Rockaway Avenue cars providing 
through service across the bridge to Delancey Street. 

Municipal Operation of Williamsburg Bridge 
Trolley Cars 
(Continued from page 5) 

seen by Tower 8), and on to the existing Hunters Point 
terminal in Long Island City via the ex-Southern Main 
Line. This latest addition included stations at Central 
and Cooper Avenues (with a narrow-gauge connection 
to Greenpoint available at the latter) and at the “Dummy 
Crossing,” which described the New York & Manhattan 
Beach’s grade crossing at Cypress Avenue with the 
Bushwick Railroad, a little steam dummy line that was 
then operated to the Cypress Hills Cemetery. This entity 
was better known as the “Lutheran Line” or just plain 
“Dummy Road” for the motive power it employed while 
scooting between Ridgewood (Myrtle and Wyckoff Ave-
nues) and its termini in Ridgewood at Cypress Hills 
Cemetery and in Middle Village, at Metropolitan Avenue 
across from the Lutheran Cemetery. The unusual sta-
tion name was particularly short-lived; the stop was re-
christened “Ridgewood” (the same as another recent 
local station on the Montauk Division Main Line itself) in 
May of 1884, at which time the Central Avenue stop 
was also replaced by another, better located station at 
Bushwick Avenue. 

At that time the only intervening station on the ex-
Southern main west of the Fresh Pond merge was situ-
ated at Bushwick Junction (heretofore known as Fresh 
Pond), but more importantly the availability of LIRR as-
sets made it possible to expand service between Hunt-
ers Point and Manhattan Beach into a year-round ven-
ture, starting in September, 1883. This is indicative of 
the early full-time residential development that was by 
then taking root in proximity to NY&MB, such that in 
October a new station was added to the Manhattan 
Beach Branch at Kings Highway, while the old stop at 
New Lots Road was reopened for “off-peak” (fall-winter-
spring) use on an annual basis. In this case it might be 
remembered that an identical year-round station was 

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

During this time, Austin Corbin and Andrew Culver, 
owner of the Prospect Park & Coney Island Railroad, 
took advantage of the working relationship they had 
forged in recent years to unite their operations through 

(Continued from page 3) 

(Continued on page 7) 
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the shared use of existing track mileage. This entailed 
the installation of a connection where Culver’s steam 
excursion railroad crossed the Bay Ridge Branch (then 
still under the name New York & Manhattan Beach) by 
the Parkville depot at Gravesend Avenue. Placed in ser-
vice on July 23, 1885, it enabled Culver to route much 
of his Coney Island traffic into the 65

th
 Street Ferry ter-

minal, then was followed by another union at the same 
intersection that permitted the start of dedicated LIRR 
trains from Long Island City to the Gravesend Race 
Track by way of the Culver Line on August 26, 1886. 
This was a new racing venue of the Brooklyn Jockey 
Club that occupied the former Prospect Park Fair 
Grounds, complete with a long siding along then-
sparsely-developed Gravesend Avenue from Kings 
Highway to Avenue U and a station platform about 
where Avenue T would be located in the future. In actu-
ality the run between Bay Ridge and Culver’s Terminal 
was a mutually beneficial undertaking, with both compa-
nies providing equipment and personnel as well as 
sharing its proceeds. The overall effect was to broaden 
the Prospect Park & Coney Island’s connectivity 
through an alternative to its traditional terminal at 
Greenwood, next to Prospect Park, and grant LIRR di-
rect access to Coney Island itself. The former New York 
& Manhattan Beach passenger station at 3

rd
 Avenue in 

the Bay Ridge cut was rebuilt to handle Culver’s trains 
during the 1885, 1886, and 1887 seasons. They were 
finally joined by LIRR trips to and from Bay Ridge for 
the 1888 campaign that May. Otherwise, the existing 
Prospect Park & Coney Island stations were then locat-
ed at Washington (Cemetery, now Bay Parkway), 
Woodlawn (now Avenue N), Kings Highway, Gravesend 
(Neck Road), Van Sicklen’s (a lumber yard next to the 
Coney Island Plank Road, now Neptune Avenue), and 
lastly the Culver Depot, which abutted Surf Avenue one-
half block west of W. 5th Street. Beyond that lay the Pro-
spect Park & Coney Island’s single-track extension to 
the remote coastal venue of Norton’s Point (opened in 
1879), but that unique locale was never directly served 
by LIRR trains in any manner. 

The late 1880s and early 1890s on LIRR’s evolving 
Manhattan Beach Division was also a period of continu-
ous adaptation, as the railroad came to grips with the 
tide of residential development that was gradually over-
whelming all of Kings and much of Queens County. As it 
did, in-fill stations were added at such varied locations 

as “Ford’s Corners” in May of 1888 (at the Canarsie 
Road grade crossing, now roughly where E. 92

nd
 Street 

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

(Continued from page 6) 
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(Continued next issue) 

tors as well as tunnel ventilation fans at the 72
nd

 Street 
station of the Second Avenue subway has fallen behind 

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

(Continued from page 16) 
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Metropolitan Transportation Authority 
MTA took the first steps toward the replacement of the 

almost 25-year-old MetroCard on NYC Transit‘s sub-
ways and buses. A Request for Proposals (RFP) for a 
new fare payment system was issued during the week 
of April 11 seeking vendors who would design, furnish, 
install, test, integrate, and implement an account-based 
fare payment and collection system that would replace 
the old-technology swipe (subway)/dip (bus) MetroCard. 
It is expected that the new fare media would be of a “tap 
and go” format using specialized receivers atop each 
farebox or turnstile, similar to what has been widely 
used in Asia, Europe, and recently, in other North Amer-
ican transit systems. In addition to NYCT-issued fare 
card media, the new system is also expected to accept 
payment from credit and debit cards as well as from 
interactions with smartphones. The RFPs are due June 
23. Funding in the 2015-9 MTA Capital Program will 
determine if the contract would be awarded to the win-
ning contractor. (Progressive Railroading, April 15) 
MTA Metro-North Railroad 

On the morning of April 14, a deadhead train not yet 
in passenger service derailed at the switch connecting 
the main track of the New Canaan Branch with the yard 
tracks. The minor derailment involved only the wheels 
of one truck of the train, but it totally cut off access lead-
ing to the station track causing 60-minute delays on the 
branch and the cancellation of two peak period trains 
before substitute bus service was provided at 10 AM. 
(ctpost.com, April 14) 
MTA Long Island Rail Road 

Citing an increasing number of grade crossing acci-
dents and near misses, LIRR would like to begin in-
stalling camera at its grade crossings to record license 
plates of cars that are driven around the gates. While 
MTA does not have the ability to issue tickets to drivers 
based on the recordings of such cameras, they would 
issue warning letters to the registrant of the vehicle and 
serve to deter drivers from going around lowered gates. 
(Al Holtz, April 6) 
NJ Transit 

Former Amtrak Chief Operating Officer William 
Crosbie was appointed the newest Executive Director of 
NJ Transit, effective April 25. He was to succeed Ve-
ronique Hakim, who left NJ Transit to become President 
of MTA New York City Transit in late December, 2015. 
(Asbury Park Press, April 6) However, on April 21, it 
was announced that he had declined the position, citing 
personal issues involved with moving his family from 
Virginia to New Jersey. (nj.com, April 21) 
Amtrak 

Train #89, The Palmetto, carrying around 340 passen-
gers, struck a backhoe that was on its track at around 
7:50 AM April 3 on the Northeast Corridor near Chester, 
Pennsylvania, south of Philadelphia between Booth 

Street and Highland Avenue, killing two Amtrak employ-
ees on the backhoe and injuring 35 passengers. The 
Engineer saw the backhoe just a few seconds before 
ACS-64 627 slammed into it at 106 mph. The brakes 
had been placed in emergency just 5 seconds before 
impacting the backhoe. The train killed both the back-
hoe operator and his supervisor, who had run to the 
backhoe in a futile attempt to get the operator out of it to 
safety. Initial investigation, while nowhere close to being 
finalized at press time, is pointing toward a possible 
mixup in track holds and expiration times of such holds 
by the Maintenance of Way crew and the Northeast 
Corridor’s CETC Train Dispatcher controlling train 
movements over that section of track. (NBC4 New York 
News, April 4) 
Other Transit Systems 
Philadelphia, Pennsylvania 

SEPTA inaugurated its Positive Train Control system 
on the Warminster Line Monday, April 18. At press time, 
upon successfully “going live”, PTC will be expanded to 
other lines in SEPTA’s regional rail network by the end 
of 2016. (Bucks County Courier Times, April 14) 
Washington, D.C. area 

In yet another embarrassing incident, it took an hour 
to evacuate passengers from a stalled Metro train near 
the Rosslyn station on Thursday, April 14. A press photo 
shows the scene from aboard car 7007 of the stalled 
train, one of the brand-new Kawasaki-built 7000-series 
subway cars. This comes amid threats from Congress 
to withhold funding for the Metrorail system citing mis-
management and a large wasting of scarce funding. 
WMATA fired back that if the increased funding for oper-
ational needs is not forthcoming, closure of major sec-
tions of the Metro, including the possibility of entire 
lines, may become necessary to address on-going safe-
ty issues.  (The Hill, April 14) 
Denver, Colorado 
  At press time, Denver’s new airport rail line (A-Line) 
linking Denver International Airport with Denver Union 
Station downtown was expected to open as scheduled 
on April 22. It will not only serve airport passengers and 
employees, but also commuters living along the neigh-
borhoods the new rail line runs through and on Sunday, 
April 24, many bus routes will be realigned to feed into 
the new rail line as well. The 23-mile airport-to-
downtown trip is scheduled to take 37 minutes at a cost 
of $9 or $4.50 for senior citizens. The airport ticket also 
serves as a regional day pass for multiple rides on the 
day of purchase. More details to come in the June is-
sue. (Denver Post, April 16) 
San Francisco, California 
  After not finding any organization or individual to pur-
chase and remove them from MUNI property, the last 
two Boeing-Vertol SLRVs that operated in MUNI service 

(Continued on page 10) 
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On Saturday, April 16, the Electric Railroaders’ Asso-
ciation conducted an excursion via chartered bus to visit 
Philadelphia, where the group rode SEPTA's Broad 
Street Subway (Orange Line) from City Hall to Fern 
Rock, then toured Fern Rock Shops, followed by a ride 
on NJ Transit's RiverLine from the Pennsauken-Route 
73 station northward to Trenton. On the way back to 
New York City, the group had dinner at a classic NJ din-
er, Mastori's. A great time was had by all; the weather 
was perfect. On behalf of the attendees, many thanks 
and appreciation to ERA Treasurer and trip organizer 
Mike Glikin for running a great trip. 

The group rode a chartered bus that brought the at-
tendees to SEPTA Headquarters at 1234 Market Street 
in Downtown Philadelphia, where the attendees were  
given a presentation on SEPTA’s history, present ser-
vices, and future plans. It was revealed that the agency 
has ordered 13 ACS-64 electric locomotives from Sie-
mens (for $118 million) to replace the aging AEM-7 units 
and the sole ALP-44 unit. Included in the contract with 
Siemens is an option for five additional units, potentially 
bringing the total purchase to 18 locomotives. SEPTA 
also has a Request for Proposals (RFP) out for the pur-
chase of 45 multilevel push-pull coaches, 11 cab control 
coaches, and 34 coaches with an option for 10 addition-
al coaches. No mention was made of replacing the Sil-
verliner IV EMUs. Mention was also made of the pro-
gress with implementing the KEY Card, SEPTA’s future 
contactless fare collection system, which will utilize “Tap 
and Go” technology for SEPTA-issued farecards as well 
as select credit cards, debit cards, and smartphones to 
pay fares aboard all SEPTA transit vehicles ranging 
from buses, streetcars, light rail, subways, “L”s, and 
regional rail. Plans are in place to introduce the KEY 
Card for weekly and monthly users as early as June 13. 

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

(Continued on page 10) 

ERA PHILADELPHIA AREA TOUR 
by Ron Yee 

(Photographs by the author) 

Broad Street Subway trains at Fern Rock Yard. Broad Street Subway car interior. 

(Continued on page 14) 
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It is believed PATCO has, at best, two trainsets of rebuilt cars 

in service, and the whole project is over two years behind 
schedule. 

(Continued from page 9) 

ERA Philadelphia Area Tour 

Fern Rock Shops. Fern Rock Shops inspection pits. 

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

NJ Transit DMU 3501 at Pennsauken-Route 73. NJ Transit DMU 3510 at Trenton. 

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

field, California and the other at the Oregon Electric 
Railway Historical Museum near Salem, Oregon. The 
Market Street Railway has expressed no interest in ac-
quiring an SLRV to operate on the F Line, citing their 
history of road failures and unreliability. (San Francisco 
Examiner, March 31) 

(Continued from page 8) 

Commuter and Transit Notes 
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TOUR OF TURKEY 
by Jack May 

(Continued from April, 2016 issue) 
(Photographs by the author) 

We drove toward Aladdin Hill and once we began trav-
ersing the circle we found a sign directing us to the road 
to Antalya, some 190 miles away and along the Medi-
terranean coast. Once out of the city we made very 
good time on the smooth two-lane highway, as the road 
was wide and there was little traffic. The D-696, which 
later turned into the D-695, was mainly downhill with an 
occasional passing lane on the few uphill grades. Some 
three hours after we left the hotel we stopped at a gas 
station/convenience store for some lunch, and then we 
found our old friend, the D-400, and reached the coast 
at around 16:00. We had planned to visit another major 
archaeological (and popular tourist) site, Side 
(pronounced See-day), on a succeeding day, but with a 
couple of hours of good light still available and being 
very close by, we decided to detour off the main road 
and stop there. We found the main visitor parking lot 
easily and ended up spending two hours exploring the 
ruins. 

Of particular note was the large amphitheater 
(Coliseum), an extremely well-preserved and restored 
structure that could seat 15,000 to 20,000 people. The 
archeological museum was another highlight, featuring 
grounds (with chickens walking among the charming 
marble monuments) and some very attractive and inter-
esting indoor exhibits. We had to pay entrance fees to 
visit both of these attractions, but we also were able to 
wander freely among the ruins at no cost. Not unex-
pectedly we really did not have enough time to see eve-
rything, so we decided to come back on the following 
day, Sunday.  

It took us another hour and a half to get to Antalya, 
and here we got stymied trying to find our hotel. It was 
in the “old city,” which is mainly pedestrianized, and ac-
cessible by automobile through only two entrances. It 
took us a while to find one of them, and then we got 
good and lost in the maze of twisting one-way streets, 
many of which were dead ends. We finally got to a large 
parking lot along the sea as the sun was setting. There 
were lots of people strolling and a great many men re-
laxing on benches. I found one who spoke a little Eng-
lish sitting with friends around a table near a snack bar 
and told him we were lost. Neither he nor his friends 
had a clue about where the Déjà Vu Hotel was, but he 
took out a cellphone and I then gave him the hostelry’s 
phone number. He told the desk clerk where we were 
and then gave me the phone. I explained that we had 
reservations and needed directions. He told us to sit 
tight as he would be over in a few minutes. Meanwhile 
the men provided us with the makings of fish sandwich-
es and we then witnessed a short fistfight between 

them and some other group who wandered by. The po-
lice had to come and break it up, but as soon as it was 
over our new friends started grinning, not being the 
least bit ashamed. Plenty of male testosterone in Tur-
key. 

It took the hotel’s representative only about five or six 
minutes to arrive on a motor bike. He told us that he 
traversed the narrow pedestrian byways of the old town, 
but it would take much longer to get back. We followed 
him, and it took some 20 minutes to reach our accom-
modations, as we had to negotiate a long circuitous 
route, leaving the old city by one gate and reentering it 
through another. We ended up parking at the back of a 
row of cars that totally blocked each other and the 
street. Thus we had to leave the keys with our guide 
(who was the hotel’s desk clerk) in case he needed to 
shuffle cars overnight. The Déjà Vu was very nice, with 
a beautiful courtyard where we were served dinner, de-
spite it being way after when the kitchen should have 
closed. Our room was lovely and we fell asleep very 
quickly, after a very exciting day. 

The next two days were beautiful, warm, with not a 
cloud in the sky. After a very good buffet breakfast we 
retrieved our car keys and found the auto was still at the 
rear of the row, allowing us simply back up to get onto 
the road. We traversed a number of narrow streets and 
found the old town’s exit as per the instructions of the 
desk clerk. We soon got back on the D-400 again and 
headed back to Side. About an hour and a half later we 
parked the car and were able to continue our explora-
tion of the ancient ruins. The highlight of the morning 
was the Temple of Apollo at the town’s harbor. All that 
remains of the structure is five Corinthian marble pillars, 
about 30 feet high. It had been constructed in the 2

nd
 

century A.D. and is accessible only by foot through a 
wide, but extremely crowded pathway, lined by bars, 
restaurants, souvenir shops, and the like. As we circled 
the Temple, different perspectives unfolded, each more 
stately and inspiring than the previous one.  

We continued our exploration, returning to the muse-
um and Coliseum. After a light lunch we drove to anoth-
er archeological site, Aspendos, in the hills some 50 
miles to the north. The huge Roman amphitheater at 
Aspendos was also built in the 2

nd
 century, A.D., and is 

almost perfectly preserved. For a number of decades it 
was used as a venue for dramatic and musical perfor-
mances, but now is relegated to posing for tourists, as 
the concerts resulted in too much wear and tear on the 
original stonework. It is located on low ground in the 
side of a hill, and after inspecting it, we climbed a steep 

(Continued on page 12) 

NEXT OVERSEAS TRIP: SPAIN 2016 — LEAVE USA MAY 6, RETURN TO USA MAY 27 
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Tour of Turkey 
(Continued from page 11) 

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

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

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

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

(Continued on page 13) 

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

The remains of the aqueduct that brought water to the community. 
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(Continued on page 14) 

Tour of Turkey 
(Continued from page 12) 

One of the many treasures inside the museum. 

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

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

Another view of the Temple of Apollo. A view of a replica of an ancient sailing vessel in Side’s harbor, with 
a number of tourists aboard for a sightseeing trip. 
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sloping path to lookouts that provided us with some 
beautiful photo opportunities of the amphitheater with 
mountains in the background. We continued on a more 
gentle trail to a large archaeological site, containing a 
number of massive buildings that are either awaiting 
restoration or will remain in the condition in which they 
were excavated. Among them are parts of a Roman 

Basilica and a monumental fountain. Once we reached 
the other side of the hill, views unfolded of the remains 
of a long Roman aqueduct. Apparently it ran for about 
12 miles and is now in a reasonable state of preserva-
tion, terminating next to a small town with a mosque.  

We returned to our hotel, rested a bit and then found 
dinner at a surprisingly good outdoor restaurant. We 
had an excellent day, despite the lack of railfanning. I 
would make up for that on the next day. 

(Continued from page 13) 

Tour of Turkey 

 The Roman amphitheater (or 
Coliseum) at Aspensos, viewed 

from a steep path that eventually 
leads to a large archaeological 

site. 

(Continued next issue) 

Some views from the path behind the Aspendos Amphitheatre.  

The Roman aqueduct built to bring water to the community.   A juxtaposition of the old and the new: A modern Islamic mosque 
is the focal point of a small Turkish town below the aqueduct.  

A tortoise became a fellow 
traveler on part of our hike.  
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LOS ANGELES TRIP REPORT 
by Alexander Ivanoff 

Who would have thought back in 1963 that fifty years 
later electric traction in the nation's second largest city 
would be making the strong comeback that it is? I made 
this trip early in March with ERA President Bob 
Newhouser and ERA Treasurer Mike Glikin. Our trip 
began in New York, at JFK Airport. Our Delta flight was 
on time with perfect service. Meeting up with us was a 
friend of Bob's, Mark Letwin, a Rochester native and 
another rail buff. 

When we arrived in Los Angeles we took the LA FlyA-
way bus to Los Angeles Union Station. Built in 1939, the 
station has undergone several major expansions since 
the 1990s to add subway and light rail service. Current-
ly the Red, Purple, and Gold Lines serve the station, 
with the Red and Purple Lines providing a connection to 
the Blue and Expo Lines. Before this year is out, the 
Metro Rail system will be extended to Santa Monica via 
the Expo Line extension.  

Our lunch was at Traxx Restaurant at Union Station. 
We met up with two officials from Metro, one of whom 
would be our tour guide for the recently opened Division 
13 Depot. The practice of naming bus depots in Los 
Angles as divisions by number goes back to the Yellow 
Car era. In the rear of the facility is one of Metro's cen-
tral bus maintenance facilities. The facility is quite im-
pressive, with robots used for delivering parts in the 
maintenance facility and comfortable breakrooms for 
the Bus Operators in the division depot. 

Dinner was in Long Beach, and, of course we took the 
long way to get there. We boarded the Silver Line at the 
7

th
 & Flower stop and took it to the Harbor Freeway 

stop. For those with a severe fear of heights, this station 
combined with the noise from the highways above and 
below might make one a little nervous. From the Silver 
Line BRT we took the Green Line to the Blue Line. The 
Blue Line was the first section of Metro Rail to open in 
July of 1990, a few months before your author's birth 
and three years behind the current LACMTA. Even be-
fore 1990 was out, the line was again extended to 
downtown Long Beach, as the original terminus was 
Anaheim Street, north of downtown. As Bob pointed out 
to me, the Los Angeles metropolitan area lacked rapid 
rail-based transit for only a brief twenty-seven years. 
The primary rolling stock on the Blue Line that I noticed 
is the 100-series, built by Nippon-Sharyo back in 1989-
90. A quick photo from a builder's plate confirms that 
some of the cars date from that year. The cars no doubt 
look their age, as the cars have dings, scratches, and 
general wear and tear. Metrorail, like DART Light Rail, 
uses a combination of traditional signaling and a speed 
control system that displays the maximum authorized 
speed with the current speed. Dinner that night was at 
Rock Bottom Restaurant & Brewery.  

While Bob was attending to some business in the area 
on Saturday, Mike and I started our day at the Atlantic 
Gold Line station before continuing onto the Gold Line 

bus shuttle. The stretch between Pico/Aliso and Union 
Station is closed to build the Regional Connector, which 
will be opened in 2019. The station at Little Tokyo/Arts 
District is being moved underground as part of the pro-
ject. We took the shuttle to Union Station, where we met 
up with Charles Powell, a Metro Bus Mechanic. We got 
off at the Del Mar stop (the former Pasadena ATSF/
Amtrak station) and took the express bus to the North 
Hollywood station, where we took the Orange Line BRT 
a few stops. Originally this section was supposed to be 
light rail, but several factors hindered that option. After 
meeting up with Bob and Mark we were originally sup-
posed to have dinner at a Mexican restaurant, but park-
ing issues had us do dinner at the Mooklo Korean fish 
house, a quite unusual choice. My only view of the Hol-
lywood sign was from none other than the Expo Line.  

Since the Pacific Surfliner was not operating that Sun-
day, we had a slight relaxation to our schedule. Howev-
er, our Sunday was not completely lost, as we were 
able to do two things that we were not able to have 
done if we took the train (either that Monday or even 
that Sunday): the first was a stop in Oceanside to ride 
the NCTD Sprinter line from Oceanside to Escondido. 
The second perk of having driven to San Diego (Note: 
next time I am in California I plan to ride the Surfliner) was 
being able to ride the restored PCC car that MTS 
(Metropolitan Transit System (San Diego)) uses on the 
weekend/Tuesday/Thursday-only Silver Line. According 
to our Operator MTS Rail Operators are pulled off regu-
lar runs to operate the service. 

Our Monday trip was to the famed Orange Empire 
Railway Museum, which has been around since the 
1950s and has been receiving donations from many of 
the predecessors of today's agencies from its early 
days. (Note: later the same week that we visited the museum 
MTS of San Diego donated one of its Siemens U-2 series trol-
leys to the museum.) We met up with museum Operator 
Kevin Cartwright, who gave us a partial tour and operat-
ed the trolley we took out of the car barn for use. With 
careful guidance from Kevin, your author was able to 
operate the trolley and did a pretty decent job behind 
the controls! Kevin and the rest of the volunteers at the 
museum were fantastic, and as railway museums go, 
the Orange Empire Railway Museum is a must-see for 
any transit and traction enthusiast. After our departure 
we met up with Kevin at a storage facility where he took 
his 1974 ex-Pierce Transit (Tacoma, WA) GM T6H-
4523N in CTA colors, complete with late 1970s-early 
1980s advertising. Our dinner that night was at Anchos 
Southwest Bar and Grill in Riverside.  

On Tuesday, with a tight deadline for our flight back to 
New York, we headed to Los Angles after checking out 
of our hotel to ride the full Gold Line extension, which 
was much of the reason for our trip. It was nice to ride 
on a section of line that had not seen much traffic yet 

(Continued on page 16) 
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Around New York’s Transit System 

Museum Trains Operate for Baseball Opening Days 
NYC Transit operated two special trains to commem-

orate the opening day for the New York Yankees and 
the New York Mets. Originally scheduled to operate for 
the Yankees home opener on Monday, April 4, due to 
heavy rains, the game and the special train was post-
poned to the next day, Tuesday, April 5. The four-car 
Low-V consist operated out of its home base at E. 180

th 

Street Yard and operated on a one-way, non-stop run 
on the express track from Grand Central to 161st Street-
Yankee Stadium. The General Order governing the 
moves had called for a second run to 149

th
 Street to 

pick up another load of passengers at the discretion of 
the Rapid Transit Operations Supervisor/Manager in 
charge of the train. Unfortunately, this second trip was 
not operated due to operational constraints. After turn-
ing at 167

th
 Street, the train did lay up on track M just 

north of the 161
st
 Street station, positioned so the rear 

car was visible to baseball game attendees in the gap in 
the right field bleacher stands for a couple of innings 
before returning to E. 180

th
 Street Yard. 

On Friday, April 8, to commemorate Opening Day at 
Citi Field for the New York Mets, the Transit Museum’s 
vintage Train of Many Colors (TOMC) R-33 main line 
consist operated on 7 as an extra train making all reg-
ular express train stops between 34

th
 Street-Hudson 

Yards and Main Street-Flushing. The train had been 
deadheaded out of its home base at 207

th
 Street Yard 

to 7’s Corona Yard on Wednesday, April 6. Noticeably 
absent from the 10-car consist (N-9587-9586-9017-
9016-9069-9068-9011-9010-9207-9206-S) was the  
blue-and-cream-colored 1964-5 World’s Fair R-33 sin-
gle car that is usually positioned at the east or north end 
of the TOMC when operating on 7. It was apparently 
too involved to remove that car from the Transit Muse-
um in Brooklyn for a one-day 40-minute run. Again, con-
trary to the General Order governing the operation of 
this train, upon arrival at Main Street-Flushing, the train 
did not operate light to Corona Yard for layup but made 
an immediate deadhead run back to its home base at 
207

th
 Street Yard. (Editor’s Note by Ron Yee: As it was a 

Friday, it is likely that this unplanned move was prompted by 
weekend construction work around the subway system that 

would have closed crucial tracks and prevented the TOMC 
from making its return to 207th Street Yard the next day.) 
Weekend Service Increases Coming 

In response to increased ridership demand, NYC 
Transit is planning to add 51 new round trips on 2 and  

7 with the Fall, 2016 schedule change and job pick. 2 
will see 31 additional round trips on Saturdays and 18 
on Sundays. This should serve to bolster the weekend 
service levels on the line when 5 does not operate to 

Brooklyn and especially when 5 does not operate at all 

due to construction work. On 7, two new round trips 
will be added between 8 and 10 PM. The cost of these 
service increases will be $2.5 million on an annualized 
basis. 
68

th
 Street Station to Get Elevators—Finally 

NYC Transit is resurrecting plans to renovate the Lex-
ington Avenue line’s 68

th
 Street station which serves 

Hunter College, New York Presbyterian Hospital/Weill 
Cornell Medical Center, and Rockefeller University, the 
30

th
 busiest station in the NYCT subway system. Cur-

rently, the high passenger volumes combined with a 
single access point near the south end of the platforms 
generate severe pedestrian flow issues. Three new ele-
vators would bring the station into compliance with the 
Americans with Disabilities Act (ADA) by linking the ex-
isting station mezzanine to street level at the southeast 
corner of E. 68

th
 Street and Lexington Avenue above 

and the two platforms below. Existing stairways to E. 
68

th
 Street would be widened to alleviate the chronic 

overcrowding and a new set of stairways constructed at 
or near E. 69

th
 Street to provide an alternative entrance 

and exit for the station. One of those new stairs may be 
placed within an existing space in the ground floor of a 
commercial building at 931 Lexington Avenue and not 
require the loss of sidewalk space on the southwest 
east side of E. 69th Street as had previously been out-
lined in earlier renditions of this plan back in 2012. 
Pending approval by the Federal Transit Administration, 
the $70 million project could start as early as 2017 and 
be completed by 2020. 
Second Avenue Subway Update 

Finishing work centered around escalators and eleva-

(Continued on page 7) 

with stations in pristine shape. The new line is a won-
derful ride and is well positioned for future transit-
oriented development. That being said, one could won-
der if the line will be able to keep up with demand. Our 
trip did end on an eventful note however — our flight left 
LAX nearly three hours late because of a mechanical 
issue. 

Because of several reasons I was unable to make the 

2009 ERA Convention to Southern California but was 
glad to have had a decent taste of that convention (sans 
the annual dinner and a few other odds and ends). 
Combined with commuter rail, the Los Angeles metro-
politan area has 486 miles of passenger rail, including 
Metrolink. Only Denver with its FasTracks project can 
top that amount. 

Special thanks go out to the people who made our trip a 
breeze: Scott Page, Scott Richards, Charles Powell, and, last 
but not least, Kevin Cartwright.  

(Continued from page 15) 
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