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ALL R-179 CARS REMOVED FROM SERVICE 
(From The New York Times, January 8, 2020) 

An entire fleet of New York City’s newest 
subway cars was abruptly pulled out of ser-
vice on Wednesday after two recent epi-
sodes raised concerns that doors could open 
while trains were moving, according to peo-
ple involved in the transit system who were 
told about the defects. 

The Metropolitan Transportation Authority, 
which runs the subway, did not provide de-
tails about the episodes that led it to sideline 
the 298 cars, but officials said that no riders 
had been injured. 

Authority officials also declined to comment 
on whether the problems would have allowed 
doors to open while trains were in motion 
until an investigation is complete. 

The removal of the cars, which were being 
used on trains on the A, C, J, and Z 
lines, is a significant setback in the authori-
ty’s effort to modernize the subway system’s 
antiquated infrastructure. It is also the largest 
such equipment removal in recent years. 

The new cars were supposed to replace 
others that date to President Lyndon B. John-
son’s administration and are some of the old-
est train cars in operation in the world. 

The new cars, known as R-179s, were 
bought as part of a problem-plagued, $600 
million contract between the authority and 
the Canadian manufacturing giant Bom-
bardier that has raised questions about the 
MTA’s oversight of its vendors. 

Troubling signs emerged when the cars first 
started to roll after multiple delays. 

Transit workers complained that the R-
179’s speedometer was hard to see, that the 
master controller used to drive the train was 
uncomfortable and that the space between 
cars was too narrow for some workers to ma-
neuver in. 

A more pressing concern for riders was that 

the new cars broke down more often than 
some older ones that had been in service 
since the 1980s, according to authority data. 

“As documented, the MTA has identified 
repeated issues with Bombardier’s perfor-
mance and finds this latest development un-
acceptable,” Andy Byford, the President of 
the New York City Transit Authority, said in a 
statement on Wednesday. “We intend to hold 
the company fully accountable.” 

The authority has hired an outside firm to 
inspect the faulty cars and has replaced 
them for now with others in its roughly 6,700-
car fleet. The move has resulted in trains 
running less frequently on the J and Z 
lines, officials said. It was unclear how long 
the inspections would take. 

“There is nothing more terrifying than the 
idea of a door flying open when you’re lean-
ing against it,” said Nick Sifuentes, the Exec-
utive Director of Tri-State Transportation 
Campaign, an advocacy group. “But from a 
safety perspective, it’s good that this is being 
flagged now and can be rectified immediate-
ly.” 

A Bombardier spokeswoman said on 
Wednesday that the company’s own investi-
gation of the cars, which prompted the au-
thority’s action, showed that the doors had 
not been properly calibrated by a supplier, 
Nanjing Kangni Mechanical & Electrical of 
China. 

She declined to elaborate. 
“We are now inspecting all of the R-179 

cars and, where necessary, making adjust-
ments to ensure the safe and reliable perfor-
mance of the doors for the entire fleet,” she 
said. 

Modernizing the subway-car fleet has been 
a priority since the system fell into crisis in 

(Continued on page 2) 
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2017 and Governor Andrew M. Cuomo, who controls 
the authority, declared a state of emergency. 

The MTA’s contract with Bombardier has been trou-
bled with delays and design flaws since the first R-179s 
were delivered in 2016. Several cars were pulled from 
service last January because of software defects. 

The extent of the problems was outlined in an audit by 
Scott M. Stringer, the City Comptroller, in December. 
The audit faulted Bombardier for performance issues 
and found that the Authority had not sufficiently held the 
company accountable. 

The audit determined that missed deadlines combined 
with problems in the car’s design had delayed the con-
tract’s completion by three years, costing the Authority 
$35 million to keep old cars in service. 

“Bombardier sold us lemons,” Mr. Stringer said in a 
statement on Wednesday. “Straphangers need the MTA 
to manage these contracts from the beginning.” 

Because of the delays in delivering the cars, Bom-
bardier agreed to give the Authority 18 extra cars at no 

cost. 
The Authority has started to increase pressure on con-

tractors like Bombardier that fail to comply with contract 
terms, including adopting rules that would disqualify 
them from doing business with the agency for five years 
under certain conditions. 

Transit advocates have welcomed the MTA’s push to 
hold contractors more accountable, but many say that 
those regulations are too harsh. 

By automatically disqualifying a contractor, even when 
a project is delayed or goes over budget for reasons 
beyond the contractor’s control, the policy could make 
some companies reluctant to work with the Authority.  

That could create hurdles for the MTA’s effort to trans-
form the subway because there is a relatively small pool 
of companies that can meet the vast system’s needs. 

It is “a blunt and ineffective tool to hold contractors 
accountable because it discourages them from bidding 
on projects in the first place,” said Rachael Fauss, a 
senior research analyst at Reinvent Albany, a watchdog 
group. “As the MTA seeks to lower its costs, it needs to 
revise its regulations to create a fair debarment process 
that does not limit competition.” 

(Continued from page 1) 

All R-179 Cars Removed from Service 

Karsten Moran photograph for The New York Times. 
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THE GENESIS OF “DASHING DAN,” PART SIX— 
ROUNDING OUT THE ‘TEENS ON THE LIRR 

by George Chiasson 
(Continued from December, 2019 issue) 

EVENTS ON THE MONTAUK DIVISION 
One lingering issue after the completion of Jamaica 

Station was the elimination of several related grade 
crossings. This was of particular concern on the 
“Lower” (Queens) side of the Montauk Division main 
line, where no less than six overpasses remained under 
construction after the new station opened. Finally, work 
concluded at Division (84th) and Central (85th) Ave-
nues; Park Street (Hillside Avenue); a span doubling 
across Lefferts (Boulevard) and Jamaica Avenues; and 
Stewart (89th) Avenue by the Autumn of 1913, each 
constructed of steel and almost rapid transit-like in na-
ture. In fact, the accompanying variance in elevation at 
the Stewart Avenue overpass had also forced closure of 
the flag stop called “Shops” (as in Morris Park) during 
May of that year, while new overpasses at Park Street 
and Jamaica Avenue finally eliminated two long-
standing BRT trolley crossings. A short steel viaduct 
was also provided to raise the existing (1868) Richmond 
Hill station above street level between Park Street and 
Jamaica Avenue, and the Montauk Division main line 
was placed on an elevated fill from Park Street to Divi-
sion Avenue where it entered Forest Park. Meanwhile, 
some 15 grade crossings remained in place west of the 
improvement area associated with the Jamaica Station 
project as far as Long Island City, including four more 
intersecting trolley lines (Greenpoint Avenue, Flushing 
Avenue, Fresh Pond Road, and Metropolitan Avenue). 
Two other early grade crossings had previously been 
eliminated in favor of (railroad) bridges at Collins Ave-
nue (now 60th Street) and Grand Avenue in Maspeth, 
probably as part of double-tracking the former Southern 
RR of LI for the New York, Woodhaven & Rockaway 
start-up in 1880. As of September, 1913, when the Ja-
maica elevations were considered to be “complete,” 
stops on the Queens side of the Montauk Division main 
line (east of the Long Island City terminal) consisted of 
Penny Bridge, Haberman, Maspeth, Bushwick Junction 
(Fresh Pond), Ridgewood, Glendale, and Richmond 
Hill. 

In a similar vein to the Atlantic Division, another 
course of change that affected the Montauk Division 
main line in Queens during this era was more to accom-
modate the New York Connecting Railroad, though it did 
also benefit the LIRR. To grant the new railroad a 
smooth and relatively level approach to the Hell Gate 
Bridge through the swamps and highlands of what in 
time became Middle Village, it was graded above the 
pre-existing network of streets and three intersecting 
Long Island Rail Road lines. These included the Mon-
tauk Division (ex-Southern, 1868), the Main Line (ex-
New York & Jamaica, 1861) and the North Side Division 
(ex-New York & Flushing, 1854). With the Montauk Divi-

sion then still at grade where its intersection with the 
New York Connecting Railroad was anticipated, the op-
portunity arose to unite improvements for both the new 
and existing railway lines, as well as open a number of 
new thoroughfares in the “raw” (undeveloped) lands 
which then surrounded their rights-of-way. As things 
evolved, the Montauk Division was undercut to a new 
nominal grade all the way from Bushwick Junction to 
68th Street (near the Ridgewood station), while the ad-
jacent, revised street grid was partly raised so as to 
pass overhead and the New York Connecting Railroad 
ultimately elevated across Fresh Pond Junction before it 
entered a tunnel underneath the Lutheran Cemetery at 
Metropolitan Avenue. Between 1915 and 1918 a whole 
new series of Montauk Division underpasses resulted 
that were built to accommodate the expanded street 
grid including Andrews Avenue (new), Collins Avenue 
(later 60th Street, which had been an overpass), a du-
plex bridge at 60th Lane & Eliot Avenue (both new 
roads), and another joint span to consolidate and elimi-
nate the existing (and very busy) grade crossings at 
Fresh Pond Road and Metropolitan Avenue, which in-
cluded BRT trolley lines on each. 

This also opened sufficient space for creation of the 
massive Fresh Pond Yard, right in the middle of a set-
tled, dense urban neighborhood, which was to be a vital 
cog in operations of the New York Connecting Railroad 
as it was the main point of traffic interchange between 
the New Haven and Long Island railroads. Finally, to 
avoid a messy grade-level encounter with the BRT’s 
“Lutheran Line” (originally the Lutheran Rail Road short 
line of 1881, it was integrated with the Myrtle Avenue “L” 
in 1906 and lives on as the M train of MTA New York 
City Transit in 2020), the Pennsylvania Railroad ulti-
mately bore the cost during the summer of 1916 of ele-
vating and relocating its Metropolitan Avenue terminus 
about 50 feet eastward in deference to the New York 
Connecting Railroad’s projected alignment. The PRR 
also placed the new railroad itself on a somewhat elab-
orate steel truss bridge across the Montauk Division 
(NYCRR span #35) while a revised track connection at 
Fresh Pond Junction (later identified as a part of “FN” 
Interlocking) wound around the new bridge’s southerly 
base at the original (now slightly depressed) grade lev-
el. Sometime during the reconstruction process in 1915, 
access to the passenger station at Bushwick Junction, 
which was restored to its original “Fresh Pond” name by 
1919, was modified to conform with the Montauk Divi-
sion’s new “cut” (more of an external depression), being 
attained by stairways and an overhead connecting 
bridge off the Metropolitan Avenue side of the large du-
plex overpass, which was also designed to convey the 

(Continued on page 4) 
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Metropolitan Avenue and Flushing-Ridgewood trolley 
lines of the BRT over the Montauk Division. 

EVENTS ON THE LIRR MAIN LINE 
Aside from a long and obvious string of changes made 

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

house and connecting underpass, but as revealed 
through the one rare photo of it that survives in 2020, 
surrounding initial development was rather sparse. In 
contrast the other new local station, called “High Bridge” 
to differentiate it from the nearby Richmond Hill stop on 
the Montauk Division, was added on June 28, 1916 
where the Main Line crossed over Jamaica Avenue. 
This well-established neighborhood locale was on the 4-
track section completed in September, 1910 between 
the LIRR’s existing stops at Kew Gardens and Jamaica. 
Its unremarkable and unfamiliar name was altered to 
“Westbridge” in September, but its bigger identity crisis 
as a viable transportation alternative was apparently 
much harder to overcome, as in the long term neither of 
these locations was able to generate enough passenger 
traffic so as to become indispensable. Their relatively 
anemic use evidently did not improve much even after 
residential growth continued to materialize and commut-
ing patterns emerged across Queens through the 
1920s. Perhaps this was due to poor scheduling (Grand 
Avenue was served by both Main Line and Rockaway 
Beach Locals; the stop at Westbridge by Rockaway 
Loop Locals and Main Line trains to Long Beach and 
Hempstead). Maybe it occurred due to a lack of coordi-
nated interchange with intersecting BRT trolley lines, 
specifically the hectic Flushing-Ridgewood and Jamaica 
routes, which respectively passed overhead at Grand 
Avenue and underneath on Jamaica Avenue. Whatever 
the case it may have been more symptomatic of 
Queens’ oft-awkward position as a point of convergence 
between its network of dependably thrifty, locally fo-
cused transit lines and its increasingly sophisticated, 
commuter-oriented, and comparatively costly railway 
system. 

(Continued from page 3) 

The Genesis of Dashing Dan 

(Continued on page 5) 

November, 2019 month than in November, 2018. At the 
end of 2018, the 7 line was upgraded to modern Com-
munication-Based Train Control signaling. 

This systemwide analysis of running times was per-
formed for the first time during the past year using new 
technology that enables officials to better track the loca-
tions of trains on the lettered lines, and the analysis of 
new data by NYCT personnel. Subdivision “A” trains 
have long been able to be tracked using a computer-
ized train location system. Subdivision “B”, largely built 
by different builders up to a century or more ago, has 
long had far less data due to the lack of automatic, com-
puterized recording of exact train locations at all times. 
Over the past two years, NYCT has been working to 
acquire better data about the movements of Subdivision 
“B” trains using various innovations, including wireless 
sensors and transmitters on tracks and trains. The tech-
nology is undergoing an ongoing refinement process for 
greater and greater accuracy. Even more precise infor-
mation about train movements is expected with each 

line that is newly outfitted with modern computer-based 
signaling systems – a major component of the current 
and next MTA Capital Plan. 

For the first time since 2013, on-time performance 
(OTP) has registered above 80 percent for the sixth 
straight month. November’s weekday OTP was 81.8 
percent, a 17 percent improvement from a year ago 
when it was 69.9 percent. 

Weekday Major Incidents decreased 49.3 percent 
from November, 2018, dropping from 67 to 34 in No-
vember, 2019. Furthermore, weekday train delays de-
creased 42.5 percent from past November, from 51,964 
to 29,863. 

Positive numbers were also realized in NYCT’s other 
customer-focused metrics, including Service Delivered, 
Additional Platform Time, Additional Train Time, and 
Customer Journey Time Performance, as all metrics 
were better than one year ago and better than their av-
erage performance over the past 12 months. Highlights 
for November included: 
● Additional Platform Time, which measures the aver-

age added time customers wait for trains compared 
to the schedule: Time savings of 8 seconds, or a 

(Continued from page 20) 
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LONG ISLAND RAIL ROAD’S QUEENS TOWER CLOSES 
By Jeff Erlitz 

(Photographs by the author) 

As of 12:01 AM on Saturday, January 11, 2020, the 
Long Island Rail Road’s Queens Tower, located just 
east of the Queens Village station, was no longer 
staffed. Its controls and indications were transferred to 
the Dispatcher’s office in Jamaica, known as Jamaica 
Central Control. Queens had also controlled the entire 
Hempstead branch since November 21, 1993. 

Built during the Main Line grade crossing elimination 
and four-tracking project from Hollis to Queens Village, 
it was put into service around March of 1924. 

Originally named QU for its telegraph call letters, the 
tower had a 15-lever Union Switch & Signal Company 
Model 14 interlocking machine. Four levers controlled 
four upper-quadrant semaphore home signals mounted 
up on two signal bridges and six color-light dwarf sig-
nals. Six levers controlled ten electro-pneumatic switch 
machines and there were five spare levers. In those 
days, most of the train movements were for Queens 
Village local electric trains that relayed into and out of 
the Belmont Park spur. QU Tower was renamed 
Queens on April 23, 1937.  

On October 17, 1957 the interlocking machine was 
increased from 15 to 35 levers. Whether this was done 
by installing a whole new machine or adding levers to 
the existing machine is not known for certain. This was 
done for a few reasons. On that date, a “controlled 
manual block” signal system was installed on the middle 
tracks, 1 and 2, between Queens Tower and Park Tow-
er, two stations to the east in Floral Park. With this in 
place, trains could be run east on the westbound ex-
press track or west on the eastbound express track. In 
addition, three new single crossovers were added to the 
interlocking, increasing flexibility. 

Two months later, on December 19, 1957, the tower 
two stations to the west at Hollis closed. This tower con-
trolled the crossovers that provided a route from any of 
the four Main Line tracks into Holban Yard, mostly used 
by freight trains. Hollis controlled five single crossovers 
and a single switch for the lead track into Holban Yard. 
When it closed, all of the then-extant switches were re-
moved and one new switch, at the east end of the Hol-
ban Yard lead track, well east of the Hollis station, was 
installed, connecting the yard lead with eastbound local 
Track 4. This one switch, the three home signals pro-
tecting it, and two additional signals governing moves 
on the Holban Yard Lead track, were added to Queens 
Tower’s control. In addition, one traffic lever was added 
so that freights bound for Holban Yard from the east 
could operate west on eastbound local Track 4. Lastly, 

one lever was added for two electrically-locked hand-
operated switches on eastbound Track 4 at the Queens 
Village team yard, just west of the station, and the An-
chor Fuel siding in Bellaire. These two freight sidings 
had trailing-point switches for the usual eastbound 
trains on that track but with westbound trains now able 
to operate on it, the electric locks added further signal 
protection. 

On December 12-15, 1960, Park Tower in Floral Park 
closed in conjunction with the grade crossing elimina-
tion project in that village. This was the junction of the 
Main Line and Hempstead Branch. A new set of cross-
over switches were built west of the Bellerose station to 
essentially replace the interlocking that had been east 
of the Floral Park station for that junction. Eight levers 
were added to Queens Tower’s Model 14 machine to 
handle the extra signals and switches. 

On November 5, 1976, all those crossover switches 
west of Bellerose, which were only 16 years old, were 
reconfigured and replaced with a set of equilateral, rela-
tively high-speed crossovers. These new crossovers 
enabled trains to operate at 60 miles per hour through 
the interlocking. For whatever reason, rather than reas-
sign existing levers to control the new switches, an all-
relay push-button control panel made by Quindar Elec-
tronics Incorporated was placed into service. This con-
trol panel was built with the provision to take over all of 
Queens Tower’s functions, but I do not believe this ever 
happened. 

On November 21, 1993, Garden Tower (actually a 
cabin rather than a full-sized tower) closed and its con-
trols and indications were transferred to Queens. Gar-
den controlled the end of double track on the Hemp-
stead Branch east of the Garden City station. With that, 
all of the wayside automatic block signals on the Hemp-
stead Branch between Floral Park and Garden City 
were removed from service with trains able to operate in 
either direction on either track. I do not know what type 
of control panel was installed in Queens Tower for this 
function. 

Sometime around 2008, the venerable US&S Model 
14 interlocking machine and the Quindar control panel 
were removed from service and replaced with computer 
consoles using Alstom’s PTM Office Control System. 
Queens and the Hempstead Branch are now controlled 
from the Jamaica Central Control office using Railware, 
Incorporated’s Dispatch X office control system. 

(Continued on page 9) 
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Long Island Rail Road’s Queens Tower Closes 
(Continued from page 8) 

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

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

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

Quindar Electronics, Incorporated all-relay push-button control pan-
el installed for the new “Bellerose” interlocking, March 1, 1978. 

10.3 percent drop from last year 
● Additional Train Time, which measures the average 

added time customers spend on a train compared 
to the schedule: Time savings of 21 seconds, or a 
drop of 27.3 percent from last year 

● Customer Journey Time: More than 83 percent of 
customers completed their journeys within five 
minutes of the scheduled time, compared to 79.2 
percent last year. 

A contributing factor to the reduction in delays has 
been the significant progress made in reducing track 
debris fires, which are significantly down since NYCT 
started attacking this problem with new equipment in 
2017. This has included clearing debris by using new 

platform-based mobile vacs and vacuum trains that 
move around the system picking up trash. Year to date, 
track debris fires are down from 321 to 238, and they 
are down for the previous 12 months, from 377 to 258. 

There are signs that the recent trend in improving per-
formance is attracting customers back to the subway 
system, according to the MTA. October, 2019, the most 
recent month with confirmed data, had six days with 
more than 6,000,000 customers on the subway, the first 
time that has happened since December, 2016. October 
was the fifth consecutive month of year-over-year week-
day ridership increases, which also occurred in eight of 
the past 10 months. October was also the third consec-
utive month of year-over-year weekend ridership in-
creases, which also occurred in five of the past six 
months. 

(Continued from page 4) 

(Continued on page 14) 

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

The LIRR postponed a plan to eliminate the sale of 
cash fare sales on board its trains until 2021, when new 
forms of payment will become available. In preparation 
for the OMNY fare payment system becoming the pri-
mary means to pay fares, the elimination of cash fare 
ticket sales by train crews was intended to simplify the 
system and make the fare collection process more se-
cure. However, for those riders who do not possess or 
have access to credit and/or debit cards to pay their 
fares aboard or prior to boarding the train, paying with 
cash is their only option. (NBC-4 News, December 17, 
2019) 

New Jersey Transit is upgrading its RiverLINE DLRVs 
(diesel light rail vehicles) with power plants from Cum-
mins that adhere to current U.S. EPA (Environmental 
Protection Agency) Tier 4 emissions standards for non-
road engines. The River LINE fleet consists of 20  Swiss
-built Stadler Rail GTW (Gelenktriebwagen, or 
“articulated railcar”) 2/6 DMUs (diesel multiple-units). 
The replacement engines are expected to reduce ox-
ides of nitrogen (NOx) emissions by at least 57%, lower 
particulate matter (PM) by 90%, and result in fuel sav-
ings of 10% to 15%. 

The Cummins QSX15 (Tier 4/Final Stage IV), 675-
hp/2,050-foot-pound-torque engines will replace the cur-
rent 15-year-old Tier 1 engines that, “in addition to being 
less efficient than their replacements, have reached the 
end of their useful life,” NJ Transit said. “Maintenance 
costs and shop time continues to increase as many of 

the necessary parts are no longer in production.” 
These engines use SCR (Selective Catalytic Reduc-

tion) and DPF (Diesel Particulate Filter) technology to 
achieve EPA Tier 4 compliance. 

The retrofit includes upgraded railcar HVAC systems, 
installation of auxiliary power to reduce downtime, up-
graded control and diagnostic features, and enhance-
ment of the fire suppression system. NJ Transit said 
these upgrades “will expand the useful life of existing 
RiverLINE vehicles to 30 years.” 

Total project cost, from design to installation to reve-
nue service, is approximately $700,000. NJ Transit is 
targeting a Spring, 2022 completion, and added that 
“there will be no impact to service as the engines are 
installed on the fleet.” 

“NJ Transit service gets people out of cars and is one 
the best ways to limit state-wide greenhouse gas emis-
sions,” said NJ Transit President and CEO Kevin Cor-
bett. “At the same time, these engines will help us re-
duce our carbon footprint and operating costs through 
better fuel efficiency.” (Railway Age, January 14, 2020) 

During May, 2020, the MBTA will close its antiquated 
Green Line terminus at Lechmere to prepare for the 
shift in tracks to connect with the new $2.3 billion exten-
sion to Somerville and Medford. All Green Line trains 
will terminate at North Station until this portion of the 
project is completed in April, 2021. Shuttle buses will 
operate between Lechmere and North Station. The new 
Lechmere station will be on an elevated structure 
across the road from the current terminus, with stairs 
and elevators leading to a waiting area. Concrete col-
umns for the new station have already been erected. 
(Boston Globe, December 24, 2019) 

Following “critical feedback from riders, advocates and 
policymakers,” the Massachusetts Bay Transportation 
Authority has announced a revised Fare Transformation 
program which it said would combine “meaningful im-

(Continued on page 11) 
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provements” to existing payment systems with a phased 
approach to the deployment of a new system “that bet-
ter represents the needs of MBTA customers.” 

Under the plan approved in December, the Authority 
will “reset” a fare collection PPP (public-private partner-
ship) contract with Cubic Transportation Systems which 
had been announced in 2017. Completion of the roll-out 
is now planned for 2024 rather than 2022, providing 
more confidence in the delivery schedule, and the capi-
tal costs will be approximately $159 million more than 
the $192 million originally envisaged. 

The MBTA, rather than the contractor, will now be re-
sponsible for the placement of vending machines, and 
to address the needs of low-income and infrequent rid-
ers, it will focus on sites which widen access rather than 
have highest demand. 

The overall program aims to provide vending ma-
chines that dispense CharlieCard smart cards, offer all-
door boarding on buses and surface stops along the 
Green Line, and integrate the entire commuter rail net-
work into the CharlieCard system. 

To facilitate the revised plan, the MBTA has awarded 
Scheidt & Bachmann a $49 million contract for the up-
grading and life-extension of the fare collection systems 
it supplied when the CharlieCard was introduced in 
2006. This will include new vending machines, software 
and hardware upgrades, additional retail sales termi-
nals, and new handheld readers. It also establishes a 
process for developing interoperability between Scheidt 
& Bachmann and Cubic devices. (Railway Gazette In-
ternational, January 16, 2020) 

More than one million riders have traveled on the 
Hartford Line since the commuter rail service opened in 
June, 2018, Governor Ned Lamont announced January 
16.  

Ridership on the commuter line between New Haven, 
Hartford, and Springfield has grown at a rate of 25 per-
cent year-over-year, according to a press release from 
Lamont’s office on January 16. The one millionth ride 
occurred in late November. The Hartford Line is ex-
pected to exceed 750,000 passenger trips during its 
second year, far more than the 666,960 originally fore-
cast. 

“Central and northern Connecticut should have had a 
commuter rail line for decades – quite frankly it’s 
astounding that it wasn’t until a year and a half ago that 
the region finally got one, and these numbers show that 
people want more options to travel by rail,” Lamont said 
in a statement. 

The busiest month for the commuter line was last No-
vember, when 70,551 riders used the service, followed 
by 64,596 riders in December. Overall, the line has 
seen 1,075,559 passenger rides in the past nineteen 
months. 

Lamont has proposed to expand the Hartford Line un-
der his CT2030 plan, including adding a second line of 

rail tracks north of Hartford to increase service frequen-
cy in the area, adding new stations in Enfield and Wind-
sor Locks -- which would have a connection to Bradley 
International Airport -- and installing digital displays at 
each station to provide train time information. 

“This new service is a huge win for the state,” said 
Connecticut Department of Transportation (CDOT) 
Commissioner Joseph Giulietti. "The Hartford Line helps 
both the Connecticut economy by creating jobs and 
spurring transit-oriented development, while at the 
same time reducing greenhouse gas emissions and 
traffic congestion on our highways.” (Hartford Courant, 
via Mass Transit, January 17, 2020) 

Miami-Dade has been presented with two choices for 
a transit line linking Miami with Miami Beach. A three-
year study, “SMART Plan Review,” was conducted by 
Parsons. It did not identify a clear winner between an 
extension of the current MetroMover automated people 
mover and a totally new monorail line linking downtown 
Miami with South Beach as its future “Baylink” transit 
route. The study concludes that an extension of the  
fare-free MetroMover could attract up to 12,000 riders 
per day. Charging a fare could reduce the ridership to 
9,200, the same as what a monorail with a fare could be 
expected to carry. Both MertroMover and monorail are 
expected to cost $630-680 million to construct with the 
monorail costing $7.2 million per year to operate vs $10 
million for an extended MetroMover. 

There are concerns on how a new line would physical-
ly connect to the existing MetroMover trackways in the 
Government Center rail transit complex. The Parsons 
study recommends that if the people mover option is 
selected, the new line would connect to MetroMover at 
the existing Museum Park station or a new station con-
structed on the former Miami Herald property that 
Genting, a Malaysian gambling corporation, purchased 
for $236 million in 2011. The proposed MetroMover line 
would have two stations in Miami Beach, one at Lenox 
Avenue and Fifth Street, and the other at Fifth and 
Washington Avenues. A further extension of MetroMov-
er two miles north to Miami Beach’s Design District, with 
trolley and bus routes linking the line to the convention 
center, is also among the Parsons recommendations. 

The Parsons study recommended against a light rail 
option operating in the median, or alongside, the Mac-
Arthur Causeway, concluding that it would cost more 
than either the people mover or the monorail. Genting 
plans to build a casino and resort on the Miami Beach 
waterfront. They proposed the monorail option as the 
Parson study was already underway. Bids are due on 
March 17, in a contest held by Genting and partners for 
a confidential proposal to use about $240 million in tax 
dollars to build a for-profit monorail running between 
South Beach and its parcel of land on the Miami water-
front. Genting would contribute $150 million toward the 
overall cost of the project and Miami-Dade would pay 
the monorail group operator a yet-to-be determined an-
nual fee to operate the system. An extension of that 

(Continued from page 10) 

(Continued on page 12) 

Commuter and Transit Notes 



12 

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

 

 

monorail from Miami Beach to downtown Miami could 
be a boon to their casino-resort, hence the added option 
pushed onto SMART Plan Review. (Editor’s Note by Ron 
Yee: This resembles an episode from the popular cartoon 
“The Simpsons,” where their city was sold a monorail by a 
crafty consultant-scam artist. Miami-Dade needs to exercise 
extreme caution in the eventual selection of a mode of transit 
for the BayLink transit route.) (Miami Herald, December 
24, 2019) 

The St. Louis Metro is changing the paint scheme on 
its LRVs and buses. Three MetroLink LRVs featuring 
the new colors entered service in December, 2019. 
MetroBus also placed into service 26 new 30-foot Gillig 
buses that sport the new color scheme. The original 
red, white, and blue paint scheme will remain on the 
current car fleet for the immediate future as the new 
colors will be only be applied to new LRVs and buses 
that replace the oldest vehicles of the existing car fleet. 
This new look is also being applied to maps, schedules, 
and bus stop signs. (Mass Transit Magazine, Decem-
ber 17, 2019) 

California commuter operator Metrolink has held a 
ceremony to mark the $32 million rebuilding of the Van 
Nuys station in Los Angeles under a two-year project 
which is nearing completion. 

The station is on Metrolink’s Ventura Line, a Union 
Pacific route which is also served by Amtrak passenger 
services. During the rebuilding trains called at a tempo-
rary platform. 

The station has been rebuilt from a side platform to an 
island configuration with longer platforms. 

“The newly reconstructed Van Nuys station allows 
both tracks to be used simultaneously, increasing ca-
pacity, and provides safe access to the platform from a 
newly built pedestrian underpass, keeping trains and 
passengers separated,” explained Metrolink Board 
Chair Brian Humphrey on January 16. 

The State of California provided a grant of $31.1 mil-
lion and the Los Angeles County Metropolitan Transpor-
tation Authority $1 million. 

The styling of the station is inspired by a General Mo-
tors car factory which once operated nearby, including 
the “Chevelle Green” color scheme. 

“It’s appropriate to look back to the industries that 
helped the Valley grow and prosper in the past,” said 
Los Angeles City Councilmember and Metrolink Board 
member Paul Krekorian. “Looking forward, our future is 
linked to Metrolink service and the light rail line that is 
planned to connect here. This modernized station repre-
sents an alternative to driving to help reduce traffic con-
gestion and air pollution.” (Railway Gazette Interna-
tional, January 17, 2020) 

 
 
 

The award of a $798 million contract for Hitachi Rail 
STS USA (formerly Ansaldo STS USA, originally Union 
Switch & Signal Company) to roll out Communication-
Based Train Control on the San Francisco Bay Area’s 
BART metro network was approved by the operator’s 
Board on January 9, along with projects to improve pas-
senger connectivity and deploy security staff. 

Replacing the existing fixed block signaling over the 
next 11 years is expected to significantly increase ca-
pacity.  

“This will be a pivotal project in BART’s history,” said 
General Manager Bob Powers. “We will now be able to 
eliminate aged and obsolete equipment. Modernizing 
our train control system will help us to support future 
ridership in the busiest sections.” 

CBTC is one of the “big four” elements of the $3.5 bil-
lion Transbay Corridor Core Capacity Project, which 
also includes 306 more Fleet of the Future cars, a 
maintenance facility, and new substations. 

Funding is coming from a variety of local, state, and 
federal sources, including bonds approved by voters in 
2016 and the Federal Transit Administration’s capital 
investment grant program.  

The work will boost overall capacity by 45%, said Carl 
Holmes, BART’s Assistant General Manager for Plan-
ning, Development & Construction. “This is critical be-
cause our trains are already crowded, and we anticipate 
the average number of riders who travel transbay per 
hour during the commute will jump to 30,000 by 2030.” 

In addition to the main contract, Hitachi Rail has been 
awarded contracts worth $82 million to supply CBTC for 
the Silicon Valley Extension, funded by Santa Clara Val-
ley Transportation Authority. 

BART is to work with wireless infrastructure firm Mobil-
itie to improve mobile phone connectivity and provide 
seamless wi-fi at stations within four years and on the 
Fleet of the Future trains within five years. This will also 
pave the way for mobile ticketing and personalized in-
formation services. Bluetooth technology will support 
indoor navigation at stations. 

 

(Continued from page 11) 
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Through a multi-agency project, connectivity will also 
be provided in the Muni light rail network’s Sunset, Twin 
Peaks, and Central Tunnels within two years, and fiber 
optic cable will be installed on BART and SFMTA rights-
of-way to generate additional revenue. 

“This digital railway project opens up the potential for 
BART to offer world-class digital communication to our 
riders and to modernize our business practices,” said 
BART’s Chief Information Officer Ravi Misra. 

The pilot six-month ambassador program to start in 
February will increase the presence of uniformed per-
sonnel on trains to address passenger concerns about 
safety and security. The ten ambassadors will be re-
cruited from the BART Police Department’s Community 
Service Officers, who will receive additional de-
escalation and anti-bias training. (Metro Report Inter-
national, January 10, 2020) 

Bombardier Transportation is to continue to maintain 
the London Overground Class 710 Aventra electric mul-
tiple-unit fleet until July, 2035, under an agreement with 
Transport for London which has moved the break point 
in the manufacturer’s servicing contract from July, 2025 
to July, 2035. 

Bombardier said the change agreed in December, 
2019 is worth approximately £185 million. 

Maintenance of the fleet of 54 Aventra EMUs will con-
tinue to take place at Bombardier’s Willesden Depot in 
North London. 

After delays to delivery, the first Class 710s entered 
passenger service in May, 2019. The units are now in 
daily service on the Gospel Oak-Barking and Watford- 
London Euston routes, with operation on West Anglia 
inner-suburban routes from London Liverpool Street 
expected to follow soon. (Rail Business UK, January 
17, 2020) 

 

 
Darmstadt, Germany 

Stadler has won the first order for its next generation 
of trams, with a €62 million deal to supply 14 vehicles to 
Darmstadt operator HEAG Mobilo. 

The trams will feature a driver assistance system with 
traffic sign recognition, a new design of trucks to opti-
mize the use of space and improve maintainability, and 
an air conditioning system which will use CO2 as the 
refrigerant to offer better environmental performance 
than conventional refrigerants. 

The low-floor vehicles will provide unrestricted access 
to all seats from every door, with the large windows giv-
ing passengers clear views and, together with the high 
ceilings, a feeling of spaciousness. 

Designated Type ST15, the five-section unidirectional 
trams for Darmstadt will be 43 meters long with 103 
seats and a total capacity of 284 passengers. Entry into 
service is planned from mid-2022 to October, 2024; ten 
trams will replace a similar number of 30-year-old ST12 
high-floor vehicles, and the other four will expand the 
fleet. The contract includes options for up to 30 more 
vehicles. 

“It makes us proud to have placed our new and highly 
innovative tram model in Darmstadt within such a short 
time,” said Christoph Klaes, Stadler’s Head of LRV 
Sales, when the order was announced on January 6. 

Stadler will present details of its new tram concept at 

(Continued from page 12) 
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the InnoTrans 2020 trade fair in Berlin during Septem-
ber. Unfortunately, and for the first time, InnoTrans will 
no longer be open to the general public. (Metro Report 
International, January 6, 2020) 

Chemin de Fer Nyon-Saint-Cergue-Morez (NStCM) 
has awarded Stadler a contract to supply six two-car 
electric multiple-units. Deliveries are scheduled be-
tween late 2021 and early 2022. 

The 1,500v DC EMUs will be similar to four Abe4/8 
units which Stadler supplied to the 27-kilometer-long 
meter-gauge line in 2015. 

They will have 91 seats including nine in first class, air 
conditioning and a passenger information system, and 
will meet the requirements of current Swiss accessibility 
legislation. (Railway Gazette International, January 
10, 2020) 

Jihomoravský has become the first regional authority 
to order its own rolling stock, placing a contract for Ško-

da Transportation to supply 37 RegioPanter low-floor 
160 km/h electric multiple-units between Spring, 2021 
and the end of 2022. 

Škoda Transportation was the only bidder to remain in 
the tendering process after a lower-priced bid from 
Stadler was excluded. 

The KC6.65 billion contract signed on December 20, 
2019 covers the supply and 30 years of maintenance of 
31 four-car units with 333 seats and six two-car units 
with 146 seats. The EU’s Cohesion Fund is meeting 
85% of the cost, with the remainder coming from EIB 
loans. 

The EMUs will be used on Brno suburban routes S2 
(Křenovice-Brno-Blansko-Březová nad Svitavou) and 
S3 (Níhov-Tišnov-Brno-Vranovice/Židlochovice-
Břeclav). The region is to call tenders this year for a 
contract to operate the PSO-supported services once 
the current 10-year deal with national incumbent ČD 
(Czech National Railways) ends on January 1, 2023. 

It is anticipated that the major domestic players includ-
ing ČD, RegioJet, LEO Express, Arriva, and GWTR will 
participate in the tender. (Railway Gazette Internation-
al, January 16, 2020) 

On Saturday evening, December 21, 2019, Israeli 
Railways, Limited operated the inaugural run of its Tel 
Aviv-Jerusalem high-speed express line with a VIP-only 
train that departed Jerusalem’s Yitzak Navon station at 
9:56 PM and arrived 34 minutes later in Tel Aviv’s Ha-
gana station at 10:30 PM. Regular passenger services 
commenced the next day with two trains per hour with 
an intermediate stop at Tel Aviv’s Ben Gurion Airport. 
The 57-kilometer (35.4-mile) route is served by multi-
level push-pull trains powered by electric locomotives at 
a maximum speed of 160 kph (100 mph). It has taken 
18 years from the start of construction to the line’s 
opening. A planned route that bypasses the airport 
could reduce travel times between the two cities to a 
mere 30 minutes. (Israeli Railways, Time Out Maga-
zine, December 17, 2019) 

(Continued from page 13) 
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In terms of customer satisfaction, NYCT’s Customers 
Count survey saw a 13.1 percentage point improvement 
in satisfaction for the third quarter of 2019 compared to 
the same period last year, with the greatest improve-
ments in waiting time, travel time, and unexpected de-
lays. 

ABOUT THE SUBWAY ACTION PLAN 
The Subway Action Plan launched at the direction of 

New York Governor Andrew Cuomo in July, 2017, and 
was funded by the Governor, the Legislature, and the 
city. With the goal of stabilizing and improving the 115-
year-old subway system, the plan’s extraordinary 
measures have been critical to recent performance im-
provements. Since the Subway Action Plan launched, 

MTA workers and contractors have: 
● Cleared more than 80,000 street grates to prevent 

ingress of litter and leaves that build up on the 
tracks, causing fires and clogging drains 

● Sealed more than 7,900 leaks to prevent water in-
gress that causes power and signal problems, dete-
rioration of track and other equipment resulting in 
unplanned service changes, delays, and track fires 

● Installed 54 miles of Continuous Welded Rail across 
the system, replacing jointed rail, which is more 
prone to rail defects that delay trains 

● Repaired more than 27,000 minor track defects that 
if not repaired can cause delays 

● Performed more than 180 miles of track rail grinding 
to improve ride quality and reduce defects 

● Completed more than 1,500 priority maintenance 

(Continued from page 9) 
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FIRST PHOTOS OF R-211 CARS 
(Photographs from the MTA’s Flickr Website) 

First R-211 car, 4256, 
presumably at Kawa-
saki’s Lincoln, Ne-
braska plant. 

A view of the open 
gangway that will 
be between cars 
without operating 
cabs. 
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SOUTHWEST UNITED STATES 
by Jack May 

(Continued from January, 2020 issue) 
(Photographs by the author) 

WEDNESDAY, APRIL 12 
After being disappointed because of the planned de-

lays on the Gold line, and then taking my time photo-
graphing at Union Station, I finally decided to head out 
to Santa Monica on the Expo Line. I still had the whole 
afternoon ahead of me. 

As mentioned before, the first part of the Expo Line, 
from the Metro Center subway stop to Culver City, was 
opened in 2012 (actually in two separate pieces). I rode 
and photographed it a year later, so that section was no 
longer new to me. After emerging from the subway por-
tal and stopping at the Pico station, Expo trains contin-
ue along Flower Street past where the Blue Line turns 
off onto Washington Boulevard. After running along the 
side of the thoroughfare near the eastern edge of the 
University of Southern California campus, the line 
traverses a curving underpass to avoid conflicts with 
some major streets as it reaches its Exposition Boule-
vard east-west alignment. Running between the USC 
campus and Exposition Park (which hosts several mu-
seums and the Los Angeles Coliseum), the line basical-
ly follows the route of the long-abandoned Pacific Elec-
tric Santa Monica Air Line, the only major difference 
being its first section, which runs along Flower Street 
instead of with the original PE line to Long Beach and 
San Pedro as far as Amoco Junction, where it turned 
off. The Expo Line follows Exposition Boulevard, grade 
separated here and there from a number of busy streets 
on overpasses, and now continues past its previous 
elevated terminal in Culver City. When Exposition 
Boulevard peters out, in the area around the Palms sta-
tion, the line enters a cut and inscribes a northwesterly 
arc before resuming its westward trek along Exposition. 
This is the most scenic portion of the line, in a neighbor-
hood that is home to many millennials who no doubt 
provide a good amount of patronage.  

I should mention that except for its inner portion, Ex-
position Boulevard is not a major thoroughfare, nor is it 
continuous, so the light rail route, which is pretty much 
a straight line except for the aforementioned brief sec-
tion west of Palms, also runs along streets named Jef-
ferson Boulevard and National Boulevard, which occupy 
parts of the Exposition Boulevard alignment. Its right-of-
way finally cuts across some scrub land and the line's 
last mile, as it approaches the Santa Monica terminal, is 
in the center of Colorado Avenue. The maintenance 
facility is south of the tracks between the Bundy and 
Bergamot stations, near the western end of the line. 

The final section of the line, from Culver City to Santa 
Monica, opened on May 20, 2016, a little less than a 
year before this trip. Santa Monica, with a population 
just short of 100,000, was originally a beachfront resort 
city, and remains a tourist destination. As such it is a 

major traffic generator for the line. The station is just a 
quarter of a mile from the Santa Monica Pier (which juts 
out into the Pacific Ocean) and is across the street from 
Santa Monica Place, a large open-air shopping mall 
that partly separates the terminal from the shoreline. 
Light rail service operates every 6 minutes during peaks 
and every 12 minutes between the rush hours, and on 
Saturdays and Sundays. Trains take 47 minutes to cov-
er the 18-mile, 19-station line from end to end. 

Expo's ridership is currently close to 60,000* on week-
days (*all ridership numbers in this article refer to average 
weekday totals for the year 2017), which makes it the sec-
ond busiest on the light rail system (only the Blue Line 
is higher, with about 72,000). Thus I don't think I would 
be wrong in characterizing it as very popular, which is a 
sharp contrast to the Pacific Electric Santa Monica Air 
Line interurban route — that it eventually duplicated 
over virtually the same alignment. Although it was rela-
tively direct, the Air Line was not the interurban sys-
tem's busiest route to Santa Monica, perhaps because 
of its single track and poor service. The other Pacific 
Electric routes to Santa Monica were the Venice Short 
Line (abandoned 1950), which was the most popular, 
and the Santa Monica extension of lines that ran to 
Beverly Hills, which reached the ocean via Sawtelle 
(West Los Angeles). The Sawtelle Line bit the dust in 
1940. The Venice Short Line, which primarily ran on 
private right-of-way along Venice Boulevard, reached 
that thoroughfare from Downtown L.A. via Hill Street. It 
crossed the Air Line at virtually the same location as 
today's Expo Line Culver City station, and attained the 
coast about 2½ miles south of Santa Monica, before 
turning northwest through Ocean Park to get to the pier. 
PE's fleet of PCC cars briefly served the Venice Short 
Line. The other route, through Beverly Hills and Saw-
telle, followed the Venice Short Line until Vineyard, 
where it turned to the northwest. Another way cars got 
to Beverly Hills was via Hollywood, but that route may 
have even been slower, either due to being roundabout 
or because of traffic congestion (access to Santa Mon-
ica on the final segment through Sawtelle also was sub-
ject to street congestion). As a result, there was no real-
ly fast way to get from downtown Los Angeles to Santa 
Monica, and passenger traffic was not concentrated on 
any of the routes. (In addition, passengers could reach 
Santa Monica via the Los Angeles Railway P/Pico 
streetcar line with a transfer to a local City of Santa 
Monica bus at Rimpau loop — at least after 1928.) 

The Air Line lost its passenger service in 1953, but 
dieselized freight operations lasted for at least two more 
decades, which in hindsight was amazingly serendipi-
tous, as it allowed the right-of-way to be preserved for 

(Continued on page 17) 
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the Expo Line, the Southern Pacific finally selling it in 
1991. Between 1931 and 1953 only one round-trip was 
operated on the line each day, a so-called franchise run, 
inbound to L.A. in the morning and out in the afternoon. 

Thus one could say that light rail has brought about an 
incredible gain in patronage, as the number of passen-
gers that rode the line daily in the 1940s/early '50s was 
about 50, and now there are 60,000. 

Our first series of photos cover the Santa Monica end 
of the line. 

(Continued from page 16) 

Southwest United States 

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

Two scenes inside the Santa Monica terminal, whose entry is controlled by fare turnstiles. Based on the signage shown, you may think there 
are four platforms, but there are only three — no Platform 2. Upon entering the terminal the operator turns off the destination signs or sets 
them to display "Not in Service" until the unit is ready for boarding. The left photo features a pair of Kinkisharyo P3010 trains (2014), while 
the right one shows a Nippon Sharyo P865 (1990) painted in Metro's new color scheme.  

(Continued on page 18) 
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Southwest United States 
(Continued from page 17) 

Colorado Avenue at 6th Street, where an outbound Kinkisharyo 
train has just taken the crossover that will allow it to terminate at 
Downtown Santa Monica's south platform. Note how the tracks are 
separated from motor traffic by slightly raised concrete curbing —
this is the closest the line gets to traditional street running. The lit 
"Train" warning adds to the signs prohibiting turns. The overhead 
looks like it could do the job even if it were a bit less prominent.  

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

Some artistic views along the Expo Line?  

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

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

(Continued on page 19) 
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Southwest United States 
(Continued from page 18) 

Working our way eastward we see two views on either side of the Palms station.  

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

A westbound train is shown leaving the elevated Culver City sta-
tion, formerly the terminal of the Expo Line. The photo was taken 
from a parking lot serving a CVS drug store that fronts on Venice 
Boulevard, basically where the Pacific Electric Santa Monica Air Line 
and Venice Short Line once crossed.  

(Continued next issue) 

and repair tasks to improve reliability of signal and 
switch equipment 

● Rebuilt and modernized more than 430 signal stops 
to be moisture-proof and avoid service interruption 

● Repaired door control units on over 1,000 cars in 
the oldest fleets to improve the reliability of this criti-
cal component that causes 40 percent of car break-
downs. 

● Completed a deep cleaning initiative of more than 
100 subway stations 

● Enhanced 217 stations via a focused cleaning and 
repair campaign led by group station managers 

The Save Safe Seconds Campaign was launched in 
2018 as part of MTA NYCT President Andy Byford’s 
Fast Forward Plan directive to improve subway service, 
particularly by focusing on the root causes of delays. 
Personnel have been engaged to help come up with 
ways to immediately improve subway performance and 
reduce delays, simply and affordably (or even at no 
cost) through better operating and service practices. 
The campaign has led to the intelligent and focused 
management of day-to-day train operations, including 
the repair of faulty speed-regulating signals, increase of 
speed limits, and new instructions to Train Operators, in 
such a manner that allows for the safe increase of train 
speeds and, in turn, safely making subway trips take 
less time for customers. The campaign is led by NYCT’s 
Department of Subways Senior Vice President Sally 
Librera, in a partnership with NYCT’s labor partners, 
with the efforts of thousands train crew members and 
other front-line NYCT employees. 
Eighth Avenue Line CBTC Contract Awarded 

After several months of delay, the MTA awarded con-

tract S-48006 to L.K. Comstock & Company. Under this 
$245.8 million contract, Comstock will install Siemens 
Mobility’s Communications-Based Train Control system 
and undertake other equipment enhancements on the 
IND Eighth Avenue subway corridor. 

The contract announced on January 13 covers the 
local and express tracks between 59th St/Columbus 
Circle in Manhattan and High Street in Brooklyn, which 
are used by the A, C and E services. The corridor 
includes some of the busiest station complexes on the 
network, including Columbus Circle, the Port Authority 
Bus Terminal, Penn Station, and W. 4th Street. 

The CBTC will interface with that being installed on 
sections of the E under the Queens Boulevard signal 
modernization project and will mean the entirety of Line 
E will be using CBTC. 

This is expected to increase capacity, performance 
and reliability, and will also enable the provision of real-
time train arrival information. 

The contract covers the interlockings at 30th and 42nd 
Streets, power supplies, zone controllers, cables, fire 
suppression, HVAC, lighting, and equipment housings. 
The project will be New York City Transit’s first to use 
axle counters instead of track circuits, which is expected 
to reduce delays and maintenance costs. 

The contract has been placed under the MTA’s new 
approach of “bundling” work with the aim of minimizing 
disruption to services. “The new MTA is customer-
centric and delivering projects better, faster and cheap-
er”, said Janno Lieber, head of the Construction & De-
velopment Department which the MTA has formed to 
handle capital projects. “We are bundling projects in 
order to minimize impacts on customers and this project 
will be our biggest effort yet.” 

(Continued from page 14) 
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R-42s Retired (Temporarily) 
The R-42 class subway cars made their supposedly 

(see page 1) final passenger runs on Monday, Decem-
ber 30, 2019, departing Broad St at 10:12 AM on the 
consist’s second trip of the morning. The final consist 
was: N-4798-9/4817-6/4830-1/4825-4-S. Upon arrival at 
Jamaica Ctr-Parsons-Archer at 11:08 AM, the train was 
taken out of service and deadheaded to East New York 
Yard and the R-42 class was officially retired. According 
to SubChat sources, two eight-car trains have been re-
assigned to work train service at 207th Street Yard 
(4800-1/4812-3/4820-1/4834-5), eight cars assigned to 
Coney Island Yard (4794-5/4802-3/4808-9/4838-9), and 
four cars laid up to Pitkin Yard (4826-9). Except for the 
16 cars designated for work service, it is assumed that 
the balance of the former 50-car fleet of R-42s will be 
designated for scrapping via 207th Street Yard. (Editor’s 
Note by Ron Yee: It is also rumored that upon complete ac-
ceptance of the 318-car R-179 order, the 222 remaining R-32 
cars will also be retired, possibly as early as April.)  
Astoria Boulevard Station Reopens 

On the evening of Wednesday, December 18, 2019, 
the Astoria Blvd NW station on the BMT Astoria Line 
was reopened after a nine-month closure for recon-
struction, several weeks earlier than originally sched-
uled. However, while the station was opened, it is only 
functional as a basic station. Many of its eventual amen-
ities, such as four new elevators to permit full compli-
ance with Americans with Disabilities Act (ADA) require-
ments, will be installed by construction crews still work-
ing to complete the full renovation and rebuilding project 
by Fall, 2020. The reconstruction project has already 
brought new LED lighting, platforms and canopies, four 
new mezzanine-to-platform stairways, and a new mez-
zanine raised in height to provide greater vertical clear-
ance for trucks passing on the street below. Hopefully, 
this will reduce the number of impact strikes of the kind 
that resulted in structural damage to the elevated struc-
ture over the past few decades. The station’s column 
foundations at street level have also been strengthened. 
Artwork has been installed on the mezzanine and stair-
ways. Construction crews will continue working to add 
four new elevators (two street to mezzanine, two mez-
zanine to platform) and other accessibility features, new 
benches, finished platform stair enclosures, digital infor-
mation signage, and two street-to-mezzanine stairways; 
all while the station is in use. 
Subway Performance Improves 

Per Mass Transit Magazine (December 17, 2019), 
new subway statistics show continued performance im-
provements thanks to the sustained success of the Sub-
way Action Plan and the Save Safe Seconds campaign, 
according to an announcement from MTA New York City 
Transit. 

The MTA says running times were faster on every line 
in November, 2019 compared to a year ago, meaning 

trains are getting through the system more quickly, 
shaving minutes off many trips. The running times met-
ric uses new technology to better track the locations of 
trains in large parts of the subway system. 

“This new metric we’re talking about today, running 
times, is yet another meaningful way to quantify what 
the 50,000 employees of New York City Transit have 
been working so hard to achieve: months of sustained 
improvement in service,” said MTA NYCT President 
Andy Byford. “We have much more work to do to deliver 
the service that New Yorkers need and deserve; the 
consistency that we have achieved shows the Subway 
Action Plan and the Save Safe Seconds campaign lay-
ing a strong foundation for the major improvements we 
expect from upgrades that are part of the next MTA 
Capital Plan.” 

Sally Librera, MTA NYCT Senior Vice President for 
Subways, added, “I am hugely encouraged by the con-
sistent and sustained improvements we are seeing 
across all subway performance metrics, reflecting signif-
icantly improved service for our customers. By improv-
ing our ability to measure service in different ways, we 
are now able to better pinpoint areas for improvement, 
as well as identify gains being made, such as the im-
proving run times through the system meaning custom-
ers are getting where they need to go faster.” 

Overall subway performance continued its steady im-
provement In November, 2019, with preliminary data for 
the month and for the average of the past 12 months 
showing every weekday metric better than it was in No-
vember, 2018. 

“The data doesn’t lie. Subway service is demonstrably 
better, more customers are taking the subways and the 
service continues to improve each month thanks to the 
hard work of our employees and smarter operations,” 
said MTA Chairman and CEO Patrick J. Foye. “I am 
proud of everyone at New York City Transit for their 
dedication and laser focus in improvements that have 
yielded these results that prove our subway service has 
truly turned around.” 

Compared to 2018 and 2017, trains are taking less 
time to go from terminal to terminal on every line of the 
subway system today, shaving minutes off many trips. 
Overall, Subdivision “A” trains (the numbered lines) are 
running close to 4 percent, or about two-and-a-half 
minutes, faster than last year, and close to 6 percent, or 
about three-and-a-half minutes, faster than in 2017. On 
Subdivision “B” (lettered lines), trains are running about 
2 percent, or about one-and-a-half minutes, faster than 
2018, and close to 3 percent, or about two minutes, 
faster than in 2017. 

The biggest improvement on any line in 2019 is on the 
7 and & Express, whose running times were, respec-
tively 9.2 percent (three-and-a-half minutes) and 10.5 
percent (more than four-and-a-half minutes) faster In 

(Continued on page 4) 


