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PASSENGER RAIL:
INVESTING IN OUR NATION’S FUTURE

WEDNESDAY, DECEMBER 10, 2014

U.S. SENATE,
SUBCOMMITTEE ON SURFACE TRANSPORTATION AND
MERCHANT MARINE INFRASTRUCTURE, SAFETY, AND SECURITY,

COMMITTEE ON COMMERCE, SCIENCE, AND TRANSPORTATION,
Washington, DC.

The Subcommittee met, pursuant to notice, at 2:35 p.m. in room
SR—253, Russell Senate Office Building, Hon. Richard Blumenthal,
Chairman of the Subcommittee, presiding.

OPENING STATEMENT OF HON. RICHARD BLUMENTHAL,
U.S. SENATOR FROM CONNECTICUT

Senator BLUMENTHAL. I am very pleased to open this hearing of
the Subcommittee on Surface Transportation of the Senate Com-
merce, Science, and Transportation Committee.

And I want to particularly thank Senator Blunt for his very hard
work, good work over the last couple of years as the Ranking Mem-
ber. This is undoubtedly the last hearing of this subcommittee
under our leadership, but it has been really our leadership. It has
been a great partnership and I want to thank him. I have appre-
ciated all of our work together.

And I want to also thank our staff who has done a remarkable
job of focusing on some of the key issues that confront our infra-
structure and transportation system around the country. It is a
challenge that will endure well beyond this Congress, but hopefully
will be better addressed during the next Congress.

Passenger rail service is a critical link between people, jobs, and
opportunities. It is vital to economic growth and job creation. And
that is one of the reasons why it really has to be viewed as an ur-
gent and immediate priority of our Nation. The benefits are enor-
mous not only economically but rail also reduces congestion and
takes people off our roads. It connects our major metropolitan
areas, and it provides an economic lifeline that is essential to many
communities. Loss of rail service would cost the economy $100 mil-
lion a day. And right now, while we have not lost rail service, we
are failing to use it as well and expansively as we should.

On the Northeast Corridor, Amtrak and the passenger rail net-
work have unmet needs and some estimate those needs at nearly
$50 billion. That is not just for convenience or luxury measures. It
is essential to keep our bridges, railroads, equipment functioning
as they have to do. Some of our bridges are more than 100 years
old. The Walk Bridge in Norwalk was built during the presidency
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of Grover Cleveland. It regularly stalls and is stuck in an open po-
sition paralyzing rail traffic up and down the East Coast. One
bridge built more than 100 years ago can paralyze the whole east-
ern corridor. And that is why the rail system must be rebuilt and
rejuvenated.

I am hopeful that the Congress will act expeditiously in the new
year to renew the surface transportation bill. I am committed to
ensuring that passenger rail is an important part of it and included
within that legislation. And I am hoping also that the reforms that
I proposed in the bill that I have introduced regarding passenger
rail, particularly safety and reliability, will be addressed as well.

I am grateful for the testimony of our witnesses, and I am look-
ing forward to their advice as to how we can fix these problems.
It is not a luxury. It is an essential fact of American economic and
cultural life that we must rebuild our railroads, provide safety and
reliability, which is so sorely lacking in many parts of the country.

Senator Blunt?

STATEMENT OF HON. ROY BLUNT,
U.S. SENATOR FROM MISSOURI

Senator BLUNT. Well, thank you, Chairman. Thank you for this
hearing today. And thank you for your aggressive leadership of this
subcommittee. We have had a number of hearings on many issues
and particularly on the passenger rail issues. You have brought a
knowledge and understanding and a commitment to these issues
that has really defined the discussions our committee has had, and
hopefully those discussions work into more long-term legislation in
the future. I know we are all frustrated that in recent years, we
just barely managed to kick the funding bills and the highway bills
and the transportation bills forward just a little bit rather than
deal with them as we should so that we can look at a long-term,
integrated system that works in the best possible way.

Passenger rail in this country worked extraordinarily well and
served the country well, and then as other means of transportation
came along, we probably did not pay as much attention nationally
to passenger rail as we should have. And it is turning our attention
back to that and the way that, Mr. Chairman, you have helped
focus this committee I think is a really good thing. As we have
challenges of people and transportation in all systems, the railroad
still is an incredibly efficient way to move people and to move
things around and how we meet the balance between passenger
needs and freight needs, both of which are really important to our
economy and both of which have a real impact on the way the rest
of the transportation network works, is particularly important.

Hopefully, we will learn some lessons from these hearings. I
think the Passenger Rail Investment and Improvement Act of 2008
created a way for passenger rail competition to be introduced into
the system with no disrespect for anything else. We almost all ben-
efit from competition. State transportation agencies have increas-
ingly looked at the competitive model as one of their alternatives,
and that probably is a good thing for passengers as everybody tried
to think how can we provide a better service at the best possible
cost.



3

The competitive rail market has emerged. The Herzog compa-
nies, headquartered in St. Joseph, Missouri, were the first inde-
pendent company to enter the competitive passenger rail market in
the United States. Now they provide services to 80 million pas-
sengers each year. And what they have learned that can be shared
with Amtrak and other providers and vice versa is an important
thing. I think that is one of the reasons that hearings like this
serve a real purpose so that information can be shared, that we can
understand how we can look at better ways to do what we are
doing. Competition is a good thing, and I am pleased we have a
witness on the panel today to talk about the competitive model, as
v&iell as witnesses to talk about the Amtrak model and other mod-
els.

But your leadership here has been important. It has been a privi-
lege for me to serve with you as the ranking member on this com-
mittee. And thanks for having this hearing today.

Senator BLUMENTHAL. Thanks very much, Senator Blunt.

Let me introduce the panel and then ask each of you to make an
opening set of remarks.

The Honorable Peter Rogoff, the Under Secretary for Policy at
the United States Department of the Transportation, a wealth of
experience in this areas who speaks not only for the administration
but also as a participant in the Northeast Corridor Commission.
Thank you for being here.

The Honorable Anthony R. Coscia, who is Chairman of the
Board, of the National Railroad Passenger Corporation, Amtrak.
Thank you for a lifetime of public service, Mr. Coscia, and for your
expertise and experience in this area and for speaking to the need
for a Federal partnership and the need to invest in the system that
you so ably head.

Mr. John Previsich, who is President of SMART Transportation
Division, S-M-A-R-T, who speaks for tens of thousands of very dedi-
cated, honorable, hardworking employees in the rail labor work-
force. Thank you for so ably representing them and for being here
with us today.

And Mr. Ray Chambers, Executive Director of the Association of
Independent Passenger Rail Operators. The companies that you
represent I know seek to improve their passenger service and offer
alternatives, including potentially the Hartford-Springfield line ex-
panded to accommodate even more passengers. So we thank you.

So, Mr. Rogoff, if you could begin please.

STATEMENT OF HON. PETER M. ROGOFF, UNDER SECRETARY
FOR POLICY, U.S. DEPARTMENT OF TRANSPORTATION

Mr. RoGOFF. Thank you, Chairman Blumenthal, and thank you
for inviting me here today to discuss the future of intercity pas-
senger rail service and the GROW AMERICA Act, the Obama ad-
ministration’s surface transportation reauthorization plan.

Secretary Foxx formally transmitted the GROW AMERICA Act
to Congress in April of this year. It is a 350 page, $302 billion,
comprehensive, four year surface transportation reauthorization
proposal. Importantly, the bill includes its own title to authorize
and fund the improvement and expansion of our passenger rail net-
work. That title sits right alongside our other titles to rebuild our
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highway system, expand our bus networks, improve highway safe-
ty, streamline the environmental approval process, and strengthen
our Buy America laws.

This is the first time any administration has transmitted a sur-
face transportation bill to Congress that fully integrates passenger
rail programs and policies into its vision for the future. We strongly
urge the Congress to follow suit.

For too long, the debates over passenger rail have centered solely
around the funding needs of Amtrak while the broader debates
over highway and transit funding formulas and policies have taken
place in other committees and during different years.

The GROW AMERICA Act is built around the policy imperatives
presented by the fact that the decennial census tells us that our
Nation will see an additional 100 million citizens by the year 2050,
100 million citizens who will put dramatically increased demands
on our surface transportation system both in moving people and
freight.

The decisions Congress will make in the next few months will de-
termine whether we will have a transportation system that allows
our economy to grow and employ 100 million additional citizens or
a transportation system that drags down our economy along with
our quality of life.

As we face this challenge, passenger rail must be part of the so-
lution. Most states and cities across the country already know that
they simply cannot solve the problem of increasingly punishing
congestion by adding highway lanes or building new runways. In-
deed, most communities do not have the space or the resources to
do either.

That is why we are now seeing Governors across the country of
all political stripes significantly expand their state contributions to
improve or expand intercity passenger rail. Just since 2009, 32
states and their partners have invested more than $4 billion
through the President’s high-speed rail initiative. Through this pro-
gram, states have greatly over-matched their Federal grants for the
purpose of accelerating the deployment of new or higher performing
service. Governors are also putting up additional funding to main-
tain or improve their state-supported Amtrak service. Governor
Malloy in Connecticut, as the chairman pointed out, is contributing
$175 million for improvements to the New Haven-Hartford-Spring-
field project. Governor Quinn in Illinois has pledged more than
$120 million for the Chicago-St. Louis corridor. And Governors like
Rick Snyder in Michigan, Mary Fallin in Oklahoma, Tom Corbett
in Pennsylvania, Nathan Deal in Georgia—they are committing
millions of their state dollars to maintain or expand passenger rail
service. They are not doing it simply because they like trains. They
are doing it because their people need the mobility and the continu-
ation or expansion of rail service is essential to the future economic
prosperity of their states. I think it also plays into the efficiency
issue that Senator Blunt made reference to in his opening remarks.

For the fiscal year that just ended, Amtrak carried 30.9 million
passengers and served more than 500 cities. The GROW AMERICA
Act authorizes $19 billion for 4 years to enable us to continue to
partner with the Governors and grow passenger rail ridership as
America’s population continues to grow.
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At the center of our proposal is the creation of a new rail account
within the Transportation Trust Fund to provide predictable, dedi-
cated funding for rail. Highways, transit, aviation, inland water-
ways, ports, and harbors have all benefited from dedicated trust
funds. Rail is unique in that it lacks a committed source of Federal
revenue, and as a result, passenger rail capital investments have
generally failed to keep up with the needs of the fleet or infrastruc-
ture.

The Northeast Corridor alone requires investments of nearly $1.5
billion per year over 15 years just to bring the corridor into a state
of good repair and maintain it in that condition. Yet, at the same
time that the corridor investments have fallen well short of that
funding level, the ridership on the Northeast Corridor just reached
a new record of 11.6 million passengers a year.

Chairman Blumenthal, you talked about the Walk Bridge. You
could add to that list of decaying infrastructure that needs atten-
tion that is over 100 years old things like the Portal Bridge in New
Jersey, which was just featured on a Sunday news section. There
was a focus also, as we all know, on the demise of the Arc Tunnel
project, and that also leads to two rail tunnels that are absolutely
essential to mobility up and down the Northeast. That also must
be addressed. Those tunnels are well over 100 years old.

By providing predictable and dedicated funding for rail and plac-
ing rail on par with other modes of transportation, the GROW
AMERICA Act will give Amtrak states and localities the certainty
they need to effectively plan and execute the rail networks we will
need to support our future economic prosperity.

I thank you for the opportunity to appear here this afternoon,
and I look forward to your questions.

[The prepared statement of Mr. Rogoff follows:]

PREPARED STATEMENT OF HON. PETER M. ROGOFF, UNDER SECRETARY FOR POLICY,
U.S. DEPARTMENT OF TRANSPORTATION

Chairman Blumenthal, Ranking Member Blunt, Members of the Subcommittee:

Thank you for inviting me here today to discuss intercity passenger rail and our
comprehensive multimodal surface transportation reauthorization plan—GROW
AMERICA.

The GROW AMERICA Act is a $302 billion, four-year transportation reauthoriza-
tion proposal built around the policy imperatives presented by the fact that the de-
cennial census tells us that our Nation will see an additional 100 million citizens
by the year 2050—100 million citizens that will put dramatically increased demands
on our surface transportation system, both in moving people and freight. The legis-
lation was formally transmitted to the House and Senate by Secretary Foxx in April
of this year.

The GROW AMERICA Act takes an integrated systems approach to meet those
transportation challenges facing the country today. As the demands presented by
this population growth increase every day, our transportation system is forced to be-
come more connected—from highways and transit, to freight and passenger rail—
to adapt.

Our intercity passenger rail system carries more than 30 million passengers to
more than 500 American cities each year. Over the last 35 years, travel by pas-
senger rail alone has increased by 62 percent. In forecasting growth over the next
35 years, investment in America’s passenger rail system is essential. The GROW
AMERICA Act authorizes $19 billion over four years to invest in a National High-
Performance Rail System. One of the hallmarks of this proposal is the creation of
a new rail account within the transportation trust fund to provide predictable, dedi-
cated funding for rail.



State Support for Passenger Rail

Supporting the Nation’s intercity passenger rail system has not just been a solely
Federal commitment or Amtrak endeavor, but it is a priority that has also ranked
high for states in recent years. Since 2009, 32 states and their partners have in-
vested more than $4 billion in matching funds against the FRA’s primary intercity
passenger program, the High-Speed Intercity Passenger Rail (HSIPR) Program, in-
cluding Connecticut DOT contributing $175 million for improvements to the New
Haven-Hartford-Springfield project and Illinois DOT pledging more the $120 million
for the Chicago-St. Louis Corridor Program. Altogether, 80 percent of the HSIPR
Program did not require a state match, yet despite the absence of a match require-
ment, states have invested over $3 billion into the system. We have included a de-
tailed summary, in the form of an attachment, of these investments, organized by
state and the supporting governors who applied for these Federal dollars.

Also, 18 states have demonstrated their commitment to intercity passenger rail
by contributing approximately $280 million annually to continue operating Amtrak’s
29 state-supported short-distance routes—services that carry nearly half of Amtrak’s
annual riders and provide viable transportation choices to the communities they
serve.

Predictable, Dedicated Funding for Rail

Highways, transit, aviation, inland waterways, ports and harbors all benefit from
dedicated trust funds. Rail is unique in that it lacks a committed source of Federal
revenue. As a result, passenger rail capital investments have generally failed to
keep up with the needs of existing fleet and infrastructure, leading to a backlog of
state of good repair and other basic infrastructure needs. There is currently a multi-
billion dollar backlog of projects required to maintain a state of good repair on our
Nation’s rails, as well as a significant deficit in the capital funding available for
maintaining assets and adding capacity for anticipated increases in demand. The
Northeast Corridor alone requires investments of nearly $2 billion per year to main-
tain good repair.! By providing predicable, dedicated funding for rail and placing
rail on par with other modes of transportation, GROW AMERICA gives states and
localities the certainty they need to effectively plan and execute projects that will
improve transportation infrastructure, allow regions and states to achieve their
long-term visions for rail transportation, provide accessibility to destinations near
and far, and support economic growth.

National High-Performance Rail System

Our nation has not shied away from doing big things to move people and goods,
and our rail system should be the envy of the world. In GROW AMERICA, $19 bil-
lion is proposed to address the backlog of disrepair, as well as maintain, expand and
improve America’s passenger rail network. In addition to making necessary infra-
structure investments, these programs improve safety and provide accessibility to
disabled Americans, as well as invest heavily in long distance routes, linking Ameri-
cans in rural and suburban communities to urban areas. Our National High-Per-
formance Rail System proposal allocates funds to two new programs aimed at pro-
moting market-based investments to enhance and grow rail:

e Current Passenger Rail Service Program—Over four years, the Act will provide
$9.5 billion to maintain the current rail network in a state of good repair and
continue existing services. A significant portion of these funds is intended for
“Fix-It First” projects, a multi-modal GROW AMERICA initiative directed at re-
ducing and eliminating the massive investment backlog caused by years of de-
ferred maintenance on our Nation’s transportation infrastructure. The Current
Passenger Rail Service Program will also fully fund Amtrak and organizes
grants around Amtrak’s main lines of business: the Northeast Corridor, State
Corridors, Long-Distance Routes, and National Assets. This includes:

© $2.6 billion to bring Northeast Corridor infrastructure and equipment into a
state of good repair, thus enabling future growth and service improvements;

© $600 million to replace obsolete equipment on state-supported corridors and
to facilitate efficient transition to financial control for these corridors to
States, as required by Section 209 of the Passenger Rail Investment and Im-
provement Act of 2008 (PRIIA);

© $3.1 billion to continue operations of the Nation’s important long-distance
routes, which provide a vital transportation alternative to both urban and
rural communities;

1 Amtrak. “Northeast Corridor State of Good Repair Spend Plan.” April 2009
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© $1.8 billion to improve efficiency of the Nation’s “backbone” rail facilities,
make payments on Amtrak’s legacy debt, and implement Positive Train Con-
trol (PTC) on Amtrak routes; and

© $1.4 billion to bring stations into compliance with the Americans with Disabil-
ities Act (ADA).

o Rail Service Improvement Program—The Act provides an additional $9.5 billion
to expand and improve America’s rail network to accommodate growing travel
demand, which includes:

© $6.4 billion to develop high-performance passenger rail networks through con-
struction of new corridors, substantial improvements to existing corridors,
and mitigation of passenger train congestion at critical chokepoints;

© $2.4 billion to assist commuter rail lines in implementing positive train con-
trol (PTC) systems;

© $500 million to help mitigate the negative impacts of rail in local communities
through rail line relocation, grade crossing enhancements, and investments in
short line railroad infrastructure; and

© $300 million to develop comprehensive plans that will guide future invest-
ments in the Nation’s rail system and to develop the workforce and tech-
nology necessary for advancing America’s rail industry.

Transparency, Accountability, and Engagement

GROW AMERICA proposes additional measures to build upon transparency, ac-
countability, and engagement efforts under the Passenger Rail Investment and Im-
provement Act of 2008 (PRIIA). Under PRIIA, Congress sought to improve stake-
holder collaboration and the methods for appropriately allocating costs on the
Northeast Corridor and state-supported routes, develop standards for the next-gen-
eration of passenger locomotives and rail cars, and apply Buy America requirements
to the High-Speed Intercity Passenger Rail (HSIPR) Program. In addition to con-
tinuing these key initiatives GROW AMERICA proposes to undertake new efforts
to improve transparency, accountability, and engagement, including:

o Amtrak Business Line Structure—As stated, GROW AMERICA organizes finan-
cial support for Amtrak’s existing passenger rail services by “business lines.”
This structure improves transparency and accountability for taxpayer invest-
ments by aligning costs, revenues, and Federal grants to business lines to better
ensure that our investments are advancing the Nation’s goals and objectives for
rail services.

o Amtrak Business Line Planning—GROW AMERICA also requires Amtrak to en-
gage in annual five-year operating and capital planning to focus on the long-
term needs of its business lines. Capital asset plans will describe investment
priorities and implementation strategies and identify specific projects to address
the backlog of state of good repair needs, recapitalization/ongoing maintenance
needs, upgrades to support service enhancements, and business initiatives with
a defined return on investment.

e Regional Planning—Planning at regional level facilitates will consider the inte-
gration of rail projects with other modes, promotes greater stakeholder involve-
ment, and can yield more cost-effective priorities for a limited pool of Federal
dollars. GROW AMERICA authorizes DOT to establish Regional Rail Develop-
ment Authorities (in consultation with state governors) to undertake and coordi-
nate these important planning initiatives.

o Buy America—GROW AMERICA will strengthen Buy America requirements in
current law by ensuring uniform applicability to all of the Federal Railroad Ad-
ministration’s financial assistance programs.

o ADA Compliance—GROW AMERICA authorizes $1.4 billion to bring all Am-
trak-served rail stations into compliance with the ADA. The Obama Administra-
tion is strongly committed to making the Nation’s rail system accessible and
comfortable for all Americans.

o Platforms—GROW AMERICA standardizes passenger equipment and platform
heights to increase interoperability of services and equipment, as well as better
provide for safe boarding and alighting.

e Commuter Rail PTC Implementation—DOT recognizes the significant technical
and programmatic challenges facing commuter railroads in meeting the Decem-
ber 31, 2015 deadline for PTC implementation, as well as the limited capital
resources available to commuter railroads to fund these costs. GROW AMER-
ICA authorizes $2.4 billion to assist commuter rail lines in implementing PTC
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systems. Commuter railroads play a vital role in our Nation’s transportation
network, carrying over 1.7 million passengers per day, and it is important that
Congress provide the resources necessary to meet this safety mandate.

Opportunity for Investment

The programs and policies set forth in the GROW AMERICA Act position intercity
passenger rail to play a key role in addressing the 21st century transportation chal-
lenges facing the United States, which include:

e Population Growth—As stated, an additional 100 million people are projected
to reside in the United States by 2050. The vast majority of this growth will
be concentrated in a small number of “megaregions.”

e Congestion and Mobility—Highway and aviation congestion continues to rise,
with an estimated economic impact growing from $24 billion in 1982 to $121
billion in 2011 in lost time, productivity, and fuel.2 In many places with the
worst congestion, expanding airports and highways is difficult, as land is lim-
ited and environmental/community impacts are significant.

e Energy consumption—In 2010, the United States used more than 13 million
barrels of oil every day for transportation. U.S. citizens consume nearly twice
the oil per capita as citizens of Organization for Economic Cooperation and De-
velopment (OECD) member nations.3

e Energy costs—The inflation-adjusted cost of oil increased 129 percent from 1990
to 2010. As a result, Americans spent $630 million more per day on oil for
transportation than they did 20 years earlier—an average annual increase of
nearly $750 for every American. The Energy Information Administration ex-
pects crude oil prices to rise an additional 50 percent between 2011 and 2035.4

e Environmental Protection—In April of 2014, the Inventory of U.S. Greenhouse
Gas Emissions and Sinks found that the U.S. emitted 7.6 percent more green-
house gases in 2010 than it did in 1990.5 In addition, 27.3 percent of all green-
house gas emissions are from the transportation sector. Many of these emis-
sions have serious public health implications, which can have substantial im-
pacts on quality of life and the economy.

While intercity passenger rail and the GROW AMERICA Act are uniquely well-
suited to help address these transportation challenges, there has also been a clear
demonstration that the American people want rail in their suite of transportation
options:

e Ridership—Demand for passenger rail continues to climb across the United
States. In FY 2014, Amtrak carried 30.9 million passengers and set a new rider-
ship record on the NEC with 11.6 million passengers. These ridership levels are
being achieved even before the substantial service improvements funded in re-
cent years begin to come online. Once new trains are added and trip times and
delays are reduced, the system will attract even higher levels of ridership.

e Changing Demographics—As the U.S. population grows, it is also changing. A
large number of Americans are entering their retirement years and are choosing
to drive less often, particularly over longer distances. Only 15 percent of Ameri-
cans older than 65 drive regularly, and that rate declines to just 6 percent for
those older than 75.6 At the same time, younger generations of Americans are
choosing to drive both less often and for fewer miles than previous generations,
and are obtaining driver’s licenses at record low rates.” This cohort uses public
transportation more frequently than older Americans and has different expecta-
tions for the composition of their transportation system.

e Funding Demand—Nearly every region in the U.S. has demonstrated demand
for investments in passenger rail services. Between August 2009 and April
2011, FRA evaluated nearly 500 HSIPR Program applications submitted by 39
States, the District of Columbia, and Amtrak, requesting more than $75 billion
for rail projects. In the absence of recent HSIPR appropriations, prospective ap-
plicants have also turned to the Transportation Investment Generating Eco-

2Texas Transportation Institute, 2012 Urban Mobility Report, December 2012.

3U.S. Central Intelligence Agency, World Factbook: United States, August 1, 2012.

4U.S. Energy Information Administration, AEO2012 Early Release QOuverview, January 23,
2012.

5U.S. Environmental Protection Agency, Inventory of U.S. Greenhouse Gas Emissions and
Sinks: 1990-2012, April 15, 2014.

6 AARP, Travel Behavior by Age, 2012.

7Dutzik, Tony; Inglis, Jeff, Baxandall, Phineas, Millennials in Motion, Frontier Group/U.S.
PIRG Education Fund, October 2014.
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nomic Recovery (TIGER) program, which has awarded more than $300 million
for intercity passenger rail projects since the passage of the Recovery Act.

e Pipeline of Projects—Since 2009, investment among stakeholders has reached
approximately $75 million in planning studies to establish a pipeline of much-
needed, future rail projects. The GROW AMERICA Act authorizes the funding
required to make market-based investments to turn these studies into improved
and new services.

Conclusion

Thank you for inviting me to appear before this committee and discuss the future
of intercity passenger rail in the United States. Between the passage of PRIIA and
the Recovery Act, as well as the creation of the high-speed program and TIGER pro-
grams, the last six years have been a busy time for intercity passenger rail. The
Administration is encouraged that Congress is continuing to contemplate how to
best advance the next phase of our country’s network. Coupled with investments in
our highways, bridges, transit system and freight network, we believe GROW
AMERICA represents an opportunity to strengthen the safety, efficiency and reli-
ability of intercity passenger travel across the country.

This plan will increase capacity to move people and goods. It will connect Ameri-
cans to centers of employment, education and services, supporting millions of well-
paying jobs. Finally, it will enable our partners to invest in transformative transpor-
tation projects that improve our global competitiveness, connectivity, and safety for
all modes of transportation.

Thank you and I am happy to respond to your questions.
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ATTACHMENT

HSIPR Program Matching Funds By State

State Governor Affiliation State/Partner Match

AL Robert Bentley Republican $100,000
CA Arnold Schwarzenegger Republican $2,840,490,031

Jerry Brown Democrat $530,773,600
cO Bill Ritter Democrat $ 377,848

John Hickenlooper Democrat $1,500,000
CT Dannel Malloy Democrat $174,702,904
DC N/A N/A $4,370,500
DE Jack Markell Democrat $3,892,942
GA George Perdue Republican $ 752,000

Nathan Deal Republican $1,025,000
IA Terry Branstad Republican $2,325,503
1D Butch Otter Republican $50,000
IL Pat Quinn Democrat $177,452,082
KS Mark Parkinson Democrat $450,000

Sam Brownback Republican $25,000
MA Deval Patrick Democrat $17,955,423
MD Martin O’Malley Democrat $1,500,000
ME Paul LePage Republican $150,000
MI Rick Snyder Republican $54,873,092
MN Mark Dayton Democrat $ 11,600,000
MO Jay Nixon Democrat $19,484,835
NC Beverly Perdue Democrat $22,878,420
NH John Lynch Democrat $500,000
NJ Chris Christie Republican $16,500,000
NM Bill Richardson Democrat $100,000
NV Brian Sandoval Republican $358,631
NY David Paterson Democrat $4,100,000

Andrew Cuomo Democrat $111,470,610
OK Mary Fallin Republican $1,986,359
OR Ted Kulongoski Democrat $5,924

John Kitzhaber Democrat $6,991,808
PA Tom Corbett Republican $4,988,000
RI Lincoln Chafee Independent $750,000
TX Rick Perry Republican $1,400,000
VA Bob McDonnell Republican $11,077,000
VT Jim Douglas Republican $20,462,455
WA Christine Gregoire Democrat $74,710,052
wv Earl Ray Tomblin Democrat $666,662
Total $4,122,796,680
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Senator BLUMENTHAL. Thanks very much, Mr. Rogoff.
Mr. Coscia?

STATEMENT OF HON. ANTHONY R. COSCIA, CHAIRMAN,
AMTRAK BOARD OF DIRECTORS

Mr. CosciA. Thank you, Chairman Blumenthal. And let me start
by acknowledging with gratitude your contribution as chair of this
subcommittee. The Amtrak family has certainly benefited from
your leadership, but far more importantly our millions of riders
have benefited from your leadership and wisdom. And we are very
grateful for that and look forward to continuing to work with you
in the future.

Senator BLUMENTHAL. Thank you.

Mr. CosciA. This is a very interesting and opportune time for us
to be having this discussion. Amtrak recently finished its Fiscal
Year reporting for Fiscal Year 2014, and the results were ex-
tremely positive from an operational standpoint. $3.2 billion in rev-
enue set a record, 8 record years out of the last 9. And what is even
more noteworthy is that our operating deficit, the Federal require-
ment to cover losses in the system dropped to $227 million in Fis-
cal Year 2014. That is the lowest in the company’s history in infla-
tion-adjusted dollars, which shows you that there is a real oppor-
tunity here that is important for us all to sort of grab on to. We
run a system that essentially covers all of its operating costs to the
tune of almost 93 percent. It is an incredibly enlightening statistic
which has you asking the primary question of, well, why is all of
this changing.

And the reality is that Amtrak certainly has done a number of
things in the last several years that have made it a stronger busi-
ness. In the absence, candidly, of the kind of resources that would
give people the opportunity to do whatever they want, Amtrak has
had to force itself to do more with less, and that is something that
it has grasped and taken hold of in a way of being a good steward
of the assets that are given to Amtrak to run.

But just as importantly, America is changing. Its reliance on
intercity travel is something that is far greater than it has ever
been. The kind of ridership we are seeing among millennials and
others shows that there is an increasing interest in creating
connectivity between cities, and it is something that creates an op-
portunity that I think as a Nation we should be embracing.

There is a broad opportunity available today to create intercity
travel not just on the Northeast Corridor, but among city pairs that
exist around the Nation, from Charlotte to Atlanta, Tucson to
Phoenix, Dallas to Houston. There are multiple opportunities
throughout the country to create a national system that would
allow these city pairs to function and to function efficiently.

And we think that our experience in the Northeast Corridor is
showing us that that is absolutely possible. The kind of mobility
that we create along the Northeast Corridor, the kind of demand
that we see is an indication of just how much interest there is
around the country in passenger rail for a whole series of reasons
that reflect as much the changing demographic of how people live
and operate in the Nation as it does the system itself.
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But the truth is that as much as we have been able to make
great, great progress in operating the system, Amtrak as an enter-
prise is seriously undercapitalized. Everyone understands this and
everyone knows it, but the reality is that we run the risk of all the
gains that we have achieved in the last decade evaporating because
of our inability to provide the kind of capital investment that the
system needs to be truly an effective part of the Nation’s transpor-
tation system.

Nowhere is that more evident than in the part of the system that
is the most successful, which is the Northeast Corridor. There are
a number of points of failure in the Northeast Corridor that put the
system in great jeopardy, and there are things that we need to at-
tack and we need to attack them very aggressively.

There has been mention of the trans-Hudson tunnels. Some of us
have been working on that process for quite a long period of time,
and the reality is that the Gateway program that Amtrak is pro-
posing represents the kind of solution that has been fully embraced
by many but where there needs to be a sense of leadership now in
order to bring this to the next step. And we believe that leadership
has to come from the Federal Government. A national system of
intercity transportation that connects cities throughout the country
is not really possible without the kind of Federal commitment that
will provide multiyear funding to the kind of capital investments
that we think will provide the level of leadership and bring to-
gether not just Amtrak but our state partners as stakeholders, pri-
vate sector investors who may be interested, our labor partners.
Someone has to lead that effort, and it is our view that the Federal
Government’s role in that effort is the level of leadership that we
believe will give us the kind of system that is comparable to the
systems that we all hear about in other parts of the world where
there has been that kind of a focused, centralized effort.

We applaud the administration’s proposal in the GROW AMER-
ICA Act. We believe it is the right way to start creating the right
emphasis on passenger rail, and we are hopeful that we can play
a part in that.

[The prepared statement of Mr. Coscia follows:]

PREPARED STATEMENT OF HON. ANTHONY R. Coscia, CHAIRMAN,
AMTRAK BOARD OF DIRECTORS

Chairman Blumenthal, Ranking Member Blunt, and distinguished Members of
the Committee, thank you for inviting me to testify on Amtrak’s behalf about the
future of passenger rail in America. Today’s hearing is timely: Amtrak just com-
pleted its fiscal year and the results clearly affirm that intercity rail plays an essen-
tial role in America’s transportation landscape. With unaudited annual revenues to-
taling approximately $3.2 billion, Amtrak achieved its fifth consecutive year of rev-
enue growth and its eighth year of revenue growth in the last nine years. These
revenues, coupled with careful cost management, have significantly reduced our reli-
ance on taxpayers for an operating subsidy: in Fiscal Year 2014, our Federal oper-
ating funding requirement was $227 million, more than $100 million less than in
Fiscal Year 2013, and Amtrak’s lowest operating requirement ever, in inflation-ad-
justed dollars. Taken as a whole, the Federal operating subsidy covers only 7 per-
cent of Amtrak’s operating costs, with the balance covered by corporate revenue and
state support. In recognition of our strong financial performance, last month,
Moody’s Investor Service affirmed Amtrak’s Al/Stable debt rating.

The improvements in Amtrak’s financial performance are not accidental. Amtrak’s
record financial results have been aided by significant ridership growth, particularly
along the company’s densely populated intercity routes. The Northeast Corridor
(NEC) experienced its highest ridership ever in FY 2014, as did eight other intercity
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routes. This increase in ridership is in turn attributable to significant demographic
trends, with travelers increasingly turning to passenger rail as a way to move be-
tween cities quickly and safely, and to avoid congestion on other modes. Passenger
rail is especially popular among members of the millennial generation. Recognition
is also due to Amtrak’s investments in e-ticketing and broadband, all of which im-
prove the customer experience and drive revenue growth. Finally, Amtrak’s manage-
ment has undertaken a number of initiatives in recent years to manage expenses
and improve the company’s bottom line. We understand that the continuity of Fed-
eral support for Amtrak is tied to our ability to demonstrate that we are using tax-
payer funds wisely.

We are pleased with Amtrak’s recent performance but it would be a mistake, in
my judgment, to rest on our laurels. I believe that intercity passenger rail, given
financial support commensurate with demand and a fundamental rethinking of our
Nation’s transportation strategy, can do so much more for America. Amtrak’s
growth over the past ten years is the tip of the iceberg compared with the true,
unmet demand for high-quality rail service connecting America’s major metropolitan
areas. The success of many foreign systems, as well as our own Northeast Corridor
demonstrates that rail is optimally suited to serve the needs of those traveling be-
tween major cities within 100500 miles of each other. Across the globe, high-speed
and higher-speed trains are not only an essential mode of transportation in such
corridors, but also a significant driver of local development and economic growth.
This trend is clearly revealed in Amtrak’s own ridership results, where well over
85 percent of all trips are for journeys less than 250 miles and less than 5 percent
of trips are for journeys more than 400 miles. Even on Amtrak’s long-distance
routes of 750 miles and longer, the vast majority of riders use our trains to connect
to intermediate destinations rather than the end points.

And yet America has yet to fully embrace investments in passenger rail as a tool
to grow our regional and national economies, reduce traffic congestion on other
modes, and create new travel opportunities. Record Amtrak ridership in the coun-
try’s mega-regions—not only the NEC, but also the Chicago Hub area, California
and the Pacific Northwest—hints at the tremendous opportunity for truly modern
passenger rail service links between dynamic city pairs. Passenger rail could be so
much more, our economies could be stronger, and our lives better, if trains were
faster, more frequent and more reliable in these regions. This is to say nothing of
the regions around the country where little or no high-quality rail connects metro-
politan areas—regions like Atlanta to Charlotte, Houston to Dallas, Miami to
Tampa, Pittsburgh to Cleveland, and Tucson to Phoenix. As a nation, we are squan-
dering opportunities to improve our economies and quality of life by failing to make
investments in the type of high-quality rail service that Amtrak plans for the NEC
and that we see in existence or under development in nearly every other major econ-
omy in the world.

As we look ahead to the reauthorization of Amtrak and the Nation’s intercity pas-
senger rail programs, and the expiration of the Highway Trust Fund, I respectfully
submit that Congress should focus on ways to unlock rail’s potential for America’s
major city pairs. As discussed at further length later in my testimony, the develop-
ment of intercity corridors will require Federal leadership, expanded and predictable
funding, and a new policy framework. At the same time, we at Amtrak must expand
upon the successes that we've achieved with intercity rail, especially in the NEC,
to other regions around the country, and to orient our business to serving such cor-
ridors. In order to achieve this, we will have to continue to improve customer serv-
ice, strengthen our operations, rethink various aspects of our network, and improve
project delivery. We must also think creatively and proactively about utilizing and
developing our assets, so that we can harvest the latent potential found in our sta-
tions, right-of-way and infrastructure. Moreover, we need to consider opportunities
to attract private sector participation in order to access its capacity for swift project
execution and capital formation. I look forward to working with the Members of this
Committee to prepare Amtrak for this new challenge, so that we can deliver the
benefits of modern intercity rail to the Nation.

Before turning to how we can realize the great potential for Amtrak and intercity
rail in our Nation’s transportation future, it is important to highlight a critical
point: Amtrak’s operating performance in recent years obscures serious and growing
capital challenges. To put it bluntly, Amtrak does not have sufficient capital to sus-
tain its operating successes to date, let alone to build the sort of intercity rail sys-
tem that I described. The Federal investment in Amtrak is currently and has al-
ways been extremely limited, compared with Federal investments in other modes of
transportation. To put this in context, the Federal Government has authorized
roughly the same amount of funding for Amtrak, about $44 billion, over the com-
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pany’s entire 43 year existence, as the Federal Government spends on highways in
a single year.

As a result, to the extent Amtrak makes investments in its capital assets, these
investments tend to be incremental and largely confined to repairing decades-old in-
frastructure and equipment. Amtrak has had to defer or delay many capital im-
provements so that, today, we face major challenges in merely sustaining the infra-
structure, rolling stock, and stations that have supported our performance thus far.
Unlike other modes of transportation that receive Federal funding, passenger rail
has never had access to predictable, dedicated, capital funding and contract author-
ity that would enable us to develop and implement a long-term capital program. De-
spite the extraordinary growth in passenger rail demand in recent years, the Fed-
eral Government has declined to establish a funding mechanism for rail comparable
to the trust funds and multi-year authorizations that have supported other modes
of transportation. This inhibits our ability to take on multiyear projects, and forces
us to repair infrastructure that really ought to be replaced,

In the absence of a dedicated sustainable funding mechanism, Amtrak has made
every effort to work with our partners to make incremental investments in pas-
senger rail. We have worked with state partners to improve existing rights-of-way
for higher speed services in places like Illinois and Michigan. We have partnered
with these states and California to support the purchase of new equipment for cor-
ridor services. And we have been at the forefront of attempts to deal with freight
rail congestion in the Chicago area—not only by working proactively with the
freight companies but also by convening a blue ribbon panel to examine the problem
in its totality and recommend solutions.

In the Northeast Corridor, we have partnered with commuter authorities and
states to make incremental improvements in the aging infrastructure that supports
approximately 260 million annual commuter and intercity trips. Thanks to one-time
actions in 2009 and 2010 to increase Federal investment in rail, Amtrak and state
partners are now undertaking improvements in places like Connecticut, New Jersey,
New York, Delaware, and Maryland to chip away at the years of deferment and
pave the way for improved and increased services. The availability of meaningful
Federal resources to improve the railroad helped create a new collaboration and
joint sense of responsibility among the Corridor’s users and beneficiaries. The Pas-
senger Rail Investment and Improvement Act (PRIIA), much of which was authored
by this Committee, has further supported this new partnership by creating the NEC
Commission as a forum to bring the NEC’s stakeholders together, develop a new
cost allocation method for shared investments, and unite the owners and operators
of the NEC in a common vision and approach to ensuring the future success of this
essential corridor. Against this backdrop of collaboration, Amtrak is working with
our partners in Philadelphia, Baltimore and Washington to create and advance
plans to expand and redevelop our stations in these cities, as well as the sur-
rounding neighborhoods. Our aim is to increase rail capacity and enhance services
for our customers, improve the company’s bottom line—while at the same time fos-
tering development and economic growth in the cities we serve.

All of the corridor-related initiatives I have described are important, even essen-
tial, but they also reveal the truly incremental nature of Amtrak’s capital invest-
ment program. Without a greater, sustained commitment of capital from the Federal
Government, Amtrak is on a path that will, at best, hold us in our current situation.
The more likely outcome, however, is a slide backward in our company’s operating
and financial results, as passenger demand further outstrips capacity and deferred
investment begins to significantly impact performance.

As Amtrak has previously reported to this Committee, our capital investment def-
icit is most profound in the NEC. You have heard before about the many major in-
frastructure assets that are presently at the end of their useful lives and in need
of immediate replacement, from the B&P tunnel to the Connecticut River Bridge.
The most urgent challenge along the NEC is with the Hudson River tunnel linking
New Jersey and New York, where limited capacity, heavy congestion and overbur-
dened and aging infrastructure all converge. This tunnel—two single track tubes
built out of cast iron and concrete more than 100 years ago—handle all passenger
rail traffic between the two states and form a vital link for the entire Northeast Cor-
ridor. Such is the deteriorating condition of the Hudson River tunnels that, since
about 1999, Amtrak has closed one every weekend for repairs, on a carefully
choreographed 55-hour work outage. As a result, for many years, transportation
planners and officials have stressed the importance of building new rail tunnels, to-
gether with an expansion of tracks and platforms at New York’s Penn Station,
which is already the Nation’s busiest transportation facility.

The need to address this precarious state of affairs suddenly took on even greater
urgency two years ago, when Super Storm Sandy provided us with an illustration
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of the perils of relying on such century-old infrastructure. After Sandy, we discov-
ered that destructive chlorides from sea water caused and are continuing to cause
extensive damage to Amtrak’s tunnel under the Hudson River, so major components
needs to be replaced as soon as possible. In order to perform this work, each of the
tubes must be closed for one year or longer, presenting Amtrak, the states of New
York and New Jersey, and passengers along the entire NEC who rely on this tunnel
a stark choice—either build a new tunnel to maintain capacity to handle existing
demand or otherwise significantly curtail Amtrak and daily commuter rail services,
impacting millions of passengers every year. Fortunately, Amtrak has already done
significant planning to advance what we call our Gateway Program—our plan for
doubling capacity under the Hudson River with new and rebuilt tunnels, expanding
Penn Station, enhancing reliability and resiliency of this essential infrastructure.
What’s needed now is Federal leadership and investment to avert a crisis along the
NEC and create the new capacity needed to protect today’s service and meet the
demand for passenger rail in the decades ahead. We critically need the support of
this Committee and Congress to advance the Gateway Program and I ask that this
be a central focus on your efforts in the coming Congress.

Projects like Gateway are so vast, and their impacts on people and the economy
so widespread, that they should not be regarded as “Amtrak projects,” “state
projects,” or even “regional projects.” Rather, they are national projects, which can
only be addressed effectively by the Federal Government. As I described earlier,
there is an enormous opportunity in developing new intercity passenger rail services
throughout the country; if implemented, these services will have profound transpor-
tation and economic benefits. What is critically needed, however, is a Federal fund-
ing mechanism that will help us achieve these attainable goals.

One might reasonably ask how Congress should think about designing a Federal
funding mechanism for passenger rail, alongside existing funding programs for other
modes of transportation. When the new Congress convenes in January, it will need
to address the Highway Trust Fund authorization. I believe our country needs to
fundamentally rethink how it funds transportation projects of national significance.
We need to move away from mode-centric solutions and design a program that can
fund multi-modal utility designed to address congestion challenges and support a
competitive economy. A carefully redesigned Transportation Trust Fund, acknowl-
edging the Federal responsibility for promoting interstate commerce, could at once
address our aging infrastructure and our growing travel demand, while generating
employment and long-term economic benefits. This is also the solution for Amtrak’s
capital challenge: We need access to the predictable, dedicated funding and contract
authority, so that we may undertake major multiyear projects to replace outdated,
decaying, and increasingly obsolete infrastructure with a passenger rail system ca-
pable of meeting the needs of the 21st Century economy.

I believe the United States’ transportation system is at a crossroads, as the in-
vestments that brought our Nation into modernity in the last century reach the
ends of their useful lives. The story is the same across our highways, airports, sea-
ports, railways, and transit systems. Members of this Committee will be responsible
for designing the blueprint that determines the transportation priorities for the next
century. As you undertake this important task, I respectfully urge you to abandon
any conception of passenger rail as an old and obsolete mode of transport. Countries
as diverse as China, England, Japan, Spain, German, France, India and Brazil are
making investments that suggest that passenger rail is, in fact, a transportation
mode of the future. With help from this Committee and across the Federal Govern-
ment, Amtrak can play a vital role in helping America develop and deploy a truly
modern passenger rail network. The key is capital investment—not just to sustain
the services that underpin today’s business, but those that will help us to sustain
America’s future transportation needs. We at Amtrak stand ready to build and oper-
afle adpassenger rail system that will transport our Nation’s economy in the decades
ahead.

Senator BLUMENTHAL. Thanks very much. You know, I have to
tell you your remarks about the high and growing ridership in the
Northeast Corridor is certainly substantiated by my own experi-
ence. When I ride Amtrak, as I do frequently, often seeing my col-
league, Senator Booker, we are never able to sit together because
there are never two seats available. I am not sure he would want
to sit with me anyway.

[Laughter.]
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Senator BLUMENTHAL. But it is very heartening to me when I
ride to see that kind of high usage and demand.

I also want to mention that I am grateful to Senator Ayotte for
joining us today. I do not get to ride with her.

[Laughter.]

Senator BLUMENTHAL. But I know she is very dedicated to im-
proving our rail service.

Mr. Previsich?

STATEMENT OF JOHN PREVISICH, PRESIDENT, SMART—
TRANSPORTATION DIVISION

Mr. PREVISICH. Thank you.

First, I will take this opportunity to thank you, Chairman
Blumenthal and Ranking Member Blunt and the members of the
Senate Commerce Subcommittee on Surface Transportation, first
for your service and leadership on this committee and also for the
opportunity to testify here today.

This hearing could not be more aptly titled. Public investment in
our Nation’s passenger rail system is truly an investment in our
Nation’s future. Passenger rail is a critical part of our national
transportation infrastructure, an important driver of our national
and regional economies, and is a middle-class job creator.

I speak to this matter from personal experience. In my capacity
as a union representative, I have been involved on passenger rail
operations from coast to coast that have leveraged various forms of
public funding to provide excellent service to the communities
through which they operate. In my home state of California, I have
watched Caltrain in the San Francisco Bay area leverage a com-
bination of local and Federal funding to revitalize the service from
a low of 5,500 boardings per day when operated by a private oper-
ator to today’s figure of over 53,000 in a public-private partnership.

In my home county of Santa Cruz, California, a planning process
is already underway that will identify transit corridors for the pur-
pose of leveraging Federal and local funding to improve transpor-
tation, regionally reduce greenhouse emissions, cut down on auto
trips, and promote affordable housing, a very important part of our
community.

All of this cuts the use of fossil fuels and increases the value to
America of the funds that are invested. They get leveraged locally
and come back to the community and to the country, much more
than was ever invested in the first place.

All across America, communities are relying on transit funding
to invest in strategic planning. The investment will pay itself back
many times over through an increased tax base, better utilization
of local resources, community stimulus, and again, job creation.

It is important to note for this conversation that for more than
100 years prior to the creation of Amtrak, passenger rail service
was provided by private railroads. For at least 40 years prior to
public funding, the private rail carriers were unable to provide pas-
senger rail service without sustaining significant financial losses. It
was because private operators were unable to continue to provide
that service without sustaining huge losses that Amtrak was
formed initially. Amtrak was created to save rail passenger service,
but it is important to note that Amtrak was also created to save
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America’s freight rail industry. America’s railroads were losing $1
billion per year providing passenger service just prior to the cre-
ation of Amtrak. That is %10 billion in today’s dollars. Had Amtrak
not been established, America’s rail system would have financially
collapsed.

Today Americans support and want more passenger rail. Amtrak
has set ridership records in 10 of the last 11 years, and polling that
our union has commissioned throughout the country shows over-
whelming support for more service and increased funding for Am-
trak. This is not a partisan issue. Our polls show that Democrats
and Republicans in red states and blue all strongly support contin-
ued and improved Amtrak service.

Unfortunately, this comes at a time when inadequate Federal
funding has allowed our Nation’s passenger system to age and de-
teriorate. As Amtrak’s annual budget requests have established, its
aging fleet needs replacing and the system needs significant ren-
ovations to tracks, bridges, tunnels, and other infrastructure.
Meanwhile, the rest of the world, China most notably, is investing
heavily in modern and efficient passenger rail infrastructure, leav-
ing American competitiveness and American workers further and
further behind.

Earlier this year, the House Transportation and Infrastructure
Committee reported out the Passenger Rail Reform and Investment
Act of 2014. My union, as well as other rail labor unions, supported
this measure and applauded the bipartisan nature of the proposal.
The 4-year bill does many important things that will help strength-
en our national passenger rail network. However, it does not pro-
vide Amtrak with the funding levels required to meet the needs of
an aging system. Most of all, it does not establish a predictable,
dedicated funding source so Amtrak and our communities can ade-
quately plan for future investments.

The last passenger rail reauthorization, PRIIA, signed into law
by President Bush in 2008 was bipartisan and provided realistic
multiyear funding levels for Amtrak and resisted efforts to reck-
lessly privatize the commuter industry. In fact, the privatization
pilot projects that were included in PRIIA received virtually no pri-
vate sector interest. Permitting private companies to seize routes
is a recipe for ending Amtrak service across the country and would
give investors the green light to profit from assets paid for and in-
vested in for over decades by the American taxpayer and rail pas-
sengers.

The next passenger rail reauthorization bill should build on the
framework established by PRIIA in 2008. It should include dedi-
cated and adequate funding to upgrade and operate the Northeast
Corridor and to operate the regional and long-distance trains that
make up our national system.

I do want to emphasize that our union is not opposed to private
enterprise. The bulk of our membership works for private freight
railroads, and we have very good relationships with those compa-
nies. But it is important that any Federal funding also include an
adequate level of protection for the rail workers involved and a
level playing field so that all competitors in the industry will com-
pete based on equal standards, equal requirements, and that in-
cludes employee protections and coverage under Federal laws, such
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as the Federal Employers Liability Act, the Railroad Retirement
Act, and others.

Passenger rail reauthorization is an opportunity to make needed
investments in a critical segment of our transportation system. And
I look forward to working with the members of this committee on
the timely passage of a bill that establishes dedicated, long-term
passenger rail funding, supports the jobs and rights of America’s
skilled and dedicated railroad employees, and rejects unwanted and
ill-advised privatization proposals, and lays out a national rail pol-
icy (ichat is integrated with America’s multimodal transportation
needs.

Thank you for the opportunity to appear today.

[The prepared statement of Mr. Previsich follows:]

PREPARED STATEMENT OF JOHN PREVISICH, PRESIDENT,
SMART—TRANSPORTATION DIVISION

Chairman Blumenthal, Ranking Member Blunt and members of the Senate Com-
merce Subcommittee on Surface Transportation, thank you for the opportunity to
testify today on the future of passenger rail.

My name is John Previsich. I serve as the President of the Transportation Divi-
sion of the Sheet Metal, Air, Rail, Transportation Workers. We were formerly the
United Transportation Union before we completed our merger with the Sheet Metal
Workers in 2011. We represent tens of thousands of men and women railroad, bus
and airline workers across America.

This hearing could not be more aptly titled. Public investment in our Nation’s pas-
senger rail system is truly an investment in our Nation’s future. Passenger rail is
a critical part of our national transportation infrastructure, an important driver of
our national and regional economies, and is a middle-class job creator. Amtrak is
America’s passenger railroad, rising up from the ashes of a cadre of bankrupt pri-
vate service providers and charged with providing vital rail passenger service across
America.

I can speak to this matter from personal experience. I have been involved on pas-
senger rail properties from coast to coast that have leveraged various forms of public
funding to provide excellent quality service to the communities through which they
operate. In my home state of California I have watched Caltrain in the San Fran-
cisco Bay Area use a combination of local and Federal funding to revitalize the serv-
ice and move from a low of 5,500 boarding’s per day when operated by a private
enterprise to the current figure of over 53,000 boarding’s per day. In my home coun-
ty of Santa Cruz, CA a planning process is already underway to identify transit cor-
ridors that will reduce the number of daily auto trips, decrease our use of fossil fuels
and promote more affordable housing. All across America, communities are relying
on transit funding to invest in strategic planning that will pay back the investment
many times over through job creation, community stimulus, an increased tax base
and better utilization of local resources.

The value of passenger rail to travelers has been increasingly shown at the fare
box, and has been reinforced by polling that our union has commissioned throughout
the country. In every state and district polled, voters overwhelming want increased
funding for Amtrak and want more service. Fare box number’s back this up. Amtrak
carried a record number of passengers in FY 2013, and has set ridership records
in 10 of the last 11 years. Unfortunately, this comes at a time when bare-bones Fed-
eral appropriations have allowed the system to age and deteriorate. As Amtrak’s an-
nual budget requests have established, its aging fleet needs replacing and the sys-
tem faces significant and disruptive renovations to tracks, bridges, tunnels, and
other infrastructure in the coming years. Meanwhile the rest of the world—most no-
tably China—is investing heavily in modern and efficient passenger rail infrastruc-
ic)u]}rle, heaving American competitiveness, and American workers, further and further

ehind.

It is with this backdrop that this committee and Congress as a whole must con-
sider passenger rail reauthorization and lay out a long-term vision for Amtrak that
includes a predictable dedicated source of funding.

Congress has a choice between those who believe that we should end the decades-
long underinvestment in our passenger rail system, and those who would pursue
misguided attempts to dismantle Amtrak and run a fire sale on its high-value as-
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sets. I firmly believe that the latter would result in the destruction of passenger rail
in this country and threaten the 20,000 existing Amtrak jobs.

The last passenger rail reauthorization—PRIIA, signed into law by President
Bush in 2008—was an important milestone for passenger rail in this country. This
bipartisan law provided realistic, multi-year funding levels for Amtrak, and resisted
efforts to recklessly privatize. In fact, the privatization pilot projects that were in-
cluded in PRIIA received virtually no private sector interest.

The next passenger rail reauthorization should build on the framework estab-
lished by PRIIA, and at the same time advance needed reforms. First, Amtrak needs
adequate funding to upgrade and operate the Northeast Corridor (NEC) and to oper-
ate the regional and long-distance trains that make up our national system. Too
often Congress has failed to actually appropriate the funds authorized by PRIIA,
making it difficult for Amtrak to complete major capital improvements and mod-
ernize its network and equipment. More importantly, the rewrite of PRIIA must rec-
ognize that the capital needs of the passenger rail system are enormous and can
no longer be ignored or deferred.

The urgency of these capital needs was put front and center in October when Am-
trak released an infrastructure report detailing that the four one hundred year old
tunnels leading into and out of Manhattan were severely damaged during
Superstorm Sandy. With extensive repairs needed, service along the NEC will be
badly1 curtailed, negatively affecting hundreds of thousands of daily commuters and
travelers.

It is critically important that Amtrak’s proposed Gateway project is funded imme-
diately. Gateway would build new tunnels that would provide the redundancy need-
ed to repair existing tunnels without serious service disruptions, and also build ca-
pacity at the busiest commuter and passenger rail section in the country. It will also
create hundreds of new jobs. For too long, this looming infrastructure crisis has
been a political football. It is time for Congress to make the investments needed to
keep the NEC and commuter lines that millions of people count on moving.

I also recognize that the investment needs of our passenger rail system must be
met in partnership with individual states and, where appropriate, leveraged with
private sector sources. However, states and the private sector will not be reliable
investors into passenger rail without adequate Federal funding. The Federal role in
investing in our rail passenger system must be strong, committed and well-defined
in order to produce reliable regional partnerships.

PRIIA reauthorization must also reaffirm the national Amtrak system as part of
America’s interconnected transportation infrastructure and reject risky attempts to
privatize Amtrak’s NEC operations and long-distance routes. Fortunately, the ideo-
logically-driven privatization agenda that has been pushed by some in recent years
has not gained momentum. Permitting private companies to seize those routes is a
recipe for ending Amtrak service across the country and would give investors the
green light to extract profits from assets paid for over many decades by the Amer-
ican taxpayer and rail passengers. Further, Congress should not micromanage Am-
trak and arbitrarily pick and choose which routes will survive.

T'll be clear on one point. Our union is not opposed to private enterprises. The
bulk of our membership work for privately held freight railroads and we have good
relationships with those companies.

But the facts are Amtrak has partnered with our private freight railroads, and
has negotiated operating agreements with them for more than 40 years. Amtrak’s
employees, many of whom are federally certified, know and understand the complex
operating rules that govern freight railroads, making Amtrak the right fit to operate
this vital nation-wide service.

We know the history of passenger rail in America because we and our members
have lived it.

Prior to the creation of Amtrak passenger rail service was provided by private
railroads for more than one hundred years. Private railroads were unable to provide
passenger rail service without sustaining significant financial losses for at least 40
years prior to Amtrak’s founding. It was because private operators were unable to
continue to provide that service without sustaining huge losses that Amtrak was
created. Amtrak was created to save rail passenger service in America, but more
importantly Amtrak was created to save our freight industry from economic ruin.
America’s railroads were losing $1 billion a year providing passenger service just
prior to the creation of Amtrak ($10 billion) in today’s dollars. Had Amtrak not been
established America’s rail system would have financially collapsed.

Congress must also reject previously offered proposals that would force Amtrak
to contract out food and beverage service. In fact, some in Congress actually de-
clared that Amtrak charges too much for cheeseburgers. Amtrak should be per-
mitted to run its business, sell its services and concession items, and decide how
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to staff the railroad’s operations. Federal outsourcing mandates ignore the role of
these front-line employees, who not only serve food and beverage but act as first
responders during on-board incidents and emergencies. Those attempts are another
example of the kind of congressional meddling that only interferes with Amtrak’s
ability to maintain a qualified workforce and meet customers’ expectations.

As Congress seeks to update and expand passenger rail, the reauthorization must
safeguard the rights, jobs and wages of front-line workers. For rail workers, labor
protections provided for in PRITA should be updated to ensure they apply to all rail
workers when Federal funds are used to create new services, or to add or transfer
infrastructure and equipment to a new entity. The PRIIA protections should also
apply when rail lines are sold to states but are still used for interstate rail transpor-
tation. In addition, it must be ensured that rail workers performing traditional rail
work are covered under the appropriate rail and labor statutes including the Rail-
road Retirement Act, the Railway Labor Act and Federal Employee Liability Act.
Allowing employers, oftentimes foreign corporations, to circumvent U.S. labor laws
or to undercut wages and benefits and then claim the private sector is more efficient
or profitable is a game that must not be played if we are serious about having a
first-class rail system and one that creates and sustains middle class jobs.

Additionally, Congress must resist attempts to cut workers’ overtime pay or limit
pension payments as a condition of receiving Federal funds. Overtime payments are
an unavoidable aspect of a 24 hour a day transportation network. Capping overtime
pay or excluding it from pension calculations would constitute an assault on the liv-
ing standards and rights of rail workers while making no worthwhile improvement
to passenger rail customer service or performance efficiency.

PRIIA’s investment in passenger rail is an opportunity to boost U.S. manufac-
turing capacity and jobs. The next reauthorization must uphold strong Buy America
laws and emphasize smart procurement policies. This will ensure that Federal in-
vestments are leveraged to achieve the greatest possible economic impact and job
growth. Amtrak has already made strong efforts to increase the efficiency and pro-
ductivity of its procurement process through the work of the Next Generation Cor-
ridor Equipment Pool Committee and a partnership with the California High-Speed
Rail Authority. Amtrak has also adopted a U.S. employment plan as part of its bid-
ding requirements for manufacturers seeking to win the procurement for the next
fleet of NEC high-speed trains. This reauthorization must build upon these efforts
to incentivize the use of American made products throughout the production proc-
ess. Not only will this put more Americans to work faster, it will ensure that we
have a robust manufacturing sector able to supply the products needed by the pas-
senger rail industry for years to come.

Earlier this year the House Transportation and Infrastructure Committee re-
ported out the Passenger Rail Reform and Investment Act (PRRIA) of 2014. My
union, as well as the other rail labor unions supported this measure and applauded
the bipartisan nature of the proposal. The four-year bill does many important things
that will help strengthen our national passenger rail network and create more di-
verse and reliable options for the public. It also rejects the types of reckless privat-
ization measures that I spoke of earlier. However, it does not provide Amtrak with
the funding levels required to meet the needs of an aging system and the increasing
demands of passengers. Most of all it does not establish a predictable dedicated
funding source so Amtrak can adequately plan for future investments.

As Amtrak’s annual budget requests and recent infrastructure reports have estab-
lished, its aging fleet needs replacing and the system faces significant and disrup-
tive renovations to tracks, bridges, tunnels, and other infrastructure in the coming
years. The authorization levels set in the House bill—which would level out funding
at current appropriations levels—do not provide the funds needed for these long
term improvements. Until these funding levels are met, we cannot achieve the level
of passenger service, reliability and job creation that our Nation needs and deserves.

Passenger rail reauthorization is an opportunity to make a much needed invest-
ments in a critical segment of our transportation system. I look forward to working
with the members of this Committee on the timely passage of a bill that establishes
dedicated long-term Amtrak funding, supports the jobs and rights of Amtrak’s
skilled and dedicated employees, rejects unwanted and ill-advised privatization pro-
posals and lays out a national rail policy that is integrated with America’s multi-
modal transportation system needs.

Thank you for the opportunity to appear here today.

Senator BLUMENTHAL. Thanks very much.
Mr. Chambers?
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STATEMENT OF RAY B. CHAMBERS, EXECUTIVE DIRECTOR,
ASSOCIATION OF INDEPENDENT PASSENGER RAIL
OPERATORS (AIPRO)

Mr. CHAMBERS. Thank you. I am very pleased to be testifying on
behalf of the relatively new Association of Independent Passenger
Rail Operators, or AIPRO. Our five members operate passenger
service in the United States and around the world. Internationally
we carry more than a billion passengers each year. In the United
States, Herzog and the other members are contracted by commuter
authorities and carry approximately 80 million passengers each
year on a quarter of a million trains. Our members compete vigor-
ously against each other and against Amtrak to get that business.
We submit that the commuter model represents the best practice
for a growing, first-class network of high-performance passenger
rail in America.

For the last 45 years, Amtrak has held a monopoly on intercity
passenger service. Amtrak should be commended for its steward-
ship of maintaining a basic national passenger network against
some very difficult odds. Yet, despite their best efforts, the under-
funded Government structure operated by Amtrak is in serious dif-
ficulty, and I hope in the next Congress we can find together the
ways and means to fix that.

The Northeast Corridor, by any accounting practices, operates at
a loss if the underlying structure is included in the ledger. The
NEC subsidizes the long-distance routes that also operate at a sig-
nificant loss. For the 27 state-supported routes of fewer than 750
miles, Congress and Amtrak have pushed the entire operating sub-
sidy over to the states. But it is these state-supported routes that
are now showing the greatest growth, largely thanks to state in-
Ves}‘iment. These routes represent about 50 percent of intercity rid-
ership.

We believe it is time for Congress to enact a new legislative para-
digm that will restructure intercity passenger service, that the time
is ripe for such action. To accomplish this passenger reform, we
must bring rail to the investment table with highways and transit.
The next Congress should address passenger rail legislation not as
a standalone bill but in the context of the highway/transit trust
fund reauthorization.

As a little aside here, I have known Peter Rogoff for a very long
time, and I think he and the administration have done a good job
with their proposal. And I hope that some serious consideration
will be given to the administration’s funding proposals for pas-
senger service.

In our view, Congress should establish a unified funding program
that includes highway, transit, and rail.

We suggest Congress should establish a long-term vision for the
future growth of urban and passenger rail.

Now, for the rest of this testimony, as requested by the letter
from Chairman Rockefeller, I am going to focus on our area of pri-
mary interest, which is the need to build the state-supported cor-
ridors.

We believe that Congress should create a new approach to these
corridors through reforms of the existing PRIIA law. These reforms
should promote competition and private sector participation under



22

Government authority. The bipartisan 2008 law which, I agree,
was a good step forward, was signed by President Bush, and it
opened state-supported intercity routes to competition. Sadly, many
of those provisions were ignored. The exception was section 209
that resulted in the states assuming full responsibility for oper-
ating subsidies, which in turn greatly raised the state costs. But
nonetheless, the states are now looking at the competitive option
to build their corridors in order to reduce costs and improve serv-
ice. PRITA reform should build on the 2008 bill in a way that is
going to make these reform provisions workable. And that is the
challenge you face.

Specifically, we think that there should be clear responsibility
given to the states for the corridors. We think there should be ac-
cess to a robust capital program of grants and innovative finance
to help the states with the task that they have. We talked about
the PRIIA pilot project. It did not work, but we think it could be
streamlined and made to work with full protection of the type that
you are talking about for employees in the event of a transfer.

We believe that the future of intercity passenger rail service
should be based on commercial negotiations to the maximum pos-
sible extent. The hosting freight railroads have got to be treated as
full partners. On a similar note, rail labor and construction labor
are strong partners in the building and the operation of American
railroads, and their legitimate interests must not be diminished in
an effort to achieve a high-performance network. And our organiza-
tion has been working very hard to achieve that goal.

We have specified, detailed recommendations for each of these
proposals, and I ask your permission that once we get them to-
gether a little bit better, that we can include them in this record.

Senator BLUMENTHAL. Without objection.

Mr. CHAMBERS. Thank you.

Well, our focus today has been on the vision for the future and
the importance of the state-supported routes, but I want to be
clear. I hear all of you. We hear all of you. AIPRO is concerned that
Amtrak has adequate funding. The long-distance routes are very
important. We need new ways to develop the Northeast Corridor.
The National Association of Railroad Passengers, NARP, is submit-
ting testimony on Amtrak funding, as well as long-distance require-
ments, and we generally endorse the NARP approach and will be
working with them to craft specific legislative recommendations, as
well as we are going to be working with labor and the class I rail-
roads and Amtrak to try to find the kind of solution I think we are
all struggling to get to.

So we look forward to working with you in the next Congress in
the effort to bring America a high-performance, integrated, urban
and intercity passenger rail network that we can be proud of as
Americans when we travel in Europe and Asia.

Thank you.

[The prepared statement of Mr. Chambers follows:]

PREPARED STATEMENT OF RAY B. CHAMBERS, EXECUTIVE DIRECTOR, ASSOCIATION OF
INDEPENDENT PASSENGER RAIL OPERATORS (AIPRO)

I am pleased to testify on behalf of the Association of Independent Passenger Rail
Operators (ATPRO). As I understand it this is not a legislative hearing on a specific
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proposal, but rather a forum entitled “Passenger Rail: Investing in our Nation’s Fu-
ture.”

Our five members, listed in an attachment, operate passenger service in the
United States and around the world. Internationally these companies carry more
than a billion passengers a year. In the United States the independent operators
are contracted by commuter authorities to carry more than 80 million passengers
on a quarter of a million trains. Our members compete vigorously against each
other and Amtrak to get that business. Competition in the American commuter rail
marketplace has allowed for rapid expansion and innovation of urban passenger rail
service. We submit this commuter model represents the best practice for investing
in Passenger Rail for America’s Future.

For the last nearly 45 years Amtrak has held a monopoly on intercity passenger
service. Indeed when it was created there weren’t alternatives available, and Am-
trak should be commended for its stewardship of maintaining a basic national pas-
senger network against very difficult odds. Yet, despite their best effort, the under-
funded government mandated structure operated by Amtrak is broken and our pas-
senger system has almost become an embarrassment around the world.

The Northeast Corridor, by any standard accounting practice operates at a large
loss when the underlying infrastructure is included on the ledger. The NEC report-
edly subsidizes the long distance routes that also operate at a significant loss. For
the 27 state-supported routes of fewer than 750 miles, Congress and Amtrak have
pushed the entire operating subsidy to the states. It is these state-supported routes
that are now showing the greatest growth thanks to state investment. They rep-
resent nearly 50 percent of intercity ridership while the NEC and long distance
routes are stagnant. Clearly change is in order.

Some supporters of the current system in this country submit the only way to op-
erate an interconnected national network is through a sole-sourced monopoly. Yet,
pre-Amtrak multiple rail carriers regularly interfaced before being driven down by
overregulation and bad economics. Domestically, the aviation industry allows for
competing operators with clear rules for interconnectivity. In Europe competition
has resulted in vastly increased ridership and equipment renewal. As a result re-
cent European Union law requires competition for the operation of rail passenger
service.

Thus, Congress should enact a new legislative paradigm that will restructure
intercity passenger rail service through a clarification of Federal and state roles, a
restructured base for capital financing, increased transparency and the introduction
of competition.

The time is ripe for such action. The two basic Federal laws that impact pas-
senger rail have expired. They are MAP-21 that authorized the highway/transit
trust fund and the Passenger Rail Investment and Improvement Act of 2008 (PRIIA)
that authorized Amtrak and intercity passenger rail service. AIPRO recommends
four primary objectives for the next passenger rail program:

1. Congress should address passenger rail legislation not as a stand-alone bill but
in the context of the highway/transit trust fund reauthorization.

2. Congress should establish a long-term vision for the future growth of rail pas-
senger service.

3. Congress should create a new approach to state-supported corridors.

4. Congress should establish a unified funding program that includes highway,
transit and rail.

Our first recommendation is that the intercity rail passenger authorization should
not be a stand-alone bill, but a Rail Title to next year’s MAP-21 reauthorization.

A question before Congress is whether PRIIA should move as a stand-alone bill
as has been suggested in the House. Our view is that in the face of population and
other demographic trends, enlargement of the rail mode can serve a major public
interest. Thus when future Federal surface transportation investment is considered
rail should be at the same table with highways and transit. Thus instead of a stand-
alone rail bill, there should be a Senate Commerce Committee Rail Title as a part
of next year’'s MAP-21 reauthorization.

Our second recommendation is that Congress should adopt A New Vision for Pas-
senger Rail Service

The new Rail Title should make a commitment to establish a High Performance
urban and intercity passenger network over time. The Vision should call for infra-
structure investment that will achieve a High Performance passenger network that
will continuously improve with clean attractive equipment, travel times that rival
auto travel in any given corridor and on time performance. The integrated network
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should include high-speed trains, long distance and corridor trains commuter pas-
senger service right down to the streetcar level. The Vision should clarify the Fed-
eral role in assuring safety and interconnectivity. The Vision should clearly define
the state role in the operation of intercity routes.

Our third recommendation is that Congress should create A New Approach to
State Supported Intercity Passenger Rail Service

ATPRO is concerned that Amtrak have an adequate funding authorization for its
long distance services and for development of the Northeast Corridor. However, as
requested in the invitation letter by Chairman Rockefeller we will focus on our area
of primary interest, which is the future of the state, supported corridors. The Na-
tional Association of Railroad Passengers (NARP) is submitting testimony on Am-
trak funding as well as long distance and NEC requirements. We generally endorse
the NARP approach and will be working with them to craft specific legislative rec-
ommendations.

The specific goal put forward by AIPRO is to improve the performance of intercity
passenger rail corridors through competition and expanded capital investment. The
bipartisan 2008 PRIIA law, signed by President Bush, did a good job of opening
state-supported intercity passenger routes to competition. Unfortunately, key provi-
sions of that law, which promote competition, were simply ignored. The exception
was Section 209 that resulted in the states assuming full responsibility for operating
subsidies. As a result the cost to states has gone up dramatically and many states
are now looking at the competitive option to build their corridors. Rail Title PRITA
reform should build on the 2008 bill in a way that will make the reform provisions
workable. We make the following recommendations for PRIIA reform:

States Should Be Given Clear Responsibility for the Corridors. The result of
PRIIA section 209 is that 19 states have essentially taken on the responsibility
for 100 percent of the operating subsidy in 27 corridors under 750 miles. To-
gether with the primary stakeholders, states should be responsible for the gov-
ernance of passenger operations in those corridors. The states together with key
stakeholders, including host railroads, labor and selected operators should set
standards and metrics for corridor service.

The Federal Railroad Administration should continue responsibility for safety
and interconnectivity.

The States Should Have Access to a Robust Capital Program of Grants and In-
novative Finance. The Federal shift of financial responsibility for intercity cor-
ridor service under 750 miles is a clear unfunded mandate on the states. In re-
turn, using the model of the highway program, the states should have access
to grant funding to build state management and planning capability as well as
construction of capital projects. This was the exact purpose of the PRIIA Section
301 program now on the books. Unfortunately, the High Speed Rail Stimulus
program that spread $11 billion all over the country bypassed the PRIIA mecha-
nism. The PRIIA Section 301 program should be reauthorized and funded at a
minimum of $1 billion per year. In addition a special program of innovative fi-
nance based on RRIF loans should be authorized. As a part of this program Sec-
tion 301 grants should be available to expand RRIF loan viability.

Sec. 301 Grants should continue to be tied to High Performance Passenger Re-
form including a requirement for competition. PRIIA 301 requires that any state
receiving capital assistance would select the operator competitively. This was ig-
nored because the Sec 301 program was ignored in favor of the Stimulus High
Speed Rail grants that had no such provision. This mandate should be strength-
ened. Similarly, when a state selects an alternative carrier, PRIIA Sec. 217 pro-
vides a dispute resolution process at the Surface Transportation Board to give
the states smooth access to Amtrak equipment facilities and services. Section
217 is essential to fair competition.

The PRIIA Alternative Pilot Program Should be Streamlined. The 2008 PRIIA
contains a Pilot for Alternative Operations to Amtrak. It was far too complex
with unrealistic timeframes and a lack of interest by FRA. Essentially it was
designed to fail. Despite that, over 120 expressions of interest were submitted
to FRA on how to make the program work. There is no role for the states in
the statute. The states in combination should be encouraged to participate in
the design of long distance corridors. Independent Operators, such as those rep-
resented by AIPRO, should explicitly be authorized to participate in the Pilot
Program with approval of the host railroads. AIPRO is working on changes
needed in order to make the Pilot Program viable.
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The New Law Should Establish a Commission to advise on the creation of a
Competitive Intercity Passenger Service. We believe such a panel would serve a
strong public interest in refining issues that must be addressed if the Nation
is to embark on a new paradigm that will result in a High Performance Pas-
senger Rail Network of which Americans can be proud. Primary stakeholders
should serve on the panel. State participants should be nominated by AASHTO,
and there should be representatives of Labor, Host Railroads, Amtrak as well
as Alternative Operators. The Commission should address issues such as rail
funding, minimal standards to qualify as an intercity passenger rail operator
and the critical issue of insurance and liability. The 2012 Senate Rail Title to
the MAP-21 bill contained a useful provision on liability. It suggested guide-
lines that increased the liability cap by inflation but cut off any potential for
third party liability above the cap. Taken together such efforts will drive down
costs for operating rail passenger service to the benefit of all stakeholders, tax-
payers and riders.

There are several additional principles that we would like to see established:

e The future of intercity passenger rail service should be based on commercial ne-
gotiations to the maximum possible extent. The goal of High Performance Pas-
senger Service can only be achieved if the hosting freight railroads are treated
as full partners in a market environment and have access to capital funding
that will assure freight throughput is not diminished as passenger traffic in-
creases. On a similar note labor is a strong partner in the building and oper-
ation of American railroads. The legitimate interests of railroad workers as we
open the system to competition and of construction workers as we improve the
system must not be diminished in the effort to achieve a High Performance
urban and intercity passenger network.

o Except for a Federal subsidy for long distance routes and the right of forced ac-
cess on host railroads, Amtrak should not enjoy any special statutory privileges
unavailable to alternative passenger operators selected by state authorities.
Amtrak should evolve into a true private sector operator that can compete fairly
with the independent passenger rail operators represented by AIPRO.

Our fourth recommendation is that Congress should adopt a New Program for
MAP-21 Sustainable Funding that includes creation of an Urban and Intercity High
Performance Passenger Rail Network that we can look to with pride as we travel in
Europe and Asia.

A primary objective of the MAP-21 reauthorization should be to permit greater
parity between highway and rail modes in state infrastructure investment decisions.
We understand this will take coordination between the Senate Commerce, Environ-
ment & Public Works as well as the Banking Committee. We urge Senate Com-
merce to take the lead.

For the last 50 years rail freight and passenger infrastructure investment has not
been at the table along with highways, waterways and airports in any significant
fashion. Yet, we have reached a point in time where solid rail construction projects
will do more than many alternative transportation projects to rebuild America’s
transportation network and assure our future competitiveness. This is the time to
bring it all together.

Specific goals for MAP-21 Reauthorization are:

MAP-21 Goal #1 Increase state/local flexibility in all existing trust fund pro-
grams to include public interest rail projects. This should include the Surface
Transportation Program (STP).

MAP-21 Goal #2 Establish a National Multi-modal Freight Program.

MAP-21 Goal #3 Create a Unified Transportation Trust Fund that includes cor-
ridor capital funding available for the states for improving designated High Per-
formance Passenger Rail Corridors.



26

ATTACHMENT

ASSOCIATION OF INDEPENDENT PASSENGER RAIL OPERATORS

Biography of Ray B. Chambers

Ray Chambers has more than 40 years in development and implementation of
transportation programs. He began his career as chief of staff to members of congress
and then was an appointee in two presidential administrations where he served as a
Deputy Assistant Secretary and Director of Legislative Affairs at Executive Branch
Agencies.

At the US Department of Transportation he directed legislative efforts that reorganized
the bankrupt Penn Central and Northeast railroads into a profitable system. In 1974 he
opened a government affairs consulting firm that became Chambers, Conlon & Hartwell,
LLC (CCH). In the 1980s he was instrumental in legislation that broke the Burlington
Northern monopoly in the Powder River Basin of Wyoming and introduced his principal
client Chicago Northwestern (now part of the Union Pacific system) as a competitor.
Working with the shortline association in the 1990s, Mr. Chambers advocated for an
innovative railroad loan program that was enacted into law by Congress as the Rail
Rehabilitation and Improvement Financing (RRIF) Act. In 2005, the Congress expanded
the $3.5 billion loan program to $35 billion with eligibility for all freight and passenger rail
projects. In the late 1990’s, Mr. Chambers led a successful effort to restructure the
Romanian Railway system and put it on a commercial basis. He served as president of
the National Railroad Construction and Maintenance Association (NRC) for 12 years.
For 25 years he co-chaired a rail policy forum called the Cooperstown Conference.

After he retired as a partner of CCH, he launched a second career where he became
transportation policy advisor to several companies and Executive Director of the newly
formed Association of Independent Passenger Rail Operators (AIPRO). On behalf of
AIPRO, Chambers is deeply involved in policy proposals to develop a national high
performance intercity and urban passenger rail network through increased private
involvement and competition.

Mr. Chambers holds a BA magna cum laude from the University of Redlands in
Callifornia and masters in Government from Rutgers.

December 10, 2014
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ASSOCIATION OF INDEPENDENT PASSENGER RAIL OPERATORS

Sixth Floor | Washington, DC

AIPRO is an association of 5 transportation companies who are significant players in the
American and international passenger rail transportation marketplace. Around the world our
members transport by rail more than a billion passengers each year. In the United States, these
companies operate ten commuter railroads and over 250,000 trains per year carrying over 80
million annual riders to their jobs, school and other destinations.

AIPRO is dedicated to expanding passenger rail service in the United States as a necessity in
meeting the demands of population growth, increasing travel and coming gridlock. Ultimately
we envision a national high performance passenger rail network that will provide our children
and grandchildren a viable third transportation option to highways and airports. The program
should be developed in harmony with the three following principles:

» The network should be built on the foundation of the existing urban, state supported
intercity and long-distance routes.

» Under federal guidelines, not unlike the interstate highway program, the passenger rail
network should be developed and operated through state and multi-state authority.

» There should be maximum private involvement and competition in the design, build,

operation and maintenance of the emerging rail passenger network.
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Senator BLUMENTHAL. Thanks, Mr. Chambers. I think you and
Mr. Coscia and Mr. Rogoff and Mr. Previsich have all raised one
of the key challenges here. In a way it is kind of the elephant in
the room: not how to spend money but how to raise it. And the
need for capital investment is clear to everyone. There is a con-
sensus that we need to invest and we need to make the capital in-
vestment in our rails, our equipment, our training for workers, the
spectrum of needs for a 21st century rail transportation strategy.
The question is how to raise the money.

I have proposed a rail trust fund. I am grateful that the adminis-
tration has included rail in its legislative proposal. We have other
models like RRIF, which has proved to be cumbersome and ineffi-
cient. There is the TIFIA program. The Transportation Infrastruc-
ture, Finance, and Innovation Act may be a helpful model, as has
been suggested.

But let me begin with you, Mr. Coscia. You are an attorney. You
are a finance expert. You are a transportation expert. And perhaps
you can address what you see as the ways to provide the financing
maybe through a financing authority. My colleague, Senator Blunt,
and I have made such a proposal. I am a supporter. What do you
see as the best way to raise the capital from private as well as pub-
lic sectors?

Mr. CosciA. Thank you for that introduction to the question al-
though I have to admit with some level of humility that given the
lack of investment in passenger rail infrastructure for the past 40
years, I am not sure that my level of expertise really is sufficient.

But having said that, I will, first of all, applaud you for the ef-
forts you have made because your proposals get to the heart of the
issue, which is that absent some kind of a multiyear funding, con-
tract authority obligation that allows someone to create an efficient
financing structure that will permit capital to come into the system
not in year 1 or year 2 but over an extended period of time, we are
always going to sub-optimize investments because we will be man-
aging the way those capital investments are made and the way we
fund them will always be less than efficient because there will be
a level of uncertainty relative to where the funding comes from in
the out-years.

Having said that, our belief—and the reason why in my opening
statement I focused on the operational success at Amtrak—is be-
cause we think we have proven that an operationally sustainable
model is possible in passenger rail. We think there is demand for
this product. We just have to be able to put the right product into
place. And so the system allows for sort of redefining where the
public sector and private sector come together, and we believe that
some kind of a funding mechanism that combines Federal grants
along with credit advancement from the Federal Government will
create the right kind of system to allow the operating successes
that we have seen in the system to turn into a stable, long-term
funding source. We think anything that does not create a long-term
funding source is not going to be effective. So our view is that the
likely answer to this will be a hybrid of some kind of Federal grant
program supported by contributions from our state stakeholders,
but with a level of credit enhancement from the Federal Govern-
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ment1 that will allow that transaction to be structured more effi-
ciently.

Senator BLUMENTHAL. Perhaps some financing authority that
makes use of the Federal Government’s——

Mr. CosciA. Guarantee capacity. Yes, that is correct.

Senator BLUMENTHAL. Thank you.

Mr. Rogoff and others on the panel, if you have anything to add
on that point.

Mr. RoGoFrr. Well, I will, first, point out obviously that the Presi-
dent has put forward a funding proposal and transitional revenues
from pro-growth business tax reform and identified three specific
tax proposals in our submissions to the Finance and Ways and
Means Committees on how that money could be found.

We have also said that we are open to other alternatives and
would welcome a dialogue with Congress on them.

I think importantly I want to echo something that Tony Coscia
said. Uncertainty is going in the wrong direction. He pointed out
that rail and especially passenger rail and the Amtrak system has
always suffered from the uncertainty of future funding, and there-
fore, we have fallen increasingly behind in part because of the in-
ability to plan and the inability to take on or, frankly, garner
enough cash to take on some of these bigger projects that have to
happen both in the Northeast Corridor and elsewhere.

Well, that is frankly what we are now seeing happening on the
highway and transit side by the fact that we keep kicking down the
road the need to get an authorization on highways and transit. One
of the concerns that Secretary Foxx as a former mayor has been
very articulate about is sort of the loss of vision and the unwilling-
ness of both State DOT’s, MPO’s, cities and communities to really
start planning those bigger projects when they are told that they
should be grateful for just 9 more months of funding, which is one
of the reasons why we think it is absolutely imperative with this
deadline coming up at the end of May that we take this on in ear-
nest. We need to do a comprehensive multiyear bill, pay for it, and
not only provide some certainty for Amtrak, but of course our high-
way and transit planners and service providers across the country.

Senator BLUMENTHAL. Thank you.

My time has expired. So I am going to yield to Senator Blunt.

Senator BLUNT. Thank you, Chairman.

Mr. Chambers, would you explain a little further how the private
sector competition model has worked and what has been successful
and maybe where things have happened that did not work out and
E th%t is the case, why they did not work as well as they might

ave’

Mr. CHAMBERS. Yes. We have a lot of examples of both successes
and failures. One of the biggest failures was in Britain early on
when they tried to go whole-hog by taking the entire rail network
and putting it into complete privatization without sufficient re-
sources and that failed. They fixed that problem.

Since that time, in England and in Germany and a lot of other
places, they have begun to experiment with the competition model.
It has become very prevalent, and in almost all circumstances—I
can provide you some material for this, but in almost all cir-
cumstances, you will see that ridership is growing dramatically.
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Equipment is being renewed, and it has been quite a good success
to the point that the EU has now mandated that all European
services, including those that are like Amtrak that are basically
government-owned and subsidized, will have to yield to competition
in a period of time.

In the United States, it has been a little bit different. It is abso-
lutely correct that when Amtrak was created, there was no alter-
native. The first to jump into that, as you pointed out, Senator, and
into competition was Herzog that bid in Florida on a line and won
it to operate it. Since that time, several other actors have become
involved which form my association, and now it has become kind
of the standard in the commuter operations around the country
that most of the new ones are going to the competitive model and
it is very successful. One of the most recent ones is in California,
the Caltrain operation, where Herzog was the victor in that com-
petition.

And in all these cases my members have worked out, I think,
very good relationships with the unions in the transition. That is
the model.

Now, in the states, you have the 27 corridors——

Senator BLUNT. I am running out of time here in just a second.

Mr. CHAMBERS. I am saying that is basically the model, and I
think that model can be applied to State authorities on the 27 cor-
ridors.

Senator BLUNT. Mr. Previsich, if I have time, I am going to come
back to you and just let you talk a little more about your concern
about recklessly moving toward competition I think was the term
you used. And of course, the good thing about a term like that is
nobody wants to recklessly move toward it. So it is hard to argue
with that. But I would like to think about what you mean by that.

Mr. Coscia, the Missouri River Runner runs from St. Louis to
Kansas City, and I have a concern there that I want you to look
into for me. And if you can talk about it today, that would even
be better. The concern is about who is going to pay for positive
train control on that line. Your agency wrote the State of Missouri
on November 14 saying that there would be potential discontinu-
ance of this service unless the state agreed by December 1 to cover
the cost of the positive train control. I have been told—and you can
verify that or not—that this was the first formal communication
between Amtrak and Missouri on this issue. And it seems like a
pretty quick deadline to set.

Do you want to talk to me about that and what you think the
state should do as opposed to the people that own the rail line and
Amtrak is the operator?

Mr. Coscia. Of course, Senator, I would.

I am very much aware of the issue. The letter that you are ref-
erencing I will admit I only became aware of probably earlier this
morning, anticipating to some degree that we might be having this
discussion, not surprisingly.

Let me speak to the larger issue first, and then I will get to the
specific issue related to the letter.

The larger issue raises a concern that I think we all have, which
is that positive train control is an important initiative, one that
Amtrak embraced very early on and became a leader in the North-
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east Corridor and other places where our system operates. And for
obvious reasons, it is something that needs to be taken very seri-
ously, and we take that obligation very seriously.

Having said that, the facts and circumstances surrounding the
impact on the installation of positive train control around the ter-
minal company operations that you are referring to in Missouri we
believe is an obligation that falls to either Amtrak or the state
users of that system. It is not something that we are comfortable
with, and it is something we are addressing with the freights di-
rectly.

We think that positive train control is something that is an im-
portant part of the system, but it needs to be intelligently imple-
mented. And certainly we believe that it should not be a deterrent
to use of the system by either Amtrak or the states because of what
we view as anomalies in the law that permitted the freight compa-
nies to seek an effort to avoid their responsibility for whatever fi-
nancial contribution that needs to be made to install positive train
control.

Having said that, I can certainly empathize with the State of
Missouri and the users of that system for having this expense be
something that is put toward them. We are working with the State
of Missouri and we are working with our partners there to try to
find a solution to the issue. The letter that you referred to—I will
tell you that, no, that is not enough time to respond to a question
like that. And it was my understanding that there might have been
prior conversations, but be that as it may, I would agree with you
that our partners are very important to us and this is a hurdle we
both have to overcome together. And I will commit to you that we
will make every effort to do exactly that.

Senator BLUNT. Do you have other states that have any obliga-
tions similar to that?

Mr. Coscia. We do. We do.

Senator BLUNT. Have they got PTC in place?

Mr. CosciA. The timeliness for that to happen has not quite got-
ten there, but it will shortly.

Senator BLUNT. Have you sent any similar letters to other
states?

Mr. CosclIA. T will tell you I asked that exact same question not
long ago, and I do not have the answer for you yet but I will find
that out.

Senator BLUNT. I would like to know the answer to that.

Mr. CoscIA. Let me address, though, the sort of broader issue,
which is that our State partners are absolutely critical to us. And
I cannot sit here today and tell you that everything we have done
with our State partners previously is something that we should be
completely proud of. But I will tell you that the board and current
leadership at Amtrak is very committed to recognizing that the
only way we can build this national system that I spoke about in
my opening comments where we are connecting cities is not for
Amtrak to somehow think it can do this completely on its own. The
states are our partners, as well as our partners in the private sec-
tor, they are incredibly important to that entire process, but we as
a company have to prove to them that we are competent partners
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and reliable partners to do that. And part of this is an effort to get
to that point.

Senator BLUNT. I may have some more positive train control
questions and others later if we have a second round. But thank
you, Mr. Chairman.

Senator BLUMENTHAL. Thank you.

Senator Ayotte?

STATEMENT OF HON. KELLY AYOTTE,
U.S. SENATOR FROM NEW HAMPSHIRE

Senator AYOTTE. I want to thank the Chairman and the Ranking
Member and thank all of you for being here today.

Currently in New Hampshire, there is actually a study that is
being conducted, part of which has been released but there is some
additional review being done, to look at the possibility of using rail
to connect Concord, New Hampshire, which is our capital, through
Manchester, and Nashua, which is in the southern part of the
state, to Boston. As you know, many people in New Hampshire do
commute to Boston from areas of Nashua and Manchester to Bos-
ton and Concord.

So I wanted to talk to you about—some of the options that are
being looked at such as a possible option of extending commuter
rail from Boston to Nashua or Manchester and then Concord, as
well, which would be more northern than Manchester, or extending
Amtrak intercity rail service through Concord.

How do you link emerging corridors with more established lines
such as the Northeast Corridor? And what are your thoughts on
how that happens not only in New Hampshire but how do we bet-
ter serve the transportation needs of our large commuter popu-
lation?

Mr. Coscia. As I mentioned, we embrace the idea of being able
to extend our network to cover other city pairs. A large part of de-
termining the viability of that is understanding the demand that
truly exists for passenger rail.

Senator AYOTTE. And that is one of the reasons for the study and
why the state has commissioned the study as well, to understand
what the passenger volume would be and who would use it and
how it would be used.

Mr. Coscia. But I think the results of that study and whatever
additional input we could provide to that process would be very
helpful in informing what options are available to us, which lines
can be extended and in what form. And then obviously that would
have to be overlaid in terms of rights-of-ways that are available to
serve those populations and who controls those rights-of-way. But
that type of analysis is something that we are extremely interested
in, and we very much welcome being a part of and, in fact, happy
to join in that effort immediately if that is something that is help-
ful.

Senator AYOTTE. Thank you, I really appreciate that, and we will
follow up on that.

As I understand it, the Northeast Corridor, a surplus that has
been obtained from that corridor—I understand the needs that we
have been talking about today in terms of maintaining the corridor,
investments that need to be made. But as I understand it, the
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House of Representatives is also looking at some measures that are
going to sort of regionalize funding based on the viability of how
man}; passengers are using it, population. What are your thoughts
on it?

Mr. CosciA. Well, there is no question that we have a very sort
of mixed issue in the Northeast Corridor in the sense that it has
become a very, very viable passenger rail system. And in Fiscal
Year 2014, the net operating income from the Northeast Corridor
was about a half a billion dollars, which to put that in some per-
spective, that number was zero probably less than a decade ago. So
it shows you just how much additional profitability has been con-
tributed by the Northeast Corridor. So on the one hand, it is a very
good news story because it is a way of generating a significant
amount of capital that could be used throughout the system.

Senator AYOTTE. But obviously, the challenge is there are other
parts of the system that are not as strong.

Mr. CosciA. Well, and the challenge actually becomes more com-
plicated than that, Senator, in the sense that what we are doing
is that we are the beneficiaries of all this demand in passenger rail.
So there are enormous numbers of people who want to move be-
tween these cities. There has been a significant demographic
change in who wants to use passenger rail. We are the benefit of
all of it. But essentially what we are doing with our asset is we
are using it much more than we ever did, and the asset is getting
older. So what is happening is that as we are using it to a larger
degree, as we are making more money from it, it is also deterio-
rating that much faster.

So to the extent we take that operating surplus and we do not
use it to replenish the system, to rebuild it, we are basically allow-
ing our asset to deteriorate. So that number will come down and
it will come down very rapidly. So the challenge in taking money
off the corridor and using it in other places is that we are just add-
ing to the deficit of capital expenditures that are necessary to
maintain that cash-flow in the first place.

So the challenge that we have at Amtrak is finding the right way
to balance those different needs and yet creating a source of capital
to reinvest in the system, which is why we are so supportive of a
notion of creating a recurring, sustainable source of capital so that
as we get better and we are held accountable for operating the sys-
tem efficiently, we are able to have an external source of capital
that will allow us to maintain it.

Mr. RoGoFF. Can I just add very quickly to that? The key word
that Tony used in terms of the profitability of the Northeast Cor-
ridor is the “operating profits” because it really—it is operating net
revenues. But even with that additional investment and if they just
turned it right back into the corridor, we would still be short of the
necessary investments that we would need in the corridor over the
long term.

I did want to quickly go back to your first question, though, be-
cause I think we can be helpful in other ways.

The MBTA in Boston has extended commuter rail service into
other states, specifically Rhode Island. That was the subject of con-
siderable work between the states, the Governor’s office in Provi-
dence and others to bring together that funding partner. And it
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was funded in part with funds not from the Federal Railroad Ad-
ministration but from the Federal Transit Administration.

So I think the upshot of your study should really look at both op-
tions, see which one pencils out, and then kind of pivot in terms
of where the greatest opportunity is. And the administration is cer-
tainly happy to help. We have dollars in the GROW AMERICA Act
specifically for that kind of State-partnered corridor expansion. So
we are interested in helping if we can.

Senator AYOTTE. Thank you. And I think one of our challenges
here also as policymakers is how do we not only look at the long-
term funding issues, which I appreciate that you have identified,
but also which areas of this are most viable and where are we
going to invest in terms of the long-term viability where we have
the passenger base that is going to use it. I think that is an impor-
tant question for us as well.

But I really appreciate your insight today on what we are looking
at in New Hampshire, and we will follow up with you on that.
Thank you.

Senator BLUMENTHAL. Thanks, Senator Ayotte.

Senator Booker?

STATEMENT OF HON. CORY BOOKER,
U.S. SENATOR FROM NEW JERSEY

Senator BOOKER. I want to thank the Chairman and the Ranking
Member for having this hearing. It is very important.

I also want to thank the Chairman for really asking the pointed
question that I did about the funding structures that we are going
to need. And clearly, the response that was given about Federal
grants, State contributions, credit enhancement is one way to go
and something we should be exploring.

Before I ask just really one question, I want to take note and
give my reverence and respect to a friend, Tony Coscia, who has
been a longtime advisor of mine and really someone, especially for
the state of New Jersey—we owe you a lot for your service to our
region and our state. And I thank you for that.

I want to really focus in real quick. Clearly, as we have seen
with the Portal Bridge and the most recent CBS expose on that
and the urgency of infrastructure investment, the common sense
analysis, that if we are about growing jobs as a country, the dollars
invested in infrastructure, dollars invested in rail produce a tre-
mendous benefit that anybody on Wall Street would salivate over,
about a buck 70 for every dollar that is invested.

I think that we are, in New Jersey, really being choked by an
inadequate infrastructure. Clearly, Amtrak is showing that this is
a very, very high-demand region, and if you build it, people will use
it and grow their economic activity.

I am really concerned about the Gateway Project. We have the
busiest river crossing in the entire United States of America, and
it is woefully inadequate for the economic, commuter, and overall
needs of that region. And I see clearly that we had a pathway to
get there that has failed because of the lack of action by the Gov-
ernor of New Jersey, a decision not to go forward with that.

But I want to drill down on my concerns of the impact or at least
what we see coming. The tunnels between New York and New Jer-
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sey that service these thousands and thousands of commuters
every day have now reached a peak point where they are having
severe structural challenges. And I know Amtrak has noted that
one or both of the tunnels is going to have to be closed down for
repairs in the coming years. This is an immediate concern for ev-
eryone. It is going to cause a ripple effect that is going to affect
tens of thousands or hundreds of thousands of people in that re-
gion.

And so, Mr. Rogoff, I want to know what role can the DOT play
in averting what I think is going to be a major commuter crisis of
monumental proportions in the region and what can Congress do
to help.

Mr. RoGoFFr. Well, Senator Booker, first, thank you for your lead-
ership on this particular question. They really are more related I
think than you know because under the full funding grant agree-
ment that we were negotiating and working with New Jersey Tran-
sit, one of the requirements of New Jersey to pull down $3 billion
in Federal funds for the Arc Tunnel project would be that they also
rebuild the Portal Bridge project because, frankly, you do not get
the efficiency benefits of the new tunnels and the additional rider-
ship if you do not fix Portal Bridge. It is really one system and one
very congested and one very old system.

We have been in conversations through the FRA, and I will say
we hope and expect to amp up those conversations considerably
going forward because we are now at a point where the states are
cooperating at least to the tune of coming forward with some
money for design work. But we are at a point now where we really
need to attack the bigger question about who is paying how much,
when and how.

And the wake-up call that we recently got from Amtrak regard-
ing the greater than known impact of Hurricane Sandy flooding on
the existing tunnels and the degradation of the existing tunnels—
that wake-up call I hope is not just being heard here in Wash-
ington but is also being heard in Trenton and Albany because we
need to reform the partnership that we thought we had for the Arc
Tunnel project between a Federal partnership that includes both
states to make the Gateway Project happen.

We have done and took, I would say, extraordinary measures to
make sure that at least the option for the Gateway Project re-
mained open by transferring Sandy recovery money to the FRA to
do the Hudson Yards Tunnel project so that that could be restored.
But that really is not going to be put to its utility unless we get
a real replacement. And time is running short. And the Portal
Bridge project is a very good example of why we need to get on
with this need to do a multiyear authorization with real money be-
hind it that lets us do big projects. Amtrak has put—I am sorry.
Go ahead.

Senator BOOKER. No. My time has expired. So I just want to say
in conclusion I know we have been talking a lot on the specifics of
what I think is going to be unimaginable nightmares for the Hud-
son River crossing that this is going to cause. We have got to start
doing more to prevent what is going to, I think, be inevitable if
these bridges have to go under the inevitable repairs that they
must have. That is going to affect commuters.
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And then in addition to that, to have such a profitable region
choked by its infrastructure is utterly unacceptable. It is the height
of irresponsibility. Nobody would run a business this way, a house-
hold this way. We are wounding ourselves as a Nation in one of
the most profitable economic regions on the globe by how we are
conducting ourselves right now, and we have to have more dialogue
about how we are going to fix this problem.

Thank you.

Senator BLUMENTHAL. Thanks, Senator Booker.

Senator Klobuchar?

STATEMENT OF HON. AMY KLOBUCHAR,
U.S. SENATOR FROM MINNESOTA

Senator KLOBUCHAR. Thank you very much.

Thank you to all of you.

I first wanted to mention the important role that Amtrak has
played in my state. It is critical to moving passengers. And this
spring an important milestone was reached. Amtrak began running
service to Union Depot, which as Mr. Rogoff is well aware of, has
helped us with getting our light rail and everything that has been
happening in Minnesota. We are really excited. This is a 21st cen-
tury multimodal facility right in St. Paul and hooking up with Min-
neapolis. So I want to thank you all for that.

I had a question first that I know a few people have touched on,
but we are, of course, seeing delays in Amtrak, Mr. Coscia, like we
are seeing across the country. But what we are seeing with oil, of
course, from North Dakota—we are happy that we are getting more
energy out of North Dakota, both natural gas and oil. But it has
created some severe rail congestion and affected the on-time per-
formance of the Empire Builder to the point where the Empire
Builder was arriving on time only 19.9 percent of the time. So only
20 percent of the time is it on time, and you can imagine how that
hurts ridership.

Have we seen any improvement since last September when that
figure was announced, and how is Amtrak working with Burlington
Northern? Those are the tracks that the Empire Builder runs on.

Mr. Coscia. Thank you, Senator. In fact, thank you for raising
the question because I think this is a vital issue that we are deal-
ing with at Amtrak.

There is clearly a confluence of issues that have come up be-
tween the mobility of people and the mobility of goods. I mean, we
are sharing infrastructure between two vital things, moving people
around the country and moving goods around the country. And I
do not think it is an effective argument to argue that one is more
or less important than the other. The reality is that the Nation
needs to somehow find a way to work together and cooperate and
optimize the system.

I would submit to you, Senator, that it is a work in progress for
Amtrak working with the freight industry to try to find the point
where we are doing all we can do to make those numbers better
than they are. Those are unacceptable numbers, and it is at least
step one that Amtrak and the class I freight railroads are going to
need to work together to try to improve their operating perform-
ance. We see a lot of this around the Chicago hub. In fact, our
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president, Joe Boardman, has convened a group of senior individ-
uals to try to find solutions to that problem.

But in addition to that, there is undoubtedly going to be need for
investment in the system that creates improvements in places
where the infrastructure that exists is not adequate for the needs
of the system overall. Some of that will fall to an obligation that
we would encourage the freights to undertake and some of it will
be an obligation that Amtrak will have to undertake.

But the bottom line is that those kinds of on-time performance
levels are unacceptable and are a negative to the system overall,
and the solution is something that is going to require a re-imag-
ining of the relationship that exists in the United States between
the freight railroads generally and the passenger rail industry. We
need to, for a second, put aside Amtrak and put aside any of the
individual players. There is an issue on multiple levels of deliv-
ering effective passenger rail in the United States. One of those
issues is a better alignment between the passenger rail industry
and the freight rail industry, and there is a lot of work that needs
to be done on that issue.

Senator KLOBUCHAR. Very good. Thank you.

Mr. Rogoff, I want to thank you again for your leadership. We
were so pleased to have you out there for the opening of the 11-
mile line that finally connects downtown Minneapolis and down-
town St. Paul. It was good to see you there. And could you talk
about the importance of expanding transportation options?

And then also I wanted to ask you about the rail inspector pro-
gram? And this came out of a GAO report in 2013 on rail safety
challenges that found that the FRA inspectors only have the capac-
ity to inspect less than 1 percent of all railroad activities. And do
you think there are enough rail inspectors—this is, of course, dif-
ferent than light rail—to oversee the tens of thousands of railroad
tracks in our country?

Mr. RoGcorr. Well, thanks for the question. A couple of things.

To your first point on transportation options, it was not a coinci-
dence that when the President went out to announce the GROW
AMERICA Act, he went to Union Depot in St. Paul. It was the
coldest Anthony Foxx has ever been in his life. If you ask him, he
will tell you about it.

[Laughter.]

Mr. RoGOFF. The Twin Cities, in part because of the leadership
of several mayors and your leadership and others, have really fig-
ured out there is the mix of options. Even in a community where
parking is, as urban centers go, relatively inexpensive, folks want
to use light rail, and they are flocking to it and they are also now
increasingly flocking to intercity rail. One of the things I said in
my opening statement really had to do with population growth and
how we are going to accommodate that growth. And that is why we
feel it is imperative that rail be part of the solution.

Senator KLOBUCHAR. You can also add to that now our metropoli-
tan area has the lowest unemployment rate of any metro area in
the country.

Mr. ROGOFF. And they are not unrelated.

Senator KLOBUCHAR. And we are doing all of this with the rail,
and I think it is interesting.



38

Mr. RoGorF. And I think it even goes beyond that. It becomes
somewhat of a magnet for people, a magnet for both jobs and tech-
nological workers because they know the rail is going to be there.
And increasingly, we are now building rail on college campuses,
and those graduates leave the campus and want to know where
they are going to relocate and they want to know where the rail
is.
On the rail inspector question, I would like to get back to you,
consult with the Federal Railroad Administrator, and give you a
more thorough answer, other than to say that one of the things
that the Secretary has increasingly been moving us to is certainly
we need additional resources for safety.

We are revisiting our budgets for that especially in the light of
crude by rail. There are some additional dollars specifically for the
safe movement of energy in the omnibus just filed last night. But
we also need to move to a more risk-based inspection regime, and
that is not just in rail but across all of our safety functions.

Senator KLOBUCHAR. I hope when you hear this only 20 percent
on time—obviously, we do not have nearly the traffic of Con-
necticut where Senator Blumenthal is, but anyone that would have
80 percent of trains late, it is not just a safety issue. It feels like
we are almost getting cut off.

Mr. RoGOFF. This is a very critical issue that quite frankly is get-
ting demonstrably worse.

Senator KLOBUCHAR. Yes.

Mr. RoGOFF. I happen to have—this is actually Amtrak’s docu-
ment, but you may wish to put it in the record. I will invite Tony
to put it in the record because it is his document. But it just com-
pares the on-time performance by train for October of last year till
October of this year, and on some of these trains, the numbers
have really plummeted. We are talking upwards of 30—40 percent.
And it is in part why we need the investments that are in GROW
AMERICA and that is to de-conflict—if passenger rail is really
going to be successful nationally, we need to make the investments
to de-conflict, where possible, the freight rail operations which we
also want to grow with the passenger rail operations.

Senator KLOBUCHAR. Thank you.

Senator BLUMENTHAL. We will take that document for the record,
without objection, and call on Senator Nelson.

[The information referred to follows:]
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ON-TIME PERFORMANCE
(Red numbers indicate not meeting standard)

Endpoint OTP All-Stations OTP Change in Effective Speed
CurrentMonth | Quarter to Date CurrentMonth |  Quarter to Date Last Twelve Months Ending
October 2014 | Oct. 2014 - Oct. 2014 October 2014 | Oct. 2014 - Oct. 2014 Oct. 2014 vs. FY08
Acela Express
PRIA Section 207 Standard | | 90.0% | 90.0% [ 90.0% | 90.0% [ >=0 |
|Aceia Express [1 79.3% T 79.3% T 84.1% | 84.1% I 18 |
All Other NEC Corridor Route:
LTIA Section 207 Standard 85.0% 85.0% 85.0% 85.0% >=0
Keystone 90.5% 90.5% 96.5% 96.5% 09
Northeast Regional 76.9% 76.9% . 81.19 0.7
[Richmond/Newport News/Norfolk 75.5° 75.5% . 73.4% 0.5
|Lynchburg 77.4% 77.4% X 72.3° NA
[All Other Northeast Reglonal 773 77.3% 86.0 26
Non-NEC Corridor Routes
[PRIIA Section 207 Standard 80.0% 80.0% 80.0% 80.0% >=0
[Capitol Corridor 92.1% 92.1% 96.3% 96:3% 2.
[Carofinian 52.4% 52.4% 48.2% 48.2% 0.
[Cascad: 75.0% 75.0% 68.4% 68.4% EX
Downeaster 26.0% 24.0% 62.6% 62.6%
Empire Corridor 68.4% 68.4% 64.1 64.1%
|Adirondack 69.4% 55.8° 55.8%
;ghan ‘Allen Express 69.4% 783 78.3% }
iaple Leaf 429% 42.9% 08
i_ew York - Albany™ 90.6% 90.6% 0.0
jow York - Niagara Falls 41.0% 41.0% 1
Heartland Flyer 91.3% 91.3%
Hiawatha 94.5% 94.5% E
[Hoosier State 73.2% 73.2%
[iinois 59.7% 50.7%
Carl Sandburg / lllinois Zephyr 80.8% 80.8% .
Illini / Saluki 29.3% 29.3% 03
Lincoln Service 66.71% 66.7% 0.9
[Michigan 45.3% 45.3% 1.2
Blue Water 52.2 52.2% 36
Pere Marquette 59.0% 59.0% 0.7
|Wolverine 41T 41.7% 0
[Missouri River Runner 744 74.4% 7.
Pacific Surfliner 83 83 2.
[Pennsylvanian 69. 9. 0.
Piedmont 84. 8a. 1.
San Joaguin 7. 7. 0.
[Vermonter 68 68. 3.
Long-Distance Routes
|PruA section 207 standard 80.0% 80.0% 80.0% 80.0% >=0
93.5% 93.5% 91.9% 91.9% 5
53.2% 53.2% 36.5% 36.5% 1.8
0.0% 0.0% 22.5% 22.5% El
7% 7% 25.4% 25.4 4
3% 3% 39.6% X
5% 5% 4114% 1. ¥
3% 3% 59.0% 59. .
25.2% 25.2% 21.4° 21, 4.
224% 22.1% 21. 21.
91.9% 91.9% 73. 73, ;
77.4% 77.4% 62. 62. 0.
69.4% 69.4% 58. X -
51.6% 51.6% 33.2% 2% 0.
70.4% 70.4% 45.9% 9%
51.6% 51.6% 38.9% 9%

The numbers included in this document are preliminary and are for informational purposes only. Final data regarding compliance with PRIIA section 207 standards are

published quarterly in the official FRA report.

** Includes only trains that operate solely between New York and Albany.

Northeast Regional: Lynchburg includes all trains between Lynchburg and points on the NEC; Richmond/Newport News includes il trains between Richmond or Newport news and points on the NE
Change in Effective Speed is cafculated as Last Twelve Months Effective Speed (ending October ) minus FY08 Effective Speed



40

STATEMENT OF HON. BILL NELSON,
U.S. SENATOR FROM FLORIDA

Senator NELSON. Mr. Coscia, the Northeast Corridor has been
very successful, 260 million passengers. You have an operating sur-
plus of $500 million. So what is the incentive to really get to high-
speed rail?

Mr. Coscia. Well, Senator, there is an enormous amount of in-
centive to get to high-speed rail. In fact, I will tell you that I feel
as though every day that goes by that we do not find a way to
make tangible progress on the Northeast Corridor—I feel as though
we are allowing an opportunity to slip through our fingers and one
which we may or may not get back.

I do not really see that there is a distinction between the North-
east Corridor and any other city pair around the country. It is just
this is where we have made our initial stand, and this is where we
have proved that the concept is viable. But to the extent that we
do not invest in that system, that operating surplus will decline for
certain because the kind of on-time performance statistics that we
have on the Northeast Corridor will start to look a lot more like
the kind of on-time performance statistics that we were just talking
about relative to some of the long-distance lines.

The reality is that the viability of the Northeast Corridor is be-
cause there is an enormous amount of demand. We are selling a
lot of product because there is a lot of demand for that product. But
that demand will go away to the extent we cannot deliver a service
that is commensurate with what the public needs. If we do not in-
vest in rail to a point where it gets better and does not deteriorate,
then you will see ridership start to decline.

We are a preferable mode. If you look at the numbers, the com-
parison between those who use aviation as a mode of transpor-
tation on the corridor and those who use rail, within the last 10
years they have essentially flipped. And that is something that is
important because we are a more efficient mode for those kinds of
distances, but in order for us to hold onto that kind of advantage,
we are going to have to invest in the system and keep it viable.

So I think there is plenty of incentive for us to invest in the
Northeast Corridor, to develop higher-speed programs not simply
because of the Northeast Corridor because we think it is also a
model that can be transported to other parts of the country. And
in fact, we have had an enormous amount of success in developing
systems around the Chicago hub, in the Northwest, and even the
success you have seen in connecting cities in California.

Senator NELSON. What is the average speed on the Acela be-
tween Washington—and if you take all of the stops, what is the av-
erage speed between there and Penn Station?

Mr. CosciA. The average speed in the southern half of the route
is somewhere in the 120 mile an hour range. I would have to con-
firm that for you. But obviously, the system can achieve higher
speeds, but in multiple places the rail infrastructure does not sup-
port that.

Senator NELSON. So overall the average speed is what?

Mr. CoscIA. It is about 110 to 120 miles an hour.

Senator NELSON. From Washington to New York.

Mr. CosciA. From Washington to New York.
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Senator NELSON. Including the stops.

Mr. CosciIA. Including the stops, it would be less than that. The
operating speed is at that level. The time that it takes to get from
Washington to New York is about 2 hours and 45 minutes.

Senator NELSON. OK.

Now, have I not ridden on some trains in Europe that go in ex-
cess of 200 miles an hour?

Mr. CoscIA. You have indeed.

Senator NELSON. Did I not ride on an experimental one outside
of Shanghai that went up close to 300?

Mr. CosciA. I think we both may have. Probably not the same
train, but yes, I am sure you have.

Senator NELSON. So when can we start getting that kind of tech-
nology that is available today into the United States? And it would
seem to me the Northeast Corridor is a good place to start. No. Let
me amend that. The good place to start was between Tampa and
Orlando right down the middle of the I-4 interstate corridor, but
our Tea Party Governor would not accept the $2.4 billion that we
had on the table to build it 4 years ago. And it would be being com-
pleted now, and it would be the showcase for the entire country to
do it. But since that is not the case, what is the case in the North-
east Corridor?

Mr. CosciA. Well, Senator—and I will not comment on the last
part of your question because it would require a lot of other discus-
sions that we do not have time for.

Senator NELSON. No. I am just talking about a fact. I am talking
about a fact.

Mr. CoscIiA. But I will tell you that we are paying the price for
under-investment in the system for the last 40 years. So the an-
swer to your question is that I agree with you that we should be
sprinting. We deserve to sprint. If anyone in the world should be
sprinting, it should be this country, but we are not sprinting be-
cause we have to first learn how to walk correctly given the fact
that we have put so little effort into it for the past 40 years.

So the proper response to your question is that we are working
very, very hard at Amtrak to make the Northeast Corridor the
model of what intercity passenger rail service should look like and
could look like in this country in the hope of making the case to
the American public generally that investment in intercity pas-
senger rail is worth it, that it is worth it for us to put significant
resources into it because we can connect cities that would ulti-
mately have an enormous economic and quality-of-life benefit.

The truth is, Senator, at the end of the day, this is really not
about the trains and whether they go fast or they go slow. It is
about the people on the trains. And with every delay, we are wast-
ing money, we are wasting time, and we are not going to get it
back. So the reality is that this is not an argument about Amtrak.
In fact, Amtrak needs to prove to the general public that it is capa-
ble of taking on this mission, but it is about passenger rail service.
And unless we make the kind of investments that will upgrade the
system on the Northeast Corridor to show that we can run at oper-
ating speeds in excess of 150 miles an hour, then we will never be
able to actually create the kind of true high-speed network that you
are referring to not because it is not possible, not because we do
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not know how to build it, but because we sort of lack the will to
install the system.

Senator NELSON. Well, what I want to work on is the will.

Senator Blunt, over 30 years ago when I was a young Congress-
man in the House just before you arrived, Congressman Don
Fuqua, the Chairman of the Science and Technology Committee of
the House, took us all to France, and we rode in the engineer’s
compartment on the high-speed rail from Paris to Lyon, 180 miles
an hour. I remember that. It looked pretty fast. That was over 30
years ago, and here we are in America without high-speed rail.

Mr. Rogoff, let me say that there is one bright spot in Florida—
and you were involved in this and we thank you—and that is a
commuter rail system for the first time being done in the Orlando
area called Sun Rail. We need to complete some more of that now
to take it to the Orlando airport. I sure would appreciate you con-
tinuing to help. And that Sun Rail, the first time in the metropoli-
tan area of Orlando that it has been established—hopefully they
will get going over in the Tampa area, another dense urban area.
Of course, they have had it thanks to the wisdom of Congressman
Bill Lehman, Senator Blunt, that you and I had served with, who
got that commuter rail system in Miami.

But we need that extension, and it is wildly popular—Sun Rail
in the Orlando area. Started from scratch. For a couple of weeks,
they let everybody go out and ride it for free. I mean, you could
not get on it it was so packed.

Mr. ROGOFF. It is a system that holds great up-side potential es-
pecially with all the economic dynamism in and around Orlando.
You have our commitment to continue to work with you on it. I
know FTA is in regular dialogue with FDOT about it. And it was
great to see phase one get off the ground, but we certainly know
that there are more phases to come.

Senator BLUMENTHAL. Thanks very much. Thanks, Senator Nel-
son.

Senator BLUNT. Mr. Chairman, I would like to note for the record
that since he has been in a spaceship, Mr. Nelson knows a lot more
about speed than most of us do. So his speed comparisons are much
greater than our speed comparisons.

Senator BLUMENTHAL. He is truly a world traveler.

[Laughter.]

Senator BLUNT. Intergalactic mode.

Senator BLUMENTHAL. But speaking of world travel, I am hoping
that during the next session when I hope Senator Blunt will be
Chairman of this subcommittee, but whoever is maybe will take us
on another trip to Paris.

[Laughter.]

Senator BLUMENTHAL. I have just a couple of quick questions.
You have been very patient and very, very helpful and informative,
and I want to really thank the panel.

Mr. Coscia, Senator Booker rightly focused on the Northeast Cor-
ridor, specifically the Gateway Project. And you know, I am sure
that my constituents in Connecticut are wondering why should I
care about this tunnel under the Hudson. And of course, the tunnel
under the Hudson is vital not only to Connecticut but to Delaware,
Pennsylvania, every state that is served by that corridor. My un-
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derstanding is that this project would allow for eventual doubling
of passenger trains into Manhattan. It would add new tunnels
under the Hudson River, replace the Portal Bridge east of Newark,
New Jersey, and expand the station facilities in New York City.

The cost estimates range from $14 billion to $16 billion, which
seems like a staggering amount until you consider what it costs to
put men on the moon or what it costs to put satellites into orbit.
And by no means am I suggesting that we should not continue with
that space exploration effort, but in terms of getting people safely
and reliably to destinations for pleasure or work or moving freight,
I happen to believe it is well worth moving forward.

I would just ask you and any of the other panelists to comment
on how its ramifications are so sweeping for our Nation and most
especially for our economy, job creation, which are a priority for
me.

Mr. CoscIA. Yes, Senator. Well, I would say at the risk of being
redundant, your question gives me the perfect opportunity to make
the point that I have been making in my testimony and in a num-
ber of the responses here, which is that the Nation needs a robust
passenger rail system to connect cities not because we think it is
an interesting idea, but because the future of the Nation’s economy
largely depends on it. The Northeast Corridor has given us this
perfect opportunity to create a system that we can then spread
throughout the country to city pairs not just in the Northeast of
the United States, but throughout the country. But we are heavily
dependent on the success of the Northeast Corridor as being able
to sustain that system because it is the element that we will use
to be able to generate the kind of system creation capacity that will
allow us to go to other parts of the country as well, not to mention
the fact that the Northeast Corridor obviously represents a vitally
important part of the entire U.S. economy.

Now, the project that you speak of, which highlights the fact that
every opportunity also has its points of failure, is that on the
Northeast Corridor, which is currently the bulwark of the Nation’s
passenger rail system—once you get to the City of Newark, you go
from a four-track system to a two-track system. You go over a
bridge that crosses the Hackensack River that was built 120 years
ago that is a swing bridge that is something that fails on a regular
occurrence. It goes under tunnels that we built out of concrete and
cast iron over 100 years ago, emerges into Penn Station which is
clearly the busiest train station in North America and nowhere
near able to meet the needs that it has, and then emerges from
Penn Station again in rail infrastructure that was built many gen-
erations ago.

The reality is that is just purely unacceptable. That half a billion
dollars in net operating income that I mentioned is coming from
the Northeast Corridor is all at risk. But what is even at greater
risk is shutting down that tunnel for even a day has a horrendous
impact on New York’s economy and the Nation’s economy.

So my argument to you on all of this and my argument generally
on all of this is that we believe that a national passenger rail sys-
tem is heavily dependent on the success of the Northeast Corridor.
And the Northeast Corridor will not be successful unless we do
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something about this problem and we do something about it very
quickly.

Senator BLUMENTHAL. Thank you very much.

Senator Blunt?

Senator BLUNT. Well, thank you, Chairman. Thanks, panel, for
your patience. I may submit some questions in writing.

Let us talk about positive train control just a little bit longer.
Mr. Coscia, is there any part of the Amtrak system that will meet
the 2015 deadline? And if there is, what percentage of your system
would be able to comply with that deadline?

Mr. CosciA. Senator, I do not think I can give you that answer
off the top of my head, but I would be happy to get you that infor-
mation.

Senator BLUNT. You could give me the answer but you will not
be fully:

Mr. CoscIA. I am not certain that I would be 100 percent accu-
rate and I would not want to guess at that.

Senator BLUNT. All right.

Mr. Rogoff, since it is my belief that almost nobody will meet
that deadline, what is the best way for your Department to deal
with that? On a case-by-case basis or would you like some guidance
from the Congress as to a reasonable date that then we would try
to encourage that people meet that date?

Mr. RoGoFFr. Well, I do not want to be cheeky, Senator Blunt, but
what we would really like is the $6.4 billion we put in our request
for multiple years to help facilitate the installation of PTC.

But on your specific question on the deadline, we have come at
this on a case-by-case basis. We do think that is the most reason-
able. We do think that at least the Metrolink system out in Cali-
fornia has a fighting chance of meeting the deadline, but we are
working with everyone individually as it is. If GROW AMERICA
were to be adopted and we were able to bring in $6.4 billion over
multiple years to help finance that investment, we think things
will go a lot more quickly.

As you know well, there are other issues that we are working
through, including issues with the FCC—on tower installation. But
I think we are making some progress there now, and we feel good
about the partnership allowing things to move more quickly. But
financing is still a challenge.

And you are correct that a very small portion of the universe will
comply with the deadline, but we think working with each railroad
individually is the best way to move them forward.

Senator BLUNT. You know, I do have some problem with the rail-
roads that have somehow worked to comply being under the law
without maybe time to try it out, see how it is working. Those are
the kind of things I want to follow up with you on.

Mr. RoGgorr. We would welcome the inquiries. That is precisely
among the reasons why we would like to come at this from a some-
what—flexible on the installation, recognizing other things, flexible
somewhat on the enforcement but keeping everyone’s feet to the
fire to move forward quickly. We think being able to do this on a
case-by-case basis gets us to recognize those who have really made
an effort and made the expense to move out rapidly and also recog-
nize those that have perhaps dragged their feet and be able to rec-
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ognize the distinctions between them rather than have sort of a
one-size-fits-all legislative solution.

Senator BLUNT. We will continue to talk.

Again, Mr. Chairman, thank you for your leadership on these
issues and for having the hearing today.

Senator BLUMENTHAL. Well, thank you, Senator Blunt, for your
partnership and your leadership both here and in the great State
of Missouri and throughout the Midwest.

And again, I want to thank our panel. Please convey my thanks
to Secretary Foxx for his vision and leadership. And to all of you,
I look forward to working with you as we continue this very impor-
tant work. Thanks so much.

This hearing is adjourned and the record will be kept open for
two weeks.

[Whereupon, at 4 p.m., the hearing was adjourned.]






APPENDIX

PREPARED STATEMENT OF JAMES P. REDEKER, COMMISSIONER, CONNECTICUT
DEPARTMENT OF TRANSPORTATION; CHAIR, NORTHEAST CORRIDOR INFRASTRUCTURE
AND OPERATIONS ADVISORY COMMISSION

The Northeast Corridor

The Northeast Corridor (NEC) is one of the great railroads of the world. Its 457-
mile main line between Boston, Massachusetts and Washington, D.C. carries
710,000 commuter rail riders and 40,000 Amtrak riders each day on over 2,000
trains. It supports a workforce that contributes $50 billion annually to the United
States gross domestic product. It provides high capacity and reliable access to core
employment centers that contain one out of every three jobs in the larger NEC Re-
gion, whose overall economy is the fifth largest in the world. The NEC plays an im-
portant role in supporting the broader transportation system. An unexpected loss
of the NEC for one day alone could cost the Nation $100 million in additional high-
way congestion, productivity losses, and other transportation impacts.

The NEC spans eight states and the District of Columbia, supports nine pas-
senger rail operators—including four of the five largest commuter rail services in
North America—serves four freight railroads, and has four separate infrastructure
owners. Amtrak owns the railroad between Washington, DC and New Rochelle, NY,
and between New Haven, CT and the Rhode Island-Massachusetts border. The New
York Metropolitan Transportation Authority (NYMTA) and the Connecticut Depart-
ment of Transportation (CDOT) own their states’ respective portions between New
Rochelle and New Haven. The Massachusetts Bay Transportation Authority (MBTA)
owns the railroad from the Massachusetts-Rhode Island border to Boston South Sta-
tion.

Portions of the NEC date back as far as the 1830s. A great number of critical as-
sets date back to the period between the Civil War and the New Deal. As infrastruc-
ture deteriorates and service levels reach the NEC’s practical capacity, we must
choose to cope with declining reliability and limited economic growth, or to invest
in the next generation of the railroad.

The NEC is at an historic turning point. The decades since stewardship of the
NEC was placed in public hands have been marked by record-breaking commuter
and intercity rail ridership growth—and insufficient capital investment. But unprec-
edented collaboration is underway to take responsibility for this vital asset and posi-
tion the Northeast for a globally competitive economic future.

The Commission

I serve as Chair of the Northeast Corridor Infrastructure and Operations Advisory
Commission (the Commission), established by Section 212 of the Passenger Rail In-
vestment and Improvement Act of 2008 to create a new forum for collaborative plan-
ning and decision-making for the Northeast Corridor. The Commission is composed
of one member from each of the NEC states (Massachusetts, Rhode Island, Con-
necticut, New York, New Jersey, Pennsylvania, Delaware, and Maryland) and the
District of Columbia; four members from Amtrak; and five members from the U.S.
Department of Transportation (USDOT). The Commission also includes non-voting
representatives from freight railroads, states with connecting corridors, and com-
muter authorities not directly represented by a Commission member.

The Commission has nearly completed its statutory mandate to develop a cost-
sharing arrangement for NEC infrastructure used for commuter and intercity rail
services. The draft agreement contains the required cost-sharing methods, policy
recommendations to support them, and new practices to enhance collaboration on
the Corridor.

Congress will consider authorizing laws for both surface transportation and inter-
city rail in the coming months. Federal policy should treat the Northeast Corridor
as a single system. The success of the Corridor, and passenger rail in general, is
possible only through a unified vision for the entire network.

(47)
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The Commission is part of a regional partnership that has been years in the mak-
ing and is growing stronger. Though far below even the bare minimum level of nec-
essary investment, the Northeast states and commuter agencies have gone nearly
dollar-for-dollar with Amtrak over the last ten years with approximately $2.4 billion
in NEC capital investment, paired with approximately $2.6 billion from Amtrak and
$1 billion in Federal American Recovery and Reinvestment Act (ARRA) and High-
Speed Intercity Passenger Rail (HSIPR) program grants.

Coordination is especially strong in planning for the future. In 2010, the North-
east states, commuter agencies, and Amtrak published the Northeast Corridor Infra-
structure Master Plan that identified the level of investment required by 2030 to re-
store the Corridor to a state of good repair and accommodate modest forecasts of
ridership growth. In 2013, the Commission convened the same group of stakeholders
to publish a report entitled Critical Infrastructure Needs on the Northeast Corridor
to highlight the highest priority infrastructure investment needs in the region.

Since then, Commission stakeholders have been at work on the first-ever North-
east Corridor Five-Year Capital Plan—due for publication in spring 2015—which
will be a near-term action plan to address the investment needs identified in pre-
vious reports. Development of the Northeast Corridor Five-Year Capital Plan is ana-
lyzing how to feasibly ramp up investment levels over the next five years to reverse
decades of deterioration and modernize our shared national asset for future eco-
nomic growth.

However, funding availability will be the largest obstacle in implementing the
Northeast Corridor Five-Year Capital Plan. Aggregate funding levels from tradi-
tional sources are far below those required to stabilize the infrastructure’s condition
and prepare it for the future. The Northeast Corridor Five-Year Capital Plan will
identify these funding gaps and define how additional resources would build a
stronger railroad.

Though the draft cost-sharing agreement lays out a framework for collaboration,
it will not fully address the funding gaps facing the NEC. Once it transmits an
adopted cost-sharing policy to Congress, the Commission looks forward to partnering
with Congress to ensure the success of these new approaches to collaborative plan-
ning, funding, and financing of rail services and infrastructure improvements.

Railroad investments involve complex planning, engineering, contracting, and con-
struction activities that take place over a number of years—processes that benefit
from predictable and stable capital funding resources which is generally lacking due
to the current reliance on annual budgeting and appropriations and one-time com-
petitive grants.

Rail deserves the predictable and sustainable funding offered to other modes so
it can reach its potential for the American public. A long-term Federal capital fund-
ing program is needed to advance intercity passenger rail service throughout the
United States. Funding is needed for capital investments in new equipment and in-
frastructure improvements. These capital investments are needed for increased fre-
quencies, speeds, and passenger amenities, as well as for improved schedule reli-
ability in the face of heavy freight traffic.

In addition to Federal funding, we will also need to be creative in ways to stretch
the Federal dollars by leveraging private sector funding for passenger rail infra-
structure. However, it is worth noting that the risk-averse private sector desires a
predictable, sustainable Federal funding partner prior to investment. All European
Governments finance railways to provide services beyond those that a stand-alone
commercial railway would offer, in terms of the geographic coverage of the network,
the location of stations and the frequency and speed of services. They do this on
the theoretical economic grounds that the long asset lives, lumpy investment pat-
terns and large sunk costs that characterize rail prevent purely private provision
of an optimally dimensioned rail system.

Such a program must include a mechanism to insure that funding can be reliably
provided over multiple years. Like other major transportation infrastructure
projects, passenger rail corridor improvements can take several years and new
equipment can take up to three years from order date to delivery.

Many public and private sector stakeholders have long advocated for improve-
ments to the policy framework and funding models that support the NEC. These ini-
tiatives have rarely translated into sustained focus and action. Now, confronted with
aging infrastructure, rising demand, and constrained capacity, NEC service pro-
viders, Northeast state and local governments, and the Federal Government must
continue to forge this new partnership to modernize the NEC and build a foundation
for economic growth.

The Commission has made great strides in bringing the Corridor’s key stake-
holders to the table to develop a framework for greater collaboration. We look for-
ward to working with Congress to build upon this progress and to develop a strong-
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er federal-state partnership to address the Northeast Corridor’s significant infra-
structure challenges.

RESPONSE TO WRITTEN QUESTION SUBMITTED BY HON. JOHN THUNE TO
HoN. ANTHONY R. Coscia

Question. It is my understanding that as railroads develop PTC systems in re-
sponse to the 2008 Passenger Railroad Investment and Improvement Act Congres-
sional mandate, some freight lines will now require PTC only because a passenger
rail system shares their tracks and therefore is asking the passenger rail systems,
most notably Amtrak, to cover these costs. It is my understanding that you have
now decided to pass these costs along to the states that support these passenger rail
programs and that many states were unaware and unprepared for these additional
expenses. Can you explain your planning and communications efforts?

Answer. For Amtrak and the states, the most critical PTC-related issue has been
the installation of PTC on terminal railroad trackage in St. Louis and Kansas City.
The cost allocation methodology stemming from Section 209 of PRIIA requires that
allocated costs for PTC on state-supported routes must be borne by the states, al-
though a portion of these costs will also be borne by Amtrak, as these terminals
are used by our Southwest Chief and Texas Eagle services. In both cases, states
would be required to bear both the initial installation cost and the annual mainte-
nance costs for the system. Because the scale of the cost is significant enough to
impact services supported by the states of Illinois and Missouri, Amtrak has been
in close and continual communication with both state departments of transportation
on this issue. While we don’t have agreement yet with Missouri or Illinois on this,
these states have been made aware of their exposure. We do not expect that either
installation will be complete by the end of calendar year 2015.

RESPONSE TO WRITTEN QUESTIONS SUBMITTED BY HON. ROY BLUNT TO
Hon. ANTHONY R. Coscia

Question 1. I understand you have served as Chairman of the Amtrak Finance
and Audit Committee since 2011. Both your financial reports and your audited fi-
nancial results are due every year by February 15, as required by statute. These
documents will be important in considering the Amtrak reauthorization. Have these
reports been submitted, and if not could you please provide explanation?

Answer. Our Legislative and Grant Request (budget request) is required every
year on February 15, with some deadline concessions for delayed appropriations,
and this is a forward looking document. However, the financial reports and audits
are a separate matter. We will not have our FY 2014 audit complete for several
more months due to a delayed schedule from one-time audits that were finalized
just a few months ago. On a normal schedule, our audits are finalized by the end
of January. We expect to get back to the schedule for the FY 2015 final audit.

Question 2. State-supported routes like the St. Louis to Kansas City route, the
River Runner, carried almost half of Amtrak riders last year. Some of these routes
are the fastest growing segments for ridership. How are you working with the states
to continue to improve ridership of these routes?

Answer. Amtrak has been working closely with the states to ensure that state-
supported ridership continues to grow. To sustain our pattern of growth, we are
working to address the single most important issue for travelers, on-time perform-
ance (OTP). OTP has fallen significantly in the past two years, and we have en-
gaged the freight railroads to address those components of OTP for which they are
responsible. We have also worked to improve those components for which we are
responsible, particularly those that have historically hindered service in our Chicago
hub. We have worked to address the issue of snow interference with locomotive trac-
tion motors, and snow and ice infiltration into cars; we have also pursued the more
effective installation of heat-tape wrapping on cars, to avoid problems with freezing
water; all of these have helped us to address this challenge.

We have worked closely with the states to promote specific state marketing initia-
tives aimed at boosting ridership and cost recovery. Collaborative marketing initia-
tives involving Amtrak and the states have aimed to boost both. To ensure that rid-
ership does not drop off while we experience service disruptions during the improve-
ment programs on the Chicago-Detroit and St. Louis routes, we have worked with
the states to publicize the improvement program so that passengers can understand
both the need for delay, and the improvements in OTP and trip time that can be
expected once the work is done.
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For our sales systems, Amtrak has recently embarked upon a modernization of
all of our customer-facing sales systems, including Amirak.com, mobile apps, and
contact center and station sales systems (including Quik-Trak). Building on the mo-
mentum of our recently launched eTicketing system, these systems will extend the
reach and improve the ease of purchasing Amtrak services across the system. Am-
tléak will be launching the first wave of these new systems starting in late spring
of 2016.

In marketing, in addition to traditional advertising, Amtrak has many tools to
support growing sales, including promotions, partner programs, and our loyalty pro-
gram, Amtrak Guest Rewards. Amtrak also supports pricing and revenue manage-
ment strategies for state routes with advance systems and ad hoc analyses for our
state partners.

Amtrak.com today already supports customization and geo-targeting of state serv-
ices messaging to target markets in support of those routes’ unique needs, including
by utilizing Amtrak marketing and communication channels such as home page
banners and “deals” pages on Amirak.com, Amtrak Guest Rewards member e-mail
and website, non-member e-mail, and social media channels messaging (Facebook,
Instagram, Amtrak blog, Twitter). State routes are also integrated into promotion
of national, system-wide marketing partnerships and programs including: AAA, Stu-
dent Advantage, Veteran’s Advantage, Amtrak Vacations, Amtrak to Parks, and
Amtrak Train Days. Amtrak aggressively promotes state routes at consumer trade
shows regionally, nationally, and internationally and through travel industry part-
nerships at the local and regional level, including convention and visitors’ bureaus,
travel agencies and tour operators, state travel bureaus, and other strategic destina-
tion and sponsorship promotions.

Importantly, of course, Amtrak also supports our state partners with advertising.
This can be part of a state-supported and directed program or through Amtrak’s
own integrated national advertising campaigns. These campaigns appear in print,
on TV, online, in sports venues, and other channels. In 2015, Amtrak is developing
a new national brand campaign to drive consideration for Amtrak travel across all
services and within key segments such as millennials and students, families, and
boomers. This campaign, which will launch mid-year, utilizes the tagline “See
Where the Train Can Take You.” The dual message of this tagline speaks to Am-
trak’s ability to transport its customers—both in the physical sense to a specific des-
tination, as well as to transport them emotionally during their trip. We plan both
television and digital platforms for release and expect state-supported services to
benefit directly.

Amtrak’s communications team also supports daily messaging through the media
and directed communications to ensure that customers are aware of track work,
service disruptions, and service development programs that could have an adverse
impact on services. The goal is to ensure that our customers remain informed and
ridership does not drop off while we experience service disruptions during the im-
provement programs on the Chicago-Detroit and St. Louis routes, for example, our
communications team has worked with the states to publicize the improvement pro-
gram so that passengers can understand both the need for delay, and the improve-
ments in OTP and trip time that can be expected once the work 1s done.

Together, these programs are designed to drive awareness, consideration and trial
for new customers, and to increase use by existing customers. These actions, coupled
with both operational actions for improved reliability as well as on-going improve-
ments to schedules, frequencies, and services, are designed to ensure the long-term
sustained growth of our state-supported services.

Question 3. To follow up from my question in the hearing, is there any part of
the Amtrak system that will meet the 2015 Positive Train Control deadline? If so
what percentage of your system would be able to comply with that deadline?

Answer. Amtrak’s PTC installation program has two components—installation on
our infrastructure, and installation on our equipment. PTC systems are currently
in service on the 156 mile Amtrak line between New Haven and Boston, and the
97 mile Amtrak-owned Michigan Line. PTC systems have been installed on the 245
mile segment between Washington, D.C. through New York Penn Station to New
Rochelle, New York, and on the 104 mile line from Philadelphia to Harrisburg;
these systems have not, however, been turned on, because of issues associated with
radio frequency that have required installation of new radios in locomotives to en-
sure compatibility. That installation process is ongoing, and when it is complete
later this year, Amtrak expects to have an operable PTC system on 602 route-miles
of our system. Work is currently ongoing on the 135 mile segment of the Michigan
Line between Kalamazoo and Dearborn that is owned by the state, but maintained
by Amtrak. We hope to finish this line by the end of 2015, but our ability to turn
on the PTC system there will depend on an agreement with the freight carrier to
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turn over dispatching, and at this time that issue is unresolved. We expect to com-
plete the installation of PTC systems on all Amtrak-owned locomotives that require
it for NEC operations by the end of the year, and we expect to have the installation
of freight-compatible PTC systems on our diesel fleet completed at the same point.
We expect to have completed PTC installation on approximately 80 percent of the
route-miles for which Amtrak is responsible by the end of the calendar year.

The exceptions to this will be our 62 mile Springfield Line, which is undergoing
significant upgrading in partnership with the State of Connecticut, and the 86 mile
segment of the Empire Corridor between Poughkeepsie and Schenectady, New York.
In the former case, installation has not yet proceeded because of the scale of the
ongoing construction work on the Springfield Line; in the latter case, design work
ii ongoing, but installation work will not be able to proceed without funding from
the state.
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