DISCUSSION DRAFT

PASSENGER AND COMMUTER RAIL

Connecticut’s rail passenger system consists of five elements:
· The New Haven Line main line between New Haven and Grand Central Terminal in New York City

· The New Haven Line branch lines which run between Stamford and New Canaan, South Norwalk and Danbury, and Bridgeport and Waterbury;

· Shore Line East, which provides service between New Haven and New London;

· The New Haven-Hartford-Springfield commuter rail service which the Governor recommended and the General Assembly approved in 2006; and

· AMTRAK, whose Northeast Corridor service between Washington and Boston makes stops in Stamford, Bridgeport, New Haven, Old Saybrook and New London and which provides feeder service between Springfield and New Haven.

The New Haven Line service is operated by Metro North Commuter Railroad (Metro-North), a subsidiary of New York’s Metropolitan Transportation Authority (MTA), under a contract with the Connecticut Department of Transportation and the MTA. AMTRAK operates its own service and operates Shore Line East Service under a contract with the Connecticut Department of Transportation.  The operator for the New Haven-Hartford-Springfield rail service has not been selected. Public Act 06-136 requires that the operator of that service be selected through a competitive process.
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The New Haven Line main line service between New Haven and New York City is the oldest, the busiest and, by any measure, the most productive of the Connecticut’s commuter rail lines. Indeed, it is one of the most productive commuter railroads in the nation. It runs between New Haven and New York’s Grand Central Station. The 46.8 miles between New Haven and the New York state line are owned by the State of Connecticut. The MTA owns the portion of the line within New York State. There are eighteen mainline stations in Connecticut with two others, in Fairfield and West Haven, under construction. 

According to Metro North during 2009 about 37.8 million passengers used the main line and branch line service. About 25 million of those trips began and/or ended in Connecticut.

The New Haven Line includes branch lines running between Stamford and New Canaan; South Norwalk and Danbury and Bridgeport and Waterbury. All of these branch lines are owned by the State. During calendar 2009, the branch lines carried about 2.5 million passengers.

Table 1
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The New Canaan branch operates between Stamford and New Canaan, a distance of about eight miles. It is by far the shortest of the branch lines and the only one which is electrified. In many ways it functions more like an extension of the main line than a true branch line.
For example, because the line is electrified, New Canaan line trains utilize the same electric rail cars which operate on the main line. Unlike the other branch lines, most New Canaan branch trains continue beyond Stamford to Grand Central Station without the need for passengers to change trains. Indeed, the Metro North timetable treats the New Canaan service as a part of the main line service, rather than as a branch line.

The New Canaan branch is the most productive of the branch lines, carrying about 1.45 million passengers in 2009. However, it has not experienced the same growth in ridership which the main line, the other branches and Shore Line East have experienced over the last few years.

The Danbury Branch operates between South Norwalk and Danbury
, a distance of about 24 miles. There are seven station stops on the line, which carried about 761,000 passengers in   2009. The line was at one time electrified, but the electrification was eliminated in the 1950’s. 

The longest (27 miles) and the least utilized of the branch line is the Waterbury branch, which operates between Bridgeport and Waterbury with station stops in Derby, Ansonia, Seymour, Naugatuck and Waterbury. During 2009, the branch line carried 

About 290,000 passengers.

As Table 2 shows ridership on all three branch lines rose in 2008 before declining in 2009.

Table 2
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The mainline and the three branch lines were all part of the former New York, New Haven and Hartford Railroad, which went bankrupt during the 1960’s
. 
The State of Connecticut’s involvement with the New Haven Line dates back to the mid-1960’s when Connecticut Governor John N. Dempsey and New York Governor Nelson Rockefeller agreed to provide public subsidies in order to ensure the continuation of commuter rail service between New Haven and New York. Initially the two states’ participation took the form of subsidy payments to the private carriers operating the commuter service. Under the original agreement each state paid 50% of the operating deficit for both the main line and the branch lines.

In 1970, the State of Connecticut began providing capital grants to support the improvement of the commuter rail service both directly and utilizing federal funds. At about the same time the state acquired ownership of the New Haven line tracks and other infrastructure within the State of Connecticut.

In 1983, as the result of federal legislation, the two states were forced to accept responsibility for the actual operation—as opposed to the financial subsidization—of the New Haven Line. They agreed that Metro-North, a newly created subsidiary of the Metropolitan Transportation Authority, would assume operational responsibility for the line
. 

While the two states agreed about who would operate the service, they were unable to agree how much each state would pay and that issue eventually went to arbitration. That arbitration, and another a few years later, resulted in a substantial change in the original 50/50 division of expenses. 

Under the current formula, the State of Connecticut pays about 65% of the operating deficit and moveable capital and some other capital expenses of the main line service and 100% of the operating debt and moveable capital expenses for the branch line
. It also continues to pay 100% of the cost of fixed capital equipment located in Connecticut
.
Shore Line East
The creation of Shore Line East was approved by the General Assembly in the late 1980’s and the service began operations in 1990. It offers weekday service between New Haven and Old Saybrook. It primarily operates westbound (toward New Haven) in the morning and eastbound (toward New London) in the evening. The service is supposed to operate from New Haven to New London. However, until recently restrictions on bridge use forced most trains a day to stop in Old Saybrook.

Over the last several years, Shore Line East has seen a dramatic growth in ridership, which has risen from 299,000 in FY 2000 to projected FY 2011 ridership of about 550,000.
  In early 2007, the Department of Transportation submitted a report to the Governor and the General Assembly obstacles to improved service on Shoreline East
. The report offered a three-phase plan for implementing expanded Shore Line East service:
· Phase 1: Weekday Evening and Weekend Service between New Haven and Old Saybrook;
· Phase 2: Extend all Shore Line East service to New London; and

· Phase 3: Provide regular bi-directional train service.

Phase 1 of the recommended improvements, which established night and weekend service between New Haven and Old Saybrook, was implemented in the summer of 2008, six months ahead of schedule. At the same time, DOT implemented an agreement under which AMTRAK honored SLE tickets on six of its New London trains.
Phase 2 has been partially implemented with ten trains extended to New London. The start of bi-directional service (Phase 3) is still several years in the future.
The 2007 TSB strategy included the following recommendation:

The Transportation Strategy Board believes that reliable reverse commute and weekend service is important to long-term development of Shoreline East and recommends that such service be instituted.

Recognizing that restrictions of bridge use “limits of both the current operations are Shore Line East and the potential for future operations between Connecticut and Rhode Island”, the 2007 strategy also recommended that DOT “work with the Department of Environmental Protection, the United States Coast Guard and other responsible entities to address bridge issues limiting or potentially limiting rail service especially on Shore Line East”.

New Haven-Hartford-Springfield Commuter Rail Service
In 2006, Governor Rell recommended, and the General Assembly authorized, the initiation of commuter rail service between New Haven, Hartford and Springfield, which would be supplemented by the existing AMTRAK rail service
 on that line. The service was originally scheduled to begin in 2010.
The original plan was to provide commuter rail service to eight existing and three new stations between New Haven and Springfield. The service would also be linked to the New Britain – Hartford busway. The existing stations were in New Haven, Wallingford, Meriden, Berlin, Hartford, Windsor, Windsor Locks and Springfield
.  The new stations were proposed for North Haven, Newington, and Enfield.  Transit oriented development will be a key aspect of the planning for each station.

Under the original plan service was to begin by 2010. However, that date was pushed back as a result of the time required for environmental documents and a change in the state's implementation strategy as a result of the federal government's high-speed rail initiative. 
The current plan is to integrate the commuter rail service with a high-speed rail initiative. To date the state has committed $280 million in state bonds funds to support the initiative.  It has received $40 million in federal high-speed rail funding and has applied for an additional $200 million in assistance.  
If Connecticut receives the additional federal assistance, those funds will be combined with the state funds to create a combined high-speed/commuter rail corridor.  If not, the state funds will be used to implement the commuter rail service between New Haven and Springfield.

As a result of the new implementation strategy the start of service is expected to be delayed until sometime between 2012 and 2016, depending upon whether the high-speed rail plan is implemented.
Amtrak


Amtrak’s Northeast Corridor service operates between Boston, Washington D.C. and intermediate points, including stops in Stamford, Bridgeport, New Haven, Old Saybrook, New London and Mystic. It also operates feeder service between New Haven, Hartford and Springfield, with Connecticut stops in Wallingford, Meriden, Berlin, Hartford, Windsor and Windsor Locks. 
State Financial Support

Table 5 compares the cost of rail and bus operations since the state’s 2000 fiscal year
 (FY 2000). During that period the cost of rail operations has risen from just under $61 million in FY 2000 to a projected cost of about $138 million in the current fiscal year. In FY 2010 the cost of rail operations exceeded bus operations for the first time. That trend is expected to continue over at least the next several years. 
Table 5
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The cost increase has been especially sharp since 2005 when the last fare increases were implemented. The chart below shows the relative growth in rail fares and the cost of rail operations of the last decade.
Table 6
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Two years ago Congress passed and the President signed the Passenger Rail Investment and Improvement Act of 2008, which authorized the high speed rail corridor program, reauthorized AMTRAK and made changes in its finances and governance.  The legislation also gave states a larger role in the planning and funding a rail passenger service and required the states to provide operating and capital assistance when their commuter route lines operate over AMTRAK owned right-of-way.

Specifically, the law requires the development of a standard nationwide cost allocation methodology for operating and capital costs and compensation, which would specify the costs to be paid by commuter rail lines
.  AMTRAK is required to adopt that standard by October 16, 2000.  If it doesn't, that responsibility passes to the surface transportation Board (STB). A number of states are asking Congress to extend the deadline for AMTRAK to act as a on the cost allocation methodology.

Two Connecticut rail lines are potentially impacted by this requirement.  Shore Line East (SLE) operates over AMTRAK right away between New Haven and New London.  The New Haven-Hartford-Springfield commuter rail service, which is now in development, will also operate primarily over AMTRAK right away. It is unclear how the state’s proposed investment of over $200 million to improve and update infrastructure on the New Haven-Hartford-Springfield line.

No Metro North train's currently operate over AMTRAK right of way.  But, that would change if Metro-North service is extended to Penn Station.

Connecticut may end up being one of the few states to benefit from the new cost allocation formula.  That is because AMTRAK operates over state owned right-of-way between Greenwich and New Haven and it appears that, for the first time, it will be required to compensate the state in the same way Connecticut is required to compensate AMTRAK when it operates over AMTRAK owned infrastructure. This could significantly offset the state’s required payments to AMTRAK.

Rail Cars
The Department of Transportation is the process of receiving and testing the first of the new M8 rail cars intended for use on the New Haven Line and Shore Line East. The first of those cars are scheduled to go into service by the end of the year. The remaining cars will be delivered at the rate of 10 cars per month, or 120 cars per year, with the last car scheduled for delivery in 2013.  

In 2005, funding was authorized for 342 new cars for the New Haven Line. In 2007 funding was authorized for an additional thirty-eight cars, including twenty-four for use on Shore Line East
. Three hundred of those cars have been ordered
 and the state has an option to purchase for up to 80 additional cars. 

In 2007, the TSB also recommended that “funding be set aside early in the next decade for design of the next-generation electric rail car for use on the New Haven Line”. DOT and the MTA are currently discussing how to address long term rail car needs.
Maintenance Facilities

In 2005, at the same time funding for the new M-8 rail cars was approved, the General Assembly  authorized funding for  “rail maintenance facilities to support” the new rail cars. The estimated cost of those facilities was $300 million. Over time, as the result of the enlarged scope of the project, the addition of new facilities, and the passage of time, the cost grew to an estimated $1.2 billion.


Faced with a cost estimate that far exceeded the available funds, Governor Rell directed the Office of Policy and Management to retain an outside engineering firm to audit the project develop an independent cost estimate and recommend ways to reduce costs.


Hill International’s Transportation group was selected for the assignment and delivered its report
 in early 2009. Hill recommended that the New Haven Rail Yard project be divided into three tiers:

· Tier One ($849.3 million) included facilities “critical for the maintenance operations of the expanded fleet”.

· Tier Two ($56.9 million) included enhancements to the Tier One facilities. It included one project, a car wash facility.

· Tier Three ($160.2 million) included projects which Hill believed could be deferred or eliminated.
The General Assembly subsequently authorized an additional $250 million in bonding for the rail maintenance facilities in order to allow the Component Change Out shop (CCO), the centerpiece of the new rail yard, to move forward. Construction of the CCO is expected to be completed in the fall of 2012.

Because of national economic conditions, construction bids for the CCO were substantially lower than expected. That has allowed DOT to proceed with some additional portions of the maintenance facility project. However, additional bond authorizations will be required in order to complete the Tier One projects. 

Rail Parking

There are an estimated 16,700 parking spaces at rail stations on the New Haven line. Utilization of those spaces is generally high. For example, parking utilization on New Haven Line mainline exceeds 80%. Waterbury Branch parking utilization ranges between 72% and 10%. Parking utilization ranges between 90% and 58% on the Danbury Branch and between 88% and 82% on the New Canaan Branch. On Shore Line East the parking utilization ranges between 113% and 22%
.

The State of Connecticut owns almost all rail stations and the associate parking facilities between New Haven and Greenwich.  However, most station facilities and parking are operated by local communities under long-term leases with the Department of Transportation.  Under those arrangements each community generally establishes its own rules and parking rates and is responsible for collecting the fees and maintaining local parking and Station facilities.  This arrangement has led to a wide variety of local rules, charges and station and parking conditions.

In 2004, the Department of Transportation commissioned a rail governance study to “develop a Governance Policy and Financial Policy which improves current conditions and offers improved quality of service for our riders”
. The study identified options for governing rail stations and the parking supporting them. It also recommended that the Department of Transportation develop a Standards and Practices Manual (S&P) which would be utilized regardless of which governance model was selected.

The three potential governance models identified by the study were:

· Minimal Strategy, in which governance is basically left the same as it is now, but incorporating improved leases and the use of the S&P;

· Memorandum of Understanding (MOU), in which CDOT negotiates with owners of non-CDOT parking to develop standard operations across all facilities, including use of the S&P; and 

· State Governance of stations and parking by a single entity, in which the management of all stations and parking (including the purchase of parking CT does not now own) is assumed by the state and operated by CDOT either with its own employees, under a contract or a created authority
.

No action was taken on the recommendations, including the development of a Standards and Practices Manual.

More recently, the Department established a rail parking task force which, according to the department is developing recommendations “regarding capacity maximization, parking expansion, pricing, permit management, customer information, and bus and jitney access strategies”.
In 2007 the TSB recommended that the State:

· Develop, in consultation with local officials and commuters a uniform policy concerning rail station governance and implement it as existing leases come up for renewal.  The policy should provide for centralized oversight of rail stations and parking, uniform policies, permits and fees; consistency with low-impact environmental standards; design of attractive enclosed structures that are in harmony with abutting structures and should ensure adequate funding for station and parking area improvements; and 

· Implement planned rail station parking initiatives in Bridgeport, Stratford and New Haven; expedite replacement of the Stamford rail station parking garage; and maximize the amount of parking associated with new rail stations.(emphasis in original)
Branch Lines

Several years ago the State undertook studies of potential improvements to facilities and services on the New Canaan, Danbury and Waterbury branches of the New Haven Line.  Those studies were recently completed and are being evaluated by the Department of Transportation. Among the issues being addressed as part of the studies are the extension of Danbury branch service to New Milford; electrification of the Danbury branch; service and facility improvements and the evaluation of the Branch Line “collector" stations recommended by the Board in 2003. There is funding included in the 2006 transportation initiative for branch line improvements. However, environmental evaluations will be required before most projects move forward.

The 2007 TSB strategy included the following recommendation:

· “The Transportation Strategy Board believes that it is important to complete the studies and to begin to implement their recommendations”.

The 2007 strategy also recommended that the installation of a modern centralized train control (CTC) on the Danbury branch be made a high priority. That project is currently underway, using federal stimulus and state and federal transportation funding. Construction began in the summer of 2010 and is expected to take about two years. The estimated cost is about $67.2 million. 

Infrastructure

There are a number of other critical rail infrastructure projects which will be needed over the next decade. These include the rehabilitation of rail bridges in Norwalk and Westport
; completion of other scheduled bridge replacements and rehabilitations; continued work on the replacement of the catenary system on the New Haven mainline; replacement and improvement of the electric substations; replacement and enhancement of the Main line signal system, including establishing a positive train control system; and lengthening the platforms at all stations so they can accommodate at least 10 coaches.
Penn Station Service

Currently all Metro North rail service operates into Grand Central Station with no direct service to Penn Station. However, the MTA is studying the potential for such service.  Metro North service to Penn Station would potentially benefit Connecticut in two ways.  First, it would provide commuters with direct service to the west side of Manhattan.  Second, it would also create the potential for commuters from Long Island and Queens to access southwestern Connecticut using Metro-North rather than passenger automobiles.  Metro-North is currently conducting an environmental assessment of alternatives for providing access to Penn Station from the New Haven, Harlem and Hudson lines. In 2007, the TSB recommended that “the State support and encourage cost-effective proposals for Metro-North access to Penn Station and intermediate stations”.

Service Coordination

As previously noted, the New Haven Line service, is operated by the Metropolitan Transportation Authority's Metro-North subsidiary, while AMTRAK operates the Shore Line East service.  An operator has not yet been selected for the New Haven to Springfield rail service.  

The 2007 strategy included the following statement:

“The Transportation Strategy Board believes that it is essential that service between the lines be integrated regardless of which operator is responsible for the operation of a particular line.  The Transportation Strategy Board also supports and recommends the adoption of a state rail operations plan which will address this and other issues.”
Metro North Operating Agreement
In 2003, the Transportation Strategy Board recommended, and the legislature endorsed, the state seeking voting representation for Connecticut on the Metropolitan Transportation Authority’s board of directors and on the board of directors of Metro-North
. This is proven to be difficult, if not impossible, because of the MTA’s status as an authority established under state law by the State of New York and the constitutional requirement that its members being nominated for the Governor of New York and confirmed by that state's Senate. 
In the absence of an agreement granting the state a seat on the MTA Board, the Department of Transportation has taken a more aggressive role in its dealings with Metro-North, treating the railroad as a vendor and insisting on its contractual rights under the existing service agreement.  For example, DOT was recently successful in blocking service reductions ordered by MTA as a cost-saving measure. It has also resisted metro North's attempt to shift some operating costs from New York to Connecticut
In 2007 the TSB reiterated its 2003 recommendation concerning voting representation and said that “until such time as voting representation is obtained the Connecticut Department of Transportation continue to participate in both boards on a nonvoting basis”. 
� 	There have been proposals to extend the Danbury branch service from Danbury to New Milford.


� 	Following the New Haven Railroad’s bankruptcy the Penn Central Railroad took over the lines. When the Penn Central declared bankruptcy a government created corporation, ConRail, took over the lines and operated them until 1983





� 	That decision proved to be very controversial, with critics contending that Connecticut would have limited influence over a rail service operated by the MTA. It was so controversial that a legislature controlled by the Governor’s party passed legislation designed to block the plan. It was vetoed by the Governor and the legislature failed to override the veto.


� 	Until recently, the State of Connecticut’s payment was reduced by a factor intended to reflect the fact that Connecticut had been more willing than New York to hold down deficits (and subsidy payments) by raising fares. That adjustment now benefits New York.


� 	New York pays 100% of the cost of most fixed capital costs (other than Grand Central Station) which are located in that state.


� 	�HYPERLINK "http://www.ct.gov/dot/lib/dot/SLE_Service_Expansion_Report.pdf"�http://www.ct.gov/dot/lib/dot/SLE_Service_Expansion_Report.pdf�


� 	The AMTRAK service, which is designed as a feeder for the railroad’s Northeast Corridor service, does not operate at times or frequencies that meet the needs of most commuters.


� 	An additional station, in West Hartford, has since been added in order to improve connections between the Busway and the rail line


� 	July 1, 1999 to June 30, 2000


� 	AMTRAK is taking the position that this PRIIA provision requires the State of Connecticut and the Commonwealth of Massachusetts to subsidize a portion of the operating and capital costs for its existing feeder service between New Haven and Springfield. Until now, AMTRAK has, for more than three decades taken the position that its New Haven-Springfield service is a feeder for its Northeast Corridor service and is not designed or intended to serve commuters.


� 	Funding for these cars was a recommended in the 2007 TSB report.


� 	The remaining 42 cars are expected to be ordered late this year or early next.


� 	�HYPERLINK "http://www.ct.gov/dot/lib/dot/documents/dconndot/hill_international_report_010209.pdf"�http://www.ct.gov/dot/lib/dot/documents/dconndot/hill_international_report_010209.pdf� 


� 	Department of Transportation, Draft State Rail Plan 


� 	Connecticut Rail Station Governance Study, Final Report, May 2005 at 1. The study can be found at: �HYPERLINK "http://www.ct.gov/dot/lib/dot/documents/ddotinfo/ctgov/final_report_052605.pdf"�http://www.ct.gov/dot/lib/dot/documents/ddotinfo/ctgov/final_report_052605.pdf�


� 	Ibid at 78-84


� 	Both of bridge s are over 100 years old.


� 	There is no separate Metro North Board. It is overseen by a committee of the MTA.
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