Memorandum

To: Chair and Commissioners Date: December 30, 2008

From: John F. Barna, Jr. File No: Reference # 4.4
Executive Director
INFORMATION

Ref: Follow-up Discussion on September and December Rail Items

Issue:

The Commission will look in depth at the information prepared by Caltrans Division of Rail in
response to the Commission’s questions from previous meetings.

Recommendation:

The Commission should look at the responses as a springboard to engage in shaping upcoming
strategies and policy for the future of intercity rail.

Background:

At a minimum the Commission’s questions seek to ensure that: the fare box ratio is increasing; the
ridership is increasing; and the on-time performance is increasing.

The Commission’s questions should also help:

e Determine the most effective and strategic use of state and federal funding that is available or
will soon be available. (In addition to the $400 million from Proposition 1B and $190 million
from Proposition 1A, a share of $3.975 billion in federal funds from H.R. 2095 will be
available, as well as potentially another $500 million nationwide from the federal economic
stimulus package.)

e Focus on the role intercity rail will play in reducing greenhouse gas emissions.

e Guide the selection and integration of current and future intercity rail projects to complement
the future high-speed rail system.

e Improve current intercity rail service and frequency in all three corridors, as well as potential
future rail corridors.

e |dentify where duplicative service or agencies exist.

¢ Identify ways to increase revenues, minimize costs, and better market intercity rail service.
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Questions asked previously of Caltrans:

1. Provide load information for all three corridors; for the Surfliner, provide load information north and
south of Los Angeles.

2. Investigate the feasibility of providing a performance metric (in addition to on-time performance)
that measures travel time/reliability. Provide metrics, such as rail versus auto travel times that show
how well a route is performing.

3. Develop, in conjunction with Amtrak, a passenger friendly policy for discharging passengers when
an incident involving a significant delay occurs.

4. Provide Caltrans recommendations to improve on time departures from San Diego, so trains arrive
on time in Orange County.

5. Provide and update on express service between San Diego and Los Angeles including discussions
with Metrolink on their ability to add service to cover the skipped stations.

6. Compare the three California routes against similar routes run by Amtrak.

7. Report on intercity rail “best practices” that were developed as a result of information sharing and
cooperation among Caltrans, CCJPA, and Los Angeles- San Diego Rail Corridor Agency (LOSSAN).

8. Examine and propose ways to improve ridership on off-peak hours and off-demand months.
9. Report back on progress in implementing wireless internet access on intercity rail service.

10. Report on intercity rail’s contribution to reducing global warming emissions (Assembly Bill 32,
2006).

11. Provide additional information on revenue sources on the three State-supported intercity rail
services.

12. Provide more specific information about food service revenues and expenses, as well as revenues
from other sources.
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Information Item

William D. Bronte
Chief
Division of Rail

FOLLOW-UP ON SEPTEMBER AND DECEMBER 2008 RAIL ITEMS

SUMMARY:

This book item contains two letters. The first letter addresses Commissioner Frommer’s question at
the September 2008 Commission meeting regarding advertising and food revenues from rail
operations. The second letter addresses questions raised during a meeting with Commissioner
Chalker on September 15, 2008, between the Department, Capitol Corridor Joint Powers Authority,

and Commission staff.

In the letter to Commissioner Chalker, some of the requested information was not yet available. At
that time, the Department indicated that the information would be provided at a later date. Although
not included in this transmittal, the information will be made available prior to the January 14, 2009

meeting.

Attachments
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STATE OF CALIFORNIA—BUSINESS. TRANSPORTATION AND HOUSING AGENCY

ARNOLD SCHWARZENEGGER, Governor

DEPARTMENT OF TRANSPORTATION

DIVISION OF RAIL

[120 N STREET

P. 0. BOX 942874 — MS 74
SACRAMENTO, CA 94274-0001
PHONE (916) 654-3797

FAX (916) 653-4565

TTY 711

October 27, 2008

Commissioner Dario Frommer
California Transportation Commission
1120 N Street, Mail Station 52
Sacramento, CA 95814

Dear Commissioner Frommer:
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Flex your power!
Be energy efficient!

This letter is in response to your request for additional information on revenue sources on the
three State-supported intercity rail services, at the September 2008, California Transportation
Commission meeting. This letter also provides more specific information on food service

revenues and expenses as well as the potential for revenue from other sources.

REVENUE SOURCES

There currently are three California intercity rail revenue sources as shown in the table below.
The period used is the first 11 months of the Federal Fiscal Year 2008, from October 2007

through August 2008.

Intercity Rail Revenue

California State Supported Intercity Rail
October 2007-August 2008
(11 months of FFY08)
Route
Pacific Surfliner | San Joagquin | Capitol Corridor Total Percent

Revenue
Transportation $ 30,501,435 |$ 18,309,059 |$§ 18,938,875|% 67,749,369 | 93.1%
Food & Beverages $ 2055393 % 1,723995|§ 1,267,431|$ 5,046,819 6.9%
Mail-Express / Other | § 11,960 | § -1 % -19 11,960 0.0%
Revenue Total $ 32,568,788 | $§ 20,033,054 | $ 20,206,306 [ $ 72,808,148 | 100.0%

Note: Pacific Surfliner Route results shown are the 70% State supported portion.

Transportation (ticket sales), account for, by far the highest percentage of revenues at 93
percent, while food service accounts for about seven percent. The percentage variation between
corridors is not significant. On the Pacific Surfliners, which is the only State-Supported route
that offers the “Mail Express™ service, revenues are less than one tenth of one percent of the

total revenue for that corridor.
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FOOD SERVICE

Below is a table of the revenue to cost ratio of food service on the three State-supported
corridors. Costs include labor, food wholesale and commissary costs.

Intercity Rail Food & Beverage
Revenue & Expenses
California State Supported Intercity Rail
October 2007-August 2008

(11 months of FFY08)

Route
Pacific Surfliner| San Joaquin | Capitol Corridor Total
Revenue $ 2055393 |% 1,723995|¢% 1267431 |% 5,046,819
Expenses $ 3475325|% 21752961!9% 2357534|% 8,008,155
Net $ (1,419,932)| § (451,301)/ $ (1,090,103)] $ (2,961,336)
Cost Recovery Ratio 59% 79% 54% 63%

Note: Pacific Surfliner Route results shown are the 70% State supported portion.

The table shows that food service costs are not fully recovered on any of the three routes. The
cost recovery ratio on the San Joaquin route is higher than on the Pacific Surfliner and the
Capitol Corridor routes. This is because the value of food sales per passenger on the

San Joaquins is almost twice as high as the other two routes. Due to the length of the trip,
passengers have more time and need to purchase food and beverages. On the other hand, labor
and commissary costs on the Capitol Corridor and Pacific Surfliner routes are considerably
higher because there are more trains on these routes.

Food service is one of the key amenities that distinguishes intercity rail from commuter rail
service in California. While almost all intercity rail food service does not cover its costs,
industry experience shows that the existence of the service draws more passengers to the trains
and overall creates a positive effect on ticket sales that more than outweigh the net costs. Food
service on Amtrak routes nationwide generally do not break even.

The California Department of Transportation (Caltrans), contracts with a fresh food vendor in
Northern California, and does taste tests to choose new or seasonal items to rotate into the menu
so that we continually improve food service and sales. A Point-Of-Sale (POS) system was
implemented in 2003, which allows the adjustment of inventory and food selections on a regular
basis. Thus, inventory waste is minimized and sales can be improved by rotating out poorly
selling items, and substituting them with new items. Caltrans periodically conducts customer
surveys on food service to increase the effectiveness and satisfaction of the service.
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The San Joaquin route recently experimented in supplementing the fixed food service with a
mobile cart that is rolled throughout the train, The trial period showed that the cart came close
to breaking even (total additional sales equal the cost of the additional employee needed to
operate the cart). On Amtrak’s heavily used Acela service the cart has made a relative profit,
but not on other Amtrak routes. On short corridors similar to the Acela, such as the Capitol
Corridor or the Pacific Surfliner routes, such a cart may prove profitable because these trains
carry more repeat riders with shorter travel distances, where passengers may not be as inclined
to leave their seats to stand in line in the lounge car. In the future, the cart can be piloted on
both of these routes.

PACKAGE EXPRESS

Amtrak Package Express offers small package, human remains and less than truckload shipping
services to a limited number of Amtrak served cities nationwide. This service is limited to a
few stations on the Pacific Surfliner route. As this is an Amtrak run service, it is not under the
purview of Caltrans to operate.

ADVERTISING

Caltrans may be able to derive revenue from providing advertising to businesses or other entities
for a fee on Amtrak California trains or buses. This type of advertising is not currently done.
During the renewal of the Caltrans marketing contract in 2009, Caltrans will include an
advertising revenue component as part of the competitive bid. The marketing contractor would
directly handle advertisers. If it is determined to be cost effective, utilizing buses and trains for
advertising will be implemented.

Buses could be utilized as rolling billboards to generate revenue, or to utilize as eye catching
marketing displays for the intercity rail and bus service itself. Advertising could also be done on
the inside of buses and trains. Consideration should be given to the negative ambiance that
advertising inside intercity conveyances may impose on passengers using such services.

PROMOTIONAL MERCHANDISE

Promotional items such as hats, tee-shirts and mugs with a logo for the services are a potential
revenue generator. These could be sold on trains from the food service counter by the Lounge
Service Attendant, or such items could be sold on the internet using the services of a contractor.
Amtrak and Capitol Corridor personnel who have managed such sales expressed that they are
not great revenue generators. They are implemented as “good will” items for customers or low
cost promotional items. It is unlikely such items would become significant sources of income.
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I hope that you find this information useful. Please contact me if you have any questions at
(916) 654-3797.

Sincerely,

LAM NGUYEN
Acting Chief
Division of Rail

¢ Ms. Ann Witt, Vice President, Strategic Partnerships and Business Development, Amtrak
Mr. Don Saunders, Assistant Vice President Strategic Partnerships and Business
Development, Amtrak
Ms. Suzanne Fike, Senior Principal Officer, Contract Administration, Amtrak
Mr. John Bama, Executive Director, California Transportation Commission
Mr. Robert Chung, Deputy Director, California Transportation Commission
Mr. Eugene K. Skoropowski, Managing Director, Capitol Corridor Joint Powers Authority

“Caltrans improves mobility across California”
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November 25, 2008

Mr. John Chalkcr, Chairman
California Transportation Commission
1120 N Street, MS-52

Sacramento, CA 95814

Dear Mr. Chalker:

This letter is in response to questions raised at your September 15, 2008, meeting with the
California Department of Transportation (Caltrans) and Capitol Corridor Joint Powers
Authority (CCJPA) staff. As follow up to the meeting a list of ten specific questions for
response by Caltrans was developed. Each question is listed below and answered in the
enclosures to this letter. Some of the questions cannot be fully answered at this time due to
insufficient information. If a question is not complete, the enclosure will indicate when it will
be completed.

1.

Provide load information for all three corridors; for the Pacific Surfliners, provide load
information north and south of Los Angeles. (Enclosure 1)

Investigate the feasibility of providing a performance metric (in addition to on-time
performance) that measures travel time/reliability. Provide metrics, such as rail versus
auto travel times, that show how well a route is performing. (Enclosure 2)

Develop, in conjunction with Amtrak, a passenger friendly policy for discharging
passengers when an incident involving a significant delay occurs. (Enclosure 3)

Provide Caltrans recommendations to improve on time departures from San Diego. so
trains arrive on time in Orange County. (Enclosure 4)

Provide an update on express service between San Diego and Los Angeles including
discussions with Metrolink on their ability to add service to cover the skipped stations.
(Enclosure 5)

Compare the three California routes against similar routes run by Amtrak. (Enclosure 6)

Report on intercity rail “best practices” that were developed as the result of information
sharing and cooperation between Caltrans, CCJPA, and Los Angeles-San Diego Rail
Corridor Agency (LOSSAN). (Enclosure 7)
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8. Examine and propose ways to improve ridership during off-peak hours and off-peak
months. (Enclosure 8)

9. Report back on progress on implementing wireless internet access on intercity rail service.
(Enclosure 9)

10. Report on intercity rail’s contribution to reducing global warming emissions
(Assembly Bill 32, 2006). (Enclosure 10)

[ hope you find this information useful. If you have questions or comments, please contact me
at (916) 654-3797.

Sincerely,

o

LAM NGUYEN
Acting Chief
Division of Rail

Enclosures

c:  Commissioners, California Transportation Commission
Mr. John Barna, California Transportation Commission
Mr. Robert Chung, California Transportation Commission
Ms. Annette Gilbertson, California Transportation Commission
Mr. Eugene K. Skoropowski, Capitol Corridor Joint Powers Authority
Mr. David Kutrosky, Capitol Corridor Joint Powers Authority,
Ms. Anne Witt, Amtrak
Mr. Don Saunders, Amtrak
Ms. Suzanne Fike, Amtrak

“Caltrans improves mobility across California”



Enclosure 1

Provide load information for all three corridors; on the Pacific Surfliners provide load
information north and south of Los Angeles.

We have completed an analysis of passenger loads on the three State-supported Amtrak corridors.

Attached is a set of graphics which display for State Fiscal Year 2007-08 the loads by route segment
for each weekday train on the Pacific Surfliner and Capitol Corridor Routes. On the San Joaquins, a
similar analysis uses daily train data. Width of line is used to represent average passenger volumes at
cordon points along the line. Also, the same volumes are displayed numerically at key cordon points,
and in the tabular summary below. Current train capacities average 347 on the Capitol Corridor, 260

on the San Joaquins and 411 on the Pacific Surfliners, except for Trains 798 and 799 which have a
capacity of 234.

The most striking finding is that the Capital Corridor and Pacific Surfliner trains which traverse the

Bay Area or Los Angeles Basin have much higher loads than ones that only serve one subcorridor

radiating from the center of either metropolis. This is probably because trains are most competitive
with the auto where there is the greatest travel friction on adjacent highways. The lowest loads appear

to be on early morning and evening trains which operate in the reverse direction to peak travel,
particularly on trains which do not traverse a metropolis.

The numbers in the figures below and the graphs that follow are based on the time period July 2007
through June 2008. Ridership on the State corridors increased 16 percent the following quarter, July
2008 through September 2008, compared to the previous year. Specifically, the Pacific Surfliner Route

was up 8 percent, the San Joaquin Route was up 25 percent and the Capitol Corridor Route was up
29 percent. We believe that if we were to base this study on more recent numbers similar patterns
would result. Thus, the analysis presented is expected to continue to be valid today.

Pacific Surfliner Loads

Pacific Surfliner Average Weekday Load by Train (Northbound)

Grover Beach

Cordon Train | 799 | 763 | 565| 567 | 769| 573| 775| 579( 583| 785| 589 595
San Diego- 17 721 60| 135]| 66 146 78 119 185] 149 74
Old Town

Oceanside- 224 168| 130 262 101 2521 128 1891 290| 260 112
San Clemente

Fullerton- 272 1M9{ 76| 239 72 251 96 N8| 244 14 58
Los Angeles

Burbank- 481 140 135 176 143

Van Nuys

Guadalupe- 37 75




Pacific Surfliner Average Weekday Load by Train (Southbound)

Cordon Train| 562 | 564) 566| 768 572 774| 578| 582 784 | 798/592| 796
Guadalupe- 75 42
Grover Beach

Burbank- 141 177 191 85 45
Van Nuys

Fullerton- 62 70 77 192 91 231 15| 187 291 135 76
Los Angeles

Oceanside- 1351 138]| 139 231 143 259 164 | 276 3N 110 94
San Clemente

San Diego- 90 96 95 139 84 147 104 ] 145 154 56 25
Old Town

Santa Barbara - San Diego services (Trains 763, 769, 785, 768, 784, and 796) and San Luis Obispo-
San Diego services (Trains 774 and 775) are the strongest performers in the State network. The
best individual performer is Train 784. which benefits from significant feeder traffic boarding at
Santa Barbara (from Coast Route buses) and Los Angeles (from San Joaquin buses). and has peak
afternoon departures from San Fernando Valley points and Los Angeles.

Trains 798 and 799 between Los Angeles and San Luis Obispo are among the weakest on the route.
Because these trains terminate in Los Angeles, they lack the major Orange County and San Diego
County traffic which supports all other Surfliners. One possible solution is to reschedule this round
trip to operate to and from San Dicgo.

Some other San Diego-Los Angeles trains also perform relatively poorly, particularly ones that have
no bus connections at Los Angeles. Implementing train extensions to Van Nuys or Chatsworth and

bus extensions to Ventura and Santa Barbara points would improve performance on these runs. As
mentioned above, trains which traverse the Los Angeles Basin have superior performance. Incremental
revenues produced on the Los Angeles-Van Nuys segment by existing trains cover about 85 percent of
incremental costs.

Southbound evening services (Trains 798, 592 and 796) have particular problems as well. The peak
afternoon Santa Barbara departure would perform better if passengers did not face a lengthy delay

in Los Angeles to connect to San Diego. The more-than-three-hour gap in evening departures from
Los Angeles fails to serve evening peak traffic. Also. there is no good connection for San Joaquin
Train 714. Trains 592 and 796 are isolated from the rest of the schedule, to their detriment. A solution
is to revise the schedule to have a through run from Santa Barbara to San Diego serving peak traffic.

Capitol Corridor Loads

Capitol Corridor Average Weekday Load by Train (Northbound)
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Capitol Corridor Average Weekday Load by Train (Southbound)
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Top performers are the Auburn-Oakland trips (Trains 529 and 536) which carry commuter traffic
between Auburn and Sacramento and business traffic between Sacramento and the Bay Area. Close
behind are the peak hour Sacramento-San Jose trips (Trains 524, 542, 544, 523, 543, and 547) with
peak loads averaging 171 passengers per trip. Also, mid-day Sacramento-San Jose trips (Trains 537
and 532) are relatively strong because they have bus connections on both ends.

Northbound trains in the early morning and southbound trains in the late evening are particularly

weak, as are all non-peak Oakland-Sacramento short turns. Peaking is intense on this route, with the

strongest trains ranking with Pacific Surfliner loads and the weakest being surpassed by San Joaquin
buses.

In particular, Trains 518, 520, 533, 551, 553, and 548, which as a group have an average peak load of
about 34 passengers, appear to bring down the overall performance of the Capitol Corridor trains.

San Joaquin Loads

San Joaquin Average Daily Load by Train (Northbound-Southbound)

Cordon Tan | 711|701 | 712 | 715 | 77| 703 0?2 (712 | T1a| 716|704 | 718
Stockton-Modesto | 142 84| 138 126 | 100| 77 791 130 107 1331 100| 113
Madera-Fresno 130 78| 132]132( 102} 85 911 126{ 109 128 92| 101
Corcoran-Wasco 80| 31]101|126( 106 94 1251 1231 106| 96| 34| 50
Bakersfield Buses 511 27| 70| 117 101| 79 132| 114| 89| 70| 15] 26

\There is relatively little variance between San Joaquin train loads, in part because of the reservations

system and fares management, which tend to average out traffic and drive passengers to less crowded
trains.

San Joaquin traffic on the four Bay Area round trips (Trains 711 through 718) is somewhat stronger
than that on the two round trips serving Sacramento (Trains 701, 702, 703 and 704). This is because of
the larger population of the Bay Area. The Bay Area trains also benefit from Sacramento bus traffic,
while Sacramento trains do not have significant Bay Area bus ridership. Bay Area train stations do not
allow easy freeway connections to Stockton. Addition of Bay Area train service to Trains 701 and 704
would fill a five-hour gap in service to Antioch, Martinez, Richmond, Emeryville, and Oakland, and
would improve the performance of that pair of trains.

The San Joaquin Route depends very heavily on Southern California bus trips. The pair of trips

with just a single bus between Bakersfield and Los Angeles (Trains 701 and 704) is noticeably lighter
than other trains, which have between two and six buses connecting a variety of Southern California
markets. Train 701 also suffers from the very unattractive Los Angeles departure time of 4 a.m., as
well as a 3 hour Los Angeles-Bakersfield bus travel time because of stops in Van Nuys and Newhall.
Rescheduling Train 701 to leave Bakersfield at 8:30 a.m. would give the bus a more attractive

Los Angeles departure time, and could double its Southern California traffic.
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Enclosure 2

Investigate the feasibility of providing performance metric (in addition to on-time
performance) that measures travel time/reliability. Provide metrics, such as rail verses.
auto travel times, that show how well a route is performing.

To date the California Department of Transportation (Caltrans) has provided “on time
performance (OTP) by route” as the key metric for travel time/reliability. This enclosure suggests
three additional metrics to assess travel time/reliability: 1) OTP by train 2) minutes of delay by
train and 3) auto versus rail travel time.

Amtrak operates the state passenger rail corridors managed by Caltrans and the Capitol Corridor
Joint Powers Authority (CCJPA). As such, Amtrak collects OTP statistics for each train and
compiles this data for each route. Caltrans obtains the OTP data from Amtrak, along with
train-delay reports for individual trains.

On-Time Performance

California trains all perform well above average on OTP as compared with other short-distance
corridors nationwide, ranking third through fifth out of sixteen (see Figure 1).

Figure 1. On-Time Performance on
Amtrak Short-Distance Corridors

On-Time Performance
State Supported and Other Short
Distance Corridors
Oct 2007 - Sep 2008

Hiawatha 87.3%
Pennsylvanian 86.7%
Capitol Corridor 86.0%
San Joaquins 82.6%
Pacific Surfliner 76.1%
Downeaster 70.6%
Piedmont 70.1%
Cascades 64.7%
Empire 64.7%
lllinois 53.4%
Heartland Flyer 51.6%
Hoosier State 41.5%
Vermonter 40.7%
Carolinian 39.1%
Michigan 26.1%
Missouri 18.6%
Subtotal 68.6%




OTP statistics are reported as the percentage of trains which arrive on-time at the end-point of a
train run. On longer runs, there may also be mid-point stations at which OTP is measured for
inclusion in the overall OTP statistic; this is not the case on any of the California Corridors.

The tolerance that defines a train arriving “‘on time” varies by the length of the route. A train is
considered on time if the train is no later than X number of minutes past the published arrival time
at the endpoint, X being the assigned standard for that route. The value of X for each route is as
follows:

e Pacific Surfliners, Whole Route - 15 minutes

o Pacific Surfliners, Los Angeles to San Diego - 10 minutes
e Capitol Corridor - 10 minutes

e San Joaquins - 15 minutes (both northern termini)

OTP, over a period of time, tells you what percentage of the time a train arrived at the endpoint
station within the tolerance. There are limitations in what OTP can tell you. OTP does not tell
you if the trains were late at other stations on the route. As illustration of these limitations, OTP
would be 80 percent if one of five trains were one minute past tolerance, or if one of five trains
were two hours past tolerance. Similarly, a train may be late at stations enroute, arrive at the
endpoint station one minute before failing the tolerance limit for several days and be considered
100 percent on time, while if it arrives one minute later each day it would be O percent on time.
In reality, such patterns would rarely occur; this is meant only to demonstrate the limitations of
this performance measurement.

Below are three tables (Figures 2 a, b, ¢) that contain compiled OTP data, one for each of the
three California State corridors. Data is shown for the months of August and September of 2008,
as well as a twelve-month average for the period September 2007 to August 2008. Note that
different train numbers cannot be compared directly. This is due to trains having differing end
terminals, schedule times, operating days, and patterns of meets with other trains. The rows of
“non-standard” trains are marked with colors to indicate common route segments for easy
identification, with a key below each table.



oTP OoTP oTP
TRAIN| Aug '08 Sept '08 12 mo.
(Sep 07 - Aug 08)
EB T
562 95% 95% 91%
564 97% 77% 90%
566 87% 77% 69%
768 29% 73% 53%
' 572|  90% . 90% | 89%
774| . 87% | 1, 90%- | . 87% : .
578 90% 93% 86%
580 70% 89% - 79%
582 61% 90% 72%
784 71% 70% 66%
590}  53% . 77%_ | __ 74%
798 Y% | o 74%: - | 78%
592 65% 93% 80%
796 74% 80% 81%
we | 1 i
799 . 55% 46% . 52%
763 68% 70% 73%
565 71% 70% 69%
567 62% 55% 56%
769 74% 70% 75%
571 70% 89% 67%
573 62% 95% | 67%
775)  65%. 80% o[ 80%
577 0% 33% 35%
579 76% _ 76% 73%
583 81% 90% 84%
785 71% 73% 77%
587 10% 78% - 40%
589 76% 100% 87%
591 10% 78% . 49%
595 71% 80% 79%
597 40% 69% 68% _
ROUTE 69% 79% 74%

*Grey rows are non-daily trains

MF - Monday thru Friday
SS - Saturday, Sunday

FSS - Friday, Saturday, Sunday
No Blue Shading - Los Angeles to San Diego trains
SB - Northern Terminus of Santa Barbara

SLO - Northern Terminus of San Luis Obispo

’ﬂgure 2a. Pacific Surfliner Corridor On-Time Performance

MF7

SB
SLO
SS
SB
FSS
SLO
SB

SLO
SB

sB

sLo

FSS'



Figure 2b. Capitol Corridor On-Time Performance

WEEKDAY TRAINS
OTP oTP oTP
TRAIN|Aug '08(Sept '08| 12 mo.
(Sep 07 - Aug 08
EB
518 76% 95% 86%
520 100% 100% 94%
522 95% 95% 85%
524 95% 95% 83%
526 91% 95% 88%
528 86% 95% 75%
530 81% 95% 82%
532 86% 90% 67%
534 86% 95% 90%
536 91% 90% 88%
538! 100% 95% 89%
540 91% 95% 86%
542 %1% 95% B7%
544 86% 90% 81%
546 86% 95% 80%
548 91% 95% 91%
wB
521| 100% 90% 92%
523 100% 90% 92%
525 100% 100% 87%
527 86% 95% 81%
529 86% 86% 85%
531 86% 95% 79%
533 86% 95% 80%
535 86% 100% 78%
537 91% 95% 78%
541 95% 95% 90%
543 81% 86% 73%
545 91% 95% 83%
547 86% 90% 81%
549 95% 95% 93%
551 100% 100% 93%
553 86% 95% 90%

No Color - Qakland to Sacramento trains
SJ - San Jose Southern Terminus trains

OC - Oakland Coliseum BART Southern Terminus trains

AB - Auburn Eastern Terminus trains

S)
oC
S]

S]

AB
S)

S]
S]
S]

S]

S]

ocC

S)
AB/OC
oC

oC

SJ

S

S]

S]

WEEKEND TRAINS

OTP OTP OoTP
TRAIN|Aug '08{Sept '08] 12 mo.
Sep 07 - Aug 08)
EB
720 90% 100% 93%
724 100% 89% 95%
728 90% 100% 92%
732| 100% 89% 95%
734 80% 100% 90%
736 90% 100% 80%
738 100% 100% 86%
742| 80% 78% 71%
744 90% 89% 88%
746 90% 100% 94%
748 80% 78% 89%
wB
723 90% 89% 96%
727 100% 100% 96%
729 90% 89% 90%
733 80% 100% 88%
737 70% 89% 73%
741 90% 100% 92%
743! 100% 89% 89%
745 90% 100% 192%
747 90% 67% 82%
749| 100% 78% 92%
751| 100% 100% 93%
ROUTE 90% 94% 86%

S
S

S]
S]

S/ AB
SJ

SJ

S]
5]
AB/OC
S]
S)
SJ
S]

S]



ﬂgure 2c¢. San Joaquin Corridor On-Time Performance
oTP oTP oTP
TRAIN| Aug '08 | Sept'08 12 mo.
(Sep 07 - Aug 082!
EB
702 77% 93% 92% SAC
712 71% 83% 88%
714 77% 97% 79%
704 61% 90% 82% SAC
716 71% 100% 85%
718 61% 73% 80%
WB
711 77% 87% 84%
701 77% 90% 87% SAC
713 61% 93% 75%
715 42% 73% 67%
717 65% 83% 81%
703 55% 57% 79% SAC
ROUTE 66% 85% 82%

No Color - Oakland to Bakersfield trains
SAC - Sacramento to Bakersfield trains

Despite the limitations, OTP can be a valuable tool in analyzing train schedules. All three routes
show marked improvement in OTP between August 2008 and September 2008, with overall OTP
for each routc for September 2008 better than the previous twelve month’s average. The Pacific
Surfliner Route has the most variable OTP between individual train numbers of the three routes
(35 percent-91 percent). This may indicate some trains are in slots or run on schedules that are
not optimal for the Route. This Route has the most complex traffic patterns and volume due to a
mix of freight, intercity and commuter rail run by multiple operators. The Capitol Corridor stands
out in that both August 2008 and September 2008 show marked improvement over the twelve
month average, with 90 percent or better overall on-time averages and many trains showing

95 percent or 100 percent OTP. The San Joaquins OTP improved greatly from August to
September 2008. Overall for the 12-month period they show a solid performance of 82 percent.
However, in contrast to the Pacific Surfliners there is much less variation in OTP between the
Route’s train numbers.

Minutes of Delay

A supplemental measure that relates to OTP is available through Amtrak. Delay reports are taken
for each trip by the on board crew and compiled in a minutes of delay (MOD) spreadsheet.

Each delay is assigned to a subcategory which falls under onc of four main categories that each
assign delay responsibility: 1) Amtrak 2) the host railroad 3) passenger train interference or

4) none. Passenger train interference actually falls under the responsibility of the host railroad but
has been pulled out as a scparate category because these delays can by nature be significant and
some level of delay is part of the schedule. This is because on single-track railroads trains must



pass at sidings, and unless the schedule perfectly times the trains meeting and both trains arc on
time, some delay may be expected before a train can proceed.

The charts with all the subcategories of delay arc far too large to reproduce here. Below,
however, are charts showing MOD by train, divided into the four major categories listed above
(See Figures 3 a, b, c) for the month of September 2008. This month was selected as an example
to illustrate the nature of the data available. OTP for September 2008 is also shown in the tables
for reference. The table keys are similar to the keys in Figures 2 a, b, c above.



Figure 3, California Corridor On-Time Performance plus Average Minutes of Delay by Train Number

ligure 3a. Pacific Surfliners - September 2008

Delay by Responsibiliy - Average Minutes/Train

Percent Passenger
Days On- Host Train Total Delay
Train |Operating| Time Amtrak Railroad Interference None Minutes/Train
562 21 95% 1 2 20 0 24
564 30 77% 1 2 12 0 16
565 30 70% 7 6 12 0 25
566 30 77% 5 3 11 0 19
567 20 55% 4 13 10 1 28
571 9 89% 1 4 5 0 11
572 30 90% 9 4 8 1 22
573 21 95% 8 4 4 1 16
577 9 33% 2 5 17 0 24
578 30 93% 4 4 9 8 25
579 21 76% 5 S 2 3 15
580 9 89% 1 3 13 16 33
582 30 90% 2 6 17 0 25
583 30 90% 4 4 5 1 14
587 9 78% 4 4 6 1 15
589 21 100% 1 3 22 0 26
590 13 77% 6 5 5 1 18
591 9 78% 5 3 6 0 i4
592 29 93% 4 3 6 0 12
595 30 80% 1 5 2 1 9
597 13 69% 0 4 12 0 16
763 30 70% 14 13 12 1 40
768 30 73% 9 8 13 6 36
769 30 | 70% ) 9 8 0 23
774 30 - 90% 8 10 15 1 . 34
775 30 80% 4 15~ 23 4 - - 46
784 30 70% 10 11 23 4 48
785 30 73% 6 3 26 1 36
796 30 | 80% 16 10 9 0 3%
798 27 . | 74%. 7. . 10 29 4 . 50
799 26 _46%- 5 14 15 10 44
Total: 160 196 378 65 799

‘Grey rows are non-daily trains
MF - Monday thru Friday
SS - Saturday, Sunday

FSS - Friday, Saturday, Sunday
No Blue Shading - Los Angeles 1o San Diego trains

SB - Northemn Terminus of Santa Barbara

SLO - Northern Terminus of San Luis Obispo

MF

MF
$S

MF
SS

MF
SS

SS
MF
FSS
SS

FSS

SB
sB
SB

S0

sLo
SB
SB
SB

'SLo.



Figure 3b. Capitol Corridor - September 2008
Delay by Responsibiliy - Average Minutes/Train
Percent Passenger Total Delay
Days on- Host Train Minutes/Trai
Train |Operating| Time Amtrak  Railroad Interference None n
518 21 95% 2 6 5 0 13
520 21 100% 2 S 2 1 9
521 21 90% 2 3 2 0 7 SJ
522 21 95% 1 3 1 0 5
523 21 90% 3 7 3 1 15 S)
524 21 95% 2 7 6 2 16 Sd
525 21 100% 5 2 1 1 8 oc
526 21 95% 2 3 2 1 g oc
527 21 95% 1 9 3 1 14 sJ
528 21 95% 2 7 8 2 19 S
529 21 86% 3 9 1 3 16 AB/OC
530 21 95% 2 7 1 2 12
531 21 95% 2 7 3 1 13 [s]e3
532 21 90% 4 13 2 2 21 SJ
533 21 95% 2 3 4 0 10 ocC
534 21 95% 1 3 4 3 10
535 21 100% 1 5 2 1 9 SJ
536 21 90% 2 8 1 3 15 AB
537 21 95% | 1 7 3 1 12 S4
538 21 95% 2 4 2 5 12 Sd
540 21 95% 2 3 4 1 11
541 21 95% 1 6 3 2 12
542 21 95% | .2 6 1 3 11 Isd
543 21 86% 1 8 2 5 16 SJ
544 21 90% 5 8 3 0 16 SJ
545 21 95% 3 3 1 2 8
546 21 95% -3 9 3 0 15 sJ
547 21 90% 2 11 9 5 26 sJ
548 21 95% 1 5 2 0 8
549 21 95% 0 3 1 3 7
S51 21 100% 0 2 0 1 3
553 21 95% 3 4 1 1 8
720 9 100% 3 S 2 0 11
723 9 89% 0 4 3 4 12 S
724 9 89% 5 6 2 1 14 S
727 9 100% 2 4 2 0 7 SJ
728 9 100% 1 5 2 3 11 SJ
729 9 89% 1 11 2 0 15 AB/OC
732 9 89% 9 6 1 1 17
733 9 100% 3 8 2 2 15 sJ
734 9 100% 2 4 2 1 9 Sd
736 9 100% 3 7 2 o] 12 SJ
737 g 89% 5 8 1 3 16 SJ
738 9 100% 1 2 3 0 6
741 S 100% 2 4 2 1 9 SJ
742 9 78% 10 10 4 3 27 SJAB
743 9 89% 0 6 4 0 10 SJd
744 9 89% 3 8 2 0 12 SJ
745 9 100% 1 3 1 0 5
746 9 100% 0 2 1 2 5
747 9 67% 20 11 6 3 39 54
748 9 78% 1 6 -6 1 14 SJ
749 9 78% 4 6 0 0 11
751 9 100% 0 3 1 1 5
Total: 140 317 136 80 673

No Color - Oakland to Sacramento trains

S) - San Jose Southern Terminus trains

OC - Qakland Caliseum BART Southern Terminus trains
AB - Auburn Eastern Terminus trains



@ure 3c. San Joaquin Corridor - September 2008
Delay by Responsibiliy - Average Minutes/Train
Passenger
Days | Percent Host Train Total Delay
Train | Operating |On-Time| Amtrak Railroad Interference None Minutes/Train

701 30 90% 2 21 11 0 33 SAC
702 30 93% 2 21 11 6 39 SAC
703 30 57% 5 25 10 1 40 SAC
704 30 90% 3 19 5 3 30 SAC
711 30 87% 4 17 7 2 29

712 30 83% 11 20 13 4 48

713 30 93% S 12 13 6 36

714 30 97% 6 13 5 5 28

715 30 73% 9 13 14 10 47

716 30 100% 8 13 12 3 36

717 30 83% 5 15 15 S 39

718 30 73% 8 15 10 6 39

Total: 66 203 125 50 444

No Color - Oakland to Bakersfield trains
SAC - Sacramento to Bakersfield trains

There are limits in what this measurement can tell us, though it can be a useful tool. When
analyzing MOD, there may be seemingly little correspondence between MOD and OTP.
Passenger train interference, for example, may be significant on a single track railroad. An
expected delay time due to an imperfect siding location or a modestly delayed, oncoming train
may be included in the schedule yet still reported as a delay. Therefore, not all reported delays
are themselves cause for a loss of OTP. Trains that operate during commute rush times will meet
many trains and therefore may have significantly more MODs factored in to their schedules. As
well, some train numbers may show few MODs, but a too-short schedule with trains regularly
missing the tolerance limit by just a few minutes could cause a poor OTP.

Delays

in some other subcategories of MOD are not expected delays. If a large number of MODs

are seen on a particular train for such a subcategory, this would be a flag indicating this factor
should be examined. A passenger related delay may indicate a schedule lengthening is needed for
a particular train, or boarding/deboarding methods need to be improved. More globally, reducing
the number of slow orders may improve the OTP for all trains on a route. The top three such total
delay subcategories for each of the routes for September are:

Pacific Surfliner — 1) “C&S (Signal) Work Due to Defect” — 1495 minutes 2) “Passenger

Related Except Disabled Passengers’ — 1306 minutes 3) “Speed Restriction Due to Defect,
Slow Orders” — 1295 minutes.
Capitol Corridor — 1) “Speed Restriction Due to Defect, Slow Orders” — 1641 minutes; 2)

“C&S Work Due to Defect” — 1281 minutes; 3) “Routing Delays, Including Late
Bulletins” — 1256 minutes.



e San Joaquin — 1) “Freight Train Interference” — 2397 minutes 2) “Speed Restriction Due
to Defect, Slow Orders™ — 1896 minutes 3) “C&S (Signal) Work Due to Defect” — 1064
minutes.

In the above, most of the delays are host railroad related, except on the Pacific Surfliner Route
where passenger delays ranked No. 2. On the San Joaquin Route, the seemingly excessive
number of freight train delay minutes is due in part to the nature of this as a busy, single track
freight railroad. A certain number of these minutes arc factored into the expected delays when the
schedule is created with the host railroad, similarly to expected delays with passenger train delays
described above.

The available data is useful in helping identify trains that are chronically delayed. Some trains
may have poorly timed meets. Some trains may have terminal equipment turns that are too short.
Slow orders can be reduced by working with the railroad and in some cases obtaining additional
capital funding to improve the quality of track infrastructure.

In order to improve OTP, Caltrans could use the method outlined below to correct problems,
using the above forms of measurement as the preliminary tools:

o Identify trains with chronically poor OTP statistics.

o Examine MOD data for subcategories that have excessive MOD in subcategories that are
defined as being nonscheduled, or excessive minutes in categories that are identified as having
expected scheduled delays.

¢ Examine string charts for poor meets.

e Conduct further research based on the nature of the MODs.

e Discuss chronic delays with Amtrak operating personnel and field crews on the route of
interest.

¢ Hold meetings with operating and scheduling personnel from Amtrak along with route
managers and come up with “get well” strategies aimed at improving OTP.

o Use updated data and metrics to assess progress.
Auto Versus Train Travel Time Comparison

Train and auto travel times are not directly comparable. Automobiles take you from your starting
point to your ending point, while trains take you from station to station. Trains run on a schedule
but can be delayed. Automobiles can be expected to make a certain time in optimum conditions
but may be delayed by traffic, especially during commute hours.

For the purpose of this comparison, train times are the average scheduled route time. Automobile
times are city center to city center. Two types of automobile time data were used. The first was
Caltrans traffic flow data as shown in the table below (see Figure 4).



Figurc 4. California Intercity Rail Routes - Auto vs. Train Travel Times for Selected Route Segments to Match Available Caltrans Traffic Dat:
Caltrans Travel Times | Google Travel Times | Schedule Train Times| Ratio of Scheduled Rail [ Highway Time
cT CT Trat  Goopgle Google

City Pair Regular  Traffic Avg [ Regular Traffic Max | Average Regular Avg Regular Traffic Peak
Pacific Surfliner Route

San Diego-Oceanside 45 53 38 nfa 53 1.2 1.0 1.4 nfa

Los Angeles-5imi Valley 35 60 45 90 68 1.9 i1 1.5 0.8
Capitol Corridor Route

Fremont-Oakland 19 3s 24 40 35 1.9 0.9 1.5 0.9
Qakland-Davis 58 73 77 nfa 97 1.7 1.3 1.3 nfa
Fremont-Davis 77 111 98 nfa 132 1.7 1.2 1.3 n/a

nfa - data not available on Google

This data was of limited usefulness in that it ended at Caltrans district lines rather than at
train-route endpoints. Some mid-route examples are shown in Figure 4. No segments are shown
for the San Joaquin Route as the Route contains several Caltrans districts. For comparison, times
derived from Google Maps are also included. The Caltrans data is for regular flow and average
time in peak-hours traffic. It is specific to the direction shown which could vary in the reverse
direction. The Google data is for regular flow and defined as an “up to” value for peak traffic.
This appears to be a new feature in Google maps and these peak traffic values were not available

for some segments.

Google values were used to find endpoint to endpoint and major segment automobile travel times
for all three routes (See Figure 5).

Figure 5. California Intercity Rail Routes - Auto vs. Train Travel Times for Route Endpoints

Ratio of

Google Travel Times Rail Scheduled Times |Scheduled Rail / Highway Time
City Pair Regular Traffic Max Regular Traffic Max
San Joaquin Route
Bakersfield-Oakland 252 n/a 369 1.5 n/a
Bakersfield-Sacramento 261 n/a 316 1.2 nfa
Pacific Surfliner Route
San Diego-Los Angeles 118 200 164 1.4 0.8
Los Angeles-Santa Barbara 98 180 162 1.7 0.9
Santa Barabara-San Luis Obispo 110 160 1.5 n/a
Capitol Corridor Route
Sacramento-Oakland 90 n/a 118 1.3 nfa
Qakland-San Jose 44 80 70 1.6 0.9

n/a - data not available on Google

Note that on some route segments, the rail route necessarily diverges significantly from the most
direct highway route. One such segment is on the Pacific Surfliner from Santa Barbara to

San Luis Obispo where the rai] line largely follows the coast while the highway runs inland.

From Modesto to Oakland on the San Joaquin Route the passenger rail line goes north to Stockton
then west and back south to Oakland, while the most direct highway route goes over the Altamont
Pass. On the Capitol Corridor Route the rail line goes south from Fairfield to Martinez then west
to Vallejo. Highway 80 takes a more direct route to Vallejo.

Figures 4 and 5 show that in regular traffic trains are not time-competitive, taking from 20 percent
to 90 percent longer than the automobile. Advantages of taking the train, however, include time
to work, phone or sleep as well as greater safety. During peak travel times, train versus auto
times are comparable, with the ratio ranging from 20 percent less by train up to 30 percent more

than automobile times.



Enclosure 3

Develop, in conjunction with Amtrak, a passenger friendly policy for discharging
passengers when an incident involving a significant delay occurs.

Caltrans is working with Amtrak to develop a policy for discharging passengers when an
incident involving a significant delay occurs on a train. As Amtrak is the train operator,
it is under their purview to develop the policy. Amtrak and Caltrans have worked
through two versions of a draft policy. At this time the policy still needs to be finalized.
Caltrans will provide the policy when it is completed.



Enclosure 4

Provide Caltrans recommendations to improve on time departures from San Diego,
so trains arrive on time in Orange County.

None of the OTP metrics discussed in Enclosure 2 can determine the number of late
departures from San Diego during a given period. OTP is measured only at the endpoint
of a run. Originating terminal delays are listed under three sub-categories in the MOD
data (see Enclosure 2). San Diego is one of four originating terminals, the others being
Los Angeles, Santa Barbara and San Luis Obispo. The subcategories of interest are
shown below, along with the total month of September 2008 MOD for each:

e [TI “Late turn of equipment or crew not caused by mechanical failure” — 303
minutes

e [TM “Initial terminal delay due to mechanical” — 79 minutes

e [TT “Initial terminal delay due to transportation” — 88 minutes

These total MOD are for all trains, which total 737 trains for the month of September 2008.

The total terminal delay averages arc well under one minute per train. However, what is
important is to determine any repetitive causes that may be affecting a particular train
number on more than one occasion. The first step in determining the cause of late
departures is to determine which trains are chronically departing late. The methodology
of determining this is outlined in Enclosure 2. Train 796, for example, stands out as
having 176 minutes of category ITI delay during the month. This may be caused by
insufficient turn time in the schedule, but further research is necessary.

Due to the nature of this particular request, an additional tool would need to be used to
determine cause. Amtrak publishes individual train-delay reports which outline the causes
of delay for each individual train run. The train delay reports are in plain text. These
reports are the raw data used to create the MOD data. However, the important information
for this research is lost once it is compiled. Those doing the research would examine each
report individually and note each terminal delay for departures from San Diego and then
summarize the results for a given, recent, time period.

Once the trains of interest have been identified, Caltrans would work with Amtrak to
determine why a particular train number is experiencing terminal delays and to determine
strategies to minimize or eliminate these delays.



Enclosure 5

Provide an update on express service between San Diego and Los Angeles including
discussions with Metrolink on their ability to add service to cover the skipped
stations.

We have identified a northbound train originating in San Diego that could operate
without significant conflicts with other trains. A companion southbound train in the
afternoon originating at Los Angeles Union Station is an operational challenge. Both the
4:10 and 5:10 p.m. southbound departures carry a large number of Rail 2 Rail passengers
that would be displaced, and these are the two trains that have the largest number of
standees during peak travel periods. Additionally, the number of scheduled passing
meets with northbound Amtrak, Metrolink and Coaster trains would result in either of the
southbound Trains having a less than optimal OTP. More train simulation (operations
modeling) and discussion with the other rail operators is needed before a suitable train
slot will be identified.

Caltrans discussed with SCRRA and OCTA the possibility of operating an additional
Metrolink train to "backfill” for an existing Pacific Surfliner Train (one that would be
converted to a limited stop train). According to SCRRA senior operations staff, until
additional rail cars have been received they do not have a feasible way of offering
additional train service. Due to the recent delay in manufacturing the rail cars for
SCRRA, it is now anticipated that sufficient cars to address standees and implement a
portion of the 30-minute headway service in Orange County will occur in late 2009 or
early 2010.



Enclosure 6

Compare the three California routes against similar routes run by Amtrak.

Amtrak On-Time Performance
FFY 07-08
State Supported and Other Short
NEC Spine Distance Corridors
Keystone 87.8% Hiawatha 87.3%
Acela Express 84.5% Pennsylvanian 86.7%
Northeast Regional 75.8% Capitol Corridor 86.0%
Subtotal 81.0% San Joaquins 82.6%
Long Distance Pacific Surfliner 76.1%
Auto Train 81.9% Downeaster 70.6%
Empire Builder 68.8% Piedmont 70.1%
Crescent 66.8% Cascades 64.7%
Silver Meteor 66.5% Empire 64.7%
Southwest Chief 65.4% Ilinois 53.4%
City of New Orleans 62.4% Heartland Flyer 51.6%
Coast Starlight 61.0% Hoosier State 41.5%
Lake Shore Ltd. 58.1% Vermonter 40.7%
Palmetto 51.6% Carolinian 39.1%
Silver Star 45.2% Michigan 26.1%
Capitol Ltd. 32.7% Missouri 18.6%
Cardinal 31.3% Subtotal 68.6%
California Zephyr 30.2%
Sunset Ltd. 27.2%
Texas Eagle 18.1%
Subtotal 54.2%
Long distance trains h!ghhghted in Total Amtrak System 71.2%
yellow serve California

The table above lists the OTP for each service provided by Amtrak, including the
Northeast Corridor (Boston-New York City-Washington), long distance trains and the
State-supported and other short distance routes.

As the table shows, the three California State-supported routes fare well on the Amtrak
system, each exceeding both the average of State-supported/short distance routes as well
as the Amtrak system as a whole. The only routes that exceed the California services in
that category are the Hiawatha, the Chicago-Milwaukee route that has six daily and one
daily except Sunday trains, and the Pennsylvanian, which is a single daily round trip
between New York City and Pittsburgh.

Caltrans has requested the farebox ratio for each of these routes, and Amtrak will provide
this information by the end of November 2008.



Enclosure 7

Report on intercity rail “best practices” that were developed as the result of
information sharing and cooperation between Caltrans, CCJPA, and
Los Angeles-San Diego Rail Corridor Agency

Caltrans and the CCJPA work together to develop the most effective practices in
marketing, operations, and capital project development and implementation. Caltrans
works closely with the Los Angeles-San Diego Rail Corridor Agency (LOSSAN) to
implement “'best practices” on the Pacific Surfliner corridor. Caltrans also seeks input from
the San Joaquin Valley Rail Committec (SJVRC) on methods for improving the
performance of the San Joaquins. Below are some examples of “best practices™ that have
been developed as the result of information sharing and cooperation between Caltrans and
other agencies.

All Three Corridors

Staff from Caltrans, the CCJPA, LOSSAN, the Coast Rail Coordinating Council (CRCC),
and Amtrak have regular conference calls to exchange information and discuss joint issues
of interest and concern such as State intercity rail funding and budget matters, Federal
legislation and programs related to intercity rail, and equipment procurement. As a result
of these calls the highly successful Intercity Passenger Rail Day on February 21, 2008, was
launched. This event was held in Sacramento and highlighted the success of intercity rail
in California. It was well attended, including members of the Legislature, Amtrak and
intercity rail corridor agencies. The Statewide Rail Chair/Vice Chairs meeting is planned
for Friday December 12, 2008, to bring together chairs of LOSSAN, SJVRC, CRCC, and
CCIJPA to discuss issues of mutual interest.

QuikTrak machines have been installed on all three routes, to facilitate the purchase of
tickets at staffed and unstaffed stations, and at staffed stations to relieve station attendant
workload. On the Pacific Surfliners ticket machines are being installed at joint
Amtrak/Metrolink stations, that allow, for the first time, the purchase of a through ticket for
a Amtrak/Metrolink trip.

San Joaquin and Capitol Corridor

These two corridors share equipment and the portion of their route segment between
Martinez and Jack London Square and some stations on the shared route. Because of this.
an Amtrak coordination in a number of areas is beneficial. The CCJPA and Caltrans have
some joint marketing campaigns for the two routes. Caltrans. the CCJPA and Amtrak
share marketing ideas and initiatives on a regular basis.

The two routes share some capital projects, such as the Emeryville Station and Track
Improvement Project that rccently received Proposition 1B bond funds. Joint procurement
on some capital projects has occurred, such as Altamont Commuter Express (ACE) has
been the lead on on-board security cameras, and CCJPA has been the lead on electronic



station signs. The Northern California Rail Operators Group is an informal group of
railroad operators including Caltrain, ACE, Union Pacific Railroad Company (UPRR),
Caltrans and SMART that have discussions on numerous issues such as capital
programming, service planning, schedule changes, procurement efficiencies, and regulatory
matters.

The CCJPA has been the lead agency in the jointly funded on-board hand-held ticket
vending machine project. If the pilot on the Capitol Corridors is successful, it will also be
rolled out on the San Joaquins. Similarly, the CCJPA has done the initial exploration of a
wireless internet access system (WiFi) on the routes. This project will need to be
coordinated because hardware will need to be installed on State-owned equipment that is
used on both Routes.

Both Caltrans and the CCJPA have recently had very productive interactions with the
UPRR and the BNSF in devising methods to improve OTP. On the San Joaquins, the
BNSF has begun timed dispatching of its local freight trains in the San Joaquin Valley.
This immediately led to a significant improvement in OTP. The CCJPA has had monthly
meetings with UPRR that have lead to significantly improved OTP and expedited
maintenance and capital improvement projects.

The Fall 2008 Timetables now for the first time includes all three intercity rail routes.
Printing and distribution of the Timetables will occur in November 2008. The
Spring/Summer 2008 Timetables for the first time included both the San Joaquin and Pacific
Surfliner train schedules and bus schedules for all three routes. This facilitates passengers’
ability to transfer between routes and take extended trips throughout California. Based on
the positive response to the CCJPA’s pocket schedule, Caltrans may produce pocket
schedules in the future for the Pacific Surfliners and the San Joaquins.

Pacific Surfliner Corridor

The LOSSAN member agencies work together to identify “best practices” on the LOSSAN
corridor. A current example of this is the “LOSSAN Corridor Quick Improvements Study”
prepared in July 2008 by Wilbur Smith Associates for OCTA and jointly funded by OCTA
and Caltrans. The purpose of the study was to identify improvements that would enhance
the service on the corridor that could be implemented within a year at minimal expense.
The study had 20 recommendations, and the agencies that are members of the LOSSAN
Technical Advisory Committee are jointly working to implement some of these
improvements.

A longer term LOSSAN Integration Study is now being conducted that will be completed
in May 2009. This study will examine the possibility for further integration on the
corridor.



Enclosure 8

Examine and propose ways to improve ridership during off-peak hours and off-peak
months.

To improve ridership at off-peak times, each route will require different strategies. This is because
ridership demand profiles on the three California corridors differ significantly, as the chart below
shows. The Pacific Surfliner Route demand peaks Friday through Monday, and in the months of
May through August. The Capitol Corridor has almost completely opposite behavior, with extreme
Monday through Friday peaks, very low weekend ridership and virtually no seasonal variation. On
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the San Joaquin trains, both weekly and seasonal peaks declined as a result of the reservations/revenue
management system instituted in 1999 and the reduction in the size of San Joaquin equipment sets.

Methods of improving off-peak ridership include: sales programs during off-peak periods, variable-
pricing reservations systems, and loyalty programs. With the arrival of data processing and internet
technology, new techniques are available to increase the effectiveness of ridership enhancement
programs. Below is a description of pricing methods and potential recommendations for the California
corridors. All of these programs are most effective if implemented in conjunction with marketing.

Direct Pricing to Promote Off-Peak Travel

One method to promote off-peak travel is to lower base fares. However, this can undermine the
perceived value of the product by selling it too cheaply, and risks cannibalizing existing revenues.
The practitioners of aggressive pricing have been arguably the most successful at market growth.
Successful price-based marketers in the airline industry include Southwest Airlines and JetBlue.

In the passenger rail industry, the British, French, and Canadian national railways traditionally relied
on direct pricing and identification of peak and off-peak days. This was adopted first in France, by
publishing color-coded fare calendars, with red being the cheapest, and blue the most expensive.
Canadian National in the late 1960’s adopted the scheme in its entirety, and called it Canada’s Red,
White, and Blue Days, a transparent pitch to attract American tourists to their trains. In the United
States, prior to the initiation of Amtrak, Baltimore and Ohio Railroad’s adaptation of this idea was

to 1dent1fy low price days as being “Red Circle Days Amtrak tends to standardize fares policy
nationwide and has eliminated most off-peak pricing except on the Northeast Corridor. However,
Caltrans need not be constrained in this manner.

Prior Caltrans marketing campaigns boosted off-peak ridership and revenues without negatively



affecting existing daily or weekly peak ridership. This was done by making 2-for-1 pricing available
only on non-peak days. Solo traveler revenue which is more peak-hour oriented was not affected, while
two-person travel could grow because of the discount. Also, Caltrans has developed special discount
programs for kids, seniors. and students that help direct travelers to off-peak periods.

In the computer era, it is much easier to manage the cannibalization of revenues because we have the
ability to target submarkets instead of offering discounts across the board. Discounts can be offered
on internet sites targeting youth, seniors, and others who have the ability to travel more freely but are
constrained by price considerations.

European rail marketers have made internet sales a major focus for growth, and today it is possible to
buy discounted travel and print out tickets on home computers for a variety of European trains. Price
points of 19 and 29 Euros ($25 and $38), almost regardless of distance, have been very effective at
generating new ridership by nonusers.

Variable-pricing Reservations Systems and the San Joaquins

In 1999, Caltrans and Amtrak initiated a reservations only, yield management system on the San
Joaquins. On a longer-distance corridor such as the San Joaquins, a benefit of this system is that
passengers are usually guaranteed a seat. Also, fares can be adjusted so that lower fares are offered
during low demand periods and higher fares offered during high demand periods. Tickets bought
well in advance are less expensive and those bought closer to time of travel are more expensive. Yield
management systems can be very flexible, so that ticket prices can be adjusted quickly to respond to
changing market demand.

For most of the past decade, San Joaquin train consists have increasingly been standardized and
reservations restrictions have been applied to try to make ridership fit shortened trains. This has

had the effect of maximizing revenue per car, but has restrained overall revenue and ridership. The
resulting crowding has also led to suboptimal conditions on board for passengers, negatively affecting
San Joaquin marketing.

Not all users of variable pricing reservation systems have employed them to constrain traffic. Megabus,
for example, used advance pricing as low as $1 as a marketing ploy to grow ridership, and would add
buses as traffic expanded. Free trials are offered to new potential Metrolink riders; the focus is on
marketing to Southern California business persons.

Ridership and revenue in Fiscal Year 2007-08 on the San Joaquins has been up significantly due to
gasoline prices. However, the reservations system in conjunction with smaller consist may constrain
future growth. San Joaquin ridership per train. even at the end of a huge growth year, is lower than

it was in 1997. Because of a reduction in the number of cars on a standard San Joaquin consist, the
reservations system has helped maximize load factors while constraining ridership growth on the route.

On the positive side, one can point to the leveling of traffic on the San Joaquins, with few lightly used
trains. On the negative side, over the past several years ridership growth in the San Joaquin corridor
has not kept pace with the other California corridors, although ridership has increased dramatically in
Fiscal Year 2007-08. If reservations and yield management are to be retained, additional capacity must
be provided on the San Joaquins and the reservations system must be used as part of a marketing effort
to grow ridership.

Pass and Loyalty Programs

German, Swiss, and Central European railways tend to emphasize pass and loyalty programs in place



of the offers now include credit cards and mileage programs. Mainstream US airlines also make
extensive use of loyalty programs.

European railways offer weekend passes, evening passes, day passes, three day passes, monthly
passes and annual passes. Deutsche Bahn is arguably the most creative in making their offers
address off-peak travel. On German trains, peak travel is definitively on weekdays. The Wochenend
Pass (Weckend Pass), sold in various formulas all across Germany. is designed to fill trains on
normally light weekend services.

None of the three California corridors has a pass or loyalty program that has been effective at filling
off-peak trains. Each of the threc California corridors has different multiple-ride (10-ride and
monthly pass) policies in place, but none of them emphasize off-peak travel. The only California
pass pitched to leisure travel is priced at $159 for 7 days of travel within 21 days. and has been lightly
used due to time and travel restrictions.

Proposed Programs for California Corridors

Strategies for the Pacific Surfliners should address both seasonal and weekly peaks. Internet direct
pricing or 2-for-1 fare programs would be most effective at leveling the seasonal and weekly peaks.
In order for these programs to avoid overloading peak trains, there must be a mechanism to restrain
their use on these trains. The strategy must include a marketing component in order to maximize
new revenue.

Strategies for the San Joaquins should focus on the lack of capacity on this route and reexamine
the reservations system as the current structure may be suppressing demand. It may be possible to
make further refinement to pricing on lower-demand trains such as early morning, late night, and
Sacramento-bound trains so as to stimulate additional ridership.

On the Capitol Corridor, the greatest need is to increase weekend ridership. Strategies could include
adopting a weekend pass and additional programs to encourage off-peak, weekday train use.



Enclosure 9

Report back on progress in implementing wireless internet access on intercity rail
service.

Pacific Surfliners

Amtrak has developed a Request for Proposal (RFP) that will lead to implementation of a
WiFi for Business Class customers on Pacific Surfliner trains. To expedite this new
service, Amtrak is using a phased approach. Phase I will include WiFi access for Business
Class only. This service will be offered at no additional cost for those customers that
purchase a reserved seat in Business Class. We anticipate that the RFP will be released by
January 2009, proposals evaluated and WiFi service implemented by March 2009.

Phase II, implementation for coach service will be fee based and will be implemented after
any rollout problems have been resolved with WiFi service in Business Class. An
approximate implementation date is August 2009.

Capitol Corridor

The UPRR, CCJPA's host railroad, has not supported use of its right-of-way for the
wayside sensors needed to support a network solution for WiFi. The CCJPA is now
working with their consultant to develop separate but complimentary safety/security and
operations/public access networks in 2009. A Request for Qualifications or equivalent
process will be completed in the spring or summer of 2009 to establish and build such a
system beginning in 2009, with completion expected in 2010.

San Joaquins
Caltrans is monitoring the progress of WiFi implementation on both the Pacific Surfliner

and Capitol Corridor Routes to see which system will best fit the needs of the San Joaquin
Route. The San Joaquin and the Capitol Corridor Routes share equipment: WiFi hardware
must be installed on all the equipment, it would be preferable for the two Routes to use the
same WiFi technology. However, cost and implementation time lines of the different
systems will be evaluated to determine which system will be most appropriate for the San
Joaquins.



Enclosure 10

Report on intercity rail’s contribution to reducing global warming emissions
(Assembly Bill 32, 20006).

Caltrans Division of Rail is working with other Divisions within Caltrans to develop a metric
(or metrics) that illustrates intercity rail's contribution to reducing global emissions. In recent
documents. such as the California State Rail Plan and the San Joaquin and Pacific Surfliner
Business Plans. Caltrans has used some general statistics, derived from non-Caltrans sources,
on rail versus auto carbon emissions. At this time the Division of Rail is working to develop
more specific data that will correspond to the characteristics of cach intercity route and will
assess the impacts of varying frequencies and passenger loads. Caltrans will provide this
data once it has been developed.
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