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As Chief of Corridor Development and Project Planning in Amtrak’s Planning and Anaysis
Department, Drew Galloway has national responsibility for the formation of Amtrak policies
guiding rail corridor development and technica implementation support. He is co- managing
development of a new Northeast Corridor Master Plan process and as well as uniform cost
allocation procedures for all users. He also provides program oversight for the implementation
of major projects, such as the recently inaugurated $145 million Keystone Corridor Improvement
Program (jointly funded by Amtrak and Pennsylvania), LIRR’s East Sde Access Project and NJ
TRANSIT's Access to the Region’s Core project.

Drew is assisting the states of Louisiana, Mississippi, and Alabama restore and redevelop rail
services within the Gulf States corridors. He co-chairs a collaborative effort with approximately
20 participating states to advance the procurement of a new family of corridor rolling stock that
is both cost-effective and able to meet performance goals for a wide range of users.

Drew brings over thirty years railroad industry experience to his current position -- beginning
with checking cars in an intermodal yard for the Lehigh Valey Railroad. He previously worked
with Amtrak in the 1970’ s during the formation of Conrail and Amtrak’s assumption of the
Northeast Corridor improvement program, and later on the NEC electrification program. He has
conducted planning studies for the NEC and various rail corridors around the country. Drew also
worked with NJ TRANSIT, serving as Director of Rail Services Planning, where he was
involved in designing services for a number of rail initiatives, including the Newark Airport
Station, and Secaucus Transfer Station.

Drew has an economics degree from Niagara University and is a member in severa professional
organizations.



THE NORTHEAST CORRIDOR
and Regional Interconnectedness

National Surface Transportation Policy and
Revenue Study Commission

New York City Field Hearing
November 15, 2006
DREW GALLOWAY

Chief, Corridor Development AMTRAK

Amtrak Planning and Analysis Dept.




NEC SPINE SOETON

PROVIDENCE

State Line

NEW LONDON

8
Py ([ ) NEW HAVEN
@

~ STAMFORD

457 Route Miles
Multiple Owners

1800+ Trains / Weekday
BALTIMORE

WASHINGTON 200 Million Passengers

INTERCITY CONNECTIONS

BOSTON
°
9

D State Line
(9

@% - NEW LONDON
.,t" NEW HAVEN
e STAMFORD

W& HARRISBURG

PHILADELPHIA MUt p|e

\ BALTIMORE |nj'eCtiO N
WASHINGTON Points
MANASSAS RICHMOND




MAJOR FREIGHT FLOWS

\ BOSTON
O ‘o

\<<>, State Line
Q@% v NEW LONDON
E .‘.“( NEW HAVEN
/ »¥" STAMFORD

>~ HARRISBURG CSX

pHiILADELPHIA P &W
wimineToN — CONRAIL

\ BALTIMORE NS

» HOWASHINGTON .
Short Lines

MANZEEAS I RICHMOND

COMMUTER SERVICES

BOSTON
iy ®

CONNECTICUT DOT -- New Haven to New London °

Yo = N o’
METRO NORTH — NEW LONDON
to Grand Central a o o O
® . NEW HAVEN

NJ TRANSIT — STAMFORD
NYP, HOB S - LIRR —

O to Penn Sta.
HARRISBURG OR® ® o, ®
v O
Q e ‘//. ® /V O
®
0

——

PHILADELPHIA * Q. SEPTA — NEC Routes
¢ DELDOT - wiL to NRK
® BALTIMORE

e
* WASHINGTON MARC - 1o washiagion |

$>” WILMINGTON
MANASSAS '." FREDERICKSBURG VRE — to Washington
»

O O
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ASTOUNDING GROWTH
MBTA - 0Old Colony , Worcester Svc
CONNDQOT - Shore Line East Service
METRO NORTH- Poughkeepsie, Wassaic Svc.
LIRR — West Side Yd., Ronkonkoma Svc.
NJ TRANSIT — New Initiatives, Atlantic City Line
SEPTA - Center City Subway Tunnel, Airport Line
DELDOT - Newark Service
MARC - Penn Line Expansion, Frederick Service
VRE - Inauguration of service

Amtrak — New England Electrification, HSR

CHANGE IN TRAFFIC VOLUME
Weekday Trips

Growth in Hudson River Tunnels
449

.

Before NJT Initiatives Summer 2006




MORE TO COME

MBTA - Fall River, New Bedford Service
RIDOT - TF Green, Wickford Jct. Service

CONNDQOT - Hartford Commuter Service
METRO NORTH- Hell Gate, Westside Services
LIRR — East Side Access Project

NJ TRANSIT — Access to the Region’s Core
SEPTA - Schuylkill Valley, SilverLiner Vs
DELDOT — Newark Service Expansion

MARC - East Baltimore, Run-Thru Service

VRE - Service Expansion West of Manassas

OTHER REGIONAL EXAMPLES

New
Orleans




CHALLENGES

OPERATING CONSTRAINTS

» Capacity and Demand are Not
Distributed Equally

— Time-of-Day Peaks
— Speed Profiles (HSR vs Commuter vs freight)
— “Choke Points”
* Maintenance
— including “Back log”
* New Construction
— Resources (skilled labor and track time)
— Indemnity / Liability




UNIQUE NEC REQUIREMENTS
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Amtrak Roles / Responsibilities

 Honor Schedule / Operating Agreements

« NEC Master Plan
— Intercity Service Business Plan

— Master Facilities Plan (including freight)
» State of Good Repair
» Capacity Projects
e Trip Time Projects
— Steering Committee Actions e

* NEC Costing / Pricing / Scheduling
Policies .-




WE ARE ALL CONNECTED

FOR EVERY ACTION . . .

THERE IS A REACTION'<->
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David King joined Triangle Transit Authority (TTA) asits interim General Manager in October
2006. Prior tojoining TTA, King had a 33-year career with the North Carolina Department of
Transportation. As Deputy Secretary, Mr. King was responsible for the department's five
multimodal divisions, including the Public Transportation Division and the Rail Division.

Under David King's leadership, the Rail Division worked to begin daily service on the Amtrak
Carolinian between Charlotte and New Y ork and the Amtrak Piedmont between Charlotte and
Raleigh. King signed the first state full-funding grant agreement with atransit agency in North
Carolina and helped launch the North Carolina Station Improvement Program, which used
federal transportation enhancement funds to rehabilitate passenger stations with historic
significance.

Mr. King is on the board of Reconnecting America, an organization working to redefine national
policies on intercity travel for a convenient, secure, financially viable and sustainable network.
He has aso served as Chair of the States for Passenger Rail Coalition, a 25-state organization
working for improved rail passenger service.

King's additional past involvements include the Transportation Research Board Strategic
Transportation Research Study for Transit.

He received his BA degree in Economics at Davidson College and his MBA from the University
of North Carolina at Chapel Hill.



National Surface Transportation Policy and Revenue Study Commission
New York City Field Hearing
November 15, 2006
Testimony: David D. King
On behalf of the Triangle Transit Authority, | appreciate this opportunity to provide
comments on surface transportation policy at this field hearing.
My observations and suggestions fall into three categories:
1. Integration of Rail Transportation into National Transportation Policy
2. Regiona Rail Corridor Development
3. The Need for a Federa Partner for States, Regional and Local Transportation
Agenciesin Capital Funding for Ralil

Integration of Rail Transportation

Past attempts to develop a comprehensive national surface transportation policy have
always fallen somewhat short on the issue of rail transportation. The most obvious
reason for this shortcoming is the independence of our rail industry and its historic
reluctance to engage with the public sector for fear of government intrusion. Given the
reality of the global economy and the pressure which that global logistics network is
placing on our nation’s ability to move freight, and given the need for railroad corridors
to be more available for passenger and freight movements, we are well past the time
when rail can be given less than complete consideration in national transportation policy.
While attention must be paid to the risk of inefficiencies being introduced into the
raillroad business model through government funding programs, | believe that the rewards
heavily outweigh the risks. The public sector and the rail industry must collaborate more
effectively on mutually beneficial approaches to adding rail capacity so that more of the
staggering growth in freight can be handled by rail and more of the demand for local,
regional and intercity mobility can be handled in rail corridors. The impressive amount
of planning and dialogue which is currently underway around the country suffers from a
lack of policy context as well as supportive funding programs.

Regional Rail Corridors

The primary job of state, regional and local transportation agenciesis to build and
maintain a safe, secure, efficient and environmentally sound transportation system.
While our main focus is on delivering, maintaining and, in some cases, operating multi-
billion dollar highway and transit programs, we recognize the important role that intercity



passenger rail must play if we are to provide our customers with atruly efficient and
integrated transportation system.

The mgjority of states are active in planning and/or participating in the operational costs
of intercity rail servicesin corridors deemed to be of strategic importance. Many of these
states also have active capital improvement programs to improve capacity, speed,
reliability, safety and station facilities in these corridors

As can be seen from the map of state-identified regional rail corridors, and from a second
map which projects population growth in 2056, these corridors are the appropriate
corridors for attention. Highway and air capacity alone smply cannot deal withthe
passenger and freight pressure represented by these obvious demographic trends.

The maps aso illustrate the role which Amtrak’s national system play in connecting the
regional corridors. Development of the regional corridors will have a dramatic effect on
ridership on the national system. An example of this synergy comes from USDOT’s
September 1997 report to Congress entitled High Speed Ground Transportation for
America which concluded that building the Southeast High Speed Rail Corridor from
Charlotte to Washington, D.C. would increase Northeast Corridor ridership and revenues
by 18%. Similar synergies could be documented for most if not all of the regional
corridors.

While planning, design and, in some cases, construction has taken place across the
country on these regional corridors, the overall pace of development isslow. Many states
have worked with the freight rail industry to develop projects which are on the shelf or
within months of let, but there are no funds nor overarching federa policy framework
with which to push these projects forward.

Federal Capital Funding

The great void in the nation's ability to add rail to the toolbox of solutions for our freight
and passenger mobility problemsisthe lack of afederal program of capital assistance.
Such a program should have, at a minimum, the following characteristics:

1. It should be based on projects agreed upon by private railroads and their state,
regional or local government partners.

2. Projects should seek to improve capacity for both freight and passenger services.
In no case should a passenger improvement reduce freight capacity.

3. Theinvestments of the project partners should be proportional to their benefits.

4. Liability protection for railroad companies should be addressed in the legislation
which creates the funding program.



Program administration should have the following characteristics:

1.

2.

It should be flexible with a bias towards implementation.

It should incorporate FRA’s Railroad Rehabilitation and Infrastructure Financing
Program.

It should incorporate a third party review mechanism capable of resolving
disputes about project benefits.

Federal requirements should be proportional to the federal share of total project
cost. In other words, when federal funds make up a small portion of total project
funding, federal strings should be reduced accordingly.

Funding should be dedicated and predictable. Rail and transit investments tend to
be large and lumpy and outlays occur over many years. Careful budgeting and
contract authority are required, particularly when project financing is involved.
Projects that rely on annual appropriations subject to substantial fluctuations are
at a severe disadvantage.

In conclusion, rail must be fully integrated into national transportation policy. A number
of rail corridors around the country are ripe for improvement in ways that can benefit
both passenger and freight movement, and the missing catalyst for the devel opment of
these corridorsis federal capital funding. The benefits of such a federal program have
been well articulated, and probably understated, for a number of years. It istime to act.

Attachment (map)

David D. King

General Manager

Triangle Transit Authority

P. O. Box 13787

Research Triangle Park, NC 27709

Location: 68 TW Alexander Drive

Research Triangle Park, NC 27709

(919) 485-7424 phone
(919) 485-7441 fax
email: dking@rideTTA.org




States for Passenger Rail Coalition
Intercity Passenger Rail Network
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