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By Richard Rudolph

The Rail Users’ Network is 
pleased to announce its 5th 
international conference, to be 
held in one of  North America’s 
most dynamic cities on Nov. 10-
11, 2007, fittingly at the Hyatt 
Regency Dallas, 300 Reunion 
Blvd. Dallas, a city on the move, 
boasts expanding commuter rail 
and light rail transit lines.

The conference will focus on 
ways to deliver the highest 
quality service to customers, 
while planning for the future. 
Participants will have access to 
a wide variety of  information 
from our distinguished list of  
speakers as well as participate 

in our interactive workshops, 
which will range from planning 
rail systems of  the future, to 
highlighting the new starts 
that have taken root all over 
the country, to focusing on the 
inequities that exist in some of  
our largest transit systems. Learn 
why some areas have great 
service, while areas of  similar 
population densities in the same 
cities do not. See how new 
transit systems have helped boost 
the economies of  cities, and why 
more cities should want them. 
See why long-term planning is 
essential if  outstanding customer 
service is the goal.

Our keynoter, Ian Brown, 
the managing director of  

Rail Transport for London 
and London Rail, will share 
his experience in providing 
excellent customer service 
for residents of  London and 
commuters traveling into 
the city while planning for a 
projected million more residents 
living in London and the 
surrounding area in the next 15 
years. Alex Kummant, Amtrak’s 
president and CEO, will also be 
honored for the work that he 
has been doing on behalf  of  rail 
passengers in North America. 
Other key officials from Amtrak, 
Trinity Rail Express, DART and 
the American Public Transit 
Association will be on hand to 
provide fresh insights 
     (Continued on page 5)            

By Jim Cameron

It’s been another tough year 
for the 110,000 daily riders 
of  Metro-North’s New Haven 
division in Connecticut. While 
the 30-35 year-old M2 fleet 
remains patched together with 
duct tape and the admirable 
efforts of  the 24/7 railroad 
shops, consist compliance has 
hovered around 75% in recent 
months.

A new maintenance facility 
in New Haven opened with 
great fanfare this fall by Gov. 
Jody Rell. But the railroad still 
doesn’t have adequate shop 
facilities to keep this decrepit 
fleet running.

New M8 cars are on order and 
are to be built, under a money-

losing contract, by Kawasaki. 
The first of  300-plus cars 
should be on the property by 
August 2009. Because of  the 
railroad’s dual-power system, 
trains will be run in married 
pairs: one powered under the 
wire, the other by third-rail.

Imagine this: a train carrying 
hundreds of  passengers, being it 
SLE or Amtrak, being held up 
by a bridge opening for some 
weekend sailor.

The new cars were ordered in 
2005 by the legislature after a 
disastrous winter that saw half  
of  all trains cancelled. To fund 
the new car project, lawmakers 
proposed a $1 per ticket fare 
surcharge set to take effect Jan. 
1, 2008. This simplistic fare 
hike will most hurt those the 

railroad is hoping to attract: 
intra-state riders for whom a $1 
per ticket fare surcharge could 
represent a 40% fare hike. It’s 
uncertain how the surcharge 
will affect monthly pass holders, 
though I assume they’ll pay $40 
additional per month. All this 
on top of  the highest commuter 
rail fares (and lowest state 
subsidy) in North America.

While the farebox return on the 
MBTA is in the 30% range and 
the LIRR has a 50% return, 
Connecticut passengers on 
Metro-North can boast of  a 
73% farebox return. Mind you, 
our “gold coast” residents can 
probably afford it, since the 
median income of  rail riders in 
Connecticut is $171,000 a year.
     (Continued on page 7)

Hard Times on the New Haven Line

Dallas Conference to Focus on Future



By Mike Weinman

(Editor’s Note: Mike Weinman is RUN’s Rail 
Operations Advisor.  This is the first of  several 
articles which will appear over the next year 
featuring suggestions which have been offered to 
Amtrak for further consideration.)

• Three Capitals service. One of  
the most successful rail corridor services 
anywhere is that operated by Eurostar 
through the Channel Tunnel. It is 
known as the Three Capitals service, as 
it connects London, Paris and Brussels. 
In the U.S. it has always been a travel 
maxim that some of  the strongest corridor 
markets have always been in those states 
in which the state capital was separated 
from the state’s biggest (or second biggest) 
city by 50-300 miles. Examples such as 
Philadelphia-Harrisburg, Newark-Trenton, 
New York-Albany, Chicago-Springfield 
and Bay Area-Sacramento come to mind. 
Combining these concepts, it would 
be easy to link three of  these attractive 
markets into Amtrak’s own Three 
Capitals service, by operating Harrisburg-
Philadelphia-Trenton-New York-Albany 
on an hourly pattern service, using extant 
push-pull equipment. This would make 
efficient use of  equipment, expand market 
opportunities and make each individual 
segment far more attractive.

• Portland, Boston and New York 
service. The Boston to Maine service is 
doing well, but still carrying an average 
of  about two busloads per train, far less 
than the minimal standard proposed. 
This is because it serves primarily as a 
local commuter service to Massachusetts 
and New Hampshire points. Proposed 
to Amtrak before the service started, and 
rejected, is a still-viable mean of  linking 
this service to the network. There is a 
connection from South Station Boston 
to the North Station area known as the 
Grand Junction Branch, used almost 
exclusively for equipment moves. By 
upgrading this and its connection at 
Beacon Park with the CSX Boston Line 
(this connection is threatened by Harvard 

University expansion), a push-pull train 
could operate New York-Boston South 
Station-Beacon Park-Maine , with the 
addition of  about 25 minutes on the end-
to-end timings, or about the same as the 
local transit connection currently takes (but 
without the hassle of  a double transfer).

Further, by operating two of  the trains 
via the inland route, avoiding South 
Station, directly to Maine, a New York 
and corridor points to Maine service 
(popular years ago as the East Wind and 
the State of  Maine) could be operated. 
Perhaps best of  all, by building a station 
where the Grand Junction Branch crosses 
Massachusetts Avenue in Cambridge, the 
heart of  this technology and university 
district, and much of  the north commuter-
shed of  Boston, could be served, 
generating much new traffic in both 
directions. A revision to the interlocking 
at FX near Boston Engine Terminal 
would be required—but no substantial 
construction.

• Proposed DMU service to Vermont. 
It is understood that Amtrak and the state 
of  Vermont are cooperating in acquiring 
new DMU equipment which would permit 
elimination of  the Vermonter as a through 
train. Evidently, no one has researched the 
historic trends which indicate a diminution 
of  ridership of  at least 25% in the case 
of  a required change, even across-the-
platform and with car attendant assistance 
with luggage. If  the need to make this a 
DMU service was profound, it is suggested 
that either RDC or SPV equipment—
both still available—be acquired, 
remanufactured to modern standards and 
hauled behind corridor regional trains 
to New Haven, where it could be cut off  
and continue to Vermont destinations 
as a self-propelled train. These worked 
successfully for many years in similar 
service —although when Amtrak used 
SPV equipment to service the Springfield 
route, it was the practice to haul the cars 
empty (or for deadhead employees) to New 
Haven, then make passengers walk back to 
the cut off  car before it proceeded.

• New use of  MTA/CDOT M2 and 
M4 cars. In about two years, substantial 
numbers of  MTA/CDOT M2 and M4 
EMU cars will become available with 
the delivery of  new M8 cars. These are 
currently used between New York and 
New Haven on Metro-North commuter 
services. It is proposed that Amtrak 
partner with a private provider, acquire 
a number of  these, and remanufacture 
some as empty shells, with the same large 
quarter point doors, for mail haulage, and 
retain high-density seating in others. The 
cars could then be used in an expedited 
overnight mail and overnight-express 
service between Boston New York and 
Washington, along with several carloads 
of  passengers at budget prices, who are 
willing to use the commuter-style seating, 
antisocial hours and lack of  amenities, in 
trade for the budget fare.

Another use for these cars would be 
as a regular pattern service combining 
frequency and high-density to better 
compete with the budget  (Chinatown) bus 
services which have both created a new 
market and infringed on the natural rail 
market.

• Truck-Train service to Florida. 
A primary and inherent drawback of  
Auto-Trains service is the high fixed cost 
imposed by two impressive terminals 
and a maintenance facility used by 
only one departure a day. In order to 
overcome this, a preliminary business 
plan was drawn for the now-defunct 
Innovative Transportation Strategies, Inc. 
(INTS), which would have seen Amtrak 
partnered with both CSXT and a private 
entrepreneur to start a Truck-Trains 
service similar to those of  Europe. Hauling 
tractor-trailers, including drivers, with 
trucks rolled onto flat cars and the drivers 
accommodate in Superliners, would 
have been profitable at a pricing regimen 
competitive with either double-manning or 
overnight hotel stops. Operating roughly 
12 hours out of  synchronization with 
Auto-Train, it would double the use of
        (Continued on page 7)  
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The Rail Users’ Newsletter is published quarterly by the Rail Users’ Network, a 501 (c) (3) nonprofit corporation.
Current board members include:
Name                Location               Affiliation
Richard Rudolph, Chair  Steep Falls, ME NARP / TrainRiders Northeast
Andrew Albert, Vice-Chair  New York, NY New York City Transit Riders Council
Chuck Bode, Membership Secretary  Philadelphia, PA  Tri-State Citizens’ Council on Transportation
Frank Eppinger, Secretary  Mystic, CT         Former Amtrak Customer Advisory Committee member
Gary Prophet, Treasurer   Ossining, NY Vice President, Empire State Passengers Association 
Steve Albro  Cleveland, OH  Greater Cleveland RTA Citizen Advisory Board
Phil Copeland                                   Elyria, OH NARP Director
Bill Engel Clinton, OH Ohio Rail Tourism Association
Greg Thorson  Chicago, IL Illinois ARP
Holly Frisch Alexandria, VA Long distance rider
Steve Hastalis Chicago, IL Chicago Transit Authority
Bart Reed Sylmar, CA The Transit Coalition
David Peter Alan South Orange, NJ Lackawanna Coalition
        Please send comments, letters to editor or articles for possible publications to the Rail Users’ Network at: 
RUN; 55 River Road, Steep Falls, ME 04085 or email to rrudolph@fairpoint.net
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 DC-area Advocates Strive to Make Impact

Metro Board s̓ Indifference Poses Obstacle to Rider Input

By Jack Corbett

During summer 2004, the Washington, 
DC, area’s Metrorail system (86 stations 
covering 106 miles in DC, Maryland 
and Virginia) was experiencing lots of  
serious operational malfunctions. Too 
often passengers had to walk up broken 
escalators –up to 508 feet long. Train 
offloads sent thousands of  passengers up 
to street level to compete for a few passing 
taxicabs and to cell phone their offices 
that they’d again be late. Train accidents 
occurred. The influential Washington Post 
news and editorial pages beat up on Metro 
management without ceasing. 

MetroRiders.Org, our transit activist 
group, was organized in that environment 
by a dozen riders who got together after 
we had all complained about deteriorating 
rail and bus service in local chat rooms 
or in commenting on newspaper articles. 
Now a tax-exempt non-profit corporation 
with 1500 transit riders on our email list, 
MetroRiders.Org and its Policy Board 
monitors quality of  service, fare policies 
and the future plans of  the nation’s second 
largest rail transit system and the fifth 
largest bus network. 

We’ve had a lot of  press attention (we’re 
always good for a two-sentence quote or 
20 seconds on the early evening local TV 
news) but we’ve found it very difficult to 
get the Metro Board to receive and then 
to value public input before making major 
decisions. As a three-state entity, Metro is 
controlled by a Congressionally-approved 
Interstate Compact that frees the Metro 
Board from the open meeting laws of  any 
of  those jurisdictions. 

The 12-person Metro Board (mostly local 
political officials or appointees) hired 
John Catoe away from the Los Angeles 
bus system to be Metro’s new general 
manager in February, 2007, and he’s 
turning the 40-year-old, 10,000-employee 
agency around. In his first two months he 
slashed the agency’s proposed budget and 
eliminated lots of  management positions, 
completely avoiding a $64 million fare hike 
for rail and bus users that his predecessor 
had said was inevitable. Service quality is 
improving. Welcome, John Catoe! 

Our activists’ interests (and our ability to 
get them energized and vocal) wax and 
wane with the quality of  Metro service. 

Also, a group of  volunteers—most with 
full time jobs—don’t have much spare 
time to take on research projects. And we 
have too few bus riders in our ranks—they 
don’t have as much access to our e-mail 
alerts and webpage (www.metroriders.org) 
which are our primary tools for internal 
communications and educating politicians 
and media. 

Tough issues are coming up. Should riders 
agree to automatic but modest every-year 
fare increases in lieu of  big fare fights 
every fourth year? Running out of  peak-
hour capacity: As Metrorail’s weekday 
passenger trips often exceed 750,000, 
the system is fast reaching its design 
capacity as a strictly two-track operation. 
The much touted “transit oriented 
development” for suburbia assumes rail 
transit capacity that won’t be there. Finally, 
we’d like to assemble an e-mail list of  the 
rider advocacy groups for the other major 
transit properties for information sharing 
and moral support. 

Jack Corbett is cofounder of  MetroRiders.Org. He 
can be contacted via e-mail at jack.corbett@metro
riders.org.



RAIL USERS’ NETWORK NEWSLETTER
Page 4 of 8

By Andrew Albert

Mayor Michael Bloomberg has certainly 
shaken up the establishment this spring 
in New York with his plan to bring 
congestion pricing to New York City. 
Riding high with upwards of  70% 
approval ratings, and facing a deadline to 
qualify for millions of  dollars in federal 
transit funding, Mayor Bloomberg has 
thrown down the gauntlet to the New York 
State Legislature.

The plan would charge $8.00 for private 
vehicles to enter the “zone” Mondays 
to Fridays, 6 a.m. to 6 p.m., while trucks 
would be charged $21.00. The “zone,” as 
defined in the plan, would be Manhattan 
below 86th Street. Those vehicles using 
E-ZPass would automatically “get credit” 
for the tolls on the bridges and tunnels, 
deducting the toll from the congestion 
pricing charge. Of  course, those bridges 
that are free—specifically the Brooklyn, 
Manhattan, Williamsburg, and 59th 
Street—would de facto be tolled as a result 
of  the congestion pricing charge. The 
monies raised as a result of  this plan—and 
they would be substantial—would go 
to the mass transit systems that would, 
predictably, get a new infusion of  riders.

Many questions remain about the plan, 
including the huge number of  cameras 
that would be installed to “read” the 
license plates of  those entering the 
“zone.” Of  course, politicians from the 
“outer” boroughs of  New York were 
predictably harsh in their assessment of  
how their constituents were being “taxed” 
by the new plan, for the benefit of  rich 
Manhattanites (never mind that the public 
transportation systems of  those boroughs 
would be invigorated and improved). 
Surprisingly, many elected officials were 
taking a wait-and-see attitude, and many 
who were expected to dismiss the plan out 
of  hand did not.

The Permanent Citizens Advisory 
Committee to the MTA, of  which I am 
a member, had many discussions on the 
plan, but ended up endorsing the concept 

in June. While we remain convinced 
that this is the only long-range source of  
funding for mass transit that ANYONE 
has proposed, and while we are aware that 
there are some fairness issues associated 
with the plan, it appears to be New York’s 
one chance to fund our aging mass transit 
systems, while cleaning up our air and 
decongesting our streets.

Many issues need to be worked out, 
among them:
1) Where do we get the money to purchase 
additional subways, buses, and commuter 
trains IN ADVANCE of  the congestion 
pricing plan kicking in?
2) Why 86th Street as the northern 
boundary in Manhattan?
3) A new public authority to handle the 
funds is proposed. Who will that authority 
be answerable to? Will the funds be 
earmarked SOLELY for mass transit, or 
will some “pilfering” take place?
4) Should congested areas such as 
Downtown Brooklyn and Long Island City 
be included in the “zone”?
5) Who decides on which mass transit 
improvements will be made, and where? 
Will the MTA have a huge say in the 
capital needs, as it should?
6) Will the plan allow municipalities, such 
as the State and City to cut back on their 
funding for mass transit, lowering their 
already declining contributions?

Right now, the plan is still being discussed 
by various state and city officials, and its 
fate is unclear. The fact that the Governor 
and several influential state officials have 
come out in favor of  the plan bodes well 
for its future, although the Speaker of  the 
State Assembly, Sheldon Silver, has raised 
questions about it. Since he represents 
the Lower East Side of  Manhattan, an 
area in the “zone,” one would expect him 
to support the plan. However, he is the 
official who, virtually single-handedly, gave 
away the City’s commuter tax years ago, 
so his outlook on this is unclear.

One thing is certain—as Secretary of  
Transportation Mary Peters stated at a 
ceremony with Gov. Elliot Spitzer and 

Mayor Bloomberg recently—hundreds of  
millions of  federal dollars are riding on 
the decision to adopt congestion pricing 
here in New York. It’s undeniable that 
our streets are hopelessly congested, our 
air quality could be better (although it is 
still far better than many western cities), 
and our mass transit systems need a huge 
infusion of  dollars. Yet, according to a 
recent article, New Yorkers have one 
of  the smallest carbon footprints (the 
amount an individual contributes to global 
warming) in the entire country, coming 
in at #46 out of  50. The reason? Our 
incredible mass transit system.

Cutting down driving even further and 
improving our transit systems would likely 
make New York the state with the lowest 
carbon footprint in the U.S. Sounds like a 
no-brainer, doesn’t it? Well, nothing is ever 
that simple in New York. Already there are 
predictions of  higher prices for everything, 
as the truckers pass along the congestion 
pricing fee to consumers. There are 
charges of  yet another “tax” in an already 
over-taxed state and city. Drivers are 
saying that they just won’t come into 
Manhattan. Yet, in other cities where 
congestion pricing is a way of  life, such 
as Stockholm and London, things have 
settled down. The world didn’t end, as 
some predicted. Surely New Yorkers are as 
adaptable as their European counterparts? 
We will see.

Andrew Albert is the chair of  the NYC Transit 
Riders Council, and riders’ representative on the 
MTA Board.

Congestion Pricing Coming to New York City?

Get Involved with the 
work of  RUN!

To þnd out how to volunteer, 
write to: 
RUN, 55 River Road
Steep Falls, ME 04085 

or contact Richard Rudolph
via e-mail at: 
RRudolph@fairpoint.net
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By David Peter Alan

RUN to Dallas! That’s what we will be 
doing during the second weekend in 
November for our next RUN Conference. 
When we get there, we’ll be talking about 
transit, and we’ll be riding transit. 

For the most part, there is not much rail 
transit in the Lone Star State. Only one 
Amtrak train, the Texas Eagle (which 
goes to Dallas), runs every day. The 
Sunset Limited, serving Houston and San 
Antonio, runs only three days a week. 
Houston has a light rail line, Galveston has 
a small heritage streetcar operation, and 
plans are in place for future rail transit in 
Fort Worth and Austin. 

Dallas is different. You can ride a com-
muter train to Fort Worth, use a modern 
light rail system to get around downtown 
or commute to the suburbs, and ride 
authentic vintage streetcars on a unique 
line. You can get to a number of  interesting 
places on rail while you are in town. 

Union Station, in downtown Dallas, is 
the “hub” location for Amtrak’s Eagle, 
commuter trains and light rail. The area 
within a block or two of  the station is a 
destination in itself. John Neely Bryant 
founded Dallas here in the 1840s, and 
President Kennedy was murdered from 
a sixth-floor window of  the Texas School 
Book Depository Building in 1963. 
Both events occurred within two blocks 
of  Union Station. The former event is 
commemorated by a replica log cabin; 
the latter by the Sixth Floor Museum, 
located in the infamous building, which 
is still a functioning office building. If  you 
want to know more about Dallas, stop in 
at the landmark Old Red Courthouse (a 
Victorian gem) and visit the downtown 
office of  the Dallas Convention and 
Visitors’ Bureau.

Union Station is at the Dallas end of  the 
only commuter rail line in Texas, Trinity 
Railway Express (TRE). Trains run to Fort 
Worth, frequently in peak hours and also 
during midday and on Saturdays. There 

is no Sunday service yet. The trip takes 
about an hour and goes to the former 
T&P Station (built by the Texas & Pacific 
Railway), a recently-restored Art Deco 
masterpiece. Most Fort Worth riders go to 
the new Intermodal Transportation Center, 
where bus connections are avail-able on 
the Fort Worth “T”. Much of  downtown 
Fort Worth, which has an “old West” flavor, 
is located within walking distance of  the 
station. The historic Stockyards District 
can be reached by local bus. 

Back in Dallas, Dallas Area Rapid Transit 
(DART) operates two light rail lines, as 
well as local bus service. The current 
Red and Blue Lines run on a north-south 
alignment, forming a giant “X” as they 
run in common in the downtown area. 
DART Rail serves such destinations as the 
West End, home to many restaurants and 
clubs (including local barbecue favorite 
Sonny Bryan’s) and the Cultural District, 
with contains the Dallas Museum of  Art 
and other cultural institutions. 
      (Continued on page 6)

(Continued from page 1)
regarding how rail passenger and rail transit 
services can be made more customer-
friendly while planning for the future.

Scheduled interactive workshops include:

• Advocating for New Rail Starts. The 
focus will be on how new services start and 
the role that citizen groups, politicians, 
railroads and others have played in getting 
the service up and running. Several case 
studies will be presented.

• Best Practice. Examples of  how citizens 
and customers can make a difference 
in restoring, promoting and making rail 
passenger and rail transit service more 
customer-friendly. Three areas will be 
examined, marketing, computers aiding the 
cause and lobbying for better service.

Building a World Class Railway in 
the United States. Thinking beyond the 
usual Amtrak budgetary process. What 
would it take in dollars, initiative, political 

will and general support, for the kinds of  
investment which would permit the US to 
emulate the fine service in Western Europe 
and Japan.

• Retrofitting Older Transit Systems 
for Today’s Accessibility Needs. Rail 
passenger and rail transit has covered much 
ground in serving all of  those who wish to 
ride, but there are still too many nagging 
concerns. The workshop will examine what 
still needs to be done, and the obstacles in 
the way, such as cost, space requirements/
limitations and unfunded mandates.

• Transit Inequities. This panel will 
examine areas of  similar population 
densities in the same cities that experience 
vastly different levels of  transit service, and 
why that discrepancy exists. The panel will 
also look at remedies to this problem, as 
well as effective advocacy to prevent this 
from happening in new starts.

Both Friday and Sunday afternoon can 
be used to sample the great variety of  

rail transportation in and around Dallas, 
including the Trinity Rail Express 
commuter rail line, DART Light Rail 
System and the McKinney Ave Street Car 
Line.

The early registration fee of  $150 (before 
September 15) includes a continental 
breakfast both days and lunch, refreshment 
breaks on Saturday, and all conference 
materials/handouts. The Hyatt Regency 
Dallas is offering a special rate of  $119 per 
night (double occupancy -$139) through 
October 1, 2007. They can be reached at 
214-712-7249.

Please join us at the Rail Users’ Network’s 
5th International Conference -where the 
future of  rail service begins with serving 
today’s customers in the style and quality 
they deserve.

For more information please contact 
Dr. Richard Rudolph at (207) 642-5161. 
Checks should be sent to RUN’s treasurer, 
at 55 River Rd, Steep Falls, Me. 04085.

RUN to Dallas! A Guide to the Host City

Upcoming International Conference to Focus on the Future
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Schedule Changes and More Come to NY State

By Gary Prophet

The MTA announced that a new Metro-
North station will be built at Yankee 
Stadium and will be completed by June 
2009, just after the new Yankee Stadium 
is set to be completed for the start of  the 
baseball season in April 2009.  Trains will 
operate directly to the station not only 
from the Hudson line, but also from the 
Harlem and New Haven lines of  Metro-
North and also service will operate from 
Grand Central Terminal and 125th 
Street. Since the area around the stadium 
has been undergoing development, 
the new station will be used by Metro-
North for hourly service each day and then 
expanded service when baseball games 
are scheduled.  Also, although not totally 
defined yet, for the 2008 football season, 
the MTA and NJ Transit announced that 
service will operate from the New Haven 
line into Penn Station and out to the Giants 
and Jets football stadium in northern New 
Jersey.  This will be a milestone, as it shows 
a partnership between two organizations 
to provide rail service to get passengers to 

where they want to go.  This will utilize 
Amtrak’s route from New Rochelle into 
Penn Station.
 
Many passengers, especially in New York 
State, are not pleased about Amtrak’s 
decision to operate the eastbound Lake 
Shore Limited (Train 48) several hours 
later from Chicago, which has moved from 
a departure before 8pm to a rather late 10 
pm departure time.  This change, although 
allowing more time for late connecting 
trains from the west, now takes the entire 
day to travel across New York State, with 
an evening arrival into Manhattan.  Worse 
yet, during its first month of  operation, 
about half  of  the time the Albany to 
Boston connecting train was arriving into 
Boston after midnight, hardly a friendly 
arrival time at a final terminal for long 
distance rail passengers.  Lately, the train 
has not been more than two hours late 
very often.  This train does now provide 
daytime service from Cleveland across 
New York State. Business travelers on the  
New York-to-Albany corridor have been 
impacted, as Train 48 took the slotted 

time of  a popular late-afternoon Albany- 
to- New York Empire Service train, which 
resulted in less convenience times for 
business passengers to travel back from 
Albany to New York after spending the 
day in Albany.  Amtrak needs to have an 
Empire Service train start in Albany in 
the 4pm-5pm timeframe for rail service to 
New York and not have the Lake Shore 
Limited serve as the train for business 
travelers to take at the end of  the business 
day, as its reliability is too poor for travel in 
this popular 2.5 hour corridor. 
    
Metro-North Hudson line passengers and 
Amtrak Empire Corridor passengers have 
had their schedules revised for summer 
track work, which will replace ties on 
the upper Hudson line (Cold Spring to 
Poughkeepsie).  This busy section will 
have single track operation, which results 
in the need for many minor adjustments 
to the rail schedules, so check the revised 
schedules before traveling. 
                                                                    
 Gary Prophet is vice president of  the Empire State 
Passengers Association.

A Guide to Rail and Other Attractions in the Dallas Area

(Continued from page 5) 

North of  the city, DART rail lines extend 
to Garland and Plano. Plano, at the end of  
the Red Line, is especially interesting and 
worth the trip. It has a historic downtown 
and several museums. The Interurban 
Railway Museum honors the Texas 
Electric Railway, a system of  interurban 
streetcars that operated in the Dallas 
area until about sixty years ago. The old 
interurban cars carried commuters from 
Plano to Dallas then, much like DART 
light rail vehicles do today. 

The DART rail system is currently 45 
miles long, and transit managers expect 
the system to expand to twice its current 
length during the next seven years. They 
also expect ridership to double, from the 
current 60,000 to 120,000 rail riders per 
day. The future Green and Orange Lines, 
which will join the presently-existing Red 
and Blue Lines, will expand the system 
to the northwest and southeast. In the 
future it will serve such destinations as the 
region’s two airports (Love Field and DFW), 
Deep Ellum (a nightlife district) and Fair 

Park. Fair Park is a destination in itself. It 
is a great collection of  art deco buildings 
that opened in the 1930s to celebrate the 
centennial of  the Republic of  Texas, and 
it is still host to the Texas State Fair in the 
fall. It is also home to a diverse collection of  
museums. For the next few years, though, it 
will only be accessible by bus.

Dallas is also home to one of  the nation’s 
most unusual rail operations, the McKinney 
Avenue Transit Authority. It began as a 
trolley museum and is now an integral part 
of  the city’s transit scene. Service runs along 
McKinney Avenue in Uptown Dallas every 
half  hour, and most of  the cars that run 
on the line ran in Dallas in the “old days” 
of  streetcar service. The McKinney “M-
Line” connects with DART and provides 
an enjoyable transit experience for visitors 
and residents alike. The McKinney line has 
also been instrumental in the resurgence 
of  Uptown Dallas as a “destination” 
neighborhood.

Fares in Dallas are low. A day pass costs 
only $2.50 (a base fare is $1.25). For $4.50 
you can get a round-trip from Dallas to 

Fort Worth, including rides on DART and 
the “T” in Fort Worth. The McKinney 
Avenue “M-Line” does not charge a fare, 
except for special charter trips.

Dallas is a center for rail advocacy activity, 
too. The Texas Rail Advocates, one of  the 
most active statewide coalitions in the nation, 
is headquartered there. They may be part of  
the reason why Dallas is the pace-setter for 
rail transit in the Lone Star State.

If  you are planning to attend the RUN 
Conference in Dallas in the fall, or if  
you plan to go there any other time, we 
suggest that you take the time to ride the 
rail transit that Dallas has to offer. DART, 
TRE and the McKinney Avenue Line all 
provide interesting and different transit 
experiences. They will also take you to 
some places that are well worth visiting. As 
DART expands its rail system, rail transit 
in Dallas will take you to a greater number 
of  interesting places than are served today.

David Peter Alan is a RUN Board Member and 
Chair of  the Lackawanna Coalition in New 
Jersey.
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each terminal, halving allotted fixed 
costs.

• Higher speed service between 
Miami and Orlando. A second 
project developed for INTS, and 
thus available for implementation by 
any entity, is an incremental higher-
speed diesel-powered service between 
Miami and Orlando. By upgrading 
the CSXT Auburndale and Miami 
Subdivisions between West Palm Beach 
and Auburndale to Class 7 standards, 
and acquiring several sets of  1+6+1 
Surfliners, about 80% of  the ridership of  
the canceled FOX Super speed proposal 
could be achieved, at about one-eighth 
the investment. A running time of  about 
three hours, and an hourly memory 
schedule, would help even further. This 
would have been and still should be a 
public-private venture, and could have 
been used as a model for numerous 
other corridor upgrades. It was proposed 
to serve Miami Airport, Ft. Lauderdale 
Airport, West Palm Beach, Winter 

Haven and Orlando only.
• The cachet of  operating at 100 
mph or more. It has been observed that 
there is tremendous cachet in operations 
at 100 mph or more. Few members of  the 
traveling public are aware that virtually 
every NEC train operates at 125 mph for 
much of  its route, or that Empire service 
and now Keystone trains operate at 110 
mph. In locales where little investment is 
needed to achieve 100-mph operations, 
such as the Surf  Line between San 
Clemente and Delmar, the investment 
should be made. Second, these areas, and 
those which are now so-capable, should 
be the focus of  a marketing campaign 
to add value and perceived value to 
travel, even if  there is no substantive time 
saving. A British Rail highway billboard 
advertisement of  about 20 years ago 
featured a motorist being ticketed by a 
police officer, while behind the highway 
shoulder, a train passed at great speed. 
The text read, “On British Rail, FIRST 
you get a ticket and THEN you go 125 
mph!”

Michael Weinman is president of  PTSI 

NJ Advocates Make Gains

By Paul Bubny

The Lackwanna Coalition, representing 
riders along the Morris & Essex Lines of  New 
Jersey Transit,  made two gains for the riding 
public recently. In one, the Coalition worked 
with NJT Management to revise the schedule 
along the Newark Light Rail line. This gave 
passengers traveling on the line from Broad 
Street Station in Newark, a stop for M&E 
trains, a better shot at making connections on 
Northeast Corrdor and other sounthbound 
trains at Newark Penn Station across town.   

In another,  public notices to NJ Transit board 
meetings now offer more information on 
agenda items, at the Coalition’s urging. “It 
is vitally important that the public be given 
enough notice and information about items 
before the [NJT] board to comment 
intelligently on board issues,” said  David Peter 
Alan, Coalition chair. “It is also vital that the 
board not be allowed to vote on issues until 
they have considered input from the public, 
along with management’s.  I am delighted 
that NJT will give us more information about 
board agenda items than they did in the past.  
This is a major step in the right direction.”

Paul Bubny is public information officer of  the 
Lackawanna Coalition in New Jersey.

Hard Times on the New Haven Line

(Continued from page 1)

As if  lawmakers didn’t do enough damage 
to the railroad by their decades of  
neglect, now they’re falling all over each 
other to embrace mass transit. Senate 
president Don Williams has promoted 
a plan offering free mass transit to all 
senior citizens in Connecticut. In my 
testimony this spring to the legislature’s 
Transportation Committee studying the 
measure, I called it a “feel good” bill 
based on the false premise that there are 
empty seats needing to be filled.

There may be some excess capacity on 
buses, though seniors already get a 50% 
fare cut meaning fares are as low as 50 
cents. So, will a free ride really increase 
ridership? Doubtful. Seniors don’t take 
the bus because they don’t feel safe and it 
doesn’t go where they want, not because 
the fare’s too high. But on the trains, 

where seats are full, I’m predicting some 
ugly scenes as briefcase-toting full-fare 
passengers compete with freeloading 
seniors on their way to a Broadway show.

The line’s 70-plus year-old catenary is 
slowly being replaced, though on April 
25th a wires-down episode (under new 
wire) delayed 80 trains and 30,000 riders. 
Turns out that the cause of  the incident 
was a crack in the pantograph.

On Shore Line East, the state-owned 
line from New Haven to Old Saybrook 
(operated by Amtrak), there are talks 
of  expansion. Service to New London 
once ran but was cut back after Amtrak 
persuaded the state to give up its bridge-
opening slots in return for protecting their 
passengers—even on Acela. But hopes 
for added service, possibly beyond New 
London to Mystic or even to Providence, 
RI, are in the hands of  boaters whose 

political clout has so far limited bridge 
openings.

Back on the main line, parking remains 
problematic with most stations offering 
commuters a four- to five-year wait for 
annual parking permits. Compounding the 
situation, the Connecticut DOT (the only 
DOT in the nation responsible for rail ops!) 
announced that the 20 year old Stamford 
station parking garage will have to be 
demolished and rebuilt in place, a five year 
process that will displace 800 daily users.

My mantra for Metro-North riders in 
Connecticut remains the same:  service is 
going to get worse before it gets any better.

Jim Cameron is Chairman of  the CT Metro-
North /Shore Line East Rail Commuter Council. 
He also writes a bi-weekly newspaper column, 
“Talking Transportation.”

Suggestions to Improve Amtrak Routes



We invite you to become a member of the Rail Usersõ Network, which represents rail passengersõ 
interests in North America.  RUN is based on the successful British model, which has been serving 
passengers since 1948. RUN networks passengers, their advocacy organizations, and their advisory 
councils. RUN is working to help secure an interconnected system of rail services that passengers will 
use with pride. RUN forms a strong, uniþed voice for intercity, regional/commuter, and transit rail 
passenger interests. By joining together, sharing information, best practices, and resources through 
networking, passengers will have a better chance of a vocal and meaningful seat at the decision making 
table.

RUN members enjoy newsletters, international conferences, regional rail forums, and other meetings to 
share information while working to improve and expand rail passenger service.  

Membership is open to passengers, ofþcial advisory councils, advocacy groups, public agencies, tourist 
and convention bureaus, carriers and other proþt-making organizations. 

We hope you will join ñ vital decisions and legislation affecting the North American rail transportation 
system are being made daily. Donõt be left behind at the station!

From the run
board of 

directors 

Please become a member of RUN…

Rail Usersô Network
55 River Road
Steep Falls, ME 
04085 

RUN for Better 
Passenger Rail 
Service is published 
quarterly by the Rail 
Users’ Network, a 
501 (c) (3), nonprofit 
corporation. 

We welcome your 
thoughts and 
comments about our 
newsletter. Please 
write to us: RUN, 55 
River Road, Steep 
Falls, ME 04085

As a grassroots 
organization, we 
depend upon your 
contributions to allow 
us to pursue our 
important work. Please 
donate to help us 
grow.


