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Introduction
On September 12, 2008 Metrolink train 111 collided head on with a Union Pacific (UP) freight train moments after it pulled out of the Chatsworth station, the last Los Angeles County station on the Ventura Line. The accident resulted in the death of 25 persons, of whom 21 lived in Ventura County, and injuries to 135. The Chatsworth accident was the most serious passenger rail accident in over a decade in the United States.
The National Transportation Safety Board (NTSB), which under federal law is responsible for investigating railroad accidents, is investigating this accident. The NTSB through periodic press releases and press conferences has announced preliminary findings that the track infrastructure and the railroad equipment were mechanically sound and the signalization system worked as it was designed to function. News reports have told of eyewitnesses differing with the conclusion pertaining to the signals.
The NTSB has reported that on the day of the accident the Metrolink engineer worked a split shift. He was operating a train from 6:44 am until 8:53 am. During this period of time, the engineer's cell phone received 21 text messages and sent 24 text messages. He was off duty until 2:00. He began operating Metrolink train 111 from 3:03 pm until the time of the accident. During this time period, the engineer's cell phone received 7 text messages and sent 5 text messages.  According to the time on the cell phone provider's records, the last text message received by the engineer's phone before the accident was at 4:21:03 pm, and the last text message sent from the engineer's cell phone was 4:22:01 pm. A preliminary estimate for the time of the accident, according to the Union Pacific train's onboard recorders, is 4:22:23 pm. The NTSB’s investigation will conclude with a report on the various aspects of the accident and a finding of probable cause. 
In the aftermath of the accident, the California Public Utilities Commission (PUC) on September 18, 2008 adopted a temporary order banning the use of cell phones by railroad engineers, brakemen, conductors, or rail transit vehicle operators. On October 1, 2008 the Federal Railroad Administration issues an emergency order banning the use of the cell phones, iPods, or similar devices by railroad employees involved with the operation of equipment.

Purpose of Hearing

This hearing does not seek to determine the causes of the Chatsworth accident.  Moreover, several of the witnesses at today’s hearing, including those from Metrolink, the UP, and Veolia, Metrolink’s service provider, are prohibited by the NTSB from speculating in their testimony on the causes of the accident. The Committee invited the acting administrator of the NTSB to testify but he declined, because the agency has not yet made a finding of probable cause for the accident. He did, however, send a statement for the record discussing NTSB’s efforts to have positive trains control systems to be deployed. His letter is attached to this report. 
The purpose of today’s hearing is to identify what can be learned from the Chatsworth tragedy to enhance passenger and freight railroad safety in the Metrolink service area and throughout California. To this end, the witnesses have been asked to addresses specific aspects of railroad operations and safety. The testimony will allow the committee to consider if there is appropriate state legislative action that would enhance railroad safety. 
Hearing Participants

Several individuals will testify at today’s hearing. United States Senator Dianne Feinstein will provide the committee with a review of recent congressional action on deployment of positive train control and expansion of funding for Amtrak service. A representative of Mayor Villaraigosa will address the policy implications of the Chatsworth accident.
Metrolink

The Committee asked Metrolink to provide an overview of the rail system over which Metrolink service is operated, including the ownership of rights-of-way, a profile of the services operated by the agency, and funding of operating and capital costs, including how the costs are shared among the member agencies. The committee’s work will benefit from an explanation of the role of state and federal funding in improving Metrolink facilities and services. 

The agency has also been asked to explain the relationship between Metrolink and its contractors, especially the contractor that operates the commuter service. Specifically: 
· How does Metrolink hold its contractors accountable for providing services? 

· Are there industry standards or governmental regulations that contractors are obliged to follow? 

· Does Metrolink have its own operating procedures that contractors are required to follow? 

· Does Metrolink have the right to monitor the performance of the contactors’ employees while service is being provided, and does Metrolink have a staff to carry out this function? 

· Does Metrolink employ incentives or penalties to reward contractors? For example, does Metrolink link its service provider contract payments to on-time performance? 

The Committee is also interested in Metrolink’s relationship with the UP and BNSF. Because many activities are shared, including the dispatching of trains, the use of tracks for the provision of service, and the maintenance of right-of-way and the related infrastructure, the committee has asked Metrolink to address the following questions: 
· What is the nature of the relationship between Metrolink and the commercial railroads? 
· Is there a formal process among UP, BNSF, and Metrolink for reviewing common safety concerns?  
· Where does responsibility rest for identifying safety investments on the network of tracks over which Metrolink operates? 
· How do Metrolink and its commercial railroad partners view the evolution of installation enhanced safety technology, such as positive train control? 

The committee would be interested in being informed of the lessons Metrolink has learned from the Chatsworth accident and how it is preparing to implement corrective action. 
Veolia
Veolia is the contractor that Metrolink has retained to operate its commuter trains.  In light of Veolia’s responsibilities, the committee is interested in learning about the overall management of Veolia personnel who operate Metrolink’s service. Specially, the committee has asked: 
· How are locomotive engineers and other train crew members selected, trained and certified? 
· Is there periodic on the job performance reviews of train crews? 
· Are train crews randomly tested for drugs?
· How does Veolia supervise on board train crew members, especially locomotive engineers, to ensure that they are abiding by the work rules and practices promulgated by Veolia, Metrolink, and regulatory agencies? 
· What are Veolia’s rules governing the use of split shifts for locomotive engineers? 
· Are the split shift rules based on documented industry best practices that indicate the optimal time between the end of a shift and the beginning of the next shift so that employees will be alert and not fatigued? 
· Finally, Veolia is an international company that operates passenger rail services elsewhere in the United States and in Europe. Are there useful lessons from your experiences elsewhere that California might consider adopting? 

UP and BNSF

The Committee asked UP and BNSF, two freight rail operators, to testify on the issues associated with developing and deploying positive train control technology. Both railroads have had experience with experimenting with various systems. Of particular concern in the complex railroad operating environment of Southern California is developing a system with interoperability between the two freight railroads, Metrolink, the Coaster commuter service between Oceanside and San Diego, and the Amtrak service the operates primarily between Los Angeles and San Diego. The central issue is when the railroad operators will deploy a uniform, interoperable positive train control system. 

Regulatory Agencies

A representative of the PUC will present a brief overview of the accident and testify regarding the agency’s role railroad safety. The Federal Railroad Administration (FRA) will testify about its efforts to improve railroad safety through the installation of positive train control.
Railroad Unions

Representatives of the Brotherhood of Locomotive Engineers and the United Transportation Union will address issues related to the work environment from the perspective of on-board train personnel. 
Overview of Metrolink 

Metrolink, the brand name of commuter rail service operated by the Southern California Regional Rail Authority (SCRRA), serves six counties: Los Angeles, Orange, Riverside, San Bernardino, San Diego and Ventura. This review includes a discussion of its unusual organizational structure, its service, passenger trends, and program priorities. 
Metrolink is a consortium of five counties
 and two railroad corporations, the Union Pacific (UP) and the Burlington Northern Santa Fe (BNSF). The county agencies that form SCRRA are Los Angeles County Metropolitan Transportation Authority (Metro), the Orange County Transportation Authority (OCTA), the Riverside County Transportation Commission (RCTC), the San Bernardino Associated Governments (SANBAG), and the Ventura County Transportation Commission (VCTC). An eleven-member board representing its member agencies governs SCRRA. The board has three ex-officio members: California Department of Transportation (Caltrans), the Southern California Association of Governments (SCAG), and the San Diego Association of Governments (SANDAG).
In 1990, California voter approved two transportation funding measures, Propositions 108 and 116. Revenues from these measures, in combination with local funds, allowed each of SCRRA’s member counties to acquire railroad right-of-way in their respective jurisdictions. Today, Metrolink operates seven routes over a network of 388 miles of track. Figure 1 is a map of the system and Table 1 provides some basic facts about Metrolink, including budget, equipment inventory, and revenues. 
Table 2 summaries the features of each line. For example, the Ventura County Line route is 66.1 miles in length, 46.8 of the miles are owned by Los Angeles Metro, and the Ventura County Transportation Commission (VCTC) and the UP own the other 19.3 miles of the route. Metro’s ownership extends from Union Station in downtown Los Angeles to the Los Angeles-Ventura county line.  From the county to Moorpark the line is owned by VCTA. From Moorpark to Oxnard, the line is owned by UP. From Oxnard to Montalvo, the line is owned by VCTC.  
Table 3 summarizes the daily ridership between 2005 through 2008 and forecasts daily ridership through 2015. 

All tracks used for Metrolink service are shared with freight trains. In fact, the BNSF tracks used by the Metrolink service from Los Angeles to Riverside/San Bernardino carry some of the highest number of freight trains in the country as it is the railroads mainline serving the ports of Long Beach and Los Angeles. 

Figure 1
Metrolink System Map
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	Table 1

Quick Facts About Metrolink


	
	

	2007-2008 Budget 
	
$145 million

	
	

	Percent of Cost Covered by Operating Revenue
	
56.5%

	
	

	Number of Passengers (2007-08) 

	
12 million

	
	

	Number of Stations
	
55

	
	

	Number of Daily Trains
	
145

	
	

	Number of Route Miles
	
388

	
	

	Number of Locomotives
	
40 with 12 on order

	
	

	Number of Passenger/Cab Cars
	
39 soon to be 57

	
	

	Number of exclusive passengers cars
	
115 soon to be 215

	Source: Metrolink
	


	Table 2
Metrolink Route Miles and Ownership



	Metrolink Line
	Route Miles
	Publicly Owned/Dispatched
	Percent of Route Miles Publicly Owned
	Ownership

	
	
	
	
	

	Ventura 
	66.1
	46.8
	71%
	Metro, VCTC, UPRR

	Antelope Valley
	76.6
	76.6
	100%
	Metro, UPRR

	San Bernardino
	56.5
	56.5
	100%
	Metro, SANBAG

	Riverside
	58.8
	3
	5%
	Metro, UPRR

	Orange County
	87.2
	61.4
	70%
	Metro, BNSF, OCTA, NCTD

	Inland Empire-

Orange County
	100.1
	59.7
	60%
	BNSF, OCTA, NCTD

	91
	61.6
	3
	5%
	Metro, BNSF

	Duplicated Route Miles
	506.9
	307
	61%
	 

	Metrolink System 
	388.5
	216.2
	56%
	 

	Source: Metrolink
	
	
	
	

	Table 3
Actual and Forecasted Daily Ridership by Line 

2005-2015 



	 
	FY 04/05
	FY 05/06
	FY 06/07
	FY 07/08
	FY08/09YTD
	2010
	2015

	 
	 
	 
	 
	 
	 
	 
	 

	 Total Daily Trips
	 
	 
	 
	 
	 
	 
	 

	Ventura County Line  (1)
	4,100 
	4,144 
	4,256 
	4,408 
	4,831 
	4,642
	5,760

	Antelope Valley Line  (1)
	6,685 
	7,115 
	7,380 
	7,358 
	8,075 
	9,603
	16,730

	San Bernardino Line
	10,950 
	11,614 
	11,775 
	12,648 
	13,706 
	13,775
	20,349

	Riverside Line 
	4,456 
	4,270 
	4,672 
	5,059 
	5,448 
	4,921
	10,394

	Orange County Line 
	5,757 
	6,184 
	6,354 
	7,072 
	7,929 
	9,583
	13,066

	Inland-Orange Line 
	3,559 
	4,061 
	4,571 
	4,769 
	5,179 
	5,356
	5,914

	91-Perris Valley Line 
	1,836 
	2,062 
	2,237 
	2,176 
	2,437 
	3,465
	4,922

	System Total
	37,343 
	39,450 
	41,244 
	43,489 
	47,604 
	51,345
	77,136

	Source: Metrolink


Metrolink and Safety
Safety has been a major concern of Metrolink. Because of the geographic extent of the system, Metrolink has 834 grade crossings of which 464 are at-grade. The remaining crossings are separated from vehicular traffic. At some grade crossings a total of approximately 120 freight and passenger trains cross each day. Metrolink has focused on addressing the issues of grade crossings by initiating a sealed corridor program. Fifty-seven crossings along the Ventura and Antelope Valley lines have been targeted for attention. The improvements include construction of separations, installing crossing gates at all four corners of a grade crossing, redesign of the crossings to remove confusion between the tracks and roadway interface, fencing, and other similar improvements. The cost for the first phase of the sealed corridor program of the sealed corridor program that involves 55 crossings on from Union Station to Moorpark on the Ventura County line and Burbank to Sylmar is approximately $120 million. Metrolink has about $28.3 million from federal sources and Proposition 1B, and local sources. To complete the program to Lancaster the cost would be $66 million for 33 additional crossings. Orange County has committed $84 million from its local transportation sales tax to address 52 crossings. In San Bernardino the cost of improving 81 crossings is estimated to $162 million. Aside from some initial engineering funds, this program is essentially unfunded. The sealed corridor improvements are on right-of-way owned by Metrolink’s member agencies, only. 
Another safety improvement initiated by Metrolink, in collaboration with the commuter rail industry and federal agencies, has been the redesign of cab cars and passenger cars. When being pushed by a locomotive, cab cars are passenger cars with an enclosure from which the engineer can operate the train. The new design refers to the installation of a crash energy management system (CEM). The new design includes structural changes to the ends of cars, roofs, sides, and the couplers to absorb energy in the event of a collision. The research associated with the development of the new design concludes that crashworthiness of the equipment is substantially improved. The cost of 117 new cars with the CEM system is $230 million. The cost of development and manufacturing oversight is $55 million. 
Reasons for Train Accidents
Metrolink’s safety program has focused on accidents at non-grade separated crossings. Both the sealed corridor program and the design of the more crashworthy equipment reflect the agency’s concern about grade crossings. Typically, grade crossing accidents occur when motorists grow impatient and drive around crossing gates or become are confused by the design of the crossing intersection. 
Figure 2 depicts grade separation accidents in California for a ten year period. While the trend appears to be downward, there are typically over 150 grade crossing accidents occur annually in the state. 
Figure 2
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Source: PUC 

*Partial data
When grade crossings are removed from the accident data, the principle reason for train accidents is human error, according to data provided the committee by the PUC. In California over a nine year period human error has caused 43 percent of the accidents. Even when there are two persons in the cab of a locomotive, the NTSB names human error as the cause of some accidents. For example, the 2002 accident at Placentia when a BNSF locomotive, with two crew members in the cab, ran a single and collided with a waiting Metrolink train, resulting in the death of two Metrolink passengers. 

Figure 3
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Source: PUC/FRA
� Metrolink serves Oceanside in San Diego County using tracks owned by the North County Transit District. 


� See Collision of Burlington Northern Santa Fe Freight Train with Metrolink Passenger Train Placentia, California April 23, 2002, National Transportation Safety Board.





