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Five major cities in the United States—Boston, New York, Chi-
cago, Philadelphia and San Francisco—have commuter railroad
service. Of these, Boston ranks fourth in the number of commuter
passengers. Boston ranks second however, only to New York in
total route miles of track and suburban service. Boston’s network
of numerous main and branch lines are a leftover from the nine-
teenth cenutry when economic prospects of the region stimulated
railroad over-expansion.

As a result, Boston has almost twice as many miles of line as
Philadelphia but only half as many commuters. Instead of being
concentrated along a few major axes of travel, the Boston com-
muter network spreads out in a diffuse pattern along numerous
corridors. The number of commuters in each corridor has sub-
stantially declined since 1947.

To stem the tide of declining patronage, the Commonwealth of
Massachusetts, since 1958, has been involved in rail service experi-
ments and subsidies. Subsidies began with provision of funds to
forestall closing of New Haven’s Old Colony line to the South
Shore.

Subsequent termination of the Old Colony, in spite of subsidies,
emphasized the need for overall coordination and cooperation in
comprehensive planning by both public and private transportation
agencies. Accordingly, a new State agency, the Mass Transportation
Commission, was formed in 1959. Its purpose was to investigate
and study the relationships of mass transportation facilities to
land use, urban renewal, and the economic needs and opportunities
of the Commonwealth. Particular emphasis was to be placed on
financial, legal, economic, technical and social problems. Findings
of the Commission were based largely on demonstration projects
undertaken in cooperation with transportation agencies of the Met-
ropolitan Region.

Results of the rail experiment were particularly important in pro-
viding a basis for public subsidy for rail commuter service which
otherwise would have been terminated.

When the Massachusetts Bay Transportation Authority was estab-

INTRODUCTION
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lished in 1964, it was assigned the responsibility of administering
the subsidized rail operations. In essence, the following report is
based on four years of Authority experience with subsidized rail
operations. It reflects growing public awareness of the need to
establish a long-range program for suburban commuter service.

This report is submitted at this time as a direct result of Section
7, Chapter 728 of the Act of 1968. This act requires that the
Authority submit to the Advisory Board, on or before January
31, 1969, at least three alternative programs for continuation of
essential public transportation service in areas currently served by
passenger service provided under agreements with railroads.

According to the directive, these programs shall include estimates
of costs of equipment and facilities to be acquired, fares to be
imposed for such service, anticipated revenues, expenses to be in-
curred, and net surplus or net loss resulting from operation. The
programs shall also include recommendations by the Authority
as to whether each area should be served by railroad, rapid transit,
express bus, or other mass transit service. Also, the recommenda-
tions should provide for essential service in the most economical
and efficient manner.

The Boston railroad commuter network consists of 10 lines radi-
ating to distances of 20 to 35 miles in most directions. These
lines are operated by two railroad companies (Boston and Maine
and Penn Central), both of which are under subsidy agreements
with the Authority. Boston and Maine operates six commuter
lines into the Northeast, Northern and Northwest Corridors. The
Penn Central operates three lines in the Southwest Corridor.

The tenth line, to the west, operated by the Penn Central, is not
supported by subsidy agreement.

Plans presented in this summary are based on the following gen-
eral assumptions:

Because electrified rail rapid transit enjoys a favorable revenue
operating cost ratio, long-range commuter programs presented in

SUMMARY OF EXISTING SUBURBAN COMMUTER SERVICE

GENERAL ASSUMPTIONS
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this study place substantial dependence on increasing the Author-
ity’s rapid transit extension capital program.

Construction of approved high-platform rapid transit extension
projects contained in the 1966 Program for Mass Transportation
will be completed prior to 1980.

New car equipment for upgrading the Riverside Line will be avail-
able by mid-1971.

There is danger that significant and potentially valuable segments
of the railroad network may no longer be needed for railroad
transportation purposes. These rights-of-way represent an invalu-
able asset for later use by passenger transportation service either
rapid transit, conventional railroad, express service or arterial high-
way. It is assumed, therefore, that a special fund will be created
by the General Court to acquire these valuable railroad rights-of-
way for future potential public use.

Services provided by various modes of public transportation will be
carefully coordinated and integrated to assure maximum effective-
ness.

Private carriers will provide as much required services as possible
under their existing operating rights. When private carriers indi-
cate, however, that they can no longer operate this service in
a satisfactory manner, the Authority will provide the service.

State aid for operating deficits will be discontinued, unless such
State aid is extended to all modes of public transportation in an
equitable manner.

The community assessment formulas set forth in Chapter 728 of
the Acts of 1968 will be continued.

The Penn Central will continue to provide a limited amount of
non-contract passenger service on both the Boston & Albany and
the New Haven lines and may not be successful in its petitions to
the Interstate Commerce Commission to discontinue service.

A practical and aggressive marketing program will be initiated to
acquaint prospective riders with proposed service and to stimulate
and maintain their acceptance and use of it.

The following description of each plan is accompanied by maps
which illustrate Plan A in 1970, 1973 and 1980; Plan B in 1970,
1973 and 1980; and Plan C in 1970, 1973 and 1980. Each map
series follows the text and tables for the three plans.
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Rail service on the Eastern, New Hampshire and Fitchburg lines
of the Boston and Maine would continue on a long-term basis.

Contract rail service would be available to communitiesbeyond the
Authority’s district on the above lines.

Railroad service on the Reading Line would be shortened to shut-
tle between Reading and the Oak Grove rapid transit terminal,
upon opening of Orange Line to Oak Grove. If proven feasible,
railroad service may be continued as an alternate service into
North Station, even after opening of the rapid transit line.

Marginal lower-productivity rail lines would be eliminated as fol-
lows;

Service on the South Sudbury line to be eliminated and
substitute bus service to be provided. A train shuttle service
between Bedford and Alewife, connecting with the Fitchburg
Division trains, to be inaugurated on a trial basis.

Eighty-six Boston and Maine rail diesel cars would be purchased
by the Authority and rehabilitated to assure a further useful life
of twenty-five years.

Existing railroad stations inside the Authority area to be mod-
ernized; in addition, parking spaces to be increased from 2,617 to
3,527.

Competing parallel bus routes would be eliminated wherever pos-
sible; other bus services would be adjusted to improve railroad
station accessibility.

Plan A provides for upgrading railroad operations to provide rapid-
transit-type service to communities, without making extensive in-
vestments in electrification. The Boston & Maine rail-diesel coaches
are designed for passenger comfort and ease of maintenance. The
major components are easily replaced with relatively simple tools
and component repair time compares favorably with that of the
Authority’s newer rapid transit cars.

Key Points of Plan A

Levels of Service

PLAN A: RAILROAD COMMUTER SERVICE PROGRAM

BASIS OF PLAN A
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This plan assumes early approval by the Authority Board of
Directors of a five percent increase in railroad fares on January 1,
1970. No further fare increase would occur until January 1, 1973,
when fares would be increased another five percent. After 1973,
fares would be increased five percent annually, through 1890. Ex-
press bus fares would be 25 cents plus 3 cents per mile initially,
slightly lower than the rail fares. The bus fares would be in-
creased in the same ratio as the railroad fares. Express bus fares
from Needham to downtown Boston would be the same as the
present twelve-ride commuter rail fare.

Traffic estimates for improved rail service in conjunction with
feeder bus service, eliminating competitive Authority lines, have
been prepared by the Authority staff and consultants. It is esti-
mated that approximately 1,000,000 annual bus passengers will
be diverted to Boston & Maine commuter rail service and that ap-
proximately 110,000 passengers will abandon commuter rail serv-
ice when the first five percent fare increase is implemented in 1970.
Thereafter, passenger riding should stabilize approximately between
five and seven percent in 1971 and five percent in 1972 due to im-
proved levels of service, improved station and parking facilities
and a practical and aggressive marketing program.

Plan A assumes that the Authority will be successful in negotiat-
ing a satisfactory long-term agreement with the Boston and Maine
Railroad. It also assumes the Penn Central will not be willing
to continue present contract services beyond July 31, 1969 on
an “avoidable cost” basis. Plan A also assumes the Authority will
be successful in opposing applications by the Penn Central to dis-
continue specific commuter services on the lines to Framingham,
Sharon and Canton.

This plan assumes the Commonwealth of Massachusetts will act
upon the Authority Advisory Board recommendation that the State

Acquisition of Rights-of-Way

Fare Schedules

Future Traffic

Railroad Negotiations
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acquire essential railroad rights-of-way under a separately funded
program.

Service Management
It is envisioned that the contract with the railroad will permit

the Authority to conduct service planning and development, co-
ordination of service with other modes, marketing and public re-
lations. Railroad management would be responsible for operating
the service and maintaining the equipment and right-of-way.

Plan A provides for the assignment of certain bus routes to re-
sponsible private carriers in their respective operating territor-
ies. If private carriers do not elect to operate such service or
are not capable of providing it in a satisfactory manner, the Auth-
ority would then assume the responsibility.

The elements of Plan A differ substantially by geographic sector.
Each corridor is unique in levels and types of services offered,
potential patronage for each proposal, and scheduling of implemen-
tation. Implications of the Plan are therefore presented through
the following detailed description by corridor.

Within the Authority district, railroad service to the Northeast
corridor (Boston & Maine Eastern Route) would continue essen-
tially as it exists today. Towns outside the Authority’s district
would be given the option of continuing contract service. If the
towns do not choose that option, the service would be terminated
at the Hamilton-Wenham and/or the Manchester stations.

Present Authority bus routes from the North Shore to Haymarket
Square would terminate at the Lynn railroad station. Authority
bus routes serving North Shore communities would be rerouted
and/or rescheduled to coordinate with railroad service at stations
on the line. Private carriers such as the Michaud Bus Lines, Inc.
and Service Bus Lines, Inc. would be requested to make similar
adjustments in their service.

Northeast Corridor North Shore

Stage I: Immediate Program (1969-1972)

DESCRIPTION OF PLAN A BY CORRIDOR
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Stations will be improved through provision of shelters, lighting,
parking and directional and informational signing. Parking spaces
would be increased at stations from 914 to 1,266.

The Blue Line rapid transit service would continue to operate
as at present.

Stage II: Interim Program (1973-1980)
When Interstate 95 is opened to traffic, a new railroad station

could be opened at Pines River with direct highway access to and
from 1-95. A new 2500-car parking lot would be provided at this
new station. The Pines River station is optional in Plan A and,
for purposes of analysis, has not been included in capital costs.

Railroad, feeder bus and rapid transit initiated in Stage I
would be continued and improved as conditions warrant.

Stage III; Long-Range Program (1980 and After)
Blue Line rapid transit service would be extended from the

present Wonderland terminal to Pines River. Convenient transfer
facilities between rapid transit, buses and autos would be available.
Rail service would continue to be operated into North Station.

Integration with the expanded highway network at Pines River
would be essential, including additional parking facilities and ramp
connections to the proposed extension of the East Boston Express-
way and the Revere Beach Connector.

Northern Corridor Reading Sector
Stage I: Immediate Program (1969-1972)

Construction of the rapid transit extension to Oak Grove would
be underway. Railroad service on the Reading route would be
continued as it exists today during construction of the rapid
transit line.

All stations on the existing line north of Oak Grove, would
be modernized and improved by additional parking, lighting, sign-

ing and by constructing shelters for patrons. Stations south of Oak
Grove will be reconstructed as part of the rapid transit program.

Feeder bus routes would be adjusted in certain areas, provid-
ing greater coordination with railroad service.
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Stage II: Interim Program (1973-1980)

Stage II would be initiated when the Oak Grove rapid transit
line is placed In operation. At this time Reading Line railroad
service may be converted to a shuttle service operating between
Reading Center and Oak Grove, serving all existing stations be-
tween those two points. A feasibility study will be undertaken
to determine the economics of continuing Budd car service into
North Station.

Service established during Stage II would be continued without
major change. Minor adjustments to railroad shuttle and feeder
bus service could be accommodated as conditions warrant.

Northern Corridor Winchester Sector

Railroad service to Northern Corridor communities within the
Authority district on the New Hampshire Division of the Boston
& Maine would be substantially unchanged from present contract
service. Towns beyond the Authority district will have the option
of retaining contract service. If these towns elect to discontinue
contract service, the terminus will become Wilmington.

Feeder bus lines will be modified to coordinate with railroad
station locations and proposed service.

Within the Authority district, stations will be upgraded through
provisions of additional shelters, lighting, parking and directional
signing. Parking lots will be enlarged from 520 to 785 spaces.

No additional changes in railroad or feeder bus services are
proposed for Stage 11. In the event of demand for increases in
service, bus and rail services will be modified.

Stage III: Long-Range Program (1980 and After)

Identical to Stage II (1973-1980)

Stage III: Long-Range Program (1980 and After)

Stage II: Interim Program (1973-1980)

Stage I: Immediate Program (1969-1972)
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In the Northwest Corridor, the two lines presently serving Bed-
ford and South Sudbury would be discontinued because of relative-
ly low patronage. South Sudbury service is already competing
for patrons with a private carrier operating a nearby, parallel
bus route. Present Bedford service may possibly be retained if
proved feasible by operation of a shuttle service to an Alewife
Brook transfer point, where patrons would transfer to the trains
on the Fitchburg line.

The present service on the Fitchburg line would be retained
inside the Authority district, with a service contract option for
towns outside the district. If outlying towns do not choose this
option, service on the Fitchburg line would operate between West
Concord and North Station.

Feeder bus lines would be modified to provide connections to
present railroad stations. Private companies would be approached
to make similar adjustments to their service.

Within the Authority district, stations would be modernized
through additional lighting, parking, shelters and directional sign-
ing. Station parking spaces would be increased from 525 to 600.

Service identical to Stage I would be offered in Stage 11.

Service to the Northwest Corridor would be altered in Stage 111
to accommodate changes in service demands.

Construction of the Alewife Brook terminal of the Red Line
rapid transit extension would provide for transfers between rail-
road, rapid transit, buses and automobiles. A large new parking
facility would be provided as part of the rapid transit extension
program.

Southwest Corridor Needham Sector
Stage I: Immediate Program (1969-1972)

Penn Central rail service to Needham Heights would terminate

Northwest Corridor Bedford, Fitchburg and Sudbury Sectors
Stage I: Immediate Program (1969-1972)

State II: Interim Program (1973-1980)

Stage III: Long-Range Program (1980 and After)
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at the end of the present contract period. Express bus service
from Needham Heights, Needham, Needham Junction and Bird’s
Hill via the Massachusetts Turnpike to downtown Boston would
be substituted. This service would remain in operation until the
rapid transit extension is opened to Route 128 in Needham. Ex-
isting feeder bus service to Forest Hills would be augmented to
serve West Roxbury and Roslindale in the vicinity of the present
rail lines.

During this period the rapid transit extension to Route 128 in
Needham will be opened for service. When this new line opens,
express bus service from Needham to downtown Boston would be
discontinued.

Needham, Roslindale and West Roxbury would continue to be
served by the Orange Line rapid transit extension.

Southwest Corridor —ReadviUe Sector

Contract rail service via New Haven Midland Division would
terminate at the end of the contract period. A limited-stop bus
service between Norfolk and Forest Hills would replace the rail
service. Portions of this service may be operated by a private
carrier. Services to Sharon and Canton will not be discontinued
at the end of the contract period, although the Penn Central may
seek permission to abandon commuter service in this corridor.

During this period, the rapid transit extension to Route 128 at
the Canton-Dedham line would be opened. Limited-stop buses in-
stituted in Stage I would be rerouted to the Route 128 rapid
transit terminal.

Stage III: Long-Range Program (1980 and After)

Construction of additional highway capacity in this corridor

State II: Interim Program (1973-1980)

State III: Long-Range Program (1980 and After)

Stage I: Immediate Program (1969-1972)

Stage H: Interim Period (1973-1980)
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would result in enlarging the market territory of the Route 128
rapid transit station. Consequently, limited-stop bus service to the
Route 128 rapid transit station would be discontinued after 1980.

Implementation of Plan A would require capital expenditures for
improvements to stations, for purchase of new rolling stock and for
rehabilitation of rail equipment purchased to operate the ser-
vice as follows:

Acquisition of Boston & Maine Rail-Diesel Cars
Based on a professional appraisal, acquisition of 86 Budd “RDC”

multiple-unit, self-propelled coaches, owned by Boston & Maine,
would cost $5,712,550.00, or an average cost of $66,425.00 per unit.

Chief advantages of acquiring the Budd cars include elimination
of relatively high indirect or fixed costs over which the Authority
has no control.

Rehabilitation of Boston & Maine Rail-Diesel Cars
Since design of the Budd “RDC” fleet, many breakthroughs in

transportation equipment hardware technology have occurred. Plan
A includes provision for modernizing the “RDC” fleet as part of
the Authority’s rail commuter service program. Total cost would
be $1,297,285.00, or about $15,000 per car.

Station and parking facilities on the railroad routes remaining
in operation in Plan A would receive extensive modernization and
improvement. Chief objective of this program would be to estab-
lish an attractive environment and consistent identity for all sub-
urban commuter stations. Parking facilities would be expanded
and existing areas improved. Improved access to stations will be
a major feature of the plan. Attractive modular shelters would be
located at strategic points on station platforms. Informative graph-
ics to aid patrons would be placed at stations and key locations
in the communities. All station accessories would be designed for
ease of maintenance and resistance to exposure.

CAPITAL COSTS: PLAN A

Station Improvement Program
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The total cost of improving railroad commuter stations would
be $1,407,087.00, including $36,105.00 in engineering contingency
costs. Land acquisition costs have not been included but will be
furnished when appraisals are completed. The cost estimates for
improving stations include provision for 910 additional parking
spaces.

In the Southwest Corridor, contract railroad service will be
terminated on August 1, 1969 on the Penn Central Needham and
Midland Branches. Substitute express and limited-stop bus service
will be provided for these lines. To operate this service, eight
city buses for the Norwood to Forest Hills line and 17 suburban
coaches for the Needham to South Station line will be purchased.
Capital outlay for these buses is estimated at $280,000.00 for the
city buses and $765,000.00 for the suburban buses, for a total of
$1,045,000.00. State aid may be available for 50% of the cost of
these vehicles.

Capital costs for operating Plan A from 1970 through 1972 are
indicated in the table which follows. The total cost of the new
buses is included without provision for state aid in initial purchase
of the vehicles, but includes state aid in annual amortization of
the vehicles in the cost of operations.

TABLE A - 2
PLAN A; CAPITAL COSTS 1970 TO 1972

$1,407,087.00Station Improvement Program (�)
(Includes amortization period of 40 years)

Rolling Stock
Purchase (25) new buses $1,045,000.00

(amortizationperiod of 12 years)
Purchase 86 Budd RDC’s 5,712,550.00

(amortizationperiod of 25 years)
Rehabilitate 86 Budd RDC’s 1,297,285.00

(amortization period of 25 years)
$8,054,835.00

$8,054,835.00

Purchase of Buses

Total Capital Costs

TOTAL (*)59,461,922.00
(*) Exclusive of land acquisition costs.
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In estimating the annual operating costs, the following assump-
tions were made:

The META would establish a new division dealing with subur-
ban railroad commuter service. Establishment and administra-
tion of this department is estimated to cost approximately
$130,000 annually.
Plan A bus service to be managed by existing departments
and operated as part of the Authority’s present Suburban
Bus Division.

A marketing program for promotion of commuter services
would be instituted at an estimated initial cost of $60,000.
This is based on one percent of anticipated revenue.

The cost of supplying the services in Plan A have been computed
by using two separate procedures for rail and bus service. Items
included in the annual gross cost of supplying rail service are as
follows:

Annual Average Debt Service Cost on 90% State Aided 25-
Year Life for Budd Cars $46,266.
Annual Average Debt Service Cost on 90% State Aided 40-
Year Life for Station and Parking Program $7,090.
Land Acquisition Costs not Available for the above.
Annual Authority Administrative and Supervisory Costs
$130,000 increased 5% annually.
Annual Marketing Program Cost 1% of Revenue.
Costs have increased 5% annually due to anticipated in-
flationary increase.

Items included in Gross Cost of proposed bus service are the fol-
lowing :

Annual Average Debt Service Cost on 50% State Aided 12-
Year Life for 17 Suburban Coaches $42,075.
Annual Average Debt Service Cost on 50% State Aided 12-
Year Life for 8 Transit Coaches $15,400.
Estimated Annual Massachusetts Turnpike Tolls $23,391.

OPERATING COSTS: PLAN A

Gross Cost of Service
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Costs have been increased 5% annually due to anticipated in-
flationary increase.

Estimated costs of providing both rail and bus services are
shown in Tables A-6, A-7, A-8 and A-9.

Based on the above assumptions, passengers and revenue have
been projected for a ten-year period beginning in 1970. Anticipated
passenger volumes are illustrated on the following table.

DAILY PATRONAGE FORECASTS FOR ALL COMMUTER
SERVICE ON RETAINED BOSTON & MAINE LINES,

1969, 1973 AND 1980

Line Volume
Routes 1969 1973 1980
Eastern 2,852 2,894 3,225
Reading 3,500 3,476 3,764
New Hampshire 2,713 2,848 3,156
Fitchburg 1,260 1,335 1,545

TOTAL 10,325 10,553 11,690

Fare increases have been projected according to the experience
of the Mass Transportation Commission which proved the typical
commuter to be less sensitive to upward or downward changes in
pricing than to fluctuations in frequency of service, overall run-
ning time to Boston and quality and comfort of service.

Estimates of revenue on two new express and limited stop bus
lines are based on Authority passenger projections for 1970. The
following table on Page 26 illustrates the procedures used in esti-
mating revenue for 1970. Increases in revenue have been projected
on a basis of five percent annually to 1979. Bus fares are increased
identically to the pattern established for rail service.

Revenue Projections

TABLE A - 3
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TABLE A - 4

PLAN A: 1970-1979

Estimated Revenue Projections
For Rail Commuter Service

On Retained Boston & Maine Lines

Estimated
Revenue

Estimated
Passengers

Existing Fare 5,353,112 passengers1970

@ ,86c average fare 5,353,112 $4,603,676
5% Fare Increase less 110,000 passengers 110,000 145,000

5,243,112 $4,748,676
Bus Diversions 986,960 passengers

@ .78c average fare 986,960 769,829

$5,518,505ESTIMATED TOTAL REVENUE IN 1970
ESTIMATED TOTAL

PASSENGERS IN 1970
Total

Revenue
$5,518,505
5,907,042

Passengers

6,230,072

Year

1970
(5% increase in)1971

(passengers)
6,202,393(5% increase in)1972

(passengers)
6,512,512(5% fare increase)

(No. loss of pass.)
(5% fare increase)

1973

6,805,5756,839,774 (4.5% increase in)1974

7,077,7986,805,575 (4% increase in)1975 (5% fare increase)

7,360,909(5% fare increase) 6,753,128 (4% increase in)1976

6,715,210 (4% increase in) 7,655,345(5% fare increase)1977

7,961,5586,634,632 (4% increase in)1978 (5% fare increase)

6,571,445 (4% increase in) 8,280,0201979 (5% fare increase)

*5% passenger increase projected for 1971 is combined with an additional
fare increase to reflect an approximate 7% increase revenue.
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Estimated Passengers and Revenue Projections

For Substitute Bus Service For Present
Penn Central Railroad Commuter Service From Needham

12-ride
Passengers Present
Boarding Commuter Daily

Stations Weekday Fare Revenue
Needham Heights 68 .93 5 63.24
Needham 157 .87 136.59
Needham Junction 280 .83 232.40
Bird’s Hill 308 .77 237.16

One-Way Revenue $669.39
x 2

Round Trip Revenue $1,338.78 (dally)
x 250

Annual Mon. - Fri. Revenue $334,695.00 (5-day)

$334,695.00 = 91.63% of (7-day) Gross Revenue
$365,268.00 =Gross Revenue

Estimated Passenger and Revenue Projections
For Substitute Bus Service For Present

From Norwood and Dedham

Passengers
BoardingStations

156Norwood Central
Norwood 62
Islington
Endicott

47
183

One-Way Revenue

Round Trip Revenue

$121,350.00 (5-day)Annual WeekdayRevenue

$121,350 = 91.63% of 7-day Revenue

Estimated Annual Gross (7-day) Revenue - $132,435

* Fares From These Stations Based on Simpson & Curtin
Formula .25c plus .03c per mile.

TABLE A - 5

PLAN A: 1970
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Preparation of the items leading to estimated annual net cost of
service has led to formulation of the following tables. These tables
illustrate 1970 to 1979 Plan A annual net cost of service for: (1)
Boston and Maine rail lines which are retained; (2) limited-stop
and express bus services; and (3) combined rail and bus operations.

TABLE A - 6

PLAN A: 1970 TO 1979

ESTIMATED ANNUAL NET COST OF SERVICE
FOR OPERATION OF COMMUTER SERVICE ON

RETAINED BOSTON & MAINE LINES

Gross Cost Gross RevenueYear Net Cost

NET COST OF SERVICE

1970 $ 7,807,437 $5,518,505 $2,288,932
1971 8,196,013 5,907,042 2,288,971
1972 8,602,798 6,202,393 2,400,405
1973 9,029,752 6,512,512 2,517,240
1974 9,477,883 6,808,575 2,672,308
1975 9,948,250 7,077,798 2,870,452
1976 10,440,963 7,360,909 3,080,054
1977 10,960,189 7,655,345 3,304,844
1978 11,493,663 7,961,558 3,532,105
1979 12,064,138 8,280,020 2,784,118

Service would be operated on Eastern, Reading, New Hampshire and
Fitchburg Routes to all communities presently serviced inside the
Authority area and to those communities outside the Authority area
that would continue to contract for same.

NOTE

Gross cost includes debt service for capital expenditures.
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TABLE A- 7

PLAN A: 1970 TO 1979

ESTIMATED ANNUAL NET COST OF SERVICE
FOR OPERATION OF SUBSTITUTE BUS SERVICE FOR

PRESENT PENN CENTRAL RAILROAD COMMUTER SERVICE
FROM NORWOOD AND NEEDHAM

Limited and Express Bus
Year Gross RevenueGross Cost Net Cost

1970 $ 761,671 $497,703 $263,968
1971 795,710 522,587 273,123
1972 831,451 548,715 282,736
1973 868,979 576,150 292,829
1974 908,384 604,957 303,427
1975 949,759 635,204 314,555
1976 993,203 666,964 326,239
1977 1,038,819 700,311 338,508
1978 1,086,716 735,326 351,390
1979 1,137,008 772,092 364,916

NOTE:' Authority bus service would replace present Penn Central commuter
service on the Midland and Needham Branches from Norwood
Dedham to Forest Hills rapid transit station, and from Needham
Railroad Station to downtown Boston via Route 128 and the Massa-
chusetts Turnpike. The Short Line, Inc. would provide service from
Norfolk and Walpole. The B. & W. Corporation will provide service
from Sudbury, Wayland, and Weston. Both will be to downtown
Boston.
Gross cost includes debt service for capital expenditures.

t
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TABLE A - 8

FLAN A: 1970 TO 1979

ESTIMATED ANNUAL NET COST OF SERVICE
FOR

COMBINED RAILROAD AND BUS OPERATIONS

Net Cost
Passengers Per

Year Forecast Gross Cost* Gross Revenue Net Cost Passenger

1970 6,918,165 $ 8,569,108 $6,106,208 $2,552,900 .37
1971 7,229,668 8,991,723 6,429,629 2,562,094 .35
1972 7,556,746 9,434,249 6,751,108 2,683,141 .36
1973 7,556,746 9,898,731 7,088,662 2,810,069 .37
1974 7,527,867 10,386,267 7,410,532 2,975,735 .40
1975 7,493,668 10,898,009 7,713,002 3,185,007 .43
1976 7,441,221 11,434,165 8,027,873 3,406,293 .46
1977 7,403,303 11,999,008 8,355,656 3,643,352 .49
1978 7,322,725 12,580,379 8,696,884 3,883,495 .53
1979 7,259,538 13,201,146 9,052,112 4,149,034 .57

Includes amortized debt service
(Total 10 year net cost divided by total 10 years passengers equal average

net cost per passenger of 43.2c)

TABLE A - 9

MASSACHUSETTS BAY TRANSPORTATION AUTHORITY

ASSESSMENT DATA RELATIVE TO PLAN A CALENDAR YEAR 1970

Railroad
Cities Note (1) Local Commuter Total
and “Express Bus” Service Subsidy Estimated

Towns Service Note (2) Note (3) Assessment
Arlington $ 1,546. $ 113. $ 25,233. $ 26,892.
Ashland 28. 50. 472. 550.
Bedford 80. 70. 8,490. 8,640.
Belmont 750. 65. 7,762. 8,577.
Beverly 364. 232. 132,985. 133,581.
Boston 31,374. 6,415. 302,501. 340,290.
Braintree 494. 199. 5,519. 6,212.
Brookline 1,866. 234. 16,338. 18,438.
Burlington 158. 83. 14,532. 14,773.
Cambridge 4,729. 497. 53,463. 58,689.
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TABLE A-9 (Continued)

Railroad
Cities ‘‘Express Bus” Local Commuter Total
and Service Service Subsidy Estimated

Towns Note (1) Note (2) Note (3) Assessment
Canton $ 196. $ 82. 5 2,277. ? 2,555.
Chelsea 782. 121. 5,539. 6,442.
Cohasset 83. 37. 996. l’lie!
Concord 332. 80. 89,541. 89,955!
Dan vers 61. 141. 17,879. 18,081.
Dedham 3,155. 3,480. 5.347. 11,982!
Dover 13,744. 18. 359, 14,151.
Duxbury 35. 30. 339. 404.
Everett 899. 139. 9,998. 11,036.
Framingham 704. 286. 4,113. 5,103.
Hamilton 29. 35. 30,793. 30.857.
Hanover 48. 38. 460. 546.
Hingham 208. 99. 2,797. 3,104.
Holbrook 171. 65. 1,634. 1,870.
Hull 88. 45. 1,044. 1,177.
Lexington 394. 178. 18,611. 19,183.
Lincoln 58. 36. 23,338. 23,432.
Lynn

- 515. 606. 38,072. 39,193.
Lynnfield 74. 54. 11,893. 12,021.
Malden 950. 202. 18,618. 19,770.
Manchester 30. 25. 39,754. 39,809.
Marblehead 200. 119. 28,147. 28,466.
Marshfield 288. 43. 835. 1,166.
Maynard 17. 49. 3,415. 3,481.
Medfield 1,144. 39. 556. 1,739.
Medford 1,502. 192. 28,152. 29,846.
Melrose 716. 190. 243,358. 244,264.
Middleton 11. 24. 716. 751.
Millis 31. 28. 295. 354.
Milton 804. 47. 8,476. 9,327.
Nahant 50. 25. 1,492. 1,567.
Natick 467. 185. 3,555. 4,207.
Needham 150,309. 166. 5,400. 155,875.
Newton 2,114. 47. 19,584. 21,745.
Norfolk 240. 22. 169. 431.
North Reading 72. 54. 26,726. 26,852.
NorweU 61. 33. 783. 877. i
Norwood 248. 2,524. 2,568. 5,340.
Peabody 150. 207. 21,772. 22,129.
Pembroke 36. 32. 341. 409.
Quincy 1,818. 561. 16,226. 18,605.
Randolph 590. 121. 3,916. 4,627.
Reading 246. 124. 174,664. 175,034.
Revere 876. 98. 10,380. 11,354.
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TABLE A - 9 (Continued)

Railroad
Cities “Express Bus’’ Local Commuter Total
and Service Service Subsidy Estimated

Towns Note (1) Note (2) Note (3) Assessment
Rockland $ 92. $ 84. $ 881. $ 1,057.
Salem ..._ 120. 252. 64,010. 64,382.
Saugus 249. 133. 6,242. 6,624.
Scituate 139. 72. 1,941. 2,152.
Sharon 169. 65. 1,614. 1,848.
Sherborn 2,009. 12. 149. 2,170.
Somerville 2,549. 299. 28,163. 31,011.
Stoneham 236. 114. 37,852. 38,202.
Sudbury 55. 48. 4,388. 4,491.
Swampscott 127. 85. 37,422. 37,634,
Topsfield 18. 22. 1,394. 1,434.
Wakefield 289. 156. 157,034. 157,479.
Walpole 85. 90. 1,012. 1,187.
Waltham 604. 356. 50,224. 51,184.
Watertown 926. 77. 8,746. 9,749.
Wayland 104. 67. 9,327. 9,498.
Wellesley 1,912. 167. 4,457. 6,536.
Wenham 15. 18. 9,501. 9,534.
Weston 116. 53. 19,623. 19,792.
Westwood 2,628. 1,905. 2,234. 6,767.
Weymouth 670. 309. 7,604. 8,583.
Wilmington 126. 80. 67,322. 67,528.
Winchester 354. 124. 153,320. 153,798.
Winthrop 488. 130. 5,468. 6,086.
Woburn _ 320. 200. 116,781. 117,301.

$2,552,900.$240,365. $23,603. $2,288,932.

Note (1) In our proposed legislation the Express Bus Service would be assessed
similar to the provisions of Chapter 728 of the Acts of 1968 namely;
25% on Federal Census Commuter Count, 75% on a boarding count
excluding Boston with origin residence tabulated.

Note (2) Assessments based on current formulae presently in existence as pro-
vided by Chapter 563, Acts of 1964.

Note (3) Railroad Commuter subsidy based on Chapter 728 of the Acts of 1968
with no State Assistance namely; 25% on Federal Census Commuter,
75% on a boarding count excluding North Station with origin resi-
dence tabulated.
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This Plan eliminates all contract railroad service in the Boston
Metropolitan area. Substitute bus service to downtown Boston
via the Massachusetts Turnpike would be provided for suburban
communities from Bedford on the north to Needham on the south.
Remaining corridors of the region would be served by bus routes
into rapid transit stations, portions of these routes being along
express highways. The long-range program provides for optional
separate right-of-way bus operation between outlying communities
and rapid transit terminals in both the Northwest and Southwest
corridors.

Key Points of Plan B
All contract railroad service would be discontinued.
There would be bus service to most towns within the Authority

district which lose railroad service, operated by either the Authori-
or a private carrier.

Passengers would be collected on selected main streets of the
city or town of origin within the Authority’s district, as well as
at most of existing railroad stations.

Use of non-stop bus operation via expressway either to downtown
Boston or to rapid transit terminals would be maximized.

Pick-up points provided for most riders would be closer to their
residences than possible under other alternatives.

Feeder bus service would be fully coordinated with express bus
service instituted in this program.

An initial fleet of 118 buses would be purchased.
This plan could be implemented immediately upon procurement

of buses.

As part of developing Plan B, the Authority contracted a nation-
ally recognized transportation planning firm to study thoroughly the
present railroad commuter services and recommend a plan for
substitute express bus service.

PLAN B: BUS COMMUTER SERVICE PROGRAM

Plan B in Brief

Basis of Plan B
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The Authority has adopted it as Plan B with the following
modifications:

The proposed express bus service from Stations in Canton and
Sharon would be eliminated since the Penn Central is required
by ICC Regulations to continue its present passenger service
on the former New Haven Main Line and Stoughton Branch.
In the event the Penn Central were successful in obtaining
permission to abandon this service, the express bus service
proposed by the consultant would be implemented.
Bus service proposed by the consultant from stations on the
Midland Branch in Norwood, Westwood and Dedham to down-
town Boston has been rerouted to provide bus service from
these stations to the Authority’s Forest Hills rapid transit
station. This modification provides a more direct route, at
the same time reducing the number of buses coming into
Boston.
Authority policy is to encourage private bus operators to con-
tinue operating in the Authority’s area of responsibility, as
long as they can continue to provide adequate service. The
following private bus operators have expressed willingness to
provide substitute bus service, without Authority assistance,
should railroad commuter service be terminated:

Short Line, Inc. Substitute service from Norfolk and
Walpole.

Boston & Worcester Corporation - Substitute from Sud-
bury, Wayland and Weston.

Michaud Bus Lines - Substitute service from Manchester,
Beverly Farms, Pride’s Crossing and Montserrat.
Basically, these bus services would operate over the
carriers’ existing routes.

The consultant’s requirement for buses has been reduced from
165 to 118. Because they are not now available in the Author-
ity’s fleet, procurement of these buses would be required. The
consultant’s estimated annual debt service cost has also been
adjusted to reflect this reduction in the required number of
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buses. Since these modifications would result in decreasing the
overall number buses and bus miles, the consultants estimated
capital costs and gross cost of operations has also been ad-
justed.

Levels of Service
As stated, express buses would collect patrons in residential areas,

as well as at central collection points (analogous to the former
railroad stations), then operate non-stop over expressways and
arterial routes to terminal points in the Boston CBD. In some
instances, direct connections would be made with Authority rapid
transit for downtown delivery and distribution. In every case,
buses would operate at more frequent intervals than present rail-
road service.

It is estimated, however, that express buses generally would take
5-10 minutes longer than present rail service in reaching Boston
terminal paints. This disadvantage could be offset to a degree by
more frequent service which express buses would provide.

Fares on express bus services would be slightly lower than pres-
ent railroad fares. Commutation fares would be offered to regular
riders, similar to present arrangements on suburban railroads.
Initially, the commutation rates would consist of a 25 cent basic
fare plus 3 cents per mile. A higher rate would be charged for
one-way passengers. Except fares from Needham area which are
based on present twelve-ride railroad commuter fares.

Traffic Projections
It is estimated that initially approximately 60% of present rail

commuters would be attracted to the bus service. Additional riders
would be generated as the public becomes accustomed to the
service, and through diversion of some people from automobiles.

To replace 137 daily rail trips, 460 bus trips daily will be re-
quired, generating 5,450,000 bus route miles annually.

Acquisition of Rights-of-Way
This program assumes that the MBTA Advisory Board recom-

mendation, that the Commonwealth of Massachusetts acquire the

Fare Structure



SENATE —No. 1270. [April38

f

essential railroad rights-of-way under a separately funded pro-
gram, will be followed. This is essential if these rights-of-way are to
be available for future construction of proposed busways and/or
full-scale rapid transit.

Service Management
As mentioned, suburban bus routes are already operated by

private carriers in certain corridors. It is assumed that these
carriers would continue to operate these routes, increasing service
to meet satisfactorily the requirements of this plan. If private
carriers are unable to provide the service, new routes which are
required by the plan would be operated by the Authority.

The proposed bus commuter service program is described below
by development stage in each corridor.

Northeast Corridor (North Shore)

Stage I: Immediate Program (1969-1972)
Railroad service in this corridor could be continued as it exists

today only until the necessary buses could be ordered, delivered
and placed in service.

When these buses became available, express service would be
initiated from existing railroad stations in Lynn, Swampscott,
Salem, Beverly, Hamilton and Manchester to Haymarket Square
in Boston. Service would be as frequent as that presently provided
by railroad.

As soon as the additional Blue Line rapid transit cars are placed
in service, as recommended in the Program for Mass Transpor-
tation all bus lines would terminate at Wonderland rather than
Haymarket Square.

Stage II: Interim Program (1973-1979)
Coinciding with Interstate 95 opening to traffic, the Blue Line

rapid transit would be extended from Wonderland to Pines River.
A new rapid transit terminal would be opened with access pro-
vided from State Route 107, Interstate 95 and the proposed Revere

DESCRIPTION OF PLAN B BY CORRIDOR
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Beach Connector. A total of 2500 new parking spaces would be
provided at the Pines River rapid transit station. At this time
some express bus routes from the north would be diverted to 1-95
and all sburban bus routes would terminate at Pines River rather
than Wonderland.

Bus service established during Stage II would be continued. In
addition, it is assumed that the Blue Line would be connected to
the Riverside Line, providing through service from Pines River
into Back Bay and beyond.

Construction of the rapid transit extension to Oak Grove would
be underway. Two new express bus routes would be provided as
substitute to rail service from Reading, Wakefield and Melrose.
Express bus service from Reading and Wakefield would operate
to Sullivan Square rapid transit station where passengers would
transfer to rapid transit into downtown Boston. Similarly, express
bus service from Greenwood, Melrose Highlands, Melrose, and
Wyoming would operate to the rapid transit station at Everett,
where passengers would transfer.

Local bus service would be adjusted to coordinate with express
bus operations throughout the corridor.

Stage II would be initiated at the time that the rapid transit
extension to Oak Grove is placed in operation. Limited-stop bus
service from Greenwood, Melrose Highlands, Melrose and Wyoming
would operate to the rapid transit terminus at Oak Grove. Express
bus service from Reading and Wakefield would continue to operate
to Sullivan Square.

No changes from Stage II are envisioned except for minor ad-
justments in bus routings and/or service.

Stage III; Long-Range Program (1980 and After)

Northern Corridor - Reading Sector
Stage I: ImmediateProgram (1969-1972)

Stage II: Interim Program (1973-1980)

Stage III: Long-Range Program (1980 and After)
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Northern Corridor - Winchester Sector

Express bus services would replace rail service from Wilming-
ton, Woburn, Winchester and Medford. These services would
operate to Sullivan Square rapid transit station. All service would
be limited-stop in local areas, then express via 1-93 to Sullivan
Square.

Local bus lines would be adjusted to coordinate with the new
service.

Additional equipment and service would be provided on the
Orange Line rapid transit to accommodate the increased number
of riders, as proposed in the Program for Mass Transportation.

No changes are anticipated beyond such minor adjustments in
routings and service which may be required.
Stage III: Long-Range Program (1980 and After)

Identical to Stage I and 11.

Northwest Corridor

Elimination of contract railroad service in the Northwest
Corridor would affect many communities, on both sides of Route
128. Service for all communities beyond Route 128 and including
portions of Lexington, would be operated as limited-stop service
via Route 128 and the Massachusetts Turnpike to downtown
Boston. Bus service from Waltham would be operated as a limited-
stop service on local streets and express service via the Turnpike
to downtown Boston.

Express and limited stop bus service to downtown Boston would
be maintained as established in Stage I. Certain increases or
decreases in bus mileage may occur, depending upon the develop-
ment of popular support for such service.

Stage I: Immediate Program (1969-1972)

Stage II: Interim Program (1973-1980)

Stage I; Immediate Program (1969-1972)

Stage II: Interim Program (1973-1980)
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By 1980, optional busways could be opened on the rights-of-way
of the Boston & Maine Bedford and Fitchburg lines, between
Alewife Brook Parkway and Route 128. Buses operating on these
two busways would terminate at the rapid transit station of the
proposed Harvard-Alewife rapid transit extension. Bus passengers
to downtown Boston would transfer at the Alewife Brook station.
If these new busways to rapid transit are opened, express and
limited-stop bus service via Route 128 and the Massachusetts Turn-
pike would be discontinued.

Southwest Coiridor - Needham Sector

Railroad commuter service to Needham Heights on the Penn
Central is scheduled to be terminated at the end of the present
contract period. When this service is abandoned, express bus
service from Needham, Needham Heights, Needham Junction and
Bird’s Hill via the Massachusetts Turnpike to downtown Boston
will be instituted. Existing feeder bus service to Forest Hills will
be augmented to serve West Roxbury and Roslindale in the vi-
cinity of the present rail lines.

During this period an optional busway could be opened between
Needham Junction and Forest Hills on the right-of-way of the Penn
Central Needham Branch. Express bus service from Needham
Junction, Needham Heights and Bird’s Hill could be rerouted to the
new busway. This service could provide a transfer from bus to
rapid transit at Forest Hills.

Bus service in the Needham Sector of the Southwest Corridor
would remain substantially unchanged from Stage 11, depending
on the optional busway development. Minor medications may be
required in feeder bus routings and service levels.

Stage I. Immediate Program (1969-1972)

Stage II: Interim Program (1973-1980)

Stage III: Long-Range Program (1980 and After)

Stage III: Long-Range Program (1980 and After)
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Southwest Corridor ReadviUe Sector
Stage I: Immediate Program (1969-1972)

Railroad commuter service on the Penn Central Midland Branch
is scheduled to terminate at the end of the current period. To
replace this rail service, a limited-stop bus service will be instituted
to operate between Norfolk and Forest Hills. Portions of this
service may be operated by a private carrier. Penn Central service
to Sharon and Canton will not be discontinued at the end of the
current contract period, although the railroad undoubtedly will
continue seeking permission to abandon commuter service in this
corridor.

Stage II: Interim Period (1973-1980)
During this period the Orange Line’s Southwest rapid transit

extension will be opened to Readville. An optional busway could
be constructed between Readville and Norwood Central, on the
rightof-way of the Penn Central Midland Branch. Limited-stop
bus service from Norwood will be rerouted to Readville via this
busway.

Stage III; Long-Range Program (1980 and After)
Based on traffic demand and operating experience, the optional

busway could be extended further along the Midland Branch to
Norfolk. An alternative routing for buses from Norwood and
Walpole would be Route 1-95 to the Route 128 rapid transit
terminal of the Orange Line which is expected to be opened by
1980.

Capital requirements associated with Plan B are major and fall
into three categories; more buses, additional maintenance facilities
and, possibly, busway conversion of rail right-of-way.

Purchase of Buses
The overall plan for express bus service in place of present

commuter train operations, would require a fleet of 118 new buses,
including spares. Of these, 83 would be large suburban coaches

CAPITAL COSTS: PLAN B
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costing $40,400 each, the remaining 35 would be large city buses
costing $34,300 a piece. The total outlay for this equipment
would amount to $4,553,700.

The suburban coach is a style of vehicle that has evolved to
meet the needs of operators throughout the country in providing
medium distance transportation. While the Authority presently
does not own any such coaches, a number of Boston-area private
carriers use such vehicles. The suburban coach uses the same
basic body as the latest transit coaches, but has a single entrance
and exit door. The standee window strip of the transit coaches
are omitted; luggage racks are provided in that location on either
side of the interior. Seats are fully upholstered with high backs,
head rests and arm rests.

The seats are located on raised platforms on either side of the
central aisle. Underneath these platforms is additional lug-
gage space accessible from the exterior of the coach. Suburban
buses are almost always fitted with manual transmission and air
conditioning.

It might be noted that one-way running times on the proposed
express bus routes range from 20 to 45 minutes, and that a con-
siderable portion of the mileage on each express line is over lim-
ited-access, high-speed highways. The suburban coach is specifical-
ly designed to meet these needs, providing efficient and economical
operation, and a high degree of passenger comfort. While certain
points of design of currently available models may not be com-
pletely satisfactory, the suburban coach is the most suitable vehicle
for the proposed express service, and it is therefore recommended
that 83 be purchased to implement this plan.

Since existing garage and yard facilities are functioning at near-
capacity, additional capacity would be required. The equivalent of
one new operating garage for 118 buses would be needed at a cost
of $1.5-$2 million. Since proposed Plan B express routes would
be located in various parts of the metropolitan area, regardless of
where a new facility is located, a considerable 'amount of shifting

Description of Suburban Coaches.

New Maintenance Facilities
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in present route assignments at existing garages would be neces-
sary to minimize dead mileage. Any new garage should be near
an expressway to expedite pull-out and pull-in time.

Evaluation of the proposed express bus system shows that not
only must the routes be reasonably direct to be attractive, but in
addition grade-separated roadways with adequate capacity must be
available to permit high-speed performance. Where grade-sepa-
rated facilities are useable only with circuitous routing or where
such facilities are heavily congested, the increased running times
tend to make express buses less effective in satisfying transpor-
tation needs.

Consideration has been given, therefore, to the option of de-
veloping busways on existing rail rights-of-way. These could be
particularly effective in these transitional locations between high-
density areas where rapid transit lines are planned and lower
density outer areas (generally those beyond Route 128) where
bus lines will serve as collectors on existing streets. Wherever
private busways will provide more attractive routing to the Central
Business District, modifications in the express bus system are sug-
gested to take full advantage of such facilities. Further study is
necessary before feasibility can be determined and accurate esti-
mates of required capital expenditures developed.

Capital costs are of two categories, excluding cost of acquiring
railroad rights-of-way.

Equipment
118 Additional Buses $4,533,700

Maintenance Facilities

Construction of the equivalent of one new garage $1,750,000 ,

Total $6,283,700

These figures do not include construction cost for express bus-
ways to replace the rail lines as previously discussed. If this sup-
plement to Plan B were added, substantial additional capital ex-

Total Capital Costs

TABLE B -1
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penditure would be involved. If Plan B is adopted, busways would
be more thoroughly examined.

The foregoing figures represent capital costs for the bus-substi-
tute system. If requests for similar service from other suburban
communities are honored, the required number of coaches and
garage facilities may be as much as doubled, involving an additional
capital expenditure of approximately $8 million.

A total of 5,450,000 miles annually are involved if Plan B
service is operated as outlined in this discussion. If, instead of
terminating Reading and New Hampshire lines service at rapid
transit stations, these express routes are continued into Park
Square, an additional 549,000 miles annually would be involved.
For purposes of this report, operation into Park Square is excluded.
Annual operating costs, therefore, would aggregate $6,844,939 in-
itially.

An analysis has been made of how much passenger riding from
each station of the nine railroad lines would transfer to express bus
operations. This analysis was based on differences in running time,
trip frequency and reduced fares. In the aggregate, it is expected
that 61% of present rail commuters would be attracted to the
express bus service. A summary of projected patronage under
Plan B from each rail line, together with revenue estimated at
the recommended fare structure is shown in tabular form at the
end of this discussion. These figures do not take into account
traffic diverted from automobiles or additional growth; such pro-
jections are beyond the scope of this study. However, it would
be unreasonable not to project some added volume from existing
or projected facilities other than present rail service.

Annualized traffic passenger revenue under proposed Plan B
would be approximately $2,993,435.00. A reasonable allowance for
diversion from automobiles and some expansion may raise this
revenue projection to the vicinity of $4 million per year.

Under Plan B utilizing expressways, without busway operations,
would require 118 new coaches to operate the proposed Plan B
express bus service.

OPERATING COSTS: PLAN B
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Gross costs of service have been increased 5% annually to allow
for inflation. The revenue over the ten-year period is based on an
annual fare increase of 5% with no anticipated loss of passengers.

Complete substitution of express buses for present rail commuter
service would provide a flexible, single-vehicle service to all sub-
urban communities from downtown Boston, not just those served
by the commuter railroad lines. On the other hand, operation
would involve substantial annual deficits— in the vicinity of $3
to $5 million per year. Another cost consideration would be capital
expenditures for the optional busways and for additional buses
to serve communities not included in the bus replacement plan.

ANNUAL NET COST OF SERVICE
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TABLE B - 2

PLAN B

ANNUAL NET COST OF SERVICE - 1970 - 1979

Year * Gross Cost (1) Gross Revenue (2) Net Cost

1970 $ 6,844,939 $2,993,435 $3,851,504
1971 7,158,314 3,143,107 4,015.207
1972 7,487,358 3,300,262 4,187,096
1973 7,832,854 3,465,275 4,367,579
1974 8,195,625 3,638,539 4,557,086
1975 8,576,534 3,820,466 4,756,068
1976 8,976,489 4,011,489 4,965,000
1977 9,396,442 4,212,063 5,184,379
1978 9,837,392 4,422,666 5,414,726
1979 -

10,300,390 4,643,799 5,656,591

(1) Bus service would be operated by the Authority as outlined in the
Simpson & Curtin report with the following exceptions:
a. Bus service from Norfolk and Walpole would be operated by Short

Lines, Inc.
Bus service from Sudbury-Wayland and Weston would be operated

by B & W Corp.
Bus service from Manchester-Beverly Farms-Prides and Monseratt

would be operatedby Michaud Bus Lines.
All of above to Downtown Boston.

b. Bus service from Sharon and Canton is eliminated as Penn Central
Railroad commuter service must still be continued under I.C.C.
Regulations.

c. Authority bus schedules have been substituted for Simpson & Cur-
tin schedules from Norwood and Dedham. Authority service will be
routed into Forest Hills rapid transit station.

d. Simpson & Curtin annual debt service cost has been adjusted to re-
flect 47 less buses and new annual debt service cost has been in-
cluded in gross cost.

e. Simpson & Curtin gross cost has been revised to reflect a, b, c, d
above.

f. Gross cost has been increased 5% annually due to anticipated infla-
tion.

(2) Revenues have been adjusted to reflect reduction and elimination of
sendee as outlined in Note (1) and adjusted revenue has been increased
5% annually based on annual 5 % fare increases with no loss of passen-
gers as outlined in Simpson & Curtin report.

(3) Included in the Net Cost is $280,000. for Average Annual Debt Sendee
charge for capital investments for facilities at South Station and Hay-
market which may not be necessary under certain options. * Includes
Debt Service charges for buses and garage facilities.

NOTES:
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TABLE B- 3

MASSACHUSETTS BAY TRANSPORTATION AUTHORITY
ASSESSMENT DATA RELATIVE TO PLAN B —CALENDAR YEAR 1970

Cities “Express Bus" Local Total
and Service Service Estimated

Towns Noted) Note (2) Assessment
Arlington $..... $ 14,721. $ 9,536. $ 24,257.
Ashland 313. 1,518. 1,831.
Bedford 11,542. 2,141. 13,683.
Belmont 8,342. 5,532. 13,874.
Beverly 124,890. 11,961. 136,851.
Boston 319,282. 420,911. 740,193.
Braintree 5,487. 6,064. 11,551.
Brookline 17,161. 19,783. 36,944.
Burlington 1,761. 2,508. 4,269.
Cambridge 47,651. 42,086. 89,737.
Canton 2,180. 2,493. 4,673.
Chelsea 6,227. 10,213. 16,440.
Cohasset 927. 1,140. 2,067.
Concord 176,667. 2,443. 179,110.
Danvers 683. 4,280. 4,963.
Dedham 5,525. 7,985. 13,510.
Dover 419. 555. 974.
Duxbury 394. 923. 1,317.
Everett 9,998. 12,740. 22,738.
Framingham 2,898. 8,690. 11,588.
Hamilton 38,758. 1,071. 39,829.
Hanover 537. 1,156. 1,693.
Hingham 2,312. 3,001. 5,313.
Holbrook 1,905. 1,972. 3,877.
Hull 981. 1,377. 2,358.
Lexington 29,124. 5,405. 34,529.
Lincoln 63,819. 1,095. 64,914.
Lynn 5,728. 121,803. 127,531.
Lynnfield 820. 1,639. 2,459.
Malden 10,562. 18,334. 28,896.
Manchester 61,609. 767. 62,376.
Marblehead 2,218. 3,615. 5,833,
Marshfield 736. 1,317. 2,053.
Maynard 186. 1,502. 1,688.
Medfleld 411. 1,175. 1,586.
Medford 16,701. 34,100. 50,801. *

Melrose 5,497. 7,894. 13,391.
Middleton 123. 726. 849.
Millis 344. 854. 1,198.
Milton 8,938. 3,928. 12,866.
Na'hant 553. 773. 1,326.
Natick 2,724. 5,627. 8,351.
Needham 363,384. 5,034. 368,418.
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TABLE B - 3 Continued
MASSACHUSETTS BAY TRANSPORTATION AUTHORITY

ASSESSMENT DATA RELATIVE TO PLAN B—CALENDAR YEAR 1970
Cities “Express Bus” Local Total
and Service Service Estimated

Towns Noted) Note (2J Assessment
Newton $ 18,573. $ 4,008. $ 22,581.
Norfolk 196. 678. 874.
North Reading 797. 1,626. 2,423.
Norwell .. 674. 1,016. 1,690.
Norwood 2,757. 7,223. 9,980.
Peabody 1,666. 6,285. 7,951.
Pembroke 397. 960. 1,357.
Quincy 17,741. 17,060. 34,801.
Randolph 4,092. 3,689. 7,781.
Reading 407,296. 3,908. 411,204.
Revere 9,735. 102,618. 112,353.
Rockland 1,027. 2,560. 3,587.
Salem 1,334. 68,797. 70,131.
Saugus 2,771. 4,033. 6,804.
Scituate 1,551. 2,189. 3,740.
Sharon 1,882. 1,965. 3,847.
Sherborn 174. 353. 527.
Somerville 28,343. 33,125. 61,468.
Stoneham 2,621. 3,478. 6,099.
Sudbury 608. 1,454. 2,062.
Swampscott 1,409. 34,623. 36,032.
Topsfield 202. 654. 856.
Wakefield 355,256. 5,309. 360,565.
Walpole 943. 2,746. 3,689.
Waltham 43,452. 10,815. 54,267.
Watertown 7,830. 6,540. 14,370.
Wayland 1,152. 2,038. 3,190.
Wellesley 4,010. 5,088. 9,098.
Wenham 165. 546. 711.
Weston 33,643. 1,612. 35,255.
Westwood 2,131. 3,859. 5,990.
Weymouth 7,446. 9,403. 16,849.
Wilmington 131,943. 2,435. 134,378.
Winchester 3,941, 18,300. 22,241.
Winthrop 5,427. 3,963. 9,390.
Woburn 191,953. 8,705. 200,658.

$2,670,176. $1,181,328. $3,851,504.

Note (1) In our proposed legislation, the “Express Bus” Service would be as-
sessed similar to the provisions of Chapter 728 of the Acts of 1968,
namely, 25% on Federal Census Commuter Count, 75% on a board-
ing count excluding Boston with origin residence tabulated.

Note (2) Assessments based on current formulae presently in existence as pro-
vided by Chapter 563, Acts of 1964.



SENATE —No. 1270. [April50

I

'-lA Mill i Ki—WWn

I
;;I-|

Wfi\ COH^^— _J\. l/ J / " HjniiwjMinwDi mhhud

»* \ -^*/
\ )fv.» BamirjJ J-\/ ///#' V IJTITI»S HWIKO lUHMMIL \ 'J \ V A ( V \AK In /UJ Cfiiwui coitmci imvikih J\ V MS-!;, —■ as® arjßs,

i \ I >A, \|) , ,//”’“ sss’^bb’““•“
/ ALEWIFE -■ Z' v '^' a,,

••*••«mio tMion men awtiwcm
I Sjyyp X__\ ___..

(limn imn cm ■ ru

«■■ M H WMW MM I
PLAN B 1970



SENATE —No. 1270.1969.] 51

'-HAVERHILL HEWBURYPORT-M

i\, i^^ra^3L>^^-4ai6^t-\x\^l"clmil l J/l' i’.'S'li, ■“■ ii
• \ \| \ L*C__JW'\ ) f \,.„ L„„r J /V/ /l/X’ r> existing passenger railroad ’cjI \ | \ -'•K Tv x I \ «AK BROVEjB ,—-~/yL / optional contract service r
V—-4 ft. 'v B 1 1 I- ' SHAIDEm/ RIVEftO\ —~ existing rr. operated

I l I \ fT / I /y/ #iSf' ■>' WITHOUT MBIA SUPPORT

i \

f
''

IV~ tl SERVICE 6 f»UNSIW|fR RAIU
*
O*O

/ ~,,,RAPD ,RANS' I u*,otl* coNsTl*ucTra,, I*
mmm BUS ON EXPRESS HIGHWAY

PLAN B 1973



SENATE —No. 1270. [April52



1969.] SENATE —No. 1270. 53

Plan C provides for long-term retention of commuter railroad
service in the Boston & Maine area to stations at Route 128 and
substitution of bus service for the Penn Central Lines currently
subsidized by the Authority it is assumed. Commuter services
would continue on the Boston & Albany line of the Penn Central
as presently constituted. Private right-of-way bus operation to
rapid transit and railroad stations is proposed for both the North-
west and Southwest Corridors.

Boston & Maine railroad commuter service would be retained on
selected portions of the Eastern, Reading, New Hampshire and
Fitchburg lines, and large parking lots would be constructed where
these lines intersect major highways.

Specifically:

Eastern and Fitchburg lines would have long-term continuation
of railroad commuter service between North Station and large
parking lots at Route 128.
Railroad service to Woburn would be retained.
Reading Line would be converted to railroad shuttle service
between major parking lots at Route 128 in Wakefield and
1-93 in Wilmington and the Oak Grove rapid transit terminal.

Contract railroad service on all other lines would be terminated
and substitute bus service provided.

Retained railroad stations and parking lots within Route 128
would be modernized and expanded.

A total of 86 Boston & Maine rail-diesel cars, would be pur-
chased and rehabilitated to extend their useful life another twenty-
five years.

Railroad services would be operated as frequent headway, high-
quality diesel rapid transit lines to fully exploit the potential of
this mode.

Where rail services are replaced by bus lines, these lines would

PLAN C: COMPOSITE COMMUTER SERVICE PROGRAM

Plan C in Brief

Key Points of Plan C
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#

ultimately feed rapid transit and rail stations, rather than opera-
ting into the Boston Business District.

Feasibility of constructing busways on the right-of-way of the
Bedford line between Route 128 and Alewife Brook Parkway and
on the right-of-way of the Penn Central Franklin Branch from
the Readville rapid transit station to Norwood Central would be
determined.

Continuation of some railroad service and construction of bus-
ways may enable the rapid transit extension program to be reduced
in scope and cost.

Plan C provides for upgrading railroad operations to provide
rapidAransit-type service to communities without making extensive
investments in electrification. The advantages of rail-diesel coaches
have been stressed in Plan A. The same advantages would accrue
to Plan C.

Same as Plan A, for existing stations.

Traffic estimates for improved rail service, express and limited
bus service have been prepared by consultants to the Authority.
For rail service, it is estimated that 110,000 annual passengers will
abandon rail commuting when the first five percent fare increase
is instituted in 1970. Thereafter, passenger riding would increase
because of improved levels of service and an extensive continuing
marketing program. A five percent increase in passengers is fore-
cast for 1971 and an additional five percent increment is foreseen
for 1972. In 1973, a five percent fare increase would be instituted
when eleven new stations, particularly those at Route 128, are
opened for use.

The new patronage would be composed of trips diverted from
other modes of transportation, specifically from automobile and

Basis for Plan C

Levels of Service

Fare Schedule

Traffic
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private carrier bus operations. It is estimated by consultants to the
Authority approximately 9,000 additional daily riders would be
generated by the new stations opening, access improvements, and
being diverted from other modes. In subsequent years, with annual
fare increases, it is assumed that riding will decrease slightly each
year.

Railroad Negotiations
As in Plan A, Plan C assumes that the Authority will be suc-

cessful in negotiating a satisfactory long-term agreement with the
Boston & Maine Railroad, and that the Penn Central will not be
willing to continue its present contract services beyond July 31,
1969 on an “avoidable cost” basis. It also assumes that satisfac-
tory arrangements can be made with the railroads with respect
to freight service to permit the conversion of certain rights-of-
way to busways, if necessary.

Plan C also assumes that the Authority will be successful in
opposing appliations by the Penn Central to discontinue commuter
services on the Boston & Albany line to Framingham and on the
main line to Sharon and branch to Canton.

Acquisition of Rights-of-Way
Same as Plan A.

Service Management
Same as Plan A.

The elements of Plan C differ substantially by geographic sec-
tor. Each corridor is unique in the levels and types of services
which are offered, the potential patronage for each proposal and
the phasing of implementation. The implications of the Plan are
therefore represented through the following detailed description of
proposed services by corridor.

DESCRIPTION OF PLAN C BY CORRIDOR
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Northeast Corridor North Shore
Stage I: Immediate Program (1969-1972)
Same as Plan A.

When Interstate 95 is opened to traffic, a new railroad station
would be opened at Pines River with direct highway access to
1-95. A new parking lot for 2500 automobiles would be provided
at the new Pines River station. Bus service from North Shore
communities would be rescheduled to terminate at the new railroad
station or at the Blue Line rapid transit terminal at Wonderland
Station in Revere.

The feasibility of opening a station in Chelsea at the intersec-
tion of 1-95 (the Mystic River Bridge approaches) will be deter-
mined. Parking spaces would be provided for 400 cars.

A new station would be constructed at Route 128 in Beverly.
Parking spaces would be provided to accommodate 1500 automo-
biles. Because of the ease of the accessibility to the Route 128
communities via Routes 1A and 128, no feeder bus service would
be provided to link those communities to the new station, and
railroad service north of Route 128 and on the Manchester, Rock-
port Branch would be discontinued.

No major changes in railroad or feeder bus service are project-
ed for this period. Minor modifications in railroad service and
routings and frequency of buses would be made as conditions
warrant.

Northern Corridor Reading Sector
Stage I: Immediate Program (1969-1972)
Same as Plan A.

Stage II would be initiated at the time the rapid transit line to
Oak Grove is placed in operation. At that time the Reading Line
railroad service could be converted to a shuttle service operating

Stage II: Interim Program (1973-1980)

Stage II: Interim Program (1973-1980)

Stage III: Long-Range Program (1980 and After)
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between Reading Center and the Oak Grove terminal, serving all
existing stations between those two points. Rail commuter service
may be continued to North Station as a dual service if proven
feasible from both an economical and engineering point of view.

A new railroad station would be constructed in Wakefield at
Route 128 and in Wilmington at the intersection of Routes 1-93
and 129. Parking facilities totaling 1500 spaces will be provided
at the new station in Wakefield, and 1000 spaces will be provided
at the new station in Wilmington.

Feeder bus and rapid transit service will be continued as estab-
lished in previous stages. No bus feeder service is projected to be
operated to the new Route 128 and 1-93 railroad station.
Stage III; Long-Range Program (1980 and After)

Beyond 1980, no change in service is projected except for ap-
propriate minor adjustments in railroad commuter and feeder bus
levels of service.

Northern Corridor Winchester Sector

Stage I: Immediate Program (1969-1972)
Same as Plan A.

A new railroad station at Ball Square in Somerville will be
added to intersect the existing network of bus service from West
Somerville and Medford. Railroad service on the Boston & Maine
New Hampshire Line to Wilmington and all towns outside the
Authority area will be discontinued and the service would termi-
nate at Woburn Center. Feeder bus lines will be modified accord-
ingly.

During Stage 111 a new railroad station will be constructed at
Route 128 in Woburn if passenger volumes warrant, without ad-
versely affecting the economics of the service on the Reading Line.
A total of 1500 parking spaces will be provided at the new sta-
tion. Commuter service between Route 128 station and North
Station would be instituted when the construction of the new
railroad station is completed.

Stage II: Interim Program (1973-1980)

Stage III; Long-Range Program (1980 and After)
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Northwest Corridor
Stage I: Immediate Program (1969-1972)
Same as Plan A.

Stage II: Interim Program (1973-1980)
New railroad stations will be constructed at Route 128 in Walth-

am, Waverly Square, and Belmont Center in Belmont, and Ale-
wife Brook Parkway and Porter Square in Cambridge. Feasibility
of constructing a busway between the railroad station at Alewife
Brook Parkway and Route 128 on the Bedford Branch will be de-
termined. If this project is proven feasible, feeder bus service in
Lexington, Bedford and Arlington would be modified to maximize
use of the busway following its construction. Present railroad
service would terminate at new Station 128 and present railroad
passengers from Concern and Lincoln would drive to this station
for railroad service.

Stage III: Long-Range Program (1980 and After)
Same as Stage 11.

Southwest Corridor Needham Sector
Stage I: Immediate Program (1969-1972)
Same as Plan A.

During this period the Orange Line rapid transit extension to
Route 128 in Needham should be opened for service. When this
new line begins operating, the express bus service between Need-
ham and Downtown Boston will be discontinued.

Needham, Roslindale and West Roxbury would continue to be
served by the Orange Line rapid transit extension

Southwest Corridor —Readville Sector

Stage I: Immediate Program (1969-1972)
Same as Plan A.

Stage III: Long-Range Program (1980 and After)

Stage II; Interim Program (1973-1980)



SENATE —No. 1270.1969.] 59

Stage II: Interim Period (1973-1980)
Same as Plan A.

Stage III: Long-Range Program (1980 and After)
Same as Plan A.

Implementation of Plan C would require capital expenditures
for improvements to stations, purchase of new rolling stock and
rehabilitation of rail equipment purchased to operate the projected
service.

Acquisition of Boston & Maine Rail-Diesel Cars
Same as Plan A.

Rehabilitation of Boston & Maine Rail-Diesel Cars

Same as Plan A.

Objectives same as outlined for Plan A.
The total cost of improving existing railroad commuter stations

is 81,244,072.00 as indicated in table C-l on the following page.
Land acquisition costs have not been included but will be furnished
when appraisals are completed. The cost of improving stations in-
cludes provision of over 910 additional parking spaces.

Plan C is predicated upon establishing an effective interface
between the automobile and the railroad at circumferential high-
way interchanges. The new station program will provide attrac-
tive, well-arranged facilities conveniently located near limited-
access highway interchanges. At several other locations, new sta-
tions are proposed where they can be supported by traffic projec-
tions. The cost of new stations and 9700 new parking spaces ex-

CAPITAL COSTS: PLAN C

Station Improvement Program

New Station Program
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elusive of land acquisition costs, is $9,289,755.00. Land acquisition
appraisals will be supplied when completed. A summary of the
New Station Program is shown on Table C-2, which follows.

Purchase of Buses
Same as Plan A.

Capital costs for initiating Plan C are indicated on the follow-
ing Table C-3. Total cost of new buses is included without pro-
vision for state aid in initial purchase of the vehicles, but in-
cludes state aid in annual amortization of the vehicles.

Land acquisition costs for railroad station improvements will be
provided when completed.

Total Capital Costs
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TABLE 3 - C

PLAN C: CAPITAL COSTS 1970 TO 1972

Station Improvement Program (Within

Route 128 Perimeter)* $ 1,244,072
(amortizationperiod of 40 years)

New Stations & Parking Facilities * 9,289,755
(amortizationperiod of 40 years)

Rolling Stock:
Purchase 25 new buses $1,045,000

(amortizationperiod of 12 years)
Purchase 86 IBudd RDC’s 5,712,550

(amortization period of 25 years)

Rehabilitate 86 Budd RDC’s - 1,297,285

(amortization period of 25 years)

TOTAL $18,588,662

* Exclusive of land acquisition costs

Operating costs for Plan C are based on the two basic com-
ponents of the Plan railroad commuter service for the North-
east, Northern and Northwest Corridors, and substitute bus service
for the Southwest Corridor. In estimating annual operating costs
the following assumptions were made:

The Authority would establish a new division dealing with
suburban commuter service. Establishment and administration
of this department is estimated to cost approximately $130,000
annually.

Plan C bus service to be managed by existing departments
and operated as part of the Authority’s present Suburban
Bus Division.

A marketing program for promotion of commuter services
would be instituted at an estimated initial cost of $60,000. This
is based on one percent of anticipated revenue.

OPERATING COSTS: PLAN C
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Separate procedures were used in computing the cost of supply-
ing bus and rail services in Plan C.

Items included in the gross cost of supplying rail service are as
follows:

Annual Average Debt Service Cost on 90% State Aided 25-
Year Life for Budd Car $46,266.
Annual Average Debt Service Cost on 90% State Aided 40-
Year Life for Station and Parking Programs $54,000.
Land Acquisition Costs not Available for the above.
Annual Authority Administrative and Supervisory Costs
$130,000 increased 5% annually.
Annual Marketing Program Cost = 1% of Revenue.
Costs have been increased 5% annually due to anticipated in-
flationary increase.

Items forming the basic gross cost of supplying Plan C bus
service are as follows:

Included in Gross Cost are the following:

Annual Average Debt Service Cost on 50% State Aided 12-
Year Life for 17 Suburban Coaches $42,075.

Annual Average Debt Service Cost on 50% State Aided 12-
Year Life for 8 Transit Coaches - $15,400.

Estimated Annual Massachusetts Turnpike Tolls $23,391.
Costs have been increased 5% annually due to anticipated in-
flationary increase.

Estimated costs of providing both rail and bus services are shown
in Tables C-7, C-8, C-9 and C-10.

Based on the above assumptions, passengers and revenues have
been projected for a ten-year period beginning in 1970. Anticipated
passenger volumes are illustrated on the following table.

Gross Cost of Service

Revenue Projections
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DAILY RAIL PATRONAGE FORECASTS
FOR RAIL COMMUTER SERVICE ON RETAINED

BOSTON & MAINE LINES, 1969 & 1973

Line Volume
1969 11973Routes

Eastern 2,852 8,747
Reading 3,500 5,089
New Hampshire

_ 2,713 2,591
Fitchburg 1,260 3,992

TOTAL 10,325 20,419

Passenger boarding estimates for 1973 are based on projections
supplied by consultants to the Authority, and include passengers
diverted from other modes of transportation because of the at-
traction of improved station access and facilities.

Formula for projecting fare increase is as outlined in Plan A.

Estimates of revenue on the two new express and limited stop
bus lines have been based on traffic projections and fare levels
supplied by consultants to the Authority. The following tables
on Pages 67 and 68 illustrate the procedure for estimating revenues
for railroad commuter and bus service for 1970-1979.

TABLE C- 4

PLAN C
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TABLE C- 5

BOSTON & MAINE CORP.

REVENUE CALCULATIONS

1973 Passenger Totals based on adjusted P.M.L. projections. Revenue based
on cost per ride of 20 Ride Commuter Ticket. Fare increased 5% annually for
a 3% net increase in revenue each year from 1974 -1979.

Inbound Weekday Revenue $14,880.07
Round Trip x 2
Daily Revenue $29,760.14
Annual (Mon. - Fri.) x 250
Annual Weekday Revenue $7,440,035.00

$7,440,035 = 91.63% of Annual Gross Revenue

Annual seven (7) day Revenue $8,119,650

RevenuePassengers

Same as Plan A

11,142,093 $8,119,650

8,363,239

8,614,136

8,872,560

9,138,736

9,412,898

9,695,284

10,919,251

10,700,865

10,846,847

10,277,110

10,071,567

9,870,1351979
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PLAN C; 1970

Estimated Passengers and Revenue Projections
for Substitute Bus Service for Present

Penn Central Railroad Commuter Service from Needham
12-ride

Passengers Present
Boarding Commuter Daily

Stations Weekday Fare Revenue
Needham Heights 68 .93 $ 63.24
Needham 157 .87 136.59
Needham Junction 280 .83 232.40
Bird’s Hill 308 .77 237.16

One-Way Revenue $669.39
x 2

Round Trip Revenue $1,338.78 (daily)
x 250

Annual Mon. - Fri. Revenue $334,695.00 (5-day)

$334,695.00 = 91.63% of (7-day) Gross Revenue
$365,268.00 = Gross Revenue

(Revenue calculations have been increased 5% annually to offset increased
costs.)

Estimated Passenger and Revenue Projections
For Substitute Bus Service for Present

Penn Central Railroad Commuter Service
From Norwood and Dedham

Daily
One-Way
Revenue

S & C Fare to
Forest Hills

Boarding
PassengersStations

$93.60156Norwood Central
Norwood

.60
34.1062 .55
23.5047Islington

Endicott
.50

91.50183 .50

$242.70
One-Way Revenue $242.70

x 2

Round Trip Revenue $485.40
x 250

Annual WeekdayRevenue $121,350.00 (5-day)
$121,350 = 91.63% of 7-day Revenue

Estimated Annual Gross (7-day) Revenue $132,435
(Revenue calculations have been increased 5% annually to offset increased
costs.)

* Fares From These Stations Based on Simpson & Curtin
Formula 25c plus 03c per mile.

TABLE C - 6
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The preperation of the items leading to estimated annual net cost
of service has led to the formulation of the following tables. These
tables illustrate Plan C annual net cost of service for (1) Boston
and Maine Railroad lines which are retained; (2) limited stop
and express bus services; (3) combined railroad and bus operation.

TABLE C- 7

PLAN C: 1970-1979

ESTIMATED ANNUAL NET COST OF SERVICE
FOR OPERATION OF COMMUTER SERVICE ON

RETAINED BOSTON & MAINE LINES

Railroad Commuter Service
Year Gross Cost Gross Revenue Net Cost

1970 $ 7,854,347 $5,518,505 $2,335,842

1971 8,212,923 5,907,042 2,305,881

1972 8,649,708 6,202,393 2,447,315

1973 8,922,557 8,119,650 802,907

1974 9,509,882 8,363,239 1,146,643

1975 9,944,083 8,614,136 1,329,947

1976 10,547,279 8,872,560 1,674,719

1977 10,961,590 9,138,736 1,882,854

1978 11,492,336 9,412,898 2,079,438

1979 12,059,640 9,695,284 2,364,356

Service would be operated on Eastern, Reading, New Hampshire andNOTE:
Fitchburg Routes to all communities presently serviced inside the
Authority area and to those communities outside the Authority area
that would continue to contract for same. When stations are completed
at Route 128 on the Eastern and Fitchburg routes, service would
then operate between Route 128 Station and Boston on the Eastern
and Fitchburg routes and terminate at Woburn Station on New
Hampshire route. Reading service would operate to Boston until Oak
Grove rapid transit station is completed; then operate as shuttle
service between Reading and Oak Grove. Feasibility of continuing
rail service to North Station as a dual service after opening of Oak
Grove rapid transit station will be explored.
Gross Cost includes debt service for capital expenditures.

ANNUAL NET COST OF SERVICE



SENATE —No. 1270. [April70

PLAN C: 1970-1979

ESTIMATED ANNUAL NET COST OF SERVICE
FOR OPERATION OF SUBSTITUTE BUS SERVICE FOR

PRESENT PENN CENTRAL RAILROAD COMMUTER SERVICE
FOM NORWOOD AND NEEDHAM

Limited and Express Bus
Year Gross Cost Gross Revenue Net Cost

1970 5 761,671 $497,703 $263,968

1971 795,710 522,587 273,123

1972 831,451 548,715 282,736

1973 868,979 576,150 292,829

1974 908,384 604,957 303,427

1975 949,759 635,204 314,555

1976 933,203 666,964 326,239

1977 1,038,819 700,311 338,508

1978 1,086,716 735,326 351,390

1979 1,137,008 772,092 364,916

Authority bus service would replace present Penn Central commuterNOTE
service on Midland and Needham Branches from Norwood - Dedham
to Forest Hills rapid transit station, and from Needham Railroad
Station to downtown Boston via Route 128 and the Massachusetts
Turnpike. Short Line, Inc. would provide service from Norfolk and
Walpole. B & W Corp. will provide service from Sudbury, Wayland,
and Weston. Both will be to downtown Boston.

Gross cost includes debt service for capital expenditures.

TABLE C - 8
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TABLE C - 9

PLAN C: 1970-1979

ESTIMATED ANNUAL NET COST OF SERVICE
FOR

COMBINED RAILROAD AND BUS OPERATIONS

Net Cost
Passengers Per

Year Forecast Gross Cost * Gross Revenue Net Cost

$ 6,016,208 §2,599,810

Passenger

1970 6,918,165 $ 8,616,018 $ 6,016,208 §2,599,810

1971 7,229,668 9,008,633 6,429,629 2,579,004
1972 7,556,746 9,481,159 6,751,108 2,730.051

1973# 11,830,186 9,791,536 8,695,800 1,095,736
1974 11,607,344 10,418,266 8,968,196 1,450,070

1975 11,388,958 10,893,842 9,249,340 1,644,502
1967 11,534,940 11,540,482 9,539,524 2,000,958

1977 10,965,203 12,000,409 9,839,047 2,161,362
1978 10,759,660 12,579,052 10,148,224 2,430,828

1979 10,558,228 13,196,648 10,467,376 2,729,272

.38

.36

.36

.09

.12

.14

.17

.20

.23

.26

Includes amortized debt service
# Full Implementation of Plan “C”; new stations,

increased service, increased parking
(Total 10 year net cost divided by total 10 years passengers equal
average net cost per passenger of 21.3c)
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TABLE C -10

MASSACHUSETTS BAY TRANSPORTATION AUTHORITY
ASSESSMENT DATA RELATIVE TO PLAN C—CALENDAR YEiDATA RELATIVE TO PLAN C—CALENDAR YEAR 1970

Railroad
Cities “Express Bus” Local Commuter Total
and Service Service Subsidy Estimated

Towns Note (1) Note (2) Note (3) Assessment
Arlington $ 1,546. $ 113. $ 25,750. $ 27,409.
Ashland ~ 28. 50. 481. 559.
Bedford 80. 70. 8,664. 8,814.

Belmont 750. 65. 7,920. 8,735.

Beverly 364. 232. 135,710. 136,306.
Boston 31,374. 6,415. 308,577. 346,366.

Braintree 494. 199. 5,631. 6,324.

Brookline 1,866. 234. 16,673. 18,773.

Burlington 158. 83. 14,830. 15,071.

Cambridge 4,729. 497. 54,558. 59,784.
Canton 196. 82. 2,324. 2,602.

Chelsea 782. 121. 5,652. 6,555.

Cohasset 83. 37. 1,016. 1,136.
Concord 332. 80. 91,376. 91,788.
Danvers 61. 141. 18,245. 18,447.
Dedham 3,155. 3,480. 5,456. 12,091.
Dover 13,774. 18. 366. 14,158.
Duxbury 35. 30. 345. 410.
Everett 899. 139. 10,202. 11,240.
Framingham 704. 286. 4,197. 5,187.
Hamilton 29. 35. 31,424. 31,488.
Hanover 48. 38. 470. 556.
Hingham 208. 99. 2,854. 3,161.
Holbrook 171. 65. 1,667. 1,903.
Hull 88. 45. 1,065. 1,198.
Lexington 394. 178. 18,992. 19,564.
Lincoln 58, 36. 23,816. 23,910.

Lynn 515. 606. 38,852. 39,973.
Lynnfield 74. 54. 12,137. 12,265.



1969.] SENATE —No. 1270. 73

TABLE C -10 Continued

MASSACHUSETTS BAY TRANSPORTATION AUTHORITY
ASSESSMENT DATA RELATIVE TO PLAN C —CALENDAR YEAR 1970

Railroad
Cities “Express Bus” Local Commuter Total
and Service Service Subsidy Estimated

Towns Note (1) Note (2) Note (3) Assessment
Malden $ 950. $ 202. $ 18,998. $ 20,150.
Manchester 30. 25. 40,569. 40,624.

Marblehead 200. 119. 28,724. 29,043.

Marshfield 288. 43. 853. 1,184.
Maynard 17. 49. 3,485. 3,551.
Medfield 1,144. 39. 567. 1,750.
Medford 1,502. 192. 28,728. 30,422.
Melrose 716. 190. 248,344. 249,250.
Middleton 11. 24. 731. 766.

Millis 31. 28. 301. 360.

Milton 804. 47. 8,649. 9,500.

Nahant 50. 25. 1,523. 1,598.

Natick 467. 185. 3,627. 4,279.

Needham 150,309. 166. 5,510. 155,985.

Newton 2,114. 47. 19,985. 22,146.

Norfolk 240. 22. 172. 434.
North Reading 72. 54. 27,273. 27,399.
Norwell 61. 33. 798. 892.

Norwood 248. 2,524. 2,621. 5,393.

Peabody 150. 207. 22,219. 22,576.
Pembroke 36. 32. 348. 416.

Quincy 1,818. 561. 16,558. 18,937.
Randolph 590. 121. 3,997. 4,708.
Reading 246. 124. 178,243. 178,613.

Revere 876. 98. 10,593. 11,567.

Rockland 92. 84. 899. 1,075.

Salem 120. 252. 65,321. 65,693.

Saugus 249. 133. 6,369. 6,751.
Scituate 139. 72. 1,981. 2,192.
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TABLE C - 10 (Continued)

MASSACHUSETTS BAY TRANSPORTATION AUTHORITY
ASSESSMENT DATA RELATIVE TO PLAN C—CALENDAR YEAR 1970

Railroad
Cities “Express Bus” Local Commuter Total
and Service Service Subsidy Estimated

Towns Note (1) Node (2) Note (3) Assessment
Sharon $ 169. $ 65. $ 1,646. $ 1,880.
Sherborn 2,009. 12. 152. 2,173.
Somerville 2,549. 299. 28,740. 31,588.
Stoneham 236. 114. 38,627. 38,977.
Sudbury 55. 48. 4,477. 4,580.
Swampscott 127. 85. 38,188. 38,400.
Topsfield 18. 22. 1,422. 1,462.

Wakefield 289. 156. 160,393. 160,838.
Walpole 85. 90. 1,032. 1,207.
Waltham 604. 356. 51,262. 52,222.
Watertown 926. 77. 8,925. 9,928.
Wayland 104. 67. 9,518. 9,689.
Wellesley 1,912. 167. 4,547. 6,626.
Wenham 15. 18. 9,696. 9,729.
Weston 116. 53. 20,025. 20,194.
Westwood 2,628. 1,905. 2,279. 6,812.
Weymouth 670. 309. 7,760. 8,739.
Wilmington 126. 80. 68,701. 68,907.
Winchester 354. 124. 156,461. 156,939.
Winthrop 488. 130. 5,580. 6,198.
Woburn 320. 200. 119,175. 119,695,

8240,365. $23,603. $2,335,842. $2,599,810.

Note (1) In our proposed legislation the Express Bus Service would be as-
sessed similar to the provisions of Chapter 728 of the Acts of 1968
namely; 25% on Federal Census Commuter Count, 75% on a board-
ing count excluding Boston with origin residence tabulated.

Note (2) Assessments based on current formulae presently in existence as
provided by Chapter 563, Acts of 1964.

Note (3) Railroad Commuter Subsidy based on Chapter 728 of the Acts of
1968 with no State Assistance namely; 25% on Federal Census Com-
muter, 75% on a boarding count excluding North Station with
origin residence tabulated.



SENATE —No. 1270.1969.] 75



SENATE —No. 1270. [April76

i \jOV™'U 7 y!WP °"
~

vVwiNCHiSTEH I
// \

*" jWCTiwjAssaistt railroad

I \ 'VS \ N ~VT \ (I \lAlf jonur*y~~-~L. I \ -v \ V y"l' / , lUM ontcaTX OPTIONAL CONTRACT SERVICE '
■ v —" ■"-—,/\ Vs, -1 "' fMALDEN ( VJwrllES mb existing r.r. operated

' ■“* WITHOUT MIA SUPPORT

/ _ (
«

I?iirs -i- ~,,, rapid transit under constructionf SOUTH —— EXISTING STRICT CAR on PAR

■V 10N\ \ , ,US 011 !xwltss HIGHWAY

y \ I s* ' • ,
Nv Mw num conSTRuniON

F>P“ mzm-jMrfX. ’
FRAMI»CHjIIj> / VI V. C>Pf /I-X C. -'. ' I;.’-' .:

PLAN C 1973



SENATE —No. 1270.1969.] 77



SENATE —No. 1270. [April78

The foregoing descriptions of Plans A, B and C have not elabo-
rated on the basic reasons why each of the plans are viable, realistic
alternatives for long-range programs for suburban commuter serv-
ice. The choice of a plan to be implemented is by no means simple,
because each plan, despite its relative merits, is accompanied by
disadvantages which cannot entirely be overcome. If suburban
service is to be offered, however, the choice, however difficult, must
be made.

On the following pages, a tabular comparison of Plans A, B and C
is presented to illustrate the major similarities and differences of
the three plans. The notations on these pages are necessarily brief;
subsequent further explanation of differences between plans is in-
cluded in the itemization which follows the tabulated items.

COMPARATIVE ANALYSIS OF ALTERNATIVE PROGRAMS

COMPARISON OF BASIC FEATURES OF PLANS A, B, AND C

Principal Features Plan A Plan B Plan C
Levels of Service

Collection of Passen-
gers near residences
Boston & Maine No Yes No
Penn Central Area Yes Yes Yes

Requires change in
riding patterns No Yes No, initially

Yes, long-range
Corresponds to 1968
vote on continua-
tion of rail service Yes No Yes
More frequent serv-
ice than present rail
operations Yes No Yes
Flexibility by ad-
justing bus service
on outer extremities
Boston & Maine No Yes No
Penn Central Area Yes Yes Yes

Speeds consistent
with present rail
service Yes No Yes

Operations
Service outside
MBTA district Yes No Yes, until new

stations open
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Plan CPlan BPlan A
Operations (Cont.)

Single vehicle ride
(not including pri-
vate auto YesYes, initially

for some areas
Yes

No, long-range
Coordination with
feeder buses Yes Yes Yes
Flexible routings,
ease of adjusting
service
Boston & Maine
Penn Central Area

Feeds rapid transit
stations by rail

Yes
Yes

No PartiallyNo
Except Future
Alewife and Pines
River Extensions

Operates directly to
Boston CBD

Boston & Maine Yes

Yes
No, long-range
Yes, in part

Yes
Yes

Area
Penn Central Area

No, long-range
Reduction in feeder
bus miles Yes

Yes

Yes

Yes

Yes

Yes

Yes
Reduction of transit-
bus competition
Maximum use of
rail rights-of-way No, except for

optional busways Yes
Traffic Projections

Retention of present
rail passengers
Initial loss of rail
passengers due to
rail fare increase
Greater number of
passengers carried in
1972 than by pres-
ent rail service

Fare Schedules

Basis of fares, 1970
Increase in pres- minimum plus Increase in 1970,
ent rail fare 3c per mile 1973-1980annually

COMPARISON OF BASIC FEATURES OF PLANS A, B, AND C

No
Yes

No
Yes

Yes, in part
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COMPARISON OF BASIC FEATURES OF PLANS A, B, AND C
Plan CPlan A Plan B

Fare Schedules (Cont.)

Fare increase
projected 5% 5% 5%

Increase in 1970, Increase Increase in 1970,
1973-1980 annually1973-1980 Annually

annually

Management of Service
Requires agreement
with railroads

Yes, until Yes

No

Yes

No

Boston & Maine
January 1, 1970

NoPenn Central
Marketing Program
for promotion of

YesYes

No

service Yes

Yes
Relatively easy to
implement initiallyYes,

No, long-range
Complicated negoti-
ations with labor
unions YesNoYes
Operations entirely
under MBTA

No NoYesmanagement
Use of MBTA man-
agement experience
in rail operations
Provides alterna-
tives to some rapid

YesYes No

YesYes Notransit extensions
Capital Expenditures

New buses needed
by August 1, 1969
New buses needed
by January 1, 1970

252525

2525 93
Purchase of rail
equipment Yes

Yes

No

No

No

Yes

Yes

Yes

Rehabilitation of
rail equipment
Modernization of
railroad stations Yes, for those

within Rte. 128
Construction of new
railroad parking lots
Construction of new
railroad stations

Yes

Yes

No

No

Yes

No
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COMPARISON OF BASIC FEATURES OF PLANS A, B, AND C

Plan A Plan B Plan C
Capital Expenditures (Cont.)

Optional busways No Yes Yes
New maintenance
facilities required No Yes No

Operating Costs
Subsidy per passen-
ger higher than
rapid transit Yes Yes Yes
Gross operation costs ($000):

1970 $ 8,569 5 6,845 $ 8,616
1971 8,992 7,158 9,009
1972 9,434 7,487 9,481
1973 9,899 7,832 9,792
1974 10,387 8,196 10,418
1975 10,898 8,576 10,894
1976 11,434 8,976 11,540
1977 11,999 9,396 12,000
1978 12,580 9,837 12,579
1979 13,201 10,300 13,196

Gross Revenues ($000):

1970 $6,016 $2,993 $ 6,016
1971 6,430 4,143 6,430
1972 6,751 3,300 6,751
1973 7,089 3,465 8,696
1974 7,411 3,639 8,968
1975 7,713 3,820 9,249
1976 8.028 4,011 9,539
1977 8,356 4,212 9,839
1978 8,697 4,423 10,138
1979 9,052 4,644 10,467

Annual Net Cost
of Service ($000):

1970 $2,553 $3,852 $2,600
1971 2,562 4,015 2,579
1972 2,683 4,187 2,730
1973 2,810 4,367 1,096
1974 2,976 4,557 1,450
1975 3,185 4,756 1,645
1976 3,406 4,965 2,001
1977 3,643 5,184 2,161
1978 3,883 5,414 2,431
1979 4,149 5,656 2,729
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The tabular analysis provides significant insights into the na-
ture of the three plans. The most significant differences in the
three plans are:

Each plan has one important feature in common: the need to
replace the current contract Penn Central service on the Need-
ham and Midland lines by August 1, 1969, due to indications by
the railroad company that an avoidable cost type contract will
not be acceptable beyond July 31, 1969. Accordingly, each plan
included provision for procuring 25 buses to operate replacement
service for these two lines. Operation of substitute bus service
in the Southwest portion of the region in effect results in no
projected differences in the plans for these areas between August
1, 1969 until 1973. By 1973, however, Plans A and C assume
that the Southwest rapid transit extension of the Orange Line to
Route 128 in Needham will replace the need for certain portions
of this service. Plan B projects an optional busway between Forest
Hills and Needham, if proven feasible.

Plan B is inherently more flexible in terms of service levels
which can be maintained. By providing buses to replace rail serv-
ice, Plan B can reach more suburban area residents nearer their
homes, and can be quickly adjusted to changes in passenger de-
mands. Routes can be extended or cut readily to accommodate
shifting future population patterns.

Both Plans A and C require no initial changes in riding pat-
terns. Plan C provides for an orderly transition to new, easily
accessible outer terminals near major highways.

All three plans envision more frequent service than present rail
operations. Plan C offers the additional attraction of improved util-
ization of rail equipment and more frequent service when lines
are terminated at the proposed new outer stations.

Plan A and C have greater inherent speeds because of separate
rights-of-way which are in existence. To match these speeds, Plan
B would require special bus lanes on expressways or the con-
struction of busways.

Plans A and C envision continued service to downtown in one
vehicle. Although Plan B includes such service in certain sectors,
it includes the assumption that all service into downtown would
ultimately be provided by bus transfers to rapid transit lines.
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Both Plans A and C maximize the use of the region’s extensive
network of rail lines, and provide for an orderly transition of
these lines to rapid transit as traffic demands warrant.

Plan C 'includes the largest estimate of projected traffic, based
on 'the attractions of new stations and more frequent rail service
between the new stations and downtown Boston.

Plan B would have slightly lower overall fares than either Plan
A or Plan C, based on the projected fare structure established
by consultants to the Authority.

All three plans call for the negotiation of agreements with the
Boston & Maine, but for Plan B, such agreements could terminate
on January 1, 1970, assuming that the procurement of necessary
buses could be accomplished by that date. No plan requires further
negotiation with the Penn Central, assinning that the 25 required
buses for replacing rail services in Needham and Midland Lines
can be procured and placed in service August 1, 1969.

Plans A and C require negotiations with railroad labor unions
to enable the Authority to operate the proposed rail service at
sometime in the future. Plan B can be operated by using person-
nel from unions with which the Authority presently has con-
tracts.

Continued rail service in Plan A and C may provide alterna-
tives to proposed rapid transit extensions until necessary capital
can be procured for such extensions.

Although capital expeditures for Plan C are greater than either
Plan A or Plan B, they are necessary to permit the plan to operate
at a lower annual net cost of service for a longer period of time.

Plans A and C require no new maintenance facilities, but Plan
B requires the construction of the equivalent of one new bus main-
tenance garage.

Although Plan B includes the lowest operating cost, it also
shows the lowest revenue of the three plans.

Plan C indicates the greatest revenue of the three plans, based
on the attraction of passengers to the improved level of service to
be offered and the greater attractiveness of stations and parking
facilities near major highways in suburban communities.

Plan C includes projections of a substantially lower deficit or
annual net cost of service than either of the other plans. Although
it is lower than Plan B, and roughly comparable to the deficit
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of Plan A in 1970, the Plan C deficit is estimated to be more
than halved by the installation of new facilities and the institution
of new service by 1973. After 1973 increases in the annual net
cost of service are projected to 1979, but Plan C is maintained
at a consistently lower level than the other plans.

The analysis of the alternative programs has led to the Auth-
ority’s choice of Plan C as the recommendation to the Advisory
Board for providing continued long-range suburban commuter serv-
ice.

Certain specific recommendations have grown out of analysis of
alternative programs for continuing this service. These are listed
below in order of priority.

TwentyJfive new buses are necessary by August 1, 1969 to
replace present contract rail service on the Penn Central
Needham and Midland Lines.
Depending upon Advisory Board and Legislative recommenda-
tions, negotiations with the Boston & Maine Railroad Corpora-
tion should be initiated immediately to enable the Authority
to achieve:
A short-term agreement with the railroad to extend present

contract due to expire on July 31, 1969 until longer term
agreements can be consummated.

A long-term agreement with the Boston & Maine should be
effected to place Plan C into permanent operation starting
on January 1, 1970.

Appropriate action should be taken to safeguard the options
on the rights-of-way the Authority has with the Penn Central
which expire with the termination of the current subsidy con-
tract on July 31, 1969.
Proposed Legislation to support the adoption of Plan C should
include the following considerations.
The Board of Director maintains the position that the 90%
State Assistance for the railroad commuter subsidy be dis-
continued. The purpose of the Cigarette Tax Fund is to assist

RECOMMENDATIONS
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in the capital expansion program, not to underwrite current
operational deficits.
Proposed Legislation would discontinue the current subsidy
by January 1, 1970 or when Plan C was implemented. The
proposed legislation would also continue on a permanent basis
the railroad commuter assessment formula provided for in
Chapter 728 of the Acts of 1968. An identical type of formula
would merge the assessment of the “Express Bus” service
replacing the rail service.

Section 1 provides for an additional motor vehicle excise tax
to increase the amount available for state transportation aid to
the Authority and other carriers. The tax would apply only in
the M.B.T.A. area and would begin in 1971 at $8 per thousand.
It would increase to $l2 in 1972 and $l5 in 1973. Unlike gas
taxes and registration fees, the motor vehicle excise is not ear-
marked by the constitution for the highway fund. Nevertheless,
since the Supreme Judicial Court has not determined the con-
stitutionality of an area tax, the bill should be submitted to the
court for an advisory opinion before it is adopted.

The appendix to the commentary contains possible alternative
taxes.

Section 2 defines “limited rail-bus service” for which a special
method of apportionment is provided in Section 3. The same def-
inition would work for any of the three Suburban Commuter
Plans (A, B and C) although the rail portion of the definition
would have no significance after the current year in the event the
all-bus plan (Plan B) is adopted.

Section 3 continues in force the present apportionment for-
mula for railroad service and makes it applicable to “limited rail-
bus service” as defined in Section 2.

Section 4 clarifies the purposes for which bonds may be issued
and permits rolling stock to be acquired and reconditioned from

COMMENTARY ON PROPOSED
M.B.T.A. LEGISLATION
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the proceeds of state-aided bonds. Even if the all-bus plan is
adopted, this section would be a desirable clarification and simpli-
fication.

Section 5 restates the limit on the bonds which the Authority
may issue. The present limit is $225,000,000 in all. The proposed
limit is $765,000,000, an increase of $540,000,000.

Section 6 increases the maximum principal amount of state
bond aid from $145,000,000 to $520,000,000, an increase of $375,-
000,000. This increase in state aid necessitates an increase in taxes
as provided in Section 1.

Section 7 authorizes state-aided bonds to mature on a level
debt service basis (similar to the usual home mortgage) or, in the
alternative, in accordance with a more rapid amortization sched-
ule, such as equal annual installments of principal as used by the
Authority in the past. Even with the increased taxes provided by
Section 1, it may be necessary to shift to a level debt service
schedule on future state-aided bonds in order to fit the debt service
within the available tax revenues. The present law also provides
for level debt service, but not adequately. In effect, the present
law requires the maturity schedule to be computed on the basis
of the actual interest rates even though the rates cannot be es-
tablished until after the bonds are sold. The proposed Section 7
would permit the use of estimated rates and would also permit
reasonable rounding off.

Section 8 authorizes state aid for the interest on bond antici-
pation notes to the same extent as on bonds.

Section 9 extends state aid for the railroad operating subsidy
from July 31, 1969, to the end of the year and provides an ad-
ditional $1,350,000 for this purpose. This is sufficient for the
B & M only, it being the intention of the Authority to discon-
tinue the New Haven subsidy on July 31.

Section 10 authorizes the Commonwealth to issue $150,000,000
bonds for the purpose of acquiring railroad rights-of-way as a
“land bank.” These rights-of-way would later be made available
for highway or public transportation purposes as needed.
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General. The proposed legislation requires a 2/3 vote in each
branch of the General Court. Also, since it provides for additional
taxes, it is a money bill and should originate in the House.

The following are alternates to Section 1 of the bill. Alternate
1 applies the increased motor vehicle tax on a state-wide rather
than an area basis and cuts the rate in half. Alternate 2 substi-
tutes an increase in the cigarette tax amounting to two cents in
1972 and 1973 and three and one-half cents thereafter.

(Alt. 1)
Section 1 (a). Chapter sixty A of the general laws is amended

by inserting the following section immediately after section one:
Section IA. In addition to the excise imposed by section one,
there shall be assessed and levied on every motor vehicle and
trailer registered under chapter ninety, for the privilege of such
registration, an excise measured by the value thereof, as defined
and determined in accordance with this chapter, at the rate of four
dollars per thousand of valuation for nineteen hundred seventy-
one, six dollars per thousand for nineteen hundred seventy-two, and
seven and one-half dollars per thousand for nineteen hundred sev-
enty-three and each calendar year thereafter. All provisions of
this chapter relative to the assessment, collection, payment, abate-
ment, verification and administration of the excise imposed by
section one, including exemptions and penalties, shall, so far as
pertinent, be applicable to the excise imposed by this section.
The excise imposed by this section, including sums received as
penalties, forfeitures, interest, costs of suits and fines attributable
thereto, shall be credited to the General Fund and used solely
toward meeting the requirements of section twenty-five B of chap-
ter fifty-eight; provided that there shall be deducted therefrom
expenditures for abatements or refunds attributable to such excise,
including interest or costs paid on account of such abatements or
refunds, but excluding rebates under subparagraph (b) of section
twenty-five B of chapter fifty-eight. Receipts by the common-
wealth under this section shall be so credited as received. Re-

APPENDIX TO COMMENTARY
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ceipts by the cities and towns during each calendar year, less the
deductions prescribed above, shall be paid to the commonwealth
on or before the first day of April of the following year and there-
upon credited as provided above. At the time of making said pay-
ment, the treasurer of each city or town shall file a report with
the commissioner on a form prescribed by him showing the com-
putation of the amount paid.

(b) Section twenty-five B of chapter fifty-eight of the general
laws is amended by changing the portion prior to subparagraph
(a) to read as follows:

Section 258. The state tax commission shall, as hereinafter
provided, certify to the state treasurer for payment, from that
portion of the proceeds of the excise on cigarettes as authorized
by paragraph (b) of section twenty-eight of chapter sixty-four
C and from the proceeds of the additional excise on motor vehicles
and trailers as authorized by section one A of chapter sixty A,
the following:

(Alt. 2)

Section 1 (a). Chapter sixty-four Cof 'the general laws is amend-
ed by inserting the following section immediately after section
six: Section 6A. In addition to the excise imposed by section six,
there shall be assessed and levied an excise of one mill per cigarette
sold, imported or acquired (as the case may be) in nineteen
hundred seventy-two and seventy-three and one and three-quarters
mills in nineteen hundred seventy-four and each calendar year
thereafter. All provisions of this chapter relative to the assess-
ment, collection, payment, abatement, verification, disposition and
administration of taxes, including reports and penalties, shall,
so far as pertinent, be applicable to the excise imposed by this
section.

(b) Every manufacturer, wholesaler, vending machine operator,
unclassified acquirer, transportation company and retailer as de-
fined in section one of said chapter sixty-four C, who on January
first, nineteen hundred seventy-two or seventy-four has any cig-
arettes on hand for sale shall make and file with the commis-
sioner of corporations and taxation within twenty days thereafter
a return subscribed under penalties of perjury showing a com-
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plete inventory of such cigarettes and shall, at the time he is
required to file such return, pay an additional excise at the rate
of one mill per cigarette in nineteen hundred seventy-two and
three quarters of one mill per cigarette in nineteen hundred sev-
enty-four on all cigarettes upon which such additional excise has
not previously been paid. All provisions of chapter sixty-four C
relative to the assessment, collection, payment, abatement, verifi-
cation, disposition and administration of taxes, including penal-
ties, shall, so far as pertinent, be applicable to the excise imposed
by this section.

(c) Paragraph (b) of section twenty-eight of said chapter sixty-
four C is amended by striking the language prior to the semi-
colon and substituting the following: “One mill of the excise im-
posed by section six and the full excise imposed by section six A
and a proportionate amount of all sums received as penalties,
forfeitures, interest, costs of suits and fines shall be credited to the
General Fund and used solely toward meeting the requirements of
section twenty-five B of chapter fifty-eight”.
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In the Year One Thousand Nine Hundred and Sixty-Nine.

An Act amending the law establishing the Massachusetts
BAY TRANSPORTATION AUTHORITY, PROVIDING FOR THE PURCHASE;
OF RAILROAD RIGHTS OF WAY BY THE COMMONWEALTH AND
AUTHORIZING ADDITIONAL TAXES FOR TRANSPORTATION PURPOSES.

Be it enacted by theSenate and House of Representatives in General
Court assembled, and by the authority of the same, as follows:

1 Section 1. (a). Chapter sixty Aof the general laws is
2 amended by inserting the following section immediately after
3 section one: Section IA. In addition to the excise imposed
4 by section one, there shall be assessed and levied on every
5 motor vehicle and trailer registered under chapter ninety
6 which is subject to local assessment under this chapter by a
7 city or town within the area of the Massachusetts Bay Trans-
-8 portation Authority, an excise for the privilege of such regis-
-9 tration measured by the value thereof, as defined and determ-

10 ined in accordance with this chapter, at the rate of eight dol-
-11 lars per thousand of valuation for nineteen hundred seventy-
-12 one, twelve dollars per thousand dor nineteen hundred seventy-
-13 two, and fifteen dollars per thousand for nineteen hundred
14 seventy-three and each calendar year thereafter. All provi-
-15 sions of this chapter relative to the assessment, collection,
16 payment, abatement, verification and administration of the
17 excise imposed by section one, including exemptions and
18 penalties, shall, so far as pertinent, be applicable to the excise
19 imposed by this section. The excise imposed by this section,
20 including sums received as penalties, forfeitures, interest, costs
21 of suits and fines attributable thereto, shall be credited to the
22 General Fund and used solely toward meeting the require-
-23 ments of section twenty-five B of chapter fifty-eight; provided
24 that there shall be deducted therefrom expenditures for abate-
-25 ments or refunds attributable to such excise, including interest
26 or costs paid on account of such abatements or refunds, but
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27 excluding rebates under subparagraph (b) of section twenty-
-28 five B of chapter fifty-eight. Receipts by the cities and towns
29 during each calendar year, less the deductions prescribed
30 above, shall be paid to the commonwealth on or before the
31 first day of April of the following year and thereupon credited
32 as provided above. At the time of making said payment, the
33 treasurer of each city or town shall file a report with the
34 commissioner on a form prescribed by him showing the com-
-35 putation of the amount paid.
36 (b) Section twenty-five Bof chapter fifty-eight of the gen-
-37 era! laws is amended by changing the portion prior to sub-
-38 paragraph (a) to read as follows:
39 Section 258. The state tax commission shall, as hereinafter
40 provided, certify to the state treasurer for payment, from
41 that portion of the proceeds of the excise on cigarettes as
42 authorized by paragraph (b) of section twenty-eight of chap-
-43 ter sixty-four C and from the proceeds of the additional
44 excise on motor vehicles and trailers as authorized by section
45 one A chapter sixty A, the following;

1 Section 2. Section one of chapter one hundred sixty-
-2 one A of the general laws is amended by inserting the fol-
-3 lowing definition immediately after the definition of “express
4 service”: “Limited rail-bus service”, commuter railroad pas-
-5 senger service and service on any bus line which runs in the
6 aggregate for more than six miles on limited access highways
7 or expressways (toll or free) or as express service as defined
8 above, including any local service portion of any such bus line.

1 Sections (a). Section eight Aof said chapter one hundred
2 sixty-one Ais amended to read as follows: Section BA. Not-
-3 withstanding any contrary provision of law, the net cost, after
4 applicable state aid, of limited rail-bus service shall be ap-
-5 portioned as follows:
6 Twenty-five percent thereof shall be assessed upon all cities
7 and towns comprising the authority’s territory in the pro-
-8 portion which the number of commuters in each said city or
9 town bears to the total number of commuters in all of said

10 cities or towns. The number of commuters, as defined in
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11 section one, shall be determined in accordance with the latest
decennial census made by the United States Department of
Commerce. If said census does not provide the necessary data
for determining the number of commuters, the authority shall
determine the number of commuters by some accurate and
otherwise appropriate method.

12
13
14
15
16
17 The remaining seventy-five percent shall be assessed upon

each city or town in proportion to the respective num-
ber of residents of such city or town boarding within the
area constituting the authority during the applicable period
on limited rail-bus service operated by or under contract with
the authority; provided, however, that the number of riders
boarding at the North Station, the South Station and the Back
Bay Station in the city of Boston and outbound bus riders
boarding in Boston shall not be included for the purpose of
determining such assessments. The number of residents of each
city or town boarding on limited rail-bus service shall be
determined by the authority on the basis of such samples,
surveys and other counts and estimates as the authority deems,
reasonable and practicable. For the purposes of this para-
graph, those boarders who are non-residents of the area con-
stituting the authority shall be counted as residents of the city
or town in which they board.

18
19
20
21
22
23
24
25
26
27
28
29
30
31
32
33

The income and expense included in the computation of the
net cost of limited rail-bus service under this section shall be
excluded from the computation of the net costs or net savings
of express and local service, but debt service on bonds issued
under clause (2) of section twenty-three shall be included in
the net cost of express service to be assessed under section
eight of said chapter.

34
35
36
37
38
39
40

(b) This section shall be applicable to service provided dur-
ing the current fiscal period and thereafter and shall super-
sede section two of chapter seven hundred twenty-eight of the
acts of nineteen hundred and sixty-eight.

41
42
43
44

1 Section 4 (a). Clause fl) of the first paragraph of section
twenty-three of said chapter one hundred sixty-one A is amend-
ed to read as follows; (1) To acquire, plan, design, construct,

9.

3
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4 reconstruct, alter, recondition and improve mass transporta-
-5 tion facilities and equipment for express service for use by
6 or under contract with the authority.
7 (b) Clause (3) of the first paragraph of said section twenty-
-8 three is amended to read as follows: (5) (a) To acquire,
9 plan, design, construct, reconstruct, alter, recondition and im-

-10 prove mass transportation facilities and equipment for local
11 service for use by or under contract with the authority and
12 (b) to provide relief to any private company, whether by
13 agreement or arbitration award, under the provisions of sec-
-14 tion fourteen;
15 (c) Clause (4) of the first paragraph of said section twenty-
-16 three is amended to read as follows: (//) To pay any capital
17 costs of the authority, whether or not bonds for any such
18 purpose may also be issued under any other provision of this
19 section.

1 Section 5. The third paragraph of said section twenty-
-2 three is amended to read as follows: Not more than seven
3 hundred sixty-five million dollars of bonds shall be issued by
4 the authority under clauses (1), (2), (3) and (4) above, in-
-5 eluding not more than five million dollars of bonds under
6 clause (2).

1 Section 6. Section twenty-eight of said chapter one hun-
-2 dred sixty-one A is amended by changing the amount stated
3 in clause (A) thereof from “one hundred and forty-five million
4 dollars” to “five hundred twenty million dollars.”

1 Section 7. Said section twenty-eight is further amended
2 by changing the second paragraph to read as follows: Any debt
3 service on bonds issued by the authority, for which contract
4 assistance is provided, shall mature serially beginning not later
5 than ten years after the date of issue and ending not later
6 than forty years after the date of the bonds, so that the
7 amounts payable in the several years for principal and interest
8 combined shall be as nearly equal as in the opinion of the
9 authority it is practicable to make them or, in the alternative,
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10 in accordance with a schedule providing a more rapid amortiza-
tion of principal.11

Section 8. Said section twenty-eight is further amended
by adding the following paragraph at the end: Pursuant to
any such contract, the executive office may also provide for
financial assistance by the commonwealth to the authority
with respect to interst on bond anticipation notes, provided
that the bonds anticipated are eligible as to purpose and amount
for contract assistance under clause (A) above and provided
further that the percentage limitations applicable to the bonds
under clause (A) shall also apply to the notes. Notwithstanding
any contrary provision of this chapter, an amount paid by
the commonwealth under this paragraph shall not be assessed
on the cities and towns and shall not be treated as part of
the net cost of service or of the amount payable by the com-
monwealth under section twelve.

1
2
3
4
5
6
7
8
9

10
11
12
13
14

Section 9. Section one of chapter seven hundred twenty-
eight of the acts of nineteen hundred sixty-eight is amended
by changing “four million one hundred forty thousand dol-
lars” in lines four and five to “five million four hun-
dred ninety thousand dollars” and by changing “July” in line
seven to “December”.

1
2
3
4
5
6

1 Section 10 (a). The department of public works, with the
2 approval of the governor, is authorized on behalf of the
3 commonwealth to acquire such railroad rights of way in the
4 commonwealth as it deems necessary to provide for the fore-
5 seeable highway and public transportation needs of the com-
6 monwealth within the ten years following the passage of
7 this act. Such acquisition may be in fee or otherwise, may
8 be accomplished by eminent domain under chapter seventy-
9 nine or eight A or by purchase or otherwise, and may

10 include outstanding interests not owned by the railroad
11 involved, subject to the limitations of subparagraph (o)
12 of section three of said chapter one hundred sixty-one
13 A in the case of land devoted to another public use.
14 Rights of way so acquired shall be in the custody of
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15 the department until leased or transferred. Pending their
16 use for highway or public transportation purposes, the
17 department may lease such rights of way, with the ap-
-18 proval of the governor, on such terms as shall be deemed
19 most advantageous to the commonwealth. During the term
20 of any such lease, the property shall be exempt from
21 betterments and special assessments but shall be subject to
22 local property taxes, sewer and water use charges and the
23 like in the same manner and to the same extent as if the
24 lessee were the owner. Payment shall not be enforced by
25 any lien upon or sale of the property and only the leasehold
26 interest may be sold in the manner provided by law for selling
27 real estate for nonpayment of such taxes or other charges.
28 When the department determines that a right of way acquired
29 under this section, or a portion thereof, is needed by itself for
30 highway purposes or by the Massachusetts Bay Transporta-
-31 tion Authority or another public agency for public transporta-
-32 tion purposes and that such use of the property is consistent
33 with the transportation needs of the commonwealth as a whole
34 and with such plans and programs as shall have been adopted
35 under section three A of chapter sixteen of the general laws,
36 the department may, with the approval of the governor, util-
-37 ize the property for highway purposes or convey the property
38 without consideration to such authority or other agency, as
39 the case may be.
40 (b) To meet the cost of acquisitions under this section,
41 the state treasurer shall, upon request of the governor, issue
42 and sell at public or private sale bonds of the commonwealth,
43 registered or with interest coupons attached, as he may deem
44 best, to an amount to be specified by the governor from time
45 to time, but not exceeding, in the aggregate, the sum of one
46 hundred and fifty million dollars. All bonds issued by the
47 commonwealth, as aforesaid, shall be designated on their face
48 Land Acquisition Loan, Act of 1969, and shall be on the serial
49 payment plan for such maximum term of years, not exceeding
50 thirty years, as the governor may recommend to the general
51 court pursuant to Section three of Article LXII of the Amend-
-52 ments to the Constitution of the Commonwealth, the matur-
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53 ities thereof to be so arranged that the amounts payable in
54 the several years of the period of amortization, other than the
55 final year, shall be as nearly equal as in the opinion of the
56 state treasurer it ds practicable to make them. Said bonds
57 shall bear interest semiannually at such rate as the state treas-
58 urer, with the approval of the governor, shall fix. The initial
59 maturities of such bonds shall be payable not later than one
60 year from the date of issue thereof and the entire issue not
61 later than June thirtieth, two thousand and nine.
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Massachusetts Bay
Transportation Authority

Board of Directors
150 Causeway Street, Boston, Mass. 02114

January 31, 1969.
Honorable Francis W. Sargent,
Lieutenant Governor and Acting Governor
of the Commonwealth of Massachusetts
Honorable Maurice A. Donahue, President of the Senate
Honorable David M. Bartley, Speaker of the House
Honorable Kevin H. White, Chairman
Advisory Board to Massachusetts
Bay Transportation Authority
City Hall
Boston, Massachusetts

Gentlemen: - The Massachusetts Bay Transportation Authority
has prepared and submits to you herewith pursuant to the provi-
sions of Section 6, Chapter 728 of the Acts of 1968, the second
revision to its Program for Mass Transportation.

Also, in accordance with the provisions of Section 7 Chapter
728 of the Acts of 1968, submitted herewith are three alternative
programs for continuation of essential public transportation service
in the areas currently served by railroad passenger service provided
under agreements with railroads.

The Program for Mass Transportation was initially approved in
1966 and was amended in 1968. This second revision further
amends the Program to provide for the substantial cost increases
which have occurred since 1966 and will continue to take place.
It also acknowledges the implications to the transit development
program of the many community needs which can most effectively
be met in conjunction with the implementation of the Authority’s
program.

This Program continues to benefit from joint planning with the
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Massachusetts Department of Public Works, the Massachusetts De-
partment of Commerce and Development, the Metropolitan Area
Planning Council, and other related organizations, both public and
private. In fact the regional development studies completed by
these agencies working together, have resulted in the qualification
by the Authority for two thirds Federal assistance under the
terms of the Urban Mass Transportation Act of 1964, and this
Program is consistent with these studies.

As you are aware, Section 5 (g) of Chapter 161 A of the General
Laws requires the Authority to prepare and from time-to-time
revise its Program for Mass Transportation.

The 1966 report was the first product of the Master Planning
Program which the Authority’s Board of Directors had initiated
immediately after the creation of the Authority. This program is
evidence of the Authority’s concern to provide continuing improve-
ments in public transit services which are essential to the sound
growth and development of the economy and life of the greater
Boston metropolitan area.

The Board of Directors, in approving the 1966 Program for Mass
Transportation, recognized that a great deal of additional work
was required to identify further opportunities for making major
improvements in transit services. In submitting this revision to
the Program, it further recognizes that much additional data is
required to justify the projects included. Accurate operating costs
and anticipated revenues must be developed and be projected into
the future to insure that not only today, but ten to twenty years
from today the communities concerned will have the ability to
support financially the new proposed extensions. Needless to say,
a great deal of work is still required to develop the supporting
economics, cost, revenue and traffic data which is required to
evaluate the worthiness of the projects proposed on both a short
and a long range basis.

It is for this reason that the Revised Program for Mass Trans-
portation is being submitted to the Advisory Board for informa-
tion purposes only at this time. It will permit the Advisory Board
to consider the Alternative Programs for Suburban Commuter
Service within the context of the total demands for mass trans-
portation services in the Boston area.
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As comprehensive estimates of operating costs and revenues
are developed for the projects contained in this Program and are
approved by the Authority’s Board of Directors, the proposals with
all required supporting data will be forwarded to the Advisory
Board for its approval in compliance with the provisions of para-
graph (g) Section sof Chapter 161 A of the General Laws, inserted
by Section 18 of Chapter 563 of the Acts of 1964.

Simply stated, as new facts support the need for changes to a
specific project, the change will be proposed at once rather than
waiting for a periodic overall revision to the plan. By adopting
this procedure, the nature of the master planning process becomes
dynamic rather than static.

The total cost of this revised Program is estimated to be $998
million including a six percent per year inflation factor commenc-
ing in 1970 through 1975.

The abbreviated railroad shuttle service which the Authority
suggested in 1966 has not materialized. As a result, and at the
request of the General Court, the Authority has prepared three
alternative programs for the continuation of essential suburban
commuter service. These are being transmitted simultaneously
with this report to the Advisory Board for its review and consid-
eration. Since this Program will be directly affected by the out-
come of those suburban commuter service proposals, this Program
must be further revised when final action on those proposals has
been taken by the Advisory Board and General Court.

The Directors and staff of the Authority shall be available to
assist you in the review of this second revision to the Program for
Mass Transportation.

Very truly yours,

MASSACHUSETTS BAY
TRANSPORTATION AUTHORITY

CHARLES C. CABOT
Chairman

WILLIAM J. FITZGERALD
ROBERT P. SPRINGER
RICHARD D. BUCK
FORREST I. NEAL

Board of Directors
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The capital projects contained in this second revision to the
Program for Mass Transportation are essentially those contained
in the Program as approved in 1966 and amended in 1968.

Estimated Cost in Millions
Project August 1966 January 1969

Haymarket - North $ 75.9 $166.5

Southwest Corridor 65.6 201.9

Harvard - Alewife 59.8 157.3

South Shore 73.0 111.6

Somerville (1) 9.0

Mattapan (2) 14.5

Station Modernization 15.1 60.2

Vehicle Support Facilities 4.0 22.5

Revenue Equipment 26.2 63.7

Improvements to Existing Plant 12.6 26.2

Suburban Commuter Program 5.0 23.6

Central Area Systems Study 2.0

Acquisition of Private Carrier Assets 11.7

Construction Administration 17.2

Non - Revenue Equipment and .Office
Furniture and Equipment 3.4

Sub-Total 3346.2 $882.3

Reserve Projected Inflation, 1970 -1975,
at 6% Annually 22.8 116.4

Total $369.0 $998.7

(1) Deferred pending feasibility study of Orange Line extension to West
Medford.

(2) Included by the 1968 revision.

SUMMARY
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In 1966, the Authority presented to the public its initial Program
for Mass Transportation. The Program consisted of two major
elements:

The report proposed a series of transit development projects
designed to make major improvements and extensions in the
cities and towns which the Authority serves.

Continuing Studies
These studies reported on a continuing effort aimed at devel-
oping additional action programs for other major improve-
ments required.

The 1966 report was the first product of the Master Planning
Program which the Authority’s Board of Directors had initiated
almost immediately after the creation of the Authority. The
Master Planning Program was evidence of the Authority’s concern
to provide continuing improvements in the public transportation
services which are so essential to the sound growth and develop-
ment of the economy and life of the greater Boston metropolitan
area.

The establishment of the Master Planning Program, as a contin-
uous process and a permanent part of the Authority’s organiza-
tional responsibilities, was a new departure in the long history of
the Authority and its predecessor transit organizations.

In the past, various programs had been proposed for making
major improvements in mass transportation services. Sometimes,
these proposals were formulated by the transit operating agency.
More frequently, the initiative for formulating major new improve-
ments had come from governmental agencies and ad hoc public
groups like the 1945 Metropolitan Transit Recess Commission.

In almost all instances, however, the formulation of the improve-
ment program was a one-time affair. Once the program had been
proposed, formal planning activities ceased and the planning group
dissolved or the transit organization returned to its day-to-day
operating concerns.

THE MASTER PLANNING PROCESS

Introduction

Action Projects
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Master Planning A Continuing Responsibility
The events leading up to the preparation of the 1966 Program

for Mass Transportation signaled a basic change in this pattern of
events. By creating a permanent Master Planning function, the
Authority’s Board of Directors recognized that the continuing
changes in the region the Authority serves, and the pace at which
these changes are occurring, requires that planning must be more
than an occasional or intermittent concern. It also recognized that
the Authority itself could not be a passive agent in the complex
task of trying to define the specialized role which public trans-
portation must play in the changing environment of the Boston
region.

The 1966 Program, therefore, signaled the Authority’s recogni-
tion that the Authority as an organization must exercise initiative
of two types:

The Authority must participate in larger attempts, such as
those of the Eastern Massachusetts Regional Planning Project
and the Metropolitan Area Planning Council, to make orderly
provision for the developing needs of the metropolitan region.
This participation must be more than superficial bureaucratic
“coordination” or passive response to the initiatives of other
agencies in the process. In part at least, the Authority is
required to take the initiative to propose how both through its
existing services and through new ones, can play a positive
and unique part in shaping the growth of the region and the
communities it serves.
The Authority also has primary production concerns because
it is an operating agency which must produce important trans-
portation services. In its role as producer of transportation
services, it must take primary responsibility for expanding
and reshaping its own operations in ways which will fulfill its
statutory obligation to provide modem economical services.

Therefore, Master Planning at the Authority is not a matter of
academic speculation about what the future will or should look
like. The planning function is directly concerned with answering
the constantly recurring questions of priorities and of selection
among the alternatives available for the expansion and change in
operations and service provided.
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Because a formal and continuing concern with Master Planning is
a relatively recent function both at the Authority and in many
corporate organizations and public agencies, it may be useful to
report on what it is in terms of the scope of the issues with
which Authority Master Planning is concerned.

As a staff function reporting to -the Authority’s Board of Direc-
tors, the Master Planning Program is primarily concerned with
the following major policy questions:

How to make major new improvement to existing transporta-
tion services.
How to provide major new transportation services; and
What priorities should be assigned when several desirable pro-
grams compete for scarce resources.

The focus of the Master Planning Program, therefore, is action-
oriented. It is charged with:

Identifying opportunities for making major improvements in
transportation services;
Investigating alternative methods by which to make these
improvements;
Assembling the information necessary to assess the compara-
tive results and costs of these alternatives; and
Preparing detailed action programs for implementing a propos-
Ed improvement once the Board has judged it to be feasible
and desirable.

In other words, the final output of the Master Planning process
is action programs of the type which were presented in the 1966
Program for Mass Transportation and subsequently approved by
the Authority’s Advisory Board.

In addition to this function, identifying and programming new
action programs, the Master Planning Program also has a second
important responsibility.

It is concerned with monitoring the implementation of approved
action programs so that it can assist the Board of Directors to
revise and update these programs in the light of changing cir-
cumstances. Since 1966, therefore, the Master Planning Program
has been continuously concerned with reevaluating the scope, costs,

The Scope of the Planning Program
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projected results, and time schedules of the action projects in the
1966 Program which the Authority was authorized to implement.

The Authority’s Master Plan does not consist solely of the bound
volumes published in 1966 under the titles, A Program for Mass
Transportation and The Staff Supplement to a Program for Mass
Transportation, or its 1968 revision, or this report.

In fact, the Authority’s Master Plan is not a bound volume at
all if this suggests that its contents are fixed on any sort of
once-and-for-all basis. It is not a static blueprint of the type used
by contractors. Nor is it a vague description of some desired
future end-state which is quickly made obsolete by events and only
gathers dust on a shelf. The Master Plan might better be com-
pared to a loose-leaf notebook in which new pages are from time-
to-time inserted and old ones replaced with new and better in-
formation.

In this sense the Master Plan is a system for reporting four
types of information. It is a mechanism for:

Reporting on the status and prospects of approved action pro-
grams;
Describing new action programs and revisions made to exist-
ing ones;
Identifying the resources required to continue the execution
of approved programs or to initiate action on new ones; and
Reporting on the direction and results of the continuing
study and research required to formulate new action pro-
grams or make basic changes to existing action programs.

The Master Planning Program is a continuing process for col-
lecting and evaluating this information. It is the array of this
information which is required for policy action and decision-mak-
ing; that is, the information needed in order to decide what shall
be done, what shall be done next, and how it shall be done.

This current revision of the Program for Mass Transportation is
an example of the dynamic nature of the planning process. It is

The 1969 Revision to the Program for Mass Transportation

The Contents of the Master Plan
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a result of the need to continue to revise and adjust plans in the
light of changing circumstances.

This revision is being issued at this time because;

The Authority has learned much from more than two years
of actual experience, actual experience in undertaking a large
scale development program. This experience has demon-
strated the need for some redefinition of projects and for a
more adequate provision for the continuing rapid escalation
of construction costs.
The communities affected and other public agencies involved
with the Authority have benefited from actually working to-
gether on common problems. As a result, the Authority is
now better prepared to estimate the many costs involved
which are peripheral to actual transit operations, but are
essential to sound community development and can most
efficiently be provided in conjunction with transit project con-
struction.
The scheduling of the complex interagency improvement pro-
jects are subject to constant adjustment. The Authority’s Pro-
gram must be periodically revised to acknowledge these ad-
justments.

The Eastern Massachusetts Regional Planning Project, a joint
undertaking of the Massachusetts Department of Public Works,
the Massachusetts Department of Commerce and Development,
the Metropolitan Area Planning Council, and this Authority, has
been the vehicle by which the sponsoring agencies have developed
a regional development and planning process which relates com-
prehensive transit needs to those of highways and, in turn,
relates both to total regional growth trends and potential.

Since the issuance of the 1966 Program, the EMRPP has pro-
duced two basic documents, Guides for Progress: Development Op-
portunities few Metropolitan Boston, prepared by the Metropolitan
Area Planning Council, and a Recommended Highway and Transit
Plan prepared by the Massachusetts Department of Public Works
in collaboration with the Authority.

The Interagency Planning Process
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The 1966 transit plans were based on 1963 traffic data developed
by the Eastern Massachusetts Regional Planning Project. Pre-
liminary 1990 traffic forecasts have since become available from
the EMRPP for the analysis resulting in this revision. The trans-
portation network contained in the Recommended Highway and
Transit Plan is now being subjected to rigorous analysis by the
Massachusetts Department of Public Works, and revised 1990 fore-
casts of transit travel resulting from this analysis will become
available soon.

The proposals contained in this report are subject to further
review and analysis when the Department of Public Work’s net-
work analysis has been completed.

The 1966 estimates for operating revenue and operating costs
are based upon the initial traffic estimates and preliminary op-
erating schedules. Since the traffic forecasts used for this report
are also of a preliminary nature, a reworking of the operation
costs and revenues will be undertaken upon receipt of the above
described traffic data, consistent with the continuing nature of the
planning process.

This current revision of the 1966 Program address itself prim-
arily to an updating of capital costs. The capital cost estimates
and location studies contained in this report represent, for most
projects, the results of up to two years of detailed engineering
studies made by the Authority’s independent consulting engineer-
ing firms in collaboration with the Authority’s staff. The capital
cost estimates of the rapid transit extension projects are now
based on, for the most part, detailed, preliminary engineering
plans, and some are based upon completed construction plans and
specifications. And, learning from the experience of the past two
years, the inflation factor used in these cost estimates is now 6%
per year.

In summary, the Authority’s Master Planning Program is a
dynamic action process which addresses itself to the continuing
reassessment of projects in being as well as the development of

Conclusions

Cost and Revenue Estimates
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new projects essential to the provision of adequate mass trans-
portation services to a growing and changing metropolitan area.
This dynamic process results in, from time-to-time, the issuance
of a revision in the Authority’s overall guide to its continually
changing and adjusting development program, its Program for
Mass Transportation.

The principal elements of the 1966 Program for Mass Trans-
portation consisted of proposals to build five extensions to the
rapid transit system. Extension of the basic rail rapid transit
system is also the major element of this revision.

All rapid transit extension projects approved earlier by the Ad-
visory Board remain in the revised program;

The terminal of the Haymarket-North Extension remains at
Oak Grove. Flexibility to accommodate three alternative
means for providing express service for riders from north of
Oak Grove has been maintained in the project.
The Southwest Corridor project has been substantially in-
creased in scope to provide for rapid transit service to Route
128 in both Needham and Canton by 1975.
The Harvard-Alewife project is undergoing complete redesign
in collaboration with the City of Cambridge to enable the
twin objectives of improved transit service and community
development to be achieved in harmony.
The South Shore project has been required to absorb sub-
stantially more costs for upgrading the existing Red Line
than was expected to be necessary in 1966. The terminal of
the project currently under construction will be South Brain-
tree.
The proposal for serving the Somerville Corridor with rail
rapid transit advanced in 1966 has been deferred until the
feasibility of extending a branch of the Orange Line to West
Medford can be determined.

THE STATUS OF AND PROPOSED CHANGES IN APPROVED
RAPID TRANSIT EXTENSION PROJECTS

Summary
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The Mattapan project remains in the Program as approved in
1968.

The Haymarket-North Extension remains a proposal to replace
the Charlestown-Everett elevated structure by an extension from
Haymarket Square under the Charles River along the Boston and
Maine Reading Line to a terminal at Oak Grove, Malden, near the
Melrose town line.

A three track line throughout the length of the line from the
northerly portal of the Charles River tunnel to Oak Grove is now
under design to permit either the possible continuation of parallel
railroad service from Reading to North Station or the use of the
third track for express electrified rapid transit service from Oak
Grove. These options are being evaluated in comparison with the
base option of constructing a two track system initially.

The capital cost of this project, including 50 new air-conditioned
oars, the modernization of the existing Orange Line fleet, and the
acquisition of the Boston and Maine Railroad Reading Line right-
of-way from the North Station yards to Wilmington Junction, is
now estimated to cost, in 1969 dollars . . .

$166,500.00.

In the 1966 Program, the Southwest Corridor Project consisted
of the relocation of the Orange Line from the Washington Street
elevated onto the right-of-way of what is now the New Haven
Main Line of the Penn Central Railroad from the Back Bay to
Forest Hills, and its extension along what is now the Needham
Branch of the Penn Central Railroad as far as the VFW Park-
way in West Roxbury. The transit line would be in the median
of Interstate 95 between Jackson Square, Roxbury, and Forest
Hills. The approved project also provided for the preparation of
the median of Interstate 95 for possible future transit construc-
tion southerly from Forest Hills to Readville,

The Eastern Massachusetts Regional Planning Project has urged
in its Recommended Highway and Transit Plan, that the Orange
Line be extended to Route 128 in Needham and to Route 128 in

Haymarket-North

Southwest Corridor
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the Canton-Norwood area before 1975 to help relieve the projec-
ted traffic congestion in that rapidly growing sector of the region.

This recommendation has been followed and the project as now
proposed includes extensions to terminals at the intersection of the
Penn Central Needham Branch and Route 128 and in the vicinity
of the Route 128 Railroad Station on the Penn Central’s New
Haven Main Line.

The capital cost of this project, including 100 new air-condi-
tioned cars and all required land acquisition, is now estimated, in
1969 dollars, at .

.
.

$201,900,000.

The project remains as approved in 1966, a proposal to extend
the Cambridge-Dorchester Red Line from Harvard Square to a
new terminal located in the vicinity of Alewife Brook Parkway
near the intersection of the municipal boundaries of Cambridge,
Belmont, and Arlington.

In principle, the project has met with almost universal approval
and is considered to be a high priority project. However, events
have occurred which resulted in delaying final design and actual
construction. As proposed by the Authority, the route would be
in a cut-and-cover tunnel under Massachusetts Avenue from Har-
vard Square to Porter Square and then on the surface along the
Boston and Maine Fitchburg Division right-of-way to Alewife
Brook. The City of Cambridge has requested a postponement of
further design and construction pending consideration of some
alternatives in alignment, grade and method of construction.

The Authority and the City of Cambridge have agreed to enter
into a cooperative agreement to resolve differences in a mutually
satisfactory manner.

The cost of the project cannot be accurately estimated until
one of the options now open has been selected. The costs of the
various options range upward to more than $200,000,000. For
purposes of funding the project in this revised Program, it is be-
lieved that a satisfactory compromise solution can be agreed upon
which would cost the Authority no more than, in 1969 dollars . . .

$157,300,000.

Harvard-Alewife
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The project as approved in 1966 was to be a branch extension
of the Cambridge-Dorchester Red Line service from the southerly
subway portal in the vicinity of Boston Street, Dorchester, to a
new terminal located near the junction of Route 18 and the South-
east Expressway in South Weymouth.

The project now under construction will terminate at South
Braintree, with construction to South Weymouth deferred. The
project as revised now includes more extensive signal, power and
communication improvements in the Cambridge/Dorchester sub-
way and on the Ashmont Branch of the Red Line than was ex-
pected to be necessary when the project was approved in 1966.
The project also includes the funding of a new central communi-
cation center at Dewey Square although the facility will actually
serve the entire rapid transit system.

Including these improvements in the existing Red Line and the
construction of the Dewey Square communications center, the cost
of this project is now estimated, in 1969 dollars, at $111,600,000.

The project as approved in 1966 consisted of an extension of
Green Line streetcar service from near the present Lechmere
terminal of the line to Washington Street in Somerville.

In the first half of 1967, an engineering feasibility study of
the approved Somerville Extension was conducted. Feasibility of
the project was contingent upon institution of a suburban com-
muter railroad shuttle to a terminal at Washington Street, Som-
erville as proposed in 1966. Since this shuttle service proposal
has not met with either public or official acceptance, plans for
the extension were not pursued.

The traffic forecasts available for the 1966 Master Plan indicated
that further extension from Washington Street to West Medford
or Winchester could not be justified at that time. The Eastern
Massachusetts Regional Planning Project has since tested two plans
for extending rail rapid transit beyond Lechmere further into the
Somerville-Winchester Corridor, one consisting of the Green Line

South Shore

Somerville-West Medford
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extension to Washington, and the other an extension of the Blue
Line rapid transit via Bowdoin Square and Stamford Street to
Ball Square, Somerville. Neither plan generated a sufficient in-
crease in transit riding to justify construction.

A proposal to serve the Somerville Corridor by constructing
a branch of the Orange Line along the New Hampshire Division of
the Boston and Maine Railroad as far as West Medford has now
been advanced. This proposal is worthy of further detailed engi-
neering analysis.

This current revision to the Program for Mass Transportation
therefore proposes deferment of the approved Somerville exten-
sion project until completion of the feasibility study of an Orange
Line Branch through Somerville to West Medford.

The Mattapan plan as approved by the Advisory Board in Feb-
ruary, 1968, provides for the extension of the present Catn-
bridge/Dorchester rapid transit line from its present terminal at
Ashmont to a new terminal at Mattapan. The trolley service would
be replaced with rapid transit and the need for a passenger trans-
fer at Ashmont would be eliminated.

The present streetcar storage and repair facility at Mattapan
would be replaced by one in which the inspection, maintenance,
repair, and storage of rapid transit cars could take place. This
Mattapan facility would provide technical support for the entire
Red Line until the proposed Aiewife Brook yards and shops are
opened. Once the Aiewife Brook facility is in operation, the exist-
ing Codman Yard near Ashmont would be phased out and Mat-
tapan would revert to a lesser role of providing facilities for
scheduled inspections, emergency repairs, and storage of some
cars.

Actually, the Mattapan site was not the Authority’s choice for
the relocation of the Bennett-Eliot maintenance shops and storage
yards. Earlier studies indicated that Codman Yard was most favor-
able from an operating cost point of view. When considering over-
all operating efficiency then certainly the original site, Bennett-
Eliot, is most favorable. In order for the Authority to continue its
maintenance and car storage functions at the Bennett-Eliot loca-

Mattapan
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tion, the Kennedy Library would have to be constructed in the
air rights over the yards. Since the Authority’s initial plans for
relocating the Red Line shops have not been supported by either
the communities or authorities concerned, it had no choice at that
time, but to select the Mattapan site. However, 'the entire matter
is now under restudy. As part of this reevaluation, the feasibility
of utilizing the Penn Central’s New Haven Division yard south
of South Station will be reexamined.

The capital cost of the Mattapan project is estimated, in 1969
dollars, at $14,500,000.

In its emphasis on rapid transit extensions, the 1966 Program
tended to overlook the critical need in other elements of the
total regional mass transportation system.

In matters relating to modernizing or replacing existing stations,
vehicle support facilities, rolling stock, fare collection equipment,
signals and communications, power generation and distribution, and
other existing equipment and facilities, the expenditure of $57,-
900,000. was proposed.

The revised program emphasizes the need to accelerate the
renovating of these facilities immediately. Accordingly, it is now
proposed to expend a total of $176,000,000. for these purposes.

The 1966 approved program for station modernization consisted
of two phases: an initial $9.1 million federally aided program
and an additional allocation of $6 million. Major work was planned
at 18 stations and 22 were classified for minor upgrading. Major
modernization and improvements included new fare collection equip-
ment, public address and television surveillance, rest rooms and
complete refurbishment of all station interiors.

Since the design of the first pilot station (Arlington Street)
was started in the spring of 1965, the Arlington, Airport, Bow-

THE STATUS OF AND PROPOSED CHANGES IN
OTHER APPROVED CAPITAL PROJECTS

Summary

Station Modernization
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doin, Aquarium, Government Center Blue Line and Government
Center Green Line stations have been completely modernized. The
Maverick, Orient Heights, Fields Corner, Columbia, Copley, Pru-
dential, and Haymarket Green Line stations are now in the con-
struction stage.

It is now proposed that all 25 stations which will remain per-
manently in the system be given major modernization treatment.
On the Red and Orange Lines this will include lengthening the
platforms to permit the operation of six-car trains.

On the basis of experience gained to date in station moderniza-
tion work, the total cost of completing the modernization of all
stations in the system, in 1969 dollars, and including some exten-
sive work required at the downtown State and Washington sta-
tions is estimated at $60,200,000.

The 1966 Program indicated the need for four new consolidated
bus garages, but included a proposal for funding only the first
two. This revision contains a total facilities configuration plan
which spells out in depth the scope of modernization expansion
and development required through 1975.

In developing the plan, emphasis is placed on vehicle support
facilities for both buses and surface cars. Rapid transit facilities
are discussed within the individual projects. The program also out-
lines the Authority’s plans for modernizing its plant maintenance
facilities.

The following paragraphs highlight the major items of the sup-
port facilities program. Because of the dependency on supporting
studies not yet concluded, the “Facilities Plan” will require contin-
ual adjustment.

A primary objective in carrying out the program will be to
phase out as quickly as consolidation and replacement will allow
the following facilities:

Somerville Garage, Arlington Heights Yard, Eagle Street
Garage, Bennett Street Trackless Trolley Facility, Fells-
way, and Bartlett Street Garages.

It is proposed that these facilities be completely abandoned over
the next five years.

Program for Vehicle Support Facilities
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Replacements will be provided by the consolidation of bus stor-
age and servicing into four new facilities to be strategically located
either in the major transit corridors or in the central area.

New facilities will be constructed on the Authority’s property
at Charlestown (300 buses), Albany Street (200 buses), Arbor-
way (300 buses), and at the Alewife Brook Transit Complex
(300 buses).

The facilities program also contains plans for construction of a
new surface rail oar shop at Riverside and extensive moderniza-
tion of the facility at Reservoir.

To be undertaken as part of the proposed North Central Gar-
age at Charlestown is a program for modernization of the plant
maintenance facilities at that location. Removal of some struc-
tures over 100 years old will allow for constrction of the new bus
garage and maintenance facilities.

As a separate study, the feasibility of centralizing the rapid
transit maintenance function at a single site will again be reviewed.
As part of this review, the feasibility of utilizing the Penn Cen-
tral’s New Haven Division yard, located to the south of South Sta-
tion, will be reexamined.

In total, the vehicle support facility program is estimated to be,
in 1969 dollars, $22,500,000.

It is proposed to retire each unit in the bus fleet at the end of
twelve years of use. This requires the purchase of 100 new buses
per year. This program also proposes the replacement of the re-
maining obsolete portions of the rapid transit and streetcar fleets
with modern vehicles.

The proposals included in the 1966 Approved Program for re-
placing the Riverside streetcar equipment and the 48 cars on the
Blue Line which were built in 1923 remain in this revised Pro-
gram. Because of anticipated increases in riding resulting from
the proposed reorganization of feeder bus lines, more vehicles
will be required for those lines than was estimated in 1966.

Since plans still provide for converting the Riverside line to high
platform rapid transit which would require high platform vehicles,
the new low platform cars would be transferred at that time to other

Revenue Equipment Replacement Program
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Green Lines, permitting the retirement of the inefficient street-
cars.

In summary, the program calls for
New buses (100 buses per year @ $3,700,000
per year for seven years (1969 through 1975)
and 300 buses already acquired $35,500,000.

130 new low platform rail cars, for use
initially on the Riverside line 16,250,000.
36 new Blue Line cars, to replace 48 cars
built in 1923 5,940,000.

Equipment component replacements already
expended and modernizing of 40 Blue Line cars 5,990,000.

Total $63,680,000.

This project is intended to provide for numerous capital items,
both as original equipment and for essential replacements, which
will be required to maintain satisfactory and efficient operations.
Many of the proposed items will result in a marked improvement
in efficiency and lowering of operating costs.

The funding for some of the items is included in the various
line extension projects, but they are mentioned here because they
cut across all of those projects. They are discussed in more detail
in the Staff Supplementary Report.

Following is a brief list of the proposed improvements

Installation of an electronic fare collection system on all ap-
proved line extensions, plus existing stations on those lines.
Funding is included in the estimates for the rapid transit
extensions.

Various improvements on lines not covered by the approved
construction program are required. These include such items
as widening projects on Commonwealth Avenue and Hunting-
ton Avenue, improved lighting, fencing, signing, cross drives,

Program tor Improvements to Other Equipment and Facilities

Fare Collection :

Existing Rights-of-way
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and passenger shelters, etc. Some funding is included in the
CASS and Yards and Shops budgets.

Signals and Communications
Proposed improvements include:
Modern signals and other controls for the Blue Line to provide
centralized supervision of train operation equal to those being
provided as part of the Red and Orange Line extension proj-
ects, and equipment for new signal repair facility at 'the pro-
posed Wellington shop. Similar improvements for the Green
Line are under study by the CASS Project.
Two-way train-to-central headquarters radio communications
equipment for the Blue Line, Green Line, and entire bus fleet
not already equipped; centralized supervision system for bus
fleet; police radio for use between headquarters and men;
and facilities for central headquarters at new Dewey Square
building.

Power Generation and Distribution
It is proposed that the present law which prohibits the Auth-
ority from disposing of its generating facilities be repealed
and that the Authority purchase 60-cycle power from other
utilities. This would permit the retirement of the Authority’s
obsolete and costly power generating facilities. Conversion
would require the modernization of 13 existing substations to
accept 60-cycle power.

In total, the cost of making the required improvements to other
equipment and facilities is estimated, in 1969 dollars, at

.$26,224,000.
As separate capital projects the following expenditures are also

included in the Program as revised:
Non-Revenue Equipment
Acquisition of necessary equipment to handle expanded main-
tenance requirements, and to reduce costs, such as trucks,
snow plows, compressors, wreckers, inspection cars, lifts,
cranes, and special machinery $2,808,000.
Office Furniture and Office Equipment $556,000.
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The Authority was directed by Section 7 of Chapter 728 of the
Acts of 1968 to prepare three alternative programs for continuing
service to the areas now served by the Boston and Maine and
Penn Central Railroads under the terms of their service contracts
with the Authority.

These alternative programs have been prepared and submitted
in a separate report to the Advisory Board as directed by the
legislation.

The capital costs of the three alternatives, exclusive of land
costs, as submitted to the Advisory Board are as follows:
Plan A: Railroad Suburban Commuter Program $9,461,922.
Plan B: Bus Suburban Commuter Program $6,283,700.
Plan C: Composite Suburban Commuter Program $18,588,662.

The cost of acquiring rights-of-way for these alternative pro-
grams is discussed in the following section.

For purposes of developing an adequate, comprehensive and in-
tegrated capital funding program, the capital costs which would
be incurred if Plan C, the favored plan, were adopted are included
herein, are $18,600,000.

In February 1968 the Advisory Board issued a white paper
which recommended that the Commonwealth of Massachusetts es-
tablish a special fund for the purchase of railroad rights-of-way.
The fund would be administered by the Department of Public
Works, and the rights-of-way would be held in a land bank to be
withdrawn for use for public purposes in the future as required.

The Authority concurs in this recommendation and proposes
that the Commonwealth of Massachusetts establish such a fund in
the amount of $150,000,000.

It should be noted that the Alternative Suburban Commuter
Service Programs assume the existence and application of such a
fund, and the cost estimates for the alternative programs do not
include the cost of any railroad rights-of-way. If the proposed land
bank fund does not materialize, the cost of the suburban commuter

PROPOSED NEW CAPITAL PROJECTS

Suburban Commute.r Service Program

Acquisition of Railroad Rights-of-way
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program alternatives would be increased to include the cost of
buying or leasing rights-of-way.

The cost estimates for the proposed rapid transit extension proj-
ects, on the other hand, include the costs of rights-of-way, and
should the fund be available for use, the individual project costs
could be reduced.

Continuing studies underway include the feasibility of:
Extending the Blue Line to the Western Corridor by means
of converting the Riverside Line to high platform rapid transit.
Extending the Blue Line north to the Pines River to permit
a direct interception of automobile traffic from Interstate 95
now under construction.
Extending rail transit service to Needham via Cook’s Junction.

The Central Area Systems Study is determining ways of improv-
ing the quality and efficiency of Green Line service in the Central
Subway.

The process of designing and instituting feeder bus improve-
ments continues with the objective of more fully integrating the
bus service within the Authority’s district.

Relationships with private carriers are constantly reassessed to
assure that private carriers are used effectively and that the ac-
quisition is accomplished smoothly when and if necessary to meet
Federal and State statutory requirements.

Although extensively committed to existing technologies because
of the heavy investment in existing facilities, the Authority is
maintaining a constant awareness of the emerging new techniques
of mass transit for possible application in the Boston area.

Two Corridors (Western and Northeast) did not have any rapid
transit extension projects included in the 1966 Program for Mass
Transportation.

The Recommended Highway and Transit Plan of the Eastern
Massachusetts Regional Planning Project recommends consideration

Feasibility Studies for Additional Rapid Transit Lines

CONTINUING STUDIES
Summary
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be given to extending Blue Line rapid transit service from the
North Shore to the proposed middle circumferential highway in
the vicinity of the Wellesley-Natick line via a high platform rapid
transit line along the Highland Branch, or os an alternative,
along the Penn Central Railroad’s Boston and Albany right-of-way.

Such a project would require conversion of the Riverside Line
to high level platforms, would provide better downtown distribu-
tion for both lines, and would provide the Airport with direct
service from the western suburbs.

Although provision of rail transit service to Needham is being
proposed as a part of the Southwest Corridor Project, via the
Needham Branch of the Penn Central, the study of providing rail
transit service to Needham via Cook’s Junction is being included in
the Western Corridor Analysis as an alternative to the proposed
Orange Line Needham Branch.

The Eastern Massachusetts Regional Planning Project’s Recom-
mended Highway and Transit Plan also recommends early con-
struction of a one-mile extension from the present Blue Line ter-
minal at Wonderland to the vicinity of Route 107 at the Pines
River in Revere, with a major parking lot and access ramps to
Route 107 and Interstate 95.

The study of Blue Line improvements also include examining
the possibility of:

Construction of an express transit track from Pines River to
Airport Station in the median of the proposed Northeast
Expressway, which would be needed to serve the proposed
third Harbor Crossing.
A transit lines from the vicinity of the present Airport
Station into the Logan Airport Terminal area.

Feasibility studies of ail the above described projects are now
underway. They are financed as part of the Central Area Systems
Study, described in the following section.

The Authority operates six street car lines, five of which use
the Central Subway, using 343 PCC type streetcars. The routes
using the Central Subway are Watertown, Commonwealth Avenue,

Central Area Systems Study
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Beacon Street, Riverside and Huntington Avenue. The sixth PCC
route is the Ashmont-Mattapan line.

The 1966 Approved Program stressed the need for better down-
town transit distribution:

“.
. . it appears at present that considerable effort will be

needed in the regional center in and near downtown
Boston and Cambridge to provide better downtown transit
distribution and meet the potential demands for service in
future years as well as to remove the remaining Green
Line elevated structure on Causeway Street at North Sta-
tion. While the strain on capacity on most lines will be a
general problem, there will be the specific problem of
determining the best way to renew the extremely valuable,
but now obsolete and costly-to-operate Green Line street-
car subway-and-surface system. There is the specific prob-
lem of seeking to relieve the operating losses on East
Boston’s Blue Line, providing better downtown distribution
for the Blue Line, and make the Airport service more
attractive and directly accessible to more transit riders.”

The Central Area Systems Study Project, or CASS, is now
underway, addressing itself to these questions.

By far the most serious existing problem in the downtown
area occurs on the Green Line, the subway portion of which is
known as the “Central Subway.” The CASS project therefore is
concentrating on the Green Line, which carries approximately 250,-
000 passengers per day, the highest of any of the downtown sub-
ways, and which is the least well-equipped of the downtown sub-
way lines to handle this volume of traffic.

The scope of the CASS Study is sufficiently broad so that a
large number of alternatives, including the possibility of convert-
ing the Green Line to high level platform, can be reviewed.

The budget for the CASS project is .$2,000,000.

Feeder Bus System Improvements
At the time of the approval of the 1966 Program, the Authority

operated 129 feeder bus lines in 14 cities and towns with a fleet
of 800 buses. Through the acquisition of the Eastern Massachu-
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setts Street Railway Company, this has been increased to 230
routes in 49 cities and towns within the Authority’s district and
four outside the district, and the Authority’s bus fleet has been
increased to 1,143.

In the past year, the Authority’s attention has been directed to
integrating the former Eastern Massachusetts Street Railway Com-
pany’s routes with the other Authority routes, and with developing
feeder bus routings to support the program for suburban commuter:
service to be selected for implementation from among the three
alternative programs that have been submitted to the Advisory
Board.

The development of a comprehensive feeder bus system for the
Authority’s district continues. An important input to the study
will be the selection and implementation of one of the alternative
suburban commuter service programs.

Coordination and Integration of Private Carriers
The Authority’s policy with respect to private carriers was stated

as follows in the 1966 approved Program;
While a direct approach for the Authority could be to ac-
quire all the non-Authority urban and suburban bus and
rail commuter services, the policy is to encourage private
firms to remain in business as long as it is economi-
cally justified and in the best interests of the taxpayers
and the traveling public.”

This remains the Authority’s policy.
Proposals with respect to both railroads and bus suburban com-

muter service have been advanced in the three alternative sub-
urban commuter service programs. Relations with specific private
carriers will depend largely on which of those alternatives or
modifications thereof is selected for implementation.

Since the 1966 Program was developed the Authority found it
necessary, as it expanded its own rapid transit lines into territory
previously serviced by the Eastern Massachusetts Street Railway
Company, to acquire the assets of that company in order to as-
sure both labor and private management of equitable treatment
under the provisions of both State and Federal Law.
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It is anticipated that, in order to comply with statutory require-
ments, further acquisitions will be necessary as the transit de-
velopment program is implemented.

It is proposed therefore that funds set aside for the purposes
of acquiring private carrier assets, including the $6,700,000. ex-
pended to the Eastern Massachusetts Street Railway Company be
established at $11,700,000.

Consideration of Other Vehicle Systems
Major improvements in public transportation equipment have

evolved in recent years. These developments demand a continual
reassessment of the Authority’s present and future physical facil-
ities (rolling stock, rights-of-way, system design, and system philo-
sophy). The necessity for keeping abreast of transit innovations,
new equipment and concepts as well as their applicability, availabil-
ity, and adaptability to the problems of the region cannot be
overstressed.

The Authority recognizes the importance of maintaining an
awareness of these transit innovations and of being responsive to
the implications they present. However, no new system can hope to
offer a “cure all” solution for commuter and other transportation
problems. Almost without exception, all of the vehicular systems
investigated with one exception (the Starrcar) provide essentially
the same functions of transportation from fixed locations, usually
along fixed routes, to other fixed locations, according to a predict-
able schedule. Since it is virtually certain that some of the im-
provements surveyed will be implemented in the near future, the
Authority recognizes that it has a duty to continually appraise
all these devices objectively with regard to the requirements of its
own system.

Changing travel patterns and land uses within the Metropolitan
Core and at its extremities tend to push fixed lines into obsoles-
cence, under-utilization, or misalignment in relation to new popula-
tion concentrations. These developments force the consideration
of new methods, new concepts, new equipment to better serve
the present and prospective transit traffic. However, it must
also be recognized that complete abandonment of subways is econ-
omically unfeasible because of the extensive investment in a transit
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network already in place. For this reason, Boston’s choice of transit
systems is limited to those that are evolutionary.

Keeping this restriction in mind, the Authority has conducted
a survey of and has evaluated currently available and proposed
mass transportation technological advances. These fall into sev-
eral categories:

Urban and suburban bus systems.
Downtown distribution systems.
Small-car transit systems.
Evolutionary improvements in conventional mass transit sys-
tems and in railroad commuter equipment.

All of the above systems are described in the Staff Supplemen-
tary Report.

The foregoing set of proposed capital projects results in a total
estimated cost, in 1969 dollars, of $882,300,000. Adding a factor
for an estimated inflation of 6% per year, the total capital needs
are estimated to be $998,700,000 assuming completion of the total
program by 1975. Any delay in project starts or stretch-out in
construction beyond that year would increase the total capital needs.

In capital budgeting terms, itemizing the proposed work into
capital projects, the capital funding requirements are as follows:

January 1969
Number Capital Project Name Estimated Cost in Millions

10 Construction Administration (X) 5 17.2
11 Haymarket-North 166.5
14 South Shore 111.6
15 Yards and Shops 22.5
16 Mattapan Extension 14,5
17 Central Area Systems Study 2.0

20 Improvements to Existing Plant 26.2
22 Harvard-Alewife 157.3
25 Southwest Corridor 201.9

CAPITAL FUNDING REQUIREMENTS

Capital Budget
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Capital Funding Requirements (cont.)

January 1969
Number Capital Project Name Estimated Cost in Millions

29 Station Modernization 5 60.2
30 Revenue Equipment 63.7
31 Acquisition of Private Carrier Assets 11.7
32 Service Contracts 5.0
33 Non-Revenue Eqipment 2.8
50 Office Furniture and Office Equipment 0.6

Suburban Commuter Service Program 18.6i
Sub-Total $882.3

Contingency for Inflation 116.4

Program Total $998.7

(1) Consists of salaries and expenses for general capital program admin-
istration; feasibility, planning and engineering studies for overall ex-
pansion program; research and development studies; joint studies with
other agencies and related capital program administrative items.

The inflation contingency is calculated on the following draw-
down schedule:

Estimated Cost in Millions
Inflation TotalFiscal Year Base

1966 - 68 $133.3 $133.3
1969 100.3 100.3

1970 146.8 $ 8.8 155.6
1971 134.6 16.2 150.8
1972 ...„ 111.3 20.0 131.3
1973 .. 136.4 32.7 169.1
1974 73.9 22.2 96.1
1975 45.7 16.5 62.2

TOTAL „ $882.3 $116.4 $998.7

*

The Urban Mass Transportation Act of 1964, as amended, auth-
orizes Federal Grants to assist local transit capital improvement
projects on a matching basis of two-thirds Federal and one-third
Local. The amount authorized through June 30,1970 is $865,000,000.

Construction Schedules

Outlook for Federal Transit Funds
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The statutory limitation for any one state is one-eighth of the total
authorization, resulting in a $108,000,000. maximum possible
amount for Massachusetts until mid-1970.

As of this date, the Authority has received $57,400,000 in Fed-
eral aid for four capital projects. It has made final application
for $5l million to support a fifth project. Approval of this ap-
plication will use the remaining maximum funds available for
Massachusetts through the Fiscal Year 1970.

The approved projects are the Station Modernization Program;
an $18,000,000 phase of the Haymarket-North Extension (Haymar-
ket-Charlestown Tunnel); the first 150 buses of the Bus Replace-
ment Program; and the construction of the South Shore Exten-
sion, including the acquisition of the Eastern Massachusetts Street
Railway Company. All of these projects have received two-thirds
Federal Aid Grants since, on October 9, 1968, the Authority be-
came eligible for the full two-thirds funding of capital grants as a
result of meeting the Federal requirements for comprehensive plan-
ning.

The outlook for Federal appropriation beyond June 1970 must
be evaluated as it is essential to determining the amount of likely
future funds available for the programs. The outlook for Federal
funds after mid-1970 is encouraging, but the Authority must have
available sufficient local funds to match Federal grants. Federal
legislative actions indicate a continuing Federal Aid Transit Pro-
gram, and the Authority would be unwise not to schedule its
activity accordingly.

The funding schedule has assumed that the total level of ap-
propriations of $175 to $2OO million will be continued during
the next several years and that the Authority can reasonably ex-
pect to receive approximately $25 million.

On this basis it is assumed that an additional $100,000,000 in
Federal funds will be available through Fiscal Year 1975, for a total
Federal contribution of $208,400,000.

It can be seen from the foregoing that, if the proposed capital
program is to be accomplished by 1975, additional state funding
requirements are as follows:

Additional State Bonding Authorization Required
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*

Millions
$998.7Total Estimated Cost of Program

Present Bonding Authorization 225.0
$773.7

Federal Transit Aid Anticipated 208.4

$565.3
Other Income

Charlestown renewal assistance $12.0
Sale of Bennett - Eliot yard 7.4
Community costs reimbursed;

Boston Redevelopment Authority 2.3
South Shore 4.0 25.7

Additional Funding Required '.. $539.6

Of the estimated bonding authorization of $540,000,000, it is
proposed to have $375,000,000 State assisted and $165,000,000 to be
borne by the Authority as part of its Annual Current Expenses.
This is generally in the same ratio as the Authority’s present
bonding authorization of $225,000,000 of which $145,000,000 is
eligible for State assistance and $80,000,000 to be borne by the
Authority. Local Service debt would be assisted 50% and Express
Service debt would continue at 90.%

The schedule on the following page is the Tentative Funding
Schedule on Summary by Federal Fiscal Years (July 1 June 30)
which allocates all proposed sources of funds.

The legislative program proposed by the Authority would raise
sufficient funds to underwrite the State share of $375,000,000 by
increasing the motor vehicle excise tax in the Authority area.
This increase of $8 per thousand would be effective January 1,
1971, an additional $4 in 1972, and an additional $3 in 1973. This
plan would yield the necessary tax revenue of $22.5 million
annually beginning in 1976.

The Authority also submits two other alternatives, namely a
state-wide increase in the motor vehicle excise tax, which would
be approximately one-half the rate increase proposed in the Auth-
ority’s legislative program and increases in the tax on cigarettes
of 2 cents January 1, 1972 and an additional iy2 cents on January
1, 1974.

Proposed Source of Funding
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*

Under this Revised Program, the construction schedule of the rapid
transit extensions is estimated as follows:

Project Start Complete
South Shore 1966 1971
Mattapan 1969 1971
Haymarkct-North 1967 1973
Southwest Corridor 1968 1975
Harvard-Alewife 1971 1975

A draft of suggested legislation which, if enacted, would permit
the accomplishment of this Revised Program for Mass Transpor-
tation is attached.

Section 1 provides for an additional motor vehicle excise tax
to increase the amount available for state transportation aid to the
Authority and other carriers. The tax would apply only in the
M.B.T.A. area and would begin in 1971 at $8 per thousand. It
would increase to $l2 in 1972 and $l5 in 1973. Unlike gas taxes
and registration fees, the motor vehicle excise is not earmarked
by the constitution for the highway fund. Nevertheless, since the
Supreme Judicial Court has not determined the constitutionality
of an area tax, the bill should be submitted to the court for an
advisory opinion before it is adopted.

The appendix to the commentary contains possible alternative
taxes.

Section 2, defines “limited rail-bus service” for which a special
method of apportionment is provided in Section 3. The same
definition would work for any of the three suburban Commuter
Plans (A, B, and C) although the rail portion of the definition
would have no significance after the current year in the event
the all-bus plan (Plan B) is adopted.

Section 3 continues in force the present apportionment formula
for railroad service and makes it applicable to “limited rail-bus
service” as defined in Section 2.

RAPID TRANSIT EXTENSIONS CONSTRUCTION SCHEDULE

PROPOSED LEGISLATIVE PROGRAM

Commentary on Proposed M.B.T.A. Legislation
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Section k clarifies the purposes for which bonds may be issued
and permits rolling stock to be acquired and reconditioned from
the proceeds of state-aided bonds. Even if the all-bus plan is
adopted, this section would be a desirable clarification and sim-
plification.

Section 5 restates the limit on the bonds which the Authority
may issue. The present limit is $225,000,000 in all. The proposed
limit is $765,000,000, an increase of $540,000,000.

Section 6 increases the maximum principal amount of state
bond aid from $145,000,000 to $520,000,000, an increase of $375,-
000,000. This increase in state aid necessitates an increase in taxes
as provided in Section 1.

Section 7 authorizes state-aided bonds to mature on a level
debt service basis (similar to the usual home mortgage) or, in
the alternative, in accordance with a more rapid amortization
schedule, such as equal annual installments of principal as used by
the Authority in the past. Even with the increased taxes provided
by Section 1, it may be necessary to shift to a level debt service
schedule on future state-aided bonds in order to fit the debt
service within the available tax revenues. The present law also pro-
vides for level debt service, but not adequately. In effect, the
present law requires the maturity schedule to be computed on the
basis of the actual interest rates even though the rates cannot
be established until after the bonds are sold. The proposed Section 7
would permit the use of estimated rates and would also permit
reasonable rounding off.

Section 8 authorizes state aid for the interest on bond anticipa-
tion notes to the same extent as on bonds.

Section 9 extends state aid for the railroad operating subsidy
from July 31, 1969, to the end of the year and provides an addi-
tional $1,350,000 for this purpose. This is sufficient for the B & M
only, it being the intention of the Authority to discontinue the
New Haven subsidy on July 31.

Section 10 authorizes the Commonwealth to issue $150,000,000
bonds for the purpose of acquiring railroad rights-of-way as a
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“land bank.” These rights-of-way would later be made available
for highway or public transportation purposes as needed.

General. The proposed legislation requires a 2/3 vote in each
branch of the General Court. Also, since it provides for additional
taxes, it is a money bill and should originate in the House.
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The following are alternates to Section 1 of the bill. Alternate
1 applies the increased motor vehicle tax on a state-wide rather
than an area basis and cuts the rate in half. Alternate 2 sub-
stitutes an increase in the cigarette tax amounting to two cents
in 1972 and 1973 and three and one-half cents thereafter.

(Alt. 1)

Section 1 (a). Chapter sixty A of the general laws is amended
by inserting the following section immediately after section one;
Section IA. In addition to the excise imposed by section one,
there shall be assessed and levied on every motor vehicle and
trailer registered under chapter ninety, for the privilege of such
registration, an excise measured by the value thereof, as de-
fined and determined in accordance with this chapter, at the rate
of four dollars per thousand of valuation for nineteen hundred
seventy-one, six dollars per thousand for nineteen hundred seventy-
two, and seven and one-half dollars per thousand for nineteen hun-
dred seventy-three and each calendar year thereafter. Ail pro-
visions of this chapter relative to the assessment, collection, pay-
ment, abatement, verification and administration of the excise
imposed by section one, including exemptions and penalties, shall, so
far as pertinent, be applicable to the excise imposed by this sec-
tion. The excise imposed by this section, including sums received
as penalties, forfeitures, interest, costs of suits and fines attribut-
able thereto, shall be credited to the GeneralFund and used solely
toward meeting the requirements of section twenty-five B of chap-
ter fifty-eight; provided that there shall be deducted therefrom
expenditures for abatements or refunds attributable to such ex-
cise, including interest or costs paid on account of such abatements
or refunds, but excluding rebates under subparagraph (b) of sec-
tion twenty-five B of chapter fifty-eight. Receipts by the com-
monwealth under this section shall be so credited as received. Re-
ceipts by the cities and towns during each calendar year, less
the deductions prescribed above, shall be paid to the common-
wealth on or before the first day of April of the following year
and thereupon credited as provided above. At the time of making
said payment, the treasurer of each city or town shall file a report

APPENDIX TO COMMENTARY
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with the commissioner on a form prescribed by him showing the
computation of the amount paid.

(b) Section twenty-five B of chapter fifty-eight of the general
laws is amended by changing the portion prior to subparagraph
(a) to read as follows:

Section 258. The state tax commission shall, as hereinafter
provided, certify to the state treasurer for payment, from that
portion of the proceeds of the excise on cigarettes as authorized
by paragraph (b) of section twenty-eight of chapter sixty-four C
and from the proceeds of the additional excise on motor vehicles
and trailers as authorized by section one A of chapter sixty A, the
following:

(Alt. 2)

Section 1 (a). Chapter sixty-four Cof the general laws is amend-
ed by inserting the following section immediately after section
six: Section 6A. In addition to the excise imposed by section six,
there shall be assessed and levied an excise of one min per cig-
arette sold, imported or acquired (as the case may be) in nine-
teen hundred seventy-two and seventy-three and one and three-
quarters mills in nineteen hundred seventy-four and each calendar
year thereafter. Ail provisions of this chapter relative to the as-
sessment, collection, payment, abatement, verification, disposition
and administration of taxes, including report and penalties, shall,
so far as pertinent, be applicable to the excise imposed by this
section.

(b) Every manufacturer, wholesaler, vending machine operator,
unclassified acquirer, transportation company and retailer as defin-
ed in section one of said chapter sixty-four C, who on January
first, nineteen hundred seventy-two or seventy-four has any cig-
arettes on hand for sale shall make and file with the commis-
sioner of corporations and taxation within twenty days thereafter
a return subscribed under penalties of perjury showing a com-
plete inventory of such cigarettes and shall, at the time he is
required to file such return, pay an additional excise at the rate
of one mill per cigarette in nineteen hundred seventy-two and
three quarters of one mill per cigarette in nineteen hundred sev-
enty-four on all cigarettes upon which such additional excise has
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not previously been paid. All provisions of chapter sixty-four C
relative to the assessment, collection, payment, abatement, ver-
ification, disposition and administration of taxes, including pen-
alties, shall, so far as pertinent, be applicable to the excise im-
posed by this section.

(c) Paragraph (b) of section twenty-eight of said chapter sixty-
four C is amended by striking the language prior to the semi-
colon and substituting the following: “One mill of the excise im-
posed by section six and the full excise imposed by section six A
and a proportionate amount of all sums received as penalties,
forfeitures, interest, costs of suits and fines shall be credited to the
General Fund and used solely toward meeting the requirements of
section twenty-five B of chapter fifty-eight”.
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1

In the Year One Thousand Nine Hundred and Sixty-Nine.

An Act amending the law establishing the Massachusetts
BAY TRANSPORTATION AUTHORITY, PROVIDING FOR THE PURCHASE
OF RAILROAD RIGHTS OF WAY BY THE COMMONWEALTH AND
AUTHORIZING ADDITIONAL TAXES FOR TRANSPORTATION PURPOSES.

Be it enacted by the Senate and House of Representatives in General
Court assembled, and by the authority of the same, as follows:

1 Section 1 (a). Chapter sixty Aof the general laws is
2 amended by inserting the following section immediately after
3 section one: Section IA. In addition to the excise imposed
4 by section one, there shall be assessed and levied on every
5 motor vehicle and trailer registered under chapter ninety
6 which is subject to local assessment under this chapter by a
7 city or town within the area of the Massachusetts Bay Trans-
-8 portation Authority, an excise for the privilege of such regis-
-9 tration measured by the value thereof, as defined and determ-

-10 ined in accordance with this chapter, at the rate of eight
11 dollars per thousand of valuation for nineteen hundred sev-
-12 enty-one, twelve dollars per thousand for nineteen hundred
13 seventy-two, and fifteen dollars per thousand for nineteen
14 hundred seventy-three and each calendar year thereafter. All
15 provisions of this chapter relative to the assessment, collec-
-16 tion, payment, abatement, verification and administration of
17 the excise imposed by section one, including exemptions and
18 penalties, shall, so far as pertinent, be applicable to the ex-

-19 else imposed by this section. The excise imposed by this
20 section, including sums received as penalties, forfeitures, in-
-21 terest, costs of suits and fines attributable thereto, shall be
22 credited to the General Fund and used solely toward meeting
23 the requirements of section twenty-five B of chapter fifty-
-24 eight; provided that there shall be deducted therefrom ex-
-25 penditures for abatements or refunds attributable to such ex-
-26 cise, including interest or costs paid on account of such abate-

(Comnunnwraltlj of fflaiuitulnuirtte
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27 merits or refunds, but excluding rebates under subparagraph
28 (b) of section twenty-five B of Chapter fifty-eight. Receipts
29 by the cities and towns during each calendar year, less the
30 deductions prescribed above, shall be paid to the common-
-31 wealth on or before the first day of April of the following
32 year and thereupon credited as provided above. At the time
33 of making said payment, the treasurer of each city or town
34 shall file a report with the commissioner on a form pre-
-35 scribed by him showing the computation of the amount paid.
36 (b) Section twenty-five Bof chapter fifty-eight of the gen-
-37 era! laws is amended by changing the portion prior to sub-
-38 paragraph (a) to read as follows;
39 Section 258. The state tax commission shall, as hereinafter
40 provided, certify to the state treasurer for payment, from that
41 portion of the proceeds of the excise on cigarettes as authori-
-42 zed by paragraph (b) of section twenty-eight of chapter sixty-
-43 four C and from the proceeds of the additional excise on motor
44 vehicles and trailers as authorized by section one A chapter
45 sixty A, the following:

1 Section 2. Section one of chapter one hundred sixty-one
2 A of the general daws is amended by inserting the following
3 definition Immediately after the definition of “express serv-
-4 dee”: “Limited rail-bus service”, commuter railroad pas-
-5 senger service and service on any bus line which runs in the
6 aggregate for more than six miles on limited access highways
7 or expressways (toll or free) or as express service as defined
8 above, Including any local service portion of any such bus line.

1 Section 3 (a). Section eight Aof said chapter one hundred
2 sixty-one A is amended to read as follows: Section BA.
3 Notwithstanding any contrary provision of law, the net cost,
4 after applicable state aid, of limited rail-bus service shall
5 be apportioned as follows:
6 Twenty-five percent thereof shall be assessed upon all cities
7 and towns comprising the authority’s territory in the propor-
-8 tion which the number of commuters in each said city or
9 town bears to the total number of commuters in ail of said
9 cities or towns. The number of commuters, as defined in sec-



1969.] SENATE —No. 1270. 139

10 tion one, shall be determined in accordance with the latest
11 decennial census made by the United States Department of
12 Commerce. If said census does not provide the necessary
13 data for determining the number of commuters, the authority
14 shall determine the number of commuters by some accurate
15 and otherwise appropriate method.
16 The remaining seventy-five percent shall be assessed upon
17 each such city or town in proportion to the respective num-
-18 ber of residents of such city or town boarding within the
19 area constituting the authority during the applicable period
20 on limited rail-bus service operated by or under contract with
21 the authority; provided, however, that the number of riders
22 boarding at the North Station, the South Station and the Back
23 Bay Station in the city of Boston and outbound bus riders
24 boarding in Boston shall not be included for the purpose of
25 determining such assessments. The number of residents of each
26 city or town boarding on limited rail-bus service shall be de-
-27 termined by the authority on the basis of such samples, sur-
-28 veys and other counts and estimates as the authority deems
29 reasonable and practicable. For the purposes of this para-
-30 graph, those boarders who are non-residents of the area con-
-31 stituting the authority shall be counted as residents of the
32 city or town in which they board.
33 The income and expense included in the computation of the
34 net cost of limited rail-bus service under this section shall
35 be excluded from the computation of the net costs or net
36 savings of express and local service, but debt service on bonds
37 issued under clause (2) of section twenty-three shall be in-
-38 eluded in the net cost of express service to be assessed under
39 section eight of said chapter.
40 (b) This section shall be applicable to service provided dur-
-41 ing the current fiscal period and thereafter and shall super-
-42 sede section two of chapter seven hundred twenty-eight of the
43 acts of nineteen hundred and sixty-eight.

1 Section 4 (a). Clause (1) of the first paragraph of
2 section twenty-three of said chapter one hundred sixty-one A
3is amended to read as follows: ( 1 ) To acquire, plan, design,
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4 construct, reconstruct, alter, recondition and improve mass
5 transportation facilities and equipment for express service
6 for use by or under contract with the authority.
7 (b) Clause (3) of the first paragraph of said section
8 twenty-three is amended to read as follows: (3) (a) To ac-
-9 quire, plan, design, construct, reconstruct, alter, recondition

10 and improve mass transportation facilities and equipment
11 for local service for use by or under contract with the
12 authority and (b) to provide relief to any private company,
13 whether by agreement or arbitration award, under the pro-
-14 visions of section fourteen;
15 (c) Clause (4) of the first paragraph of said section
16 twenty-three is amended to read as follows: (4) To pay any
17 such purpose may also be issued under any other provision
18 of this section.

1 Section 5. The third paragraph of said section twenty-
-8 three is amended to read as follows; Not more than seven
3 hundred sixty-five million dollars of bonds shall be issued
4 by the authority under clauses (1), (2), (3) and (4) above,
5 including not more than five million dollars of bonds under
6 clause (2).

1 Section 6. Section twenty-eight of said chapter one
2 hundred sixty-one A is amended by changing the amount
3 stated in clause (A) thereof from “one hundred and forty-
-4 five million dollars” to “five hundred twenty million dollars.”

1 Section 6. Section twenty-eight of said chapter one hund-
-2 red sixty-one A is amended by changing the amount stated
3 in clause (A) thereof from “one hundred and forty-five mil-
-4 lion dollars” to “five hundred twenty million dollars.”

1 Section 7. Said section twenty-eight is further amended
2 by changing the second paragraph to read as follows: Any
3 debt service on bonds issued by the authority, for which
4 contract assistance is provided, shall mature serially begin-
-5 ning not later than ten years after the date of issue and end-
-6 ing not later than forty years after the date of the bonds,
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7 so that the amounts payable in the several years for prin-
-8 cipal and interest combined shall be as nearly equal as in the
9 opinion of the authority it is practicable to make them or,

10 in the alternative, in accordance with a schedule providing
11 a more rapid amortization of principal.

1 Section 8. Said section twenty-eight is further amended
2 by adding the following paragraph at the end: Pursuant to
3 any such contract, the executive office may also provide for
4 financial assistance by the commonwealth to the authority
5 with respect to interest on bond anticipation notes, provided
6 that the bonds anticipated are eligible as to purpose and
7 amount for contract assistance under clause (A) above and
8 provided further that the percentage limitations applicable
9 to the bonds under clause (A) shall also apply to the notes.

10 Notwithstanding any contrary provision of this chapter, an
11 amount paid by the commonwealth under this paragraph
12 shall not be assessed on the cities and towns and shall not
13 be treated as part of the net cost of service or of the amount
14 payable by the commonwealth under section twelve.

1 Section 9. Section one of chapter seven hundred twenty-
-2 eight of the acts of nineteen hundred sixty-eight is amended
3 by changing “four million one hundred forty thousand dol-
-4 lars” in lines four and five to “five million four hundred
5 ninety thousand dollars” and by changing “July” in line
6 seven to “December”.

1 Section 10 (a). The department of public works, with
2 the approval of the governor, is authorized on behalf of the
3 commonwealth to acquire such railroad rights of way in the
4 commonwealth as it deems necessary to provide for the fore-
-5 seeable highway and public transportation needs of the com-
-6 monwealth within the ten years following the passage of this
7 act. Such acquisition may be in fee or otherwise, may be
8 accomplished by eminent domain under chapter seventy-nine
9 or eighty A or by purchase or otherwise, and may include

10 outstanding interests not owned by the railroad involved,
11 subject to the limitations of subparagraph (o) of section
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12 three of said chapter one hundred sixty-one A in the case
13 of land devoted to another public use. Rights of way so ac-
-14 quired shall be in the custody of the department until leased
15 or transferred. Pending their use for highway or public
16 transportation purposes, the department may lease such
17 rights of way, with the approval of the governor, on such
18 terms as shall be deemed most advantageous to the com-
-19 monwealth. During the term of any such lease, the property
20 shall be exempt from betterments and special assessments
21 but shall be subject to local property taxes, sewer and water
22 use charges and the like in the same manner and to the
23 same extent as if the lessee were the owner. Payment shall
24 not be enforced by any lien upon or sale of the property and
25 only the leasehold interest may be sold in the manner pro-
-26 vided by law for selling real estate for nonpayment of such
27 taxes or other charges. When the department determines
28 that a right of way acquired under this section, or a portion
29 thereof, is needed by itself for highway purposes or by the
30 Massachusetts Bay Transportation Authority or another pub-
-31 lie agency for public transportation purposes and that such
32 use of the property is consistent with the transportation needs
33 of the commonwealth as a whole and with such plans and
34 programs and shall have been adopted under section three A
35 of chapter sixteen of the general laws, the department may,
36 with the approval of the governor, utilize the property for
37 highway purposes or convey the property without considera-
-38 tion to such authority or other agency, as the case may be.
39 (b) To meet the cost of acquisitions under this section,
40 the state treasurer shall upon request of the governor, issue
41 and sell at public or private sale bonds of the commonwealth,
42 registered or with interest coupons attached, as he may deem
43 best, to an amount to be specified by the governor from time
44 to time, but not exceeding, in the aggregate, the sum of one
45 hundred and fifty million dollars. All bonds issued by the
46 commonwealth, as aforesaid, shall be designated on their face
47 Land Acquisition Loan, Act of 1969, and shall be on the serial
48 payment plan for such maximum term of years, not exceed-
-49 ing thirty years, as the governor may recommend to the
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50 general court pursuant to Section three of Article LXII
51 of the Amendments of the Constitution of the Common-
-52 wealth the maturities thereof to be so arranged that the
53 amounts payable in the several years of the period of amort-
-54 ization, other than the final year, shall be as nearly equal
55 as in the opinion of the state treasurer it is practicable to
56 make them. Said bonds shall bear interest semi-annually at
57 such rate as the state treasurer, with the approval of the
58 governor, shall fix. The initial maturities of such bonds shall
59 be payable not later than one year from the date of issue
60 thereof and the entire issue not later than June thirtieth, two
61 thousand and nine.




