
HOUSE No. 5579

)e Commontoealtf) of iHasefacfnifietts

MAY, 1971

THE FINANCIAL MANAGEMENT

OF THE

MBTA EXPRESS SERVICE

THE FIFTH REPORT

BY THE

SPECIAL COMMISSION RELATIVE TO THE FINANCES

AND OPERATION OF THE MASSACHUSETTS BAY

TRANSPORTATION AUTHORITY





Resolve 126, 135, 145 of 196
Resolve 1, 1968
Resolve 5, 1969
Resolve 3, 1970
Resolve 1, 1971

QTfK Commontocaltf) of iflafisacfjusetts;

SPECIAL COMMISSION ESTABLISHED TO MAKE AN
INVESTIGATION AND STUDY RELATIVE TO THE FINANCES

AND OPERATION OF THE MASSACHUSETTS BAY
TRANSPORTATION AUTHORITY

Sen. JAMES R. McINTYRE, Chairman
Sen. GEORGE V. KENNEALLY, Jr.
Sen. DENIS L. McKENNA

*Sen. DAVID H. LOCKE
Sen. JAMES DeNORMANDIE

Rep. JOHN J. McGLYNN, Vice-Chairman
**Rep. RAYMOND F. ROURKE

***Rep. CHARLES F. FLAHERTY, Jr
Rep. JOSEPH B. WALSH
Rep. JOSEPH E. BRETT
Rep. ARTHUR H. TOBIN
Rep. HARRISON CHADWICK
Rep. LINCOLN P. COLE, Jr,

Sen. DAVID H. LOCKE replaced the former Senator WILLIAM D. WEEKS.
Rep. RAYMOND F. ROURKE replaced the former Rep. ROBERT L. CAWLEY
upon his election to the State Senate.
Rep. CHARLES F. FLAHERTY, Jr., replaced the former Rep. GEORGE H
O’FARRELL.
Mr. ARTHUR D. CRONIN now deceased

****ARTHUR D. CRONIN
JAMES F. RAWSON

APPOINTED BY THE PRESIDENT

APPOINTED BY THE SPEAKER

APPOINTED BY THE GOVERNOR

HERBERT E. BIXLER
JOSEPH R. BARRESI

***** EDWARD DANA

Mr. EDWARD DANA replaced Mr. DAVID BRICKMAN, who resigned



No. 5579HOUSE [May4

SPECIAL COMMISSION RELATIVE TO THE
FINANCES AND OPERATION OF THE MASSACHUSETTS

BAY TRANSPORTATION AUTHORITY

May, 1971

To the Honorable Senate and House of Representatives.

The Special Commission submits herewith its Fifth Report of
THE FINANCIAL MANAGEMENT OF THE MBTA EXPRESS
SERVICE.

Respectfully submitted,

Sen. JAMES R. McINTYRE
Chairman, Special Commission.

Sen. JAMES DeNORMANDIE
Rep. CHARLES F. FLAHERTY, Jr.
Rep. ARTHUR H. TOBIN
Rep. HARRISON CHADWICK
HERBERT E. BIXLER
JAMES F. RAWSON
JOSEPH R. BARRESI
EDWARD DANA

Commontoealtf) of iHassacfjugettsi



HOUSE - No. 55791971] 5

Resolves of 1967, Chapters 126, 135, 145

RESOLVE PROVIDING FOR AN INVESTIGATION AND STUDY BY A
SPECIAL COMMISSION RELATIVE TO THE FINANCES AND OPERA-
TION OF THE MASSACHUSETTS BAY TRANSPORTATION AUTHO-
RITY.

Resolved. That a special commission, to consist of three mem-
bers of the senate, five members of the house of representatives,
and three persons to be appointed by the governor, is hereby
established for the purpose of making an investigation and study
relative to the finances and operation of the Massachusetts Bay
Transportation Authority, including but not limited to the salaries
of officers, consultants’ fees, and the methods of assessment of
deficits, together with such other matters related thereto as it may
deem advisable. Said commission shall include in its investigation
and study the subject matter of current house document numbered
5024, authorizing the committee on transportation to sit during
the recess of the General Court to study the subject matter of
various current senate and house documents. Said commission may
require by summons the attendance and testimony of witnesses
and the producing of books and papers.

Approved September 5, 1967.

RESOLVE INCREASING THE MEMBERSHIP OF THE SPECIAL COMMIS-
SION ESTABLISHED TO MAKE AN INVESTIGATION AND STUDY
RELATIVE TO THE FINANCES AND OPERATION OF THE MASSA-
CHUSETTS BAY TRANSPORTATION AUTHORITY.

Resolved. That the membership of the special commission, estab-
lished by chapter one hundred and twenty-six of the resolves of
nineteen hundred and sixty-seven, is hereby increased by two
members of the senate, three members of the house of representa-
tives, and two persons to be appointed by the governor.

Commontoealttj of fflaggacfjusietttf

Approved September 28. 1967.
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RESOLVE INCREASING THE SCOPE OF THE SPECIAL COMMISSION
ESTABLISHED TO MAKE AN INVESTIGATION AND STUDY RELA-
TIVE TO THE FINANCES AND OPERATION OF THE MASSA-
CHUSETTS BAY TRANSPORTATION AUTHORITY.

Resolved, That the special commission, established under chapter
one hundred and twenty-six of the resolves of nineteen hundred
and sixty-seven, shall, in the course of its investigation and study,
consider the subject matter of current house document numbered
5204, relative to further regulating the fiscal affairs of the Massa-
chusetts Bay Transportation Authority.

Approved October 27, 1967.

Resolves of 1968, Chapter 1.

RESOLVE REVIVING AND CONTINUING CERTAIN SPECIAL COMMIS-
SIONS.

Resolved, That all special commissions required to file their
reports on or before the last Wednesday in January, in the year
nineteen hundred and sixty-eight, but which did not so file such
reports or which so filed such reports and requested therein that
they be revived and continued, are hereby revived and continued
until the last Wednesday in December, nineteen hundred and sixty-
eight.

Approved January 30, 1968

Resolves of 1969, Chapter 5.

RESOLVE REVIVING AND CONTINUING CERTAIN SPECIAL COMMIS
SIGNS.

Resolved, That the special commissions established under the
provisions of chapters seventy-seven of the resolves of nineteen
hundred and fifty-two, eighty-nine of the resolves ot nineteen hun-
dred and sixty-one, eighty-eight, one hundred and twenty-nine and
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one hundred and thirty-eight of the resolves of nineteen hundred
and sixty-two, seventy, seventy-four and one hundred and thirty-
six of the resolves of nineteen hundred and sixty-three, seventy-
two and eighty-two of the resolves of nineteen hundred and sixty-
four, sixty-five, seventy-nine, eighty, eighty-eight, ninety-four,
ninety-six, one hundred and nineteen, one hundred and twenty-six,
one hundred and thirty, one hundred and thirty-six, one hundred
and thirty-nine, one hundred and forty-one and one hundred and
forty-three of the resolves of nineteen hundred and sixty-five,
twenty-four, thirty-five, forty-eight, sixty-one, seventy-seven,
seventy-nine, eighty-six, ninety, one hundred and eight, one hun-
dred and ten and one hundred and eleven of the resolves of
nineteen hundred and sixty-six, fifty, fifty-one, sixty-one, sixty-six,
ninety-eight, ninety-nine, one hundred and twenty-six, one hundred
and tiiirty, one hundred and thirty-one, one hundred and forty-six
and one hundred and fifty of the resolves of nineteen' hundred and
sixty-seven and seventeen, seventy-seven and ninety-seven of the
resolves of nineteen hundred and sixty-eight are hereby revived and
continued.

4pproved March 24, 1969.

RESOLVE REVIVING AND CONTINUING CERTAIN SPECIAL COMMIS
SIONS.

Resolved. That all special commissions required to file their
reports on or before the last Wednesday in January, in the year
nineteen hundred and seventy, but which did not so file such
reports or which so filed such reports and requested therein that
they be revived and continued, are hereby revived and continued.

House of Representatives, February 5, 1970.
Passed, Thomas W. McGee, Acting Speaker.

Passed, Maurice A. Donahue, President

Approved. February 11. 19 70. brands W. Sargent, Acting Governor

In Senate. February 9, 1970.
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Commontoealtf) of jfflagsatfjuaetts

RESOLVE REVIVING AND CONTINUING CERTAIN SPECIAL COMMIS-
SIONS.

Resolved , That the special commissions established under the
provisions of chapters seventy-seven of the resolves of nineteen
hundred and fifty-two, seventy of the resolves of nineteen hundred
and sixty-three, sixty-five and one hundred and forty-three of the
resolves of nineteen hundred and sixty-five, one hundred and
twenty-six, one hundred and sixty-two and one hundred and sixty-
four of the resolves of nineteen hundred and sixty-seven, ninety-
seven of the resolves of nineteen hundred and sixty-eight, fifty-
seven, sixty-one, sixty-two, seventy-seven, ninety-six and ninety-
seven of the resolves of nineteen hundred and sixty-nine, nineteen,
forty-nine, fifty-one, fifty-seven and seventy-one of the resolves of
nineteen hundred and seventy are hereby revived and continued.

House of Representatives, February 7, 1971.
Passed, Thomas W. McGee, Acting Speaker.

Passed, Kevin B. Harrington, President.

Approved, February 4, 1971. Francis W. Sargent, Governor.

In Senate, February 2, 1971
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The express service of the MBTA consists, by definition, of the
rapid-transit service and the rail commuter service. The Special
Commission, in its first interim report, made preliminary recom-
mendations regarding the rail commuter service. This report con-
cerns the relationship among the communities in the MBTA area
and the Authority with regard to the overall management of the
express services, and the allocation formula for the net operating
costs of the rapid-transit service.

The Special Commission recognizes the very valuable, indeed
essential, contribution of the rapid-transit service to both public
and private transportation (i.e., automobile commuting) in the
Greater Boston area. It also acknowledges that public concern for
the welfare of the MBTA is directed least at the rapid-transit
service compared with public sentiment regarding the local (bus)
and rail services because the net cost per passenger is the smallest
of the MBTA services.

Nevertheless, the financial and other incentives in the present
arrangements are not in general calculated to increase ridership and
efficiency and to reduce net costs. The Special Commission there-
fore considers it vital that suitable incentives be introduced. It
makes the following recommendations:

1. The fixed charges of the express service (rapid-transit and rail
commuter services) should be borne by the State.

2. Target’ operating costs per year for defined minimum service
for the rapid-transit and the rail commuter services shall be
separately negotiated by the MBTA and the Advisory Board
before the beginning of each three-year period. At the end of
each calendar year, an audit will be made to determine the
actual operating costs. If the costs are found to be higher
than the target costs for either service, the cities and towns
will bear the incremental costs by appropriate and accu-
rate adjustments of their assessments. If, however, the costs
for either service are found to be lower than the target
costs, all people employed by the MBTA on December 31 of

SUMMARY

THE FINANCIAL MANAGEMENT OF THE MBTA EXPRESS SERVICE
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Net
Cost

that year will share 50 per cent of the difference in costs in
proportion to the total salary received by each employee
during the year; and the remaining 50 per cent will be shared
by the cities and towns in proportion to their assessed costs
for that service.

3. The negotiated target operating costs shall be reduced if the
service provided falls short of the specified service on any
day, in proportion to the reduction in service, for any cause
except Act of God, in which case the target operating costs
shall be adjusted to reflect the actual change in costs to the
MBTA.

4. The specified services (as agreed upon during negotiation for
the region as a whole, shall be the minimum services to be
provided. The MBTA may increase the amount of service at
any time to decrease the net costs or for any other reason.

5. Changes in the specified services shall be made only with the
agreement of the Advisory Board, and with a two-thirds
majority of all members on a weighted vote proportional to
the latest paid assessments.

6. The revenues from each service shall be collected by the
MBTA and deducted from the full operating costs of each
service (including an agreed-upon proportion of the overhead
costs of the MBTA). The balance, termed the net operating
costs, shall be allocated among the cities and towns according
to formulas described below, and subject to the adjustments
to the target operating costs described in (2) above.

„ . Average distance to station
Population (1 _

/ Average distance to Park Street +V
\length of line within community/

Assessment =

The sum of the above quantities for all
communities L

7. The assessment for any town for the rapid-transit service shall
be made according to the formula:
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The net cost is for the rapid-transit service and the definitions
of the distances are given in a later section. Sample assess-
ments which might result from use of this formula are also
given in the main report.

8. The recommendations of the Special Commission with respect
to extensions of the rapid-transit service were made in the
Commission’s second report. The strong incentives towards
efficiency recommended in this report should induce every
employee of the MBTA to examine operating procedures and
capital equipment very critically, and to welcome new tech-
nology or practices which improve service and cut costs.

The Special Commission believes that, with the adoption of
these recommendations, Massachusetts could soon be on the
threshold of a dynamic expansion of efficient public transportation.

Much of the material which would form the background to this
report on the rapid-transit and rail commuter services has already
been presented in the first four Special Commission reports. It will
be summarized, rather than repeated, here.

We have pointed out that the eastern Massachusetts area is very
fortunate to have a comprehensive public-transportation service.
This service, in all of its various components, earns a profit for the
region that greatly exceeds its visible net cost. However, because of
the absence of any strong incentives towards increased efficiency,
all the separate services are tending to become run down, less
efficient and less attractive. The real estate taxpayers of the region,
who bear a large proportion of the net costs of the overall service,
are increasingly resentful that costs over which they seem to have
no control should be rising so rapidly. Some changes in costs of
the MBTA since its formation in 1964 are shown in the accom-
panying chart.

The Special Commission found that these costs, most of which
were rising so much faster than, for instance, the consumer price
index, were related not merely to an absence of strong incentives
towards efficiency: there were and are actual pressures towards
inefficiency. In the express services, communities are charged

BACKGROUND
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Total wages with
fringe benefits

Total wages - no
fringebenefits

Total trans-
portation income

Total net cost
of service

Local-service
wages
Local-service
trans. income
Express-service
operating income
Express-service
wages
Local-service
net cost

Exp.-serv. net cost
RR subsidies etc.

Total fixed chgs,
Fuels, material
depreciation

MBTA REVENUE AND EXPENDITURES BY YEAR
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according to the estimated number of people, regardless of origin,
who use the services in each community, without the revenue they
bring being returned. This arrangement obviously introduces a
subtle pressure to discourage use of the services, particularly as the
express services attract people from neighboring communities not
having stations. The Special Commission, in its first report (on the
rail commuter service) introduced the concept of a boarder credit
being returned to each community for each passenger who boarded
trains from stations within its borders, and suggested that the
proceeds from this boarder credit be put towards the cost of
advertising train service, signposting, station police duty, and
parking-lot costs, since all these services were found to be almost
completely absent.

In the treatment of the local service, the Special Commission
found that revenues collected are returned to the community
within whose borders the payments are made, but the services are
charged in such a way that there are pressures towards use of the
service predominantly at peak hours. Accordingly, the service has
poor utilization. In addition, many services no longer match the
needs of the local communities, but are very difficult to change.
The Special Commission recommended, in its third report, decen-
tralization of control of schedules, of the amount of service, and
of service charges, to the local communities, coupled with powerful
incentives towards increased utilization and better efficiency for
the local service as a whole.

In the existing allocation formulas, the Special Commission
found little impression of an equitable distribution of costs. In
particular, communities which not only received no service, but
were so far from the nearest provision of sendee, that residents
could receive very little direct benefit, were being charged com-
paratively heavily. The Special Commission argued that public
transportation benefits the region, and, indeed, the state as a
whole, and that therefore even communities not receiving service
should expect to bear some of the overall costs. However, justice
should not only be done, but should be seen to be done, and the
Special Commission has recommended allocation formulas for the
rail commuter and the local services in which the ‘shared pay-
ments’ and the ‘payments for services received’ are more easily
identifiable and, we believe, more acceptable. The same philosophy
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is followed in the proposed treatment of the rapid-transit service.
In addition, an overall incentive system of management is

proposed for the express services.

The sweeping changes recommended for the local service cannot
be applied to the express services because the operation of men
and equipment in different communities can in no way be treated
as independent. The express services must be considered as entities.

There is centralized control at present. However, the control is
weak, because management’s power is severely restricted by its
having to obtain the approval in so many areas of the Board of
Directors and the Advisory Board, and its having to work within
rigid rules made by agreement with the labor unions.

This situation tends to produce bare-minimum services. Anything
that might be labelled a ‘frill’ will be vetoed by the Advisory
Board. The almost complete absence of time tables, advertising,
signposting of stations and other passenger-information services is
an example. The MBTA must obtain prior Advisory-Board approval
(and Board-of-Directors approval in most cases) for the hiring of
additional staff and for the initiation of an advertising campaign.
Members of the Advisory Board feel that they have a political duty
to find items in the annual budget to cut, and these so-called
‘frills’ go first. Yet it is obvious that in many cases the revenue
which would be induced by small expenditures in these areas
would be far greater than the costs.

The Special Commission, in its fourth report, recommended that
the Board of Directors be abolished and that the negative powers
ol the Advisory Board be curtailed. We now propose that the
MBTA be given much greater control over the express services,
coupled with strong incentives towards greater efficiency.

We propose that the MBTA contract with the communities,
through the Advisory Board, provide certain minimum services at
fixed, or ‘target’ costs. If the MBTA can, through the exercise of
wide managerial powers, induce more people to use the services, or
can cut costs, or can produce better utilization of its equipment,
and if by so doing the overall operating costs of providing such

OVERALL FINANCIAL CONTROL OF THE EXPRESS SERVICE
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services (whether at a minimum level or increased) are reduced to
below the target cost, then the MBTA employees and the com-
munities shall share the differences between the target and the
actual costs.

We shall suggest in more detail below the methods by which this
contract might be implemented. We wish first to discuss the
probable effects.

If advertising, or more public information, or cleaner stations, or
more frequent service, to take some examples, are felt by the
MBTA to have a good probability of bringing in more revenue than
would be absorbed by the incremental costs, the MBTA would be
able to implement their decisions immediately. There would be no
need to request permission from any body (so long as local
regulations were conformed with). Full cooperation would be ex-
pected from the employees and from the communities if the
measures taken were likely to increase the end-of-year bonuses and
rebates. The situation would be analogous to that of a profit-
making industry. There have been no reports of strikes by General
Motors employees, nor of protests by customers, on the grounds
that the company has indulged in too much advertising, for the
obvious reason that the employees feel that advertising is good for
both wage levels and employment and that the customers feel that
advertising lowers the price of cars.

We believe that an attitude would gradually or, perhaps,
rapidly develop among rank-and-file employees in which sugges-
tions would be made of ways in which the efficiency of the MBTA
could be increased, because of the direct effect on each man’s
end-of-year bonus. As the results of changes introduced because of
such suggestions become apparent, the effects on overall operations
might be startlingly beneficial. At present, maintenance costs on
the MBTA are higher than for any other system in the world. The
only valid reasons for this sad situation are direct results of the
lack of incentives, a lack in turn directly due to misguided legisla-
tion. There are no good reasons why the members of the 27
unions on the property should collaborate any further than the
degree needed to safeguard their own positions. If the situation is
changed for one in which the actions of each person have an
immediate impact on the bonuses, and the potential for employ-
ment, of all MBTA employees, obstructionism, foot-dragging and
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general uncooperativeness will no longer be countenanced with the
cheerful unconcern so noticeable at present.

There may be even more widespread effects. Restrictive practices
may begin to go. For instance, it would become obvious that a
method of immediately increasing bonuses (and rebates to com-
munities) would be to eliminate the ‘guards’ presently required on
every other car of a rapid-transit train. The guards could be used in
other areas bringing in immediate increases in revenue. It would
also become obvious to the employees that retention of the an-
cient generating stations, which pressure from unions on legislators
helped to enshrine into law, would cost not only millions of
dollars to the communities but would represent a loss of potential
bonuses. The small unions and few employees involved in the
generating stations would no longer have the support of the re-
maining 6,000 employees of the MBTA, and one of the humane
and beneficial solutions which have been previously and hope-
lessly - proposed would become viable. The law would be quickly
changed, and the net cost of the MBTA would be reduced.

On a longer time scale, the MBTA and the cities and towns
would recognize a community of interest in introducing new tech-
nology. For all the reasons outlined earlier, transportation tech-
nology, especially rapid-transit technology, has changed little this
century. Strong incentives towards increased productivity will en-
courage new technology for two reasons. The first is the obvious
rewards that will be received by MBTA employees and by cities
and towns. The second is that the new transportation technology
that is, or shortly will be, available is likely to lead in the greatest
expansion in transportation employment that has been experienced
since the closing years of the last century. This expansion will
occur within existing unions if, as seems probable, they welcome
these changes. New transportation technology relevant to the
MBTA is reviewed in a later section.

PROPOSED PROCEDURES

Proposed changes in legislation are given in Appendix A. In this
section the arrangements presently envisaged will be described.

The Advisory Board as presently constituted will have the re-
sponsibility for negotiating rates and fares with the MBTA. Votes
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will be weighted in proportion to the previous assessments against
each community for each service rail commuter and rapid transit.

The contracts will be for periods of three years, but may be
renewed before the end of the three-year period if both parties
(the MBTA and the Advisory Board) agree.

At least three months before the end of a period, the MBTA
will propose an annual net operating cost and a minimum schedule
of service (including both times and number of cars of specified
size of all trains) for each service (rapid transit and rail commuter)
and for all lines. These target operating costs will include the
deducted amount of estimated revenues.

The MBTA will include in its proposals amounts which will be
deducted from the target costs for every scheduled train not run;
for every occasion when scheduled trains of fewer than the speci-
fied number of cars are run; and for every occasion when a train
runs more than one minute early or five minutes late through any
station or when headways (for rapid-transit service) are more than
100% over those specified. Computer printouts of train-control

records shall be made available to auditors in order for these
penalties to be assessed.

These deductions shall not be made in the case of Acts of God
(hurricanes, war, civil riots and so forth) in the case of which
ad-hoc negotiations shall take place between the MBTA and the
Advisory Board to determine fair and equitable adjustments.

In the event of a failure to reach a signed, negotiated agreement
by the start of the new contract period, the MBTA will continue
to supply service on previous schedules on a ‘best-efforts’ basis,
with the cities and towns meeting such operating costs as are
encountered.

It is recommended that the three-year agreements include clauses
permitting specified fare and rate increases which would come into
effect approximately one month after the national cost-of-living
index has remained for two successive months over five per cent
above that prevailing at the start of the agreement, and similarly
for every increment of five per cent during the life of the agree-
ment.

Although the Advisory Board is given power to contract for
such increases in service as the MBTA can provide, and to require
reductions in service, such reductions shall be limited to a level of
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approximately 33% per year of the level of service at the beginning
of the contract period, unless the MBTA agrees to a faster rate of
reduction of service.

Since MBTA employees are engaged in running several services,
and in planning and designing and supervising extensions to ser-
vices, and since it is impossible to determine how much of each
employee’s time is devoted to each activity in many cases, the
agreements should specify how overhead, maintenance, planning,
depreciation and other indirect costs are to be included in the
end-of-year determination of the operating costs. It is not proposed
to embody these determinations in legislation.

The MBTA may, by management choice, specify for each em-
ployee the estimated proportion of his salary which supports work
for each of the services (local, rapid-transit and rail commuter). In
this way the bonuses earned by one service can be enjoyed by the
employees directly responsible, rather than by all the employees of
the MBTA.

The agreements should also specify the form and frequency with
which the MBTA should notify cities and towns, and employees,
of current estimated (i.e., nonaudited) operating costs. The Special
Commission recommends that the type of information which it
developed for the local services be used as a guide. The express
services are very much simpler in operation and involve fewer
vehicles and personnel than do the local services, and accordingly
Hie provision of detailed operating information on a regular basis
by computer printouts should be comparatively easy. Again, the
Special Commission does not propose to include in legislation
proposed forms of information transfer.

The Special Commission examined, by computer calculations,
the effects of a large number of different assessment formulas on
the predicted allocation of the 1970 operating cost on the cities
and towns. The following factors were taken into consideration.

Availability of service
It is obviously equitable that a community having a rapid-transit

ASSESSMENT FORMULA
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station within its borders should pay more for service than one
which does not. However, communities near but not containing
stations benefit to a certain extent. Moreover, residents from these
bordering communities may drive to the station, leaving their cars
nearby through the day. This is one of the problems which offset
the benefits of having a station in a town; others are the conse-
quent traffic congestion; the loss of taxable property or land to
the MBTA; and possibly the noise and physical disruption of the
continuity of a community if the line is at grade. The Special
Commission has studied the effect of using formulas which in-
corporate a 'distance-to-station’ component and has recommended
such a formula here.

Since both the rail commuter and the rapid-transit services are
radial and focus on Boston, most travel is from the suburbs to
Boston in the morning and out again in the evening. Therefore, the
longer the distance to the center of Boston, the higher is the
potential value of the service. The formula proposed by the Special
Commission increases the assessment of communities as the dis-
tance to Boston increases.

The existing formulas assess communities for the number of
people who board public-transportation services at stations within
the community. Although at first this assessment may seem logical,
it brings with it inequities which act as disincentives to efficiency.
As implied in the discussion of availability of service, there are
presently communities whose streets near stations are lined with
out-of-town cars of commuters going to Boston. Since these com-
muters are classed as boarders without reference to their com-
munities of origin, the towns with stations receive a double pen-
alty. The Special Commission has recognized these illogicalities
and, in the rail-commuter allocation formula, has recommended an
annual boarder credit of $lO for each weekday boarder (averaged)
to help to give a positive incentive to a community to encourage
use of the service and to help to pay for sign-posting of the
stations, police and other services.

Distance to Boston

Number of boarders
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For the rapid-transit service, no boarder credit was felt to be
necessary; in any case, a determination of the number of boarders
is not easy in all cases. A rapid-transit line brings tangible benefits
to communities, reflected in the higher real-estate land costs (most
recently of the opening of the South Shore extension) in a way
that no longer applies to rail-commuter lines, so that, again, no
additional compensation was felt to be required.

Length of time in town

A community having service near a large proportion of its
population received more benefits than one having a line terminate
or cross only a small distance across the border. Therefore length
of line within each community was a factor in the assessment
formula proposed for the rapid-transit service.

Number of commuters

The number of people who regularly travel from their own
community to work in another is tabulated in the census and
therefore can be used in the formula. The MBTA express services
benefit all commuters, whether or not they use the service, because
the highways and downtown parking facilities are less congested
the more people travel by MBTA. Therefore, the Special Commis-
sion used the number of commuters in the formula recommended
for allocation of the costs of the rail commuter service, for the
communities outside the ‘inner 14’. In this case, ‘commuters’ were
people travelling to Boston or Cambridge.

This definition of commuter was not a good match to an
allocation formula for a service whose focal point was downtown
Boston, and an arbitrary percentage, 35%, of the total net cost was
distributed equally per capita among the inner 14 cities and towns.

For the finer-mesh service of rapid-transit it was found that even
using a definition of ‘commuter’ as one who travelled to Boston,
inequities resulted. Boston is a large city compared with its neigh-
bors, and much of the rapid-transit system is within its borders. If
a definition, and supporting data, of commuter as one who trav-
elled just to downtown Boston were available, it would have been
used. But in present circumstances, the number of commuters was
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not used in the formula recommended for allocation of the oper-
ating costs of the rapid-transit service.

Since public transportation brings benefits, it can be argued that
the benefits are divided among every member of the population,
regardless of whether or not everyone uses the service. This was
the philosophy used in the formula eventually chosen for the
rapid-transit-service allocation. The per-capita assessment was modi-
fied, for each town, by a factor which accounted for the distance
of the mid-point of the town (taken here as the point equidistant
from the town boundaries at the widest point) from the nearest
rapid-transit station (whether or not within that town) and the
distance of that mid-point from downtown Boston.

All the above factors can be argued on some basis of logic.
However, any formula which can be built up using one or more of
these factors can be weighted towards throwing most of the cost of
the express services on Boston, on the reasoning that without them
Boston would be less viable, or would have to bear much larger
costs, as a center of commerce. Or most of the costs can be put on
to the suburbs, on the grounds that the radial express services exist
purely to bring people from the suburbs into Boston, and that the
suburbs are merely satellites of Boston, having no foundation for
independent existence.* Both points of view are true, but are not
the whole truth, and it is impossible to make anything but a
political judgment as to what balance to strike. Moreover, the
political view has to be a large one, encompassing the realization
that our metropolitan cities are bearing an unduly large share of
the burden of sheltering the less-fortunate in our affluent society,
are losing higher-income taxpayers, are being required to give over

Number in population

Does public transportation serve Boston or the suburbs?

Since population density decreases with distance from the CBO, and since demand for
transit falls more rapidly than in proportion to the number of people who live or work
within a certain distance of stations (car ownership becomes more necessary as popula-
tion density decreases), transit lines are less cost-effective the farther they are extended
into the suburbs. Long radial lines are a service to suburban commuters. For example, the
central subway net cost in 1969 was under $250,000 on revenues of over $7 million. The
Highland Branch, with similar equipment, cost $ 1.3 million on revenues of $4 million.
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ever more of their taxable land to nontaxable purposes, and are
accordingly near the financial poverty line in almost all cases.

Certainly, it was recognized in the Special Commission that the
present allocation formulas were grossly inequitable in that Boston
is required to bear most of the cost of the MBTA services.
Boston’s population, about 660,000 is about a quarter of that of
the MBTA region, about 2.6 million. The result is that the per-
capita assessment for Boston for the rapid-transit service is at
present about $B, while for Wellesley it is $2. These and other
anomalies were discussed in the consultant report prepared for the
Special Commission by EBS Management Inc. 1

The Special Commission has aimed at a cost-sharing formula in
each case which it believes is politically equitable. Boston’s per-
capita assessment is still, in general, the largest of all the com-
munities and therefore much the largest in magnitude but has
been greatly reduced from its previous unequal and illogical level.

The same arguments can apply, mutatis mutandis, in a considera-
tion of to what extent public transportation in the metropolitan
area serves the remainder of the Commonwealth. The majority of
the Special Commission has taken the view that, since the whole
state depends to a large extent for its prosperity on the metro-
politan area, and since the prosperity of the metropolitan area
depends on its having a public-transportation system, the wider
community should bear some proportion, though a small one, of
the net cost. A narrower view, with similar conclusions, is that the
highway system used for transportation in the less-densely popu-
lated parts of the state has been largely paid for by taxes on
metropolitan-area motorists, and that it is therefore fair for some
costs for metropolitan public transportation to be borne state-wide.

The Special Commission has therefore recommended that the
fixed costs of the express services should be borne by the Com-
monwealth.

In making these recommendations, the Special Commission is
not making a special case for metropolitan Boston. It believes,
though it is outside its jurisdiction to recommend, that public
transportation in other metropolitan areas in Massachusetts should
receive similar treatment.

1 “The apportionment formula for the net cost of the MBTA”, EBS Management Con
sultants, Inc., December 15, 1968.
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Predictions of the probable assessments on the cities and towns
of the MBTA area for the proposed formulas, and for assumed
costs, follow.

DETERMINATION OF NET COSTS OF SERVICE

For the rail commuter service, the net cost is directly given by
the contract figures.

The derivation of the net cost of the rapid-transit service from
the current-expense budget for December 1, 1969 to December 31,
1970 (prepared October 1, 1969) is as follows:

Estimated express-service total revenue: $35,081,200
47,013,700

1,387,000
3,727,100

Estimated operating expenses and taxes
Depreciation (to go to fixed charges)
Rail commuter subsidy (assessed separately)
Operating expenses allocated to rapid transit 41,899,600

NET COST (expenses revenue) 7,174,900
This amount was used in the computer calculation of typical
assessments for the cities and towns, shown on the following two
pages. (Pages 25, 26 and 27.)

DETERMINATION OF FIXED COSTS

The estimated fixed costs of the rapid-transit service to be
borne, under the present recommendations, by the state, are as
follows. The present state assistance is identified.

Depreciation $1,387,000

MTA FIXED COSTS:
Interest on funded debt 2,947,600
Repayment of principal 2,283,600

Total MTA fixed costs 5,231,200
Present state assistance on MTA fixed costs 3,250,000

Net MTA fixed costs 1,981,200
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MBTA FIXED COSTS:
interest on funded debt 3,927,600
Repayment of principal 2,979,200
Bank-service charges 2 1.800

Total MBTA fixed costs 6,928,600
Present state assistance 4,431,900

Net MBTA fixed costs 2,496,700
Additional fixed costs 356,500
TOTAL ADDITIONAL STATE AID $6,221,400

(underlined items) “

The MBTA fixed costs are largely due to the South Shore line, and
will be increasing as costs from the Haymarket North line have to
be borne.

DETERMINATION OF MILEAGES

MILES TO BOSTON: Half the sum of the straight-line distances to
Park Street station of the points in the community which are
nearest to and farthest from Park Street.

MILES TO LINE: Half the sum of the straight-line distances from
those points in a community which are farthest from and nearest
to the nearest station.

ASSESSMENT RESULTS

CITY OR TOWN ASSESS. PERCENT PERCAP OLD ASSESS

33450.2.125ARLINGTON
ASHLAND
BEDFORD

106172.
14279.
11656.
69750.
51163.

1.479
20594.
21492.

1.8350.199
1.0620.162

120028
68098

0,972 2.429BELMONT
BEVERLY 0.713 1.416

54412504.046BOSTON 39,3202821212
2.125 84645

284155
BRAINTREE
BROOKLINE
BURLINGTON
CAMBRIDGE

0.92066035.
187503. 3.4692.613

0,980 4230.175
4.982

12607
5904763.318357473
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ASSESSMENT RESULTS - Continued
CITY OR TOWN ASSESS. PERCENT PERCAPERCENT PERCAP OLD ASSESS.

2.7500,489CANTON
CHELSEA
COHASSET
CONCORD
DANVERS

32717
1075001.4160.666

1.4870.121 13790,
28214,
53220

0.288 1.653
1.7890.546

2.550DEDHAM
DOVER

734500,848
2.6560.105 10447
1.030DUXBURY

EVERETT
0.067 7028

3.0701.863 214360
861812.0131.249FRAMINGHAM

1.5948748HAMILTON
HANOVER
HINGHAM
HOLBROOK
HULL

0.121 14549
20762
37553
29325
19436

1.2937662 0.106
0303 1.416

1.8590.261
0.046 0.472

LEXINGTON 58855. 0.820 2.125 82229
LINCOLN 14912. 0.207 2,656 14039
LYNN 223119. 3.109 2.361 124457
LYNNEIELD 14279. 0.199 1.700 27657
MALDEN 147104. 2.050 2.550 202836

MANCHESTER
MARBLEHEAD
MARSHFIELD
MAYNARD

6685 10421
48600
15709,
21083
13211

1,7000.093
37049 0.516 2.000

1.3190.1248402
1.9320.20714868

MEDFIELD 2.01312123 0.168

MEDFORD
MELROSE
MIDDLETON
MILLIS

285173
91288

1.7001.539110473
53960 1.8210.752

10503
10789

5822 1.5660.081
1.7387606 0.106

MILTON 15528588005 ,3361.226

11047
72258
73051

NAHANT 8416. 2.125
2.656

0.117
NATICK 76598. 1.067
NEEDHAM 91369 ,5421.273

372977NEWTON 351805 3.8084.903
7627

29171
NORFOLK 5901 1.7000.082
NORTH READING 7082 0.8500.098

2 I 789
18791

11
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ASSESSMENT RESULTS Continued

NORWELL 7042. 0.098 1.352 14502
NORWOOD 45359. 0.632 1.821 60943
PEABODY 72469. 1.010 2.250 103041
PEMBROKE 5629. 0.078 1.144 15639

2.877206424.
48204,

2.361QUINCY 193311
54232
54361

195187

0.671 2.550RANDOLPH
READING
REVERE

13644.
129155.

0.190 0.708
3.2221.800

22306ROCKLAND 0.310 1.700 33477

2.12583340
48804
14508
18023

1.161SALEM 3583
SAUGUS 73263

26659
27459

0.680 2.361
SCITUATE
SHARON
SHERBORN

0,202 1.293
0.251 1.789

4040 0.056 2.237 6462

SOMERVILLE
STONEHAM
SUDBURY

154309.
25251.
17410.

2.150 371283
56130

1.629
0.35 1 1.416
0.242 2.337 23953

42705SWAMPSCOTT
TOPSFIELD

2.28830429 0.424
1.5455179 97350.072

1.27530982. 0.431
19933. 0.277

117776. 1.641
94957. 1.323
28726. 0.400

WAKEFIELD
WALPOLE
WALTHAM

68840
334201.416

2.125 104463
149304
33800

2.429WATERTOWN
WAYLAND 2.750

63500WELLESLEY
WENHAM

3.5961.30693774.
4865. 0.067 1.738 8214

18639
34191

129644

WESTON 3.2690.37627012.
20313.
87769.

WESTWOOD
WEYMOUTH

0.283 1.961
1.8211.223

WILMINGTON
WINCHESTER
WINTHROP

34866.
63146,
51929.
89056.

0.8500.14710605.
30886.
64729.
39806.

1.5940.430
3.1880.902

WOBURN 1.2750.554

TOTAL 116533742.7567174987. 100.000

CITY OR TOWN ASSESS. PERCENT PERCAP OLD ASSESS
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I

If the incentive proposals suggested here are adopted, a by-
product of the drive for increased productivity will be a continual
review of potential new transportation systems either for proposed
extensions to the services or, eventually, for replacement of the
existing services. It is appropriate here to discuss the possibilities
briefly. 1

All the possible new methods of transportation may be divided
into two categories; the high-speed systems which operate on
similar principles to present rapid-transit and railroad services, and
the continuous-flow systems.

There are a variety of proposals and prototypes of what are, in
essence, high-speed trains. There are arrangements which float on
an air cushion or which are suspended by magnetic forces. There
are wheeled systems propelled by vacuum and by boring the
tunnels steeply down from each station and up to the next so that
the combined action of gravity and vacuum produces very high
peak speeds. Other proposed or achieved methods of propulsion
are by rockets, water jets, air jets, jet engines, and linear electric
motors. The Special Commission is unenthusiastic about any of
these methods as applied to urban transportation. They may have a
place in transportation between cities which are from 20 to 200
miles apart. With the exception of the gravity-vacuum system, all
are greedy in their usage of power, and are therefore likely to be
noisy, expensive, and polluting. If the average station-to-station
speed is to be above 30 miles per hour, the distance between
stations must be on the order of 2 miles. Since this distance will
be unacceptably long for walking, an additional distribution system
must be provided. In the suburbs, the use of these systems would
most likely be by park-and-ride using the family automobile, which
would thus remain a necessity of life. And we are all very much
aware of the economic incentives to continue use of an automobile
once the capital costs needed to buy one have been expended.

INNOVATIONS IN URBAN TRANSPORTATION

HIGH-SPEED SYSTEMS

This section is adapted from “On the road to recovery” - Bostonian, Vol. 1, No. 1
(January 1971, pp 39-40).
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In comparison, the various continuous-flow systems, analogous
to escalators, offer a number of advantages over present public-
transportation methods, and some should be sufficiently attractive
to attain the greatest prize of all to entice the automobile com-
muter to sell his car.

There is only one example of a continuous-flow vehicular system
which can be used as an illustration: the aerial tramway or ski
gondola system. Even this is not a good example, because normally
there are just two “stations”, whereas in an urban setting we
envisage a line or a loop having three or four stations per mile. But
the essential component is there: a continuously moving stream of
vehicles on a guideway (the cables) with people boarding vehicles
on a guideway (the cables) with people boarding vehicles off the
guideway and entering and leaving the stream without causing the
other vehicles to stop.

A transportation system working on such a principle exhibits
performance characteristics completely different from those of a
conventional or high-speed train system.

1. Service is non-stop from origin to destination.
2. There should be virtually no waiting for a vehicle
3. Stations can be close together without causing reductions in

average vehicle speed.
4. Whereas in a train system the economic optimum is toward

the use of large vehicles and trains, in a continuous-flow
system, small vehicles carrying a maximum of between one
and twelve passengers will be used.

5. For the same average travel time between any two points,
the design speed of a continuous-flow system will be a
fraction of that needed for the train system because of the
absence of stops and the reduction of average waiting times.

We believe that these advantages over traditional public-trans-
portation systems (rapid transit and bus) will be sufficiently great
to lure many people from their automobiles. That may not be
enough. Sociological studies have shown that bond issues for
public-transportation schemes have owed their support to votes by
commuters who wish to provide public transportation for the other

CONTINUOUS-FLOW SYSTEMS
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guy. He reasons that the roads will then be freer for him to drive
his automobile with less harassment.

The attachment of a large proportion of the travelling public to
the concept of leaving one’s house in one’s own vehicle at any
time one feels like it is so great that it has been concluded by
some that no public transportation system can provide enough
benefits on its own to compete with the automobile. There have to
be additional restrictions to the use of the automobile downtown
or elsewhere for traditional public-transportation to succeed. To
meet this challenge, designers have added to the concept of con-
tinuous-flow transportation that of dual-mode operation.

In this context, dual-mode signifies the ability of a vehicle to be
driven on public highways under manual control and also on tracks
or “guideways” under automatic control.

One of the many concepts of dual mode would work as follows.
The regular automobile would be used for travel between one’s
house and the nearest guideway entrance ramp. There one would
drive, or be lifted, onto a flat car or pallet where the car wheels
would be automatically clamped. The electrically driven pallet
would then be accelerated to merge with the traffic flow on the
main guideway at a time when a suitable gap is available. On the
guideway the automobile and its passengers would be carried at a
constant speed (which might be 30. 60 or 100 mph, depending
upon whether the guideway was downtown, in the suburbs, or
travelling between cities).

Such a concept is obviously attractive to automobile travelers,
particularly when joining the guideway whisks them past long lines
of nearly stalled traffic. But the question has to be asked, what do
we do with the cars at the other end?

If the “other end” is the center of Boston, such a system
operated in such a manner would spell disaster; the center of
Boston would clog up with cars, or else much of the city would be
given over to multi-level parking garages. Obviously, there would
have to be restrictions either by regulation or by user charges on
cars leaving exits in downtown Boston. Minibuses, operating on the
dial-a-ride system, (computer-routed group taxis) and available at

DUAL-MODE TRANSPORTATION
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entrances, would provide an extended rapid-transit operation which
would couple the collection and distribution parts of the usual
commuting journey witli a change of mode but not a change of
vehicle. This combination of advantages would be attractive to a
sufficient proportion of commuters for them to abandon bumper-
to-bumper automobile commuting, even if there are none of the
additional restrictions which are likely to be imposed in the future.

Traffic counts have shown that 60% of the vehicles entering
Boston proper (east of Massachusetts Avenue and north of the
Fort Point Channel) are in fact trying to get to the other side of
Boston and do not intend to contribute to the accumulation of
automobiles in the city.2 A palleted transportation system would
serve the whole traffic mix very well, since the almost insatiable
capacity of a continuous-flow system could handle the through
traffic with no disruption of the commuting traffic, all on a
guideway from 20 —3O feet wide instead of the 100 200 feet of
a modern expressway. 3

However, perhaps we do not need to make the guideway large
enough to take automobiles. As we have said, the optimum-size
vehicle for a continuous-flow system seems to be small. If we look
forward to the time when guideways form a network more exten-
sive and finer than that of the interstate highway system, the need
for 300 horsepower and more under our car hoods will go and the
power requrements of our automobiles will be only that necessary
to take us from our homes to the nearest guideway entrance. A
battery-electric minicar with a range of 10 miles and a maximum
speed of 20 mph will be all that is necessary and, in fact, may be a
limit imposed by law. What a delightful prospect for our city
streets fumeless small vehicles travelling slowly and quietly, and

MIXED LOCAL AND THROUGH TRAFFIC

PROSPECTS FOR MINICARS

2 “The metropolitan Boston transportation problem” by Mark E. Connelly, Project Trans-
port Report, ESL-R-378, M.1.T., March, 1969.
“Pallet systems for integrating and automating urban transportation” by David Gordon
Wilson, ASCE National Meeting on Transportation Engineering, Reprint 1268, Boston,
Mass,, July. 1970,
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occasionally going through a portal to join a fast-moving stream in
a tunnel or track no larger than that of a rapid-transit line.

The question of whether engineers should recommend to the
public a system which uses vehicles of automobile-size or vehicles
which are smaller and lighter and of lower power capabilities is one
which we are trying to resolve as quickly as possible, using benefit-
cost predictions to the comparatively distant future. But we should
not try to give the impression that at some time in the future
there will be perfect uniformity and unanimity regarding trans-
portation. Happiness seems to be to some extent having some
choice. Urban transportation will be a mix of different transporta-
tion systems, some of which will be parallel and competing. We
hope there will be priorities for the walker and the bicyclist. At
present they are penalized, for it is one of the characteristics of
urban transportation that the incentives are ill-ordered. The selfish
are rewarded and the others are disadvantaged. We need to change
our rules of society in many ways. We need to introduce a
framework which rewards enterprise and productivity in public
transportation. And we should give high priority to those people
who walk, use bicycles, or ride public transportation in our cities.

THE FUTURE MIX
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Paragraph eight of section 1 of Chapter 161 A of the General
Laws is hereby amended by striking out the words:

“and such term shall also mean all commuter railroad
passenger service provided by or under the control of the
Authority”

Paragraph nine of section 1 of Chapter 161 A of the General
Laws is hereby amended by inserting after the word “service” the
following words:

“and commuter railroad passenger service”
Section 1 of Chapter 161 A of the General Laws is hereby

amended by inserting after paragraph two the following new para-
graph:

“ ‘Commuter railroad passenger service’, all mass trans-
portation service provided by or under the control of the
Authority whether by ownership, lease, contract or
otherwise, over railroad rights of way.”

Chapter 161 A of the General Laws is hereby amended by
striking out sections s(f) and s(i).

Chapter 161 A of the General Laws is hereby amended by
striking out section 8 and inserting in place thereof the following
new section:

“8. In any year, commencing with calendar year nine-
teen hundred and seventy-one, if the Commonwealth
shall be called upon to pay any amount on account of
the net cost of express service during the previous
calendar year, the operating costs of which were nego-
tiated by the Authority and the Advisory Board pursuant
to this section, whether provided by ownership, lease,
contract or otherwise, the net cost of service of such
previous calendar year shall be assessed upon all cities
and towns comprising the Authority’s territory according
to the following formula:

APPENDIX A

DRAFT OF LEGISLATION
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The express service
Assessment for each city or town equals the proportion
to which its population, multiplied by a modification
factor representing the distance of the mid-point of the
city or town from the nearest rapid-transit station and
the distance of that mid-point from downtown Boston
plus the length of the line within each community,
multiplied by the net cost, bears to the sum of all the
above quantities for all cities and towns; or

Average distance to station
Population (1

/Average distance to Park St'eet +\

\ length of line within community/
Net
CostAssessment

The sum of the above quantities for all
communities *-

There shall not be assessed under this paragraph that
part of the net cost of service which represents the debt
service on any obligation of the Metropolitan Transit
Authority issued for express service or commuter railroad
passenger service purposes or any obligation of the Mas-
sachusetts Bay Transportation Authority issued to re-
finance the same, or any depreciation allowances or
other fixed charges.
The projected costs of operation for minimum express
service and commuter railroad passenger service shall be
negotiated at three-year periods by the Authority and
the Advisory Board. The weighted vote of each Advisory
Board member shall for the purposes of this section, be
in the same proportion as the previous assessment against
each community for express service and commuter rail-
road passenger service bears to the total net cost of
express service and commuter railroad passenger service.
The negotiated projected operating costs shall be reduced
if the express service provided on any day falls below the
minimum negotiated express service to be provided, for
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by

any cause except a natural disaster, in which case the
projected negotiated operating costs shall be adjusted to
reflect the actual changes in costs to the Authority.
Changes in specified services shall be made by agreement
between a two-thirds weighted majority vote of all the
members of the Advisory Board and the Authority.”

Chapter 161 A of the General Laws is hereby amended
inserting after section 8 the following new section:

“BA. In any year commencing on the calendar year
nineteen hundred and seventy-one, if the Commonwealth
shall be called upon to pay any amount on account of
the net cost of commuter railroad passenger service, the
operating costs of which were negotiated by the Au-
thority and the Advisory Board pursuant to section 8,
whether provided by ownership, lease, contract or other-
wise, the net cost of service of such previous calendar
year shall be assessed upon the 65 cities and towns of
the Authority’s territory according to the following for-
mula.
The commuter railroad passenger service assessment for
the original 14 cities and towns of the MTA shall be
given by distributing 35 percent of the net cost in
proportion to population. The remaining cities and towns
shall be assessed by multiplying 65 percent of the net
cost by a factor consisting of 1.25 times the proportion
of ‘modified commuters’ in that community to the total
number of ‘modified commuters’ in the ‘outer’ cities and
towns plus 0.25 times the proportion of the total
revenue collected in that community to the total revenue
collected in all ‘outer’ cities and towns; where ‘modified
commuters’ are the commuters from that community
who travel to work in Boston multiplied by the average
miles to Boston and divided by one plus the average
miles to the nearest station, or:
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Assessment = .65 NC 1.25 (C'/Total C') .25 (R/Total R)J
NC = Total net cost of the rail commuter service

C = Commuters x Miles to Boston/(Miles to line +1)

Commuters = people living in the community who work
in Boston.
Miles to Boston = Half the sum of the straight-line
distances to Park Street Station of the points in the
community which are nearest to and farthest from Park
Street.
Miles to Line = Half the sum of the straight-line
distances from those points in a community which are
farthest from and nearest to the nearest station.

R = Total Revenue collected at stations in the community.
Total R = Total Revenue collected at stations in all 65 outer cities

and towns.

Section 12 of Chapter 161 A of the General Laws is hereby
amended by striking out the fifth paragraph and inserting in place
thereof the following new paragraph:

“The entire net cost of service shall be attributed by the
Authority to express service, commuter railroad pas-
senger service or local service. Any net savings for any
type of service above the negotiated rates for such ser-
vice shall be applied annually on an equal basis, fifty
percent to the employees of the Authority proportional
to their earnings that year, and fifty percent to the
communities proportionally to their assessments for each
type of service.”

Section 12 of Chapter 161 A of the General Laws is hereby
amended by adding thereafter the following new section:

“12A. Notwithstanding the provisions of any special or
general law to the contrary, the fixed charges including
but not limited to the interest on the funded debt, and
principal payments of the Metropolitan Transit Authority
and Massachusetts Bay Transportation Authority and
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Massachusetts Bay Transportation Authority, and depre-
ciation allowances of the express service and commuter
railroad service, shall be paid by the Commonwealth of
Massachusetts.”








