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SUMMARY OF THE REPORT BY THE JOINT SPECIAL
LEGISLATIVE RECESS COMMITTEE ON TRANSPOR-
TATION TO THE GENERAL COURT ON THE OR-

This is a summary of the report of the Joint Special Legislative
Recess Committee on Transportation to the General Court of the
Commonwealth of Massachusetts, January 30, 1962. Senator
John J. Beades was the Chairman of the M.T.A. task force for the
Committee. This report was prepared by Dr. Joseph F. Maloney,
Executive Director of the Mass Transportation Commission and
Secretary to this Recess Committee on Transportation.

This study was conducted on the basis that there would be no
partisan, nor personal, nor purely negative approaches to this ad-
mittedly already controversial and tender area. The whole objec-
tive was to make constructive recommendations which could result
in substantial improvement to the basic management of the M.T.A.
Extensive statistical evidence has been included in the appendices
to substantiate the findings and recommendations.

The report points out that the greater Boston region is fortunate
in having an integrated mass transportation service that extends to
13 cities and towns beyond the core city. The report takes note of a
deficit reduction of $1 million in 1961, and that an additional deficit
reduction totaling more than $5 million is projected for 1962. The
report notes the execution of purchase orders for over 100 new
Imses and 92 new subway cars and the reduction through attrition

over 200 employees in 1961.
The report states that the basic M.T.A. problem is: the method

of its financing, which places the burden of its deficit upon a narrow
and already overburdened base of local property taxation. The
immediate task of M.T.A. management should be to improve its
actual performance and public image so that the M.T.A. might

w GANIZATION AND FINANCIAL STRUCTURE OF THE
v M.T.A.
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become more acceptable as a basis for extensions of rapid transit
service beyond the present M.T.A. district.

The report and its voluminous appendices include a detailed ex-
amination of many specific M.T.A. problems. For example, the
report points out that M.T.A. parking lots are almost half empty
during normal working hours and that the largest parking lot
(Riverside, with 1,600 spaces) is used to only one-third capacity.
The Committee urges the M.T.A. to undertake a promotional
program seeking increased daily use of M.T.A. parking facilities
by at least 1,500 cars: (1) To add one-half a million dollars annuallw
to M.T.A. revenues, and (2) to further relieve traffic congestion i"
the downtown area.

The report notes that the execution of the $6.9 million integrated
mass transportation demonstration and planning program by the
Mass Transportation Commission would substantially increase the
efficiency of the basic organization and management of the M.T.A.

The report also recommends that:
1. The M.T.A. Advisory Board be strengthened by requiring that

the next vacancy on the three-man board of trustees be filled by a
75 per cent vote of the Advisory Board, that the second ensuing
vacancy be filled by the Governor with the consent of 75 per cent
of the Advisory Board and that the third ensuing vacancy be filled
by the Governor and the Council.

2. The trustees be required to submit an annual budget in advance
for information purposes to the M.T.A. Advisory Board, and that
the trustees also be required to file reports on the accuracy of the
budget projections every three months with the Advisory Board.

3. The trustees first determine and then publicly state in writing
the relative roles of the trustees and the General Manager and their
relation to each other, and that copies of the agenda of the regular
trustee meetings be distributed in advance to department heads.

4. The trustees and the Boston Edison Company accelerate their
attempts to arrive at a mutually acceptable basis for the sale of the
antiquated M.T.A. power plants, to avoid the necessity of incurring
an additional $35 million to $45 million in debt within the next ten
years for modernization of the existing plants.

5. An objective professional study of the M.T.A. top management
structure.

6. An objective reclassification analysis of all M.T.A. job categories.
7. A statutory requirement for competitive bidding for purchases
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over $2,500 a practice that has been largely followed by the
M.T.A. in the past two years.

8. The establishment of an efficient Personnel Department de-
signed to improve management and labor procedures; to create a
comprehensive in-service training program to enable the M.T.A. to
utilize employment attrition with a minimum of labor friction; to
provide a centralization of all M.T.A. personnel files and informa-
tion for greater accessibility for individual employees; and to es-
tablish a modern medical department.

9. The Joint Special Legislative Recess Committee on Transpor-
tation be continued as a “watch-dog” committee to act as an ad-

ditional public representative in the vital area of mass transpor-
tation and

10. The public be informed of the lines of authority and responsi-
bility in the M.T.A., the schedule of “headways” or time of inter-
vals between trains by hours be posted in all stations, the cleaning
and maintenance of stations and cars be improved, and the estab-
lishment of an M.T.A. Complaint Bureau to receive, process and
respond to the specific complaints and suggestions of the public.

The Recess Committee members are; Senator Mario Umana,
Chairman; Senator John J. Beades; Senator Newland H. Holmes;
Representative James F. Condon, Vice Chairman; Representative
Joseph E. Brett; Representative Harrison Chadwick; Representa-
tive James C. Corcoran, Jr.; Representative James R. Mclntyre.

0
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At the request of the Mass Transportation Commission, the Gen-
eral Court established the Joint Special Legislative Recess Com-
mittee on Transportation at the close of the regular 1961 legislative
session. This Recess Committee was directed to make “.

.

.

study in collaboration with the Mass Transportation Commission of
the financial problems of the several railroads doing business in the
Commonwealth; possible extension of rapid transit beyond the
Metropolitan Transit District; the organization, operation, manage-
ment and financial structure of the Metropolitan Transit Authority
and related transportation matters.”

The Recess Committee members are Senator Mario Umana,
Chairman; Senator John J. Beades; Senator Newland H. Holmes;
Representative James F. Condon, Vice-Chairman; Representative
Joseph E. Brett; Representative Harrison Chadwick; Representa-
tive James C. Corcoran, Jr., and Representative James R. Mclntyre.
At its first meeting the Committee appointed Dr. Joseph F. Ma-
loney, the Executive Director of the Mass Transportation Commis-
sion, to serve as Secretary to the Committee.

The work of the Committee was divided into two parts. The first
consisted of the railroad, M.T.A. extension, the South Shore Trans-
portation District and private bus company problems. Senator
Mario Umana also acted as Chairman of this subcommittee. The
second task force, under the sub-Chairmanship of Senator John J.
Beades, concerned itself directly with the organization, operation,
management and financial structure of the M.T.A. All members
of the full Committee served on both subcommittees.

In organizing the work of the M.T.A. subcommittee there was
full agreement by the members that the M.T.A. study would be S&
constructive effort to achieve real improvements in the M.T.A. It
was mutually agreed that there would be no partisan, no personal
and no purely negative approaches to this highly sensitive area of
widespread public concern. The objective w-as to acquire and pub-
lish needed basic information and to make constructive recom-
mendations which could result in substantial improvements.

Introduction.

1. Purpose.

Part I.
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The Mass Transportation Commission staff collected and sum-
marized the criticisms and questions raised by the Auditor of the
Commonwealth in his recent report on the M.T.A. The M.T.A.
management was requested to submit detailed comments by the
appropriate M.T.A. management executives. The criticisms and
the resulting comments were then assembled and analyzed by the
Mass Transportation Commission in the form of staff studies. The
Mass Transportation Commission also prepared other staff studies

basic M.T.A. problems and related matters. These studies were
subsequently distributed to both the Recess Committee members
and the members of the Mass Transportation Commission. The
members of the Recess Committee met frequently for several hours
to review in detail the contents of these studies and to specify which
areas were to be analyzed with even greater thoroughness. Some of
these staff studies and other supporting documents are included as
appendices to this report to explain and substantiate the various
findings and recommendations.

Where the comments by M.T.A. managerial personnel did not
completely satisfy the members, further requests for additional in-
formation and explanation were made to the M.T.A. management.
Extensive executive sessions were then held by the Recess Com-
mittee and the M.T.A. General Manager, Treasurer-Comptroller
and trustees.

Progress of the study and possible recommendations for legislative
action were fully discussed on December 18, 1961, with the M.T.A.
Advisory Board at the offices of Mayor John F. Collins of Boston.
Both the trustees and the members of the Advisory Board were
asked to submit to the Committee any further matters or recom-
mendations they wished considered.

After further extensive discussions and analysis by the members,
a final report was prepared by Dr. Joseph F. Maloney. This re-
port was then approved by the members and ordered filed.

it

2. Method of Study.
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The M.T.A. in Perspective.

The Boston Metropolitan region is fortunate in that it is the only
region in the United States having an integrated mass transporta-
tion service that extends to 13 cities and towns beyond the core city.
Responsible officials in Los Angeles, San Francisco,
Philadelphia, Cleveland and the Atlanta metropolitan regions are
now attempting to persuade their communities to invest $2 billion
(almost $1 billion for the San Francisco region) so that they might
acquire what the Boston region has possessed for over half a century.

Boston had the first subway system built in the United States
and this region’s mass transportation problems are basically the
improvement of a system others envy. There are eighteen standard
metropolitan areas in the United States with more than one million
population with no rapid transit facilities. (A table of these areas
is included as Appendix A.)

The Boston region, like every other metropolitan region in the
United States, has been experiencing substantial population shifts
in the past two decades. (A table showing population changes by
cities and towns in the M.T.A. and adjacent area for 1940, 1950 and
1960 is included as Appendix B.) The population growth and re-
distribution has been accompanied by an unprecedented increase
in private automobile ownership, and this in turn has accompanied
a corresponding decrease in public use of mass transportation fa-
cilities. (Appendix Cis a chart of revenue passengers and auto-
mobile registrations in the M.T.A. area for the years 1948-1959 and
Appendix D compares passenger traffic trends in Boston and other
cities over 500,000 for the years 1948-1960.)

The latest available detailed analysis of a single day’s M.T.A.
operations is for December 7, 1960, before the recent fare
In that day there were over 725,000 fares collected and over 600,000
passengers admitted at subway and rapid transit stations. (Ap-
pendix E is the M.T.A. “spider,” a skeleton outline of the subway
and rapid transit system with a rough count of admissions at each
station for December 7, 1960, and Appendix F is a summary by
lines and intown transfer points of these admissions.)

1. A Metropolitan Service.

Part 11.
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In 1960 the M.T.A. for the first time in the twentieth century
carried less than 200 million passengers. (A chart of annual

passenger traffic and total revenue miles for selected years between
1946 and 1960 is included as Appendix G.) In 1961 the gradual
decline undoubtedly continued but the annual total will probably
decline to near 180 million passengers in 1962 as the result of the
increase in fares near the close of 1961.

While fewer and fewer people have been riding the M.T.A., more
and more of the passengers have been non-residents of the M.T.A.
district. On normal transportation days more than 15 per cent of

passengers on the M.T.A. come from homes outside of the
M.T.A. district. When there are snowstorms, this percentage in-
creases, to the added discomfort of the normal district resident
users. On the newest M.T.A. line, the Highland Branch, as much
as forty per cent of the total riders have been estimated as non-
residents. These non-resident passengers have the full advantage
of the longest M.T.A. rides without incurring any liability for the
deficits resulting from the operation of the M.T.A. service.

Even the increasing use of .the M.T.A. by non-district residents
has not resulted in the maximum use of M.T.A. parking facilities
at the outer terminals.

The total number of physical spaces or parking stalls is 5,806.
The practical maximum number of times that these spaces could
be used is approximately 1,740,000, the result of multiplying the
number of spaces, 5,806, by the number of normal revenue days for
the M.T.A., 300. The actual annual total for 1961 was 952,869, or
approximately 55 per cent of maximum capacity.

When the total number of cars parked in 1961, 952,869, is divided
by the number of spaces, 5,806, the result is the average times a
single space is occupied, 164. Since there are 300 normal revenue
days a year, this indicates that the M.T.A. parking lots, on the
average, are almost half empty all the time during normal working
hours.

Because of seasonal fluctuations, not every parking field is subject
constant levels of high use. However, when the largest M.T.A.

parking facility (Pdverside) was two-thirds vacant during 1961,
obviously some effort should be made by the M.T.A. management to
encourage greater use of these existing parking facilities.

The multiplication of the total spaces by 200 would give 67 per
cent of a practical maximum annual capacity, a reasonable check
for evaluating the relative efficiency of a particular lot and a mini-
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mum target for operational and promotional experiments by M.T.A.
management.

The M.T.A. would actually be providing greater service to a
greater Boston region if the 1,300 additional cars that could easily
be accommodated at the half-empty lots each average revenue day
were actually so parked, after having delivered one or more ad-
ditional riders to the M.T.A. (Since some facilities are fully used,
the minimum additional parkers should be at least 1,500 a day to
reach two-thirds capacity at every facility.) Additional use of
M.T.A. parking facilities could yield an additional half a million
dollars a year to M.T.A. revenues and help to reduce traffic con-$
gestion in the downtown area. (Appendix His a chart of individual
M.T.A. parking lots, the spaces in each lot, the minimum accept-
able annual occupancy rate and the actual occupancy total for 1961.)
Experiments to so increase the use of existing but half-vacant park-
ing facilities are among those suggested in the. $6.9 million inte-
grated mass transportation demonstration and planning program
jointly recommended the Mass Transportation Commission and
the Joint Special Legislative Committee on Transportation. Such
an experiment is in full conformity with both the letter and spirit
of the recently established program of federal grants for exploring
possible means of improving efficiency in the use of mass transporta-
tion facilities in urban regions.

It is difficult, if not impossible, to find accurate examples in other
regions of corresponding costs of rapid transit service. There is
no other metropolitan rapid transit rail service that extends beyond
the core city.

In New York City there is not too clear a distinction between
operating and capital costs, with the operating fares supposedly
meeting all operating costs while the city pays the capital costs out
of its general funds. This subsidy by the city is in excess of $ll4
million a year. It appears, however, that some expenditures which
normally are regarded as operating costs are actually being met
the citv subsidy.

The M.T.A. takes considerable abuse because of matters beyond
the control of the M.T.A. trustees and management. While there
have been substantial increases in the M.T.A. deficit in the years
between 1950 and 1960, the M.T.A. is by no means responsible for
the major portion of the increased expenditures and consequent

2. M.T.A.: Comparative Cos
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increased tax rates iu the 14 cities and towns. Between 1950 and
1960 the Boston tax rate increased 137.70, of which only 14 per cent
or $5.03 was caused by the increase in Boston payments for the
M.T.A. deficit. In most of the 14 cities and towns that comprise
the M.T.A. district, the cost of public education and other com-
munity services has risen far more rapidly than the individual
community share of the cost of a unified mass transportation
tern. (A chart showing the tax rate and the M.T.A. portion of the
tax rate for the 14 cities and towns in 1950 and 1960 is included as
Appendix I.)

W While the size of the M.T.A. deficit is an obvious thing, there are
many indirect benefits arising from M.T.A. service that reduce the
pressures for even greater public expenditures and which increase
the freedom of movement and economic vitality of the inner core
area of the greater metropolitan region. For example, a study by
the Greater Boston Economic Study Committee on the benefits
of the Highland Branch indicates that this new Branch “.

. . allevi-
ates peak period traffic congestion in downtown Boston by about
7 per cent, and it frees about 1,300 downtown parking spaces for
other use.” The GBESC report also states that “. . . the Highland
Branch frees the equivalent of one traffic lane in the highway syS'
tern during the peak hours.” Indirect benefits such as these are
actual even when they are not always obvious. (Appendix Jis an
excerpt from the Greater Boston Economic Study Committee re-
port on the Highland Branch, dated August 1960.)

3. M.T.A. Advances.
Even a casual study of the various items of expense by the M.T.A.

for the years 1948 and 1961 indicate some of the changes that have
taken place under public ownership. (Appendix K shows fiscal
comparisons of the M.T.A. for the years 1948 and 1961.)

For the years 1948 and 1961 there was no substantial difference in
total income while there was a considerable increase in total expendi-
tures. Although the number of employees declined approximately

per cent, from 8,000 to less than 6,000, total cost of wages and
fringe benefits now exceeds total income. While the number of em-
ployees on the weekly pay roll were substantially reduced there was,
of course, no corresponding reduction in the number of executive
employees or employees on the monthly pay roll. This is not stated
as a criticism, merely as a fact. The maximum efficient manage-
ment of the M.T.A. might even require additional management
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employees in the interest of greater over-all economy. (Appendix L
is a summary of M.T.A. weekly and monthly pay rolls for the years
1947-1961.)

During this same period, however, prudent management reduced
the actua annual expenditures for needs other than wage and fringe
benefits by well over $4 million. It would be a rash person who
would quickly conclude that the management of the M.T.A., since
1947, has been grossly negligent in its responsibility to make serious
efforts to resist rising costs and to reduce expenses wherever possible.
Between 1948 and 1960 the total mileage was decreased by nearly
30 per cent (16.1 million miles, from 54.7 million to 38.6 million).
The labor force immediately involved in transportation was reduced
by attrition by more than one thousand. If these combined econo-
mies had not been imposed during the 1948-1960 period, the current
deficit would be approximately $lB million greater. If there had
not been a similar reduction of one thousand in the number of other
employees, the current deficit would be more than doubled by an
additional $25 million. (Appendix Mis a comparison of miles of
vehicular operation and number of transportation employees for
the years 1948 through 1960.)

Preliminary final figures for the year 1961 indicate a deficit re-
duction of $1 million from the deficit of 1960, in spite of an addi-
tional cost of labor of $1.5 million incurred in 1961. (Appendix
N is a comparison of M.T.A. income and cost for the years 1960 and
1961.)

Largely as a result of the recent fare increases and economies
resulting from the consequent decrease in patronage of almost 20
million rides for 1962, the M.T.A. management has recently pro-
jected a further reduction of the deficit of over $5 million for the
year 1962. (Appendix Ois a comparison of income and expenses
for 1961 and projected 1962.)

Throughout the period of public ownership there have been con-
tinuous additional capital investments in basic M.T.A. plant and
equipment. (A table of additional capital investments is included
as Appendix P.)

In 1961 the M.T.A. made considerable progress in its efforts to
replace trackless trolleys with modern diesel buses. Over 100 such
new diesel buses are on order and deliveries have started. An order
has also been placed for 92 new subway cars for the Ashmont-
Cambridge line.
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The basic and most fundamental problem for the M.T.A. is its
method of financing, which is without any realistic reference to the
areas and people actually served and which should be served. This
method of financing has been long established without any sound
basis of reasonable proportionate allocation of state and local fiscal
power and responsibility.

There should be a thorough and objective re-examination of the
basic relationship between the Commonwealth and its special trans-

portation districts, including the M.T.A., the South Shore Trans-
portation District, the Nantucket Steamship Authority, such possi-
ble new operating districts as the Western Suburbs District, etc.
There is provision for such a study in the $6.9 million integrated mass
transportation demonstration and planning program jointly recom-
mended by this Recess Committee and the Mass Transportation Com-
mission and described in another report.

The Auditor of the Commonwealth has raised some basic ques-
tions concerning the methods now used for financing the M.T.A.
For example, the Auditor has criticized the practices of the previous
Treasurer of the Commonwealth in the amount of interest charged
by the Treasurer for advances made to the M.T.A. The new State
Treasurer, the Honorable John Thomas Driscoll, has substantially
reduced the rate of interest on moneys recently advanced to the
M.T.A. The State Treasurer has reduced the interest charges to
% of 1 per cent on the last two advances of $6 million and $7 mil-
lion, for a saving of over $275,000 for the M.T.A. Interest charges
in 1959 were $590,000, in 1960, $476,000 and in 1961 an estimated
$261,000.

Clearly, such questions as the exclusion of certain costs from the
M.T.A. deficit, of eliminating the M.T.A. depreciation charge, the
exemption of the M.T.A. of payments of state taxes on fuel, and
Commonwealth assumption of basic M.T.A., South Shore Trans-
portation District and other basic mass transportation capital costs

kCan be thoroughly examined only after the completion of an objec-
tive and comprehensive analysis of the relationship between the

Commonwealth and its special mass transportation districts. The
comments and questions raised by the reports of the Auditor of the
Commonwealth deserve wider and deeper consideration than that
which can be afforded by specific answering comments by M.T.A.
management officials. (For further information on the Auditor’s

4. M.T.A. Basic Problem: Financing.
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criticisms see the Mass Transportation Commission staff studies in-
cluded as Appendix Q, “The Exclusion of Certain Costs from the
M.T.A. Deficit,” and Appendix R, “Proposed Elimination of M.T.A.
Depreciation Charge”.)

Since the federal program of 50-50 and 90-10 matching grants
for the construction of highway facilities have substantially contrib-
uted to the decline in the use of mass public transportation services,
it appears appropriate and reasonable for the Great and General
Court to memorialize the United States Government to similarly

authorize federal assistance grants for the cost of capital construc-
tion and improvement of mass transportation facilities. (The
of an appropriate resolution so memorializing congress is included as
Appendix S.)

The immediate task of M.T.A. management should be to improve
its public image so that the M.T.A. might become more acceptable
as a basis for extensions of rapid transit service beyond the present
M.T.A. district.

Rightly or wrongly in the minds of many public officials and
private citizens there is a strong belief that the size of the M.T.A.
deficit is due substantially to faulty internal organization and staff-
ing, to mismanagement and to a contemptuous indifference for the
needs and feelings of the general public. While we have concluded
that this belief is not well-grounded in fact and that the actual
defects of the M.T.A. have been frequently exaggerated out of all
proportion to reality, there is still an urgent necessity for improving
public relations of the M.T.A.

The public image of the M.T.A. can be substantially improved if
the M.T.A. management will lean over backward and spare no
effort in an attempt to publicly put their own house in order, so
that in the near future the general public will be able to clearly see
that the M.T.A. is a soundly organized and efficient organization
that is well serving the welfare of the community.

I

5. M.T.A.: Immediate Task.
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Basic M.T.A. Management.

Controversy over M.T.A. management has been constant since
the advent of rapid transit in America. (The most complete history
of the early M.T.A. is a monograph entitled, “The Problem of
Boston’s Metropolitan Transit Authority,” by Warren li. Deem,

* published in 1953 by the Bureau for Research in Municipal Govern-
ment, Graduate School of Public Administration, Plarvard Uni-
versity.) M.T.A. management must remain the subject of constant
study by public bodies as long as its operations result in a deficit
that is regarded as oppressive by those who must pay the bill through
taxes. But the history of constant controversy is no excuse for
inactivity. If the basic problems of the M.T.A. are now realisti-
cally attacked, the constantly growing number of people and their
private automobiles throughout the region might result in a self-
sustaining public transit system in the future. The public trans-
portation industry has lagged behind many other industries in the
United States in the rate of its technological development and im-
provement in the past 30 or 40 years. However, there are indica-
tions that we are on the threshold of a rapid acceleration in the rate
of transportation technological development. We must be alert
to the necessity of keeping the management of the M.T.A. at peak
performance and therefore capable of utilizing all the modern tools
of basic management and of transportation. Only the most modern
and efficient management can take full advantage of the opportuni-
ties for the improvements in efficiency in operations that are now
developing at an accelerating rate.

2. Trustees Reorganization

The salary of the Chairman of the Board of Trustees of the
V M.T.A. is established by statute at $7,500 and the salaries of the

remaining two trustees at $6,000 a year. Clearly the Legislature
never intended that the trustees maintain constant and close control
of all the details of management of the M.T.A. Since M.T.A
trusteeship is essentially a part-time office and not intended as a
full-time occupation, the quality of individual trustee attention and

1. Always Controversial.

Part 111.
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performance is more important than the number of trustees. The
Board of Trustees was last reorganized in 1953, when Governor
Christian A. Herter obtained a reduction in the number of trustees
from five to three.

Since the deficit is now being paid exclusively by the taxpayers
of the 14 cities and towns, the tax-paying public might believe it is
being better served and in a better position to exercise more control
if the Advisory Board is given a stronger and more direct r6le in the
control of the M.T.A. We recommend, therefore, that the Advisory
Board be strengthened as much as possible, short of excessive and
crippling statutory specifications of the details of administration
and short of dismissal of incumbent personnel merely for the sake
of a public show.

Therefore, we recommend that the next regular vacancy on the
three-man Board of Trustees be filled by a 75 per cent vote of the
Advisory Board, that the second ensuing regular vacancy be filled
by the Governor with a consent of 75 per cent of the Advisory Board,
that the third ensuing vacancy be filled by the Governor and the
Council as at present and that further vacancies be thusly filled in
this order. (A bill to so change the method of appointment of
trustees is included in Appendix T.)

We further recommend that the M.T.A. trustees be required to
submit an advance budget, consisting of a summary estimate of the
major items of revenue and expense, to the M.T.A. Advisory Board
for information and advice, not later than each November first for
the following calendar year. In addition we recommend that the
trustees be required to file each quarter of each year analytical re-
ports with the Advisory Board on the accuracy of the budget pro-
jections and the causes of every substantial deviation from the
projections. (A bill providing for the mandatory submission of a
budget is included as Appendix U.)

The members of the Advisory Board, as the chief officers of the
14 cities and towns, might well serve as an additional channel of
two-way communication between the M.T.A. and the deficit-paying
public. The management of the M.T.A. should make further use of
the collective wisdom, experience and understanding of the members
of the Advisory Board, especially in the fields of community and
public relations.

But there is no easy way to improve the public image of the
M.T.A. What is required is not mere re-structuring at the top,
but more prudent and better public and private relations. For
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example, the M.T.A. is currently building a central office at an
apparently reasonable and favorable price. However, the use of
competitive bidding in awarding the construction contract might
have been more prudent and a better form for public business.

The decision to vacate the rented premises in the Park Square
building and to construct an office building on M.T.A. property
was the result of pointed criticisms raised by the Auditor of the
Commonwealth of the comparative high rents now being paid. The
consolidation of office forces in the new building, coupled with the
savings ofrent payments, may well pay for the new building in three
r four years. There was some haste in by-passing the use of com-

petitive bidding because of the terms of the lease for the Park
Square Building. The new building, to be completed and occupied
this summer, will cost $20.68 per square foot, which compares to
costs of between $2O to $23 per square foot for recent construction
in Boston and other major urban areas.

This discussion is not a criticism of the cost of construction, but
of the prudence in the method used in awarding the construction
contract. We do not imply that there was anything improper on
the part of the trustees, only that the public image of the M.T.A.
would be improved if detailed explanations were not required be-
cause competitive bidding procedures had been used. (Appendix V
includes the text of a letter from the M.T.A. architect explaining
the relative construction costs.)

Trustee-General Manager Relationship.

Since the office of trustee is a part-time office, clearly most of the
actual management of the M.T.A. must be entrusted to the day-
to-day control of the General Manager. In hiring the current
General Manager the trustees apparently w7ere seeking a strong
executive who could cut the size of the deficit by tighter management.

However, there is in fact no clear definition of the relative roles
of the trustees and the General Manager. While the official rules
and regulations of the M.T.A. trustees contain descriptions of

jihe General Manager’s powers and responsibilities, these descrip-
tions appear to be only dead letters, in that considerable confusion
and doubt as to the role of the General Manager remains. (Ap-
pendix W contains the pertinent portion of the M.T.A. rules and
regulations.) The present General Manager insists in his public
addresses that he is no figurehead but actually the man who is
running the system. The prepared text of an address by the Gen-
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eral Manager to the Boston Rotary Club on October 4, 1961, illus-
trates this point.

I’m a little puzzled by the repeated question which reads something like this:
“Who the hell does McLernon think he is?” I know McLernon’s identity. He
is the General Manager of the M.T.A. He is running the system and while he
remains General Manager he will continue to run the system.

In spite of this emphatic and bold talk there have been too many
incidents in which the General Manager was apparently reversed
by the trustees.

The trustees could render a great, service to themselves and to
greater public understanding if they will carefully think through thef
nature of their relationship with the General Manager, carefully
define their statutory responsibilities from which they must not
abdicate, carefully define the areas of management in which the
General Manager will be entrusted with full discretionary power,
and then fully back the General Manager in the exercise of this
discretionary power, or try to find another General Manager in
whose prudent judgment they can have greater trust.

This new set of definitions should be widely circulated, so that
all concerned will be better able to locate the responsibility for
various actions and decisions. As the current General Manager
stated in that same Rotary speech, the public is .

. fully entitled
to every last tidbit and scrap of intelligence dealing with the Au-
thority . . . [and] precisely what is happening on the M.T.A.”

There are certain tidbits and scraps of intelligence that should be
better known to the top management officials of the M.T.A. as well.
There should be a normal and established time and place for the
regular meetings of the trustees, as has been the recent practice.
The top M.T.A. management officials and department heads should
all be notified in advance of the time, place and major agenda items
for all regular M.T.A. trustee meetings. Thus alerted, they would
be in a better position to quickly answer most questions that are
likely to arise among the trustees, and they would also be better
able to bring to the attention of the trustees whatever additional
information they believe might be useful. £

In 1953 approximately $BO,OOO was spent on a survey of M.T.A.
management by a well-known management firm. Many of the
recommendations then made have never been implemented, without
any public explanation of the rejection.

4. Management Survey.
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Since almost ten years have passed, a new survey of the top one
hundred M.T.A. management positions is a necessity.

This survey must not be a witch-hunt or a device for obtaining
greater partisan patronage or for partisan or personal revenge. The
objective must be to strengthen the organization of existing mana-
gerial personnel, to develop improvements in management work-
flow and to serve as an additional tool for sophisticated managerial
control (including in-service training of capable successive manage-
ment) for the trustees, the General Manager and the other general
officers of the M.T.A.

This survey should include an objective study of the qualifica-
tions of lower level management personnel for future promotion and
the utility of a program to broaden the experience of lower manage-
ment personnel within the system to increase their ability for ad-
vancement. This study should also include an analysis of the areas
of responsibility attached to the higher position in management and
all other relative conditions of employment of the managerial level.

Since such a basic re-examination and reorganization of M.T.A.
management is essential if the M.T.A. is to become generally ac-
ceptable to the public as the basis for extending rapid transit service
in an integrated manner beyond the limits of the present M.T.A.
district. Such a survey is included in the planning phase of the
proposed $6.9 million integrated mass transportation demonstra-
tion and planning program outlined in another report being sub-
mitted this week to the General Court.

5. Job Analysis.
M.T.A. job titles and descriptions have not been carefully studied

or revised in over fifty years. During these fifty years there have
been many changes in transportation technology and work prac-
tices. From time to time, a new title or job description has been
added, but never an existing one dropped or revised.

At various times in recent M.T.A. arbitration proceedings both
management and labor sought an objective job analysis of the non-
managerial M.T.A. personnel. Unfortunately, labor and manage-
ment could not agree on a specific procedure of job analysis that
would be binding and acceptable to both, as part of the arbitration
agreement. Such a job analysis should be by competent impartial
professionals and on the firm understanding that no individual em-
ployee would be discharged or reduced in basic pay as a result.

Under these conditions, however, a good progressive step forward
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could be taken in enabling the M.T.A. to secure greater efficiency
and economy in its operations with a minimum of labor-manage-
ment friction. Upon completion and if properly implemented, this
analysis would be a striking example to the public that the M.T.A.
had found an orderly manner in achieving maximum efficiency in
its operations.

This job analysis could well be undertaken in conjunction with
the planning phase of the $6.9 million demonstration and planning
program.

6. M.T.A. Power Supply.

The Auditor’s 1960 Report on the M.T.A. states that he could
not obtain various studies from the M.T.A. on the power'problems
of the M.T.A. However, various engineering reports by consultants
and the M.T.A. engineering staff were made available to the staff of
the M.T.C. in December, 1960 January, 1961. We hope that
the Auditor will not have any difficulty in the future in obtaining
important staff studies prepared by the top M.T.A. management
officials on important M.T.A. problems. (Appendix X contains
the substance of the Auditor’s 1960 Report on M.T.A. Power, and
Appendix Y the substance of the M.T.A. Chief Engineer’s report
on power.)

As the result of several subsequent extensive discussions by
M.T.A. management and trustees with the M.T.C. staff and the
members of the Recess Committee, we conclude that the current
basic power problem should be a matter of top-policy concern. The
M.T.A. and the Boston Edison Company have been engaged in
extensive negotiations concerning the possible sale of M.T.A. power
properties to the Company. Apparently these negotiations have
reached at least a temporary stalemate on four matters:

1. The absorption by Edison of M.T.A. power employees;
2. The exact price one report having the two parties about

$500,000 apart in price, which is the difference between the book
and assessed values of the properties;

3. A commitment by Edison to an acceptable long-term maxi-
mum charge for power sales to the M.T.A.;

4. A specific commitment by Edison to modernize and further
develop the power facilities at the South Boston plant, so that the
land would not be made available by the sale for real estate specula-
tion.
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The Recess Committee has written to the Edison Company and
has requested further information relative to the above four points.

The sale of the South Boston M.T.A. power plant to Edison
would (1) provide a sizable payment in cash to the M.T.A.; (2)
facilitate additional Edison investment in Boston of more than $6O
million; (3) immediately restore more than $1 million to the Boston
tax rolls; (4) insure a reliable power supply to the M.T.A. at a lower
cost of over $300,000 a year; and (5) avoid the otherwise necessity
of additional M.T.A. bond issues between $35 million and $45

million in the next ten years.

$ For six months or more there have been no discussions between
responsible M.T.A. and Edison officials. Instead, the M.T.A. has
been studying the feasibility and cost of an extensive capital invest-
ment program that would have the M.T.A. modernize its obsolete
plants and expand its power production so as to sell power to the
Government Center.

No other large transit system in this country now generates its
own power, much less generates surplus power for use by other
government agencies.

We strongly urge the M.T.A. trustees to resume negotiations
with the Boston Edison Company and to publish a detailed report
within sixty days describing the exact status of the negotiations and
the last offer by each side, if no agreement has been reached within
this period.

7. M.T.A. Extensions.

We agree with the trustees that the long-run benefit to the Greater
Boston region will probably eventually require several extensions of
M.T.A. service beyond the present M.T.A. district. But, we also
believe that future proposals of M.T.A. extension should be pre-
sented on a sounder basis, in greater detail and accuracy as to costs
and fares and with greater clarity than the various supporting re-
ports and statements that preceded the construction of the Highland
Branch-Riverside line. We hope that there will be no foundation for

in the future for the need of such analyses and comments
that followed the completion of the Highland Branch. (Appendix
Z contains the substance of the Auditor’s comments on the High-
land Branch and the M.T.A. written comments.)
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Internal M.T.A. Management

At present, the M.T.A. has no Personnel Department and per-
manent full-time staff concerned primarily with labor relations.
There are no personnel permanently and exclusively assigned to the
settlement of grievances as they arise from day to day, to the prepa-|
ration required for the proper negotiation for the renewal of the
seventeen different labor contracts with twenty-seven different
unions and to the preparation for labor arbitration proceedings.
(Appendix AA is a list of the individual labor contracts with the
number of employees represented and the varying expiration dates.)
We find that too frequently the trustees and General Manager are
concerned with problems that could and should be better negotiated
and solved at a lower level by a competent, full-time labor rela-
tions staff.

At present, the M.T.A. rules and regulations charge the General
Attorney with basic responsibility in labor matters, but in reality
these matters appear to be personally handled by the General
Manager and the trustees. Both the trustees and the General
Manager have too many important matters that need their personal
attention to properly and efficiently allow them to be preoccupied
with what should be relatively minor labor disputes and routine
matters. We, therefore, urge the trustees and the General Manager
to establish a Personnel Department to be staffed by competent,
professional individuals.

A competently run Personnel Department would provide many
managerial services in addition to the professional conducting of
labor-management procedures. It would centralize all personnel
records, so that every individual M.T.A. employee would know
where to go to acquire detailed knowledge of the benefits of the*
health insurance program, opportunities for advancement, etc. It
would establish and maintain a systematic in-service training pro-
gram that 'would provide maximum opportunities for promotions
from within the M.T.A. and enable the M.T.A. to benefit by attri-
tion through a combination of better training and transferring of

1. Need for Personnel Department.

Part IV.
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otherwise surplus personnel, at a minimum of labor-management
friction.

The centralization of office staff in the new M.T.A. office building
should greatly facilitate the establishment and operation of a
modern Personnel Department. This centralization also offers an
opportunity to the trustees to make more efficient use of the
M.T.A’s industrial medicine facilities in moving the medical office
to the new office building.

Wl2. Compulsory Bidding.

Because of the many apparently well-documented criticisms of
the purchasing procedures in the M.T.A. by the Auditor, we under-
took a preliminary study of M.T.A. purchasing practices.

Some of the Auditor’s criticisms appear to have resulted from a
failure in clear communication between the Auditor’s agents and
various M.T.A. employees. Such failures in communication should
not continue if the public image of the M.T.A. is to be improved.

The Auditor’s 1960 Report on the M.T.A. states without ampli-
fication that detergents, uniforms, safes and exterminating service
were purchased without competitive bidding. After studying the
explanations of these purchases by the M.T.A. Purchasing Agent,
we did not find these matters worthy of more intensive investiga-
tion. (See Appendices 88, CC, DD and EE for the text of the
Purchasing Agent’s explanations for detergents, uniforms, safes
and exterminating service, respectively.)

We did inquire more deeply into the negotiated purchase of No. 6
fuel oil and the Auditor’s criticisms thereon. In substance, the
Auditor’s Report stated that the M.T.A. had negotiated a higher
price in its purchase of over one million barrels of No. 6 fuel oil than
had been obtained by other agencies of the Commonwealth by com-
petitive bidding. The M.T.A. management explanation wras that
the other state agency purchases were for much smaller quantities
(45,000 barrels in one instance) and sometimes for a price higher

that negotiated by the M.T.A.
The M.T.A. management further stated that the amount of No. 6

fuel oil entering the New England region is subject to strict limita-
tion by the Federal Government, and that three large oil suppliers
refused to submit firm bids with maximum prices because import
restrictions had reduced their quota. (See Appendix FF for the
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substance of the comments of the Auditor and the M.T.A. on the
purchase of No. 6 fuel oil.)

Under these circumstances, it would appear that a competitive
bidding might well be impossible because of the lack of a second
bidder. The M.T.A. should keep careful check, however, and use
competitive bidding in the purchase of No. 6 fuel oil if a respon-
sible second bidder appears.

In practice the new Purchasing Agent has put almost all purchases
of more than $lOO out on competitive bidding. However, there
should be an effort to establish this practice on a more permanent
basis, even if only to assure the general public that all reasonable
measures are being taken to insure the most efficient expenditure of
public funds.

In the past such proposals have not come about because of the
insistence on newspaper advertising on one side and a resistance to
the additional expense of such advertising in the regular papers on
the part of M.T.A. officials. We recommend that competitive
bidding be required for all purchases over $2,500, with the Boston
City Record designated in the statute for public advertisement pur-
poses. (Appendix GG is the text of the recommended bill requiring
competitive bidding.) The placement of this advertising in the
Boston City Record is at the suggestion of and meets the approval
of the M.T.A. Advisory Board, because of the obvious economies
involved.
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Conclusion.

The study of the basic organization and management of the
M.T.A. deserves continuous intensive review by the General Court.
Since the M.T.A. is a state agency which provides a needed state
service, the cost of which is not met by operating revenues, whose

* deficit is paid by the taxpayers, it is a proper exercise of legislative
,x 'responsibility for the oversight of administration to maintain a

continuous watch on the M.T.A.
The members of the Recess Committee, in co-operation with the

members and staff of the M.T.C., have spent over six months, have
held almost constant meetings, have prepared and reviewed num-
erous detailed studies and have come to the conclusion that while
we have all learned a great deal, there is still a great deal .more we
have to learn.

For this reason we are recommending that this Recess Committee
be extended to the last Wednesday in December, 1962. This ex-
tension is requested, in spite of the two rather voluminous and
detailed reports being filed this week because the members believe
that the study of the various problems of mass transportation must
be brought to a further climax so that in the 1963 session further
definitive and long-reaching policies may be enacted by the General
Court. (The text of the results to accomplish this purpose is in-
cluded as Appendix HH).

One clear and obvious need for the M.T.A. has been demonstrated
to us in our studies. What is primarily needed at this time is a
substantial improvement in M.T.A.-public interrelations. This
is not a one-sided job. The top management all the employees
of the M.T.A. the general public, including the riders and the

develop mutual forbearance and
must consider the problems and

taxpayers of the deficit all must
patience and each and every one

of the others.
We recommend that there be

the principle enunciated by the
much greater implementation of
General Manager in his Rotary

Club speech. The public is “.
. . fully entitled to every last tidbit

and scrap of intelligence dealing with the authority. .
.”. We,

therefore, recommend that the M.T.A. post schedules of headways

Part V.
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for each and every line for each and every hour of every day
in the week —in every subway and rapid transit station. The
least the public is entitled to know is the frequency of service.

The M.T.A. must also maintain a continuous and improved
program of cleaning the stations and of cleaning the cars.

So that the public may become convinced that the M.T.A. is
actually concerned with the public’s attitude, the M.T.A. should
establish a central complaint bureau or office. This complaint
bureau must be equipped to politely receive quickly process
and show a sincere response to the complaints and suggestions of
the individual members of the riding and deficit tax-paying public.

In brief, the M.T.A. must lean over backwards to further demon-
strate and convince the public that it is doing everything in its
power to give the public the best possible integrated mass transit
system in the country.

But the public, too, has its responsibilities. Each and every
member of the public has an obligation to bear in mind the distinc-
tion between the impact of the M.T.A. deficit and the more funda-
mental and basic inadequacy and inequity of the state and local
system of finance. The public must remember that the M.T.A.
is a public service and not a private business enterprise. The public
must remember that if it insists on giving pre-eminence to reduction
in the deficit by reductions of operating expenses, this can come
about only by a reorganization and a time reduction in the levels
of available operating service.

What is needed is less dogmatic emphasis on oversimplified
“solutions” and “easy answers” to the M.T.A. problem and more
application of intelligent energy, forbearance and prudent judgment.
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Standard Metropolitan Areas with Population of 1,000,000
or More having No Rapid Transit Facilities.

(In Thousands,

qJJLos Angeles, California
Michigan

San Francisco, California
Pittsburgh, Pennsylvania
St. Louis, Missouri
Washington, District of Columbia
Baltimore, Maryland .

Newark, New Jersey
Minneapolis-St. Paul, Minnesota
Buffalo, New York
Houston, Texas
Milwaukee, Wisconsin
Paterson, Clifton, Passaic, New Jersey
Seattle, Washington

....

Cincinnati, Ohio-Kentucky
Kansas City, Missouri-Kansas
Atlanta, Georgia .

San Diego, California

Appendix A.
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Changes in Population from 1940 to 1960.

I Per Cent Change
1940 1950. 1960 j ’5O-'6O

40,013 44,353 49,953 13Arlington
..... 40,013 44,353 49,953 13 \v

Belmont ..... 26,867 27,381 28,715 5

Boston 770,816 801,444 697,197 -13

Braintree 16,378 23,161 31,069 34

Brookline 49,786 57,589 54,044 -6
Cambridge ..... 110,879 120,740 107,716 —ll
Chelsea 41,259 38,912 33,749 -13

Dedham 15,508 18,487 23,869 29

Everett 46,784 45,982 43,544 -3

Lexington 13,187 17,335 27,691 60

Lynn 98,123 99,738 94,478 -5

Malden 58,010 69,804 57,676 -4

Medford 63,083 66,113 64,971 -2

Melrose 25,333 26,986 29,619 10

Milton 18,708 22,395 26,376 18

Needham 12,445 16,313 26,793 58

Newton 69,873 81,994 92,384 13
Quincy 75,810 83,535 87,409 5

Reading 10,866 14,005 19,259 36

Revere 34,405 36,763 40,080 9
Saugus 14,825 17,162 20,666 20

Somerville 102,177 102,361 94,697 -7
Stoneham 10,766 13,229 17,821 35

Wakefield 16,223 19,633 24,296 23

Waltham 40,020 47,187 55,413 18
Watertown 35,427 37,329 39,092 5
Wellesley 16,127 20,549 26,071 27 L
Winchester 16,081 15,609 19,376 25
Woburn 19,751 20,496 31,214 52

Appendix B.
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Authority Exhibit No. 4

Revenue Passengers and Automobile Registrations.

Cities and Towns served by Metropolitan Transit Authority

1948-1959.

Si TransitAutomobiles
Per Cent Passengers:

Per Cent
DecreaseIncrease

Over
1948.

Automobile
Registration. l

Revenue
Passengers. fromYear.

1948.

1948 326,128 381,023,889

360,490 Not available(a) 10.1949

1950 403,441 307,732,316(6) 19.2

409,589 288,972,823 25.6 24.21951

1952 405,470 277,713,059 24.3 27.1

Appendix C.

1953 425,132 268,286,299 30.4 29.6
1954 438,872 244,112,283 34.6 35.9
1955 466,764 225,077,915 43.1 40.9

452,777 219,286,909 38.8 42.41956

1957 481,195 212,474,900 47.5 44.2
469,148 205,682,900 43.9 46.01958

485,731 202,101,095 48.9 47.01959

(o) Not available due to change in fare structure.
(6) January 1 to 27 estimated.
1 For service area of M.T.A.

4
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Authority Exhibit N'o. 3.

Metropolitan Transit Authority, Passenger Traffic Trend.
Metropolitan Transit Authority and Transit Industry in

Cities of over 500,000 Population, 1948-1959.
I I . t

Per Cent Change in Passenger
Transit Passenger Traffic. Traffic from 1948 Level.

Year.
Transit in Cities of

over 500,000 Population (a) Boston Transit in Cities of Boston,
(millions). (thousands). over 500,000 Population.

J
1948 . . 11,419 381,024

1949 . . 10,191 (6) -10.8 (b)

1950 . . 9,346 307,732 (c) -18.2 -19,2

1951 . . 8,675 288,973 -24.0 -24,2

1962 . . 8,246 277,713 -27.8 -27.1
1953 . . 7,717 268,286 -32.4 -29.6
1954 . , 6,994 244,112 -38.8 -35,9

1955 . . 6,659 225,078 - 41.7 - 40.9
1956 . . 6,489 219,287 -43,2 -42.4
1967 . . 8,306 212,476 -44,8 -44.2
1968 . . 6,038 205,683 - 47.1 -46.0
1969 . . 6,984 202,101 -47.6 -47.0

1960 . . 6,906 199,598 - 48.3 - 47.6

(а) Source: American Transit Association.
(б) Not available due to change In fare structure,
(c) January 1 to 27 estimated.

Appendix D.
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Metropolitan Transit Authority Approximate One-way

Traffic admitted at Rapid Transit Line Stations and

at Subway Entrances on December 7, 1960.
Boyleton-Essex

..... 10,90040.200
18,300
54,500
11.200

Park Street
Milk-State Dover ......

4,800
Northampton ..... 5,300Winter-Summer

Station Dudley 41,100
Egleston ......

11,300
Green ...... 2,900Total 124.200
Forest Hills ..... 18,900

7,700Boylston Street
Arlington

95.200Total15,900
6,300Tremont

Copley
14,000South Station

Broadway .
10,800 10,200
1,100Mechanics

Symphony
Opera Place

9,300Andrew3,400 7.100Columbia
Savin Hill16,200 3.100

17,200
9,400

Massachusetts Avenue
Kenmore

14,900Fields Corner
Shawmut 2,00023,200

22,500Ashmont13,000
14,600 83,100Total

138.800 2,700Atlantic
Maverick
Airport

8,100
1,00012,700
4,500Wood Island Park

Orient Heights 5,00015,200
19.300 200Suffolk Downs

Beachmont 2,0002,000
7,300 1,600Revere Beach

Wonderland 3,600

43,800
28,700Total

5,700
1,500

3,500 Totals
200 124,200

138,800
12.700
43,800
17,500

60,300
95,200
83,100
28.700

6,600

17,500

38,100

11,800
6,600

3,800

604.300Total Grand Total60,300

Appendix F.
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Annual Passenger Traffic and Revenue Miles for Selected
Years between 1946 and 1960.

Year. Passengers. Revenue Miles.

55,400,283
50,704,354

1946 .

1950 .

433,094,91

307,732,315

44,264,384

40,877,161

40,646,563
40,063,272

38,051,393
38,491,771

38,590,116

1953 268,286,299

225,077,915

219,286,909
212.474.900
205.682.900
202,101,095
199,598,057

1955

1956

1957

1958

1959

1960

V

Appendix G.
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Metropolitan Transit Authority Parking Facilities, Y ear
ending December 31, 1961.

Number Minimum Number
Location. of Annual of Cars

Spaces. Desirable Use. Parked.

Cambridge 385 71,000 105,850

Sullivan Square, Charlestown .... 200 40,000 42,746

Wood Island Park, East Boston .... 340 68,000 42,391

Orient Heights, East Boston .... 209 41,800 29,509

Forest Hills, Jamaica Plain 126 25,200 29,047

Butler Street, Dorchester 285 57,000 26,058
Mattapan Station, Mattapan .... 290 68,000 36,329
Wonderland, Revere 480 96,000 119,393

Suffolk Downs, East Boston .... 185 37,000 9,651
Beachmont, Revere 150 30,000 17,894

Ocean Avenue, Revere 175 35,000 45,352
Arlington Heights, Arlington .... 60 12,000 14,273

Cedar Grove, Dorchester 29 5,800 5,055
Central Avenue, Milton 20 4,000 5,115

Milton, Milton 32 6,400 7,459
Riverside, Newton 1,600 320,000 163,414
Woodland, Newton 353 77,600 83,809

Waban, Newton 42 8,400 9,795
Eliot, Newton 57 11,400 11,629

Chestnut Hill, Newton 55 11,000 10,005
Beaconsfield, Brookline 20 4,000 978
Brookline Hills, Brookline 12 2,400 524
Brookline Village, Brookline .... 130 26,000 20,103
Longwood, Brookline 18 3,600 1,906

Everett Station, Everett (C. F. Allen) . 400 80,000 86,329
Everett Station, Everett (J. Kelly) ... 80 16,000 4,187

Square, Cambridge 100 20,000 24,003
Total capacity 5,806 1,161,200
Total cars parked - - 952,869

1 Capacity X 200 (67 per cent of Maximum Potential).

Appendix H.
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Estimated Tax Load Resulting from Total Metropolitan
Transit Authority Assessments.

Estimated Tax Load resulting
from Total M.T.A. Assessments.Tax Rate.

ity or Town

1960. 1950. Increase. 1960. 1950. Increase.xiou. iJJU. luucdoc. irow. x»»v« iiiucabc. ,I
$78.20 $50.40 $27.80 $4.39 $2.75 $1.64

53.00 35.00 18.00 3.08 1.74 1.34

Arlington
Belmont
Boston , 100.70 63.00 37.70 8.77 3.74 5.03

54.00 37.00 17.00 4.22 2.30 1.92

68.60 39.70 28.90 6.99 3.60 3.39
Brookline
Cambridge

Chelsea . 94.60 62.00 32.60 I 8.14 4.13 4.01

55.60 43.80 11.80 ! 3.69 2.21 1.48Everett
Malden
Medford
Milton

88.20 47.80 40.40 | 7.46 3.88 3.68
67.00 61.80 15.20 ( 5.72 3.26 2.46

02.60 37.40 25.20 2.73 1.67 1.06
59.60 36.00 23.60 0.58 0.35 0.23Newton

Revere 89.80 57.00 32.80 4.95 2.78 2.17
91.30 54.90 36.40 7.48 3.55 3.93Somerville

Watertown 67.60 42.00 25.60 3.28 1.85 1.43

#

Appendix I.
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Excerpt from Greater Boston Economic Study Committee
Report on Highland Branch, Dated August, 1960.

. . . On March 16, 1960, a clear, cold Wednesday, inbound pas-
sengers boarding the study segment of the Highland Branch be-

tween 7 a.m. and 6 p.m. received a GBESC survey questionnaire.
*n all, 6,000 questionnaires were distributed, and within one week

over 2,100, more than one-third, werereturned. This rate of return,
high by any standard, is especially significant because of the length
of the questionnaire and the fact that it had to be returned by
mail. It can be assumed that this rate of return reflects a high
level of public concern about the M.T.A. in general and the Highland
Branch in particular.

Summary of Findings.

A detailed analysis of the responses to the Highland Branch
rider survey is presented below. In summary, the main findings
are these:

Appendix J.

(1) The Highland Branch has made it easier for all residents in suburban cities
to the west to reach downtown Boston.

(2) In addition to providing a new commuter service, the Highland Branch frees
the equivalent of one traffic lane in the highway system during the peak hours.

(3) A large proportion of Highland Branch riders have become habitual users of
the line. Seventy-five per cent of all respondents said they almost always use the
Branch for trips into downtown Boston.

(4) Over one-half of the 26,000 daily passenger trips taken on the Branch either
originate or terminate in the suburban areas which were not previously served by
rapid transit.

(5) Roughly 40 per cent of all commuters who board at stations west of Reser-
voir live in municipalities outside the present M.T.A. district.

(6) The Highland Branch alleviates peak period traffic congestion in downtown
by about 7 per cent, and it frees about 1,300 downtown parking spaces

for other use.
(7) The M.T.A.’s Highland Branch ridership is ten times greater than that of

the railroad commuter service it replaced.
(8) Half the riders report they use the Branch because of the specific advantages

it has over the automobile and the commuter railroad. These are economy and
freedom from parking problems and traffic congestion.
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(9) Infrequent riders of the line report they were deterred mainly by uncom-
fortable riding conditions, such as crowding, swaying cars, noise and cold.

(10) Infrequent riders use private automobiles as the main alternative to the
Highland Branch, particularly during off-peak periods. During the peak period,
however, the Boston and Albany commuter train is also often used by the infre-
quent rider. .

. .

. . . Beyond even these important issues, however, the Highland
Branch experience draws attention to a basic policy choice which
must soon be made by the Boston metropolitan community. The
choice is between development influenced by a transportation net-
work which includes more rapid transit extensions, or growth un-
affected by them. It is significant that several major metropolitan*'
areas which have grown up without mass transit are now planning
for such systems despite the financial difficulty which mass transit
encounters almost everywhere. The lesson of this is that the suc-
cess or failure of mass transit cannot be measured by dollar costs
alone

....

#
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Fiscal Comparisons op Metropolitan Transit Authority

Income and Cost of Service
1948. 19G1

Total income $38,730,026.47 $36,994,300.00

JYages
•W.T.A. retirement fund

Social security taxes

36,335,600.0026,942,280.35
1,021,826.84 ,175,800.00

860,000.00
744.300.00
357.400.00

Workmen’s compensation insurance
Health, accident and surgical insurance
Group life insurance

254,392.92
70,640.80

380,900.00
1,024,500.00Blue Cross-Blue Shield

Unemployment insurance
Miscellaneous pensions, etc.
Uniforms and work clothes

1,100.00
190,788.7, '7,100.00

175,100.00

Total operating wages and fringe benefit $28,479,935,64 $42,151,800.00

3,949,997.59 3,513,900.00
1,388,204.43 1,672,300.00
2,570,697.19 1,200,000.00
2,576,581.92 1,975,500.00

158,200.00 >

1,575,636 41 225,200.00
*

$40,541,053.18 $50,580,500,00

2.844.484.70 382,000.00
4,330,675.65 3,785,600.00

2,532,100.00
50,159 00
95,408.64 13,100.00

$47,861,781.17 $57,293,300.00

9.125.754.70 20,299,000.00
224,899.93 225,000.00

8,900,854.77 20,074,000.00

Material and other items
Injuries and damages .

Depreciation
Fuel .

Power interchange (net)
Taxes (other than included above)

Total operating expenses including taxes

Miscellaneous rents
Interest on funded debt
Payment on funded debt
Rent of leased roads
Miscellaneous items

Total cost of service

Loss from operations
Profit and loss items

Excess of cost of service over income

4 1 Credit

Appendix K.
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Total Pay Roll.Monthly Pay Roll.
Year.

Number of Number of Number of
Total. Employees. Total.

$1,130,645.65 5,850 $36,784,181.63

Employees. Total. Employees.

1961 5,741 $35,653,535.98 109

1960 6,000 36,192,755.65 107
1959 6,046 34,761,968.93 105
1958 6,006 33,096.731.46 107

1957 6,020 | 31,741,095.37 106

1956 6,005 : 29,859,368.82 103
1955 6,073 1 28,107,491.10 104

1954 6,346 j 28,270,103.75 103
1953 7,030 j 29,747,592.32 107
1952 7,661 i 31,524,171.60 120
1951 8,206 31,834,672.83 126

1950 8,218 28,884,140.48 124
1949 8.452 27,769,178.09 115

1948 8.378 27,623,145.13 118
1947 7,719 23,933,444.72 111

992,817.52 6,107 37,185,573.17
986,018.51 6,151 35,747,987.44

960,922.70 6,113 34,057,654.16

929,688.08 6,126 32,670,783.45
880,299.93 6,108 30,739,668.75

858,683.52 6,177 28,966,174.62

831,164.06 6,449 29,101,267.81

872,366.62 7,137 30,619,958.94

925,874.93 7,781 32,450,046.53
939,330.75 8,332 32,774,003.58

873,172.89 8,342 29,757,313.37
790,713.65 8,567 28,559,891.74

787,646.97 8,496 28,410,792.10

777,321.15 7,830 24,710,765.87

Increase.Less. Less.Less. Increase. Increase.

49%45%49% 26%26%

a

Appendix L.

Summary of Metropolitan Transit Authority Weekly and
Monthly Pay Rolls, Years ended December 31.

Weekly Pat Roll.
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Deficit Reduction of One Million Dollars in 1961 Compared
to 1960.

(Estimated)
1960, 1961.

$36,034,700 $36,994,600

36,671,069 36,335,600^'
2,184,501 2,175,800

871,529 860,000
615,801 744,300
371,014 357,400
334,939 380,900
763,093 1,024,500

28,874 21,000
83,851 77,100

104,254 175,100

$42,028,925 $42,151,800

3,920,907 3,513,900
1,706,364 1,672,300
1,200,000 1,200,000
1,873,808 1,975,500

125,748' 158,200'
234,411 225,200

$50,838,668 $50,580,500

$ 3,748,557 $ 3,785,600
2,372,689 2,532,100

383,176 382,000
18,656 13,100

$ 6,523,078 $ 6,712,800

$57,361,746 $57,293,300

$21,327,046 $20,299,000
240,000 225,000

$21,087,046 $20,074,00^1

Total income

Wages
M.T.A. retirement fund
Social security taxes
Workmen’s compensation insurance
Health, accident and surgical insurance
Group life insurance
Blue Cross-Blue Shield
Unemployment insurance
Miscellaneous pensions, etc. .
Uniforms and work clothes, etc

Total operating wages and fringe benefits

Material and other items
Injuries and damages .

Depreciation
Fuel .

Power interchange (net)
Taxes (other than included above)

Total operating expenses including taxes

Fixed charges:
Interest on funded debt
Payment on funded debt
Miscellaneous rents
Miscellaneous debits

Total fixed charges

Total cost of service

Loss from operations
Profit and loss items

Excess of cost of service over income

1 Denotes credit.

Appendix N.
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Metropolitan Transit Authority Projected Incomes and

Costs of Service, Years Ending December 31, 1962 and 1961.
1962 1961.

Income:
$41,121,500 $35,948,600

792,600 953,300
84.300 97,400

$41,998,400 $36,994,300

$36,043,500 $36,335,600
2.159.000 2,175,800

895.000 860,000
750.000 744,300
354.000 357,400
379.200 380,900

1,123,200 1,024,500
21.300 21,100
78,000 77,100

138,400 175,100

$41,941,600 $42,151,800

3,337,900 3,513,900
1,857,800 1,672,300
1.200.000 1,200,000
2,087,600 1,975,500

164,100 1 158,200
241.200 225,200

$50,502,000 $50,580,500

$ 3,804,000 $ 3,785,600
2,356,000 2,532,100

380,800 382,000
17,100 13,100

$ 6,557,900 $ 6,712,800

$57,059,900 $57,293,300

$15,061,500 $20,299,000

Revenue from transportation
aRevenue from other railway operations

income .

Total income

Wages
M.T.A. retirement fund
Social security taxes
Workmen’s compensation insurance
Health, accident and surgical insurance
Group life insurance
Blue Cross-Blue Shield
Unemployment insurance
Miscellaneouspensions, etc.
Uniforms and work clothes

Total operating wages and fringe benefits

Material and other items
Injuries and damages .

Depreciation
Fuel .

Power interchange (net)
Taxes (other than included above)

Total operating expenses and taxes

Fixed charges:
Interest on funded debt
Payment on funded debt
Miscellaneous rents
Miscellaneous debits

Total fixed charges

A Total cost of service4
Loss resulting from operations

Profit and loss credits
Dividend on compensation insurance 225,000200,000

Loss for year (excess of the cost of the service over
income)

........
$14,861,500 $20,074,000

1 Denotes credit

Appendix 0.
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Metropolitan Transit Authority.
December 31Capital Investment, Years ended

Passenger-Carrying
Rolling Stock,Other than

Passenger-Carrying
RollingStock

Capital Additions
and Investments

funded by
Bond Issues.

funded by
Bond Issues.

$3,036,351
$2,209,7722,281,225

1,065,166 1,212,286
995,003 1,154,593

2,035,934 7,015,146
990,143 827,886

1,091,142 829,637
486,427 257,370
382,529 2,005,854
274,066 . 2,133,437

1,081,276 3,832,491
1,277,258 5,581,499

648,510 327,333327,333
1,193,854 1,512,650
1,192,100 56,600

$28,956,554$18,030,984

$46,987,538

Appendix P.

Grand Total

1961 (estimate)

Total
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The Exclusion of Certain Costs from the M.T.A. Deficit.
1. Subway Rentals.

Auditor’s 1960 Report Excerpt:
Deficit — 1960. During the year 1960 the financial condition

of the Authority continued to decline. The Railway reported the
a largest deficit in its history, amounting to $21,087,045.59 which did
™not include $1,427,104.21 assessed directly upon the taxpayers of

the district and therefore was not reported as part of the M.T.A.
deficit. Actual costs of the M.T.A. for the 1960 year to be assessed
upon the taxpayers of the district, directly and indirectly, amounted
to $22,514,149.80. The substantial difference between the actual
costs and the amount reported as a deficit by the Authority resulted
from the fact that the Trustees have been permitted, by statute, to
exclude from the cost of service the principal payments on the sub-
way purchases and new construction bonds, interest on deficit ad-
vances made by the State Treasurer and the cost of operating the
Boston Metropolitan District. The following is an analysis of the
actual charges to be levied on the taxpayers of the M.T.A. district
for 1960railway operations:
Deficit reported

...........
$21,087,045.59

Add;
Retirement of subway purchase and new construction

debt $945,259.27
Interest on deficit notes issued by the State Treasurer . 476,844.94
Boston Metropolitan District budget . . 5,000 00 1,427,104.21

$22,514,149.80

Direct assessments on the taxpayers for the past four years have
been as follows:

i960. 1959. 1958. 1967.

-Reported by M.T.A.
.

521,087,045.59 $18,421,076.41 $15,780,896.99 $11,414,813.97
ifflemi not included . 1,427,104.21 1,536,416.60 1,139,539.57 1,059,277.47

$22,514,149.80 $19,957,493.01 $16,920,436.56 $12,474,091.44

The practice of excluding certain costs from the published defi-
cit originally started in 1947. It is purely a subterfuge and accom-
plishes nothing except to conceal a part of M.T.A. costs from the
taxpayers. There has been a concerted effort over the last 10 years

Appendix Q.
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*

to take more of the M.T.A. costs and place them in the category of
direct assessments. It must be emphasized that such a policy does
not save the taxpayers a single penny. It might, on the contrary,
encourage the Trustees to be even more extravagant than they
have been at times in the past.

M.T.A. General Counsel’s Reply (8/29/61).
This is not an accurate, fair or complete statement, and intimates

that the Trustees are in some way involved in “subterfuge”. As
a matter of fact, all of the elements listed by the Auditor as excluded
from the deficits were excluded from the cost of the service and from
deficit computation during the period before 1947 when the Boston
Elevated was under public control.

Prior to public ownership in 1947, and prior to acquisition of the
subways by the Authority in 1949, a portion of the subway rentals
of the Boylston Street Subway Extension and all of the rentals of
the Huntington Avenue Subway were excluded from the cost of
service unless earnings were sufficient to pay the same. These ex-
clusions amounted to three to four hundred thousand dollars an-
nually in the latter years before public ownership. It had been
argued for years by public officials and others that capital costs of
subway and rapid transit facilities should not be included in the
charges to be met by fares. Since such facilities are, in fact, under-
ground streets which enable the private automobiles, the M.T.A.’s
greatest competitor, full use of the regular streets, this principle was
recognized in the latter years of public control by relieving the Bos-
ton Elevated Railway of certain subway rentals which represented
principal and interest payments on the debt incurred for these sub-
ways. This principle was further extended under the M.T.A. Act
by relieving the M.T.A. of principal payments on the subway and
rapid transit debt. Incidentally, in New York City for years both
when the transit systems were privately operated, and when publicly
operated, capital charges including both interest and principal have
been borne directly by the taxpayers, and not included in the costs
to be met from fares.

2. Interest Charges by State Treasurer.
Auditor’s 1960 Report Excerpt

The taxpayers in the M.T.A. district will be assessed $476,844.94
by the State Treasurer in November, 1961, for the interest costs on
advance payments made to the M.T.A. which is permissive under
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authority of sections 13 and 13A of chapter 544 of the Acts of 1947,
as amended.

Previous audit reports have commented on the fact that sufficient
money was available in the State Treasurer’s Agency Funds for
distribution to the 14 cities and towns of the district each time in-
terest-bearing advances were made to the M.T.A. on the current
deficit.

In this connection the Alass Transportation Commission in its
report to the Legislature in February, 1961, stated:

We concur with the recommendations of the State Auditor to the effect that itijps unreasonable for the State Treasurer to charge the fourteen cities and towns the
market rate of interest for funds advanced the M.T.A. while the Treasurer has
more than these amounts in his account for the fourteen cities and towns. We
have explored this matter with the new State Treasurer who is carefully reviewing
the entire subject.

The new State Treasurer has already reduced these costs, for in
the advance of $3,587,045.59 on the 1960 deficit, which was made
under his direction, the money was not borrowed on the open market
but was advanced from the Highway Fund at 1 per cent interest
which represents a substantial savings to the taxpayer.

If the State Treasurer continues the foregoing procedure on ad-
vances on the M.T.A. 1961 deficit, the amount assessed directly on
the cities and towns for interest on the deficit will be reduced con-
siderably.

The Department of the State Auditor, however, is still of the
opinion that the State Treasurer should charge interest on M.T.A.
advances only when he is forced to borrow money for the specific
purpose of making such advances.

Over the past eight years these interest charges have been as
follows:

Year. Deficit. Interest.
1953 $8,350,676.08 $48,248.35
1954 6,473,494.53 39,409.38
1955 6,714,634.63 94,613.21

A 1956 8,324,287.73 141,085.54
w 1957 11,414,813.97 239,684.87

1958 15,780,896,99 259,946.90
1959 18,421,076.41 590,157.34
1960 21,087,045.59 476,844.94
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M.T.A. General Counsel’s Reply (8/29/61).

Interest on notes issued by the State Treasurer to borrow money
to pay deficits have always been excluded from the cost of service
from 1918 to date. As deficits have increased these interest charges
have naturally increased. The Trustees inrecent years have favored
bills filed to eliminate this direct charge by the State Treasurer on
the cities and towns of the Authority.
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Proposed Elimination of M.T.A. Depreciation Charge.

Auditor’s 1960 Report.

Depreciation: Paragraph 4 of section 8 of chapter 544 of the Acts
of 1947 authorizes the Trustees to expend for capital purposes, such

as are charged to the cost of service for an annual allow-ance of depreciation, section 11 of this statute permits the Trustees
to include in the cost of service for depreciation . . .

. . . such allowance as the trustees, subject to the approval of the department
may deem necessary or advisable for depreciation of property

.
. .

The Legislature, therefore, apparently intended that funds for
capital additions, not otherwise provided for, be obtained through
charges to the cost of service for depreciation.

When chapter 544 of the Acts of 1947 was originally enacted,
there was some justification for a depreciation charge in the cost of
service, because revenue equipment was paid from the working capi-
tal of the Authority. Chapter 572 of the Acts of 1949, however,
eliminated the necessity for such a charge to the cost of service,
because it provided that funds for the acquisition of revenue equip-
ment would be raised by bond issues, and that the bond retirements
would be charged to the cost of service in lieu of depreciation.

In view 7 of the fact that the cost of fixed assets is being amortized
by bond retirements charged to the cost of service or assessed di-
rectly upon the taxpayers, only those funds for capital expendi-
tures not provided by a bond issue or the sale or disposition of capi-
tal assets should be obtained by a depreciation charge to the cost of
service, as outlined in paragraph 4, of section 8 of chapter 544 of the
Acts of 1947, as amended.

Previous audit reports have recommended that this charge for
depreciation be discontinued, and that the taxpayers of the District

be charged, in the annual deficit, only for the cost of necessary re-
placements not otherwise provided for. Under such a procedure,
the taxpayers would be reimbursing the Authority only for money
actually expended for this purpose. This recommended change in
M.T.A. accounting procedures w7 as also agreed to in an engineering

Appendix R .
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and accounting survey of the M.T.A. conducted in 1953 by a private
organization at a cost to the Authority of $lOO,OOO.

It is again recommended that section 11 of chapter 544 of the Acts
of 1947 be amended to stipulate that the cost of service shall in-
clude, in lieu of the depreciation allowance, only the actual amount
of capital expenditures not provided by bond issue or by sale or
disposition of capital assets.

M.T.A. General Counsel’s Reply (8/29/61).

On pages 52 and 53 of the State Auditor’s Report he reasserts a
recommendation previously made that the annual charge to the
cost of service for depreciation be eliminated, and cites in support
of the recommendation a statement made in a survey of Ernst &

Ernst in 1953 to the effect that such charge should be discontinued.
He states that section 11 of this statute 'permits the Trustees to
include in the cost of service an allowance for depreciation.

The Act creating the Authority, chapter 544 of the Acts of 1947,
in the second paragraph of section 11 requires that “The cost of the
service shall include ... (6) such allowance as the trustees, subject
to the approval of the department (Department of Public Utilities)
may deem necessary or advisable for depreciation of property and
for obsolescence and losses in respect to property sold, destroyed or
abandoned . .

.”

The reason for such a requirement is obvious. The Authority
owns depreciable property having a book value of over sixty-three
million dollars, composed of such things as power plants, sub-
stations, power station equipment, roadway machinery, structures,
communication systems, shops, carhouses, garages, miscellaneous
equipment such as automobiles and trucks, distribution and trans-
mission systems, subway equipment, shop equipment, etc. Unless
some provision is made for funds to replace this depreciable property
when it becomes obsolete or wears out and to acquire additional
property, the Trustees would be unable to carry out the duty imposed
upon them by sect ion 10 of chapter 544 to maintain the propertyA
in “good operating condition”.

The necessity for an adequate depreciation charge is recognized
by any sound accounting system, and would apply to any business,
whether it be privately or publicly operated.

The I.C.C. uniform system of accounts for electric railways which
the Department of Public Utilities has adopted for street railways
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and which is specifically applicable to the Authority, under the third
paragraph of section 8 of chapter 544, requires that provision shall
be made for depreciation of depreciable property.

It is noteworthy that the Auditor in this Report does not claim,
as he has in past reports, that if the present method for obtaining
funds with which to make replacements and additions to depreciable
property were eliminated ‘ ‘ a substantial reduction could be expected
in the cost of service every year thereafter. ”

If funds were not available through the depreciation charge it
.would be necessary to amend chapter 544 so as to provide for the

of money for this purpose, and for inclusion in the cost of
service of principal payments and interest charges on such borrow-
ings. This was the case when the 1949Legislature amended chapter
544 by eliminating the charge for depreciation on passenger-carrying
rolling stock. Although the elimination of this depreciation charge
made an immediate saving of about $1,500,000 annually in the cost
of service, there was included in the cost of service in 1960, in place
of such depreciation charge, charges of over $1,823,718 for principal
and interest payments on equipment serial bonds issued to acquire
passenger-carrying rolling stock for replacement purposes. In other
words, in a relatively short period of approximately ten years the
amount included in the cost of service for interest and amortiza-
tion on bonds issued to acquire passenger-carrying rolling stock
exceeds the former depreciation charge by over $300,000 annually,
and will increase still more as further replacements of passenger-
carrying rolling stock are made.

Similarly, in the case of other depreciable property, if fair depre-
ciation charges subject to the approval of the Department of Public
Utilities are not currently made as is now required by law, it would
be necessary to provide for bond issues on which principal and
interest charges would be included in the cost of service, and it
would not be long until charges of a different kind, but at least
equal to the former charge for depreciation, were again in the cost
of service.

HP A fair depreciation charge would seem to be the least costly in
the long run since borrowing entails not only amortization of the
cost of the depreciable property by principal payments on the
bonds issued to acquire it but also interest charges. Such interest
charges are not involved where a proper charge for depreciation
is currently made.
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M.T.A. Treasurer-Comptroller’s Reply (8/22/61).

The State Auditor again recommends that the M.T.A. change its
accounting treatment on the subject of depreciation and would,
under his recommendation, have us charge the cost of service each
year with the actual amount expended on capital projects.

We have always taken exception to this recommendation, as the
method now being used by the Authority is in accordance with the
I.C.C. System of Accounts for Electric Railways, which system
was adopted by the Massachusetts Department of Public Utilities.
Under chapter 544, the Department of Public Utilities must
the depreciation charge to the cost of service. The present method
is consistent with sound accounting principles and has had the con-
tinued support and approbation of leading authorities in the ac-
counting field.

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

Resolve providing that the general court memorialize the

W CONGRESS OF THE UNITED STATES TO GRANT FEDERAL AID OR

ASSISTANCE TO URBAN, METROPOLITAN AND PUBLICLY OWNED
MASS TRANSPORTATION FACILITIES.

1 Resolved, That the general court memorialize the congress of
2 the United States to grant federal aid or assistance to urban,
3 metropolitan and publicly owned mass transportation facilities
4 by granting or providing federal assistance for the purchase of
5 passenger equipment and the purchase or acquisition by pub-
-6 licly owned authorities of rights of way and for the installation,
7 construction and improvement of said rights of way, so as to
8 provide expanded facilities to meet the mass transportation
9 needs of the urban and metropolitan areas of this country.

Appendix S.
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In the Year One Thousand Nine Hundred and Sixty-Two.

An Act providing that the trustees of the metropolitan

TRANSIT AUTHORITY BE APPOINTED IN THE FOLLOWING MANNER
IN THE CASE OF THE RESPECTIVE EXPIRATION OF TERMS.

1 Section 2of chapter 544 of the acts of 1947 is hereby amended
2 by striking out sentences 7, 8, 9, 10, and 11, as most recently
3 amended by section 1 of chapter 197 of the acts of 1953, and

4 inserting in place thereof the following
5 Section 2. As the first of the three terms of the incumbent
6 trustees expires, his successor shall be appointed by a seventy-
-7 five per cent vote of the advisory board of said authority; as
8 the second of the three terms of the incumbent trustees expires,
9 his successor shall be appointed by the governor after first hav-

-10 ing obtained a seventy-five per cent vote of the advisory board
11 of said authority; as the third term of the incumbent trustees
12 expires, his successor shall be appointed by the governor with
13 the advice and consent of the council. Successive appointments
14 shall be made in this sequence.

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

Appendix T.
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In the Year One Thousand Nine Hundred and Sixty-Two.

An Act providing for the submission, by the metropolitan

TRANSIT AUTHORITY, OF A REPORT STATING ANTICIPATED INCOME
AND EXPENSES.

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. Any other provisions of the law to the contrary
2 notwithstanding, the Metropolitan Transit Authority shall, on
3 or before November first, nineteen hundred and sixty-two, and
4 each year thereafter, prepare and submit a summary of an-
-5 ticipated income and expenditures for the ensuing fiscal year
6 which shall be the calendar year. The report shall set forth all
7 proposed expenditures for the administration, operation and
8 maintenance of all departments, agencies and offices of the
9 Metropolitan Transit Authority; major expenditures of capital

10 equipment and/or capital improvements to be purchased and/or
11 executed during the fiscal year; all interest and debt redemption
12 charges during the fiscal year. The trustees of the authority
13 shall annually prepare the summary of the proposed expendi-
-14 tures and anticipated income for the fiscal year and submit
15 said report to each member of the advisory board of the Metro-
-16 politan Transit Authority.

1 Section 2. This act shall take effect immediately upon its

Appendix U.
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Communications concerning Cost of New Metropolitan
Transit Authority Office Building.

Metropolitan Transit Authority,
Park Square Building,

Boston 16, Massachusetts. November 6, 1961

Dr. JosephF. Maloney, Executive Director ,

Mass Transportation Commission,
120 Tremont Street, Boston, Mass

Dear Dr. Maloney: —-Attached herewith please find copy of
letter from Desmond & Lord, Inc., G Beacon Street, Boston, in re-
gard to the new M.T.A. Office building.

Yours very truly,

THOMAS J. McLERNON,

Appendix V.
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Desmond & Lord, Inc..
Architects and Engineers,

6 Beacon Street, Boston, November 6. 1961

Mr. Thomas J. McLernon, General Manager,
Metropolitan Transit Authority,
31 St. James Avenue, Boston 16, Mass.

Dear Mr. McLernon : In analyzing the cost of the new
MTA Office Building, it is necessary to consider two factors which
would increase costs.

First, the type of organization and operation of personnel in-
*dicated keeping the building on as few levels as possible, giving a

higher cost for heating, air conditioning and other mechanical fa-
cilities, than in a more compact, high rise building.

Secondly, efficiency of operation was improved by utilizing fairly
long, clear spans. A close column spacing may have been less
costly.

We have recently designed an office building which was bid at
approximately $17.50 per sq. ft. This low price was for a compact
two-story building, including no tenant facilities such as partitions,
casework, etc., which were included in your building. The inclu-
sion of these facilities would bring the cost to approximately $21.00
to $22.00 per sq. ft.

Research indicates that the cost of commercial buildings are
running from $20.00 to $26.00 per sq. ft., depending upon location,
building location, site work, interior work, etc. Your building, at
a contract price of $1,497,700 or $20.68 per sq. ft. compares very
favorably with the above figures. This becomes even more appar-
ent when consideration is given to the amount of site work and
parking and detailed interior development in the building, all of
which is necessary to meet your particular requirements.

Very truly yours

DESMOND AND LORD, INC.4
DAVID R. THISSEN, Jr.
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Excerpt of Regulations of the Board of Trustees of the

Metropolitan Transit Authority.

The following are the regulations of the Board of Trustees of
the Metropolitan Transit Authority, adopted on August 29, 1947,
and as amended to and including September 1, 1959.

Officers

Section 1. The Board of Trustees hereinafter called the Board shall have
charge of and supervise management, operation and direction of all business and
affairs of the Metropolitan Transit Authority, hereinafter called the Authority, as
provided in chapter 544 of the Acts of 1947 or any amendments thereof.

The General Officers of the Authority shall be a General Manager, a Treasurer-
Comptroller, a General Counsel, a General Attorney, a Recording Secretary and
such other officers as from time to time the Board shall authorize and appoint. All
such officers shall be appointed by and may be removed by the Board at pleasure
and shall be directly responsible to it; provided, however, that no appointment of
a General Manager shall be effective until approved by the Advisory Board estab-
lished by chapter four hundred and four of the acts of nineteen hundred and fifty-
two.

The duties and the authoritj" of the aforementioned officers shall be as are here-
inafter defined. They shall report to the General Manager or directly to the Board
when and as requested by the Board. [Emphasis added.]

Appendix W.
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General Manager.

Section 2. The General Manager shall be the chief executive officer of the
Authority and, under the direction of the Board, shall have general oversight, care
and management of all its property and business in all its departments, and super-
vision of its officers, agents and employees in the discharge of all duties not specifi-
cally otherwise prescribed by law or by the Board.

Under rules approved by the Board, he may sign deeds and special contracts for
the Authority and may countersign checks, drafts and bonds, and approve bills
and vouchers.

The General Manager shall have charge of, and be responsible for, the
operation of the transportation service of the Authority, the construction and
maintenance of tracks, buildings and structures, the maintenance and operation of
power plants and transmission systems, the operation of car shops, the mainte-
nance of rolling stocks, the routing, schedules and operation of cars and other trans-
portation service, and general supervision of all officers and employees. [Emphasis
added.]
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He shall have authority to execute in the name and on behalf of the Authority
petitions for and acceptances of locations, alterations of locations and extensions
of locations of tracks and of poles, wires and other appliances and devices in con-
nection therewith; also petitions for and acceptances of permits for the operation
of motor buses and trackless trolleys and for the erection of poles, wires and other
necessary structures in connection therewith. Petitions for new track locations,
new permits for operation of trackless trolleys and new licenses for operation of
motor buses shall be authorized by vote of the Board.

He shall have charge of all rentals of property owned or leased by the Authority,
subject to obtaining in advance the approval of the Board to all rentals exceeding
$l,OOO per annum. He shall perform such other duties as shall from time to time
be assigned to him by the Board.

He shall bargain collectively with labor organizations representing employees
of the Authority and, subject to the approval of the Board in advance, may enter
into agreements with such organizations relative to wages, salaries, hours, wo.king
conditions, health benefits, pension and retirement allowances.

In the case of the absence or disability of the General Manager, the powers and
authority of the General Manager shall vest in such person, or persons, as may be
designated by the Board of Trustees. . . . The General Manager shall submit to
the Board in advance all proposed changes in personnel, changes in compensation
or assignments and transfers of all persons to be hired, transferred or promoted
who receive or will receive an annual salary of $6,000 or more, for the considera-
tion of the Board before any such changes in personnel, changes in compensation
or assignments or transfers are made effective.

In the event of any difference between any of the General Officers as to the ap-
plication of these regulations or in pursuance of their duties, such difference shall
be submitted to the Board by the General Manager.

4
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While the auditor states that he could not obtain various studies
from the M.T.A., copies of the study were furnished to the staff
of the Mass Transportation Commission by the M.T.A. in Decem-
ber, 1960 - January, 1961. The Mass Transportation Commission
has not yet received any analyses by the staff of the M.T.A. of the
auditor’s criticism concerning power, but this might well be the
problem of whether or not to modernize the power plants or to sell
them to the Boston Edison Company as a problem of the M.T.A.
Trustees and not of the staff.

Auditor’s 1960 Report: Item 25.

Power. The M.T.A. operates twTo power plants known as the
Lincoln and South Boston Power Stations. This Authority also
has a 20-year agreement with the Boston Edison Company to buy
and/or sell power to each other as needed.

During 1960 the M.T.A. billed the Boston Edison Company for
$211,701.41 for power sold and during the same period the M.T.A.
was charged $85,953.25 for purchased power or a net difference in
favor of the M.T.A. of $125,748.16.

The M.T.A. also made sundry sales of power of $2,629.50 in 1960.
The Authority has 23 substations which convert alternating

current generated at the power plants to direct current used by the
system.

Previous audit reports have noted that the Board of Trustees on
December 19, 1958, authorized the General Manager to engage the
services of a firm of engineers to make studies of the power stations
of the Authority at a cost not to exceed $20,000.00.

In a letter dated March 31, 1959, the firm selected reported that
it would study the power situation in two parts;

Phase I. Study directed at reconstruction, rehabilitation
and/or abandonment of the existing Lincoln and South BostonP
power generating stations, and of the AC transmission system and
the substations.

Phase 11. Study comparing cost data gathered under Phase I
with the cost of purchased power from the Boston Edison Company
with recommendations as to the apparent best course of action.

Appendix X.
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The final reports were delivered to the Engineering Department
by the consulting firm on April 14, 1960, and copies transmitted to
the Board of Trustees on April 25, 1960.

During the course of this audit a copy of Phase I was obtained
from the Power Division of the M.T.A. When this Department
requested that Phase II and the final reports of the Engineering
Division also be made available for examination, they were refused
and this refusal was ordered by the Trustees. As a result, reports
and materials dealing with the power situation have been kept from
examination for the indicated reason that the Trustees had not

Reached a final decision in the matter.
The Trustees apparently chose to forget that:
1. The information was gathered at public expense and is there-

fore public property. Since the Department of the State Auditor
represents and reports to the General Court and the taxpayers it
must have full access to all records which affect the financial condi-
tion of the Authority in order to complete a competent audit.

2. Even though these reports have been in the hands of the Trus-
tees since April 25, 1960, the minutes of the Trustees’ meetings
during the period under audit fail to mention any action taken by
them with regard to the power situation.

3. The Trustees in their annual report for the year ended Decem-
ber 31, 1960, stated:

TheEngineering Department recommended that the Authority negotiate with the
Boston Edison Company with regard to a proposal from Edison to purchase the
M.T.A. power plants and sell power to the M.T.A. as required at a reasonable
price for power. This would obviate a major capital outlay the Authority for
the necessary rehabilitation of the power plants if the Authority is to continue to
generate its power.

However, from the information obtained in connection with this
audit, it appears that the power situation is serious.

In Phase I of its report the engineering firm stated that an eight-
yearreconstruction program would cost an estimated $36,476,000.00

that $1,950,000.00 will be required in the next three years for
Continued operation of the power plants if the construction program

is not carried out.
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Excerpt from M.T.A. Chief Engineer’s Report to the Acting
General Manager

Re: Investigations regarding the Power Supply Problem of the
Authority (March 7, 1960).

The power problem of the M.T.A. consists principally of consider-
ing the advisability of modernizing the M.T.A. power facilities ow
purchase of power from the Edison Company. It is important that
conclusions be reached regarding this problem as soon as possible
as a large amount of deferred maintenance and replacements has
accrued, estimated to cost $2,000,000. The necessity of undertaking
this work immediately requires the adoption of a long-range policy
for modernization of the existing facilities or otherwise arrangements
should be made to purchase power from the Edison Company.

The present total estimated cost of complete modernization of
generation, transmission and distribution facilities over an eight-
year program of construction is in the order of $36,500,000. Even
though part of the modernization of power facilities might be de-
ferred a few years it would be necessary to authorize a total expendi-
ture of about $2,000,000 at the outset, and beginning in about eleven
years an additional expenditure of about $44,000,000, including
allowances for increased construction costs between now and the
time the construction could be carried out. It would be absolutely
contrary to sound thinking to only partially modernize some facili-
ties at the outset, postponing the major part of the work until
later years.

It is the opinion of the writer that the Authority should give no
consideration at all to authorizing such large capital
because the estimates of the engineers indicate definitely that th“
cost of power purchased from Edison, in accordance with the pro-
posal now before the Trustees, would be considerably less than the
cost of power if the M.T.A. modernized its facilities and continued
to generate power. Even though the annual cost of power generated

Appendix Y.
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by the M.T.A. with modernized facilities was only the same as the
cost of Edison power, or even if it were less than the cost of Edison
power, it would still be the opinion of the writer that power should
be purchased from Edison instead of gambling on results to be
expected from large capital expenditures for modernization.

Proposal of Edison Company.
The Edison Company has submitted a proposal for purchasing

the M.T.A. power plants and for the sale of power to the M.T.A.
which briefly consists of the following principal features:

jfk (a) Edison will pay the M.T.A. the book value of the power
plants which, as of December 31, 1959, amounts to $2,406,230.

(6) Edison will sell 25 cycle power to the M.T.A. under a 25-year
contract in accordance with a monthly schedule providing for a
demand charge of $33,000 for the first 20,000 kilowatts of demand
or any portion thereof, plus $1.45 per kilowatt for any demand over
20,000 kilowatts; and an energy charge of 0.8 cents per kilowatt-
hour for the first 300 hours, and 0.7 cents per kilowatt-hour for any
excess.

(c) The charges will be adjusted in accordance with the Edison
standard fuel clause on file with the D.P.U.

(d) The above charges will also be adjusted, at intervals to be
agreed upon, on account of increases or decreases in labor or tax
costs.

(e) Approaching the end of the 25-year contract period it will
be necessary for the M.T.A. to have converted all substation equip-
ment for the use of 60 cycle power which the Edison Company will
furnish at rates to be renegotiated at that time.

Comparison of Costs of Power generated by the M.T.A. and Power
purchased from Edison.

If the power facilities were completely modernized at the present
time and the M.T.A. continued to produce power, the average an-
nual cost of power during the 25-year life of the proposed contract

JBnth the Edison Company would be about $340,000 or about nine
per cent more than the cost of power purchased from the Edison
Company.

If the modernization of power facilities was postponed for about
eleven years and only a minimum amount of work done at the out-
set, which plan is absolutely not recommended, the average annual
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cost of operation during the 25-year contract period would be about
$463,000, or thirteen per cent more than the cost of power pur-
chased from Edison.

Under both of the above plans, the cost of power generated by the
M.T.A., during the first year would be more than the cost of power
purchased from the Edison Company and the difference would con-
tinue to increase during the life of the contract.

Summaries of voluminous computations supporting the above
statements are included in both the report of Whitman & Howard,
Inc. and the report of engineers of this department. It is believed
that all assumptions made in preparing the economic studies arA
sound from an engineering point of view. The fixed costs have beenv

either computed by the Treasurer-Comptroller’s office or have been
computed in conformity with instructions from his office.

The Boston Edison Company proposes to pay to the M.T.A. the
book cost of the facilities at the South Boston and Lincoln Power
Stations, including the cost of land. At the South Boston Power
Station the M.T.A. owns 1,042,866 square feet of land which is car-
ried on the books at $347,045 and at the Lincoln Power Station the
M.T.A. owns 109,676 square feet of land carried on the books at
$246,619. The assessed valuation of land at South Boston is
$1,005,000 and at the Lincoln Power Station $lOO,OOO. The total
assessed valuation of all land is $511,836 greater than the book cost
of all land. Certainly, the value of the land is much greater than
its book cost and probably greater than its assessed valuation. This
is one of the principal items which will require negotiation between
the Authority and Edison prior to the preparation of a final agree-
ment.

There are eight unaffiliated employees and 104 affiliated M.T.A.
employees assigned to the power plants who should be transferred
to the Edison Company. Many of these employees have been with
the Authority for years and their jobs should be fully protected. The
Edison proposal regarding this matter is extremely weak. This m
another important item for negotiation before final agreements are
made.

It is understood that sections 93 and 94 of chapter 164 of the
General Laws permit either party to a negotiated contract, such as
the contract the M.T.A. and Edison has under consideration, to

Objections to the Edison Proposal requiring Further Negotiation.
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petition the Department of Public Utilities for a change in rates an
possibly changes in other provisions. It is believed that any con
tract between the M.T.A. and Edison should prohibit Edison from
petitioning the Department of Public Utilities for any change in
the basis of charges stipulated in the contract, at least for a certain
number of years and possibly ten years. This department has not
obtained any legal advice regarding this matter, neither has the
matter been discussed with Edison. It is suggested that this matter
be examined carefully by M.T.A. attorneys and considered as an

item for negotiation with Edison.

Future Development of Edison Plant Additional Taxes for Boston.
We have been advised by Jackson & Moreland, Engineers for the

Edison Company, that the Edison load is increasing at such a rate
it will be necessary to double its plant in about ten years, requiring
generating units with capacities totaling more than 1,000,000 kilo-
watts, the over-all cost of which would bein the order of $150,000,000.
With their present power station sites, only a small amount of this
additional capacity can be installed in the city of Boston. Most
of it would be located outside of the M.T.A. district, the site which
has been discussed most frequently being Squantum.

The acquisition by Edison of the South Boston Power plant will
permit the location of as much of this generating capacity as may
be economically desirable in Boston. It is suggested that the Trus-
tees obtain from Edison a rough estimate of the cost of the additional
facilities which might be located at South Boston. In the past
Edison has indicated this cost might amount to about $65,000,000.

In considering the advisability of purchasing power from Edison,
it should be kept in mind that the city of Boston will benefit greatly
from taxes which they will receive not only for the assessed value
of the South Boston and Lincoln Power Stations, but also in a
greater amount from the taxes resulting from any large plant expan-

sion of the Edison Company which the sale of the South Boston
'wow Station will permit.

The assessed valuation of the two power plants, including addi-
tional expenditures which Edison will make after they acquire them,
may amount to about $5,000,000, at the outset.

A part of the taxes to be paid by Edison for the power stations
will be assessed against the M.T.A. It is impossible to estimate the
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apportionment of the taxes but the chances are good that the M.T.A.
would be assessed less than half the taxes on the present value of the
power plants as the plants will be used for producing steam for
Edison use and for generating current to be used by Edison through-
out its system and also because a large part of the land at South
Boston will be used for Edison plant expansion.

In conclusion it should be remembered that the proposal of the
Edison Company provides; (1) a sizable payment to be made to
the M.T.A. at the outset. (2) Power to be supplied to the M.T.A.
under particularly reliable conditions and at a cost appreciably less
than it can be obtained by the M.T.A. by any other method of
supply, and (3) it will save the M.T.A. from now making expendi-
tures of many millions of dollars for rehabilitation and moderniza-
tion of power generating facilities. One of the most important ad-
vantages of obtaining power from Edison is the reliability of their
facilities to supply the power, which is far greater than the relia-
bility of our present plants or the present plants partially rehabili-
tated.

The primary mission of the M.T.A. is transportation. The pri-
mary mission of the Edison Company is generation and supply of
power. This division of functions has been recognized in all large
municipalities where transit systems similar to that of the M.T.A.
are in operation. There is no other large transit system in this
country now generating power. The last such system to do so was in
New York where last year they successfully negotiated with Con-
solidated Edison of New York for the purchase of power.

*
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Highland Branch.
Auditor’s 1960 Report—Excerpt.
In every audit report issued by the Department of the State

Auditor since the first examination of the accounts of the predecessor
Boston Elevated Railway Company, it has been continuously and

emphasized that a crisis in mass transportation in this
area was inevitable.

Such a crisis finally brought about the expenditure of $10,600,-
000.00 in the creation of the new Highland Branch. In re-examining
the circumstances surrounding the building of this extension, it is
evident that the officials of the M.T.A. were grossly inefficient in
their plans for it and that they completely ignored the General
Court with regards to the amount of money to be expended as well
as the type of service that was to be provided.

This extension was built under the provisions of Chapter 450 of
the Acts of 1957 which specified that the M.T.A. was to construct
“a rapid transit line.” In fact, the Railway has erected a trolley
line which is;

(a) More expensive to operate than a Rapid Transit line.
(6) Will not carry the passenger load that a Rapid Transit system

(c) Its service is measurably slower than is that of a Rapid
Transit line.

Furthermore, the General Court limited the cost of this project
to $10,600,000.00, of which $9,200,000.00 was allocated for con-
struction and $1,400,000.00 for rolling stock. As of December 31,
1960, however, the records of the M.T.A. show the construction
cost for this extension to be $8,932,163.59. This amount, however,
omits a total of $250,712.20 expended for the parking area at Wood-

land and Brookline Village stations. Consequently, the total actual
M.T.A. costs already amount to $9,182,875.79 leaving available for
certain land damage cases which are still pending only $17,124.21.
In this connection it is worthy of comment that since the close of
this audit engagement the Court has awarded one plaintiff land
damages in the amount of $471,240.00. Therefore, the M.T.A. has

Appendix Z .
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already exceeded its legislative expenditure limitation by more than
$450,000.00 and other land damage cases are still unsettled.

Attention is further directed to the fact that because of serious
errors of judgment by M.T.A. officials in the construction of this
extension it has been necessary to expend approximately $1,750,-
000.00 for corrections. The causes for this additional cost can best
be expressed by quoting from the Revised Joint Report of M.T.A.
Department Heads Regarding Additional Facilities for the High-
land Branch, dated April 21, 1960.

The original authorization of 135,000.00 for the preliminary report on the
land Branch provided 14,000.00 for the Transportation Department to use fojp
making origin and destination counts. However, such counts were not made.

Estimates made of the total volume of new traffic were reasonably accurate but
the distribution of traffic and the assumption that it would only be necessary to
operate trains at a headway of minutes at Riverside were very much out of
line.

It was first estimated that only about 45 per cent of the weekday passengers
would board cars at the stations between and including Riverside and Chestnut
Hill, but now over 60 per cent of the total daily passengers and over 65 per cent of
the rush hour passengers use this part of the Branch. This is the crux of the
problem.

As a consequence of this misjudgment of the traffic pattern, it
was necessary to make the following major alterations to the High-
land Branch:

(1) Increase car storage capacity at Riverside from 20 to 87 cars,
thus eliminating operation of cars starting from the Reservoir
Station in order to start all trips at Riverside.

(2) New car servicing facilities at Riverside including automatic
car washer and power vacuum cleaner. None of these facilities
were included in original line.

(3) Additional power rectifier facilities for overloaded Cook
Junction substation to assure an adequate source of power between
the Riverside and Reservoir stations.

(4) Additional block signals between Riverside and Reservoir
to permit ultimate operation of augmented rush hour service.

(5) Under the original estimates 56 PCC cars were to be needed*
but due to the actual traffic pattern that resulted it became neces-
sary to operate three-car trains on a three-minute headway, in
which case, 46 more cars were needed and it was indicated that
even on a four-minute headway 22 more cars would be needed.
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Originally the M.T.A., for use on the Highland Branch, converted
44 cars from single unit to multiple operations at a cost of $350,-
060.44 and as a result of this miscalculation they were required to
convert an additional 25 single unit cars at a cost of $219,445.27
and to purchase 25 used PCC cars from Dallas, Texas, at a cost of
$113,750.00.

Attention is directed to the fact that in order to accomplish the
changes listed under items 1 to 4 the Trustees awarded a contract
without bidding in the amount of $1,387,771.00 to the contractor
who built the original extension also without competitive bidding.

contrast, a few months earlier the M.T.A., under competitive
bidding, had saved $114,386.00 in the erection of the Salem Street
Yard building. The M.T.A. estimated the cost of this building at
$584,000.00. Seventeen contractors submitted bids varying from
$469,614.00 to $539,000.00. It was noted that every one of the
bids was substantially lower than the M.T.A. estimate.

Further questions arise as a result of this revised construction.
In order to build the 87 car storage area at the Riverside Terminal,
it was necessary for the Railway to convert approximately one third
of the existing parking lot to car storage use. Inasmuch as the
Trustees announced that this change was made to stimulate patron-
age at Riverside, it seems somewhat contradictory to destroy a
major part of the parking facilities in connection with these arrange-
ments.

It is also worthy of comment that in December, 1960, the records
of the M.T.A. indicated that $68,500.90 was the estimated value of
the newly installed equipment on the branch which had to be re-
moved as a result of these alterations.

In view of the great need for further expansion of Rapid Transit
facilities of the Railway, it is hoped that the M.T.A. will provide
more efficient planning than has existed in connection with this
extension.

M.T.A. General Counsel’s Reply. (8/29/61)
Highland Branch. On page 27 the State Auditor accuses offi-

cials of the M.T.A. with gross inefficiencies in their plans for the
Highland Branch, and completely ignoring the General Court with
regard to the amount of money to be expended, as well as the type of
service that was to be provided. The Auditor calls attention to the
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fact that chapter 450 of the Acts of 1957, which authorized the
Highland Branch Extension, specified that “the Authority was to
construct a rapid transit line.” Section 3D of chapter 649 of the
Acts of 1949, inserted by said chapter 450, directed the Authority to
“construct and equip an addition to the Boylston Street subway in
the city of Boston, the town of Brookline, and the city of Newton,
consisting of a rapid transit line partly in a subway, partly on the
surface, and partly elevated, extending in a westerly direction from
the Boylston Street subway in Beacon Street near Mountford and
Maitland streets to the Newton Highlands Branch of the Boston &

Albany Railroad, thence continuing on said Railroad to a point
Newton westerly of Grove Street near the Charles River. .

.
.”

A line can be a rapid transit line even though operated with cars of
the PCC type rather than cars of the type used in the Cambridge
Subway and on the Forest Hills-Everett line. When the Act was
adopted by the Legislature, all concerned were well aware that this
was the type of rapid transit line to be constructed and any intima-
tion that such a trolley line on a private right-of-way was something
different than the Legislature authorized is entirely unjustified.
The Legislature had full plans before it as to just how this line was
to be operated and with what equipment.

While it is true that those responsible for planning underesti-
mated the amount of riding which would result from persons living
beyond the Reservoir Station, the Auditor’s claim relating to disre-
gard of expenditures is, in my opinion, not justified. The Auditor
states that of the $9,200,000 authorized for the cost of construct-
ing this extension, $9,182,875.79 had been expended as of December
31, 1960, leaving a balance of only $17,124.21 to meet land damage
cases still pending. This statement is not accurate. The Auditor
arrives at this figure of expenditures by adding to the actual ex-
penditures some $250,712.20 expended for parking area at Wood-
lawn and Brookline Village. These areas were established and con-
structed under another statute, namely, paragraph of section
8A of chapter 544 of the Acts of 1947, which authorized the Author-
ity to establish from time to time off-street parking facilities
its stations. The funds for this purpose were or will be obtained
by bond issues under paragraph (j) of said section BA, and should
not be included in computing the amount expended under the
$9,200,000 limitation contained in said section 3D of chapter 649.

At the time of hearings on the Bill authorizing the Highland
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Branch Extension it was understood that additional bond issuing
power was contained in chapter 544 under which parking areas in
addition to those contemplated by the original plans might be
established. I recall that Chairman Bowker of the Committee on
Metropolitan Affairs inquired during the hearings about the estab-
lishment of additional off-street parking areas which were not
included in the proposed expenditures for the Branch, and was
satisfied that additional areas might be constructed under other
legislation then existing.

Even though the estimates of cost of construction were made in
and costs increased considerably between that time and the

time when the Extension was actually constructed, I believe that
the figures will show that construction costs were within the esti-
mates except for land damage estimates, which were low and which
did not include any estimates for claims for damages arising out of
construction as distinguished from claims for damages resulting
from takings. An example of underestimation is the S. S. Pierce
land taking at Riverside mentioned in the Auditor’s statement. In
this case our appraisal valued the land involved at about $290,000,
but the judgment of the Court was $471,240.00.

Last year when it became apparent that the limitation on expendi-
tures of $9,200,000 contained in the Act might be exceeded, the
Board of Trustees authorized the filing of a Bill with the Legisla-
ture which would amend the law by authorizing expenditures in
excess of that limitation to pay damages for land takings and dam-
ages arising out of construction. This Bill was referred by the
Committee on Metropolitan Affairs to the Advisory Board for their
recommendation. I appeared before that Board and explained the
situation, but the Board was unwilling to recommend adoption of
the proposed Bill since a definite figure could not be stated therein.
As a result the Bill failed of passage. Now that the S. S. Pierce
case is determined, it would seem that an amendment to the law
should be sought at the next session of the Legislature. A definite
figure probably could be put in the amendment based on the amount

the S. S. Pierce judgment and the General Attorney’s estimate
of the value of the few remaining cases.
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M.T.A. Chief Engineer’s Reply. (8/22/61)
Highland Branch.

Page 27. Paragraph 4 of Mr. Buckley’s report states that “this
extension was built under the provisions of chapter 450 of the Acts
of 1957 which specified that the M.T.A. was to construct, ‘a rapid
transit line.’ In fact, the Railway has erected a trolley line . . .”

Comment. No stipulation appears in chapter 450 with regard
to type of vehicle to be operated on the line. The Act provides
“for an extension of rapid transit facilities in the City of
Town of Brookline and City of Newton.” This would infer that
the proposed extension is an extension of existing subway facilities
operated with PCC cars then and now.

The M.T.A. “Report Regarding Transit Operation on the New-
ton Highland Branch of the Boston & Albany Railroad February
1957” clearly referred to PCC cars. On page 41 of the report it is
stated that PCC cars were to be used for this extension.

Copies of this report were furnished to Legislative Committees
at hearings in connection with this extension and the committees
were advised at all times that PCC cars were to be used.

Page 29. Last paragraph The State Auditor’s Report refers
to contract for the construction of the Highland Branch awarded in
the amount of 81,387,771.00 without competitive bidding and states
further that under competitive bidding the M.T.A. “had saved
$114,386.00 in the erection of the Salem Street Yard building.”

Comment. The actual total cost to construct the Highland
Branch was $1,478,932.56 which was $61,067.44 less than the es-
timated cost of $1,540,000. The cost includes the contract work and
engineering and supervision by M.T.A. forces.

Page 30. Paragraph 1. The report states that it was neces-
sary to convert approximately one third of the Riverside Terminal
parking lot to car (PCC) storage.

Comment. Actually the reduction in parking capacity was from
1,863 automobiles to 1,600 automobiles, a reduction of approxi-*
mately 14 per cent.

M.T.A. Comptroller Treasurer’s Reply. (8/22/61

On page 27 and 28, the State Auditor comments that the con-
struction cost of the Highland Branch as of December 31, 1960 as
shown on the records of the Authority of $8,932,163.59 should have



1962.] HOUSE — No. 3400. 73

been $9,182,875.79. He arrives at this total by adding $250,712.20,
the cost of constructing the off-street parking facilities at Woodland
and Brookline Village Stations. He is incorrect in this statement
as the original cost of the Highland Branch estimated at $9,200,000
did not include the cost for off-street parking facilities at Woodland
and Brookline Village Stations. Consequently, this expenditure
was made from off-street parking funds which were available at the
time.

Instead of the unexpended balance in the Highland Branch fund
*at December 31, 1960 being $17,124.21 as indicated by the State

Auditor on page 28, the unexpended balance in this fund was
1267,836.41.
It should be noted that the figure shown by the State Auditor

above of $250,712.20 was not the correct figure as of December 31,
1960, which was $254,610.40.

Furthermore, the additional cost of the Highland Branch altera-
tions was $1,481,557.00 and not approximately $1,750,000.00 as
shown on page 28 of the State Auditor’s Report.

On page 29, the State Auditor’s reference to converting an addi-
tional 25 single unit cars at a cost of $219,445.27 is incorrect as this
cost amounted to $214,613.71.

4
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*

*

Metropolitan Transit Authority Union Agreements. Pay
Roll Figures of Week ending December 29, 1961.

_

Date
Union. Number. Date of Expiration Basic Rate

Agreement. Date. Effective.

Carmen, No. 589 4,097 1/1/60 12/31/62 1/1/62 j
Machinists, No. 261 293 5/1/60 12/31/62 1/1/62

1 Building & Construction Trades Council . . 423 4/1/61 4/1/64 1

Office Employees International Union, Local No. 6
(Clerical) 179 1/1/61 12/31/63 1/1/62

Electrical Workers, No. 104 174 1/1/60 3/31/62 4/1/61
Engineers, Technical No. 105 65 1/1/60 6/30/61 1/1/60
Firemen, Power Stations, No. 3 48 1/1/60 12/31/62 7/1/61
Electrical Workers, No. 717 31 4/1/60 3/31/63 1/1/62
Telegraphers, No. 89 32 1/1/60 12/31/62 1/1/62
Firemen, Heating Plant, No. 3 20 1/1/60 12/31/62 7/1/61
Office Employees International Union, Local No. 6

(Investigators) 15 1/1/61 12/31/63 1/1/62
Blacksmiths, No. 651 16 1/1/61 3/1/63 1/1/62
Engineers, Operating, No. 849 ....

14 1/1/60 12/31/62 7/1/61
Cable Splicers, No. 396 11 1/1/59 12/31/62 9/4/60
Bricklayers, No. 3 5 4/1/59 4/30/62 5/1/60

Office Employees International Union,Local No. 6
(Adjusters) 5 1/1/61 12/31/63 1/1/62

Engineers, Operating, No. 74 ... 1 5/1/56 5/1/62 5/1/59
5,429

1 Building and Construction Council Agreement of April 1, 1961,
Asbestos Workers, No.
Cement Finishers, No.
Hoisting and Portable
Iron Workers, No. 7

1/61
534 5/1/61
ngineers, jj4 3/20/61

'6l
6/1/61Laborers

11/15/61Painters, No. 1138
Pipefitters, No. 537
Roofers, No. 33

9/1/61
10/1/61

Sheet Metal Workers, No. 17
Carpenters and Upholsterers
Wiremen, Local No. 103

'6l
'6l
'6l

Appendix AA.
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Appendix 88.

M.T.A. Purchase of Detergents'.
On page 44, the Auditor’s 1960 Report states without amplifica-

tion that detergents were purchased without competitive bidding.

M.T.A. Purchasing Agent’s Reply. (8/18/61)
Detergents: In reply to question of the State Auditor’s represen-

tative, a letter was given to Mr. Davey on June 19, 1961. A copy
of same is enclosed. However, of the detergents purchased, the
total cost of only three exceeded $2,000.00 and they are for special-
ized applications.

Neleco Products, Inc,
13 Purchase Orders for 7 100-pound drums of No Sope Car Wash $4,655.56

This detergent is used to clean the inside of Main Line Cars and General In-
terior and Exterior of buses and trackless trolleys.

Neleco Products, Inc.
7 Purchase Orders for 32 400-pound drums of Clene-It Concentrate $2,831.36

Used to clean the wheels of buses and trackless trolleys, also used to clean the
engine and transmission in buses.

Magnuson Products Corporation
6 Purchase Orders for 42 425-pound drums of Permag #l6B $2,856.00

Used with Kerrick Steam Gun as an all-purpose cleaner in the shops, carhouses
and garages.

It will be noted in my letter enclosed dated June 16, 1961, that
the undersigned had initiated a program the early part of this year
so that the Authority may obtain competitive bidding on the largest
item, “No Sope Car Wash.” As soon as the Department of Rolling
Stock & Shops completes the test and approves the two (2) products
approved by the Skinner & Sherman Laboratory, this department
will receive competitive bids.

A Again I would like to call attention to my letter of June 16, 1961,
which was given to the State Auditor’s representative stating that
the cleaning detergents used by the Authority had received exten-
sive tests and covered a long period of time. As a result- of these
tests the Rolling Stock & Shops Department feels that the products
are the most efficient and most economical to the Authority.
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Purchasing Department, June 19, 1961.
Ref. §l.

To: The Accountant in charge of the M.T.A. Audit.
Re: Industrial cleaning compounds used by the M.T.A.
In reply to an inquiry from a member of your staff the following

information is submitted:
Question: Is there any competitive bidding on the Industrial

Cleaning Compounds purchased from Neleco Products, Inc., and
from Magnuson Products Corporation!'

Answer: No. According to the Superintendent of Rolling Stock
& Shops, a number of tests were held in his Department that
were extensive and covered a long period of time. From these tests
the Rolling Stock & Shops Department feels that products now in
use are the most efficient and most economical to the Authority.
Mr. Perron further stated in the past few years tests have been made
on other cleaning compounds but the results were not satisfactory.

During the year 1960, Purchase Orders were issued to Neleco
Products, Inc., that totaled $8,350.92 and to Magnuson Products
Corporation totaling $6,980.60. Of the fifteen different cleaning
compounds used, only three compounds did the Authority purchase
in excess of $2,000.00 in 1960. They are listed below.

Neleco Products, Inc
13 Purchase Orders per 7 100-pound drums of No Sope Car Wash 14,655.56
7 Purchase Orders for 32 400-pound drums of Clene-It Concentrate 12,831.36

Magnuson Products Corporation
’urchase Orders for 42 425-pound drums of Permag #l6B 12,856.00

Of the three compounds stated above, the largest item is the No
Sope Car Wash Compound. In the early part of this year, the under-
signed sent a sample of No Sope Car Wash along with two similar
products of nationally known chemical companies to an independent
laboratory, The Skinner & Sherman Company, Inc., of Newton,
Massachusetts. A detailed report was received from them May 16,
1961, of the three products. A copy of this report was sent to Mr.
L. W. Perron, and this Department asked that the twr o products
that passed the laboratory test be given a practical test. Mr.
Perron stated he would conduct .tests as soon as possible. If the
Superintendent’s report is favorable on these two cleaning com-
pounds (which are used to wash buses) then the products will be
on an approved bid list and competitive bids will be solicited.
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As stated to Mr. Davey in a memorandum May 3, 1961, that as
far as quantity purchases are concerned, this department and Roll-
ing Stock & Shops Department feel that it would not be economical
to increase the inventory as the Authority is enjoying a price for 10
unit minimums although we purchase in similar quantities and the
delivery is excellent within 3 to 7 days.

I hope this information will be helpful to you

Respectfully submitted,

J. DAVID WHITE,
Purchasing Agent.

I concur with above statement.
L. W. PERRON,

Supt. R. S. & S.
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Page 44 of the auditor’s 1960 report states without amplifica-
cation that uniforms were purchased without competitive bidding.

M.T.A. Purchasing Agent’s Reply. (8/18/61)
Uniforms: It is the policy of this department to receive competi-

tive bidding for uniforms and work clothes. However, the under-
signed was directed by the Board of Trustees in a letter dated De-
cember 17, 1959, signed by Mr. Willis B. Downey, Acting General t.
Manager, to begin negotiations forthwith for an extension of
uniform contract with Smith & Bennett, Inc.

The undersigned met with the officers of Smith & Bennett, Inc.,
several times before arriving at the prices. The increased cost of
the uniforms was due to an increase of $.15 per yard in the cost of
the fabric. The other slight increase in cost for the uniforms was
taken into consideration that the Authority was to enjoy a firm
price for the next eighteen (18) months rather than have a labor
escalation clause.

The Board of Trustees, in arriving at their decision to extend the
present contract with Smith & Bennett, Inc., I am certain, took into
consideration that the agreement with Smith & Bennett, Inc., was
made the 13th day of July, 1959, and expired December 31, 1959,
which was not even six (6) months. Secondly, lam sure that the
Board considered that the labor contract with Local 589 had not
been resolved, that the employees would purchase a very small
quantity of uniforms or parts thereof until the agreement was com-
pleted because one of the provisions requested by Local 589 was
that the Authority pay 100 per cent cost of the uniform, while in
December, 1959, the Authority was paying % of the cost and the
employee was paying }/± of the cost.

The judgment of the Trustees certainly seems to have been cor-
rect, as Smith & Bennett, Inc., received very little business during
the calendar year 1960, but for the most part received a great bulk
of their business from March 1, 1961 to June 30, 1961, after anr
agreement had been reached by the Authority and Local 589.

Since that time, however, the Purchasing Agent, with the approval
of the Operations Manager, has received sealed proposals both on
the uniform fabric and the uniform manufacture and I feel that the
procedure followed this year by the Authority is much tighter as
far as competitive bidding is concerned, than any State Agency.

APPEN D I X CC .
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Appendix DD.

M.T.A. Purchasing Agent’s Reply. (8/08/60)

Safes: It is the policy of this department to receive competitive
bidding for office equipment including safes. However, in August
of 1960, the Treasurer-Comptroller, with the approval of the Gen-
eral Manager, directed the undersigned to place a purchase order

4^for ten (10) safes at a cost of $498.00 each. The reason given this
department was that an early delivery of these safes would allow
the Authority to abolish five (5) positions in the Fall time schedule.
Thus resulting in a substantial saving.

It does seem, however, that the price received was fair as this de-
partment received sealed proposals for a similar safe on April 5,
1961, for a much larger quantity and the price was $540.40 each.

In closing, may I state that the same procedures are being fol-
lowed by this department in respect to competitive bidding that
have been in effect for several years. Since being appointed Pur-
chasing Agent, I have invited competition on many items that were
purchased without competition. It is the present policy of the de-
partment to seek the lowest possible price for first quality material
and service in conformity with the Authority’s Specifications.

4
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M.T.A. Purchasing Agent’s Reply. (8/18/61)
Exterminating Services: In reply to exterminating services it is

interesting to note that the State Purchasing Department does not
receive competitive bids for exterminating services. That each in-
dividual institution handles their own exterminating service. The
Authority uses two (2) companies, Astor Exterminating Company,
whose total price for the year for servicing twenty-seven (27) dif-
ferent locations is 82,284.00 and Braman Chemical Company whose
price for servicing seventeen (17) different locations is $773.00.

Several years ago this department invited several companies to
submit proposals but was unsuccessful in obtaining additional bids.
Also, it has been the policy of this department, when a department
calls and reports rodents at some location, to act quickly for the
health and safety of the public and the employees.

However, several months ago, the undersigned cancelled out the
individual contracts per location with these two (2) companies and
issued one contract to each which expires December 31, 1961. In
November this department will try again to receive competitive
bids from reputable companies within the fourteen (14) cities and
towns.

It is interesting to note that the undersigned checked with one
state institution within the Metropolitan area and of the four (4)
companies invited to bid for the exterminating services, only two
(2) companies were within the fourteen (14) cities and towns.

Appendix EE.
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Appendix FF.

M.T.A. Contract Prices for No. 6 Fuel Oil.
Auditor's 1960 Report: Item 17.
17. Contract Prices for No. 6 Fuel Oil: A comparison of the con-

tract prices paid by the M.T.A. for No. 6 Fuel Oil during the 12-
month contract period ended May 31, 1961, with the contract prices

<|tpaid by State Agencies for the same type fuel oil delivered to certain
state institutions in the Boston Area, indicated that the prices paid
by the M.T.A., which were determined after negotiation, were ma-
terially in excess of prices obtained by the Commonwealth of Massa-
chusetts through competitive bid proposals. There fellows a sum-
mary of the M.T.A. No. 6 Fuel Oil costs for the contract period:

Location. Barrels. Cost.

South Boston Power Station l
......

212,075 $501,763.00
Lincoln Power Station ........ 427,820 1,011,084.00
Everett Power House ........ 18,859 44,732.00
Charlestown Heating Plant .......15,915 37,863.00
Orient House Shops

........
3,270 7,779.00

677,939 $1,603,221.00

1 M.T.A. maintains a fuel oil pipe line at its South Boston Power Station which connectswith the pipe line
of the fuel oil tanks of its oil contractor who also is located in South Boston. The negotiated contract price
forNo. 6 fuel oil delivered to the five M.T.A. locations was $2,229 per barrel subject to increases or decreases
in tank car prices or barge prices by the major oil supplier to the contractor on the date of delivery to M.T.A.

The records of the State Purchasing Agent indicate that more
than 1,000,000 barrels of No. 6 Fuel Oil are purchased each fiscal
year to meet the fuel requirements of the state institutions located
throughout the State and were all made in compliance with the
competitive bidding statutes of the Commonwealth. The contract
delivery prices of#6 Fuel Oil for three state institutions located in the
Boston Area ranged from $2,149 to $2,181 per barrel, also subject to

increases or decreases in tank car prices or barge prices by the major
supplier to the contractor on the date of delivery to state insti-

tutions. During this fuel oil contract period only one price increase
occurred in the Boston Area which increased the cost of No. 6 Fuel
Oil to both the M.T.A. and the Commonwealth by 15 cents per
barrel, as of July 12, 1960. One of the state institutions in the
Boston Area receiving a low delivery price for its No. 6 Fuel Oil
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needs was the Walter E. Fernald State School at Waverley. This
institution received a bid price of 82.151 per barrel for 45,000 bar-
rels to be delivered during the 12-month period ended June 30, 1961,
as opposed to the price of $2,229 per barrel paid by the M.T.A.
This fuel oil price obtained by the State through competitive bid-
ding, if applied to the 677,939 barrels of No. 6 Fuel Oil purchased
by the M.T.A. during the contract period could have decreased the
M.T.A. fuel costs by $52,879.24. It would appear that the M.T.A.
which has purchased its No. 6 Fuel Oil for the past 12 years from
the same contractor by negotiation could obtain a better price by
soliciting competitive bids from other fuel oil dealers.

M.T.A. Chief Engineer’s Reply. (8/22/61)
Comment. An answer to this matter has been prepared in detail

by the Purchasing Agent in collaboration with the Superintendent
of Power. It should be emphasized that all of the information out-
lined in the State Auditor’s report was a matter of record in connec-
tion with information furnished to the General Manager and Board
of Trustees regarding the placing of the fuel oil contract.

The State Auditor omitted important information and this is
pointed out in the report by the Purchasing Agent with regard to
the Auditor’s report.

M.T.A. Purchasing Agent’s Reply. (8/18/61)

No. 6 Fuel Oil:
1. The State Auditor did not uncover any unusual procedures.

All this information was clearly stated to the Board of Trustees in
my recommendation of June 16, 1960. The same procedure has
been in effect for the past twelve (12) years.

2. The Auditor omitted two (2) very important parts of the
M.T.A. contract.

(a) That the Authority enjoys a maximum price for the period in
question. The Authority’s contract stated that at no time should
the Authority be obliged to pay a price in excess of $2,419 per
for deliveries in any location. No other city, town or state agency
in the Commonwealth of Massachusetts enjoys a maximum price
for No. 6 Fuel Oil. In the past the Authority has saved many thou-
sands of dollars because of this ceiling when unusual conditions
caused the price of No. 6 Fuel Oil to increase greatly. Two (2)
examples would be during the Korean War and when there is a
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threatened international situation. The only two (2) utility compa-
nies in New England that receive the benefit of a maximum price for
No. 6 Fuel Oil are the Authority and the Boston Edison Company.

(b) The Auditor repeatedly stated that our price was based on an
increase or decrease in the Tank Car Price. This is not true. Our
price is based on an increase or decrease in the Cargo Price and it
could well happen that the Tank Car Price could increase but the
Cargo Price would not.

3. Between the date the State opened their bids for their fuel oil
and the date that the Authority received a price from

*he White Fuel Co., the heavy fuel picture tightened up consid-
erably. This is borne out by the bids received by New York City,
Philadelphia and the State of Connecticut whose bids were received
after May 13, 1960. Again this information was pointed out to the
Trustees in my letter of June 16, 1960.

4. The price for No. 6 Fuel Oil received by the M.T.A., which was
negotiated by the undersigned with the White Fuel Co., was the
lowest price for heavy fuel oil the Authority enjoyed in the past
six (6) years.

5. In reference to the low delivery price received at the Walter
E. Fernald State School at Waverley, Massachusetts, of $2,151 per
barrel for 45,000 barrels, the distributor that submitted this low
bid does not own any heavy fuel oil. He is only a common carrier
with three (3) or four (4) transport trucks for delivering heavy
fuel oil. The total amount of heavy fuel oil delivered by Burton
Furber Co. is not even one half of the total requirements of the
Authority. His supplier, C. H. Sprague & Co., was asked if they
would be interested in submitting a proposal for the Authority’s
business and they stated that at the present time they would be
unable to bid. It is interesting to note that of all the State Agencies
in the Commonwealth of Massachusetts, the only State Agencies
that enjoyed a lower price per barrel for oil than the Authority are
the three (3) agencies supplied by Burton Furber Company.

Further, it is very interesting to note that across the street from
Walter E. Fernald State School is the Metropolitan State Hos-

pital whose consumption of No. 6 Fuel Oil is almost identical with
Fernald State School, who received a quoted price of $2.27 per bar-
rel which is $0.12 higher than the Fernald School and $0.05 higher
than the Authority’s price. It is hard to understand why a legiti-
mate businessman who can make a profit in one location did not
give the same price to the other institution across the street, and it
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is further interesting to note that Burton Furber did not choose to
submit a bid proposal for the Metropolitan State Hospital, a loca-
tion in the same area.

6. The price received by the Walter E. Fernald State School is a
lower price than received by the Boston Edison Company which is
the largest user of No. 6 Fuel Oil in New England.

7. As noted in my memorandum to the Board dated June 8, 1961,
three (3) large oil suppliers were contacted to see if they would be in-
terested in bidding on the Authority’s No. 6 Fuel Oil requirements.
The three (3) companies stated that at this time they would not be
able to quote because of the import restrictions which have
their quota.

8. Mr. Joseph Davey, the representative of the State Auditor,
who spent considerable time in this department, had been given
the above information. In fact, in answer to certain questions

presented to him on June 16,
copy of the letter is herewith
Auditor did not choose to use

asked by Mr. Davey, a letter was
1961, answering his questions. A
enclosed. Nevertheless, the State
the information.

June 16, 1961

Memo to: The Accountant in charge of the M.T.A. Audit
Subject: No. 6 Fuel Oil Requirements of the Authority.
In answer to an inquiry made by a member of your staff, the

following information is submitted;
Question: How long has this contract with White Fuel Company

been negotiated?
Answer: In checking the records of this Department and records

of the Superintendent of Power, this has been in effect for the
past ten (10) years.

Question: Would the Authority enjoy a maximum price if the
No. 6 Fuel Oil Requirements were awarded on competitive bid?

Answer: No, Mr. John Birmingham, President of White Fuel
Company, has stated several times in calendar year 1960, both to
the undersigned and Mr. Blair Lent, Superintendent of Power,
that if the No. 6 Fuel Oil contract was awarded on competitive bicU
his company would give no maximum price, as this is not the prac-
tice and no other governmental agency in this area enjoys a maxi-
mum price.

Question: Could another oil supplier use the pipe line connected
from the White Fuel Company’s Storage Tanks and the Metropolitan
Transit Authority’s South Boston Power House?
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Answer: No, the White Fuel Company is located adjacent to the
South Boston Power Plant. Any other supplier would have to
deliver by truck to this location.

Question; Could the other locations except the South Boston
Power Station oil requirements be awarded on competitive bids?

Answer: Yes, but the only other location that uses a substantial
amount of oil is the Lincoln Power Station and the oil supplier who
is the closest to this location geographically is the White Fuel Com-
pany. Loss than 40 per cent of the fuel oil is used at South Boston
J’ower House and if the remainder is awarded on competitive bid
Tt could affect the price received via the pipe line and also would
no doubt result in the Authority losing the protection of a maximum
price. In addition, if proposals were received for our No. 6 oil re-
quirements, only the few major oil suppliers would be able to bid
because of the large quantity of oil used.

It is of paramount importance that the Authority continue to
obtain its fuel oil for the power plants from a supplier with a good
history of volume. The White Fuel Company operates the largest
residual oil storage terminal in the area, having a tankage capacity
of 1,300,000 barrels, which represents 50 per cent of the total resid-
ual storage owned and operated by all suppliers in this area. They
also handle the need of 1,100 consumers representing 35 per cent
of the total residual oil consumption in Eastern Massachusetts.

The price offered to the Authority by the White Fuel Company
for our No. 6 Fuel Oil is compared with prices received by the city of
Boston, Commonwealth of Massachusetts, New York Transit Au-
thority and other governmental agencies prior to awarding a con-
tract.

Because of the import restrictions imposed during the past two
years by the Federal Government on heavy fuel oil it is doubtful
that any other local supplier could furnish the quantities of oil
required by the Authority.

Mr. Blair Lent, Superintendent of Power, has read the above
statement and is in complete agreement with the Purchasing Agent.

I hope this information will be helpful to you.

J. DAVID WHITI )

Purchasing

S. B. LENT,
.perintendent of Power
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Appendix GG.

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

An Act requiring the metropolitan transit authority tc|^
AWARD CERTAIN CONTRACTS TO THE LOWEST RESPONSIBLE BIDDER.

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

1 Chapter 554 of the acts of 1947 is hereby amended by inserting
2 after section 4 the following section:
3 Section J+A. Any contracts of the value of more than twenty-
4 five hundred dollars or any concession in or lease of property
5 for a term of more than one year shall be awarded to the highest
6 responsible bidder, after advertising for bids.
7 All construction contracts and contracts for supplies, materi-
-8 als, equipment and services, where the expense thereof will ex-
-9 ceed twenty-five hundred dollars shall be let to the lowest re-

10 sponsible bidder, after advertising for bids, excepting (1) when
11 by the vote of the trustees it is determined that emergency
12 requires immediate delivery of supplies, materials or equipment
13 or performance of services; (2) when repair parts, accessories,
14 equipment or services are required for equipment or services
15 previously furnished or contracted for or where there is only one
16 reasonable source of supply; (3) when the nature of the service
17 required is such that competitive bidding is not in the best in-
-18 terest of the Authority, including, without limiting the generality
19 of the foregoing, the services of accountants, architects, attor-
-20 neys, engineers, physicians, superintendents of construction, an(j^
21 others possessing a high degree of skill; (4) when services such
22 as water, light, heat, power, telephone or telegraph are required.
23 Contracts shall not be split into parts involving less than
24 twenty-five hundred dollars for the purpose of avoiding this pro-
-25 vision.

C&e Commontoealtl) of Massachusetts
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26 Members of the board of trustees, officers and employees of
27 the Authority are forbidden to be interested directly or indirectly
28 in any (such) contract.
29 The Authority shall have the right to reject all bids and to re-
30 advertise for bids. If after such readvertisement no responsible
31 and satisfactory bid, within the terms of the advertisement, shall
32 be received, the Authority may award the contract without com-
33 petitive bidding; provided, that it shall not be less ad van-
34 tageous to the Authority than any valid bid received pursuant
35 to the advertisement.

Advertisements for bids shall be published at least seven days
37 before the opening thereof in the paper published by the city of
38 Boston known as the City Record. Such advertisements shall
39 state the time and place where plans and specifications of pro-
40 posed work or supplies may be had and the time and place of
41 opening the proposals in answer to said advertisements, and shall
42 reserve to the Authority the right to reject any or all such pro-
43 posals.
44 All bids in response to advertisements shall be sealed and shall
45 be publicly opened by the Authority, and all bidders shall be
46 entitled to be present (or represented). A deposit of good faith
47 ... in a reasonable amount to be fixed by the Authority, may

be required with each proposal. Bond for faithful performance48
49 . . . may be required.

4
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In the Year One Thousand Nine Hundred and Sixty-Two.

Order to revive and continue the special lbgislativEjJcom-
MITTEE ON TRANSPORTATION.

Ordered, That the special committee established by senate docu-
ment numbered 687 of nineteen hundred and sixty-one is hereby
revived and continued for the year nineteen hundred and sixty-two
with the same powers and duties.

Appendix HH

C&e Commontoealtf) of Massachusetts
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Joint Special Legislative Committee on Transportation

120 Tremont Street, Room 230,
Boston 8, Mass., January 31, 1962.

To the Honorable Senate and House of Representatives .

M Pursuant to joint order, S6B7] we submit herewith the report
relative to the financial condition of railroads providing commuter
service in the Commonwealth, the private bus companies, possible
extensions of the Metropolitan Transit Authority and other related
matters.

This report was prepared for the Committee by Dr. Joseph F.
Maloney, Secretary to the Committee.

Respectfully yours,

Chairman.
Rep. JOSEPH E. BRETT.
Rep. JAMES F. CONDON.
Hon. JOHN J. BEADES.
Hon. NEWLAND HOLMES.
Rep. HARRISON CHADWICK.
Rep. JAMES C. CORCORAN, Jk.

Cfre CommonUiealtii of Qpassacfnisetts

Hon. MARIO UMANA,

4
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SUMMARY OF THE REPORT BY THE JOINT SPECIAL
LEGISLATIVE RECESS COMMITTEE ON TRANSPOR-
TATION TO THE GENERAL COURT ON RAILROADS,
PRIVATE BUS COMPANIES AND SPECIAL TRANS-
PORTATION DISTRICTS.

of the Joint Special Legislative®This is a summary of the repo

ion to the General Court of theRecess Committee on Transporta
m Wednesday , January 31, 1962
drman of the task force that was

Commonwealth of Massachusetts
Senator Mario Umana was the Ch
organized to study the mass tram portation problems of the Com-

;. This report was prepared byan integrated whol
Director of the Mass Transpor-
to this Recess Committee on

Dr. Joseph F. Maloney, Executive
Commission and Secretary

tio

importation problems cannot be
effectively dealt with on a piecemeal or local basis. The public
transportation services of the Commonwealth are all in a dangerous

health:and decline. The interaction and complications
i widespread and intertwined that an integrated and comprc

iential for the welfare of the entir
Commoriwealt

The report repeats the joint recommendation by the Re
Committee and the Mass Transportation Commission that the
Commonwealth, through the Mass Transportation Comr
execute a $6.9 million integrated Mass Transportation Commission
demonstration and planning program, to be financed by $4.6 million
federal grants and $1.2 million of Commonwealth funds each y
for two fiscal years

The report states ib®stablish beyond all reOur most critical immediate need is to
the basis for securin;sufficient, reliable information which williflieient, r

,tion. Only within the framrtnitv agreement on mass trail

cement can the General Court and the
licy and specific priorities for a far-

t ited information and commi

Governor establish a particular public
reaching, comprehensive mass transportat in programing

port states tha

hensive action program
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The total program is divided into two major phases. The demon-
stration phase involves a total expenditure of $5.4 million by-
June 30, 1963, divided as follows:

1. Railroads: $4 million for limited and controlled experiments
in the improvement of existing schedules of service and reductions
in fares. A competent professional study of I.C.C. and railroad
methods of allocating costs will be made. The report includes
letters from the B & M and New Haven Railroads, indicating their
intent to participate in this experimental program.

2. M.T.A.: $900,000 for controlled operational experiments.

■ 3. Private Bus Companies: $500,000 for controlled experiments.

The planning phase involves a minimum expenditure of $1.5 mil-
lion by June 30, 1963, divided as follows:

1. Traffic Pattern Studies: $600,000 for comprehensive origin and
destination surveys, passenger attitude surveys and analysis of
possible traffic pattern alterations.

2. Rapid Transit Extension Studies: $300,000 for studying the
feasibility of M.T.A. extensions, the removal of elevated M.T.A.
structures, creating new special transportation districts, the resump-
tion of Budd-type service between Cape Cod and Boston, and a
consideration of a monorail system around and into Boston.

3. Analysis of Administrative Approaches to Mass Transit: $2OO,
000 for an analysis of organization, financing and management of
transit authorities and alternative administrative approaches for
extension of transit service.

4. Impact of Technology: $200,000 of the $1.5 million is for a
study of the changes now taking place in transit, transportation
and communications technology.

5. Comprehensive Cost-Benefit Analysis: $200,000 for analysis of
various combinations and levels of transportation systems and

including evaluation of indirect as well as direct costs and
’^benefits.

The report points out that the South Shore Transportation Dis-
trict would immediately benefit from the traffic pattern studies,
the analysis of administrative approaches to mass transit and to
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studies of the impact of technology. This program will assist the
District’s Board of Managers:

1. In determination of its precise form of administrative organiza-
tion.

2. In establishing the most appropriate frequency of service and
fare structure.

3. In making the most economical and efficient initial investment
of capital funds.

The Recess Committee members are: Senator Mario Umana,
Chairman; Senator John J. Beades; Senator Newland H. Holmes;
Representative James F. Condon, Vice Chairman; Representative
Joseph E. Brett; Representative Harrison Chadwick; Representa-
tive James C. Corcoran, Jr.; Representative James R. Mclntyre.
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Mass transportation problems cannot be effectively dealt with on
a piecemeal or local basis. The interactions and complications are
too widespread and intertwined to permit anything but an inte-
grated, long-range approach.

The public transportation services now available to the Common-
wealth are all in a dangerous state of ill-health and decline. The

Adiift away from use of public transportation and toward increasing
reliance on the private automobile even for interurban traffic has
had a serious impact on property values, land use patterns, munici-
pal costs and other aspects of theregional economy and welfare. In
particular, the continuing increase in the use of private automobiles
for individual commuting and personal shopping trips has resulted
in growing impediments to economic activity and vitality in the
inner core area. Recent improvements in the enforcement of
Boston’s parking regulations have brought about some reductions
in traffic congestion, but clearly the welfare of the entire greater
Boston metropolitan region as well as the welfare of the core portion
would be substantially improved if the public could be induced to
make greater use of mass transportation facilities.

The Boston region is fortunate in that it has had in operation a
genuine, integrated mass transportation service on a metropolitan
basis for many years. However, while the M.T.A. extends in an
integrated manner beyond the central core city to an additional 13
cities and towns, the transit district of 14 cities and towns no longer
has its former clear preponderance as the generator of traffic within
the region. Our presently operated mass transportation services are
not adequate to meet the public transportation needs of the region,
because the region has been considerably expanded as a result of
the increasing suburbanization of population and economic activity.

The Greater Boston area is now served by three commuter rail-
roads whose lines extend to its outer limits, but these same railroads
Tire under substantial pressure to abandon completely their com-
muter services within the Commonwealth. Also, outside the city
of Boston many of the cities and towns of the broader region and
throughout the entire Commonwealth are in danger of steady
diminishment and possibly eventual abandonment of their private
bus company services.

Introduction.

Part I.
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Railroads.

There are three railroads that provide passenger service in the
Commonwealth: The New York, New Haven and Hartford Rail-
road Company (New Haven), The Boston and Maine Railroad
(B & M), and the Boston and Albany division of the New York
Central Railroad (B & A). The great bulk of all short-haul pas-,
senger traffic on these lines either originates in or is destined for th(£
core area of the Boston region.

President John F. Kennedy has recommended to Congress the
repeal of the federal excise tax of 10 per cent on passenger fares,
originally imposed in wartime to discourage unnecessary travel.
This repeal would improve the cash position of the New Haven by
approximately S3 million annually.

The I.C.C. has also recommended to Congress a federal subsidy to
match state and local subsidies for passenger train operations. This
subsidy would provide over $7 million for the Neiv Haven and over
$1 million for the B & M.

Passage of the presidential tax recommendation is quite possible,
but Congressional approval of the I.C.C. proposed subsidy appears
to be remote, at best. (Appendix Ais a Mass Transportation
Commission staff analysis and summary of I.C.C. proposal for
federal rail subsidies.)

The New Haven entered bankruptcy in July, 1961. In the
twelve-month period ended July 31, 1960, it carried a total of
2.8 million short-haul passengers in Massachusetts, at a loss esti-
mated by the current management of $l.B million. (Appendix Cis
New Haven Railroad estimated loss on passenger service in Massa-
chusetts for twelve months ended July 31, 1960, and
annual deficit incurred by local east-end passenger service.) (Ap-
pendix B is an analysis of New Haven local Massachusetts traffic
for the. week of October 23, 1961.) In an effort to preserve and
ihiprove this, service the Commonwealth enacted tax relief legisla-
tion that’ subsequentlv was made useless by the bankruptcy

1. New Haven.

Part 11.
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Since the New Haven is now in bankruptcy, tax relief would n
j of any immediate assistance to the railroad, since the railroadnee tl

may defer all local tax payments until it comes o
The immediate problem for the trustees is the cash loss result-i

Nt operf

Prior to bankruptcy, the New Haven averaged a cash kKruptcv, tne iNew Haven averaged

bout $1.5 million per month. The trustees had cut this r to

ightly less than $1 million per month by December, 1981, partially
by nonpayment of taxes. If a 4 per cent increase in freight revenue

is now projected actually occurs, the trustees now estimate
hold the monthly cash loss to between $500,000 and S6OCween $500,000 and $600,000,

The primary job of the trustees now is to find methods of elimi-J

loss. The p

overcoming the deferred maintenance estimated at $4O mil
the I.C.C
stantial improvements in service levels, which admittedl

i

Haven must <

tween $6 million and $7 million a year bv public authority under-
writing if the commuter passenger service is to be continued;er service is to

four States of New York, Connecticut, Massachusetts and Rfiod
Island. Repeal of the federal 10 per cent passenger tax would re

duce this amount bv $3 million to $4 million. Adop

I.C.C. recommendation would supply the whole amoun>n
of (i

our Governors nor the Interstate Staff Committee(

rted this accounting as valid. At the very 1
must be completed some thorough and objective studies before any

i i. nr
pected to ci ur

2. B <£• M.
The B & M is currently carryii

'*aul passengers annually in Ma
n estimated 10.4 million short-

Appendix D is an
analysis of B & M passenger trail nd revenue.) According: to the
I.C.C. system of accounts the tot 1 loss due to passenger service in
1960 Was $4,971,202. The deficit arising from the passenger service
(of which over 90 per cent is intr -Massachusetts) is the difference
between a profit and a loss for the railroad as a whole. (See Ap-
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pendix E, an analysis of B & M inter-intrastate passenger revenues
and miles.) The railroad loss in 1960 was $3,847,209.

Another way of looking at the railroad’s fiscal condition is to
note that between September 30, 1960 and September 30, 1961, the
B & M’s assets were reduced by $5 million, cash was reduced by $4
million (and dangerously so, from $5.7 million to $1.7 million), and
the excess of current liabilities over assets increased $5.1 million
(from $762,843 to $5,805,642). In brief, unless the B & M can
quickly get out from under the oppressive burdens of its passenger
deficits, the continuation of its essential freight service will be en-
dangered. The B&M is not very far behind the New Haven
financial problems and, like the New Haven, the B & M has had to
resort to I.C.C. guarantees for necessary borrowings.

In the spring of 1961 the B & M management completed an ex-
tensive self-analysis and concluded that the actual savings that
would accrue to the railroad from total abandonment of its pas-
senger service would be even greater than the amounts indicated
by the I.C.C. system of accounts. Clearly, there are many sub-
stantial pressures on the B & M management to press for permis-
sion to abandon all of the B & M’s passenger service.

3. B & A.
While the B & A carries only 225,000 passengers- a year in its

short-haul or commuter service to Boston, this traffic is carried at
a loss estimated at between $300,000 and $400,000. Although this
relatively small amount of commuter traffic is carried on only four
trains a day each way, its abandonment might have a substantial
impact upon the communities now served.

A perennial argument before state Legislatures is that highway
bridges over railways and grade crossings are maintained pri-
marily for the non-railroad user at a considerable expense to th&
railroads. In Massachusetts this argument is usually accom*
panied by a proposal that the State Department of Public Works,
the Metropolitan District Commission and/or the cities and towns
assume the cost of maintenance of these facilities, possibly by re-
imbursement to the railroads for their related certified expenses.

While there is considerable logic and persuasive force to this

4. Railroad Bridges and Crossings.
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argument, there is considerable doubt as to the availability of gov-
ernmental funds and the exact cost to the government over the
next five and ten years. Many of these bridges need considerable
amounts of maintenance which cannot be deferred forever. Also,
many of these bridges were constructed to standards well below
those specified as minimal for recent D.P.W. construction. Would
state assumption of fiscal responsibility lead to nearly irresistible
pressures for replacement of substandard bridges at state expense?
Would the limited highway and related funds be used for these
purposes, thereby reducing the amount otherwise available for

D.P.W. purposes and possibly for disbursement to the
cities and towns?

The Mass Transportation Commission obtained estimates from
the railroads and from the D.P.W. as to the probable expense each
year for the next five years. The railroads estimated $386,000 an-
nually, the D.P.W., $3,133,000 annually if the State were to assume
responsibility. (For further information see Appendix F, a Mass
Transportation Commission staff study on railroad bridges and
crossings.) The extent of the expense to the Commonwealth is too
doubtful to permit us to make a positive recommendation at this
time.

#
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Private Bus Industry.

Many of the cities and towns of the Commonwealth have only
one form of public transportation: a private bus company with a
charter as a common carrier. Several of these private bus com-
panies have been doing business at steadily diminishing profits.
Some of these companies wall be forced to abandon their service if
their passenger revenues are not increased and if they receive n«p
form of governmental relief.

In 1960, the major private bus companies in Massachusetts had
a combined operating ratio of 95 per cent. Information gathered
by the Mass Transportation Commission indicates that the oper-
ating ratios for 1961 will probably be considerably worse than in
1960. (Appendix G is a Mass Transportation Commission staff
study of the fiscal status of street railway and bus companies.)

In 1955 the major private bus companies experienced a combined
operating ratio of 94 per cent. Consequently, in 1956 a Special
Legislative Recess Committee recommended that the Common-
wealth- return the amounts paid by the individual bus companies in
state fuel taxes to a maximum point where the operating ratio was
lowered to 93 per cent. This recommendation, however, was not
enacted.

The financial position of the private bus industry as a whole and
many of the leading companies in particular is now even more pre-
carious than in 1955. Some of the companies have survived par-
tially because of their sale of garages and other real estate, a type
of profit not conducive to a continuation of passenger service at
present or improved levels.

�

Part 111.
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Special Transportation Districts,

1. M.T.A
In addition to this report, we are submitting to the General Court

this week another report concerning a detailed study of the basic
and management of the M.T.A. Therefore, we will

mot duplicate here the contents of this extensive study.
We are convinced that extensions of the M.T.A. beyond the

present M.T.A. district are practically impossible without the es-
tablishment of a better public image of the M.T.A.

There is no question that the burden of the M.T.A. deficit is re-
garded as onerous and oppressive by many of the residents of the
14 cities and towns in the Metropolitan Transit District who must
pay the deficit through local real estate taxes. Because of this, pub-
lic opinion can be easily and effectively mobilized against any ex-
pansion of the M.T.A. district and even against any extension of
rapid transit service by the creation of new districts, which would
have physical links but not corporate unity with the M.T.A.

We hope that the recommendations incorporated in our M.T.A.
study are implemented so that this unfavorable public image can

improved. It is also hoped that some of the hostility to M.T.A.
be lessened by a new Federal program of matchingextension

grants for mass transportation capital expenditures as well as the
current Federal programs for demonstration and planning expendi-
tures.

The General Court has long recognized the need for action for the
removal of such elevated structures as the one which now exists inme

Charlestown. Previous Legislatures have authorized the removal,
but the funds authorized for carrying out the removal were insuffi-

,»cient. However, if the removal of such elevated structures as that
*between Haymarket Square and Sullivan Square through Charles-

town and that on Washington Street could be incorporated into
■elated Federal assisted programs for urban renewal and the con-
itruction of new highways, then the cost that would be charged to

the M.T.A. might be reduced to amounts comparable to those pre-
viously authorized by the Legislature. A provision for an intensive

Part IV.
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study of this possibility is included in the integrated program de-
scribed later in this report.

In reference to the overhead viaduct between North Station and
Lechmere, the North Station merchants have offered 1250,000 or
half the estimated cost of $500,000 to help meet the total cost of the
demolition of this overhead structure and the restoration of the
M.T.A. property at Lechmere to a condition propitious for sale and
return to the Cambridge tax rolls. This project might also be used
as a credit by the city of Boston in matching Federal grants in the
city’s Urban Renewal Program. The North Station merchants are a
expected to issue a new report with perhaps a better offer of assist-

”

ance by the end of March.
Other extensions and other substantial changes in the present

M.T.A. subway and rapid transit network should await comple-
tion of the demonstration and planning program proposed later in
this report.

This district was established under the pressures of time brought
about by various judicial deadlines. The enabling legislation is now
before the Supreme Judicial Court of the Commonwealth of Massa-
chusetts, so that comment must obviously be restricted pending
final judicial ruling on some basic questions of state constitutionality.
The Federal District Court in New Haven has postponed its final
ruling as to whether or not the legislation passed last year was
sufficient for the completion of the exercise of the Commonwealth’s
Old Colony option until the completion of the proceedings now be-
fore the Massachusetts court.

The members of the Recess Committee met twice with the South
Shore Transportation District Board of Managers, and several
additional conferences were held between the Mass Transportation
Commission Committee Staff and the District’s Managers and
staff. The new board of managers is now doing as much as they
can, pending judicial clarification of the basic legislation.

The Western Suburb Transportation District created at the last
session of the Legislature was intended to be a stand-by district to
operate when and if the B & A ever abandoned its present com-

2. South Shore Transportation District.

3. Western Suburbs and Other Special Railroad Districts.
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muter passenger service. Meanwhile, this District has not been
able to establish a workable program acceptable to the communities
involved. The original provisions of probable cost apparently were
too low.

The establishment of other similar special stand-by railroad com-
muter districts has been proposed to the Legislature now in session.
The feasibility and practicality of these special stand-by districts
can only be determined after much deeper and more detailed study.
Clearly, the probable true cost of the services involved and the

Aprobable expenditures that would be expected of the member com-
"munities must be established on a firm and accurate basis. There-
fore, the feasibility of these districts has been included in the
extensive studies in the demonstration and planning program pro-
posed in this report.

4
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Immediate Need in Transportation.

We must resolve certain questions before basic public policy and
priorities can be established in the mass transportation held, al-
though we can easily identify the most fundamental aspects of the
mass transportation problem.

The most critical need is to establish beyond all reasonable doubt
a body of reliable information sufficient to serve as the basis for a broad
community consensus. Only within the framework of this tested in-
formation and community consensus can the General Court and the
Governor reach agreement on a 'particular public policy and specific
priorities for a far-reaching, comprehensive mass transportation pro-
gram.

It is clear that in order to provide the basis for such a consensus
there must be comprehensive analysis of the alternative courses of
action now T open to the community. This analysis must include
conclusive, controlled experiments in the entire held of mass trans-
portation, designed to field test methods and cost of all the vaiious
alternatives. As a prelude to a hnal formulation of basic public
policy in this area, the following must be accomplished:

1. Development of realistic knowledge of the probable true costs
of securing the continuation of rail and bus mass transportation
services by subsidies and the ability (and cost) of increasing public
use of all forms of mass transportation by improving service and
reducing fares. Because of the serious doubts as to the suitability
of the I.C.C. system of allocating costs to passenger and freight
services, this information and estimates must be based upon con-
trolled experiments if the results are to be widely accepted.

2. Development of realistic estimates of the range of possible
costs, both direct and indirect, economic and social, of failure to
act to prevent the complete loss of railroad commuter service and of
failure to halt and reverse the present trend (recently accelerated by
fare increases) toward decreasing use of mass transportation facilities.

3. Undertaking of detailed studies on a series of interrelated
subjects, all bearing on mass transportation:

{a) Possibilities of reorganizing the M.T.A. and other public
transit activities so as to make possible extension of service to areas
beyond the present district.

Part V.
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(&) Gathering of data on present and potential traffic pattern
and routings for all forms of transportation.

(c) Examination of the feasibility of particular transit extensions.
(d) Analysis of the technological innovations, both currently

available and anticipated, to determine the ways in which they can
be utilized to improve the Commonwealth’s mass transportation
systems.

It is highly necessary that both courses of action experiments
and planning —be undertaken simultaneously. The experiments
should be designed to provide valuable data for the planning studies
while the studies themselves would provide a basis for longer-range
continuing action.

Throughout the summer and fall of 1961, the members and staff of
both the Recess Committee and Mass Transportation Commission
carefully studied all the parts and in mid-December proposed
an integrated program. Deeply convinced of the necessity of
gathering the necessary information in suitable and intelligible
form, the Recess Committee and the Mass Transportation Com-
mission jointly recommended that the Mass Transportation Com-
mission apply for $4.6 million of Federal aid funds, to be matched
by $2.3 million of Commonwealth funds, to carry out a $6.9 million
integrated mass transportation demonstration and , planning pro-
gram. (A summary of the proposal is contained in the press state-
ment issued jointly by Senator Mario Umana, Chairman of the
Recess Committee, and Daniel Tyler, Jr., Chairman of the Mass
Transportation Commission, which is included in this report as
Appendix H. The full text of the original proposal, which is also
the text of the application by the Mass Transportation Commission
to the H.H.F.A. for the demonstration phase, is included as Ap-
pendix I.)

This proposal was immediately endorsed in statements issued to
the press by Governor John A. Volpe (Appendix J), Mayor John F.
Collins of Boston (Appendix K), U. S. Senator Benjamin A. Smith, II
(Appendix L), Representative John W. McCormack, now the
Speaker of the United States House of Representatives (Appen-
dix M), Attorney General Edward J. McCormack (Appendix N),
and Dale Barratt, President of Eastern Massachusetts Street Rail-
way Company (Appendix O).

Announcement of the proposal also met widespread editorial and
public approval.
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Outline of Proposal.

While Federal funds technically are being requested from two
different sources within the H.FI.F.A., from the Massachusetts
point of view, there is only one integrated mass transportation pro-
gram consisting of two parts: a demonstration project and a plan-
ning project.

V. Demonstration Phase

The demonstration phase involves a total expenditure of $5.4
million by June 30, 1963, allocated as follows;

1. Railroads.

Approximately $4 million is allocated to a series of complex ex-
periments in railroad commuter service.

Each participating railroad would contract with the Mass Trans-
portation Commission to increase its level of service and reduce its
fares in accordance with a specific and controlled experimental
program. The precise details of each experiment will be negotiated
with each railroad.

In this phase of the program, the Mass Transportation Commis-
sion will:

(a) Undertake a controlled experimental survey of the railroads
providing commuter service in the greater Boston region to deter-
mine their losses or gains under varying service conditions and rate
patterns.

( b) Establish by experimentation a practical optimum ofrailroad
commuter service for the greater Boston region.

(c) Establish methods by which the costs and revenues for pas-
senger train operation over specific routes can be predicted and
measured with some accuracy, under varying service conditions
and fares.

(d) Forecast the costs and revenues for passenger train operations
over the next ten years.

There are two different methods of determining costs of railroad
passenger commuter service. The first and traditional I.C.C.
method includes all the expenses solely related to passenger service

Part VI.
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and an allocation of costs which are joint or shared costs with
freight service on a pro rata basis. The railroads all keep their books
according to this I.C.C. system of accounting, as required by Fed-
eral statute.

A second method of determining passenger costs is directing and
isolating those costs which might be avoided if the service were
discontinued. This second cost method will be utilized in the
Mass Transportation Commission’s railroad program.

The Mass Transportation Commission will attempt to segregate
and fixed or threshold costs. As a result of dividing the

Avoidable costs into two categories, it will be possible to project
the costs for each route of curtailed or extended passenger service
as well as discontinued service.

The Mass Transportation Commission will obtain competent-
professional assistance in examining the existing cost accounting
procedures, such as the “responsibility accounting” introduced on
the Boston & Maine Railroad in 1960 in order to derive the maxi-
mum use of this modern data collection system. The Mass Trans-
portation Commission’s examination must be sufficiently detailed
to objectively measure the costs on specific routes, but not so de-
tailed that collection becomes burdensome. The investigation will
not necessarily be limited to the data collected on the B & M,
B& A, and New Haven railroads. Data from other railroads, in-
cluding the monthly reports to the 1.C.C., may be used for com-
parison. Studies will be made of the cost and revenue history of
routes where freight service is provided even after passenger service
has been abandoned.

One of the objectives of this part of the study is to establish more
precise general costing procedures and to apply these procedures to
the specific routes in the greater Boston area. Another objective
is to establish a comprehensive but practical optimum definition of
service conditions which will include the number of trains and
schedule times, amount of express service, suburban parking facili-
ties, condition of equipment, etc.

W It will be important to publicize these experiments and have
them performed in such a manner so as to yield meaningful results.
In order to obtain a reasonable amount of data, it will probably be
necessary to experiment with all the commuter routes serving
Boston.

Railroad management has responded favorably to this proposal
and the trustees of the New Haven and the president of the B & M
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have directed their operating personnel to undertake the necessary
preliminary measures so that their participation in these experi-
ments can be negotiated. (Appendix Pis a letter of commitment
by the president of the B & M, and Appendix Q is a letter of intent
from the trustees of the New Haven.)

Approximately $900,000 is allocated to controlled operational
M.T.A. experiments. While various individual experiments had
been suggested in the full text of the proposal (included in this reA
port as Appendix I), the specification and priority of Mass Trans-
portation Commission operational experiments will depend largely
on negotiations now under way with the M.T.A. management.

3. Private Bus Compan

Approximately $500,000 is allocated to contracts with private
bus companies throughout the entire Commonwealth for controlled
experiments in increased levels of service, extension of service along
new routes and reductions in fares. As with the railroads, the ob-
ject of this portion of the program is to determine by experimenta-
tion the optimum relationship between fares, standards of service
and costs of service.

We are pleased to report that the private bus industry of Massa-
chusetts has responded with great enthusiasm and co-operation to
our proposal which was originally published late in December, 1961.
The President of the largest private bus company in the Common-
wealth, D. W. Barratt, of the Eastern Massachusetts Street Railway
Company, has directed his Planning Department and schedule per-
sonnel to review 7 the routes and service on their entire system in
order to propose experiments that can be included in this program.
(The text of Mr. Barratt’s letter is included as Appendix R.) Mr.
Henry G. Bowen, the President of the Fitchburg & Leominster
Street Railway Company, has also expressed his hopes of participa-
tion in this program (Appendix S). We know from various
sations with other responsible leaders in the private bus industry i*
Massachusetts that they, too, have undertaken tire preliminary
steps required for participation in this program.

2. Operational M.T.A. Experime
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The program of mass transportation planning studies, for which
assistance is being requested from the Federal Government in the
form of a grant of $1 million, consists of five interrelated phases.
These planning studies, which are primarily concerned with the
transportation problems of the Boston metropolitan region (but
will also provide information of value to other metropolitan areas
of the Commonwealth) are designed to complement the parallel
urogram of mass transportation demonstration experiments.

’*# The planning phase involves a total expenditure of $1.5 million
by June 30, 1963, allocated as follows:

1. Traffic Pattern Studies.
A series of traffic pattern studies will be undertaken in order to

obtain more detailed information with respect to traffic and travel
problems in certain critical portions of the region, to determine
the transportation requirements
and in the future, and to lay the
and additions to the existing
service.

of the region as a whole, at present
basis for substantial improvements
patterns of public transportation

These studies include:
(a) Comprehensive origin and destination surveys of passengers

on all forms of public transportation services serving the Boston
metropolitan area including the M.T.A., railroads and private bus
systems.

(6) One or more cordon counts of traffic entering or leaving the
core portions of the Boston metropolitan area.

(c) A home survey of a representative sample of the population
to obtain traffic information and to determine the conditions under
which private individuals can be persuaded to make greater use of
public transportation facilities.

(d) The development of information with respect to the possible
jvays in which traffic patterns of public and private transportation

'rould be altered.

In order to give the maximum possible assistance to the newly
established South Shore Transportation District, a priority in time
will be established for that part of the study which will develop
traffic information that wall enable the District’s Board of Managers

B. Planning Phase.
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to determine more precisely the probable volume of passenger traffic
for their new operation, so that the facilities and equipment of the
new District can be most economically designed for the probable
levels and distribution of passenger traffic.

2. Rapid Transit Extension Planninq Studie
This phase, to which approximately $300,000 is allocated, will

consist of an updating and expansion of the 1945 and 1947 master
plans (Coolidge Commission Reports) for rapid transit extensions in
the Boston metropolitan region. These 15-year-old plans called
expansion of rapid transit lines in the Boston area from the 1945w
level of 54 miles by an additional 71 miles. To date, however, only
a minor fraction of these proposed additional rapid transit lines
have been added.

One of the objectives of this phase is to establish sound estimates
as to the original capital costs and probate operating results of each
unbuilt extension proposed in the Coolidge Commission Reports,
both singularly and in varying combinations. The participation
of the engineering staff of the M.T.A. would be a substantial con-
tribution to the success of this portion of the program.

Similar cost and operating estimates will also be established for
a resumption of Budd-type railroad commuter service from Cape
Cod to Boston and for the various proposed "stand-by” suburban
district operation.

A preliminary estimate will also be made of the feasibility of a
monorail system around and into Boston. Consideration of mono-
rail and other possible technological innovations and improvements
will be careful!}' integrated with the technological studies described
below.

The rapid transit extension studies will be closely related and
integrated with the other phases of the combined demonstration and
planning program, including the various demonstration experiments
and the traffic pattern analyses.

Also included in this phase will be an analysis of the
of the M.T.A. physical plant as a basis for rapid transit extensions"
and the availability of Federal funds under the Urban Renewal and
Federal Highway Programs for assistance in removing elevated
structures and in extending rail service into new areas in conjunc-
tion with urban renewal and highway construction projects.
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1nalysis of Administrative Approaches to Mass Transit.
Approximately $200,000 has been allocated to this phase, which

will consist of analysis of the organization, financing and manage-
ment of transit authorities. The analysis will be concerned with
both an objective examination of the M.T.A. as presently consti-
tuted, and an evaluation of alternative administrative approaches
for the establishment of additional rapid transit services.

A. Analysis of M.T.A. Organization. This study would exam-
ple the effectiveness of the AI.T.A. organization for accomplishing
"he tasks assigned it by the General Court and recommend possible

changes in administrative organization to improve AI.T.A. efficiency
and operations. The AI.T.A. which has been the subject of con-
troversy in recent years and whose extension to suburban areas has
met with bitter opposition, is not itself in a practical position to
undertake this analysis, particularly in view of the need for an
evaluation of its organization and management.

B. Alternative Administrative Approaches to Mass Transit Ex-
tension. This could consist of an examination of all major alterna-
tive approaches to mass transit operation that have been adopted
elsewhere in the nation or suggested for the Boston area. The latter
include (a) expansion of the A'letropolitan Transit District; (b ) de-
velopment of new subregional corporate entities physically linked to
the M.T.A. but operating independently with respect to adminis-
trative and financial organization; and (c) the development of
other types of organization or organizations on a regional or sub-
regional basis. Included in this study will be an appraisal of the type
of public transportation service most appropriate to each of the
major subareas of the Boston metropolitan region.

The study of administrative approaches should be of great assist-
ance to the recently established South Shore Transportation Dis-
trict, whose managers as yet have not had the occasion to determine
the detailed form of the administrative structure and operations of

District.
Any serious basic study of the alternative administrative ap-

proaches to mass transit organization must include consideration of
the allocation of responsibility among the state, local and special
district levels of government.
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Approximately $200,000 is allocated to studies of the change
now taking place in transit, transportation and communications
technology and their probable impact. The more rapid pace of these
changes forecast for coming decades indicates that evaluation of the
potential impact of these changes on the Boston metropolitan
region’s transportation system can be crucial in assessing its future
viability. In particular, the fact that transit capital equipment has
a lifetime measured in decades makes it vitally necessary to examine
carefully technological trends which may have significant effects^
on its future utility.

Four separate, but related, aspects of the impact of technological
change will be considered:

A. Improvements in transportation that are feasible through the
introduction of new devices and techniques that are economically
feasible and available at the present time.

B. Probable effects on the future regional transportation system
of technological advances in the various modes of transportation.
This will consider techniques and devices that arc still in an experi-

tc at the present time.mental or concc
C. Estimates of the future rate of change of technological deve

opment and its relationship to public acceptability, especially as
this applies to the transportation network of the region. Included
will be an analysis of the personal decision making patterns that may
determine whether or not individuals utilize mass transported
private motor vehicle

D. The impact of future non-transportation technological devel
opment upon the basic patterns of metropolitan structure and con
sequent changes in the probable use of and attitude towards m
transportation.

5. Comprehensive Cost-Benefit Analysis.

4. Impact of Technological Change.

This will constitute an analysis of the costs and benefits of various*
combinations and levels of transportation systems and services"
including evaluation of indirect as well as direct costs and benefits
to the State, local governments, commerce and industry and private
households in the Boston metropolitan region. It is believed that
this type of analysis holds many advantages for evaluation of trans-
portation systems because it brings into focus and places value on
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the benefits (as well as the more obvious costs) of mass transit. Tc
date, the magnitude of the contribution to both downtown and sub-

dustrial and commercial establish-
derived from mass transit have been

urb! tores and offices, tc
and to individual families
ted rather than adequate

mei
plored. The cost-benefit studysue

valuation of the consequences of historic transporv

leading toward a ruinously lown trends which appear totatc

f transit patronage and rble increase in automo-levc
bile usage and traffic congestion in the Boston metropolitan region

The community attitude towards mass transit is grounded in part
"on the fact that transit operating deficits have been widely publi-

cized while the related tangible and intangible benefits are unquanti-
requently overlooked. An objective analysis of the

costs and benefits of alternative transportation “mixes”, including
abandonment of mass transit, might be of significant importance in
chancing this widespread attitud
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Conclusion.
The Commonwealth has the opportunity to obtain the answers

needed to establish realistic program priorities and at the same time
to lead the nation in the solving of complex mass transportation
problems in a comprehensive, integrated manner.

The only legislative action now required is the appropriation to
the Mass Transportation Commission over two fiscal years of the
Commonwealth’s one-third share of the total cost of the demon-
stration and planning program.

Last year the General Court authorized a total Commonwealth
expenditure of $5.4 million for railroad tax relief for a 3-year
period at the annual rate of $2.9 million. This relief has become a
dead letter.

Now the Commonwealth may undertake a more comprehensive
program in an effort to realistically solve its mass transportation
problems for $1.2 million a year for 2 years, to be matched by $4.6
million in federal grants. (A recommended bill to appropriate the
necessary funds for this fiscal year to the Mass Transportation
Commission to undertake the federally assisted $6.9 million pro-
gram is included as Appendix T.)

In order that this program may begin by April 1, 1962, and be
completed by June 30, 1963, we strongly recommend that the
General Court appropriate the necessary funds as quickly as possi-
ble.

Part VII.
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The amounts of the I.C.C. proposed subsidies would be limited to
the maintenance of way and structures expenses that are related

and that are apportioned from the common expenses to pas-
senger and allied services. The amount of federal aid to any one
railroad would be further limited to the total amount of aid received
by the railroad from any State or States, municipalities and other
political subdivisions and instrumentalities.

The top amounts for the Massachusetts railroads under the pas-
senger expenses limitation would be as follows:

Boston & Maine $1,039,936
New Haven 7,339,348
New York Central (B & A figures not separable) . . , 13,903,010

Excerpts from I.C.C. report No. 33332, “passenger fares; The
New York, New Plaven and Hartford Railroad Company”, decided
August 16, 1961. (Text released August 30, 1961.)

Appendix A.

I.C.C. PROPOSAL OF FEDERAL SUBSIDY OF COM-
MUTER RAILROADS.

Page 29. We will recommend to the Congress enactment of legislation along
the following lines

Any railroad subject to Part I of the Act may apply to the Interstate Commerce
Commission for financial aid in the continuance of specified passenger train opera-
tions; provided, that the operations so specified constitute a substantial part of
the carrier’s total passenger service and are represented to be required by the pres-
ent or future public convenience and necessity. If the Commission determines
that a grant of financial aid is required to carry out effectively the purposes and
policies of the assistance act, it shall authorize such aid, the annual amount thereof
to be determined as follows:

i (1) Expenses incurred by the carrier in the preceding calendar year in the
'maintenance of way and structures which are directly assignable to passenger
service; plus

(2) Additional expenses Incurred in the preceding calendar year by any State
or States, municipalities, or other political subdivisions and instrumentalities
thereof, in the maintenance of way and structures which, if incurred by the car-
rier, would be a normal, necessary, and proper expense directly assignable to the
passenger service; plus
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(3) That portion of common expenses incurred by the carrier in the preceding
alendar year in the maintenance of way and structures which is assignable to the

ger service; provided, however, that the amount of any grant determined
■rdance with the provisions of this paragraph shall not exceed the amount of

Rom any State or States, municipalities, or otf po-

lions and instrumentalities thereof, which, in the judgment of th
Commission, is reasonably related to the purposes and policies of the Federal
assistance legislate

(4) in determining the benefit derived by the carrier from the aid programs ol

state and local governments and instrumentalities thereof, and the extent
which such benefits are reasonably related to the continuance of passenger tr
operations required by the present or future public convenience and necessity, theA
"Ipp.ision of flip Commission shall ho final.decision of the Com

In the determination of an
suant to the provisions of section 13A (1) of the Act, the Commission1

■eight to anv repre tive to public c<
;y which may have been made by the carrier under thisnecessity win

to the amount of aid extended to the carrier by the State or States, municipals

is and instrumentalities tit

uan

ince the Commisi
ion would be irreflected in rail carrier accounts, lit

mg the amount of aid based on maintenance of way and structures directly
expenses between

freight and passenger service. Nor would any broad discretion be involved in c
i bv state and local governments in thetermining the additional expenses incurre

a the maint ar
,nd dirbe incur

Litt in determining whether or. not
tort the application lor

the applicant’s total passenger operations. A cort’s tot
■V

jrogram of
enacted by the Commonwealth of M
the New Haven Railroad because of i

Page 35. We believe that the amount of Federal aid herein re
large enough, however, in conjunction with state and local assistance, to insure
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the continuance of essential passenger operations. If it should develop, for exam-
ple, that the New Haven would benefit at least to the extent of $5,000,000 as a

result of the tax relief and other assistance measures recently enacted by the
States of New York, Rhode Island, Connecticut and Massachusetts, it could
qualify for aid from the Federal government in the total amount of its mainte-
nance of way and structure expenses attributable to its passenger and allied serv-
ices under the Commission’s Separation Rules. Thus, as shown in the fourth
column of figures in Appendix G, the New Haven would be entitled to receive
$7,339,348 in any year in which the proposed Federal legislation and existing state
and local legislation were fully effective, and assuming also, of course, that revenues
and expenses in the prior year were identical with those of 1960. As hereinafter

vindicated, approximately that amount of assistance from the Federal government
■s necessary to enable the trustees to rehabilitate the railroad and to prepare a

feasible plan of reorganization and in order for the New Haven, thereafter, to
survive as a privately owned enterprise

Page 36. —We believe that the program is sound in concept. It recognizes an
obligation on the part of the Federal government to pay for a portion of the cost
of maintaining the railroad right-of-way in view of the obligations already under-
taken by the Federal government relative to construction and maintenance of air
ways and highways. The responsibility of the Federal government in preserving
essential railroad passenger service may be expressed in terms of the cost of alter-
nate transport facilities and in terms of military preparedness. First, the Ameri-
can Municipal Association, in a survey of mass transportation in New York, Bos
ton, Chicago, Philadelphia and Cleveland, estimated that if these five cities were
to lose their rail commuter service, it would cost $3l billion to build the highways
required to serve those commuters. Althoughrail commutation service is generallylough rail commutation service is generally

clearly to represent the most economical
•ansit, all costs considered. Secondly, the
;anized intercity troop movements, during

unprofitable for the carriers, it
and efficient means of suburban mass t
railroads handled 97 per cent of all or

World War 11. While it is unlikely that the railroads will be expected to match
that record in the future, it seems reasonably certain that more railroad passenger
carrying capacity will be required for essential military and civilian travel in any

ure war or grave national emergency than will be available if the present trend
discontinuance is not checked.

•*>
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Subject : Passenger and Mileage Analysis of Local Lines of
N. Y., N. H. & Hartford Railroad.

(.Average weekday schedule, week of October 23, 1961.)

One Number Number Passengers Passengers Passengers,
Route. Way, Tram of of per per Train Car Car

Miles. Miles., Cars. Passengers. Car. Mile. Miles. Mile.

Needham' 14 318 64 3,742 69.3 11.8 889 4.21
Stoughton . 10 76 18 1,327 73.7 17.4 342 3,98

Blackstone . 37 316 30 1,895 63.1 6.0 1,093 1.73

Providence 44 792 67 3,894 68.1 4.9 2,922 1.33
Dedham 12 24 6 393 78.6 16.4 60 6,6

Total . 126 1,526 174 11,251 64.7 7.37 5,306 3.47

1 Includes one round trip to Medway.

Coach Passengers or NewYork Through Trains. (Inbound

and Outbound.)

Number of Number of
Trains. Passengers.

Average
per Train,

10013 1,300To Providence
From Providence 11310 1,128

23 2,428 105.6Total

Statistics available do not indicate origin or destination of coach passengers on through trains.

Appendix B.
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New Haven Railroad; Estimated Loss ox Passenger Service
in Massachusetts for One Year ending July 31, 1960.

Averages per
TrainMile
(453,000).

I. Operating revenues;
S3* Passenger fares

Mail, express, newspapers 0.26
Incidental 0.14

Total Operatingrevenues $4.17

11. Operating expensi

$0.59Maintenance of ways and structure
Maintenance of equipment 1.27

0.04Traffic
Transportation

Train and engine crew 1.80
Train fuel 0.24

0.49Other transportation expenses
Yard expenses 0.15

0 14
Other 0.42

General 0.37

$2,497,000 $5.51Total Operating expenses

111. Railway tax accruals
$131,000 $0.29

0.08
Pay roll taxes
Property taxes 35,000

$0.37$166,000Total Railway tax accruals

IV. Deficit
$2,497,000

1.887,000
Total operating expenses
Total operating revenue

$610,000
166,000

Loss in operation
Railway tax accruals

$776,000Net railway operating deficit
Note. Additional cost to increase deficit:

(a) Local service proportion of net cost of South Station $923,000

(5) Interest on outstanding equipment obligations for Budd cars
used in local service ........ 59,000

$1,763,000Total Annual deficit

Appendix C.

Station expenses
68,000
63,000

188,000
169,000
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Appendix C. —• (Concluded).

The NewYork, New Haven and Hartford Railroad Company
Estimated Annual Deficit incurred by Local East End

Passenger Service.
(Based on the twelve months ended July 31, 1960.)

Annual Averages per Averages pe
Estimate. Train Mile. Car Mile.

Operating revenue

Total Operating revenues
Operating expenses:

.

Total Operating expense
Railway tax accruals:

Total Railway tax accru;

Net railway operating deficit

t
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Boston & Maine Railroad Massachusetts Commuter Lini
Passenger Revenue Analysis, September 11 to 17, 1961.

}ne Way, One Way, One Way, Total Total Per Tra:
Miles. Trips. Passengers. Miles. Revenue. Mil<

tiklonday through Friday

Tloston-Lowell
Boston-Wobum . .0,930 1,750 5,365 3.0710.0 17;

3.1435

verhill . 33,3 135 12,095 4,495 11,265 2.50

!7,750 3,200 13,705 4.28 .494

7,950

8,140iwbury 3

16 735 4.90

430246.8

,083481444
W 1.0?

909 1

545 1.30 .535

407 .81 1.183
431 77 .969

344

445

$4,144 $1.094.6;

Lo 035814

Wc 115

494Ri

■I■Fi

178324

40

4.

Appendix D.



HOUSI No. 3400. [Feb.120



1962.] HOUSE No. 3400. 121

Estimated Costs of maintaining Bridges and Crossings.

Below are comparative estimated figures for maintenance of
bridges and crossings in Massachusetts per year.

Column 1 are number of bridges and crossings maintained by
each railroad.
| Column 2 are figures presented to the Mass Transportation Corn-
emission by the railroads as actual expenditures in 1960.

Column 3 are estimated figures as presented by representatives
of the railroads, as average annual costs for the next five years.

Column 4 are roughly estimated figures prepared by the Depart-
ment of Public Works as annual cost for next five years.

1. 2. 3. 4.2
Bridges:
New Haven 327 $120,000 $175,000 $1,950,610
Boston & Maine 200 146,000 155,000 808,720
Boston & Albany 128' 109,000 56,000 373,728

Totals 655 $375,000 $386,000 $3,133,058

Includes 25 bridges on proposed new turnpike.
Figures in this column include only 603 bridges as against the total of 65f

1. 2. 3.
Crossings:
New Haven 564 $450,000 $364,500
Boston & Maine ....... 538 891,000 747,000
Boston & Albany 128 85,000 134,200

Totals 1,230 $1,426,000 $1,245,700
Note. One other railroad, the Central Vermont, also operates in Massachusetts and maintains 14 high-

way bridges and 43 crossings at an annual total cost estimated at $15,000.

*

Appendix F.
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1960 Revenue-Expenses and Operating Ratio for Massa-
chusetts Street Railways compared to 1955 Operating

Ratio.

Operating Ratio.

Expenses. Revenue.
1960. 1955.

Street Railways:

Berkshire $348,138 $340,811 102.1 99.6

Boston, Worcester and New York 957,489 992,208 96.5 96.5

Eastern Massachusetts 6,796,000 6,986,000 97.3 94.7

Fitchburg and Leominster ......
543,742 526,696 103.2 105.5

Greenfield and Montague 79,714 71,070 112.1 111.9
Holyoke 701,360 720,780 97.2 97.3

Middlesex and Boston 1,731,000 1,776,000 97.5 99.1
Plymouth and Brockton 300,899 360,123 83.5 104.2
Springfield 2,539,200 2,573,700 98.6 100.1

Union 1,004,729 1,039,229 96.7 95.9

Appendix G.

STREET RAILWAY AND BUS COMPANIES
FISCAL STATUS.



1962.] HOUSE —No. 3400. 123

1960 Revenue-Expenses and Operating Ratio for Massa
CHUSETTS Bus COMMON CARRIERS COMPARED TO 195;
Operating Ratio.

>

j Operating Katio.
Expenses. Revenue.

1960. i 1955.

Bus Common Carriers (over $lOO,OOO gross revenue):
Airways $199,614 $193,058 j 103.4 93.0

■ Almeida Bus Lines 448,897 489,497 j 91.7 102.3
Brush Hill Transportation Company .... 179,713 179,704 I 99.7 106.
Carlstrom Bus Linos 145,274 161,936 96.6 100.0
Flanagan Bus Lines 90,458 90,788 99.6 91,4
GloucesterAuto Bus 180,662 199,024 90.8 103.1
Hudson Bus Lines 376,444 383,268 98,0 97.3
Ken Hudson Bus Lines, Inc 368,488 390,448 91.8 105.5
The Interstate Buses Corporation (Connecticut) . . 469,463 634,239 87.9 100.2
Interstate Transit Corporation 223,277 216,189 103.8 107.9
Johnson Bus Lines, Inc 429,300 415,700 103.3 100.5
Lynnfleld Community, Inc 157,623 147,467 106.8 96.4
Massachusetts Northeastern Transportation Company 377,617 386,861 97.6 102.4
Mclntire Bus Lines 112,671 112,679 99.9 106.6
Michaud Bus Lines, Inc 376,176 387,826 97.0 100.6
Metropolitan Coach Service, Inc 142,877 145,230 98.4 106.4
Peter Pan Bus Lines 621,790 751,018 82.8 98.1
Rapid Transit, Inc 232,717 235,192 j 98.9 102.7
Service Bus Line, Inc 189,667 190,424 | 99.6 102.6
Trallways of New England, Inc 2,469,468 2,693,769 91.7 101,5

Vermont Transit, Inc 1,638,439 1,621,765 94.9 96.8
Western Massachusetts Bus Lines 161,504 166,749 91.4 91.8
Worcester Bus Company 2,558,000 2,685,000 j 95.2 98.4

I
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!et Railway and Bus Companies’ Operating Ratios in
1960, and Amount of Taxes paid to State for Gasoline

std Other Fuels in Same Year.
Operating Gasoline and

Ratio. Fuel Tax.
iose having Opera ing Ratio below 95%:

Plymouth and Brockton Street Railway . . . . 83.5 $4,611
Peter Pan Bus Lines . . . .

.

. 82.8 9,185
Interstate Buses Corporation (Connecticut) .

.

. 87.9 837
ister Auto Bus Company . . .

.

. 90.8 4,362
Western Massachusetts Bus Lines . . . . 91.4 4,203

aeida Bus Lines . . . . . . . . 91.7AJraeida Bus Lines . . 91.7 6,042 JL
Trailways of New England, Inc. . .

.
91.7 7,788

Hudson Bus Lines, Inc. .
.

. . . . 91.8 8,917
Vermont Transit, Inc. . . . . . .

. 94.9 163

Total $46,108

Those having Operating Ratio ranging from 95% to 97.9%:
Worcester Bus Company

.....

$59,87195
3,840

21,406
95.6arlstrom Bus Lines

Boston. Worcester and New York Street Railway
Union Street Railway

.....

96.5
18,77296
7,845Michaud Bus Lines, Inc

Holyoke Street Railway
97.0
97.2 22,703

143,539
35,569
10,605

97Eastern Massachusetts Street Railway
Middlesex and Boston Street Railway 97.5

assachusetts Northeastern Transportation Company

$324,150Total

having Operating Ratio ranging from 98.0% to 100.0%
Hudson Bus Lines . . . . . . .

. 98.0 $8,823
Metropolitan Coach Service, Inc. . . . . . 98.4 2,318
Springfield Street Railway Company . . . . 98.6 48,612
Rapid Transit, Inc. . , . . . . . 98.9 4,262
Flanagan Bus Lines . . . . . . . 99.6 808
Service Bus Lines, Inc. ....... 99.6
Brush Hill Transportation Company .

.
.

. 99.7 4,275
Mclntire Bus Lines . . .

.
. . . 99.9 2,573

Total $71,671

Those having Operating Ratio over 100.0%:
Berkshire Street Railway Company

..... 102.1 $7,351
Fitchburg and Leominster Street Railway

. .
. 103.2 13.106

Johnson Bus Lines, Inc. ....... 103.3 6,937 A
Airways Bus Company ....... 103.4 -pF
Interstate Transit Corporation ..... 103.8 1,636
Lynnfield Community, Inc. ...... 106.8 4,069
Greenfield and Montague Street Railway Company . . 112.1 2,416

Total $35,515

Grand Total $477,444
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1960 State Taxes paid on
(A) Gasoline, Other Fuels and Oil.

(B) Vehicles, Licenses and Registration I e

B,A.
Street Railways.
Berkshire $7,351 $2,751
Boston, Worcester and New York .....

21,406 1,314
Eastern Massachusetts ....... 143,539 12,933
Fitchburg and Leominster

....... 13,106 6,068
and Montague

....... 2,416 210
•Holyoke 22,703 1,71422,703 1,714

Middlesex and Boston 35,569 2,510
Plymouth and Brockton ....... 4,611 471
Springfield 48,612 4,185
Union 18,772 2,051

Bus Common Carriers:
Airways

.......... 460
Almeida Bus Lines

........
6,042 761

Brush Hill Transportation Company
.... 4,275 127

Carlstrom Bus Line ........ 3,840 391
Flanagan Bus Lines ........ 808 321
Gloucester Auto Bus ........

4,362 423
Hudson Bus Lines ........

8,823 1,199
Ken Hudson Bus Lines, Inc. ...... 8,917 1,187
The Interstate Buses Corporation (Connecticut) .

.

. 837 384
Interstate Transit Corporation

...... 1,636 195
Johnson Bus Lines, Inc. .......

6,937 712
Lynnfield Community, Inc.

....... 4,069 569
Massachusetts Northeastern Transportation Company . . 10,605 861
Mclntire Bus Lines ........

2,573 525
Michaud Bus Lines, Inc. .......

7,845 957
Metropolitan Coach Service, Inc. ..... 2,318 479
Peter Pan Bus Lines ........ 9,185 18,445
Rapid Transit, Inc. ........ 4,262 443
Service Bus Lines, Inc. .......

- 426
Trailways of New England, Inc. ...... 7,788 3,008
Vermont Transit, Inc. ........ 163 264
Western Massachusetts Bus Line ...... 4,203 1,986
Worcester Bus Company

.......59,871 3,049

$71,379$477,444



HOUSE — No. 3400. [Feb.126

»

PRESS STATEMENT ISSUED JOINTLY BY SENATOR
MARIO UMANA, CHAIRMAN OF JOINT SPECIAL
LEGISLATIVE RECESS COMMITTEE ON TRANS-
PORTATION, AND Mr. DANIEL TYLER, Jr., CHAIR-
MAN OF MASS TRANSPORTATION COMMISSION.

Mr. Daniel Tyler, Jr., Chairman of the Mass Transportation
Commission, and Senator Mario Umana, Chairman of the Joint
Special Legislative Committee on Transportation, today issued the
following statement on behalf of the Mass Transportation Com-
mission and the Committee:

“For six months, the Mass Transportation Commission and the
Committee have been working closely together to prepare an inte-
grated program to meet the immediate need in mass transportation
of the Boston region and the Commonwealth. As the first result of
these efforts, we agree that the Mass Transportation Commission,
acting on behalf of the Commonwealth, should apply to the Federal
Housing and Home Finance Agency for $4.6 million in demonstra-
tion and planning grants. These grants will be matched by a Com-
monwealth appropriation of $2.3 million over two fiscal years, for a
total integrated program of $6.9 million.

“Our most critical immediate need is to establish beyond all
reasonable doubt sufficient, reliable information which will serve as
the basis for securing broad community agreement on mass trans-
portation. Only within the framework of this tested information
and community agreement can the General Court and the Governor
establish a particular public policy and specific priorities for a far-
reaching, comprehensive mass transportation program.”

Governor John A. Volpe echoed the enthusiasm of the Mass
Transportation Commission and the Special Committee in endorsing
the application. The Governor had been kept informed of the

Appendix H.
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developments leading to this joint comprehensive proposal. The
Governor’s support of the program is essential for its approval by
Washington.

The total program for which Mass Transportation Commission
is applying will be divided into two major phases. The demonstra-
tion phase involves a total expenditure of $5.4 million by June 30,
1963, divided as follows:

1. Ptailroads: $4 million for limited and controlled experiments
in the improvement of existing schedules of service and reductions

frill fares. As a part of these experiments there will be a competent
professional study by nationally respected certified public accoun-
tants and management consultants, to evaluate I.C.C. and railroad
methods of allocating costs.

2. Operational M.T.A. Experiments: $900,000 for controlled
experiments in M.T.A. operations.

3. Private Bus Company Experiments: $500,000 for controlled
experiments similar to those for railroads.

The planning phase involves a minimum expenditure of $1.5 mil-
lion by June 30, 1963, divided as follows:

1. Traffic Pattern Studies: $600,000 for comprehensive origin
and destination surveys, passenger attitude surveys and analysis of
possible traffic pattern alterations.

2. Rapid Transit Extension Studies; $300,000 for studying the
feasibility of extending rapid transit service.

3. Analysis of Administrative Approaches to Mass Transit:
$200,000 for an analysis of organization, financing and management
of transit authorities including an evaluation of alternative adminis-
trative approaches for extension of transit service.

4. Impact of Technology: $200,000 of the $1.5 million is for a
study of the changes now taking place in transit, transportation
find communications technology. This sum will help provide a
sound basis for long-term governmental capital investments in
transportation.

5. Comprehensive Cost-Benefit Analysis: $200,000 for analysis
of various combinations and levels of transportation systems and
services. This will include evaluation of indirect as well as direct
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costs and benefits to the State, the region, local governments and
families.

Chairman Tyler and Senator Umana stressed that the program
would be a pioneering effort to take the problems of mass transpor-
tation out of the arena of partisan controversy. This will enable
the community to cope with the problems on a firm foundation of
demonstrated fact.

“While such a bold, new integrated approach is unprecedented,
not only in Massachusetts but in the entire nation,” they said, “it A
is precisely this type of comprehensive program which the President w

and the Congress have called for in the Housing Act of 1961. Our
preliminary conversations with federal officials indicate that the
Mass Transportation Commission application will be given the
utmost consideration. We also anticipate complete support from
the responsible community leadership in Massachusetts.”

ft
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A PROPOSAL FOR AN INTEGRATED MASS TRANSPOR-
TATION DEMONSTRATION AND PLANNING PRO-
GRAM FOR THE COMMONWEALTPI OF MASSACHU-
SETTS

I Emitted by tl

lASS TRANSPORTATION COMMISSKA
AN AGENCY OF THE COMMONWEALTH OF MASSACHUSETT

int Recommendation of(

THE SPECIAL LEGISLATIVE RECESS COMMITTEI
ON TRANSPORTATION and the

ASS TRANSPORTATION COMMISSION, December 15, 1961

I. The Problem

The Commonwealth of Massachusetts is now in an increasingly
critical situation with respect to its mass transportation services
and facilities. Its two leading commuter railroads are under strong
pressure to abandon completely all commuter services within the
Commonwealth in the immediate future. The operating ratios of
private bus companies (a good measure of their financial strength)
throughout the Commonwealth have further deteriorated from the
unhealthy levels of 1955, which caused a 1956 Legislative Recess
Committee to recommend that the companies receive substantial
state relief because of their then precarious financial position. The
current annual deficit and reputation of the Metropolitan Transit

are such that any further extension of the Metropolitan
Transit District is at present practically impossible. Passenger traf-
fic on the Metropolitan Transit Authority has been steadily declin-
ing and it now appears will decline at least an additional 15 per cent
within the next twelve months because of recent changes in the fare
schedules. Meanwhile the capability of the city of Boston and its

Appendix I.

UNITED STATES HOUSING AND HOME FINANCE AGENCA
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immediate neighbors to maintain and improve their economic vital-
ity and activity suffers from the ever-increasing use of private auto-
mobiles and the consequent traffic congestion and parking problems.

While it is clear to every thoughtful observer that the mass trans-
portation problems of the Commonwealth of Massachusetts in gen-
eral and the Boston region in particular are steadily worsening,
under present conditions it is extremely difficult for the Governor
and the General Court to agree on the establishment of a particular
integrated public policy of priorities and action. The total costs
of the various alternatives and combinations of alternatives have
never been sufficiently established so as to make possible a broad£
consensus on a particular program.

Should the Commonwealth stand idly by and passively watch the
withering away of its mass transportation services? Is subsidiza-
tion of improved railroad commuter services more economical than
the extension of rapid transit service and expansion of express bus
service? Can the organization, management and operations of the
Metropolitan Transit Authority be so improved as to reverse the
downward trend of traffic? Should any extension of rapid transit
service be by separate special districts or by an extension of the
present Metropolitan Transit Authority district (legally the Metro-
politan Transit District of 14 cities and towns), and should the
State play a more direct role in assuming additional responsibilities
in the rapidly expanding metropolitan regions?

In the following paragraphs four major aspects of the Common-
wealth’s mass transportation problem are briefly summarized. It
should be noted that in the case of two of the three mass transporta-
tion elements discussed below commuter rail and mass transit
service —■ the problems are concentrated in the Boston region, while
in the case of the private bus industry, similar problems affect every
one of the Commonwealth’s urban areas.

1. Railroads. There are three railroads that provide passenger
service in the Commonwealth, namely, the New York, New Haven
and Hartford Railroad Company (New Haven), the Boston and
Maine Railroad (B & M) and the Boston and Albany division of the#
New York Central Railroad (B & A). The great bulk of all short-
haul passenger traffic on these lines either originates in or is destined
for the core area of the Boston region.

The New Haven is now in bankruptcy. In 1960, it carried a total
of 2.8 million short-haul passengers in Massachusetts, at a loss esti-
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mated by the current management at $l.B million. In an effort to
preserve and improve this service the Commonwealth enacted tax-
relief legislation that subsequently was made useless by the bank-
ruptcy in early July, 1961. At present the New Haven trustees
believe they cannot continue commuter service without more real-
istic relief by state and local action.

The B & M is currently carrying an estimated 10.4 million short-
haul passengers annually in Massachusetts at a loss variously esti-
mated at between $2.4 million and $4.0 million. The B & M’s net
annual loss ofabout $3.8 million in 1960approximated the $3,570,000

'j|oss attributable to passenger services, according to the Interstate
Commerce Commission (1.C.C.) system of accounting. In the spring
of 1961 the B & M management completed an extensive self-analysis
and concluded that the actual savings that would accrue to the rail-
road from total abandonment of its passenger service would be even
greater than the amounts indicated by the I.C.C. system of accounts.
Clearly, there are many substantial pressures on the B & M manage-
ment to press for permission to abandon all of the B & M’s passenger
service.

While the B & A carries only approximately 225,000 passengers
a year in its short-haul or commuter service to Boston, this traffic
is carried at a loss estimated at between $300,000 and $400,000.
This relatively small amount of traffic, however, is carried on only
four trains a day each way and its abandonment might have a sub-
stantial impact upon the communities now served.

2. Private Bus Companies. In 1960 the major private bus com-
panies in Massachusetts had a combined operating ratio of 95 per
cent. Information gathered by the Mass Transportation Commis-
sion indicates that the operating ratios for 1961 will probably be
considerably worse than in 1960. In 1955 the major private bus
companies experienced a combined operating ratio of 94 per cent.
Consequently, in 1956 a Special Legislative Recess Committee rec-
ommended that the Commonwealth return the amounts paid by the
individual bus com pan}' in state fuel taxes to a maximum point

the operating ratio was lowered to 93 per cent. This recom-
mendation, however, was not enacted.

The financial position of the private bus industry as a whole and
many of the leading companies in particular is now even more pre-
carious than in 1955. Some of the companies have survived par-
tially because of their sale of garages and other real estate, a type
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of profit not conducive to a continuation of passenger service «,t
present or improved levels.

3. The M.T.A. —The M.T.A. had an annual deficit of more than
$22.0 million in 1960 and probably close to $21.0 million in 1961.
The 1962 deficit will probably be reduced to $15.0 million or less
if the revenue from the recently raised fare schedules continues at
present levels and if the management can achieve the economies in
operations projected by the new Genera! Manager.

There is no question that the burden of this deficit is regarded as
onerous and oppressive by many of the residents of the 14 cities and
towns in the Metropolitan Transit District which must pay tlu*
deficit from local real estate taxes. Because of this, public opinion
can be easily and effectively mobilized against any expansion of the
M.T.A. district and even against any extension of rapid transit serv-
ice by the creation of new districts which would have physical links
but not corporate unity with the M.T.A.

Rightly or wrongly, in the minds of many individuals there is
a strong belief that the size of the M.T.A. deficit is due substan-
tially to faulty organization, staffing and mismanagement. It is a
rare public enterprise with a gross annual expenditure of $55.0
million and with over 6,000 employees which could not be somewhat
improved after diligent study, and especially when the enterprise
was conceived and born in the midst of political controversy. Be-
cause of the past history and the present reputation of the M.T.A.
nearly every informed observer believes that no major improvement
in public attitude is possible without a thorough, objective, profes-
sional and non-partisan study of the M.T.A.

Precisely because the present Governor is a Republican and both
houses of the General Court overwhelming Democratic, the present
time appears especially propitious for such a non-partisan study.

4. The Commuting Community. The composition of the Greater
Boston commuting community has been undergoing the same
changes as in nearly every other metropolitan region in the country.
The shift away from use of public transportation and toward in-,

creasing reliance on the private automobile has had a serious impac#
on property values, land use patterns, municipal costs and other
aspects of the regional economy. In particular, the continuing in-
crease in the use of private automobiles for individual commuting
and personal shopping trips has resulted in growing impediments to
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economic activity and vitality in the inner core area. Recent im-
provements in the enforcement of Boston’s parking regulations
have brought about some reductions in traffic congestion, but
clearly the welfare of the core portion of the Boston region would be
substantially improved if the public could be induced to make
greater use of mass transportation facilities

The Boston region is fortunate in that it has had in operation a
genuine, integrated mass transportation service on a metropolitan
basis for many years. The metropolitan region is also served by
three commuter railroads whose lines extend to its outer limits
jlowever, while the present mass transportation system of the
Boston area extends in an integrated manner beyond the central
core city to 13 cities and towns, the M.T.A. district of 14 cities and
towns no longer has its former clear preponderance as a generator of
traffic within the region as a result of the increasing suburbanization
of population and industry.

11. Awareness of the Problem.
Legislative Concern. The General Court has established beyond

any doubt its deep concern about the problem of mass transporta-
tion. In 1957, it provided for a temporary subsidy by the cities and
towns for the continuation of the Old Colony service by the New
Haven (since abandoned). In 1959, it created the Mass Transpor-
tation Commission to begin a rational, co-operative effort to study
all facets of the transportation and land use problems of the Com-
monwealth. In 1961, the General Court, after intensive debate,
enacted a tax-relief program for the New Haven and B & M rail-
roads and created two new districts, a South Shore Transit District
to provide rapid transit service linked via a physical interchange
with the M.T.A., and “stand-by” western suburbs district in the
event the Boston and Albany abandoned its commuter service. In
1961, the General Court also established a Special Legislative Re-

cess Committee on Transportation to co-operate with the Mass
transportation Commission in a speedy analysis of the fiscal con-
dition of the railroads, the internal organization and structure of the
M.T.A., and possible extensions of and improvements in mass
transportation service. The Governor’s office has been in continu-
ous close contact with both the Mass Transportation Commission
and the Special Legislative Recess Committee on Transportation so
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that all concerned could work harmoniously towards -the creation
and acceptance of a realistic program for progress in this critical
problem area.

Gubernatorial Concern. The previous Governor, a Democrat,
was greatly concerned with the problem of mass transportation and
the obvious failure to obtain a solution to this problem. Conse-
quently, he played a leading role in the establishment of the Mass
Transportation Commission.

I he present Governor, John A. Volpe, a Republican, also has
been deeply concerned with all facets of the transportation
He has vigorously supported the efforts of the four-state Interstate
Staff Committee on the New Haven to create a realistic program
for the relief and rehabilitation of this railroad. Governor Volpe
submitted the railroad tax relief legislation enacted by the General
Court and the basic legislation creating the South Shore Transit
District for Ihe extension of rapid transit service. He has repeatedly
interceded with the United States Congress, supporting the Wil-
liams Bill by the submission of strong statements to both the House
and Senate Committees and by personally requesting individual sup-
port by the Massachusetts Congressional delegation at several criti-
cal points in the legislative course of events. His office has worked
closely with the Mass Transportation Commission and its staff so
that the Governor could maintain maximum familiarity with all the
latest related information and developments.

Governor Vclpe has consistently given the problem of mass trans-
portation a very high priority in the work of his office.

Community Concern. The problem of mass transportation is a
familiar one to the state’s civic leaders. For example, the Greater
Boston Chamber of Commerce has issued numerous reports on the
critical nature of the problem. The Greater Boston Economic Study
Committee (G.8.E.5.C.), the local affiliate of the Committee for
Economic Development (C.E.D.), has expressed its concern with
the impact of mass transportation on the greater Boston region.
Radio station WBZ and station WBZ-TV have devoted several pro*
grams to the importance of mass transportation. A local gasoline
company, the Jenney Manufacturing Company, went to consider-
able expense to publish full-page newspaper advertisements and
hundreds of radio and television spot announcements to alert the
public to the necessity of making greater use of the region’s rail
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facilities. And, of course, all the leading newspapers in the region
have published numerous editorials and feature articles on the grav-
ity of the problem. In brief, the community leaders are fully aware
that the mass transportation crisis is acute, even though they realize
there is no apparent integrated solution sufficiently developed so as
to be widely acceptable as the consensus of the community.

Mass Transportation Commission Responsibility. As mentioned
earlier, the Mass Transportation Commission was established be-
cause the then Governor and the General Court recognized the

«irgent need for co-operative effort to study and analyze all factors
nvolving mass transportation so that intelligent long-term public

policy could be established. The intent of the legislation can be
seen from a brief look at its language
The commission shall investigate and study mass transportation problems and

plan co-ordinated mass transportation facilities and land use policies affecting the
commor wealth, the metropolitan Boston area and the city of Boston. The Com-
mission shall also investigate and study the relationship of mass transportation
facilities, land use and urban renewal and development to the economic needs and
opportunities of the commonwealth . . . with particular emphasis on the finan-
cial, legal, economic, technical and social problems. The commission shall study
and plan for co-ordinating the highway program of the commonwealth and the
federal government with other mass transportation facilities . . . The com-
mission shall from time to time make such recommendations to the governor and
the general court for the co-ordination of highway and mass transportation pro-
grams and for the development of integrated plans for mass transportation and
land use as the commission may deem advisable.

After being occupied with the critical Old Colony rail problem
for its first year, the Mass Transportation Commission began to
meet its major responsibilities with the establishment of its own
staff in November, 1960. Among many projects undertaken was a
federally assisted, long-range survey and analysis of the Boston
Metropolitan Region under the Section 701 Program of the United
States Housing Act of 1954. This survey is a comprehensive analysis
of all existing land use, transportation and economic plans and pro-
posals in the metropolitan region and is scheduled for completion
|py September, 1962.

The regional study will help the Mass Transportation Commission
in examining trends in metropolitan development in order to an-
ticipate and meet the Boston region’s needs in the field of mass
transportation.

The study has four major objectives
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1. It will assist the Mass Transportation Commission in prepar-
ing the groundwork for a master transportation plan for the Boston
Metropolitan Region.

2. It will be a major step in producing information urgently
needed by other state agencies and cities and towns to assist them
in their operations.

3. It will identify and thus help to prevent costly conflicts between
transportation, land use and related developments.

4. It will lead to increased co-operation between the various trans-
portation agencies and other public and private organizations.

The area included in the study covers 144 cities and towns,
tered on Boston and stretching from New Hampshire to the Rfiode
Island border. Two-thirds of the state’s population is in the area
under study.

Nearly every major state agency whose program must be con-
sidered in such work is represented on the Mass Transportation
Commission. (The ex-officio members of the Mass Transportation
Commission are the chairmen of the Metropolitan District Com-
mission, the Metropolitan Transit Authority, the Massachusetts
Turnpike Authority, the Massachusetts Department of Public
Works, the Massachusetts Port Authority and the Boston Traffic
Commission.) The Commonwealth’s Department of Commerce,
through its planning staff, is also co-operating with the Mass Trans-
portation Commission in this first attempt at actual study and
planning for the broadly defined Boston Metropolitan Region.

The single most important fact about the Mass Transportation
Commission study is that its very existence indicates that there is
now an official agency that can fulfill the function of comprehensive
study and planning for the Boston metropolitan complex. The fact
that the Mass Transportation Commission unites all major state
agencies with responsibilities for construction of transportation
facilities makes its assumption of this responsibility a real step
forward.

The conduct of this study is being greatly assisted by two advisory
groups. The larger advisory body consists of three
from each of the 144 cities and towns in the study area, appointee!
by the Mayors of the cities and the Chairmen of the Boards of
Selectmen of the towns. This larger group is being organized on a
subregional basis for greater effectiveness. The second advisory
group, consisting of the professional full-time planning directors of
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the cities and towns in the region, meets monthly to give technical
assistance to the director of the study and the planning consultants.

The Mass Transportation Commission anticipates extending i
efforts in regional analysis througl comparable studies of two other

Commonwealth: the Worcestermajor metropolitan regions of the
and Springfield-Holyoke areas. Tt her, these studies of the

)dy of knowledge thatmajor urban regions will provide
of great value in formulating policies, plans and programs for mass
transportation improvement.

I 111. The Immediate Need.
The current Mass Transportation Commission study and analx

tropolitan R ■cessary prerequisite
for any integrated long-range regi mal planning process in general

lied master transportation plan
the state’s largest urban region
linary regional survey cannot of

and for a fully developed and deh
for all rail and rubber facilities in
in particular. However, this prelir
itself supply the immediate answers to the questions that must be

■red before basic public policy and priorities can be established
in the mass transportation field, although enough of this survey has
been completed to enable the community to identify the most funda-
mental aspects of its mass transportation problem

The most critical need is to establish beyond all reasonable doubt a
body ofreliable information suffici
community consensus. Only with
formation and community consen

t to serve as the basis for a broad
the framework of this tested in-

us can the General Court and the
rticular public policy and specificGovernor reach agreement on a pi

priorities for a far-reaching, c
program.

mprehensive mass transportation

It is clear that in order to pro Ide the basis for such a consensus
there must be an integrated analysis of the alternative courses of
action now open to the community. This analysis must include
.inclusive, controlled experiments in the field of mass transporta-
tion, designed to field test methods and costs of various alternatives.
As a prelude to a final formulation of basic public policy in this
area, the following must be accomplished:

1. Development of realistic estimates of the probable true costs
of securing the continuation of mass transportation services by
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subsidies and the ability (and cost) of increasing public use of
these facilities by improving service and reducing fares. Because
of the serious doubts as to the suitability of the I.C.C. system of
allocating costs to passenger and freight services, this information
and estimates must be based upon controlled experiments if the
results are to be widely accepted.

2. Development of realistic estimates of the range of possible
costs, both direct and indirect, economic and social, of failure to
act to prevent the complete loss of railroad commuter service and
of failure to halt and reverse the present trend (recently accelerated
by fare increases) toward decreasing use of mass transportation
facilities.

3. Undertaking of detailed studies on a series of interrelated
subjects, all bearing on mass transportation:

(a) Possibilities of reorganizing the M.T.A. and other public
transit activities so as to make possible extension of service to areas
beyond the present district.

( [b ) Gathering of data on present and potential traffic patterns
and routings for all forms of transportation.

(c) Examination of the feasibility of particular transit extensions.
('d) Analysis of technological innovations, both currently avail-

able and anticipated, to determine the ways in which they can be
utilized to improve the Commonwealth’s mass transportation
systems.

It is highly necessary that both courses of action experiments
and planning —be undertaken simultaneously. The experiments
should be designed to provide valuable data for the planning studies
while the studies themselves would provide a basis for longer-range
continuing action.

IV. Elements of the Proposal.

The meeting of the immediate needs through completion of these
three basic tasks is estimated to require expenditure of a minimum
of $6.9 million by June 30, 1963, and additional amounts in the suA
ceeding years. It is a practical impossibility to obtain sufficienr
state and local financial support for the immediate tasks at hand.
However, sufficient state support is both feasible and probable if
federal assistance is made available on a matching two-for-one basis.
Requests are being made of two sources of Federal funds.
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hile Federal funds technically are being requested from two
different sources within the one Federal agency (H.H.F.A.), it must
he remembered that from the Massachusetts point of view there is
only one integrated mass transportation program consisting of two
parts, a demonstration project and a planning project.

1. Assistance for Demonstration
Housing Act of 1949, as amended
vides authorization for grants

Projects. Section 103 ih) of the
by the Housing Act of 1961, pro-

for mass transportation demonstr .tion projects which . . . will assist in

«rrying out urban transportation plans and research, including but not limited
the development of data and information of general applicability on the re-gral applicability on the re-

duction of urban transportation needs
service, and the contribution of such
portation needs at minimum cost. Su
term capital improvement, . . ,

the improvement of mass transportation
;rvice toward meeting total urban trans-

i grants shall not be used for major long-
ser
;h

The object of this section is to assist in experimental programs
whose results are not subject to precise prediction in advance. The
object is to improve the body of established facts, formulae and
knowledge available as guidance for governmental agencies in ad-
dition to the agency receiving the grant.

Other regions of the country are similarly encountering varying
degrees of the same problem of declining use of mass transportation
facilities. An intelligent, integrated effort by Massachusetts to de-
velop sound cost analyses of alternative mass transportation policies
and programs might well demonstrate the utility of the same alter-
natives for other regions or serve as a point of departure for further
studies by other regions.

2. Assistance for Planning Studies. - Section 701 of the Housing
Act of 1954, as amended by the Housing Act of 1961, provides
Federal grants-in-aid to assist in regional and state efforts at co-
ordinated regional mass transportation planning.

The program of immediate tasks in Massachusetts includes pre-
cisely the type of planning studies essential for the formulation of

policy and programs of priorities in the mass transpor-
tation field envisioned in section 701.



HOUSE — No. 3400. [Feb.140

A. Demonstration Phase.
This phase involves a total expenditure of $5.4 million by June 30,

1963. allocated as follows;

1. Railroads. Approximately $4.0 million annually is allocated
to contracts with the railroads for limited and controlled experi-
ments in the improvement of existing schedules of service and re-
duction in fares. The exact amount to be paid to each railroad
cannot be determined except after further preliminary analysis of
the railroads’ financial records and then only after intensive nego*
tiations. If the railroads are to be persuaded to co-operate in
experiments they must be paid a substantial portion of their actual
losses arising from their services. The losses arising from their pres-
ent levels of service and revenue are estimated as being in excess of
$6.0 million annually.

The services of a nationally recognized firm of Certified Public
Accountants and Management Consultants will be secured to assist
the Mass Transportation Commission in this portion of the pro-
gram. It is generally recognized that the I.C.C. system of account-
ing does not necessarily give an accurate allocation of costs to the
freight, passenger long-haul and commuter passenger services. A
review of the pertinent publications suggests that a competent pro-
fessional study by a nationally respected firm of accountants and
management consultants, specialists in cost analysis, but not al-
ready committed to or deeply involved in existing railroad account-
ing practices, will be of significant assistance. Such a company
could assist the Mass Transportation Commission:

(a) In reviewing the records of the railroads to determine an
approximation of the true deficits arising from the present service
and the costs that might be avoided if this service were discontinued.

(b) In establishing new accounting procedures to be made a con-
dition of any contract between the Commonwealth and a railroad,
to more accurately determine true costs between April 1, 1962, and
March 31, 1963.

(c) To attempt to thereby establish a method by which otl»
States could similarly determine with greater accuracy the true costs
of the rail commuter services in their metropolitan areas.

The lack of accurate knowledge and generally accepted guides
relative to the real costs of railroad commuter services is one of
the fundamental obstacles to the formulation of responsible public
policy in this very important problem area of government.
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The railroad portion of this program is clearly a demonstration
project. The railroads would be required to improve service, add
trains and reduce fares in an effort to determine the costs of a prac-
tical optimum of railroad commuter service in the greater Boston
regional area. Other regions of the country will benefit from these
experiments and certainly at the conclusion of the program Massa-
chusetts would have sufficient information to make a conclusive
judgment as to the costs and desirability of maintaining commuter
service by railroad operations. The B&M as presently constituted
provides an excellent prototype for experimentation with modern
-Self-propolled Budd-type service and the New Haven is almost a
classic case of a railroad relying solely on conventional railroad
equipment.

2. Operational M.T.A. Experiments. - Approximately $900,000 is
allocated to controlled operational M.T.A. experiments. These ex-
periments will include:

(a) Providing express bus service in areas where rapid transit
appears tentatively to be feasible to test the market potential.

( b) Alternate methods of fare collection.
(c) Substitution of bus for rail service in off-peak periods
(d) Alternate parking services (and fees) at rapid transit stations.
(e) Use of automated equipment.
(/) Variations in bus routing and schedules.
3. Private Bus Companies. Approximately $500,000 is allocated

to contracts with private bus companies for controlled experiments
similar to those in the railroad portion. Under no circumstances
will any bus company receive an amount sufficient in the aggregate
to lower its operating ratio below 93 per cent, although no bus
company can be expected to participate unless it receives some com-
pensation for the services rendered. As with the railroads, the object
of this portion of the program is to determine by experimentation
the optimum relationship between fares, standards of service and
costs of service.

V B. Planning Phase.
This phase involves a total expenditure of $1.5 million by June 30,

1963, allocated as follows:
1. Traffic Pattern Studies. Approximately $600,000 would be

allocated to this portion of the program in the first year. Smaller
sums would be utilized in subsequent years to develop additional
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information and to measure the results of the experimental program.
The studies to be conducted would include the following:
(a) Comprehensive origin and destination surveys of passengers

on all forms of public transportation serving the metropolitan area,
including the M.T.A., railroads and private bus systems. Passen-
gers will be asked to fill out a form indicating home address, method
of transportation from home to the public transportation system,
routing on the system to destination, and other information as de-
sired. Survey teams, operating over a period of several weeks,
would obtain this information.

(5) A cordon count will be conducted of cars entering or leaving *
the core portions of the Boston metropolitan area. Each passenger
in each car would be asked to fill in a form similar to that described
above.

(c) A home survey of a representative sample of the population
will be conducted. The questions asked will also be designed to
determine the conditions under which persons now using private
automobiles would be willing to shift to use of public transporta-
tion, especially in trips that enter, leave or pass through the core
portions of the metropolitan area. A major element in this part of
the study would be a motivational analysis to identify psychological
obstacles to transit use and to suggest methods of helping to reverse
the downward trend in transit patronage by removing such obstacles.

(d) The information gathered in these surveys would be analyzed
as a guide to the possible ways in which traffic patterns on public
and private transportation could be altered by lowering fares, im-
proving service in terms of speed and comfort, and extending public
transportation to presently unservcd areas.

2. Rapid Transit Extension Planning Studies. Approximately
$300,000 will be allocated to planning studies designed to analyze
the feasibility of rapid transit extensions. A substantial portion
of this phase would consist of an updating of the 1945 master plan
for rapid transit extension (Coolidgc Commission Report). The
Coolidge plan called for expansion of rapid transit lines in the
ton area from the 1945 level of 54 miles by an additional 71 milesW
To date, however, only about 10 miles of the additional rapid transit
lines have been added.

Three basic premises underlying the Coolidge Commission studies
require further analysis; First, the assumption that the shift from
mass transit to automobile use in the Boston area was caused by the
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failure to extend rapid transit to the growing suburbs. Second,
that the overwhelming proportion of the suburban population would
continue to work and shop in concentrated areas which could be
easily served by transit, particularly downtown Boston. Third, it
was assumed that suburban middle-to-upper income families would
utilize rapid transit if it were easily accessible. Proposals for de-
velopment of rapid transit systems in other metropolitan areas are
based on similar premises.

It might be noted in this connection, that the assumed traffic
Jevels on the proposed Atlanta transit system are based in part on

experience with the M.T.A.’s 10-mile Highland Branch
which traverses two high income communities, Brookline and sub-
urban Newton. Analysis of Highland Branch patronage eight
months after its opening in duty, 1959, showed a tenfold increase in
passengers over the numbers previously carried by the discontinued
Boston and Albany Railroad commuter line which served the same
area. However, recent passenger data on the branch appears to
indicate a downturn as a result of fare increases put into effect late
in 1961.

The proposed extension studies would consist of two main parts.
The first part would be an examination of the technical feasibility
of proposed transit extensions, and the second would be designed to
determine probable levels of patronage (a) at different rate sched-
ules, (b ) under varying parking conditions at stations and destina-
tion points and (c) under different assumptions respecting the future
distribution of population and work places.

The rapid transit extension studies would be closely related and
integrated with other phases of the program including the demon-
stration grants and would rely heavily on the information developed
in the traffic pattern study.

3. Analysis of Administrative Approaches to Mass Transit. This
phase of the study will be an analysis of organization, financing and
management of transit authorities for which the sum of $200,000

jhas been allocated. The analysis will be concerned with (a) an ob-
jective examination of the M.T.A. as presently constituted, and
(b) an evaluation of alternative administrative approaches for ex-
tension of rapid transit. The latter include (1) expansion of the
Metropolitan Transit District, (2) development of new subregional
corporate entities physically linked to the M.T.A. but operating-
independent !y with respect to administrative and financial organiza-
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tion, and (3) development of another type of organization or organ-
izations on a regional oi subregional basis.

The M.T.A., which has been the subject of controversy in recent
years and whose extension to suburban areas has met with bitter
opposition, is not in a practical position to undertake this analysis,
particularly in view of the need for evaluating its organization and
management. A nationally respected private firm of management
consultants will assist the Mass Transportation Commission in this
study

There is no accepted “model” for this type of governmental
thority, although well over fifty American communities have publicW
owned transportation systems. The “demonstration” and “pilot”
aspects of this portion are obvious. While other public authorities
may have had such studies performed for purposes of self-analysis,
never has an objective been publicly undertaken precisely as
a guide to possible fundamental restructuring of administration of
regional mass transportation systems.

The completion and subsequent follow-through of such a study is
a necessary prerequisite for the establishment of future public
policy on the further use of the M.T.A. or alternative administrative
agencies as a basis for expansion of mass transportation services.

4. Impact of Technological Change. The sum of $200,000 is
allocated for a technological impact study. Changes now taking
place in transit, transportation and communications technology and
the more rapid pace of change forecast for coming decades suggests
that an evaluation of the potential impact of these changes on the
Boston area’s transit system can be crucial in assessing their future
viability. The fact that transit capital equipment has a lifetime
measured in decades makes it vitally necessary to examine carefully
technological trends which may have drastic effects on its future
utility.

This phase of the research will consider all relevant aspects of
technological change, not solely new developments in transportation
such as monorails, air cushion vehicles and automated
Changes in communications techniques, housing technology an®
shifts in employment patterns due to automation will also be evalu-
ated in terms of their potential impact on transportation.

This study will have immediate relevance for the state’s new
South Shore Transit District.

5. Comprehensive Cost-Benefit Analysis. Approximately $200,-
000 will be allocated to an analysis of various combinations and
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levels of transportation systems and services, including evaluation
of indirect as well as direct costs and benefits to the State, theregion,
local governments and private households.

Cost-benefit analysis has been of substantial use in helping to
determine the feasibility of highway design and location, power and
irrigation projects and flood control structures, despite the fact
that no wholly satisfactory method has been developed to measure
the full range of costs and benefits accruing from any particular
project. Despite limitations, it is believed that this type of analysis
holds particular advantages for evaluation of mass transportation

�systems because it brings into focus and places a definite value on
the benefits (as well as the more obvious costs) of mass transit. To
date, the magnitude of the contribution to downtown stores and
offices, to industrial and commercial establishments and to indi-
vidual families derived from mass transit have been suggested
rather than adequately explored. The cost-benefit study would in-
clude an evaluation of the consequences of continuing transporta-
tion trends which appear to be leaning toward a ruinously low level
of transit patronage and an unmanageable increase in automobile
usage and traffic congestion.

The community attitude toward mass transit is grounded in part
on the fact that transit operating deficits have been widely pub-
licized while its tangible and intangible benefits are unquantified
and too frequently overlooked. An objective analysis of the costs
and benefits of alternative transportation “mixes”, including aban-
donment of mass transit, might be of signal importance in altering
this widespread attitude.

V. Basic Organization for the Program.

The Mass Transportation Commission will be the state adminis-
trative agency for the program. The various components of the
program will be outlined in the appropriating state legislation, but
the state legislation and the original agreements with the federal
Housing and Home Finance Administration must leave room for

•discretion in the administration and specification of the particular
parts and their costs, especially as to the terms of the various con-
tracts with the three railroads, the M.T.A. and the private bus
companies for their participation in the demonstration phase of the
program. The Mass Transportation Commission must, of course,
obtain prior approval of H.H.F.A. before executing any of the
many necessary contracts.
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A technical co-ordinating advisory committee will be established
consisting of representatives at the chief engineer or deputy com-
missioner level from such agencies as the Metropolitan District
Commission (M.D.C.), the Massachusetts Turnpike Authority, the
Massachusetts Department of Public Works, the Massachusetts
Port Authority, the Boston Traffic Commission, the Boston Re-
development Authority, and the Massachusetts Department of
Commerce. This co-ordinating committee will assure the maximum
co-operation and the maximum application of the appropriate pro-
fessional and technical skills of the public agencies most immediately
concerned. ]

A state policy advisory committee will also be established, con-
sisting of a personal representative of the Governor and cross-
section of the legislative leadership. This committee will preview
the basic contracts with the railroads, the M.T.A. and the bus com-
panies and assist in the preparation of the specific recommenda-
tions for the resulting legislative program.

The professional and technical staffs of various state and local
agencies will assist in the actual performance of the demonstration
projects and planning studies. M.T.A. personnel will be utilized
in the M.T.A. operational experiments and in the planning studies
of the possible impact of technological advances and possible rapid
transit extensions. The participation staff members of such agen-
cies as the state D.P.W., Metropolitan District Commission and
the Boston Traffic Commission and the transportation section of
1 he Boston Redevelopment Authority can help insure a high quality
of performance for the program.

VI. Financing of the Commonwealth’s Share

It is anticipated that the Commonwealth’s one-third share of the
total costs of the integrated program described above would be met
by direct appropriation by the General Court to the Mass Trans-
portation Commission. The state contribution of $2.3 million will
be divided between the current fiscal year and the following fiscal
year.

The Commonwealth can finance its share by utilization of funds
formerly authorized and appropriated for a program of railroad
tax relief. The funds for this program ($2.7 million a year for three
years) have not been expended because the eligible railroads have
not availed themselves of this relief.
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STATEMENT BY GOVERNOR VOLPE IN SUPPORT OF
THE MASS TRANSPORTATION COMMISSION JOINT
SPECIAL LEGISLATIVE RECESS COMMITTEE ON
TRANSPORTATION JOINT PROPOSAL.

g For the past six months my office has maintained close contact
'with the Mass Transportation Commission and the Joint Special
Legislative Recess Committee on Transportation in their intensive
efforts to find a practical way to solve our mass transportation
problem. I have repeatedly emphasized that the mass transporta-
tion problem is one of the most critical facing our Commonwealth;
one that must be solved if our State is to continue its economic
growth.

Our streets and highways are becoming more and more congested.
Fewer and fewer people are riding the M.T.A. More and more, our
railroads are applying for discontinuances of commuter trains. We
must face reality. We must find a workable solution to this mass
transportation problem.

I agree that our immediate need is for reliable information to
enable us to secure broad community consensus. Only within the
framework of such a community agreement can government estab-
lish a particular public policy and specific priorities for a long-range
comprehensive solution for our mass transportation problem.

As Governor, I welcome and endorse this integrated program as
proposed by the Mass Transportation Commission and the Joint
Special Legislative Recess Committee on Transportation. The
federal government will help us only if we demonstrate our deter-
mination to help ourselves. Therefore, 1 will urge the members of
the General Court to pass the necessary appropriation early in its
next session. Meanwhile, I will also do everything in my power to

(persuade the Housing and Home Finance Agency to clear the way
for final federal approval.

Demonstration of community support is vital in a matter of this
importance. I know that informed community leaders will do their
part in rallying support for this integrated program.

Appendix J.



HOUSE — No. 3400. [Feb.148

Office of the Mayoe, Boston 8, Massachusetts.
STATEMENT OF HIS HONOR, JOHN F. COLLINS, MAYOR

APPLICATION FOR FEDERAL FUNDS.

I am pleased to see that the mass transportation agencies of
Metropolitan Boston and the Legislative Recess Committee on
Transportation are acting quickly and aggressively in applying for
Federal Grants in Aid for mass transportation.

Because of Boston, Massachusetts is justified in being first among
the States of the country to seek out ways and means of obtaining
a better, less expensive rapid transit system to serve the suburbs
and Downtown Boston.

As Mayor of the City of Boston it is quite obvious to me that
swift and convenient rapid transit has been a foundation for indus-
trial and commercial development of our city ever since Boston
became the first city of the country to build a subway. Improved
and extended rapid transit is as important today, to the continued
development and redevelopment of Boston and its neighbors.

We must work together if we are to solve our transportation
problem. The North Terminal Area Study shows that we can. I
pledge the full co-operation of the City of Boston in working out a
program with the federal government and all the other agencies
concerned.

OF THE CITY OF BOSTON, ON THE ANNOUNCEMENT
OF THE MASS TRANSPORTATION COMMISSION’S

Appendix K.
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Office of the United States Senate, Washington, D. C.

4| An integrated program sucli as the proposal by the Mass Trans-
portation Commission and the Joint Special Legislative Committee
on Transportation can enable us to cope effectively with our mass
transportation problems. I am impressed by the combination of
imagination and practicality of this proposal.

I will support the application by the Mass Transportation Com-
mission to the Housing and Home Finance Agency for demonstra-
tion and planning grants so that this important work will be accom-
plished as quickly as possible.

I

STATEMENT BY SENATOR BENJAMIN A. SMITH, 11,
OF MASSACHUSETTS.

Appendix L.
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Congress of the United States.
House of Representatives,

Office of the Majority Leader,
Washington, D. C.

Having in mind the fact that many metropolitan areas in the
United States, and Massachusetts in particular, are faced with
mass transportation crises, I will be glad to co-operate on the federal
level in approval of the application of the Mass Transportation
Commission to the Housing and Home Finance Agency for demon-
stration and planning grants to bring about practical and satisfac-
tory solutions to these problems.

A well-integrated program will go a long way in bringing these
problems into focus and enabling us to find solutions to the mass
transportation problem.

STATEMENT BY CONGRESSMAN McCORMACK, 12th

Appendix M.
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Attorney General Edward J. McCormack, Jr., today made the
following statement:

* R must be obvious to all that the mass transportation crisis in
''this Commonwealth is substantial and complex and must be solved

for the benefit of the commuting public and the general economy
of our State.

In view of this problem, I wish to state that as your Attorney
General, I not only support but will co-operate with the Mass Trans-
portation Commission in its application to the Federal Housing
and Home Finance Agency for demonstration and planning grants
which will be used to help us eliminate this crisis and provide the
means by which we then can bring about necessary and satisfactory
transportation for our citizens and our economy.

I

McCORMACK, Jr.

Appendix N.

STATEMENT BY ATTORNEY GENERAL EDWARD J.
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Office of the President, Eastern Massachusetts Street Railway Com-
pany, 9 Union Street, Boston 8, Massachusetts.

Dale W. Barratt, President of Eastern Massachusetts Street Rail-
way Company, today advised that Eastern Mass., recognizing that
there now exists a critical need for a comprehensive study of
transportation in the Commonwealth, heartily endorses the approach*
suggested by the Mass Transportation Commission and the Joint
Special Legislative Committee on Transportation. Both agencies
can be assured of the complete co-operation of Eastern Mass, in
assisting wherever possible in the gathering of reliable information
concerning mass transit in sufficient detail to serve as a basis for
future action.

Mr. Barratt recognizes that mass transportation must be an in-
tegrated program. Eastern Mass. Street Railway Company, in an
era of rising costs and declining patronage, has nevertheless taken
a real step forward without financial assistance from outside the
company, recognizing, as we do, that the future of the business
districts in the many cities which we serve depends to a large extent
upon an improved mass transit system, which will serve to arrest
if not reverse the downward trend in downtown land values. The
Company already has embarked upon studies leading toward an
improvement in existing schedules and services. To this extent
commitments have been made to purchase new equipment at a cost
of more than two million dollars.

It is the feeling of the present Board and Management of Eastern
Mass, that improved transit service in terms of speed, comfort and
convenience will result in increased revenue without unreasonable
fare adjustments. This can be accomplished in part, as studies and
surveys in other cities have indicated, by a better use of existing
roads, streets, highways and other facilities. £

There is justifiable cause for concern in the various communities
throughout the Commonwealth and by the commuting public, both
in metropolitan Boston and in other areas, concerning the future of
mass transportation. Eastern Mass, has indicated its willingness to
experiment and has already taken a bold and unprecedented step

Appendix O.
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in the city of Fall River, which, under the guidance of civic-minded
In Fallcitizens, is endeavoring to recapture its past

r er, as a pilot experiment, Eastern Mass, has revised existing
hedules of service and has reduced fares so that it is now possible

to ride anywhere in Fall River for a base fare of 25 cents, whereas,
heretofore a minimum of two fares, or a total of 50 cents, was re-was rc

is endeavor by Eastern Mass, is the type recommendedquired.
rn and the Committee and is proof of Easternbv the Co-

the program which has been proposedsupport tor
cd that Eastern A lass, believes there is nowAir. Barratt also stated that

*and always will be an importan lace for bus transportation in the
th of MassachusettCommonwealth of Massachusetts. He stated that it is the desire of

trengthen itselfEastern to so strengthen itself as to be available to provide this
service wherever needed. Eastern, through its President, pointed
out that while rapid transit is ess
portation this is not necessarily
free wheeling bus rapid transit it
as in many other sections of the
will provide the required service.

aitial in any system of mass trans-
mit rapid transit. In many areas
the only practical approach, just

only rail rapid transit
The proposed studies and experi-

mental programs will furnish the information required in order to
determine whether or not rapid transit in the middle ground should
be rail or bus.
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Patrick B. McGinnis, Preaidenl.
Boston and Maine Railroad,

Xorth Station, Boston 14, Mass.. January 23, 1962

Dr. Joseph F. Maloney, Executive Director
Mass Transportation Commission,
120 Tremont Street,
Boston 8. Massachusetts.

Dear Dr. Maloney. The executive staff of the Boston and
Maine Railroad has made a careful study of the $6.9 million inte-
grated mass transportation demonstration and planning program
jointly recommended by the Mass Transportation Commission and
the Joint Special Legislative Recess Committee on Transportation.
We believe that the implementation of this program should provide
reasonable basis for a possible solution to the various interrelated
mass transportation problems now plaguing the Commonwealth of
Massachusetts.

The Boston and Maine Railroad cannot continue to bear its heavy
burden of passenger service and still provide the New England
area with the quality of freight service essential for the economic
prosperity of the region. We regret that the riding public does not
make better use of our commuter services. This Railroad has made
every effort to provide the public with the most modern equipment
and adequate commuter railroad service but the public more and
more prefers to find its transportation by other means.

We believe that if the public could be persuaded to make sub-
stantially greater use of the available railroad commuter services
there would be considerable lessening of increased public expend!
tures for highway and parking facilities.

We believe that your Commission’s proposed railroad demonstra-
tion program has much merit and deserves widespread support. We'
would like to participate in the railroad demonstration program and
we believe that our participation can be established to our mutual
satisfaction, assuming the necessary technical and legal matters can
be negotiated. Be assured of our good faith and our firm determina-
tion to do all in our power for our maximum participation. Pending

Appendix P.
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the implementation of the proposed program, this Railroad must,
however, consistent with the principles of sound management, con-
tinue its efforts to reduce its passenger deficit by its own independent
action as provided under the law. In this connection we are con-
tinually analyzing the use by the public of our present passenger
service, including commutation service. We cannot agree to defer
beyond April 1, 1962, any modifications in passenger service which
such analysis would otherwise justify.

It should be noted here that, in connection with the negotiations
on a proposed agreement, an essential term of such contract must be
that current reimbursement for the passenger deficit incurred by
this Railroad during the demonstration period will have to be pro-
vided.

We have already instructed our operation, accounting and legal
staffs, subject to the conditions described above, to undertake the
preliminary studies so that our participation can be effectuated as
soon as you receive formal approval of your application by the
appropriate H.H.F.A. officials.

Sincerelv

PATRICK B. McGINNLS.

I
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THE NEW YORK, NEW HAVEN AND HARTFORD RAIL-
ROAD COMPANY, RICHARD JOYCE SMITH, WIL-
LIAM J, KIRK, HARRY W. DORIGAN, TRUSTEES,

New Haven, Conn,
January 26, 1962.

Dr. Joseph F. Maloney, Executive Director,
Mass Transportation Commission,
120 Tremont Street,

Boston 8, Massachusetts

Dear Dr. Maloney. We have studied the joint proposal by
the Massachusetts Joint Special Legislative Recess Committee on
Transportation and the Mass Transportation Commission for a 16.9
million integrated mass transportation demonstration and planning
program.

In a sense we share some common objectives, especially that of
establishing the true costs of continuing commuter service in Mas-
sachusetts. We will co-operate with the Mass Transportation Com-
mission in implementing the railroad experimental portions of the
demonstration program. We have directed our operational, fiscal
and legal officials to undertake the preliminary measures required
for the negotiation of the particular terms under which the New
Haven Railroad can participate in this commendable program.

We hope that co-operation by the New Haven Railroad and the
Mass Transportation Commission in this program will result in the
establishment and public demonstration of the true costs of the pos-
sible ways by which the most efficient forms of mass transportation
can be secured for the people of Massachusetts.

You will appreciate, however, that we, as trustees, must reserve
our independent judgment on any conclusions or recommendations
which may arise from these studies.

Very truly yours,

RICHARD JOYCE SMITH,
WILLIAM J. KIRK,
HARRY W. DORIGAN,

Trustees of the New York, New Haven and
Hartford Railroad Company.

Appendix Q.
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Eastern Massachusetts Street Railway Company,
9 Union Street, Boston 8, Mass,, January 22, 1962,

Mass Transportation Commission,
120 Tremont Str
Boston, M

Dear Dr. Maloney. I have reviewed the Mass Transporta-
tion Commission Proposal of December 15, 1961, particularly with
reference to assistance for demonstration projects, and while ap-
proving the general plan and purpose, recognize there are certain
limitations under which any such program must operate.

I note that your proposal contemplates controlled experiments by
private bus companies similar to those to be conducted by railroads.
Eastern Mass., as you know, has entered into a modernization pro-
gram of more than two and one-half million dollars for new equip-
ment in order that we might better be able to serve the needs of
the communities in which we operate. Our planning department
and schedule people have been very active in reviewing the routes
and service on the whole system. There are many, many experi-
ments that we would like to make, similar to those which you men-
tion. These experiments could be accomplished if your proposal
was approved.

Please be assured that we will be pleased to co-operate in these
experiments, particularly where we can secure assistance in relieving
the high initial cost of improving existing schedules of service and
engaging in experiments with the fare structure.

Sincerely yours

President,

Dr. Joseph F. Maloney, Executive Director,

Appendix R.
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Fitchburg & Leominster Street Railway Company,
280 Main Street, Fitchburg, Mass., January 35, 1962.

Mass Transportation Commission
120 Tremont Street,

Boston, Massachusetts

\ttention: Dr. Maloney.

Dear Doctor: We are familiar with your proposed plan for
demonstration projects and we are very much interested in this
program and intend to file an application for consideration of several
projects which would increase the public use of our facilities by
improving service, making extensions, reducing fares, or a com-
bination of any of these. We are starting immediately to make a
study of these projects so that we can forward details at the earliest
possible moment.

Very truly yours

HENRY G. BOWEN,
President and Manager

260-02 For supplemental expenses of the commission, as author-
ized by chapter four hundred and sixteen of the acts of
nineteen hundred and fifty-nine, to be in addition to an

federal funds made available for the pur: .11,200,000
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Initially I wish to express my sincere appreciation to the staff of
the Mass Transportation Commission who have been so co-oper-
ative with the Special Legislative Committee during the period of
its study, and I wish to note in particular the assistance of Dr.
Joseph F. Maloney, the Executive Director of the Mass Transporta-
tion Commission, Nathan Raven and John Coffey, who served as
Counsel to the Mass Transportation Commission during this period.

I The purpose of these remarks is to concur in part with the
majority report of the Committee and to disagree in part particu-
larly in reference to the South Shore Transportation District and
the scope of the transportation problem as it is in particular refer-
ence to railroads, buses and the interrelationships with state au-
thorized transit districts.

The transportation problem in Massachusetts is as much a fi-
nancial problem as a transportation problem. It has been caused
partly by the state support for various transportation systems which
have been in competition with non-state-supported systems. Also,
since World War II there has been an increasing growth of suburban
living and the use of the automobile which has increased to the
degree that a basic alternative results today whether government
will control the automobile or will the automobile control urban
government. The purpose, as I see the purpose of this study, has
been to evaluate various factors in transportation and to make
recommendations that would change the public image and usage of
certain transportation systems in order that great governmental
expense in the future for road development and parking areas could
be avoided.

State Department of Transportation should he Created Now.
There seems to be no question that it is important as metropolitan

areas grow, and it is in the best interest of the government and the
people to have a balanced transportation system. It appears from
experience in other communities that it would also be in the best
interest of the community to attempt to keep this balanced system
privately owned and operated as much as possible. We have seen
through the years in the metropolitan area of Boston the great
growth of expressways. These expressways have grown with federal

REMARKS BY REPRESENTATIVE JAMES R. McINTYRE.
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nd state funds to the degree that other competing and non-su
sidized systems of transportation have withered and died from ar
terial strangulation, having been forced to the brink and into bank
ruptcy. Because of the relationships between public and private
airplane industry, railroad industry, bus industry and rapid transit
industry where various levels of government have subsidized one
in competition against the other, it appears that at this time there
should be created in this State a Department of Transportation to
control all types of public-aided transportation.

This Department of Transportation as proposed would be com-
posed of existing agencies and departments of the State. It would®
consist of the Department of Public Works, various authorities such
as the Metropolitan Transit Authority, the Massachusetts Turn-
pike Authority, the Massachusetts Port Authority, the Massachu-
setts Parking Authority, certain segments of the Department of
Public Safety, the Department of Public Utilities, the Metropolitan
District Commission, and the Mass Transportation Commission
This juncture of these present state agencies under one departmental
roof would be of tremendous assistance in planning and co-ordina
ing future activities in transportation no matter what type of tram
portation is being considered.

The interrelationship of one means of transportation to another
is becoming more and more a governmental responsibility. There is
hope that federal aid to various types of transportation will take a
more concrete form than mere planning and demonstrative assist-
ance as time goes on. Therefore, this Department of Transporta-
tion should be created now in order to assist the future channel-
ization and control of federal funds into the Commonwealth in an'

orderly and intelligent fashion and also insure a planning agency
in this Department with the ability to put its plans into effect once
they have been approved.

&s it stands now, the Department of Public Works plans highways
The Metropolitan District Commission plans highways in the metro-
politan area with no central co-ordination, and the Massachusetts
Turnpike Authority plans highways also with no central co-ordi-
nation. The Mass Transportation Commission is in the Department
of Public Works, and yet it is not a part of the Department of Public
Works and is not responsible to the head of that department except
in his capacity as one of the eleven members of the Commission.
This proliferation of existing agencies could be tolerated if there was
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not such a pressing demand for governmental direction and assist-
ance on all levels for rapid transit, railroads, buses, airlines and
highway development. Because of this new trend toward govern-
mental assistance, it is imperative now to put all of these functions
under a single unified Department of Transportation in order to
achieve intelligent executive decision for present and future de-
velopment of integrated systems for all transportation.

Federal Grants need More Amplification
The recommendation of the majority of this Committee is to

iapply to the Federal Government for a $6.9 million integrated
Mass Transportation Commission demonstration and planning pro-
gram to be financed by $4.6 million Federal grants and $1.2 million
of Commonwealth funds each year for twr o fiscal years. The money
which has been proposed by the state matching grant was that
money which was to return to the cities and towns in lieu of taxes
which would have been paid by the New Haven Railroad and
Boston and Maine Railroad to the communities through which they
run their services. However, because of certain restrictions that
were enacted in the legislation of 1961 in the so-called “tax relief
subsidy act,” the New Haven Railroad and the Boston and Maine
Railroad did not apply. Consequently, this money was never allo-
cated to the cities and towns. The majority report favors a break-
down of $5.4 million for a demonstration phase and $1.5 million by
June 30, 1963, as the planning phase of this project. Since this
money was originally to be allocated to the communities, because
there has been no detailed breakdown and no conference has been
held with the representatives of the Federal Government in this
area with the membership of the Committee, I do not wish to be
recorded as to the amount and distribution of Federal aid to the
Commonwealth of Massachusetts in this proposal.

It is my belief that the Special Legislative Recess Committee on
Transportation, before any breakdowns for distribution are recom-
mended, should meet with the representatives of the Federal Gov-

ernment in order to ascertain if these proposed grants could not be
utilized in a more practical manner to assist existing and created
public transportation facilities. In this program there is money
allocated for rapid transit extension studies, and it is my belief that
the desires of the people in the area affected should be paramount
rather than to pursue a preliminary course of planning costly transit
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extensions that may be unwanted and undesired as the South Shore
Transportation District has been.

1 hese transportation grants which have been authorized by Fed-
eral legislation incorporate both planning and demonstration phases.
Since this is the initial breakthrough of the Federal Government
toward helping mass transportation facilities, it is my opinion that
the Special Legislative Recess Committee should exhaust every con-
ceivable avenue of approach in direct conference with representa-
tives of the Federal Housing and Home Finance Agency in order to
insure without question that the real estate taxpayers’ increase in
burden will definitely accrue to the utmost interest of the
wealth and those affected cities and towns. For example, more in-
quiry could be made into the loan and demonstration aspects of
Federal aid for the South Shore Transportation District.

The South Shore Transportation District was created by legisla-
tion enacted in 1961 which required an extension of rapid transit
service from Savin Hill Station in Dorchester over the Old Colony
line to Braintree. This was enacted purportedly to exercise an op-
tion resulting from the New Haven Railroad’s desire to terminate
commuter transportation over the Old Colony line. This legislation
was opposed by all of the municipal officials in the communities
affected Quincy, Braintree, Weymouth and Hingham and was
opposed by the great majority of the representatives in the area
directly affected. This was nevertheless advocated by His Excel-
lency the Governor and passed by the General Court in spite of
this opposition. As a result, when the majority in the Common-
wealth did not respect the rights of the minority in the cities and
towns affected, the minority exercised its recourse by initiating tax-
payers’ suits contesting the constitutionality of the act which are
presently before the Massachusetts Supreme Court. The Federal
Court in New Haven by its latest memorandum has stated that as
of July 7, 1961, this so-called “valuable” option was not exercised*
by the Commonwealth because of certain defects in the legislatiorw
and at the same time was critical of the Commonwealth enacting
legislation of this type affecting cities and towns in such a finan-
cially adverse manner without their consent. Since that legislation
was enacted, a referendum was held in Quincy where the majority of
people supported a railroad-type operation from Braintree to the

South Shore Transportation District. The People Should Speak.
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South Station area in Boston and strongly opposed the existing
rapid transit legislation. Referenda have been proposed for March,
1962, in Braintree, Hingham and Weymouth. It is my opinion,
gauging the sentiment at this point, that there will be resulting from
these referenda a majority view on the South Shore toward a specific
plan. Therefore, it is my recommendation and belief: (1) that
any legislation affecting the South Shore Transportation District
be held pending these referenda; (2) if the referenda show a majority
view favoring a specific transportation plan, the 1961 rapid transit
act should be repealed or amended in conformance with the results

sbf these referenda. If these recommendations were followed, in my
estimation there is a strong probability that the communities and
the taxpayers in the communities would withdraw the pending liti-
gation before the Massachusetts Supreme Court; and following
this, there would be a good possibility that the Federal Court would
decree that the option has been exercised, pending certain transfers
of money and plans. As a conclusion, the creation of a district
would ensue, which would be qualified for Federal aid as a demon-
stration project under this present Federal legislation.

If the railroad-type plan which received majority support in the
Quincy referendum last November had been initially enacted by
the General Court in 1961 and this plan was originally supported
by His Excellency the Governor, I believe that the South Shore area
would have been qualified at this date for a substantial portion of
Federal aid in the demonstration phase of the proposed grant. It
is greatly regrettable that this was not done instead of fostering an
unwanted extension into four communities.

The time has come in the Commonwealth of Massachusetts that
we prepare ourselves for integration of our transportation facilities
and through unification create a proper channel for Federal aid
into the State. Transportation problems will continue to haunt all
areas of the Commonwealth in the future unless we are prepared to

®nake major reorganization decisions now rather than postpone these
decisions in the guise of gathering further information through Fed-
eral programs.

JAMES R. McINTYIII

Conclusion.

Representative, First Sorfolk District




