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Fare Collection FailsTest

More than half the MBTA's pass
readers (58%), collectors' turnstiles

(72%), and pass gates (56%) functioned
improperly during a recent Advisory
Board survey of fare collection equip-
ment at 22 collection points on the
Red and Orange Lines. The survey also
found 27.5% of surveyed token slots
blocked during the eight successive
week days they were checked.

The percentage of passreaders
which were taped or would not accept
current passes improved from previous
surveys. Such malfunctioning pass-
readers ranged from 17% - 32% of those
surveyed in late Spring of 1983,

averaged 16% in late Fall of 1983 and
dropped to 14% in the recent check.

However, there was an alarming
increase in the percentage of appa-
rently working passreaders which ac-
cepted invalid passes: from 3% a year
and a half ago to 44% now. Fortunate-
ly, surveyors found it impossible to
predict whether or not any given pass-
reader would accept old passes or
whether any given fare collection
point presented such opportunity. For
example, on Wednesday, March 6, ONE
passreader at South Station accepted
some outdated passes, but not others.
The next day, NO invalid pass could be
used, but on Friday, ALL FOUR readers
accepted all old passes tested. This
lack of predictability makes wide-
spread abuse unlikely.

Malfunctioning equipment, pass
gates that are not secured or attended
and turnstiles at collectors' booths
which are free wheeling invite fare
evasion. A properly functioning col-
lector's turnstile will admit a pas-
senger ONLY when the collector depres-
ses a pedal in the booth. In most
areas, leaping over a turnstile (one
of several "techniques" witnessed by

the survey team) is unnecessary
because the collector in the booth has

no means to require payment from
to page3

Board Fights TransitCuts
A letter signed by 44 Mayors and

Chairmen of Boards of Selectmen was

sent to members of Congress in early

March, urging continued federal sup-

port for public transportation. Advi-
sory Board members are lobbying to

prevent cutbacks in transit aid pro-

posed by the Administration for Fiscal

Year 1986 which would require major

fare increases, employee layoffs and/

or service cutbacks at the T.

Many members fear that any signi-
ficant funding cuts will lead away
from the rebuilding efforts currently
underway at the Authority. Quincy

Mayor, Francis X. McCauley says, "We

can't afford to pull back from the
program to modernize, repair and main-

tain, which means spending both capi-

tal and operating funds today in order

to reduce costs and improve service
tomorrow.

"

Lynn's Mayor Antonio J. Marino
agrees, saying "The Advisory Board has

made hard decisions to increase main-
tenance and training funding. We've
made a commitment to the future of the
T, but we can't make up Reagan's defi-

cit sharing. Working class and poor

people will suffer if cuts go through."

"The Advisor" urges all its read-

ers to join Advisory Board members in

expressing concern for the future of

the MBTA by writing to their Senators
and Member of Congress and to:

Senator Pete V. Domenici (New Mexico)

Chairman of the Senate Budget Committee
434 Dirksen Senate Office Building
Washington, DC 20510

Rep. William H. Gray (Philadelphia)
Chairman of the House Budget Committee
204 Cannon House Office Building
Washington, DC 20515

Further information on proposed
funding cuts is available from the
Advisory Board or the MBTA.



BoardElectsBrune; Honors Marino

Antonio J. Marino, Mayor of Lynn,
was honored by Governor Michael S.

Dukakis and members of the MBTA Advi-
sory Board at the Board's Annual
Meeting on March 21. A proclamation
presented by the Governor cited out-
going Advisory Board Chairman Marino
for his leadership which has "contri-
buted to better public transportation
services for the citizens of the Com-
monwealth, significant savings to tax-
payers and greater public accountabi-
lity and cost effectiveness at the
MBTA."

Members of the Advisory Board
presented Marino with an engraved
gavel in recognition of his "leader-
ship, wit, common sense, tact, loyal-
ty, kindness and robust gavel -wielding
skill." Marino served four terms as

Chairman of the Board and was Chairman
of the Board's Budget Committee during
1979 and 1980.

The Advisory Board elected Somer-
ville Mayor Eugene Brune to succeed
Marino as Chairman. Mayor Theodore

the

Mann of Newton and Henry
Hersey of Needham were
elected Vice-Chairmen and
Richard Easier of Cam-
bridge, Clerk. Representa-
tives of 26 communities
were elected to serve as
the Executive Committee for
the Board for 1985.

Brune says he antici-
pates an active year and
believes that Advisory
Board monitoring of the
MBTA and the interest which
members take in various
Board committees are vital
to the continuing improve-
ment of MBTA service. "We
have supported Jim O'Leary
over the past two years in

strengthening maintenance
and service reliability,"
says Brune. "During the
next two years, the T must
show increased service de-
pendability and greater
efficiency as a return on

nvestments made in maintenance
and management talent.

Brune has already appointed two
new Board committees. One will moni-
tor the Advisory Board's Study of
Future MBTA Service, Cost and Financ-
ing Alternatives funded by the Urban
Mass Transit Administration. Brune
says the study "is essential in order
to match service needs and funding re-

sources over the next several years."
The other committee will monitor MBTA
revenue management.
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Fare Collection trompagei

someone who simply walks through a

gate or through the collector's turn-

stile and keeps going.

Fare evasion is an arrestable
offense and only one of the problems

associated with the poor condition of

the T's fare collection equipment. An

article in the December, 1983 issue of

"The Advisor" listed five objectives
of a fare collection system:

1. Management of rider entry which

provides comprehensive collection of

fares

2. Convenient, speedy access to the

system for users

3. Ability to audit all revenue at

each station

4. Collection of ridership infor-

mation to aid in planning service and

allocating resources

5. Minimization of cost

Survey data indicates the current
system is consistent only with objec-
tive #2. In locations and at times
when long lines form for token pur-

chases, the system does not even meet
that objective.

Information collected by the
Advisory Board was sent to General
Manager O'Leary on March 14, with a

request that an evaluation of fare
collection equipment be provided for
the Advisory Board Revenue Management
Committee recently appointed by Chair-
man Brune. (See related article, p. 6)

Right of Spring

^
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During the month of March, the

MBTA Board of Directors authorized

five contracts with private firms for

cleaning of stations and vehicles.

Each agreement is for two years with

an optional third year at a maximum

escalation cost. Some of the two year

contracts increase previous costs;

others increase savings even more than

those they replace. Over the four

years covered by these and previous

contracts the cost increase averages

just under 3% per year. Wage rates

for Authority cleaning personnel, on

the other hand have increased an

average of more than 7% per year since

early 1983.

Contracts were re-bld for the

cleaning of fifteen stations; re-

sponsibility for eleven of them

changed hands from last year. Clean-

ing these stations will cost $354,560

per year for each of the next two

years (13% less than the average cost

for the past two years) with an

average escalation of 6.5% for the

third year. New station cleaning

contracts thus provide substantial

savings over previous agreements.

On the other hand, contract costs

for cleaning Red Line vehicles rose.

The winning (lowest) bid was $300,842

for two years, up from $201,626. Five

firms bid on the job, a sufficient

number to assure market rates from

bidders. Expenses will still be

considerably lower than if MBTA

employees were to do the work. The

contract provides for the following

services

:

Nightly: Clean, sweep and damp wipe

all cab and passenger areas; remove
gum, graffiti and trash

Weekly: Wash the interior and

exterior windshields and windows of

the motormen cabs

Eight Times Yearly: Wash every

exposed interior surface; wash exposed
exterior surfaces not adequately
cleaned by automatic, drive-through
machines.



Styte AndInfluence
Those who ride the MBTA know that

the best (and worst) marketing of

public transportation is in the hands
of MBTA employees who are on the front
line of service delivery. Those indi-

viduals and events by which consumers
"know" the T are those by which the T

is judged. Three in March on the
Green Line were remarkable.

Traveling home on the Green Line
is different from the ride to work.
People are tired. Crowding is less

tolerable. Patience wears thin. Eye

contact is avoided as stoicism iso-

lates.

On March 20, 5:15 p.m. Riverside
riders, jammed literally door to door
in one of the two-car trains which are
supposed to reduce crowds, were
treated to a sullen operator, encased
in his generous space by closed doors,

who escalated end-of-day tensions to a

breaking point. He would not answer
questions (maybe he too was tired) and

when he had to leave the train to

activate a signal switch, he bullied
passengers to move away from the door
in a manner which predictably trig-
gered a response in supposedly civi-
lized Newton and Brookline riders
which was anything but civilized. We

yelled back. We hated the bastard.
We hated the T. We were the stuff

riots are made of. Lucky for him he

didn't miss another switch!

tions and suggested shallow breathing
and no yawning. We would be more
comfortable, we were assured, after
Brookline Hills, and he told us esti-
mated times of arrival at Chestnut
Hill and Riverside. These comforting
words were repeated in Spanish. The
"in" joke was his deadpan, "All MBTA
service is running on or close to
schedule." We laughed with him and
felt relaxed enough to look at one
another, sharing with our eyes a radi-
cally different emotion than that of

the day before. People getting off
the train thanked him.

And on Friday, March 22, Spare
Inspector #405, Helen Wells, kept the
good time going. In less than two
minutes she checked and discharged for

treatment a sickly LRV which limped
into Boylston Street station. Running
through seven or eight diagnostic pro-

cedures, staying in communication with

Central control and the operator of

the second car in the train, she made
judgments, off-loaded the cars and got
the train out of there so that it

didn't block the line of vehicles
behind it. The passengers who had to

get off were inconvenienced, but less

decisive action would have made
trouble for many more people.

Kudos to the best marketing
agents the T has, the employees who do

their jobs well and those who add

style and a human touch.

The emotions lingered. The next

day, however, the T tension was re-

leased. It was another of those days
when it seemed that it would have been

wise to remove earrings so they

wouldn't get caught on the sleeves on

the elbows of the limbs which were
everywhere. No one was giving an inch

of whatever space they had managed to

claim for well positioned feet, a

relatively comfortable hand hold, or a

body angle away from the guy with the

armpit or the woman who had just fi-

nished her fourth pack of Camels.

This Thursday the operator
greeted people, asked them nicely to

move In and make room for others. He

apologized for the overcrowded condi- Cartoons by Miguel Guanipa, Mass College of Art



Federal Figures Show MBTA Behind
Productivity and cost effective

provision of service at the MBTA still

falls far short of that provided by

other major transit systems according

to Advisory Board staff analysis of

1983 performance data recently re-

leased by the US Department of

Transportation.

The MBTA ranks 6th of 7 in cost
per vehicle mile for bus operations
and 7th of 7 in cost per vehicle mile
for rail service when DOT Section 15

data is used to compare the seven
largest (over 1000 vehicle) domestic
systems which offer both bus and rapid

transit service.

1983

BUS COST/ RAIL COST/
VEHICLE MILE VEHICLE MILE

MARTA (Atlanta) $2. 69 CTA $4. 07

RTA (Cleveland) 3. 58 MARTA 4. 14

WMATA (Wash. DC) 4. 15 RTA s'. 55

SEPTA (Philadel) 4. 17 NYCTA 5. 91

CTA (Chicago) 4. 40 SEPTA 6. 32

MBTA 4. 56 WMATA 6. 53

NYCTA (NYC) 6. 33 MBTA 7. 88

The data, collected annually and

validated by analysts at DOT, presents
problems if used too rigidly in a

comparative analysis since accounting
methods vary among systems and unique
characteristics do not necessarily get
recorded within the constraints of the
DOT definitions of terms. Nonetheless,
the statistics offer a welcome oppor-
tunity to look at general relative
performance.

Looking first at bus operations,
the Advisory Board analysis focused on
factors highly correlated with cost
effective operations. In 1983 the cost
per mile of operating buses in the T

district was $4.56, 70% above the cost
in Atlanta where a comparable size
fleet operated at $2.43/mile. New
York City recorded the highest cost
with $6.25/mile.

Size and age of fleet; the ratio
of drivers, mechanics and total em-
ployees to vehicles; miles per gallon

of gas; miles between breakdowns;

average compensation; percentage dead-
head miles; service hours per operator
and average mileage per vehicle were
among the bus measures examined. Staff
pinpointed vehicle miles per employee,
mileage per vehicle and vehicle hours

per operator as the measures most di-

rectly correlated to low per mile bus

costs.

The average among the seven sys-
tems for vehicle hours per operator
was 1631. Only NYCTA and MBTA tallied
fewer hours per driver than the aver-

age. The T at 1252 hours was 23%
below the average; NYCTA was 10%

below. For an average salary cost
comparable to other systems (except

for MARTA), the MBTA receives 23% less

"product" or driver hours on the road

each year. The MBTA's less efficient
use of operator manpower could be the
result of scheduling inefficiencies or

excessive absenteeism or a combination
of both.

The T ranks last of the 7 in

annual mileage put on its revenue
vehicles. The T puts 33% fewer miles
on each bus than Cleveland (the most
intensive user) and 12.7% fewer than
the feth ranked system. It is 24.4%
below the average annual mileage per

vehicle in the seven systems combined.

The two most cost effective bus

operators MARTA and RTA, show low

employee to vehicle ratios and high

vehicle miles to employee ratios. The

T, though slightly better than average
in its ratio of employees to vehicles,

records low vehicle miles per em-

ployee, leaving it near the bottom in

overall productivity per employee. In

contrast to MARTA and RTA, SEPTA,

WMATA and CTA have more staff per

vehicle (2.3, 2.5 and 3.2 respective-
ly) than the MBTA (2.07), yet each of

them also produces more service miles
per person employed, 11,116, 11,682,
and 10,487 to 9,692 at the T.

Looking at similar data on rail
operations (the Red, Orange and Blue
Lines at the MBTA), one finds even
less productivity and poorer relative
performance in comparison with other



major systems. Using operating ex-
pense per vehicle mile as the primary
measure of performance the MBTA ex-

pended $7.88 per vehicle mile compared
to $4.07 for the Chicago Transit
Authority which ranked as the most
cost effective. The T cost 20.7% more
per mile than the 6th ranked competitor,
WMATA.

Rail operating statistics report-
ed in the DOT section 15 format do not

lend themselves to analysis as readily
as do the bus statistics. The number
of cars per train varies during the
day, and personnel requirements vary
with type of equipment, making rapid
transit more complex to compare across
systems than single buses using single
drivers. Nevertheless, a number of

indicators bear looking at. As with
buses, the age of vehicles is not

highly correlated to expense per vehi-
cle mile. The number of vehicle hours

per operator is not as importcint as it

is with bus operations. What is key

is the ratio of total employees to

vehicles and the vehicle miles per
person employed.

Chicago's vehicles are older on

average than Boston's, and Chicago has

a higher ratio of operators to vehi-
cles. Nonetheless CTA manages to pro-

vide service at a cost slightly more
than half that at the MBTA on a per

mile basis. Chicago's overall manpow-
er to vehicle ratio is 3.34:1 while

the T's is 5.38:1, indicating that
Chicago employs fewer mechanics,
supervisors and support staff than

does Boston. Further, they have a

more efficient power system which
gives them 29% greater mileage per

kilowatt hour. But most important

they produce 11,729 vehicle miles

annually for each full time equivalent
employed in rail operations while the

T produces just 6,146 vehicle miles

per employee. Average compensation
appears competitive between the sys-

tems and not a factor in comparative
cost. The T spent 56% more per car in

maintenance cost than Chicago in 1983

yet received 16% less mileage from

each vehicle.

The MBTA's maintenance cost per

vehicle was second highest among the

systems, though fairly close to

f
NYCTA's, the 5th ranked. Both NYCTA «

and WMATA (which had maintenance costs I
per car twice that of the T) produced
a vehicle mile cost 17% to 24% below
that of the T. Both WMATA and NYCTA I
used vehicles more intensely (greater
mileage per year) than did the T and I
both produced more vehicle miles per
employee than the T even with a larger
ratio of total employees to vehicles.

As with buses, the productivity I
or vehicle miles produced per employee ^
appears to be the heart of the problem •]

in driving MBTA costs above those of

other large systems.

Alewife Opens!

(photo: Phyllis Graber Jensen)
The MBTA's spectacular Alewife

Station was opened on Saturday, March
30, with a host of dignitaries in

attendance. This spacious station
marks the northern terminus of an

expanded Red Line stretching from
Braintree and Dorchester in the south

to the borders of Arlington, Belmont
and Cambridge.



Arborway Service Declines
Green Line service along the

heavily used Arborway branch suffers

from delays caused by problems unique

to that route. Foremost among them is

the line's operation in the street,

where Green Line cars compete with

automobile traffic. The T's use of

older, less reliable PCC-type cars

along the route also affects service.

Last fall, the MBTA initiated LRV

service as far as the Heath Street

Loop (about two-thirds the distance to

Arborway) and increased the number of

trips scheduled. Unfortunately, such

changes have not resulted in as much
improvement as had been expected.
Trains remain crowded and continue to

bunch, and Heath Street LRV's have
become increasingly rare.

During February and March, 10% of

all scheduled Heath Street weekday
trips were missed. Of those, 40% were
the result of the diversion of Heath
Street LRV's to the three other Green
Line branches. During those months,
1.4% of scheduled Arborway trips were
missed, due mostly to traffic delays.

A comparison of scheduled and

actual weekday revenue miles provides
another view of service problems. The
percentage of scheduled miles operated
on both Heath Street and Arborway have
declined since the introduction of
Heath Street LRV's in September, 1984.

The chart illustrates the drop in

service delivery.

PERCENTAGE OF SCHEDULED MILES OPERATED

SEP OCT MOV DEC JAN FEH

Heath Street Service
Arborway Service iiiiiiiiiiiii

The data confirms what had been
suspected: Arborway Line passengers
have been facing increasingly poor
service. Now that the Southwest Cor-
ridor project is nearing completion,
its time for the Authority and Boston
to take a careful look at short- and

mid-term options to improve public
transportation for riders of the
Arborway line.

Negotiated Bidding Wins

The MBTA is currently utilizing
an innovative two-step bidding process
to purchase new buses. An outgrowth
of life-cycle costing, the modified
two-step or negotiated bidding proce-
dure requires that separate technical
and price bids be submitted. The
primary advantage is that technical
proposals can be negotiated, and bid-
ders who cannot meet the T's perfor-
mance specifications can be eliminated
prior to the opening of price bids.

Previously, the T was required to
accept the low-bid on vehicles and
materials purchased with Federal
funds. With the low-bid method of
procurement, transit operators (and
taxpayers) often had to accept unpro-
ven or unreliable equipment.

The T is one of the first transit
agencies to take advantage of UMTA
Administrator Ralph Stanley's May,
1984 directive which gives systems a

to page8



Revenue to beReviewed

With the exception of important
changes made in the way the T secures
and accounts for collected fares, the
Authority appears to place little
value in efforts to reduce deficits
through increasing its revenue.

For aesthetic reasons, the Autho-
rity has ceased billboard advertising.
It is now re-evaluating the use of
stations and vehicles as display space
for advertising. In addition, it

claims that increasing revenue is not
a primary objective of efforts to
develop real property assets; it has
postponed even minor changes in its

fare structure; the disrepair of fare
collection equipment encourages fare
evasion; and except for the pass pro-
gram, the Authority's marketing ef-
forts are disappointing.

In an August, 1983 report the
Advisory Board's Finance Committee
claimed that "(r)evenue management at

the T is largely ignored except for
efforts to maximize investment
income." Things have not changed.

This pattern has predictable
results: MBTA costs in excess of
income increased more than 13% in

1984, requiring a percentage increase
in public subsidy significantly
greater than the percentage increase
in costs. While the Authority quite
properly claims that its purpose is to
provide public transportation
services, not to maximize revenue or

minimize public subsidies, its

enabling legislation charges it to
"operate all its services in such
manner as to produce the highest
return consistent with" its public
purpose. (Ch. 161A, Sec. 5(d)).

Mayor Brune, Chairman of the
Advisory Board has appointed a commit-
tee to review policy and management
practices with regard to MBTA revenue.
The new committee will begin its work
with an assessment of fare collection
equipment (see related story), but
will also monitor other revenue gener-
ating areas such as advertising, park-
ing lots and real property develop-

8

ment.

Chairman Brune says, "The Advisory
Board is concerned with building pub-
lic support for the T. But the T must
use ALL avenues to show the public
that that support is deserved, includ-
ing limiting the growth in deficits
through attention to building income
as well as controlling costs."

Bidding from page?

higher degree of discretion in Feder-
ally-funded capital bidding proce-
dures. Specifically, the new federal
stance allows at least three different
procurement methods: low-bid, life-
cycle costing and negotiated (modified
two-step) procurement.

UMTA's directive allows the T to
make purchases in a manner which, if

successful, would lessen the likeli-
hood of being stuck with such unreli-
able vehicles as the T's AM General
buses and Boeing LRV's. The T not only
has more discretion in choosing the
most suitable method of procurement,
but now has more responsibility to de-
termine in advance precise levels of

performance it will accept.

The T's two-step negotiated bid

process for new buses works as fol-
lows. Prospective bus manufacturers
are invited to submit two envelopes:
the first contains a technical propo-
sal; a second, the price bid. Techni-
cal proposals are opened, bidders
determined to be initially compliant
are interviewed and negotiations occur
on technical issues. This phase is

currently underway at the T. All

negotiations take place in the absence
of price bids, and the T can concen-
trate on getting the best product.
Bidders judged unable to deliver that
product are eliminated.

After all surviving bidders have
been judged equally able to meet the
MBTA's needs, the second envelope is

opened. The low bidder then gets the

contract and the T gets a winning
vehicle.



Right of Spring from page3

None of the contracts includes

the cost of emergency service such as

cleaning up after a fire, although

hourly rates for such service are

stipulated (rates range from $10.15 to

$12.00). All firms winning new con-

tracts agreed to furnish labor that

can work in harmony with Authority
personnel, to pay established prevail-
ing wages and fringe benefits and to

furnish 20% performance bonds. The

Authority has reserved the right to

cancel any of the contracts upon

thirty days written notice.

The Authority exercises daily
quality control over the performance
of outside firms. Firms are not paid
for work which does not meet stand-
ards.

Management's right to contract
with outside firms was fought bitterly
by the Carmen's Union, but this prero-
gative, along with other provisions of

reform legislation, has been upheld by

courts. The result is that vehicles
and stations are cleaner at a fraction
of previous cleaning costs.

No longer do Union leaders pro-
test during meetings when potential
contracts are discussed by the T Board
of Directors. The public, however,
still has good reason to note and
celebrate such rites of spring.

HENRY HERSEY OF NEEDHAM CONGRATULATES
NEW BOARD CHAIRMAN, EUGENE C. BRUNE.

Relief on Order
50 light rail vehicles for the

Green Line, 58 rapid transit cars for

the Red Line, and new buses are coming

to Boston. The rail vehicles are

intended for much-needed capacity ex-

pansion; the buses are part of a pro-

grammed vehicle replacement project

which will lower the average age of

the T's large bus fleet.

The first two prototype Green
Line cars. Type 7's, are due to arrive
from Japan by the end of October. A

60-day test period will include some
revenue service. The remaining 48
partially completed vehicles will be
shipped to a Boston-area location for
final assembly, and delivery to the
MBTA is expected to begin in January,
1986 at a rate of 8 cars per month.
The MBTA is seeking additional funding
to exercise an option for 50 addi-
tional Type 7's.

The 58 new Red Line cars now on
order will allow the T to expand Red
Line trains to six cars from the
current four. This 25% increase in

capacity is crucial for relief of
overcrowding at peak periods as well
as full utilization of recent line
extensions. The contractor for the
Red Line cars, UTDC [USA], experienced
a 3-month work stoppage, but it is

anticipated that ongoing negotiations
between the T and UTDC will minimize
the delay. The T now expects to
receive 4 cars per month starting in

May 1986.

New buses are also planned. Per
unit costs will determine the exact
number, but between 180 and 200, the
first of which may arrive this fall,
are currently being bid. The contract
will also include provisions for exer-
cising an option for up to 200 addi-
tional vehicles. Buses purchased in

this program will be Advanced-Design
buses similar to those Massport oper-
ates at Logan Airport.

Ribbon-cutting for rail line
extensions and new stations will share
center stage with inauguration ceremo-
nies for new vehicles during the next
two years as much of the T's long term
capital program comes to fruition.



MARKING TIME Signs on three
entrances to the Green Line at Berke-
ley and Boylston Streets proclaim,
"This entrance is open from 6:00 a.m.

to 9:30 p.m. Mon. through Sat." Don't
believe everything you read. The two
signs on the South side of Boylston
clearly lie, because closed iron gates
are visible at the bottom of each set
of stairs. The entrance on the north-
ern side of the street is much more
inviting, and the grill closing the
entrance is not readily apparent to
the trusting. A T rider who has res-
cued a number of confused people from
the bottom of the stairs received a

letter from the T Supervisor of Trav-
eler Assistance dated 7/25/83 promis-
ing quick action in response to his

plea that signs reflect reality. As
Einstein told us, time is relative.

TIME STANDS STILL And
travelers looking to station clocks
for assistance also have problems.

MBTA AdvisoryBoard
120 Boylston Street, suite504
Boston, MA 02116-4604

"NO TIME TO SAY HELLO ... GOODBY"
The MBTA Board of Directors voted
April 3rd to appoint Richard M. Brown
Treasurer/Controller replacing Anne P.

Canby whose resignation was submitted
in March. Canby served 7 months in

the position which had been vacant for
10 months before she was selected.

"IT'S TIME, THE WALRUS SAID
At least 8 bills to change fares
are in the legislature. The MBTA is

still "considering" a number of ways
to improve fare equity. Luckily no
one has been promised speedy action.

DEJA VU Russel Pergament,
publisher of "The Tab", says that he

kept up with local news during a

recent trip to Costa Rica. The
newspaper there had stories on MBTA
service problems as well as the latest
update on the Bank of Boston.

BULK RATE
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