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MASS TRANSPORTATION COMMISSION


DEMONSTRATION PROGRAM


In the closing months of 1962 the Mass Transpor-
tation Commission of the Commonwealth of Massachu-
setts launched a $5.4 million mass transportation dem-
onstration program designed to produce basic answers 
regarding the future of mass transportation within the 
pattern of regional development.  Two-thirds of this sum 
consists of a $3.6 million Mass Transportation Demonstra-
tion Grant from the Office of Transportation of the Hous-
ing and Home Finance Agency and the remaining $1.8 
million was allocated to the MTC by the Massachusetts 
General Court. The demonstration program consist of a 
series of demonstration experiments in three major elements 
of mass transportation: commuter railroad, private buses 
and the Boston area’s Metropolitan Transit Authority. 

The MTC $5.4 million mass transportation program 
was designed to produce actual operational data, tested 
in the field, for evaluating the practicality of reducing the 
overall cost of urban and metropolitan transportation by 
encouraging more extensive use of public transportation 
facilities. 

ORIGINS OF THE MTC 

In 1959, the Governor and other political figures in 
Massachusetts, recognizing the necessity obtaining co-
ordination and cooperation in comprehensive planning 
for both public and private transportation, established 
a new state agency, the Mass Transportation Commis-
sion. 

The Mass Transportation Commission is charged with 
the responsibility of investigating and studying the 

. . . relationship of mass transportation facilities, 
land use and urban renewal and development to 
the economic needs and opportunities of the Com-
monwealth . . . with particular emphasis on the 
financial, legal, economic, technical and social prob-
lems. The commission shall study and plan for co-
ordinating the highway program of the Common-
wealth and the federal government with other mass 
transportation facilities. The commission shall work 
with appropriate federal agencies and agencies of 
the commonwealth in connection with highway, trans-
portation, land use, and urban renewal and develop-
ment studies. The commission shall from time to time 
make such recommendations to the governor and the 
general court for the coordination of highway and 
mass transportation programs and for the develop-
ment of integrated plans for mass transportation and 
land use as the commission may deem it advisable. 

The MTC has 11 members. Six are ex-officio mem-
bers from major state transportation agencies: the chair-
men of the Metropolitan District Commission, the Met-
ropolitan Transit Authority, the Massachusetts Turnpike 
Authority, the Massachusetts Department of Public Works, 
the Massachusetts Port Authority, and the Boston Traffic 
and Parking Commission.  The other five are public mem-
bers appointed for three-year terms by the Governor with 
the consent of the Executive Council. The statute provides 
that one such member must be experienced in railroad 
management and operation. 

In addition to its statutory responsibilities, the MTC 
has become a de facto staff agency to the governor’s office 
and the Massachusetts legislature. The MTC works closely 
with two joint legislative committees on Transportation 
and Metropolitan Affairs and a Special Legislative Recess 
Committee on Transportation. 

In late May of 1961 the MTC and the legislative leader-
ship agreed on a program for integrating the activities of 
the Commission with the studies by the two Joint Legisla-
tive Committees on Transportation and Metropolitan Af-
fairs by means of a Special Joint Legislative Recess Com-
mittee on Transportation. The joint efforts of the 
Committee and the Commission resulted in a report to 
the State Legislature in December of 1961 which recom-
mended the that MTC undertake an integrated mass 
transportation demonstration and planning program. 

With the support of the legislative and community 
leadership, in July 1962 the Massachusetts General Court 
appropriated the funds for the Commission to 
initiate and undertake the proposed $10.2 million integrated 
program.  Both the demonstration and planning projects 
were designed with the advice of legislators.  The entire 
program was geared to the legislative timetable to provide 
accurate guide lines to assist the General Court in arriving 
at effective solutions to urgent problems. 

The MTC is endeavoring to develop a practical way 
of implementing basic long-range federal policy objectives 
contained in the President’s transportation message of 
April 1962, in the Housing Act of 1961, and in public 
policy statement of the administrative and legislative 
leadership at the federal and state levels. 
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DR. JOSEPH F. MALONEY 
EXECUTIVE DIRECTOR April 10, 1964 

Mr. John C. Kohl

Assistant Administrator

Office of Transportation

Housing and Home Finance Agency

Washington, D.C. 20410


Dear Mr. Kohl:


This Sixth Progress Report, as with all previous
such reports, has been prepared by the MTC staff to
disseminate the results of the individual experiments
and tentative preliminary conclusions so that the full
Commission might have the benefit of wide-spread review
and discussion prior to the final formulation of con-
clusions and recommendations. The contents of this 
Progress Report therefore do not necessarily represent
the views or opinions of the Commission as such as a
whole or of any of the members of the Commission. 

This Report discusses in detail the bus and parking
experiments of the Demonstration Program. For a descrip-
tion of and background and data on the railroad demon-
stration portion of this program, please refer to report
number five and previous reports. The final results will
be included in the Final Report. 

The last experiment in this program concluded on
March 28, 1964. The final report and technical supple-
ments should be ready for submission to you and for
appropriate general public distribution before the end
of the current fiscal year on June 30, 1964. 

JFM:as 
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THE COMMONWEALTH OF MASSACHUSETTS 

MASS TRANSPORTATION  COMMISSION 

PROGRESS REPORT NO. 6 

DEMONSTRATION PROGRAM 

BUS AND PARKING EXPERIMENTS 

The preparation of this report has been financed in part through a mass transportation 
demonstration grant from the U. S. Housing and Home Finance Agency under the 
provisions of Section 103 (b) of the Housing Act of 1949, as amended by Section 303 of 
the Housing Act of 1961. 

Word Searchable Version not a True Copy 



4 

THE COMMONWEALTH OF MASSACHUSETTS 

MASS TRANSPORTATION  COMMISSION 

JOHN L. SALTONSTALL, JR. 
EPHRAIM A. BREST 
WILLIAM E. CALLAHAN 
THOMAS F. CARTY 
ROBERT F. MURPHY 
JAMES D. FITZGERALD 
WILLIAM J. FITZGERALD 
ROBERT G. DAVIDSON 
JOSEPH DRAGONE 
MICHAEL J. GORMLEY 
ROBERT G. HENDERSON 

DR. JOSEPH F. MALONEY


JOHN J. COFFEY


FRANK M. LEONARDI, JR.

VERONICA B. DIXON


Chairman, Mass Transportation Commission 
Chairman, Massachusetts Port Authority 
Chairman, Massachusetts Turnpike Authority 
Commissioner, Traffic and Parking Commission of the City of Boston 
Commissioner, Metropolitan District Commission 
Commissioner, Department of Public Works 
Chairman, Metropolitan Transit Authority 

MTC STAFF 

Executive Director

Special Legal Counsel

Head Administrative Assistant

Senior Clerk Typist


DEMONSTRATION PROJECT STAFF 

THOMAS E. KRISTOPEIT . . . . . . . . . . . . . . . . . .  Acting Planning Coordinator 
HELEN CHIN . . . . . . . . . . . . . . . . . . . . . . .  Assistant to Planning Coordinator 
ERNEST K. BLOSS . . . . . . . . . . . . . . . . . . .  Senior Project Officer for Railroad 
LLOYD R. HIGGS . . . . . . . . . . . . . . . .  Senior Project Officer for MTA and Bus 
GORDON H. FAY . . . . . . . . . . . . . . . . .  Acting Project Officer—Transportation 
CHESTER B. CWALINA . . . . . . . . . . . . . . . . . . . . . . . . .  Associate Project Officer 
JAMES M. GEARY . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Associate Project Officer 
WILLIAM E. GRISWOLD . . . . . . . . . . . . . . . . . . . . . . . .  Associate Project Officer 
RAYMOND C. CACCIATORE . . . . . . . . . . . . . . .  Senior Transportation Analyst 
NORMAN G. CRAFTS . . . . . . . . . . . . . . . . . . . . . . . . . .  Assistant Project Officer 
PHILLIP R. GIOVANELLO. . . . . . . . . . . . . . . . . . . . . . .  Assistant Project Officer 
DONALD J. MCGOLDRICK . . . . . . . . . . . . . . . . . . . . . .  Assistant Project Officer 
EDWARD J. MOYNIHAN . . . . . . . . . . . . . . . . . . . . . . . .  Assistant Project Officer 
RICHARD P. SCANLON . . . . . . . . . . . . . . . . . . . . . . . . .  Assistant Project Officer 
ROBERT E. LEE . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Transportation Analyst 
EDWARD L. HEFRON . . . . . . . . . . . . . . . . . . . . . . . . . .  Transportation Analyst 
ANN WOOD . . . . . . . . . . . . . . . . . . .  Project Officer for Community Relations 
RICHARD CHMIELINSKI . .  .Associate Project Officer for Community Relations 
ALICE STRALEAU . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Senior Executive Aide 
JAMES F. ROSS . . . . . . . . . . .  Senior Project Officer for Legal Administration 
EDMUND I. MANGINI, JR . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Fiscal Officer 
MARY F. COUGHLIN . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Executive Aide 
LOUISE E. BUCKLEY . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Administrative Aide 
ANNA S. D’ANGELO . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Administrative Aide 
NANCY E. GURRY . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Administrative Aide 
FRANCES E. MILLER . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  Administrative Aide 
LAURELLE A. MABEY . . . . . . . . . . . . . . . . . . . . . .  Junior Administrative Aide 

Word Searchable Version not a True Copy 



5 

TABLE OF CONTENTS 

Chapter Page 

I Summary  of  Progress  in  the  Demonstration  Program . . . . . .  9 

II Bus  Demonstration  Experiments . . . . . . . . . . . . . . . . . . . . .  .11 

A  . Eastern  Massachusetts  Street  Railway  Company . . . . .  11 

1 — City of Lowell—Reduced Off-Peak Fare Experiment 11 

2  —  Fall  River—Local  service  experiment . . . . . . . . . . .  13 

3 — Off-peak fare reduction experiment.. . . . . . . . . . . . .  14 

4  —  Lawrence-Boston  Express  service  experiment. . . . .  15 

5  —  Topsfield-Salem  experiment . . . . . . . . . . . . . . . . . .  15 

B. Fitchburg and Leominster Street Railway Company . . . 16 

1  —  Project  1 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  16 

2  —  Projects  2  and  3 . . . . . . . . . . . . . . . . . . . . . . . . . . . .  16 

3  —  Project  4 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  17 

4  —  Project  5 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  17 

5  —  Project  6 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  17 

C. Massachusetts Northeastern Transportation Company . 18 

1  —  Projects  1  and  2 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  18 

2  —  Project  3 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  19 

3  —  Projects  4  and  5 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  19 

D. Barre  Bus  Company . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  19 

E. Service  Bus  Lines,  Inc. . . . . . . . . . . . . . . . . . . . . . . . . . .  20 

F. Berkshire Street Railway Company—(Yellow Coach 

Lines) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  21 

G. Brush Hill Transportation Company . . . . . . . . . . . . . . .  22 

H. The Short Line, Inc. (Boston-Milford, formerly 

Johnson  Bus  Lines,  Inc. . . . . . . . . . . . . . . . . . . . . . . .  22 

I. The  Short  Line,  Inc.  —  (Uxbridge-Worcester) . . . . . . . .  23 

J. Lynnfield  Community,  Inc.) . . . . . . . . . . . . . . . . . . . . . .  24 

K. Metropolitan  Transit  Authority  Bus  Experiments . . . . .  27 

L. Old  Colony  Busway  Study . . . . . . . . . . . . . . . . . . . . . . . .  29 

Chapter Page 

III Metropolitan Transit Authority Demonstration Experiments 30 

A. “Park  and  Ride”  Experiments . . . . . . . . . . . . . . . . . . . . . . .  30 

1  —  Parking  at  Rapid  Transit  Stations . . . . . . . . . . . . . . .  30 

2  —  Parking  at  Drive-In  Theatres . . . . . . . . . . . . . . . . . . .  38 

B. Origin  of  “Park  and  Ride”  Commuters  by  Community . . . .  38 

C. Origin  of  MTA  Commuters . . . . . . . . . . . . . . . . . . . . . . . . .  39 

D. Timetables . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  46 

IV  Summary Review of Legislative Transportation Study 

Reports Since 1945 . . . . . . . . . . . . . . . . . . . . . . . . . . .  52 

V  Community Relations . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  57 

A. Advertising . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  57 

B. Community  Relations . . . . . . . . . . . . . . . . . . . . . . . . . . . .  58 

C. Press  Relations . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  58 

D. Distribution  of  Timetables . . . . . . . . . . . . . . . . . . . . . . . .  60 

VI Chronology of Mass Transportation Commission 

Demonstration  Project . . . . . . . . . . . . . . . . . . . . . . .  61 

Word Searchable Version not a True Copy 



6 

TABLES 

Table Page 

1. Financial Status of Demonstration Program March 31, 1964 10 

2. Eastern Massachusetts Street Railway Company 
Lowell  10c  Fare  Demonstration  Program . . . . . . . . . . . . . . . .  13 

3. Eastern Massachusetts Street Railway Company 
Fall  River  Local  Service  Experiment . . . . . . . . . . . . . . . . . . . .  14 

4. Eastern Massachusetts Street Railway Company 
North  Shore  Reduced  Fare  Experiment . . . . . . . . . . . . . . . . .  14 

5. Eastern Massachusetts Street Railway Company 
Lawrence-Boston  Bus  Experiment . . . . . . . . . . . . . . . . . . . . .  15 

6. Eastern Massachusetts Street Railway Company 
Topsfield-Salem  Experiment . . . . . . . . . . . . . . . . . . . . . . . . . .  16 

7. Fitchburg and Leominster Street Railway Company 
New  Service  —  Fitchgate  Shopping  Center . . . . . . . . . . . . . .  16 

8. Fitchburg and Leominster Street Railway Company 
New  Service  Between  Fitchburg  and  Ashby . . . . . . . . . . . . . .  16 

9. Fitchburg Leominster Street Railway Company 
New Service Between Fitchburg, Townsend and 
Lunenburg . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  17 

10. Fitchburg and Leominster Street Railway Company 
New  Service—  Industrial  Plants . . . . . . . . . . . . . . . . . . . . . . .  17 

11. Fitchburg and Leominster Street Railway Company 
Comparison of 1962 and 1963 Passengers and 
Revenue  on  Projects  No.  5  and  No.  6 . . . . . . . . . . . . . . . . . . . .  18 

12. Massachusetts Northeastern Transportation 
Company, New and Increased Service Between 
Amesbury, Haverhill and Western Electric . . . . . . . . . . . . . .  18 

13. Massachusetts Northeastern Transportation 
Company, Increased Service and Route Extension 
in  Newburyport . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  19 

14. Massachusetts Northeastern Transportation 
Company, Comparison of 1962 and 1963 Revenue 
on  Projects  No.  4  and  No.  5 . . . . . . . . . . . . . . . . . . . . . . . . . . .  19 

15. Barre Bus Company 
Increased  Service  Between  Worcester  and  Rutland . . . . . . . .  20 

Table Page 

16. Service Bus Lines, Inc. — Average Weekday Passengers 
New Service— Linden Square, Malden to MTA 
Rapid  Transit  Station,  Revere  Beach . . . . . . . . . . . . . . . . . .  20 

17. Berkshire Street Railway Company Experiments 
(Yellow  Coach) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  21 

18. Yellow  Coach  Lines . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  21 

19. Brush Hill Transportation Company 
Passenger  Revenue  —  Stoughton  Feeder  Service . . . . . . . . .  22 

20. The Short Line, Inc. 
(Johnson Bus Lines, Inc.) 
Revenue 1962 vs. 1963, Boston-Milford Experiment . . . . . .  23 

21. The Short Line, Inc. 
Worcester-Uxbridge  Experiment . . . . . . . . . . . . . . . . . . . . . .  23 

22. Lynnfield Community, Inc. 
Comparison of 1962 and 1963 Revenues . . . . . . . . . . . . . . . .  26 

23. Metropolitan Transit Authority 
Statistical Summary of Results to Date on 
Five  Experimental  Routes . . . . . . . . . . . . . . . . . . . . . . . . . . .  27 

24. Metropolitan Transit Authority 
Parking Lots — Average Daily Number of Cars 
Parked . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  30 

25. Metropolitan Transit Authority 
Financial  Effect  of  Reduced  Parking  Fees . . . . . . . . . . . . . . .  31 

26. Metropolitan Transit Authority 
Daily Average Number of Cars Parked in 20 MTA 
Lots, January 1963 vs. January 1964 . . . . . . . . . . . . . . . . . .  32 

27. Metropolitan Transit Authority 
Daily Increase in Fare box Revenue from 
“Park and Ride” Patrons, January 1963 vs. 
January 1964 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  33 

28. Metropolitan Transit Authority 
Effect of Fee Changes at 20 MTA “Park and 
Ride”  Lots . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  34 

29. Metropolitan Transit Authority 
Origin  of  MTA  Patrons . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  48 

Word Searchable Version not a True Copy 



7 

MAPS AND ILLUSTRATIONS 

Figure Page 

1. Mass Transportation Demonstration Program Fiscal Pro-

gress as of 31 March, 1964 . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  9 

2. Service Areas of Private Bus Companies in Boston Region 12 

3. Bus Demonstration Projects throughout Commonwealth of 

Massachusetts . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  24 

4. Average Number of Daily Inbound MTA Passengers by 

Time  of  Arrival  Downtown . . . . . . . . . . . . . . . . . . . . . . . . . . . .  28 

5. MTA  Message  to  “Park  and  Ride”  Patrons . . . . . . . . . . . . . . .  36 

6. Survey  of  Total  Cars  Parked  at  34  MTA  Parking  Lots . . . . . .  40 

7. Survey of Cars Parked at Wonderland, Ocean Avenue, 

Beachmont, Suffolk Downs, Orient Heights, Wood Island 

and  Airport  MTA  Parking  Lots . . . . . . . . . . . . . . . . . . . . . . . .  41 

8. Survey of Cars Parked at Riverside, Woodland, Waban, 

Eliot, Chestnut Hill, Beaconsfield, Brookline Hills, Brook-

line Village and Longwood MTA Parking Lots . . . . . . . . . . . .  42 

Figure Page 

9. Survey of Cars Parked at Mattapan, Central Avenue, 

Milton, Butler Street, Cedar Grove, Ashmont and Columbia 

MTA  Parking  Lots . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  43 

10. Origin of Automobile Commuters in 12 Boston Off-street 

Parking  Garages . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  44 

11.  Origin  of  MTA  Patrons . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  45 

12. Sample of New MTA Timetable Issued March 28, 1964 . . . . . .  47 

13.  The  December  30th  Traffic  Jam  —  Montage . . . . . . . . . . . . . . .  49 

14.  Historical  Review  of  Streetcars  and  Buses . . . . . . . . . . . . . . . .  50 

15.  Toronto  Financial  Post  Montage . . . . . . . . . . . . . . . . . . . . . . . .  59 

Word Searchable Version not a True Copy 



Word Searchable Version not a True Copy 



9


Chapter I 

SUMMARY OF PROGRESS IN THE DEMONSTRATION PROGRAM 

With the publication of this Sixth Progress Report, 
the Mass Transportation Commission is nearing the 
completion of its demonstration program. 

Federal funds for the Demonstration Program 
became available on October 5, 1962. Almost im-
mediately therefore, the MTC started to enter into 
agreements with carriers. Within three months, 43 
per cent of the $5.4 million in Demonstration Pro-
gram funds was under contract and within six months 
approximately 79 per cent was under contract.  By 
the end of August 1963, after revisions in some 
experiments, about $5.0 million of the $5.4 program 

was under contract.  The last experiment of the pro-
gram was conducted on March 28, 1964. 

Approximately 60 per cent of the $5.4 million in 
project funds was allocated to rail experiments on 
the Boston and Maine and the New Haven Railroads, 
20 per cent to the Metropolitan Transit Authority for 
bus and parking experiments, 12 per cent to private 
bus company experiments and the remainder of 8 
per cent to analysis, supervision and administration. 

A summary of the financial status of the Demon-
stration Program as of March 31, 1964 is contained 
in Table 1. 

MASS TRANSPORTATION DEMONSTRATION PROGRAM 
FISCAL PROGRESS AS OF MARCH 31, 1964 
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TABLE 1 — FINANCIAL STATUS OF DEMONSTRATION PROGRAM 
As of March 31, 1964 

Under 
Contract 

Estimated 
Revenue 
Sept. ‘62 

Revised 
Estimated 

Credit 

Estimated 
Net 
Cost 

Revised 
Net 
Cost 

Amount 
Paid 

to-date 
RAILROADS 

Boston and Maine 
New  Haven 

$2,500,000 
900,000 

$2,500,000.00 
900,000.00 

Sub-total 3,400,000 3,400,000.00 
BUSSES 

Eastern Mass. St. Rlwy. 
Lowell Project 
Topsfield Project 
Fall River Project 
Lawrence Project 
Off-Peak Fare Proj. 1 
Off-Peak Fare Proj. 2 

Johnson Bus Linea 

Service Bus Lines, Inc. 
Lynnfield Community, Inc. 
Mass. No. Eastern Trans. 
Fitchburg-Leominster 
Yellow Coachb 

Brush Hill 
Barre Bus Company
Short  Line, Inc. 

22,044 
41,200 
61,400 
50,400 

110,000 
48,460 
66,260 
17,506 
15,671 
39,597 

113,837 
50,028 
27,091 
6,723 

34,800 

$ 12,000 

20,000 
12,500 
4,000 

33,600 
35,100 
8,600 
8,800 
1,423 

$  12,294 
17,000 
22,400 

20,400 

20,000 
12,500 
3,671 

18,597 
37,837 
17,028 
8,091 
1,423 
9,800 

$ 24,000 

45,000 
6,000 

20,000 
21,300 
52,200 
24,000 
20,000 
6,000 

$  8,103 
17,535 
38,861 
30,000 

110,000 
48,460 
48,401 
7,711 

12,000 
13,354 
63,668 
31,229 
14,293 
4,180 

25,000 

8,081.00 
16,358.00 
46,843.00 
38,017.00 

105,833.00 
4,846.00 

41,340.00 
7,586.00 
2,644.00 

12,837.00 
54,989.00 
10,391.00 
14,591.00 
3,318.00 

22,204.00 
Sub-total $ 705,017 389,787.00 

MTA Experiments $  802,711 545,000 411,834 805,000 802,711 698,963.00 

CONSULTANTS 
Systems Analysis 
Mckinsey & Co. Inc. 
Napolitan Assoc. 
Service Bureau Corp. 

90,000 
135,000 
49,742 
13,000 

80,000.00 
85,200.00 
32,817.00 

— 

Sub-total $  287,742 198,017.00 
MTA Project Staff and 

Admin. & Overhead $ 350,000 $ 267,034.00 

TOTAL 5,545,470 4,953,892.00 

a Short Line Purchased Johnson Bus Line, May 1963 
b Formerly Berkshire Street Railway contract 
Source: Mass Transportation Commission 
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Chapter II 

BUS DEMONSTRATION EXPERIMENTS 

The Mass Transportation Commission conducted 
bus experiments as part of the Demonstration Pro-
ject. These experiments include feeder service, 
suburban service, improved city services and special-
ized services, described as follows: 

A. Eastern Massachusetts Street Railway 
Company 

1.	 City of Lowell — Reduced Off-Peak Fare 
Experiment. 

This first experiment of the Demonstration Project 
began on December 10, 1962 and terminated as 
planned on March 8, 1963. Its purpose was to test 
the effect of reducing the bus fare from 25c to 10c 
within a 1.5 mile radius of the central business dis-
trict during the off-peak period (10:00 a.m.-3:00 
p.m.).  The experimental routes in Lowell operated 
through densely populated, low income urban areas 
which normally provide an excellent market for pub-
lic transportation. 

One of the reason for having reduced fare experi-
ments in Lowell was the special nature of the area 
traversed by the bus routes. Incomes there are lower 
than in the city as a whole. In 1959, median family 
income in the city was $5,900 as compared to $6,300 
in the state and $6,600 in the city of Boston. In only 
one of the 17 census tracts included in the experiment 
area did the 1959 income level exceed $6,000. 

Housing patterns in the Lowell experiment area 
reflect the relatively low income levels.  Most of the 
city’s substandard housing is located on or near the 
bus routes included in the experiment. Rental levels 
are low, averaging less than $44 per month per apart-
ment in the census tracts traversed by the experi-
mental routes. Most of the housing along the bus 
routes in multi-family, two and three story wooden 
tenements. Only about 36 per cent of the dwellings 
in the experiment area are single family, owner 
occupied  as  compared  to  65  per  cent  in  outlying 
census tracts. These socio-economic characteristics 
provided a good test of the ability of buses to regain 
riders through reduced fares. 

Over the 13 week period off-peak  riding  in  Lowell 
increased 79 per cent on the experiment buses. How-

ever, because each passenger was paying only 10c, 
a 150 per cent increased in the number of off-peak 
passengers was required to equal the revenue from 
the former 25c fare. Even in the busy pre-Christmas 
shopping season this 150 per cent figure was never 
approached. During the last five weeks of the experi-
ment the increase in passenger volume levelled off at 
between 75 per cent to 80 per cent above the base 
period or about 400 new one-way passengers per day. 

At the end of the experiment the Eastern Massa-
chusetts Street Railway Company reinstituted the 25c 
fare as it was obvious that the low fare generated less 
total revenue than the high fare. Passenger counts 
since the experiment are not available, as this type 
of data could be gathered only at considerable ex-
pense to Eastern Mass. 

A meeting conducted in Lowell in March 1963, 
with City and Chamber of Commerce officials af-
forded indications of the minimal impact of the pro-
gram.  Traffic officers reported no appreciated change 
in traffic congestion. Since 20,000 automobiles park 
in or pass through downtown Lowell on a typical 
business day, 400 bus passengers, most of them pre-
viously bus riders, did not materially reduce central 
business district traffic columns in off-peak periods. 

The effect on downtown retail trade was also minor. 
Some stores reported indications that shopping hours 
were affected by the experiment (low fare good only 
between 10:00 a.m. and 3:00 p.m.), suggesting the 
possibility that the additional off-peak riders were 
to a great degree the same customers who formerly 
rode in the rush hour. 

A passenger interview survey conducted by the 
MTC indicated that the increase in passenger volume 
was derived primarily from more frequent use of 
bus service by person already using the buses before 
fares were reduced than from former automobile 
riders. Therefore, it is estimated by the MTC sur-
vey that the experiment added no more than 100 to 
150 shoppers to the estimated 12,000 shoppers in 
downtown Lowell on typical shopping day, or a 
possible increase in retail volume of about one per 
cent. But since detailed reports of commercial activ-
ity in Lowell are not available, and in addition it is 
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TABLE 2

EASTERN MASSACHUSETTS STREET RAILWAY COMPANY


LOWELL 10c FARE DEMONSTRATION PROGRAM 
Weekly comparison of 25c adult cash fares estimated as paid

prior to and 10c adult cash fares paid during program 

December 10, 1962 through March 8, 1963 

Period 

Estimated 
number 

paying 25c 
prior to 

programa 

Actual 
number 

paying 10c 
during 

programb 
Increas 
e 

% 
Increa 

se 

12/10 - 12/14 5,870 10,840 4,970 84 % 

12/17 - 12/21 5,870 11,323 5,433 93 

12/24 - 12/28 
(4 days only) 4,696 10,029 5,333 114 

12/31 - 1/4 
(4 days only) 4,696 8,287 3,591 75 

1/7 - 1/11 5,870 10,212 4,342 73 

1/14 - 1/18 5,870 9,496 3,626 62 

1/21 - 1/25 5,870 9,301 3,431 58 

1/28 - 2/1 5,870 10,186 4,316 73 

2/4 - 2/8 5,870 10,845 4,975 84 

2/11 - 2/15 5,870 10,136 4,266 73 

2/18 - 2/22 5,870 10,317 4,447 76 

2/25 - 3/1 5,870 10,803 4,933 84 

3/4 - 3/8 5,870 10,694 4,824 82 

73,962 132,469 58,507 79 % 
a MTC Field Survey
bThese figures are five percent less than figures presented by Eastern 
Massachu-

setts Street Railway Company. This reduction represents estimated number of 
students paying 10c instead of presenting school tickets. 

Source: Eastern Massachusetts Street Railway Company, daily count. 

This experiment ended on March 8, 1963. 

known that downtown retail volume was adversely 
affected by a new suburban shopping center which 
opened just before Thanksgiving Day, it is difficult 
to determine the precise effect of this experiment on 
retail trade patterns. 

2. Fall River — Local Service Experiment. 

This experiment involving increased service on 
prime local routes in the City of Fall River began on 
Sunday, August 11, 1963. 

For the past year, the City of Fall River has experi-
enced substantial disruption in traffic flow due to the 
construction through the city of Interstate Highway 
195. This construction has severed existing bus 
routes, necessitating frequent detours and causing 
considerable confusion. Partly as a consequence, 
there has been an accelerated decline in passenger 
volume during the past year on Eastern Mass.’s Fall 
River operation. 

This experiment was designed to determine if the 
number of riders could be maintained and possibly 
increased so as to meet the higher operating cost of 
increased service in and out of the downtown business 
district. Because of disruptions from highway con-
struction which caused delays to the scheduled serv-
ice the pre-experiment frequency had become erratic. 
More frequent schedules reduced much of the waiting 
time for the customer. Also, as part of the experi-
ment a common loading point in downtown Fall River 
was established along with a new Sunday bus service. 
Prior to the experiment the buses on each of the 
routes departed from a different location making it 
confusing for the potential patrons. 

Increasing weekdays service was established on five 
bus routes and an hourly service from 10:00 a.m. to 
6:00 p.m. on Sunday was instituted on four bus 
routes. 

Riders during the summer months indicated that 
the increase service did not attract many additional 
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riders. Results during the autumn months were 
slightly more encouraging. By December, 1963 the 
revenue in Fall River was exceeding the established 
1962 base by 2.6 per cent and continued to do so in 
January. During the last week of the experiment in 
February, however, revenue received was only 81.9 
per cent of the base. It is evident that the increased 

service did not attract a sufficient number of new 
riders to meet the high costs involved. The increased 
service an common loading point did, however, help 
stop the drastic loss of passengers previously experi-
enced. At the end of the experiment Eastern Mass. 
service returned to its former frequency. 

TABLE 3 
EASTERN MASSACHUSETTS STREET RAILWAY COMPANY 

FALL RIVER LOCAL SERVICE EXPERIMENT 

Period 
1963 

Revenue 

Established 
1962 Revenue 

base* 

1963 
Rev. 
as a 
% of 
base 

Gross 
mileage 

cost 
Revenue 

credit 
Aug.  11-31 $19,677.23 $23,930.76 82.2 $5,986.49 None 
Sept. 31,558.23 35,326.51 89.3 8,295.63 None 
Oct. 34,742.41 35,326.51 98.3 9,219.61 None 
Nov. 29,828.75 35,326.51 84.4 7,879.39 None 
Dec. 36,277.26 35,326.51 102.6 8,502.99 $950.75 

1964 
Jan. 36,299.81 35,326.51 102.8 8,638.05 973.30 
Feb. 1-9 8,899.91 10,963.44 81.9 2,252.36 None 
* (Based on1962 as an average of March, April, May, and June 1962). 
Source: Eastern Massachusetts Street Railway Company. 
This experiment ended on February 9, 1964. 

3. Off-Peak Fare Reduction Experiment. 

In cooperation with the Eastern Massachusetts 
Street Railway the MTC devised a reduced fare 
program to place the bus company on an equal rate 
basis with those B&M railroad lines with which it 
competes. The off-peak fares were reduced on all 
segments of the company’s North Shore Division 
operations that parallel B&M service to match the 
lower B&M off-peak fares which went into effect 
August  1, 1963. 

The impact of the reduced off-peak fare schedule 
was measured primarily by interview results. The 
surveys conducted to date indicate off-peak riding is 
up about 25 per cent over 1962. Surprisingly, the 
new passengers are diverted about equally from train 
and automobile (former mode of travel — car 45 per 
cent; train 47 per cent; new trip 6 per cent; other 
bus routes 3 per cent). The increased ridership did 
not reach a level sufficient to offset the loss in revenue 
due to the fare reductions. 

There was a gap in payment but not in the experi-
mental reduced fare between January 1 and January 
12, 1964 to coincide with similar expected gaps in 
the B&M experiment. 

As final data on this experiment has not yet been 
forwarded by the carrier, it is premature to try to 
make a sophisticated analysis. At the end of the 
experiment on March 21, 1964, Eastern Mass. fares 
reverted to their former level. 

TABLE 4 
EASTERN MASSACHUSETTS STREET RAILWAY COMPANY 

NORTH SHORE REDUCED FARE EXPERIMENT 

Month 

1962 
Revenue 

Base 

1963 (1) 

Revenue 
Collected 

Am’t 
required 
to equal 
Revenue 

Base 

August 280,224.00 248,129.05 32,094.95 
September 280,224.00 233,335.28 46,888.72 
October 280,224.00 255,768.78 24,455.22 
November 280,224.00 223,869.52 56,354.48 
December 280,224.00 269,375.71 10,648.29 

January 12-18 66,887.60 60,656.40 6,231.20 
January 19-25 66,887.60 57,349.35 9,538.25 
January 26-Feb. 1 66,887.60 59,354.99 7,532.61 

(1) Actual regular passenger revenue for Lynn, Lawrence and Lowell divi-
sions less revenue received on other concurrent MTC project routes. 

Source: Eastern Massachusetts Street Railway. 
This experiment ended on March 21, 1964. 
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4. Lawrence-Boston Express Service Experiment. 

An express bus service experiment from Lawrence 
to Boston via Interstate 93 began on August 19, 1963. 

This experiment had three significant aspects: first, 
it provided an opportunity to test the market response 
of the express bus service from one major city within 
the Greater Boston sphere, Lawrence (1960 popula-
tion 70,900), to Boston; secondly, it tested the attrac-
tion of high-speed bus service over an interstate high-
way to a central city; and, third, since it provides an 
alternative means of transportation from Lawrence, it 
offered an opportunity of measuring to comparative 
acceptability of express bus service with rail service 
included in the Boston and Maine Demonstration 
Project. In addition to serving the people from the 
City of Lawrence, part of the route also services the 
industrialized Shawsheen section of Andover. 

The terminal point in Boston for this route is Park 
Square, a central point for both shopping and em-
ployment. This gives the bus route a distinct advan-
tage over the rail service, which terminates about 1.5 
miles from central Boston at North Station. However, 
the fact that the bus trip require over an hour from 
Lawrence while the train trip is only half an hour 
tends to reduce the relative advantage of center-to-
center service. 

Hourly services was offered from Lawrence, leaving 
Lawrence at 7:10 a.m. to 5:10 p.m. daily except Sun-
day. Hourly service was also offered from Boston, 
leaving Boston at 8:30 to 6:30 p.m. daily, except 
Sunday. 

TABLE 5 

EASTERN  MASSACHUSETTS STREET RAILWAY COMPANY 
LAWRENCE-BOSTON BUS EXPERIMENT 

Source: Eastern Massachusetts Street Railway Company. 
This experiment ended on February 15, 1964. 

Patronage on the Lawrence-Boston route increased 
at a low but steady pace as can be seen from the 
statistics presented. 

Interview results on this route indicate that 56 per 
cent of these riders formerly used train service, 32 
per cent formerly drove to Boston and 12 per cent 
formerly traveled via the Lawrence to Everett Station, 
Eastern Mass. bus route. 

This experiment concluded on February 15, 1964. 
Eastern Mass. decided to continue operating the new 
route on a modified schedule after receiving operating 
right from the Department of Public Utilities.  It is 
their belief that while the current service does not 
produce enough revenue to meet costs, in the future 
this line can be made profitable. 

5. Topsfield-Salem  Experiment 

This was the second experiment the Commission 
instituted with the Eastern Massachusetts Street Rail-
way Company. It began on June 24, 1963, and pro-
vided service from the Topsfield Fair Grounds to 
the Boston & Maine Railroad Station in Salem. The 
purpose of this experiment was to see whether public 
transportation consisting of express bus extension of 
expanded train service can be made attractive to 
residents of a new suburban community consisting 
largely of two-car families. 

Topsfield is an upper income community located 
approximately twenty miles from Boston and resi-
dents can use relatively uncongested expressways to 
downtown Boston. During the course of the experi-
ment it appeared it might be made more attractive 
if the service operated directly from Topsfield Center 
to the Railroad Station in Salem.  Consequently, 
Eastern Massachusetts Street Railway Company ap-
plied for and received permission on September 24, 
1963, form the Department of Public Utilities to 
extended this operation into Topsfield Center. The re-
sults after that showed that little additional patronage 
was developed. The experiment was therefore ter-
minated on November 15, 1963. 

Prior to this experiment, there was virtually no 
direct public transportation from Topsfield to Boston. 
Most commuters use a multiple lane, divided road, 
Route 1, for the 20-mile ride to Boston. 

Period 
Total 

Revenue 
Total 

Operating Cost 
1963 

September 1- 30 $ 1,581 $ 8,052 
October 1- 31 2,165 9,059 
November 1- 30 2,236 8,723 
December 1- 31 2,408 8,723 

1964 
January 1- 31 3,103 9,059 
February 1- 15 1,860 4,423 
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TABLE 6 

EASTERN  MASSACHUSETTS STREET RAILWAY COMPANY 
TOPSFIELD-SALEM EXPERIMENT 

Period 
Total 

Revenue 
Total 

Operating Cost 

1963 

June 24 - July 
31 

$105 $4,452 

August1 - 31 97 3,607 

September 1 -
30 

74 3,298 

October 1 - 31 210 3,793 

November 1 - 15 65 1,649 

Source: Eastern Massachusetts Street Railway Company. 
This experiment ended on November 15, 1963. 

It appears that a connecting bus-rail service from 
an upper income community which enjoys good high-
way access to a metropolitan area, is not sufficiently 
attractive to divert automobile travelers. 

B. Fitchburg and Leominster Street Railway Company 

Six bus experiments in the Fitchburg and Leom-
inster area were initiated on March 11, 1963. Effec-
tive September 1, 1963 tow of the projects were 
concluded because of unchanging low response. The 
remainder were concluded on February 29, 1964. 
The six experiments and their results are as follows: 

1. Project 1 — A new service from Upper Common 
in Fitchburg to the Fitchgate Shopping Center operat-
ing daily, except Sunday, was devised to test the 
possibilities for mass transportation to an outlying, 
automobile-oriented shopping center. 

Patronage on this route showed a slow but steady 
growth until the unusually hot July weather affected 
the normal flow of shoppers to Fitchgate.  However, 
by October the revenue had reached a new high. In 
November revenue was more than half the operating 
cost. By December the revenue equaled 74 per cent 
of the operating cost.  It should be noted that there 
was a 50 per cent increase in the average number of 
passenger per day in October over the levels of April 
and May. Since the conclusion of the MTC experi-
ment, the company in continuing to operate a portion 
of the service. 

2. Projects 2 and 3 — Both of these projects in-
volved new service from Fitchburg to the residential 
suburbs of Ashby (2) and Lunenberg-Townsend (3). 
These experimental routes were concluded on August 
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Source: Fitchburg and Leominster Street Railway Company. 
This experiment ended on August 31, 1963. 

31, 1963 as it was evident that little additional 
information could be gained from their continued 
operations. 

TABLE 7 

FITCHBURG AND LEOMINSTER STREET RAILWAY COMPANY 
NEW SERVICE — FITCHGATE SHOPPING CENTER 

Project No. 1 

Period 

Total 
Revenue 

Per 
Month 

Total 
Operating 

Cost 
Per Month 

Average 
Number 

Passengers 
Per Day 

1963 

March (11-31) $234 $ 797 88 

April 480 1,149 131 

May 522 1,156 131 

June 536 1,117 136 

July 492 1,162 93 

August 603 1,218 131 

September 599 1,081 159 

October 760 1,171 196 

November 703 1,028 199 

December 847 1,117 192 

1964 715 1,162 

January 701 1,117 — 

February — 

Source: Fitchburg and Leominster Street Railway Company. 
This experiment ended on February 29, 1964. 

This objective of both experimental routes was to 
test the advisability of operating service between 
small suburban residential areas and a small metro-
politan area. The results definitely indicated that in 
areas such as these, regularly scheduled service is 
not practical from a financial standpoint.  The rev-
enue on Project 2 covered only about ten per cent 
of the cost and on Project 3 only about 15 per cent 
of the cost. 

TABLE 8 

FITCHBURG AND LEOMINSTER STREET RAILWAY COMPANY 
NEW SERVICE BETWEEN FITCHBURG AND ASHBY 

Project No. 2 

Total 
Revenue 

Per 
Month 

Total 
Operating 

Cost 
Per Month 

Average 
Number 

Passengers 
Per Day 

Period 
1963 

March (11-31) $209 $1,711 40 
April 300 2,472 34 
May 287 2,472 36 
June 236 2,377 31 
July 258 2,472 33 
August 238 2,567 29 
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Project No. 3 

Total 
Revenue 

Per 
Month 

Total 
Operating

Cost 
Per Month 

Average
Number 

Passengers 
Per Day 

Period 
1963 

March (11-31) $101 $ 730 23 
April 192 1,054 28 
May 169 1,054 25 
June 130 1,013 21 
July 154 1,054 24 
August 137 1,095 18 

Survey conducted on these routes indicated that 
most people drive their own car or ride in car pools 
from the served to various destinations in the 
metropolitan Fitchburg area. In addition, very few 
people used the service as a connecting line in jour-
neys to points on the Boston & Maine Railroad. 

TABLE 9

FITCHBURG AND LEOMINSTER STREET RAILWAY COMPANY


NEW SERVICE BETWEEN FITCHBURG, TOWNSEND 
AND LUNENBURG 

Source: Fitchburg and Leominster Street Railway Company.
This experiment ended on August 31, 1963. 

3. Project 4 was anew service to and from various 
industrial plants in the Greater Fitchburg area.  Ap-
proximately 3,000 people are employed in these 
plants (Crocker Burbank Company, Asher Pants Com-
pany, Hedstrom Union company and Alcon Plastics). 
The revenues in this experiment met slightly more 
than one-half the operating costs. A portion of this 
service is being retained by the company. 

TABLE 10 
FITCHBURG AND LEOMINSTER STREET RAILWAY COMPANY 

NEW SERVICE — INDUSTRIAL PLANTS 

Source: Fitchburg and Leominster Street Railway Company. 
This experiment ended on February 29, 1964. 

Project No. 4 
Total 

Revenue 
Per 

Month 

Total 
Operating

Cost 
Per Month 

Average
Number 

Passenger
Per Day 

Period 
1963 

March (11-31) $ 56 $ 142 23 
April 122 209 30 
May 101 209 22 
June 98 190 28 
July 100 209 25 
August 114 209 29 
September 107 190 30 
October 154 219 38 
November 139 180 37 
December 166 200 37 

1964 
January 165 209 37 
February 147 190 

4. Project 5 — The major route for this bus com-
pany is between Fitchburg and Leominster and it 
generates better than one-half of the system’s total 
passengers. Prior to the demonstration project, buses 
operated every twenty minutes between these points 
during the day and with a frequency in the evening 
of trips spaced an hour or more apart.  The project 
doubled the frequency of service to ten minutes inter-
vals between 1:00 P.M. and 6:00 P.M. Monday 
through Saturday, and improved the evening fre-
quency to a minimum of a one hour headway. This 
experiment provided an excellent test of the desir-
ability of very frequent service in a medium sized 
city, (population 43,000). As shown in the table 
below, the increased frequency attracted a substantial 
number of new riders; however, the cost of operating 
this service was greater than the incremental revenue. 
It is evident that this frequency of service will not 
attract a sufficient number of riders to make it self 
sustaining. 

The Company, at the end of the experiment, tail-
ored the service to reduce its cost while trying to 
maintain the higher level of revenue created by the 
increased patronage of the experimental periods.  The 
Company is presently operating the 10-minute head-
way Monday through Friday, but has eliminated it 
on Saturday. 

5. Project 6 — This project was a 1.3 mile loop 
extension of the Fitchburg and Leominster route into 
a new  residential  area  in  Fitchburg.  Only  a  portion 
of the service over the total route ran on the exten-
sion.  There was no additional charge for travel on 
this extension for passenger from downtown Fitch-
burg or Leominster. For record keeping purposes the 
revenue on this extension had to be lumped with that 
of Project 5.  Specific passenger counts which were 
made indicated, however, that the route attracted pri-
marily school children rather than adult riders. The 
revenue received for additional riders on the route 
extension was sufficient in induce the Company to con-
tinue operating a portion of this service at the con-
clusion of the experiment. 
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TABLE 11 

FITCHBURG  AND  LEOMINSTER  STREET RAILWAY COMPANY 

PROJECT  No. 5  —  INCREASED  SERVICE MAIN  LINE  BETWEEN 
FITCHBURG AND LEOMINSTER 

PROJECT  No.  6 —  MAIN  LINE  ROUTE  EXTENSION,  FITCHBURG AND LEOMINSTER 
Projects No.  5 & 6 — Passengers and Revenue 

Period 
Total 
Cost 

Revenue 
% 

Change 

Total Number 
of Passengers 

1962 1963 1962 1963 

March (11-31) $2,460 $ 8,536 $ 8,847 + 3.6 54,950 57,559 
April 3,553 11,435 12,522 + 9.5 69.863 79.926 
May 3,553 11,159 12,188 + 9.2 72,292 80,519 
June 3,553 10,942 10,913 — 0.3 * 67,010 69,220 
July 3,553 8,755 9,479 + 8.3 52,811 57,293 
August 3,690 10,438 11,368 + 8.9 62,692 66,202 
September 3,241 9,229 10,292 + 11.5 54,444 67,616 
October 3,553 11,240 12,656 + 12.6 72,722 83,944 
November 3,280 10,995 11,640 + 5.9 69,332 70,160 
December 3,417 11,973 14,560 + 21.6 73,768 82,166 
1964 1963 1964 
January 3,553 12,238 14,990 + 22.5 77,954 82,115 
February 3,417 11,082 14,035 + 14.7 69,394 75,147 
* (Revenue decline in 1963 primarily due to the fact that schools closed earlier in June 1963 than in 

June of 1962).
Source: Fitchburg and Leominster Street Railway Company
These experiments ended on February 29, 1964. 

C.	 Massachusetts Northeastern Transportation 
Company 

All Massachusetts Northeastern Transportation 
Company experiments began on March 11, 1963. 
Under these experiments, the Company operated two 
new bus routes to the large Western Electric Plant in 
North Andover (employment: 10,000), one from 
downtown Haverhill and one from Amesbury. The 
same company also operated two local routes in 
Newburypost (pop. 14,000) and one between Ames-
bury and Newburyport. 

The routes were as follows: 

1. Projects 1 and 2—New service from Haverhill 
to the Western Electric Plant (employment 10,000) 
in North Andover and new service from Amesbury 
to the Western Electric Plan in North Andover was 
provided Monday through Friday only. (Service was 
formerly provided only on segments of these routes.) 
Response on these routes was limited: additional rev-
enues received in July, the month with the highest 
percentage increase, covered only 9.12 per cent of the 
cost of the added service, so these experiments were 
terminated on August 31, 1963. 

The MTC staff conducted passenger interviews and 
talked with supervisory and union personnel at the 
Western Electric Plant to determine the reason for 
the negligible results. Invariably, the answer received 
was that car pools were far cheaper and more con-
venient than the experimental bus service. 

It seems probable, therefore, that a large suburban 
industrial plant with excellent parking facilities and 
easy access does not provide the market to support 
this type of public transportation. 

TABLE 12 

MASSACHUSETTS NORTHEASTERN  TRANSPORTATION 
COMPANY 

PROJECT No. 1 and 2 — NEW AND INCREASED SERVICE 
BETWEEN AMESBURY, HAVERHILL AND WESTERN ELECTRIC 

Period 
Revenue 

1962 
Revenue 

1963 
% 

Change 
March (11-31) $341 $349 +  2.3 
April 1-4/30 503 502 N.C 
May 1-5/31 490 431 —12.0 
June 1-6/30 465 386 —17.0 
July 1/7/31 * 193 246 +27.5 
August 1-31 417 471 +13.0 

* (Service did not operated week of July 15 and 22, 1963 because the 
plant was on vacation). 

Source: Massachusetts Northeastern Transportation Company. 
This experiment ended on August 31, 1963. 
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2. Project 3—This experiment provided an exten-
sion of an existing route in Newburyport to a new 
housing area composed of both single family moder-
ate income dwellings and apartment units for the 
elderly. In addition two daily round-trips were added 
to the schedule to provide hourly frequency on the 
route. 

Month to month results of the experiment have 
varied greatly, primarily because of fluctuations in 
ridership by school children. Evidently this route is 
more suited to a school bus operation rather than as 
a frequent service public route. The experiment was 
terminated on August 31, 1963, because the company 
believed that the equipment used on this route could 
be better utilized elsewhere. After the experiment 
Mass. Northeastern continued to operated only one 
morning and one afternoon round trip, primarily to 
accommodate school children. 

TABLE 13 

MASSACHUSETTS NORTHERN TRANSPORTATION 
COMPANY 

PROJECT No. 3 — INCREASED SERVICE AND ROUTE 
EXTENSION IN NEWBURYPORT 

Period 
Revenue 

1962 
Revenue 

1963 
% 

Change 

March (11-3/31) $247 $271 +  9.7 

April (1-4/30) 285 401 +40.7 

May (1-5/31) 235 373 +  8.1 

June  (1-6/30) 266 289 +  8.6 

July (1-7/31) 148 274 +85.1 

August (1-31) 189 348 +85.0 

Source: Massachusetts Northeastern Transportation Company. 

This experiment ended on August 31, 1963. 

3. Project 4 and 5—Project 4 was new local 
service in Newburyport and Project 5 was an in-
creased service between Amesbury and Newburyport. 
These two projects are reported as a unit because, 
for a time, the two routes were covered by the same 
bus, thus making impossible a detailed breakdown 
of passengers and revenue. The results are com-
bined in this report for consistency. 

Because the response to the new local service on 
State Street, Newburyport (Project 4) was very poor, 
the experiment was concluded on August 31, 1963. 
The results indicated that new bus routes in older 
residential areas in a small city (1960 pop. 14,000) 
find if difficult to attract any substantial number of 
new riders. Residents who have adopted auto trans-
portation for their everyday needs are apparently 
reluctant to utilize a new bus service. 
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The service added to the Amesbury-Newburyport
line (Project 5) was designed to provide convenient 
connections with Boston & Maine trains to and from 
Boston, and to provide a more attractive frequency 
between the terminal points. Results indicated that 
the increased frequency attracted a modest increase 
in patronage. Staff surveys on weekday mornings 
found few if any passengers took advantage of the 
rail connections. The increased revenue collected on 
the Amesbury-Newburyport route covered 21 per 
cent of the cost of the increased service.  This project 
provided further evidence that bus-railroad connector 
service cannot be effectively used to divert highway 
users to public transportation. The bulk of addi-
tional riders attracted to this route were shoppers or 
local workers attracted by the increased frequency 
of service. 

increased service. By October the increased revenue 

TABLE 14 

MASSA CHUS E T T S NORT HE RN T RA NS P O R T A T I O N 
COMPANY 

PROJECT No. 4 — NEW SERVICE IN NEWBURYPORT 
PROJECT  No. 5  — INCREASED  SERVICE BETWEEN 

AMESBURY AND NEWBURYPORT 

Projects 4 and 5 

Comparison of 1962 and 1963 Revenue 

Period 
Revenue 

1962 
Revenue 

1963 
% 

Change 

3/11-3/31 $ 793 $ 888 +12.0 

4/1-4/30 1,319 1,584 +21.0 

5/1-5/31 1,282 1,601 +24.9 

6/1-6/30 1,271 1,504 +18.3 

7/1-7/31 1,110 1,304 +17.5 

8/1-31 1,232 1,558 +26.0 

*9/1-30 1,180 1,363 +15.5 

*10/1-19 765 850 +11.1 

* (Project No. 5 only)
Source: Massachusetts Northeastern Transportation Company. 

Project No. 4 ended on August 31, 1963.
Project No. 5 ended on October 19, 1963. 

D. Barre Bus Company 

The Barre Bus Company experiment began on 
July 1, 1963. This Company operates between the 
suburban communities of Rutland and Holden and 
downtown Worcester.  Results of increased service 
on this route for the first four weeks of the ex-
periment compared with the same period in 1962 
in terms of passenger volume were comparatively
minor partly because of a fare increase, effective 
in April 1963, which offset some of the effect of this 
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TABLE 15 
BARRE BUS COMPANY 

Increased Service between Worcester and Rutland 
Period 
1963 

Revenue 
1963 

Revenue 
1962 

Revenue 
Increase 

% 
Change 

July 1-27 $1,026 $ 912 $114 +12.5 
July 29-Aug. 31 1,394 1,109 285 +25.7 
Sept. 3-28 1,092 1,026 66 +  6.4 
Sept. 30-Oct. 26 1,249 896 352 +39.4 
Nov 1-30. 1,604 1,270 333 +26.0 
Dec. 2-28 1,280 1,107 173 +  9.0 
1964 
Jan. 1-31 1,090 1,272 192 — 15.0 
Feb. 3-29 864 1,100 236 — 21.5 
Source: Barre Bus Company 
This experiment ended on February 29, 1964. 

covered two-thirds of the cost of the increased service. 
A drop in patronage in December and January 
brought about the termination of this project on Feb-
ruary 29, 1964. At the end of the experiment the 
company dropped the increased service. 

It appears evident from the results of this sub-
urban service and supported by the finding on the 
somewhat similar Fitchburg and Leominster Street 
Railway, Townsend and Ashby experiments, that pro-
viding good bus service between medium size urban 
areas an small suburbs is not economically feasible. 

E. Service Bus Lines, Inc. 

The experimental service started December 17, 
1962, providing a new direct link from the Linden 
Square area (Malden) to the MTA Revere Beach 
Station. 

This new service produced major positive results, 
carrying approximately 2,400 passengers per week. 
It accomplished its purpose of testing MTA feeder 
service on a new residential route and was termin-
nated as of November 15, 1963. As a result of the 
experiment, the company has advised the MTC that 
it will continue most of this new service, eliminating 
only some of the more lightly patronized trips. 

A number of anticipated alterations give further 
promise of developing the experiment into regular 
service on a sound fiscal basis. First, as mentioned 
above, poorly patronized trips may be cut, in par-
ticular some of the Saturday service. Secondly, 
Service Bus Line is planning to increase the adult 
fare from 10c to 15c. Further, on October 16th, 
Service Bus acquired operating rights in Saugus from 
Saugus Transit. Acquisition of these rights opens the 

way to extension of the present route into Saugus, 
an action long urged by the MTC staff. 

The MTC staff conducted an intensive program of 
passenger interviews, covering the full schedule be-
tween October 15 and 16. The sample of 42 per 
cent of the 455 total passengers at the time showed 
that 71 per cent used the service to make a connec-
tion with the MTA rapid transit. Sixty per cent used 
the service daily. The survey yielded interesting 
finding concerning the composition of the patronage: 
male, 31 per cent; female 69 per cent; under 20 
years old, 6 per cent; 20 to 40 years, 34 per cent; 
40 years through 65 years of age, 56 per cent; over 
65 years old, 4 per cent. Clearly, the largest single 
group are women aged 40 through 65. 

TABLE 16 

SERVICE BUS LINES, INC. AVERAGE WEEKDAY PASSENGERS 
NEW SERVICE LINDEN SQUARE, MALDEN TO 

MTA  RAPID TRANSIT  STATION,  REVERE BEACH 

Period 

Linden 
to 

Revere 

Revere 
to 

Linden Total 
December 17-31 155 105 260 
January 170 160 330 
February 160 196 356 
March 180 195 375 
April 180 197 377 
May 205 212 417 
June 222 196 418 
July 186 180 366 
August 188 192 380 
September 207 220 427 
October 218 237 455 
November 1-15 208 232 440 
Average 12/17 to 193 196 389 
11/15/63 

Source: Service Bus Lines, Inc. 
This experiment ended on November 15, 1963. 
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F. Berkshire Street Railway Company 
(Yellow Coach Lines) 

This bus demonstration experiment was trans-
ferred from the Berkshire Street Railway Company 
to Yellow Coach Lines in June 1963. Figures re-
ceived for the operation of the Berkshire Company 
between March 11 (when the experiment began) and 
May 31 (after which the transfer to Yellow Coach 
Lines was made) indicated the unique result that 

March 
(11-31) April May 

Bus miles 585 767 487.5 
Increased Cost $288.00 $377.00 $240.00 
Increased Revenue $503.00 $598.00 $364.00 
% of Increased Cost 

Recovered 175% 158% 152% 
Number of Days 18 24 17 
Approx. Add’l Pass. 

Per day 120 110 90 

NOTE: Irregularity of service led to reduction in both cost and patronage. 

the 80 per cent revenue credit customarily retained 
by the MTC was so great that only a relatively small 
payment is required for the experimental services. 

TABLE 17 

BERKSHIRE STREET RAILWAY COMPANY EXPERIMENTS 
(Yellow  Coach) 

PROJECT 1

NEW SERVICE — PARK SQUARE - FRANCIS PLAZA


HOUSING DEVELOPMENT

(6 trips per day—Less than 2 miles per trip)


PROJECT 2


INCREASED SERVICE — PARK SQ. - WAHCONAH HTS.

AND WILSON PARK HOUSING DEV.


(5 new trips per day added to 12 existing. 6 miles per trip.

Also extension of existing trips)


March 
(11-31) April May 

Bus miles 540 522 252 
Increased Cost $266.00 $257.00 $124.00 
Increased Revenue $835.00 $785.00 $346.00 
% of Increased Cost 

Recovered 312% 306% 280% 
Number of Days 18 24 17 
Approx. Add’l Pass. 

per day 200 140 90 

NOTE: Irregularity of service led to reduction in both cost and patronage. 

PROJECT 3


INCREASED SERVICE — PARK SQ. - GREEN RIDGE

HOUSING DEVELOPMENT


(5 new trips per day added to existing 3. 6.5 miles

per trip).


PROJECT 4 

INCREASED SERVICE — NORTH ADAMS - ADAMS 
AND NORTH ADAMS - WILLIAMSTOWN 

(10 new trips per day.  26.4 miles per trip). 
March 
(11-31) April May 

Bus miles 4752 5775 1601 
Increased Cost $2338.00 $2842.00 $ 788.00 
Increased Revenue $1851.00 $2241.00 $1158.00 
% of Increased Cost 

Recovered 79% 79% 147% 
Number of Days 18 24 9 
Source: MTC staff based on company invoices. 

March 
(11-31) April May 

Bus miles 180.0 233.33 141.67 
Cost $89.00 $115.00 $70.00 
Revenue $47.00 $135.00 $77.00 
% of Cost Recovered 53% 118% 111% 
Number of Days 18 24 16 
Approx. Passengers

per day 13 28 24 

The initial growth demonstrated on these project 
operations slacked off considerably during the sum-
mer months and never recovered during the fall and 
early winter; consequently, these projects with Yellow 
Coach were cancelled in August, December and Janu-
ary. Some of the sharp variations in revenue increase 
or decrease shown on the table below are the result 
of abnormal operating conditions by the Berkshire 
Street Railway Company in 1962. 

The management of Yellow Coach has retained 
some of the demonstration project service between 
Adams and Williamstown (Project No. 4) and also 
to the Green Ridge Housing Development (Project 
No. 3). 

TABLE 18 
YELLOW COACH LINES 

(Same Project Operations As — 
Berkshire Street Railway Company — Pittsfield) 

PROJECT No. 1. — (NEW SERVICE) 
1963 

Period 1962* Revenue 
June 7-29 $25.00 
July 30.00 
August 35.00 
September 40.00 
October 35.00 
November 38.00 
December (1-4) 2.00 

* Did not operate in 1963. 
This Project ended on December 4, 1963. 
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PROJECT No. 2 — (INCREASED SERVICE) 

PROJECT No. 3 — (INCREASED SERVICE) 

PROJECT No. 4 — (INCREASED SERVICE) 

1962 Revenue 1963 Revenue 
% 

Change 

June 7-29 $ 2,044 $ 1,038 — 96.8 
July 2,501 2,114 — 15.4 
August 2,478 2,379 — 4.0 
September 2,157 1,958 — 9.2 
October 2,497 2,164 
November 2,976 2,612 — 12.2 
December 3,050 3,326 + 9.0 
January 1-15 1,816 (1963) 1,452 (1964) —20.0 

This  Project ended on January 15, 1964. 

G. Brush Hill Transportation Company 

This experimental service started on April 22, 
1963 and provided frequent connection service from 
Stoughton area to the New Haven Railroad Station 
located on Route 128. This experiment was con-
cluded on November 2, 1963, since the results showed 
that the connecting rail-bus service was not attractive 
to commuters. 

The purpose of the experiment was to see whether 
by extending an improved rail service to a branch 
line town by means of bus connection, the classic 
problem of branch line commuting could be solved. 

Competition with an alternative service was an 
important factor in the limited response. Stoughton 
area travelers have a direct bus service to the Matta-
pan MTA Station from which passengers can reach 
downtown Boston points via rapid transit. This com-
bined MTA bus service is less expensive to the rider 
than the combination of bus-New Haven Railroad 
Service. 

H. The Short Line, Inc. (Boston-Milford, 
Formerly Johnson Bus Lines, Inc.) 

The experiment with this firm started on January 
2, 1963, and involved increased service between 
Milford and Park Square, Boston. A total of seven 
round-trips were added to provided approximately an 
hourly pattern of service and also a late departure 
f r o m  B o s t o n  a t  1 1 : 3 0  P . M .  

1962 Revenue 1963 Revenue 
% 

Change 

June 7-29 $ 453 $560 +23.6 
July 385 569 +47.8 
August 935 759 —18.8 
September 903 840 — 7.0 
October 926 850 
November 988 763 —22.8 
December 474 908 +91.6 
January 1-15 649 (1963) 420 (1964) — 35.3 

This  Project ended on January 15, 1964. 

1962 Revenue 1963 Revenue 
% 

Change 
June 4-29 $3,420 $2,670 — 21.9 
July 3,793 4,598 +21.2 
August 1 - 15 1,909 2,675 +40.1 
This  Project ended on August 15, 1963. 
Source: Yellow  Coach Lines, Inc. 

TABLE 19 

BRUSH HILL TRANSPORTATION COMPANY 

Passenger Revenue 
Stoughton Feeder Services 

1963 Revenue 1962 Rev. 

Period 

Stoughton 
Route 128 

(Bus-NHRR) 

Stoughton 
Mattapan 

(Bus-MTA) Total 

Stoughton 
Mattapan 

(Bus-MTA) 

Revenue 
Increase 

(Decrease) 
Contract 

Cost 
April 22-30 $ 11 $ 815 $ 827 $ 897 $(70) $ 736 
May  60  2,874  2,934 2,830 104 2,376 
June  67 2,714 2,781 2,857 (76) 2,261 
July  83 2,611 2,694 2,754 (60) 2,376 
August  94 2,943 3,037 2,848 189 2,450 
September  63 2,522 2,585 2,513 72 2,187 
Oct.-Nov. 2  21 2,908 2,989 2,905 84 2,565 
Source: Brush Hill Transportation Company. 
This experiment ended on November 2, 1963. 
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This experiment concluded at the end of Decem- The experiment has been clearly successful in dem-
ber, but, because of the highly encouraging passenger onstrating that better utilization of available equip-
response, the Company will continue part of the ment can be coupled with more frequent service to 
increased service after the termination of the experi- the public at a profit to the operator. 
ment. 

TABLE 20 

THE SHORT LINE, INC. 
(Johnson Bus Lines, Inc.) 
REVENUE 1962 vs. 1963 

Period 

Boston-Milford Experiment 
1962 

Revenue 
1963 

Revenue 
Revenue 
Increase 

% 
Change 

January $ 8,485 $ 9,851 $ 1,366 +16.0 
February 7,269 8,999 1,730 +24.0 
March 8,736 10,130 1,394 +16.0 
April 8,742 10,250 1,507 +17.0 
May 8,532 10,096 1,564 +18.3 
June 8,094 9,415 1,321 +16.3 
July 10,003 7,777 2,226 +28.6 
August 11,906 8,158 1,748 +21.4 
September 10,388 8,063 2,322 +28.8 
October 8,686 11,194 2,508 +29.0 
November 5,039 5,206 167 +33.0 
Source: The Short Line, Inc. 
This experiment ended on December 31, 1963. 

I.  The Short Line, Inc. (Uxbridge-Worcester) 

A demonstration experiment providing added serv-
ice on the Short Line route from Uxbridge to 
Worcester began on July 15, 1963. Five new round 
trips were added Monday through Saturday to the 
seven originally scheduled, so as to provide hourly 
service between Uxbridge and Worcester. 

Worcester, with a population of 187,000, is the 
major location of employment, shopping and schools 
for the communities served by this route. These in-
clude Millbury, Saundersville, Farnumsville, North-
bridge, Whitinsville and Uxbridge. 

TABLE 21


THE SHORT LINE, INC.


Period 

Worcester-Uxbridge Experiment 

1962 
Revenue 

1963 
Revenue 

Revenue 
Change 

% 
Change 

August 1-31 $5,990.92 $5,582.18 $(138.74) – 2.3 
September 5,006.90 5,480.30 473.40 +9.4 
October 5,070.16 5,315.72 245.56 +4.8 
November 5,039.78 5,206.47 166.49 +3.3 
December 5,784.99 5,568.28 (216.71) – 3.7 
January 4,788.79 (1963) 5,249.01 (1964) 460.22 +9.6 
Source: The Short Line, Inc. 
This experiment ended on March 28, 1964. 

J.  Lynnfield Community, Inc. was initially limited and did not materially improve

in February and March. As a result the experiment


Public response to the Lynnfield Community dem- was terminated on March 23, 1963, after three

onstration project, which began on January 14, 1963, months of operation. 
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TABLE 22 
LYNNFIELD COMMUNITY, INC. 

Comparison of 1962 and 1963 Revenues 

Period 
1962 

Revenue 
1963 

Revenue Increase 
Increase 
per Day 

January 14-31 $1,734.00 $1,905.65 $171.65 $17.29 
February 2,666.00 2,801.30 135.30 5.60 
March 2,824.30 2,986.50 162.20 6.01 
Source: Lynnfield Community, Inc. 
This experiment ended on March 23, 1963. 

The increase in passengers during the experiment 
amounted to less than 30 riders per day, in both 
directions, on 22 trips. 

In spite of the increase in efficiency which the 
added trips permitted, even if only incremental direct 
costs are considered, the increased revenue repre-
sented only a small fraction of the increased cost. 

The experiment service consisted of six round 
trips from Wakefield to Lynn Monday through Friday 
and four round trips on Saturday. Each round trip 
covered 21.5 miles and required 1.5 hours to com-

plete. No increase required in the number of buses 
allocated was necessary nor was there any increase 
in dead head times since the positioning trips for the 
new schedule replaced other positioning trips that 
were previously necessary. 

The incremental cost for the new service was esti-
mated at $8,300 per year or $121 per day. As noted 
on Table 22, maximum daily revenues, which were 
achieved in the first week of the experiment, amounted 
to $17—about one-thirteenth of the estimated daily 
incremental cost. 
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K. MTA Bus Experiments run from Reservoir to Ashmont, a distance of three-

fourths of the original route but covering 90 per cent


Three MTA-MTC bus experiments remained in of the fare paying passengers carried by the longer

operation until the conclusion of the demonstration route. 
experiments on March 28, 1964. Route E-5, the 
Outer Circumferential bus route from Harvard By eliminating the Harvard Square segment con-
Square to Ashmont was shortened in December to siderable traffic congestion was avoided and operat-

TABLE 23 
METROPOLITAN  TRANSIT AUTHORITY 

Statistical Summary of Results to Date on Five Experimental Routes 

Route 

Gross 
Cost 

of 
Service 

Monthly
Passengers 

thru 
corridor 

in 
1962 

Total 
monthly 

passengers 
thru 

corridor 
in 1963 

Increase 
monthly 

passengers 
thru 

corridor 
over 1962 

% Increase 
monthly 

passengers 
thru 

corridor 
over 1963 

% Increase 
in Revenue 

as a 
per cent of 
Operating

Cost 
E-2 

July $5669 No 6,937 6,937 Not 12 % 
Aug. 5,671 Service 8,766 8,766 appli- 15 % 
Sept. 5,181 8,815 8,815 cable 17 % 
Oct. 5,907 10,891 10,891 18 % 
Nov. 4,716 9,188 9,188 20 % 
Dec. 4,833 8,800 8,800 18 % 

End of Experiment 
E-3 

July 26,315 619,206 630,231 11,025 1.8% 4 % 
Aug. 26,226 613,409 640,643 27,234 4.4% 11 % 
Sept. 23,513 657,130 665,050 8,920 1.2% 3 % 
Oct. 26,942 783,141 799,956 16,815 2.1% 6 % 
Nov. 17,343 515,419 524,437 9,018 1.8% 5 % 

End of Experiment 
E-4 

July 7,916 111,563 115,005 3,442 3.0% 4 % 
Aug. 7,906 110,668 116,501 5,813 5.0% 7 % 
Sept. 7,202 104,700 109,380 4,680 4.5% 6.5 % 
Oct. 8,289 125,126 127,340 2,214 1.7% 3 % 
Nov. 5,406 82,890 84,106 1,210 1.4% 2 % 

End of Experiment 
E-5 

July 37,816 188,421 251,881 63,460 34 % 17 % 
Aug. 37,792 194,550 264,309 69,759 36 % 18 % 
Sept. 34,299 269,160 331,730 62,570 23 % 18 % 
Oct. 39,470 324,624 401,143 70,519 22 % 18 % 
Nov. 31,919 272,986 334,081 61,095 22 % 17 % 
Dec. 31,193 279,082 361,451 82,368 28 % 27 % 
Jan. ‘64 18,180 173,757 247,844 74,087 42 % 40 % 
Feb. 

E-7 
July 4,980 38,045 67,059 29,014 76 % 58 % 
Aug. 5,050 39,993 72,293 32,300 81 % 64 % 
Sept. 4,008 41,000 70,830 29,830 73 % 68 % 
Oct. 5,069 48,096 80,021 31,925 67 % 63 % 
Nov. 3,973 41,815 67,962 26,148 63 % 67 % 
Dec. 4,410 46,600 80,273 33,677 72 % 75 % 
Jan ‘64 3,650 57,884 84,815 26,931 45 % 72 % 
Feb. 

Source: MTA Billings. 
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FIGURE 
AVERAGE NUMBER OF DAILY INBOUND MTA 

PASSENGERS BY TIME OF ARRIVAL DOWNTOWN 
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ing efficiency resulted. The 7.5 mile route from 
Ashmont to Reservoir presented few, if any, operat-
ing problems and continued to carry 90 per cent of 
the load attracted to the original outer circumfer-
ential route. However, through interviews it was 
established that nearly all of these new riders, who 
had created a 30 per cent increase in patronage since 
the introduction of the outer circumferential route, 
were regular MTA patrons who previously travelled 
by another route. After the conclusion of the experi-
ment the MTA will continue to operate a rush-hour-
only bus service between Forest Hills and Ashmont, 
since this segment showed considerable demand for 
cross-town rush hour bus service, and served to 
reduce heavy congestion on the radial route to Egles-
ton Square MTA station. 

Route E-7, the demonstration experiment on which 
buses were operated with improved frequency be-
tween North Station and South Station in downtown 
Boston, is to be continued as a regular part of the 
MTA service after the experimental phase is ended 
on March 28, 1964. Prior to the experiment, buses 
operated every five minutes during the rush hours 
and every 25 minutes during the day. 

Buses now operate every four minutes during the 
rush hours and every eight minutes during the day. 
Taken as a whole, this schedule, because each pas-
senger makes a relatively short trip, operates at a 
profit, a relative rarity along MTA bus routes. The 
lesson seems fairly clear. A midday downtown bus 
service operating at a 25-minute headway is simply 
“not there” for the majority of potential riders. Since 
a large proportion of the metropolitan population 
is in the downtown area during the day, it makes 
good sense to transfer vehicles which may in rush 
hours be used for suburban feeder service, to provide 
short-trip, midday service in the downtown area. 
With buses operating every five minutes, a large 
number of “impulse” passengers are generated from 
among pedestrians who can walk to their destination 

with relative ease, but who gladly take the advantage 
of the convenience of a bus ride if a bus is in sight. 
While the number of rush hour buses which can be 
diverted to downtown shuttle service during the day 
is relatively small, this type of service may provide 
some potential for added net income. 

As described in the section on the MTA Parking 
Lot experiments, the experimental use of Drive-In 
theaters as parking areas did not attract sufficient 
patronage. The one remaining drive-in theater serv-
ice, Route E-10, between the Neponset Drive-In 
Theater and South Station via the Southeast Express-
way, was discontinued March 28th in the regular 
MTA timetable change. 

L. Old Colony Busway Study 

In the course of placing its various bus experi-
ments in perspective, the Commission has reviewed 
all the pertinent materials and studies for the use of 
the New Haven Railroad right-of-way in what is 
commonly known as the Old Colony option territory. 
In addition to its other numerous professional serv-
ices to this Commission, Systems Analysis and Re-
search Corporation has completed a review and 
detailed comparison of the costs and revenues of 
the use of this right-of-way as an exclusive bus ex-
pressway and rapid transit way. 

After reviewing the SARC study, other busway 
proposals, the criticisms of these bus studies, and all 
other related materials, the Commission has con-
cluded that the most efficient and economic manner 
for providing public transportation to the South Shore 
area in the Old Colony corridor is by the conversion 
of available rail facilities to an electrified rapid 
transit service physically integrated with the existing 
MTA service. 
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Chapter III 
MTA DEMONSTRATION EXPERIMENTS 

A. “Park & Ride” Experiments	 stations. Over the past several years, the average 
daily number of cars parked at MTA parking areas 

1. Parking at Rapid Transit Stations was as follows: 

The MTA owns and operates a total of 6,344 park-
ing spaces in 26 lots adjacent to its rapid transit 

TABLE 24 
METROPOLITAN  TRANSIT AUTHORITY 

PARKING  LOTS —  AVERAGE DAILY  NUMBER  OF  CARS PARKED 

Year 

Number 
of Lots 

Operated 

Number 
of Spaces 
Available 

System 
Parking 

Fee 

Average 
Daily Cars 

Parked 

Change 
from Year 
Previous 

Per Cent 
of Spaces 
Occupied 

1958 19 3,890 25c 2,700  69% 
+ 17% 

1959(a) 28 6,224 25c 3,160 50 
+ 10 

1960 28 6,224 35c 3,460 56 
+ 4 

1961 28 6,224 35c 3,600 58 
– 3 

1962 28 6,224 35c 3,500 56 
+ 14 

1963(c) 29 6,394 (b) 4,000 63 
+  5 

1964 26 6,344 (b) 4,200 67 

a Highland Branch opened July 4, 1959 with 2,304 new spaces. 
b Reduced fee “park and ride” experiment in effect. 
C An additional 1,635 spaces are available in 7 privately operated lots adjacent to MTA stations. 
Source: MTA-MTC 

From Table 24, it will be seen that the number of 
cars parked at MTA lots increased during the period 
1958-1961, but at a declining rate, and then de-
creased in 1962. During this period, nearly 50 per 
cent of MTA parking spaces were vacant on an aver-
age day. 

It was on the basis of this trend, that the MTC 
suggested a reduced fee parking lot experiment in 
order to test the possibility of attracting more fare 
box income through lowered parking rates. 

Though specific terms vary among the six lessees 
who each operate one or more MTA parking lots, 
the typical lessee pays as rent 40 per cent of cash 

receipts on an agreed-upon minimum, representing 
an average rate of occupancy. In the event income 
exceeds this average, 70 per cent of the excess is 
paid as rent. Under such a leasing procedure, maxi-
mum cash income to lessee results when compara-
tively high parking fees are charged. However, since 
the MTA’s share of the parking fee is much less than 
the fares paid per car, the  MTA  stands  to  gain  more 
income when comparatively low parking fees are 
charged, if this latter stimulates increased utilization 
of MTA parking facilities. 

The comparison between the potential gain in in-
come from fares and the cost, in terms of reduced 
lease income, of reducing parking fees is as follows: 
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TABLE 25 
METROPOLITAN  TRANSIT AUTHORITY 

FINANCIAL EFFECT OF REDUCED PARKING FEES 

As Table 25 shows, the potential gain in fare box This parking fee at eight MTA lots having sub-
revenue through increased parking was from three stantial vacancies was reduced from 35c to 10c 
to seven times the amount which it was judged park- during the experimental period: April 1, 1963 - Feb-
ing fees would have to be reduced in order to attract ruary 11, 1964. The result of this experimental 
additional patronage. That is, in order to justify a reduction in MTA parking fees is presented statisti-
permanent reduction in parking fees, parking volume cally in Table 26, which compares January 1963 
would have had to increase between 13 per cent and parking volume with the volume 12 months later. 
27 per cent. In fact, as a result of the reduced fee Stated in simplest terms, there was an overall in-
parking experiment, parking on lines where fees at crease of 900 cars, or 50 per cent, along the three 
some lots were reduced, increased over 50 per cent. lines affected by the fee reduction. 

Meanwhile, parking at five locations in no way The experiment provides several valuable lessons 
related to the experiment, which served as a control about the economics of park and ride patronage, 
group, decreased at an annual rate of 5 per cent or together with some clues as to what steps can be 

roughly the general rate of decline experienced used to induce the motorist to park his car before 

throughout the MTA system. entering the congested downtown area. 

On the average, MTA income from fares from First and most important, during the experiment 

cars parked at MTA parking lots, is five or more the number of cars parked on an average day in-
times the income to the MTA from parking leases. crease by 900 cars when compared with the same 
It  was  assumed,  therefore  that  filling  as  many  of  the in the previous year. This increase, as shown in 
available parking spaces as possible, rather than Table 27, represents an increase of $180,000 per 
trying to produce the maximum parking lease in- year in new income from fares paid by parking lot 
come, would produce the maximum in total income, patrons. Against this increase must be weighted the 
from both fares and leases, for the MTA. cost to the MTA, in terms of reduced income from 

leases, because of the reduced parking fee. This 
Prior to the introduction of experimental reduced reduced income, at the time of writing, amounts to 

parking fees there was no reliable indication as to about $15,000 annually. That is to say, that the 
what the effect of such a fee reduction might be on increase in park and ride patronage has already
the number of cars using MTA lots. If a reduction produced an increase in MTA annual income ofin fee produced no increase at all in the volume of 
parking,  then  it  would  have  been  safe  to  conclude $165,000. Preliminary figures for March 1964 sug-
that the 35c fees were producing the maximum pos- gests that this increase is continuing despite slightly 

sible income from park and ride patronage for the increased fees at some lots. If the remaining 1,800 
MTA. vacant spaces at MTA parking lots can be filled, an 
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TABLE 26


METROPOLITAN TRANSIT AUTHORITY


DAILY AVERAGE NUMBER OF CARS PARKED IN 20 MTA LOTS 
JANUARY 1963 vs. JANUARY 1964 

Capacity
of Lot 

Daily
Average 

Cars Parked 
1963 

Daily
Average 

Cars Parked 
1964 

Per Cent 
Increase 

(Decrease) 

1964 
Per Cent 

Occupancy 
Riverside 

* Riverside 1,600 315 605 92 % 38 % 
* Woodland 390 275 365 33 94 

a
Waban 42 38 37 (3) 100 

a
Eliot 57 49 44 (10) 100 

a
Chestnut Hill 55 30 35 17 100 
* Brookline Village 160 94 147 56 92 

2,304 800 1,233 54 % 54 % 

Revere Line 

Wonderland 480 316 294 (7) % 61 % 
Ocean Ave. 175 110 83 (25) 47 
* Beachmont 210 62 160 158 76 
* Suffolk Downs 120 35 96 174 80 
* Orient Heights 260 118 153 30 59 
* Wood Island Park 500 149 294 97 59 

1,745 790 1,080 37 % 62 % 

Mattapan Line 

Mattapan 220 137 159 16 % 72 % 
Milton 32 29 24 (17) 100a 

* Butler Street 320 96 250 161 78 
572 262 433 65 % 76 % 

Sub Total 4,621 1,852 2,746 48 % 60 % 

Control Group 

Arlington Heights 60 45 49 9 % 82 % 
Everett 460 368 322 (13) 70 
Kendall 115 105 115 10 100 
Sullivan 200 156 154 (1) 77 
Lechmere 360 330 315 (5) 88 

1,195 1,004 955 (5 %) 73 % 
Total 5,816 2,856 3,701 30 % 64 % 
Fee in January 1963 was 35c for all lots. Lots marked with asterik were experimentally reduced to 10c from April, 1963 

to February, 1964. 
a Based on field observations. Collectors on duty in a.m. only. 

Source: MTA-MTC. 

additional $330,000 annually in new income would ride patrons can be induced to shift from their 
be produced. This suggests that a total of almost habitual station to another nearby station. The 25c 
one-half million dollars in annual MTA income could price differential between parking lots at adjacent 
be generated if the right combination of price and rapid transit stations caused a considerable shift in 
convenience can be found. parking habits. Over one hundred card moved from 

Wonderland and Ocean Avenue to Beachmont when 
The second conclusion is that, given proper pub- the fee at Beachmont was reduced by 25c. This 

licity and comparable convenience of access, park and 
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knowledge can be valuable, if as was the case at 
several MTA locations, one lot filled regularly to 
capacity, while another nearby lot has substantial 
vacancies. If cars can be shifted to a lot with a 
slightly less convenient location by means of pricing, 
then it would be possible to equalize the number of 
vacancies at adjoining lots so that each would have 
available space on days, such as days of evening 
store opening, when demand for parking is high. 

The third apparent lesson learned during the re-
duced fee parking lot experiment is that publicity 
and advertising may play a major part in the devel-

oping of park and ride patronage. The increase of 
170 cars at Butler Street, which occurred in a week 
or two after the announcement of the reduced fee 
parking experiments, was accomplished by no corres-
ponding decrease inany of the MTA or private 
parking lots along the Mattapan–Harvard rapid tran-
sit line. It seems probable that this new patronage was 
generated from automobile commuters who formerly 
parked their cars in downtown Boston. The Butler 
Street lot in question is located on a side-street in a 
residential area and apparently the South Shore com-
muters, who now fill it to capacity daily, simply did 
not know where it was. 

TABLE 27

METROPOLITAN TRANSIT AUTHORITY


DAILY INCREASE IN FARE BOX REVENUE FROM “PARK AND RIDE” PATRONS 
JANUARY 1963 vs. JANUARY 1964 

Riverside Line 

(Decrease)
or Increase 
in Number 

of Cars 

One-Way
Fare to 
Boston 

Daily
Increase 
in Fare 

Revenuea 

Riverside 290 40c $301.60 
Woodland 90 40c 93.60 
Brookline Village 53 30c 41.34 

433 $436.54 

Revere Line 

Woodland (22) 20c $(11.44) 
Ocean Avenue (27) 20c (14.04) 
Beachmont 98 20c 50.96 
Sulfolk Downs 61 20c 31.72 
Orient Heights 35 20c 18.20 
Wood Island Park 145 20c 75.40 

290 $150.80 

Mattapan Line 

Mattapan 22 20c $ 11.44 
Butler Street 154 20c 80.08 

176 $ 91.52 

TOTAL 899 $678.86 x 264 days b 

�$179,219 yearly
@ 15,000 monthly 

a Cars Parked times Round Trip Fare times 1.3 Passengers per car. 
b Operating days per year (Saturdays, Sundays, and Holidays counted as ¼ day) 
Source: MTA-MTC. 

On the basis of what was learned during the re- First, it was assumed that where a very high pro-
duction of parking fees from 35c to 10c it was portion of spaces at a given lot were occupied on a 
attempted to develop a theory which could be used daily average basis, potential parkers were being 
to adjust parking fees so that the maximum amount of turned away on busy days. It was decided to suggest 
patronage would result. raising parking fees at lot where there were few 
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vacancies. At the same time, the experiment demon-
strated that increased parking at lots having many 
vacancies could be encouraged by reducing fees 
at those lots. The number of remaining vacant spaces 
in January 1963, before the experiment, and in Jan-
uary 1964, after the experiment had been in effect 
for nine months are shown in Table 28. 

Of the approximately 6,000 MTA parking spaces, 
2,000 were still vacant at the end of 1963. In an 
attempt to fill these remaining vacant spaces a new 
sliding scale of MTA parking fees was proposed as 
a replacement for the previous system-wide fee sys-
tem. Using the knowledge gained that vacant spaces 
could be filled through lower parking fees, and that 

cars could be shifted from lot to lot by creating a 
different in price between lots, the per cent of occu-
pancy for each lot in January 1964 was examined. 

The following tentative hypothesis was used in 
establishing parking lots prices (assuming the experi-
mental fees as a base). 

. . . 	Where occupancy is 85 per cent or more, 
raise the fee 

. . . 	Where occupancy is 74 per cent or less, 
lower the fee. 

. . . Where occupancy is 75 to 84 per cent, do 
not change the fee. 

TABLE 28

METROPOLITAN TRANSIT AUTHORITY


EFFECT OF FEE CHANGES AT 20 MTA “PARK AND RIDE” LOTS 

Riverside Line 

Capacity
of 
Lot 

Parking
Fee 

January
1963 

Vacant 
Spaces 
January

1963 

Parking
Fee 

January
1964 

Vacant 
Spaces 
January

1964 

Parking
Fee 

March 
1964 

Vacant 
Spaces 
March 
1964 

Riverside 1,600 35c 1,285 10c 995 10c 834 

Woodland 390 35c 115 10c 25 25c 180 

Waban 42 35c 0 35c 0 35c 0 

Eliot 57 35c 0 35c 0 35c 0 

Chestnut Hill 55 35c 0 35c 0 35c 0 

Brookline village 160 35c 66 10c 13 35c 9 

2,304 1,466 1,033 1,023 

Revere Line 

Wonderland 480 35c 164 35c 186 25c 158 

Ocean 175 35c 65 35c 92 25c 50 

Beachmont 210 35c 148 10c 50 15c 29 

Sulfolk Downs 120 35c 85 10c 24 15c 7 

Orient Heights 260 35c 142 10c 107 25c 124 

Wood Island Park 500 35c 351 10c 206 15c 148 

1,745 955 665 516 

Mattapan Line 

Mattapan 220 35c 83 35c 61 35c 40 

Milton 32 35c 0 35c 0 35c 0 

Butler Street 320 35c 224 10c 70 15c 0 

572 307 131 40 

Control Group 

Arlington Heights 60 35c 15 35c 11 35c 10 

Everett 460 35c 92 35c 138 35c 58 
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Kendall 115 35c 10 35c 0 50c 0 

Sullivan 200 35c 44 35c 46 50c 72 

Lechemere 360 35c 30 35c 45 50c 72 

1,305 191 240 212 

TOTAL 5,926 2,919 2,069 1,791 

For a given station, MTA fares have remained constant during the experimental period. 
Source:  MTA-MTC 
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Occupancy is calculated as the average daily cars 
parked divided by the capacity of the lot. 

The results of applying this principle to the MTA 
parking lots is the schedule of fees in the column 
marked “Parking Fee March 1964”. 

Instead of charging a 35c parking fee at all loca-
tions, it was suggested that the fees be varied from 
free to 50c. This would reflect the fact that there is 
more demand for parking at, say, Kendall, than at 
Riverside. If this simple relationship of supply and 
demand were reflected in MTA parking rates, it was 
hypothesized, maximum utilization of parking spaces 
would result, with a consequent increase in income 
from park and ride patronage. 

It is recognized that ideally the MTA should have 
such a large supply of parking spaces that complete 
occupancy would result only when the parking fee 
was either 10c or free, but given the restricted 
number of MTA parking spaces available today, 
the above formula provides a method for producing 
the maximum possible rental income without any 
detrimental effect on income from fares. During 
the period of the present MTA leases with the park-
ing lot experiments, which run until 1969, it is not 
practical to make parking free at any major location. 

It  is  also  true  that  having  a  man  on  duty, even if 
he collects only 10c from each car, has the advantage 
of providing supervision at the lot so that haphazard 
parking of cars, as well as vandalism, are prevented. 
If it is possible to expand the number of MTA park-
ing spaces, more consideration will have to be given 
to free parking areas, as well as to the use of coin-
operated automobile parking gates for control of 
parking patronage. 

During the MTC’s participation in the MTA re-
duced fee parking lot experiment, a monthly payment 
was made to the MTA representing the amount of in-
come from parking which the MTA had “lost”  through 
charging a lower parking fee. However, the increase 
in “Park and Ride” patronage, as shown above, was 
so substantial that the increase in MTA fare box rev-
enue from these new customers more than offset the 
“cost”  of  lowering  parking rates.  On  this  basis,  it 
was decided the MTA should be able to go ahead on 
its own with a permanent program of “customized” 
parking rates based on its supply and demand for-
mula. Negotiations with parking lot lessees revealed 
that it would be possible to make effective a sliding 
scale of parking rates without any major change in 

the parking leases, since the increase in income at 
lots where a higher fee was proposed would tend to 
offset the loss at other lots where a lower fee was 
planned. 

The sliding scale of MTA parking rates went into 
effect Wednesday, February 12, 1964. On the pre-
vious Monday, the driver of every car entering an 
MTA parking lot received a flyer — “An Important 
Message to our ‘Park and Ride’ Patrons” (See illus-
tration) which explained the rationale for the new 
sliding scale of parking rates and presented these 
new rates alongside the old pre-experiment 1962 
prices in tablular form. 

While it is too early to judge the true impact of 
this new parking fee program, there appears to have 
been a further increase of 200 cars daily since the 
sliding scale of parking rates was made effective, 
February 12, 1964. 

Since the scale of parking fees, based on the per 
cent of occupancy for each has become effective, 
the anticipated shift in parking volume from higher 
priced lots to lower priced lots has become effective. 
This has resulted, as shown in Table 28, in a much 
better distribution of available vacant spaces among 
adjoining lots with a result that each lot is more read-
ily able to accommodate peak parking demand. 

At Riverside and Woodland, where the parking 
rates had always been the same, a 15c difference in 
parking fee was established by making Woodland 
25c and Riverside 10c. Previously Woodland, which 
has more visible access from the highway than River-
side, was frequently full before 8:30 in the morning 
resulting in a large number of cars being turned 
away by the “no vacancy” sign. A spot check sug-
gested that these cars, upon discovering that no space 
was available at Woodland, did not return to River-
side but continued on toward Boston. Since there 
were no vacancies at any other MTA lots between 
Woodland and Boston, it is to be supposed that these 
customer were lost for that day. 

Riverside with a slightly less visible, but no less 
direct, access route had 1200 empty parking spaces. 
The result of creating an imbalance in parking rates 
between the two locations was that there was an im-
mediate increase of 160 cars at Riverside. While 
the major impact of a change in parking rates seems 
to take effect within two or three weeks after the new 
rates are announced, Riverside continues to grow in 
popularity as an MTA parking lot and Woodland is 
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FROM:	 METROPOLITAN TRANSIT AUTHORITY 
Department of Public Relations
500 Arborway
Jamaica Plain, Massachusetts (02130) 

AN IMPORTANT MESSAGE TO OUR �PARK AND RIDE� PATRONS 

AN EXPERIMENT IN FULL USE OF THE PARKING LOTS 

For the past ten months, you have been taking part in an
experiment conducted jointly by the MTA and the MTC, to see if
we could attract more 'Park and Ride� patrons. Parking fees
have been reduced to 10¢ at eight MTA parking lots. During
this experiment, the average daily number of cars using MTA
parking lots has risen from 3000 to 4000. In addition, several 
hundred care have shifted from overcrowded lots to lower priced
lots nearby, where more space was available. 

On the basis of these encouraging results at the and of
our test, the MTA Board of Trustees voted not to return to the 
previous 35¢ system-wide parking fee, but instead to introduce
a sliding scale of parking fees: 

The fee at 4 overcrowded lots will be raised.

The fee at 16 well used lots will remain the same.

The fee at 9 lots with substantial vacancies will be lowered.


MATCHING THE CARS TO THE PARKING SPACES 

These new fees will become effective Wednesday morning,
February 12, 1964. To help you find the best combination of
convenience and cost, a table on the reverse side of this sheet 
shows the old (before the experiment) and new parking fees, as
well as the number of vacant spaces now available at each lot. 

The purpose of this new schedule of fees is to improve
the distribution of cars and parking spaces. By raising the
price at lots now filled to capacity, and retaining low parking
fees where vacancies are available, the experiment has shown
that some 'Park and Ride' patrons will elect to shift from their 
regular station to another where vacant parking spaces are
available at lower cost. 

HELPING THE MTA TO SERVE YOU BETTER 

New MTA income from fares as a result of the over 1000 
car increase in 'Park and Ride' patronage approaches $250,000
per year, while the number of cars parked at MTA lots is now
nearly three times the capacity of the Boston Common Garage.
The large number of MTA ‘Park and Ride’ patrons therefore make
an important contribution to reducing downtown traffic congestion. 

We would like to take this opportunity to thank you for
your participation in our experiment and for your patronage of 
our �Park and Ride� service. We hope you will find that this
new fee schedule assures you of a better distribution of parking
spaces for your convenience. 

Your suggestions for improvement of MTA services are
always welcome. 
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SCHEDULE OF NEW M.T.A. PARKING LOT PRICES 

Effective February 12, 1964 

LINE LOCATION 

VACANT 
SPACES 
1 / 30 / 64 

# 
1962 
Price 

## 
1964 
Price LINE LOCATION 

VACANT 
SPACES 
1 / 30 / 64 

# 
1962 
Price 

## 
1964 
Price 

EAST BOSTON LINE RIVERSIDE LINE 

Wonderland 200 35¢ 25¢ Riverside 1000 35¢ 10¢ 
Ocean Ave. 80 35¢ 25¢ Woodland 0 35¢ 25¢ 
Beachmont-S 0 35¢ 15¢ Waban–S 0 35¢ 35¢ 
Suffolk Downs-S 20 35¢ 15¢ Eliot-S 0 35¢ 35¢ 
Orient Heights 40 35¢ 25¢ Chestnut Hill-S 0 35¢ 35¢ 
Wood Island 150 35¢ 15¢ Beaconsfield-S 0 free free 
Airport * 50 20¢ 20¢ Brookline Hills-S 0 free free 

Brookline Village 0 35¢ 35¢ 
Longwood-S 0 free free 

MATTAPAN LINE OTHER LOCATION S 

Mattapan 40 35¢ 35¢ Everett 150 35¢ 35¢ 
Central Ave. 0 35¢ 35¢ Sullivan Sq. 0 35¢ 50¢ 
Milton-S 0 35¢ 35¢ Lechmere 0 35¢ 50¢ 
Butler St.-S 0 35¢ 15¢ Kendall-S 0 35¢ 50¢ 
Cedar Grove 0 35¢ 35¢ Forest Hills 
Ashmont 10 50¢ 50¢ Asticou Road 0 35¢ 40¢ 
Columbia * 0 45¢ 45¢ Walk Hill St. 40 35¢ 35¢ 

S  - Lots where parking is free on Saturday 

*  - Privately operated lots available to M.T.A . passengers 

# - Before Experiment 
## - After Experiment 

FIGURE 5 
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parking almost as many cars as it was prior to the 
experiment in 1962. Since January, 1963, the aver-
age daily number of cars parked at Riverside has 
risen from 250 to 750. It would appear that on lines 
such as the Mattapan line where all of the available 
parking spaces are now occupied, consideration 
should be given to increasing the number of avail-
able parking spaces at lots where MTA owned land 
is available, as well as to improving access to other 
lots. 

In conclusion, it would seem that the only present 
limit to “Park and Ride” patronage is the number 
of spaces that are available, and that given carefully 
selected parking fees, the public can definitely be 
induced to patronize these lots. The 5,000 odd cars 
now using MTA “Park and Ride” facilities, located 
well outside of the downtown area, represent one-
fifth of the number of cars which can be accom-
modated by parking spaces in the Central Business 
District. It is  to  be  noted in this connection that 
parking lots adjacent to rapid transit stations can 
be constructed at considerably less cost than down-
town parking facilities. 

2. Parking at Drive-In Theaters 

In contrast to the results of the reduced fee “Park 
and Ride” experiment, the program using drive-in 
theaters connected to the downtown area by express 
bus service failed to attract substantial patronage. 

In the Greater Boston area, arrangements were 
made to use three drive-in theaters located adjacent 
to major expressways as daytime parking lots, while 
regular movie showing continued each evening. At 
the outset there was much skepticism as to the prac-
ticality of using someone else’s theater as a daytime 
parking lot, while little attention was devoted to 
whether or not such an express bus service could 
generate an adequate volume of ridership. The re-
sults prove extremely interesting. Few, if any, opera-
tional problems were encountered. Passengers were 
also rather scarce. 

The operating company executed agreements with 
the owners of the drive-in theaters which provided 
that the theater would be opened from early morning 
until early evening with an attendant on duty to 
collect a fee covering the all day parking charge and 
the round trip fare to Boston. The drive-in theater 
owners kept the income from the parking fee, turn-
ing over to the carrier the revenue collected from the 

sale of bus tickets. Drivers were warned of the neces-
sity of removing their cars before 7:30 p.m. in order 
to make room for the evening movie customers. In 
the rare instances in which cars were left later than 
7:30 the car owners were charged regular movie ad-
mission prices before being allowed to reclaim their 
cars. 

The rationale behind the choice of outlying drive-
in theaters as parking lot locations was that the all 
day “Parking and Ride” fee, including round-trip bus 
fare, which was set at $1.00, would be substantially 
cheaper than the parking fee at downtown lots where 
all day charges of $2.00 and more are not uncom-
mon. It was immediately apparent from interviews 
with patrons, however, that there was little incentive 
for automobile commuters to leave an expressway, 
only to board a bus which returned them to the very 
traffic jam which they might have been trying to 
escape. 

It appears, therefore, that the cost factor was not 
foremost in the minds of the automobile commuters 
in the areas covered by the drive-in theaters experi-
ment. These patrons seemed only vaguely aware of 
the real cost of operating their automobiles and they 
tended to base their cost estimates almost entirely on 
out-of-pocket expenses such as parking fees or tolls. 
What seems to be uppermost in the automobile com-
muter’s mind is speed. This is underscored by the 
success of the rapid transit parking lots which offer 
a fairly steady, uninterrupted 25-mile an hour jour-
ney through a segment of the city where highway 
speeds are considerably lower. 

The success of the operational aspects of using 
drive-in theatres as daytime parking lots for com-
muters suggests that urban transportation companies 
might be able to achieve a very desirable second in-
come from large parking areas which are proposed 
for terminals at the end of forthcoming rapid transit 
extensions. It might be possible to consider designing 
these areas, whose plans call for 1500 to 2000 parking 
spaces to double as drive-in theatres. Located at the 
confluence of several major highways, they would 
seem to be ideal for such a double utilization of 
available space. 

B. Origin of “Park and Ride” Commuters by 
Community 

During the month February 1964, MTC field 
staff completed an inventory of automobile using 
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MTA parking lot locations. In all, 34 lots were 
surveyed and the registration number of every car 
parked at these locations was recorded. Through the 
cooperation of the Registry of Motor Vehicles, whose 
files were  made  available  to  the  MTC,  it  was  possible 
to note the town of registration for each automobile 
recorded. The home towns of 4,800 commuters were 
checked in this manner. The results proved extremely 
interesting. The following maps show the total dis-
tribution by line or sector. It is not surprising to note 
that cars parked at lots along a particular line are 
registered from communities distributed along major 
highways in the sector of the Metropolitan Boston 
area served by the line where the cars parked. 

While the residents of 14 cities and towns pay the 
annual cost of MTA operation, the cars parked at the 
MTA parking lots included cars from 182 Massa-
chusetts cities and towns. 

The most substantial number of park and ride 
commuters were from the North and South shores, 
and from the western corridor comprising Wellesley, 
Natick and Framingham. Of the 4,800 cars surveyed 
(an 85 per cent sample of cars using MTA and 
private “Park and Ride” lots) two-thirds of the cars 
were from outside the MTA district. One or more 
cars were found from 136 of the 144 cities and towns 
on the maps. It is clear that the MTA does not serve 
only the residents of the 14 cities and towns but 
rather is of importance to residents of nearly all 
the communities throughout the eastern half of the 
state. 

In order to validate and correlate this survey of 
4,800 cars parked at rapid transit parking lots, the 
MTC field staff also completed a survey of 5,600 
cars which were parked at 12 multi-level off-street 
parking garages in downtown Boston. The results of 
this survey are presented graphically in Figure 10. 
Of the 5,600 cars whose registrations were traced at 
the Registry of Motor Vehicles, 3,300, or 58 per 
cent were from outside the 14 cities and towns. The 
fact that the percentage of cars from outside the MTA 
district is lower for cars using downtown garages than 
for cars using MTA parking lots suggests that the 
MTA park and ride lots are somewhat more attrac-
tive to persons making relatively longer journeys, 
while persons traveling shorter distances to Boston 
prefer more frequently to travel all the way downtown. 
The 5,600 cars surveyed were found to be registered 
in 240 Massachusetts cities and towns, including 

nearly every community in the eastern half of the 
State. 

C. Origin of MTA Commuters 

Preliminary data tabulations, based on an origin 
and destination study of MTA patrons, are now avail-
able. This study was completed by Wilbur Smith 
and Associates, under contract with the Mass Trans-
portation Commission, and is based on a post card 
survey of MTA patrons completed in Spring 1963. 

Based on daily average of MTA riding during the 
survey period Wilbur Smith and Associates found 
that 276,000 persons enter downtown Boston daily 
via MTA rail service. Of this total 238,000 or 86 
per cent were from the MTA district. The remaining 
38,000 or 14 per cent, were from outside the 
MTA district. Figure 11 present in graphic form 
the origin by community of the 276,000 MTA pass-
engers included in the survey. 

It was found that 67 per cent of the inbound MTA 
riders were on their way to work, 9 per cent were 
entering Boston to go shopping, 5 per cent for social 
or recreational purposes, 10 per cent to go to school 
and 8 per cent for other reasons. 

For purposes of comparison the per cent of MTA 
riders for each of the 14 cities and towns, according 
to this 1963 passenger count, has been calculated. 
This comparison is presented in Table 29. As the 
table shows, according to the 1940 formula which is 
used for reimbursement of MTA deficits, Boston pays 
64 per cent of the deficit.  In 1963 Boston accounted 
for 62 per cent of the MTA passengers from within 
the MTA district, an amount approximately equiva-
lent to the number of passengers which Boston had 
in 1940. However, when the total number of MTA 
passengers is considered, including 140 instead of 
14 cities and towns, Boston contributes only 53 per 
cent of the total ridership. The passenger count from 
Quincy at 5,300, represents a larger number of riders 
than come from eight of the deficit paying 14 cities 
and towns: Arlington, Belmont, Chelsa, Everett, 
Malden, Milton, Revere and Watertown. Another 
example of the changes which have occurred since 
1940 is the case of Newton whose 1940 count was 
based on service via the Watertown car line through 
Newton Corner. Since the opening of the Highland 
Branch in 1959, which traverse the spine of Newton, 
the Newton passenger count has increased substan-
tially, so that instead of the less than one per cent 
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riders under the 1940 formula, Newton residents ac-
count for more than four per cent of the MTA riders 
today. 

The data provided by Wilbur Smith & Associates 
serves to stress again, the regional nature of the 
Boston commuter population and underlines the fact 
that the 1940 yardstick for the assessment of MTA 
deficits no longer represents a true measure of the 
origin of MTA patrons. 

D. Timetables 

A corollary to the series of MTA-MTC bus experi-
ments was the attempt to develop information about 
the value of public timetables as well as effective 
methods of presentation and production. For each of 
the 11 MTA-MTC bus routes, timetables were printed 
with different colors, column arrangements, type, 
size, headway standards, etc. being used. Interviews 
and experience suggest that the most successful time-
table in terms of public acceptance and response 
seems to be a 3¼� x 6� pocket-size card, printed in 
black ink, on colored stock. Interviews with users 

showed departure times in column form were more 
effective than the paragraph means of listing though 
the former does require somewhat more space. As a 
result of this experiment within an experiment, the 
MTA issued timetable cards following the MTC for-
mat for all of their bus and PCC car routes, effective 
with their timetable change on March 28th. 

Some 500 posters announcing that MTA riders 
could pick up timetable for their local bus route 
were posted in MTA rapid transit stations. Time-
tables are distributed through the collector at the 
rapid transit station where a given bus route termin-
ates. In a system as large and complex as the MTA, 
it is inevitable that some routes run on infrequent 
or irregular headways, especially on Saturdays and 
Sundays and in the evening. Making timetable infor-
mation available to the community seems an elemen-
tary first step in improving ridership. The cost of 
distributing timetable cards for every MTA route is 
less than $10,000 a year. If this should produce only 
a one per cent increase in MTA patronage, that in-
crease would amount to $400,000 more or less. The 
decision to provide the public with printed timetables 
is a welcome “by-product” of the MTC Demonstra-
tion Program. 
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FIGURE 12 
SAMPLE OF NEW TIMETABLE ISSUED MARCH 28, 1964 

72 

HURON AVE. – HARVARD 
WEEKDAY SATURDAY SUNDAY 

Leave 
Aberdeen 

Ave. 
Leave 

Harvard 

Leave 
Aberdeen 

Ave. 
Leave 

Harvard 

Leave 
Aberdeen 

Ave. 
Leave 

Harvard 
5:13 AM 5:02 AM 5:13 AM 5:02 AM 6:00 AM 5:50 AM 
5:33 5:21 5:37 5:25 6:50 6:35 
5:48 5:35 6:02 5:50 7:40 7:25 
6:03 5:50 6:22 6:15 8:30 8:15 
6:18 6:05 6:55 6:40 Ev. 30 min. 8:40 
6:32 6:19 Ev. 30 min. Ev. 30 min. 1:00 PM Ev. 30 min. 
6:45 6:32 12:25 AM 12:40 AM Ev. 20 min. 1:40 
6:56 6:44 12:50 12:58 6:00 Ev. 20 min. 

Ev. 10 mins. 6:54 1:08 Ev. 30 min. 5:40 
7:36 7:04 8:00 Ev. 30 min. 

� � 8:35 9:10 
8:50 10:00 

8:48 8:36 9:25 10:50 
9:00 9:00 10:15 11:40 PM 

Ev. 15 min. Ev. 15 min. 11:05 12:40 AM 
1:30 PM 1:00 PM 11:55 PM 1:00 
1:44 1:14 12:50 AM 
1:57 1:28 1:10 
2:08 1:41 
2:17 1:53 
2:26 2:03 
� 2:12 

6:11 PM � 
6:28 6:00 
6:47 6:12 
7:05 6:30 
7:25 7:10 

Ev. 30 min. 7:42 
12:25 AM 8:10 PM 
12:50 Ev. 30 min. 

1:08 12:40 AM 
12:58 

Notes: � Frequent service - Intervals 9 mins. or less. 

Performance of schedule, subject to traffic delay. 
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TABLE 29


METROPOLITAN TRANSIT AUTHORITY


ORIGIN OF MTA PATRONS 

City of Town 

U.S. 
Census 

1960 
Population 

U.S. Census 
1960 

Labor Force 

% of 
Deficit Paid 

1940 Formula 

% of 
District 

Population 

% of 
Labor Force 

in District 

Number of 
MTA Riders 

(Wilbur Smith) 

% of 
District Riders 
(Wilbur Smith) 

% of 
Total Riders 

(Wilbur Smith) 

Arlington 49,953 21,063 1.883 % 3.493 % 3.413 % 3,599 1.519 % 1.304 % 
Belmont 28,715 12,228 1.092 2.007 1.981 3,741 1.578 1.355 
Boston 697,197 303,367 64.382 48.748 49.196 147,231 62.141 53.347 
Brookline 54,044 25,624 3.096 3.779 4.152 13,116 5.535 4.752 
Cambridge 107,716 47,972 8.310 7.532 7.774 20,884 8.814 7.567 
Chelsea 33,749 13,191 2.017 2.360 2.137 3,656 1.543 1.329 
Everett 43,544 18,555 2.328 3.045 3.007 4,504 1.900 1.631 
Malden 57,676 24,340 3.368 4.033 3.944 5,003 2.111 1.812 
Medford 64,791 27,401 3.213 4.543 4.440 6,710 2.832 2.431 
Milton 26,375 10,712 0.776 1.884 1.736 3,099 1.307 1.122 
Newton 92,384 38,073 0.791 6.460 6.170 9,663 4.078 3.501 
Revere 40,080 16,234 1.635 2.802 2.630 4,415 1.863 1.599 
Somerville 94,697 40,973 5.004 6.621 6.640 8,425 3.555 3.052 
Watertown 39,092 17,112 1.291 2.733 2.773 2,884 1.217 1.044 

1,430,193 617,045 236,930 
Braintree 1,289 .467 
Dedham 1,181 .427 
Lynn 1,450 .525 
Melrose 1,731 .627 
Quincy 5,362 1.942 
Wellesley 1,152 .417 
Winthrop 3,075 1.114 
128 Other Towns 23,814 8.628 

275,984 
Origin: Wilbur Smith & Associates 
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Chapter IV 
SUMMARY REVIEW OF LEGISLATIVE 

TRANSPORTATION STUDY REPORTS SINCE 1945 

The awareness of the importance of transportation 
problems to the Massachusetts legislature is evidenced 
by the number of study reports which have been made 
by them and for the legislature since World War II. 
These reports are listed to illustrate the legislative 
background leading to the establishment of the cur-
rent Demonstration Program. 

Report of the Metropolitan Transit Recess Commis-
sion. Boston: Commonwealth of Massachusetts, 
April 2, 1945, and April 1, 1947 (Also known as 
“Coolidge Commission Reports.”) 

OBJECTIVE: The Commission was charged with 
preparing a comprehensive plan or plans for the de-
velopment of rapid transit in the Boston metropolitan 
area, including proposals for new routes, delineation 
of  the  district  to  be  served,  and  recommendations  of 
legislation to effectuate the proposals. 

RECOMMENDATIONS: Proposals for reorgani-
zation and integration of rapid transit service and 
substantive proposals for extension and improvement 
of transit routes were made in the Commission’s 
1945 report. These were subjected to further study, 
modifications were made, and the final proposals 
were presented in the 1947 report. These included: 

Public Ownership of the Boston Elevated Railway. 
It was strongly recommended that public ownership 
of the Elevated be completed by purchase of the com-
pany’s stock according to the option of the Public 
Control Act. This step was proposed as a financial 
saving to the Metropolitan District and to create the 
nucleus of the proposed public-owned rapid transit 
system. 

Metropolitan Transit Authority. A transit authority 
managed by public trustees appointed by the Gov-
ernor and including all of the towns and cities served 
by the rapid transit system was proposed to construct, 
control, and operate the system. 

Proposed Transit Routes. The route proposal con-
tained in the 1945 report and their 1947 modifica-
tions, included: 

1.	 Braintree-Savin Hill Route. Extension of the 
Cambridge-Dorchester subway from Savin Hill 
to South Braintree via the tracks of the Old 
Colony Division of the New Haven Railroad. 

2.	 Harvard Square-Arlington Heights Route. Ex-
tension of the Cambridge Subway from Har-
vard Square under Massachusetts Avenue to 
Porter Square and thence via the tracks the 
Fitchburg Division, Boston and Maine Rail-
road, to a terminal located between the Con-
cord Turnpike and Alewife Brook Parkway. 
Extension of service to Lexington from this 
terminal via the tracks of the Lexington 
Branch, Boston and Maine Railroad, was also 
proposed, as was extension of service from the 
proposed West Cambridge terminal to Walt-
ham Highlands via the right-of-way of the 
Central Massachusetts Railroad. 

3. Forest Hills-Dedham Route. Extension of the 
Everett-Forest Hills line via the tracks of the 
West Roxbury Branch, New Haven Railroad, 
to a terminal in East Dedham. It was also pro-
posed that the elevated structures on the Wash-
ington Street section of the existing line be 
replaced by a subway. 

4. Forest Hills-Hyde Park and Readville Route, 
Extension of the Everett-Forest Hills line from 
the Forest Hills station to Readville via the 
right-of-way of the New Haven Railroad. A 
possible connection of this route with the Forest 
Hills-Dedham route to provide loop service was 
suggested. 

5.	 Sullivan Square-Reading Route. Extension 
from Sullivan Square to Reading Highlands 
via the right-of-way of the Western Division, 
Boston and Maine Railroad. A branch from 
this line at Medford Junction to Medford 
Square via the tracks of the Medford Branch, 
Boston and Maine Railroad was also so 
proposed. 
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6.	 Lechmere-Woburn Route. Extension from 
Lechmere Station to North Woburn via the 
right-of-way of the New Hampshire Division, 
Boston and Maine Railroad. 

7.	 Tremont Street Subway to Riverside. Exten-
sion of the Tremont Street subway to Riverside 
via the local passenger tracks on the main line 
of the Boston and Albany Railroad. 

8.	 Kenmore-Riverside-Needham Junction Route. 
Extension from the subway under Beacon 
Street to Riverside (forming a loop with the 
Tremont Street Subway extension) by way of 
Newton Highlands via the Highland Branch, 
Boston and Albany Railroad. A branch from 
this line just west of Newton Highlands (Cook 
Junction) to Needham Junction and Birds Hill 
was also proposed. 

9. Maverick Square-Lynn Route. Extension from 
Maverick Square to Orient Heights and then 
to Lynn via the right-of-way of the Boston and 
Maine Railroad and the former location of 
the Narrow Gauge Railroad. Construction of 
the segment from Maverick Square to Orient 
Heights had been authorized subsequent to the 
filing of the 1945 report. 

Feeder Services. It was recognized that a system 
of feeder bus lines integrated with the transit system 
to bring passengers to the terminals and stations 
would be essential. It was recommended that juris-
diction over these lines and over all bus and trolley 
lines within a proposed ten mile zone be granted to 
the proposed transit authority. Automobile parking 
facilities at outlying terminals and stations were 
recommended. 

METHOD: The original study which resulted in 
the 1945 report reviewed the existing system and 
trends in transit use and population movements and 
growth. Estimates of the number of riders who would 
be attracted to the proposed transit extension were 
developed as follows: 

1. It was assumed that approximately the same 
number of persons using steam railroad and bus 
facilities for commuting prior to World War II 
would use rapid transit in the postwar era. These 
data were available from a June 1941 survey by the 
State Department of Public Works. 

2. To estimate the number of new riders that 
would be attracted to the transit extensions, a study 
was made of the results of the transit extension to 

Ashmont. On this basis it was conducted that a 
twelve per cent increase over steam railroad and bus 
commuters could be expected. This was applied as 
a standard expansion factor to the DPW data in es-
timating the number of riders on the proposed routes. 

Modifications made in the 1947 report were 
largely based on the results of public hearings held 
after release of the 1945 report in cities and towns 
that would be affected by the proposals. 

SIGNIFICANCE: The Coolidge Commission re-
ports remain the most recent comprehensive study of 
the Boston area’s mass transit system and needs. 
The studies were instrumental in achieving the shift 
from a mixture of private and public ownership to 
public control of the metropolitan transit system. 
The Commission’s assumptions about the future pop-
ulation distribution did not fully take into account 
the pace and extent of postwar suburban growth and 
core area population losses. However, this may have 
been due in part to the fact that many of the Com-
mission’s recommendations for transit extensions were 
not executed. Pending a current, comprehensive sur-
vey,  such  as  is  presently  being  proposed  by  the  Mass 
Transportation Commission, these studies still con-
stitute the principal regional plan for public transit. 

Report of the Special Commission to Investigate Rail-
road Transportation Facilities Within the Com-
monwealth (House No. 1550). Boston: The Com-
monwealth of Massachusetts, January 4, 1945. 
Reviewed the development and then current status 

of reorganization proceedings of the New Haven 
Railroad and the Commonwealth’s position on them. 

Report of the Metropolitan Transit Recess Commis-
sion (House No. 2000). Boston: The Common-
wealth of Massachusetts, April, 1947). 
The official report of the Coolidge Commission, 

including legislation for a proposed Metropolitan 
Transit Authority, and enlargement of the Boston 
Metropolitan District. 

Report the Department of Public Utilities Trans-
mitting Results of Referendum Held in the City 
of Quincy and Town of Braintree as to the Exten-
sion of the Metropolitan Transit Authority in Said 
City and Town. Boston: The Commonwealth of 
Massachusetts, May 18, 1948. 

Reported on the failure of passage of a referen-
dum proposal to extend the M.T.A, through Quincy 
to Braintree along the right-of-way of the Old Colony 
Division. 
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Special election held on May 11, 1948, results: 

Special Commission Relative to the Continuation of 
Transportation Service in the Areas Served by the 
Old Colony Division of the New York, New Haven 
& Hartford Railroad Company and in Martha’s 
Vineyard and Nantucket: First Interim Report. 
(House No. 2222). Boston: The Commonwealth 
of Massachusetts, May 5, 1948. 

Stated the Commission believed that there is a pos-
sibility of continuing the New Haven’s operation of 
rail passenger service in the Old Colony area for a 
substantial period beyond March 1, 1949. 

Special Commission Relative to the Continuation of 
Transportation Service in the Areas Served by the 
Old Colony Division of the New York, New Haven 
& Hartford Railroad Company and in Martha’s 
Vineyard and Nantucket: Second Interim Report. 
(House No. 2280). Boston: The Commonwealth 
of Massachusetts, May 31, 1948. 

Examined the New Haven Railroad’s formula for 
measuring cost of passenger service and use of the 
segregation formula. Also suggested possible alter-
native of Old Colony line being taken over by the 
Commonwealth. 

Special Commission Relative to the Continuation of 
Transportation Service in the Areas Served by the 
Old Colony Division of the New York, New Haven 
& Hartford Railroad Company and in Martha’s 
Vineyard and Nantucket: Third Interim Report. 
(House No. 2360). Boston: The Commonwealth 
of Massachusetts, June 2, 1948. 

Examined the New Haven Railroad’s formula for 
measuring cost of passenger service and South Station 
costs. Concluded that the railroad should use direct 
expense rather than a segregation formula estab-
lished in 1936. The passenger loss in 1947 on an 
allocated basis was $3.6 million whereas assigning 
only direct costs yielded a loss of $1.8 million. 

Quincy 1,581 yes 
8,257 no 

9 blanks 

9,847 total votes 
Braintree 328 yes 

3,206 no 

3,534 total votes 

Special Commission Relative to Continuation of 
Transportation Service in the Areas Served by the 
Old Colony Division of the New York, New Haven 
& Hartford Railroad Company and in Martha’s 
Vineyard and Nantucket: Fourth Interim Report. 
(House No. 2050). Boston: The Commonwealth 
of Massachusetts, December 1, 1949. 

Proposed that the New Haven Railroad make a 
firm commitment to retain passenger service on the 
Old Colony, and that the Commonwealth purchase 
the South Terminal property and lease it to the 
railroads as a key measure in permitting continued 
passenger service. This proposal recommended that 
the Commonwealth purchase the property of the Bos-
ton Terminal Company at not in excess of the upset 
price as finally fixed by the Interstate Commerce 
Commission: that it issue bonds to pay for the same 
and perhaps for such improvement as can be shown 
to be sound businesswise, and that it lease the Ter-
minal properties to the railroads for their operation 
for a forty or fifty year term, with an annual rental 
sufficient, at least, to pay in the course of the term 
the interest on the bonds and the full principal debt 
and to pay all expenses. 

This plan would relieve the railroads of from $1.5 
million to a million dollars of taxes, and a very sub-
stantial amount of bond interest. Approximately the 
difference between the interest on state bonds and on 
railroad bonds would over the years, be sufficient, 
to amortize the principal debt. Legislation introduced 
and referred to the next annual session on August 
19, 1949. 

Report of the Trustees of the Metropolitan Transit 
Authority Concerning Certain Extensions to the Exist-
ing Subway and Rapid Transit System. (House No. 
2038). Boston: The Commonwealth of Massa-
chusetts, January 1949. 

Proposed removal of elevated structures between 
Haymarket and Sullivan Squares in Boston, and be-
tween Dudley Street and Forest Hills; and their re-
placement by combined subway and rapid transit 
lines. This proposal became Chapter 747 and 753 
of the Acts and Resolves of 1949. 

Report of the Special Commission Relating to Local 
Transit Companies, (House No. 2800). Boston: 
The Commonwealth of Massachusetts, 1957. 

Review the financial condition of transit com-
panies and recommended tax abatement legislation. 
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Recommended relief from state fuel tax for those 
companies with operating ratio of 93 per cent or 
higher. 

Report of the Metropolitan Boston Transportation 
Commission, (Senate No. 463). Boston: The Com-
monwealth of Massachusetts, December 1958. 

Recommended creation of a Metropolitan Transit 
Board to coordinate the various studies of transporta-
tion, and, possibly, administer mass transportation 
matters in the area. 

Report of the Mass Transportation Commission on 
Transit Facilities Utilizing Old Colony Line, Ash-
mont to South Braintree, (House No. 2600). 
Boston: The Commonwealth of Massachusetts, 
December 1959. 

Included report of DeLeuw, Cather & Co. recom-

mending their revised Plan B for extension of rapid 
transit service to South Braintree, and a legislative 
proposal authorizing the Mass Transportation Com-
mission to operate this service 

Mass Transportation Commission. Street Railway and 
Bus Companies’ Operating Ratios in 1960, and 
Amount of Taxes Paid to State for Gasoline and 
Other Fuels in Same Year. Boston: The Commis-
sion, September 27, 1961. 

Listed bus company data on operating ratio and 
fuel taxes comparing the 1960 operating ratio with 
the 1955 operating ratio as reported earlier in House 
No. 2800, 1956. 

Special Report of the Mass Transportation Commis-
sion Relative to the Discontinuation or Curtailment 
of Service by Railroads, the Control and Mainten-
ance of Grade Crossings and Other Related Mat-
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MASSACHUSETTS STREET RAILWAYS AND BUS COMMON CARRIERS — ALSO 
1955 — OPERATING RATIO 

Operating Ratio 
Street Railways Expenses Revenue 1960 1955 

Berkshire $ 348,138 $ 340,811 120.1 99.6 
Boston, Worcester & N.Y. 957,489 992,208 96.5 96.5 
Eastern Mass. 6,796,000 6,986,000 97.3 94.7 
Fitchburg & Leominster 543,742 526,696 103.2 105.5 
Greenfield & Montague 79,714 71,070 112.1 111.9 
Holyoke 701,360 720,780 97.2 97.3 
Middlesex & Boston 1,731,000 1,776,000 97.5 99.1 
Plymouth & 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 

Bus Common Carriers (over $100,00 gross revenue) 
Airways $ 199,614 $ 193,058 103.4 93.0 
Almeida Bus Lines 448,897 489,497 91.7 102.3 
Brush Hill Transportation Co. 179,713 179,704 99.7 106.5 
Carlstrom Bus Lines 145,274 151,936 95.6 100.0 
Flanagan Bus Lines 90,458 90,788 99.6 91.4 
Gloucester Auto Bus 180,652 199,024 90.8 103.1 
Hudson Bus Lines 375,444 383,268 98.0 97.3 
Hudson Bus Lines, Inc. 358,488 390,448 91.8 105.5 
The Interstate Buses Corp. 

(Connecticut) 469,463 534,239 87.9 100.2 
Interstate Transit Corp. 223,277 215,189 103.8 107.9 
Johnson Bus Lines, Inc. 429,300 415,700 103.3 105.5 
Lynnfield Community, Inc. 157,523 147,457 106.8 95.4 
Mass. Northeastern Trans. Co. 377,617 386,861 97.6 102.4 
McIntire Bus Lines 112,571 112,679 99.9 105.6 
Michaud Bus Lines, Inc. 376,176 387,826 97.0 100.6 
Metropolitan Coach Serv., Inc. 142,877 145,230 98.4 105.4 
Peter Pan Bus Lines 621,790 751,018 82.8 98.1 
Rapid Transit, Inc. 232,717 235,192 98.9 102.7 
Service Bus Lines, Inc. 189,657 190,424 99.6 102.6 
Trailways of N.E., Inc. 2,469,458 2,693,759 91.7 101.5 
Vermont Transit, Inc. 1,538,439 1,621,755 94.9 96.8 
Western Mass. Bus Lines 151,504 165,749 91.4 91.8 
Worcester Bus Co. 2,558,000 2,685,000 95.2 98.4 
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ters, (House No. 3110). Boston: The Common-
wealth of Massachusetts, February 21, 1961. 

Urged the Commonwealth of Massachusetts to pro-
vide financial assistance to the New Haven Rail-
road, and stressed need for revision of national trans-
portation policy, substantial federal fiscal aid, 
cooperation of railroad management, labor, and bond 
holders, and of the State and local governments con-
cerned. While carefully refraining from recommend-
ing that Massachusetts give tax relief, the General 
Court passed and the Governor approved legislation 
conditionally authorizing such tax relief. However, 
the Attorney General ruled that none of the Massa-
chusetts railroads met the requirements and condi-
tions for the tax relief. 

Special Report of the Mass Transportation Commis-
sion Relative to the Organization and Financial 
Structure of the Metropolitan Transit Commission, 
(House No. 3061). Boston: The Commonwealth 
of Massachusetts, February 1961. 

Suggested need for increased state responsibility 
for the mass transportation system, and recommended 
further study of organization and financial structure 
of the M.T.A. 

Special Report of the Mass Transportation Commis-
sion Relative to the Extension and Expansion of 
Certain Rapid Transit Facilities by the Metropol-
itan Transit Authority, (House No. 3027). Boston: 
The Commonwealth of Massachusetts, March 1961. 

Discussed the need for extension and improvement 
of rapid transit facilities and recommended that 
studies leading toward a policy and program for 
public transportation in the Greater Boston Metro-
politan Region be undertaken by the Commission. 

Mass Transportation Commission. A “Philadelphia” 
Plan for Boston. Boston, Mass.: The Commission 
(mimeo) October 17, 1961. 

Examined the feasibility of subsidizing commuter 
railroads in Boston through a plan similar to that 
used in Philadelphia and concluded that such sub-
sidy should at least be investigated as an alternative 
to rapid transit extension. 

Report of the Joint Legislative Recess Committee on 
Transportation to the General Court Railroads, 
Private Bus Companies and Special Transportation 
Districts. Boston: Commonwealth of Massachu-
setts, 1962. 

Cited the need for a framework of tested informa-
tion and community agreement, and specifically rec-
ommened what has become the Mass Transportation 
Commission $5.4 million Demonstration Program and 
the $4.8 million Boston Regional Planning Project. 

Report by the Mass Transportation Commission to 
the General Court on the Engineering Feasibility 
of an Extension of Rapid Transit Service (Sullivan 
Square in Boston to Route 128 at Reading) Along 
the Boston and Maine Railroad Right-of-Way 
(House No. 3816). Boston: The Commonwealth 
of Massachusetts, April 1962. 

Reported on the engineering but not fiscal feas-
ibility of the route. Recommended that no final deci-
sion be made pending further study. Appendix 
includes the full text of the engineering analysis. 
Referred to next annual session in the House of Rep-
representatives on June 19, 1962. 
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Chapter V 
COMMUNITY RELATIONS 

A.  Advertising 

The MTC contracts with carriers called for ap-
proximately 1 per cent of the gross to be used for 
advertising except in the case of the MTA. Here the 
MTA took the position that in as much as they did 
not advertise their regular services, they did not 
want to make an exception and advertise the MTC-
MTA experiments. 

At a technical conference held in July, 1963 be-
tween the MTC, all the operators and the HHFA, it 
was decided to increase the advertising budget on 
all future contracts; the increase to go from 1 per 
cent to 2 per cent. At this juncture the MTA agreed 
to advertising and a total of $8,500 was allocated to 
cover the remaining MTA contracts. 

During the technical conference it was apparent 
that the HHFA wanted to be assured that the public 
was repeatedly informed of all experiments. Publi-

city alone does not necessarily guarantee this so that 
an increased emphasis had to be placed on adver-
tising. 

The average amount allocated for advertising in 
business today varies greatly, depending on the prod-
uct. The cosmetic field spends 14.3 per cent of gross 
and airlines 2.08 per cent in advertising. The MTC 
contracts called for so much less and, undoubtedly, 
increases in advertising would have increased pa-
tronage. 

During the MTC Demonstration Project great re-
liance was placed upon free advertising or publicity, 
but it would be erroneous to rely too heavily on this 
in the future. 

The amounts varied with each contract as with the 
forms of transportation. The following table lists the 
carriers, total amount of contract and the advertising 
budget. 

Carrier Total Amount 
of Contract 

Advertising
Budget 

Boston & Maine $2,200,000 $20,000 
New York, New Haven & Hartford 600,000 (6 mos.) 2,000 

300,000 (revised) 4,000 
MTA 

1 M.I.T. — North Station 51,750 0 
2. North Station — South Station 42,750 0 
3. Inner Circumferential 234,000 0 
4. Outer Circumferential 335,250 0 
5. Fellsway 81,750 0 
6. Fresh Pond 49,595 1,000 
7. Revere Drive-In 98,314 

�8. Neponset Drive-In 125,767 7,500 
9. Boston College 96,658 

10. Parking Lot Experiment 60,200 0 
Berkshire St. Railway Co. 50,028 (til June 1, 1963) 500 
Yellow Coach Lines, Inc. 38,675 380 
Barre Bus Co. 6,723 75 
Brush Hill Trans. Co., Inc. 27,100 275 
Eastern Mass. St. Ry. Co. 
1. Lowell Experiment 22,044 200 
2. Topsfield Experiment 41,200 400 
3. Fall River Experiment 61,400 600 
4. Lawerence Experiment 50,400 500 
5. Reduced Fare Experiment 105,000 2,000 
Fitchburg-Leominster St. Ry. Co. 113,837 1,130 
Lynnfield Community, Inc. 39,598 (Can. Mar. 2, 1963) 400 
Johnson Bus Lines, Inc. 66,260 660 
Mass. Northeastern Trans. Co. 39,598 400 
Short Line, Inc. 38,400 385 
Service Bus Line, Inc. 17,500 175 
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B. Community Relations 

In the final phase of the MTC demonstration ex-
periments, the Community Relations program became 
more active. More and more the emphasis shifted 
from publicity and press releases to person-to-person 
meetings with the community leaders. The commun-
ities have been seeking MTC spokesmen to interpret 
the results of the various demonstrations. Most of 
the 152 communities or towns, as designated for 
study by the MTC, appointed transportation com-
mittees, and the MTC has been in close liaison with 
these committees throughout the duration of the ex-
periments. As in most things some of these com-
mittees have been more active and more intensely 
interested than others. This in part can be attributed 
to their location. For example, all of the Boston and 
Maine communities have become intensely interested 
with the demonstration experiment, and they have 
followed it closely. Other communities not so located 
have not been as actively interested. Still others were 
untouched by the demonstrations. 

Between January 1963 and October 1963 (the 
time of the 5th Progress Report’s going to press), 
the MTC staff had held 35 sessions with local offi-
ials and interested citizens to provide a broader 
understanding of the nature and objectives and results 
of the program. These meetings are listed in Progress 
Report No. 5. Since October an additional series of 
community meetings were held. 

OCTOBER 9, 1963 — Senator Harrison Williams 
Meeting at the Parker House, Boston, on Mass 
Transportation Legislation. 

OCTOBER 28, 1963 — Swampscott Transportation 
Meeting. 

OCTOBER 31, 1963 — Winthrop Community Meeting, 
Winthrop. 

NOVEMBER 21, 1963 — Boston Conferama, Boston 
Public Library. 

DECEMBER 10, 1963 — Beverly Community Meeting, 
Beverly City Hall. 

DECEMBER 11, 1963 — Weymouth Board of Select-
men. 

JANUARY 6, 1964 — Wakefield League of Women 
Voters. 

JANUARY 7, 1964 — N. E. Council Trans. Committee. 

JANUARY 9, 1964 — Brookline Council for Plan-
ning & Renewal. 

JANUARY 21, 1964 — Back Bay Association. 

JANUARY 23, 1964 — Joint Legislative Recess Com-
mittee on Transportation. 

JANUARY 31, 1964 — Joint Legislative Recess Com-
mittee on Transportation. 

FEBRUARY 6, 1964 — Amesbury Rotary, Amesbury, 
Mass. 

FEBRUARY 6. 1964 — Lawrence Meeting called by 
Mayor Buckley and the Joint Legislative Recess 
Committee on Transportation. 

FEBRUARY 11, 1964 — Hamilton Community Meet-
ing, Hamilton, Mass. 

FEBRUARY 13, 1964 — Joint Legislative Recess Com-
mittee on Transportation. 

FEBRUARY 17, 1964 — Lowell Chamber of Com-
merce, Lowell. 

FEBRUARY 17, 1964 — Concord Chamber of Com-
merce, Concord. 

FEBRUARY 20, 1964 — Joint Legislative Recess Com-
mittee on Transportation. 

MARCH 3, 1964 — Salem Rotary. 

MARCH 3, 1964 — Joint Legislative Recess Com-
mittee, Quincy. 

MARCH 4, 1964 — New England Council Regional 
Meeting, Chicopee. 

C. Press Relations 

A continuing program to keep the public informed 
has emanated from the MTC. The Commission has 
attempted to use all media at all times and has 
scheduled press conferences, radio and TV appear-
ances as the occasion seemed to require. All media 
have been most intersted in the MTC demonstrations, 
and this has greatly facilitated the MTC’s task of 
informing the public. Since November 1962 an aver-
age of 10 prepared releases went out monthly from 
the MTC. As the program draws to a close the MTC 
is receiving many requests from all parts of the 
USA, Canada and Europe for the results and anal-
ysis. The story that appeared in Toronto’s Financial 
Post is one example. 
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D. Distribution of Timetables produced, 264,000. The MTC introduced individual 
timetable on particular MTA routes. This has proven 

The MTC demonstration experiment showed that so successful that the MTA Trustees voted to adopt
the riding public wanted and will use individual, easy this program as their own and have planned a mas-
to read timetables. The Boston & Maine patrons and 
communities eagerly took all of those that the MTC sive timetable production schedule. 
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Chapter VI 

CHRONOLOGY OF MASS TRANSPORTATION 
COMMISSION DEMONSTRATION PROJECT 

1961  7 December 
Combined MTC staff and Joint Special Legisla-
tive Committee on Transportation proposal for 
a Mass Transportation Demonstration Grant pre-
sented to MTC. Commission votes to apply to 
the HHFA for demonstration grant. 

1962 July 
Revised application submitted by MTC to Office 
of Transportation – HHFA, Washington. 

27 July 
Massachusetts General Court votes first matching 
funds for Demonstration Program ($1.8 million 
to be matched by Federal grant of $3.6 million.) 

9 October 
MTC receives formal notice from HHFA of 
approval of application for Demonstration Pro-
gram. Commission votes to accept Mass Trans-
portation Demonstration Grant of $3.6 million. 

18 November 
Boston & Maine Railroad contract signed; ex-
perimental service to begin in January 1963. 

27 November 
Systems Analysis Research Corporation retained 
to evaluate and report on the railroad, MTA and 
bus demonstration projects. 

10 December 
Eastern Massachusetts Street Railway Company 
begins reduced fare off-peak experiment within 
a 1.5 mile radius of downtown Lowell. 

17 December 
Service Bus Line, Inc. begins new service from 
Malden to Revere Beach. 

31 December 
As of end of 1962, contracts with four major 
carriers (Boston & Maine Railroad, Service Bus 
Company, Eastern Massachusetts Street Railway 
Company, Johnson Bus Company) had been 
signed for a total of $2,288,000. 

1963 2 January 
Johnson Bus Line begins increase service ex-
periment between Boston and Milford. 

7 January 
Boston & Maine Railroad commences new serv-
ice. 21.4 per cent increase in passenger service 
during first month of experiment operation. 

14 January 
Lynnfield Community, Inc. begins increased 
service from Wakefield to Lynn. 

28 January 
McKinsey and Company retained to develop data 
on costs of railroad commuter service to deter-
mine from operational experiments the gains 
and losses in commuter traffic and revenues and 
the cost associated with varying levels of service 
and fare structures. 

15 February 
Progress Report No. 1 issued. 

9 March 
Eastern Massachusetts Street Railway Company 
Lowell experiment terminated. 

11 March 
New Haven Railroad inaugurates new experi-
mental service. 

11 March 
Berkshire Street Railway Company begins ex-
perimental routes and increased service in Pitts-
field, Williamstown, Adams and North Adams. 

11 March 
Fitchburg & Leominster Street Railway Company 
begins six experiments in Fitchburg, Leominster, 
Ashby, Townsend and Lunenburg. 

11 March 
Massachusetts Northeastern Transportation Com-
pany begin new service, route extensions and 
increased service in the Merrimac Valley area. 
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23 March 
Lynnfield Community’s increased service experi-
ment from Wakefield to Lynn terminated. 

1 April 
MTA begins reduced fee experiment at parking 
lots. 

10 April 
Progress Report No. 2 issued. 

18 April 
Joseph Napolitan Associates, Incorporated re-
tained to organize, direct and execute a survey 
of commuter habits on certain trains of the 
Boston & Maine Railroad. 

22 April 
Brush Hill Transportation Company begins a 
new service from Stoughton to Route 128 New 
Haven Station. 

1 May 
Johnson Bus Line experiment transferred to The 
Short Line, Inc. 

1 June 
Contracts with seven additional carriers nego-
tiated bringing total to eleven amounting to 
$4,964,000. (Fitchburg and Leominster Street 
Railway Company, Massachusetts Northeastern 
Transportation Company, Lynnfield Community, 
Inc., Berkshire Street Railway Company, New 
Haven Railroad, Metropolitan Transit Authority, 
Brush Hill Transportation Company. 

5 June 
Berkshire Street Railway Company experiments 
terminated. 

5 June 
Yellow Coach Line, Inc. continues new and in-
creased service experiments in Pittsfield, Adams, 
North Adams and Williamstown, heretofore pro-
vided by Berkshire Street Railway Company. 

23 June 
MTA begins new service from North Station to 
MIT and East Cambridge; inner circumferential 
route from Dudley Station to Sullivan Square; 
extends service from Sullivan Square to Med-
ford; outer circumferential from Ashmont to 
Harvard Square and increased service from 
North Station to South Station. 

24 June 
Eastern Massachusetts Street Railway Company 
begins new service from Topsfield to Salem. 

25 June 
Progress Report No. 3 issued. 

1 July 
Barre Bus Company begins experiment: in-
creased service from Rutland to Holden to 
Worcester. 

15 July 
The Short Line begins experimental service 
from Worcester to Uxbridge 

17 July 
MTC conducted a technical conference with 
HHFA officials, representatives of carriers par-
ticipating in the experiments, representatives of 
consultants to MTC, representatives of public 
agencies and Boston Regional Planning Project 
staff. Progress Report discussions on: 

1. Boston & Maine Railroad experiment. 

2.	 MTC-Napolitan Commuter Passenger 
Survey. 

3.	 MTA Parking Experiments, MTA Bus 
Experiments. 

4. Private Bus Experiments Community 
Relations. 

5. Planning Input and Planning Liaison. 

23 July 
Service Bureau Corporation retained to compile 
passenger and revenue audits from material sup-
plied by New Haven Railroad. 

1 August 
Eastern Massachusetts Street Railway Company 
begins fare reductions experiment. 

1 August 
Revision in Boston & Maine Railroad experi-
ment, fares returned to just below pre-experi-
ment level for commuters and fares for off-peak 
commuters were further reduced. Service fre-
quency remains unchanged. 

11 August 
Eastern Massachusetts Street Railway Company 
begins increased service in Fall River. 

15 August 
Yellow Coach Lines Inc., increased service 
Adams-North Adams and North Adams-Wil-
liamstown terminated by mutual consent. 
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19 August 
Eastern Massachusetts Street Railway Company 
begins new service from Boston to Lawrence. 

31 August 
Fitchburg and Leominster Street Railway Com-
pany experiments to Ashby and Townsend ter-
minated. 

31 August 
Mass. Northeastern Transportation Company 
three new service experiments terminated. 

3 September 
MTA begins drive-in theater parking lot experi-
ments with express service and new bus service 
between Boston College and Kenmore Square. 

18 September 
Progress Report No. 4 issued. 

19 October 
Massachusetts Northeastern Transportation Com-
pany — two Newburyport area experimental 
routes terminated. 

2 November 
Brush Hill Transportation Company experiment 
terminated. 

4 November 
Joseph Napolitan Associates, Incorporated, re-
tained to conduct a survey to determine factors 
which influence the public’s choice of mode of 
transportation. 

17 November 
Service Bus Company experiment ends. Com-
pany continues most of route. 

17 November 
Eastern Mass. terminates Topsfield to Salem 
experimental route. 

23 November 
MTA terminates Inner Circumferential Route 
E-3. 

23 November 
MTA terminates Elm Street, Medford to Sullivan 
Square Route E-4. 

28 November 
MTA terminates Revere Drive-In Theater Ex-
periment, E-11. 

4 December 
Yellow Coach Lines Inc.—new service to Francis 
Plaza Shopping Center terminated. 

28 December 
MTA Route E-2 (North Station-MIT) termi-
nated. 

28 December 
MTA Route E-5 (Ashmont-Harvard Square) 
terminated. 

28 December 
MTA Route E-6 started (Ashmont-Reservoir). 

28 December 
MTA Route E-8 terminated; Fresh Pond Drive-
In-Theater in West Cambridge with rapid transit 
terminated Harvard Square. 

28 December 
MTA Route E-9 (Boston College-Kenmore) 
Square) bus service paralleling the existing 
street car service continued by MTA on its own. 

31 December 
The short Lines Inc., (Johnson Bus Lines Inc.) 
Boston-Milford experiment terminated. 

31 December 
First Eastern Mass. Street Railway Company re-
duced fare contract concluded. 

1964 3 January 
First Boston & Maine Railroad experiment con-
cluded. 

4-6 January 
Boston & Maine Railroad operational returned to 
1962 level of service. 

7 January 
Second Boston & Maine Railroad experiment 
started. 

12 January 
Eastern Massachusetts Street Railway Company 
begins second North Shore reduced fare experi-
ment. 

15 January 
Yellow Coach Lines Inc. termination of remain-
ing experiments (Waconah Hts.-Wilson Park 
Housing and Green Ridge Housing Develop-
ment.) 

9 February 
Eastern Massachusetts Street Railway Company 
— Fall River experiment concluded. 

12 February 
MTA Parking Lots — reduced fee experiment 
concluded. 
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15 February 
Eastern Massachusetts Street Railway Company 
— Lawrence-Boston experiment terminated. 

29 February 
Fitchburg and Leominster Street Railway Com-
pany — All remaining experiments terminated. 

29 February 
Barre Bus Co. — terminated increased service 
Worcester to Rutland. 

6 March 
New Haven Railroad experiment terminated. 

21 March 
Boston & Maine Railroad concludes second ex-
periment and returns to pre-experiment fares 
and service levels. 

21 March 
Eastern Massachusetts Street Railway Company 
concludes second North Shore reduced fare 
experiment. Fares returned to pre-experimental 
level. 

27 March 
Metropolitan Transit Authority — remaining ex-
periments concluded. 

28 March 
The Short Line, Inc. (Uxbridge-Worcester) ex-
periment concluded. 
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