






























































































































































































































































General Characteristics of Past Central Mass. Stations

Except for a section of paved platform at South Sudbury, none of the past station
sites on the Central Mass. have any remains of platforms, lighting, or parking
facilities that would be suitable for future rail passenger service, so construction
costs would be similar for these sites or entirely new ones. Most of the past
stations were located when the line was constructed in the 1880s. Access then
would have consisted mainly of walk-ins with some drop-offs by horse and
carriage, so there was no reason to provide for all-day vehicle parking. Traffic
levels on the line never grew sufficiently to call for major station modernization.
Several of the original station buildings were still in use when passenger service
ended in 1971. A few had been replaced because the older ones had burned or
were too large to maintain economically. Off-street parking at stations on the
line consisted at best of a few unpaved spaces.

Locations of Past Central Mass. Stations

In the final years of operation of Central Mass. passenger trains, the only station
on the Fitchburg Main Line served by these trains was Porter Square in
Cambridge. Because of the importance of Porter as a destination, future Central
Mass. trains would also stop there. The only currently active stations between
Porter and the former junction at Clematis Brook are Waverley and Belmont.
Service to these by Central Mass trains would be optional. If the Central Mass.
diverged at the Stony Brook Junction site, trains could also stop at Waltham and
Brandeis/Roberts. At present, all Fitchburg Route trains are scheduled to stop at
Waltham, and Central Mass. trains probably would also if routed this way. Past
Central Mass. trains stopped at two stations in Waltham (Waltham North and
Waltham Highlands). If future service were run on that alignment it would
probably include one station in Waltham.

All Fitchburg Route trains except for one inbound and two outbound stop at
Brandeis/Roberts. In addition to serving inbound work trips to Cambridge and
Boston, this is the destination station for trips to Brandeis University and a
nearby office park. It is likely that at least some Central Mass. trains would also
stop there if routed that way.

On the remainder of the Central Mass. between Waltham and Berlin, there were
historically two stations each in Weston and Wayland, three each in Sudbury and
Hudson, and one each in Bolton and Berlin. Individual station locations are
described in greater detail below, with mileages from North Station in
parentheses. These distances are via the original alignment through Waltham.
Distances via a new Fitchburg Line connection would be 0.8 mile longer.
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Weston

In Weston, the stations were Weston, at Church Street (12.9 mi.) and Cherry
Brook, at Concord Street (13.7 mi.). Both were still being served when passenger
service on the Central Mass. ended in 1971. Neither was heavily patronized, but
Weston Station served the greater number of riders.

The original Weston Station building still exists on the site, but is vacant. It could
potentially serve as a waiting facility for a future walk-in station, but there is
little room for parking there. Kendal Green Station on the Fitchburg Line is also
on Church Street, less than one mile from Weston Station.

Cherry Brook Station had a small wooden shelter, which has deteriorated beyond
repair. Silver Hill Station on the Fitchburg Line is 1.9 miles north of Cherry
Brook. It is closer to more homes than Cherry Brook Station would be, but is one
of the least-patronized stations in the MBTA commuter rail system. (Only two
inbound trains a day stop at Silver Hill, both in the A.M. peak. A November
1994 CTPS count found four boardings on each train at Silver Hill.)

Wayland

In Wayland, the stations were Tower Hill, at Plain Road (15.3 mi.) and Wayland,
at Sudbury Road (16.5 miles). Both were still being served when passenger
service on the Central Mass. ended, with Wayland Station being used by the
greater number of riders.

Tower Hill had a small wooden shelter, which has now deteriorated beyond
repair. This site is in a residential area with no room for parking. The original
Wayland Station building has been restored by the town, and is used as a gift
shop. Its site at the convergence of state Routes 27 and 126 and U.S. Route 20
would be the most centrally located of any in town, but a modern station there
would be incompatible with the historic station. Some possible alternate station
sites for Wayland are discussed in chapter 3.

Sudbury

In Sudbury, the stations were East Sudbury, at Landham Road (18.6 miles),

South Sudbury, at Union Avenue (19.7 miles), and Wayside Inn, at Dutton Road
(21.6 miles). East Sudbury and South Sudbury were still being served when
passenger service on the Central Mass. ended, with South Sudbury being used by
the greater number of riders. The Wayside Inn stop had been discontinued in the
1930s.

There does not appear to be sufficient vacant land around the East Sudbury
Station site to provide adequate parking. South Sudbury would be a likely
station site on a future Central Mass. extension, and is discussed in greater detail
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in chapter 3. The Wayside Inn Station site is in a residential area, with poor
access from Route 20 and no room for parking. No station buildings remain at
either East Sudbury or Wayside Inn now. A small wooden enclosed waiting
room built in the 1950s at South Sudbury still exists, but is currently vacant.

Hudson

In Hudson, the stations were Ordway, at Parmenter Street (23.9 miles),
Gleasondale, at Chestnut Street (25.4 miles), and Hudson, between Felton and
Pope Streets 27.7 miles). Ordway and Gleasondale were used until the outer
limit of passenger service was cut back to South Sudbury in 1965. Hudson
Station was served until October 1958, when remaining Central Mass. trains were
re-routed onto the Marlborough Branch at Gleason Junction. The Hudson
Station on that line was at Broad Street, south of Main Street. This station was
about the same distance from Boston as the Felton Street station, and was used
until 1965.

There is some vacant, industrially zoned land at Ordway Station, but the site is
not close to any state highways. No station building remains there now. The
station at Felton Street has been remodeled into professional offices. The limited
parking at this site is used in conjunction with these offices. (The shift in
passenger train routing in Hudson was apparently made more to facilitate the re-
use of the station than for transportation reasons.) The site is, however, near the
intersection of Routes 85 and 62, which would make it a convenient drop-off
location. A possible new station site in Hudson between the former Ordway and
Gleasondale sites is discussed in chapter 3.

Bolton

The Central Mass. right-of-way passes through the southern edge of the town of
Bolton for a distance of less than 1,000 feet. The station for that town was South
Bolton, near the crossing of Central Street on the Hudson-Bolton town line. This
was 0.3 miles east of the present location of Route I-495. This station was
discontinued in the early 1930s. No building remains there now. The site is near
the interchange of Routes 62 and I-495, but has no room for parking. A new site
closer to I-495 would be preferable. Such a site is discussed in chapter 3.

Berlin

Berlin Station was at Highland Street in Berlin, 1.4 miles west of I-495. It was
served until 1958, when the outer end of Central Mass. passenger service was cut
back to Hudson. The site is in a residential area, with inadequate room to
provide for parking. No station building remains there now.
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Proximity of Potential Station Sites to Major Highways

As discussed in chapter 2, most of the towns along the Central Mass. right-of-
way have no limited-access highways within their borders. In Weston, a new
commuter rail station is planned on the Framingham Line directly beside the
interchange of the Mass. Turnpike and Route 128. On the Central Mass., the
nearest point to this interchange by road would be three miles away. Therefore,
a Weston station on the Central Mass. could not be expected to attract any traffic
via the Mass. Pike that would not otherwise go to the new Framingham Line
station.

Between the Waltham-Weston border and South Sudbury, U.S. Route 20 runs
parallel with the Central Mass. at a distance of half a mile or less. At South
Sudbury they begin diverging, but are only two miles apart at the western border
of Sudbury. Because of this proximity, and the locations of other streets in the
towns, much of the traffic approaching the railroad would do so at least in part
via Route 20. The potential new station sites discussed in chapter 3 in Wayland
and Sudbury would have slightly better access from Route 20 than the station
locations that were used in the past, but the differences would not be sufficiently
great to make conclusions of the study dependent on obtaining these specific
sites.

In Berlin, the Central Mass. right-of-way crosses Route I-495 at its interchange
with state Route 62. The orientation of I-495 at this point is generally north and
south. The next interchange to the north of Route 62 is at Route 117 in Bolton.
This would provide quick access to the Central Mass. from the Center of Bolton,
but the 1990 Census showed only 114 residents of that town working in Boston
or Cambridge.

The next interchange to the north of Bolton is at Route 111 in Boxborough, 7.3
miles from Route 62. The driving distance to the Littleton /495 Station on the
Fitchburg Line is under 4.5 miles from any point in Boxborough, however.
Therefore, Central Mass. service could not be expected to attract any riders via
I-495 from towns further north than Bolton.

To the south of Route 62, the next two interchanges on 1-495 are both in
Marlborough, at Route I-290 and at U.S. Route 20. Marlborough residents using
the Central Mass. could use either the I-495/Berlin station or a South Sudbury
station. About two thirds of the land area of Marlborough, and an even higher
proportion of the population, is situated to the east of I-495. Therefore, the
majority of Marlborough residents would have to start by driving in the opposite
direction from Boston to reach I-495. From the center of Marlborough, driving
time to the I-495/Berlin station would be about two minutes faster than the
driving time to South Sudbury, but the time on-board the train would be 17
minutes less from South Sudbury. The time advantage of South Sudbury would
increase from points east of Marlborough Center. It would decrease from points
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further west, but there would be few, if any, points in Marlborough from which
overall travel time would be faster via I-495/Berlin. South Sudbury would have
the added attraction of being in a lower fare zone.

The next interchange south of Marlborough on I-495 is at Route 9 in
Westborough, but from there, planned stations on the Framingham/Worcester
commuter rail line would be much closer. On I-290 west of Marlborough there
are two interchanges in Northborough, but most of the population of this town
would have faster access to stations on the Framingham/Worcester Line than to
the Central Mass. Beyond Northborough, there are two interchanges in
Shrewsbury, but that town is also closer to the Framingham/Worcester Line. In
conclusion, a station at I-495 would be of very limited advantage in attracting
riders to the Central Mass. line.

As discussed in ’Chapter 3, a station in Hudson near Kane Industrial Drive would
be on the primary traffic route from Hudson to Sudbury and towns to the east,
although it is not a numbered highway. State Route 62 joins Main Street 1.5
miles west of Kane Drive and continues west through downtown Hudson, past
the Berlin/I-495 station site, and into Clinton and beyond. The Kane Drive
station would be 4.3 miles from the center of Stow via a combination of Route 62
and local roads. It would be 6.8 miles from the center of Bolton via a
combination of routes 85 and 62 and Main Street. Because of road layout, a Kane
Drive station would be less convenient than South Sudbury for most trips
originating in communities south of Hudson. None of the towns that would be
served by the station are major sources of trips to Boston or Cambridge.
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APPENDIX E - RIDERSHIP ESTIMATION METHODOLOGY

Chapter 4 of this report describes the travel markets expected to be served by a
Central Mass. extension, and summarizes the predicted ridership from these
markets. This appendix provides further details in the methods that were used
in estimating ridership.

Extension Share of Boston Proper Work-Trip Market at 1990 Travel Levels

The share of the Boston Proper work-trip market captured by the existing
commuter rail lines varies widely among the cities and towns served. These
differences can be attributed to many underlying causes, but are influenced
strongly by the range of options available to residents of these communities. In
general, among cities and towns with direct commuter rail service, the highest
rail market shares are found where average rail travel speeds are highest,
highway access to Boston is poorest, no other direct transit alternatives are
available, and rail access is unconstrained by parking capacity. Rail typically
also attracts higher market shares as travel distance from Boston increases.

A Central Mass. Line would terminate at North Station, so passengers alighting
there would have the same options for continuing to their final destinations as
passengers on other North Side Lines. Based on Census and survey data for
communities on existing North Side lines, a Central Mass. extension with
unconstrained parking could be expected to capture about 40% of the work trips
to Boston Proper from its on-line towns. In general, commuter rail captures
smaller shares of trips from cities and towns without stations than from those
with direct service, but there are exceptions. These are most likely to occur in
cases where direct transportation service to Boston by modes other than rail is
inconvenient, but there is good access to a rail station in a nearby town. These
conditions would apply in the Central Mass. market area. Therefore a 40% factor
was applied to both the on-line and off-line Central Mass. communities.

The 1990 Census results show a total of 1,663 Boston Proper work trips from
Wayland, Sudbury, Hudson, Bolton, Berlin, Marlborough, Clinton, Boylston, and
the southern half of Stow. A 40% share of this market would equal 665 trips.

Extension Share of Other Boston and Cambridge Work-Trip Markets at 1990
Travel Levels

Using procedures similar to those used for estimating Boston Proper work trips,
it was concluded that a Central Mass. extension could be expected to capture
about 15% of the work trips to Boston destinations outside Boston Proper from
its market area. The 1990 Census results show a total of 1,465 other Boston work
trips from the Central Mass. market area, of which a 15% share would be 220.
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At present, the Fitchburg Line is the only MBTA commuter rail line providing
direct service to Cambridge. Despite this, it captures smaller shares of
Cambridge work trips from its service area than most of the other lines capture
from theirs. This is partly because the Fitchburg Line corridor also has much
more convenient highway access to Cambridge than do most other corridors. In
addition, ridership at many Fitchburg Line stations is constrained by parking
capacity. Central Mass. trains would enter Boston over the Fitchburg Line, and
residents of its market area also have access to the same highways to Cambridge
used by Fitchburg corridor residents. The Fitchburg Line share of Cambridge
work trips from most towns in its service area is about 10%. It was assumed that
with unlimited parking the Central Mass. would capture 15% of Cambridge
work trips from its service area. The 1990 Census results show a total of 950 such
trips, of which a 15% share would be 143. (A 15% share would be consistent with
results from other North Side lines. A 10% share would be only 48 fewer riders.)

Extension Share of Other Travel Markets

In the preceding sections, the estimated number of work trips to all of Boston and
Cambridge that would be captured by a Central Mass. extension totals 1,027.

The 1993 survey results show that for the North Side lines as a whole, work trips
accounted for 86% of all trips with final destinations in Boston or Cambridge.
Applying the same factor to the Central Mass. results in an estimated 164 non-
work trips to Boston or Cambridge, or a total of 1,192 trips for all purposes.

The survey results also showed that for the North Side lines as a whole, 92% of
all trips for all purposes were destined for Boston or Cambridge, and 8% for
other locations. With similar proportions, Central Mass. service would be
expected to attract 103 riders with destinations outside Boston or Cambridge.
With trip purpose proportions similar to those on other North Side Lines, about
45 of these would be work trips. These would include both interzone trips (that
is trips between two stations served directly by Central Mass. trains excluding
North Station and Porter Square) and trips passing through Boston or
Cambridge.

Much of the interzone travel on the present North Side lines consists of private
school and college students. The Central Mass. would be able to serve student
travel to Brandeis University from new stations further west, but there are no
schools on the Central Mass. itself that would generate ridership. Based on an
examination of possible interzone destinations on Central Mass. trains, and of the
origin and destination patterns and trip purposes of interzone trips on the
Fitchburg Line, it was estimated that Central Mass. trains would carry only about
22 interzone trips per day. Most of these would be destined for points in
Waltham or Belmont. Therefore, of the 103 trips to points outside Boston or
Cambridge, 80 would be made via Porter or North Station.
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Total estimated ridership for the Central Mass. to all destinations for all trip
purposes adds up to 1,295.

Ridership Changes from 1990 to 1996 and Future Years

As discussed above, work trips to Boston would account for the largest portion
by far of ridership on a Central Mass. commuter rail extension. Therefore, in
estimating ridership in future years, it is most important to examine changes in
work travel. The most comprehensive information on work trips is that
provided by the U.S. Census Journey-to-Work survey. This is conducted in
conjunction with the regular decennial Census, so the most recent figures
available are from 1990. Some changes in travel patterns would be expected in
the six years since these figures were collected, and institution of commuter rail
service implies a relatively long-term investment in fixed facilities. Thus, it is
important to try to update the 1990 figures both to the present and to various
future years.

Adjustment from 1990 to 1996

Between census years, the Census Bureau prepares estimates of population for
states, counties, and municipalities at two-year intervals. Town-level figures are
based largely on a sampling of information contained in income tax returns. The
estimation process takes considerable time to complete. The most recent
estimates are for population as of July 1, 1994, and these were released in the fall
of 1995. These estimates do not include any journey-to-work information.

The Census population estimates for cities and towns in the Central Mass. service
area, further extrapolated to 1996, indicate overall population growth of about
5% in this area since 1990. As a result of economic conditions, however, overall
Boston and Cambridge employment was essentially the same in 1996 as in 1990.
Since work trips to Boston and Cambridge would be the predominant source of
ridership on a Central Mass. extension, it was concluded that forecasts based on
1996 conditions would not differ significantly from those using the 1990 data.

Projected Demand for Year 2020

Of the nine cities and towns assumed to account for most Central Mass. trip
origins, Wayland, Sudbury, Hudson, Marlborough, and Bolton are in the
Metropolitan Area Planning Council (MAPC) Region. These five accounted for
93% of the Boston and Cambridge work trips from the nine cities and towns
combined in 1990. For the same five municipalities, MAPC projects an overall
population increase of about 15% between 1990 and 2020. A proportional
increase in ridership on the Central Mass. as a whole would raise weekday
inbound boardings to 1,490. MAPC's projected employment increase in the City
of Boston between 1990 and 2020 is only 5%, however. Unless a disproportionate
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share of new jobs in Boston went to Central Mass. area residents, a maximum of
about 1,360 riders would be more likely.

Additional Ridership Attracted to Fitchburg Line

As discussed in Chapter 4, diversions to the Central Mass. would free about 140
parking spaces at Fitchburg Line stations where ridership is now severely
constrained by parking capacity. These would likely be re-filled by passengers
who currently drive to Alewife station or Riverside.

Additional impacts on Fitchburg Line ridership would depend on the operating
strategy for Central Mass. trains between the junction of the two routes and
North Station. Because of the importance of Porter Square as an alighting stop,
all Fitchburg Line and Central Mass. trains would stop there. Brandeis/Roberts,
Waltham, Waverley, and Belmont could be served exclusively by Fitchburg Line
trains as at present, by all trains on both routes, by some trains on each route, or
by Central Mass. trains only. Increasing the number of trains stopping at any of
these stations would be expected to attract additional boardings there. Replacing
service now provided at these stations by Fitchburg Line trains with service
provided by Central Mass. trains would reduce running time for Fitchburg Line
trains from stations further west, and would be expected to attract additional
ridership to those stations.

Counts taken in 1994 showed a combined total of 552 A.M. peak boardings at
Brandeis/Roberts, Waltham, Waverley, Belmont, and Porter. Waltham and
Porter were each served by five trains in this time span, and the others by four
each. The maximum additional A.M. peak service that would be provided by
Central Mass. trains at these stations would be five trips. Based on past service
experiments on the Boston system, the elasticity of peak-period commuter rail
service to changes in frequency is about 0.2 (i.e. a 100% service increase would
result in a 20% ridership increase). Applying this factor to ridership and service
levels at each of the five stations, adding five Central Mass. trains would attract
about 105 additional peak riders and adding four trains would attract about 85.
All but about 10 to 15 of these riders would be diverted from other MBTA
services, including Waltham and Riverside express buses and the Red Line.

Off-peak ridership is typically more sensitive than peak ridership to frequency
changes, with an elasticity of about 0.5. About 75% of the off-peak inbound
ridership at inner stations on the Fitchburg Line consists of the return halves of
reverse-commuting trips, however. Changes in the number of these trips would
be expected to be most sensitive to changes in the level of outbound A.M. peak
service, with the peak elasticity factor applying. For purposes of analysis, a
composite elasticity factor of 0.28 was used for off-peak service.

The two levels of off-peak service analyzed in detail for the Central Mass. were
11 trips (the same as current service on the inner end of the Fitchburg Line) or
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four trips (the same as the outer end of the Haverhill Line) in each direction.
Adding the more frequent service to existing service at the stations on the shared
segment would attract about 95 additional off-peak riders. Adding the less
frequent service would attract about 40 additional riders. Because of the more
limited alternatives in off-peak hours, about 90% of these would be new transit
trips.

Under a strategy of replacing rather than supplementing Fitchburg Line service
at inner stations with Central Mass. trains, some provision would need to be
made for passengers making interzone trips to stations in Waltham or Belmont
from points further west on the Fitchburg Line. The 1994 counts showed a
combined total of 48 A.M. peak alightings at Brandeis/Roberts, Waltham,
Waverley, and Belmont. Half of these (24) were at Brandeis/Roberts.
Continuing to stop Fitchburg Line trains there would maintain service for
interzone passengers destined there, and would allow passengers for the other
three stations to transfer to Central Mass. trains. From stations west of
Brandeis/Roberts, running times to Porter and North Station would be reduced
by about 4.5 minutes as the result of omitting stops at Waltham, Waverley, and
Belmont.

Assuming a travel time elasticity of 0.35 (based on published studies from other
cities) a 4.5-minute travel time reduction would have a fairly small impact on
Fitchburg Line ridership. With unconstrained parking, a combined total of 50
additional A.M. peak boardings would be expected at stations west of Brandeis/
Roberts. Parking is constrained at most of these stations, however. Diversions of
riders to stations on a Central Mass. extension would free some parking capacity,
but the analysis indicates that these spaces would be re-filled even with no
service improvement on the Fitchburg Line. With ridership increases limited to
passengers with access modes other than park-and-ride, the increase in A.M.
peak boardings at outer stations would be only about 25. (Some of this gain
might be offset by losses of interzone passengers for Waltham, Waverley, or
Belmont who would be unwilling to transfer at Brandeis/Roberts.)

Under this strategy A.M. peak boardings at Brandeis/Roberts would be expected
to increase both because of more frequent service and because of reduced
running times to Porter Square and North Station. The overall increase would be
about 20 to 25 riders. The increased service frequency at Porter would add about
15 riders there. The combined ridership increase at all stations would be 60 to 65,
of which only about 10 would be new transit riders. This compares with 85 to
105 A.M. peak riders (but still only 10 to 15 new transit riders) attracted by
having trains from both routes serve all stations in Waltham and Belmont.

Most off-peak Fitchburg Line trains now stop at Waverley and Belmont only on
demand, of which there is often none. Therefore, shifting off-peak service at
these stations to Central Mass. trains would have little actual impact on travel
times for Fitchburg Line trains. Off-peak ridership from stations west of
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Waltham to Porter Square or North Station is relatively low (about 300 inbound
riders per day in 1993). Elasticity formulas, adjusted for parking constraints,
indicate that fewer than 10 additional riders would be attracted at stations west
of Waltham during off-peak hours. Most of these would be diverted from other
transit services.

As in the A M. peak, ridership at Brandeis/Roberts and Porter would increase as
a result of having both Fitchburg Line and Central Mass. trains stopping there.
The combined gain at these stations would range from 30 to 75, depending on the
number of Central Mass, trains added. All but about 15 of these would be new
transit riders.
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APPENDIX F - HISTORY OF CENTRAL MASS. CORRIDOR PUBLIC
TRANSPORTATION SERVICE

Previous Rail Passenger Service

Construction of the Central Mass. rail line was started by a company chartered in
1869 as the Massachusetts Central Railroad. This company's line was to have
branched from the Fitchburg Railroad (now the MBTA Fitchburg Line) at Stony
Brook Station, on the border of Weston and Waltham??. The Fitchburg Line itself
had been completed from Boston to Fitchburg in 1845. A station at the present
Kendal Green site was established before 1850.

Service on the Massachusetts Central between Boston and Hudson began in 1881,
and was extended west through Berlin and Clinton to Holden in 1882. By the
time the first section opened, the Mass. Central was controlled by the Boston &
Lowell Railroad interests. Because of this, it was continued east to a connection
with the B&L system at North Cambridge (as described in appendix B) rather
than connecting with the Fitchburg in Weston.

The Massachusetts Central was reorganized in 1883 as the Central Massachusetts
Railroad. The line reached its maximum extent in 1887, when it was completed
to Northampton. Passenger trains from Boston were run over the entire line, but
schedules suitable for work trips to Boston were generally operated from no
further west than Oakdale Station in West Boylston. As the result of corporate
mergers and leases, the Central Massachusetts, the Fitchburg and the Boston &
Lowell Railroad had all become part of the Boston & Maine Railroad system by
1900. In 1903, in conjunction with a line relocation forced by the construction of
the Wachusett Reservoir, the outer terminal for commuter-oriented service on the
Central Mass. became Clinton Station on the Boston & Maine's present Worcester
Route Main Line. The segment of the Central Mass. line immediately west of
Oakdale Station was abandoned in 1939, partly as a result of damage from the
1938 hurricane.

Passenger service on the Central Mass. line peaked about 1903, when there were
fourteen round trips per day between Boston and Wayland or points further
west. Substantial service cutbacks on the line began during World War I, and
continued thereafter. In May 1958, the outer limit of passenger service on the
Central Mass. was cut back from Clinton to Hudson, and frequency was reduced
to two round trips per day. In October 1958, these trains were re-routed from the
Central Mass. to the Marlborough Branch west of Gleason Junction, terminating
near Washington Street in Hudson. This service was reduced to a single round
trip in June 1959. This configuration lasted until January 1965, when service was
cut back to South Sudbury. MBTA subsidization of B&M commuter service

17This station was at the present crossing of the Fitchburg Line and the Boston Post Road (U.S.
Route 20).
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began at that time. Sudbury was the outermost town in the MBTA District on the
Central Mass. The town of Hudson would have had to contract with the MBTA
to retain service, but chose not to because of low ridership.

A 1968 passenger count showed an average of 77 weekday inbound riders a day
on the Central Mass. trains. Service to South Sudbury continued until November
1971, when deteriorating track condition, low ridership and budgetary
constraints combined to bring an end to all Central Mass. passenger service. An
experimental increase of frequency to four round trips per day in the final weeks
had failed to attract substantial numbers of additional passengers.

Express Bus Service

Despite the discontinuance of passenger service on the Central Mass. line, there
has also been a substantial decrease in the amount of bus service to Boston from
most points in the Central Mass. corridor since 1971. This implies that even after
population growth, the demand for direct public transportation service from this
area to Boston has fallen. Details of experience on individual routes are provided
below. Additional information on the routing and ridership of those routes that
are still in operation is contained in chapter 2 and appendix A.

Post Road Line

This route runs from Northborough to Boston via Routes 20 and 128 and the
Mass. Turnpike. It is the last surviving remnant of a route between Worcester
and Boston which was initiated in 1924. Until the early 1970s, service on this
route was run on hourly headways throughout the day. Because of declining
ridership, service was cut back to four round trips a day in 1973. Additional
cutbacks occurred over the next decade. There have also been several changes in
operators. Since 1984, only one round trip per day has been run on this route.
Funding for this service has been provided through the MBTA /EOTC
Interdistrict Transportation Service Program since 1987. Prior to that, the route
was unsubsidized.

Hudson-Boston Route

This route was started by Gulbankian Bus Lines in 1988, replacing a route from
Southborough to Boston that had been started by the same company in 1981.
Gulbankian is still the operator. The level of service has never exceeded the
present three round trips per day, provided since about 1990, but there have been
some slight adjustments in departure times. Prior to 1994, the only Boston stops
on the route were Copley Square and Park Square.
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Former Wayland-Natick-Newton Corner Route

A bus route between south Wayland and South Natick via downtown Natick
was established in 1925 by the Middlesex and Boston Street Railway Company
(M&B) in place of a trolley line. Alternate trips ran from Wayland endpoints on
Route 27 at School Street and on Route 126 at Stonebridge Road. Connections to
the Framingham commuter rail line were possible at Natick Station. This route
was still operating in 1964, when the MBTA began subsidizing Mé&B service, but
had service only in peak hours by then. Passenger counts in 1968 showed only
about 40 passengers a day in each direction on this route, with only about 10
boardings in Wayland.

In 1969, the route was substantially restructured. The two separate northern
endpoints were replaced by a one-way loop by extending both branches to the
southerly junction of routes 27 and 126. The segment from Natick to South
Natick was dropped, and buses were run through from Wayland to Newton
Corner via state Routes 135 and 16. (Previously a transfer to a separate route at
Natick had been needed to accomplish the same trip.) This route connected at
Newton Corner with MBTA express bus service to Boston, and at Woodland
Station with the Green Line.

In June 1972 M&B went out of business and the MBTA assumed direct operation
of most former M&B routes. Service from Wayland to Natick was permanently
discontinued in September 1972, however.

Bus Routes Serving Towns Adjoining the Central Mass. Corridor

Littleton-Boston Route

This route was established by Yankee Line in 1986, replacing a route between
Fort Devens and Boston that had been discontinued by another carrier the
previous year. The present routing, stops, and service level have been in effect
since 1991. The earlier route was the successor to one between Boston, Fitchburg
and points west that was first established in the 1920s. Service frequency was
increased substantially in 1965 as the result of the discontinuance of commuter
rail service west of Ayer on the Fitchburg Line. The peak service level on the bus
route was reached around 1970, when there were 12 round trips a day. The re-
institution of commuter rail service to Fitchburg in 1980 was followed by
substantial cutbacks in the bus schedule over the next few years. Service was
discontinued west of Fort Devens about 1984.

Shoppers World-Boston Routes

The Route 9 local service, which originates in Worcester, is the older of the two
bus routes from Framingham to Boston. It is a successor to a route started in
1932 to replace a trolley line. The Shoppers World express route originated in
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1965 as part of a variation of the older Worcester route. Separate short-turn
service to Boston from Shoppers World and Edgewater began in 1972.

Discontinued Marlborough-Boston Express Route

In addition to the Post Road and Gulbankian routes, a third express bus route
from Marlborough to Boston was operated by Peter Pan Bus Lines
experimentally during 1993, but was unsuccessful. It was run as an extension of
Peter Pan’s Shoppers World Express Route, and served one stop in Marlborough
on Route 20. This route had four inbound and six outbound trips per day,
including two inbound A.M. peak and two outbound P.M. peak trips. The
scheduled time from Marlborough to Copley Square was one hour and five
minutes, compared to one hour via the Post Road line.
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