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• High quality of life
• Low environmental impact
• Strong economy
• Health

Sustainable Transportation 
Benefits



Healthy Communities



Low Environmental Impact



Economic Benefits



Areas of Focus

• Outreach and education
• Reducing the traffic 
impact of development

• Adapting infrastructure to enable people of all ages and abilities 
to travel by foot, bike, and transit

• Working regionally to increase transit use and capacity



Cambridge, MA
Safe Routes to School

Promoting safe walking & biking to school



Outreach and Education
• Written materials
• Events and classes



Reducing the Traffic Impact of 
Development
• Parking and Transportation 
Demand Management (PTDM) 
ordinance

• Good access for pedestrians, 
bicyclists, and transit users

‐‐ Special Permit Review
• Good parking facilities for 
cyclists and those who rideshare



Development and 
Traffic
• Added almost 4 million 
square feet in Greater 
Kendall from 2000‐2010

• 37.6% growth in built 
square footage

• Daily Traffic Volumes 
remained consistent or 
decreased 0
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Adapting our Infrastructure 

Redesigning streets to enable 
people of all ages to travel both 
safely and conveniently by foot, 
bike, and transit (Complete Streets)

• DPW Five Year Plan for Street & 
Sidewalk Reconstruction



Expanding our Infrastructure 

• New technologies make transit use 
easier through apps and real‐time 
displays

• Piloting of transit priority 
treatments



Working Regionally to Increase Transit 
Use and Capacity
• Planning for new service 
• Strategies for additional funding 
for both state of good repair 
and new service



Policies and Strategies
• Climate Protection Action Committee 

(CPAC)
• Pedestrian Plan
• Vehicle Trip Reduction Ordinance (VTRO)
• Parking and Transportation Demand 

Management (PTDM)
• Cambridge Bicycle Plan 
• Transit Strategic Plan



Results
America’s Most Walkable City
Source: Prevention Magazine, 2008, 2012

Gold Level Bicycle Friendly Community Award
Source: League of American Bicyclists, 2013

Massachusetts Excellence in Commuter Options (ECO) 
Pinnacle Award
Source: MassCommute, 2014



http://www.universalhub.com/node/17522
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• Purpose and overview of the Transit Strategic Plan
• Process to develop the Transit Strategic Plan
• Context of transit in Cambridge
• Goals and objectives
• Work Plan and next steps



Purpose
• Why do we need a strategic plan for transit?

• Ensures that the transit system keeps up with changing needs related to 
mobility, economic development, livability, social equity, environment

• Engages stakeholders and the public
• Provides a “road map” to accomplish our goals
• Better incorporates transit into our regular work and projects



Purpose
• The intent of the strategic plan is to answer the question: what can the 

City do to improve transit?

• Streets
• Signals
• Funding 
• Coordination



Process

Stakeholders:
• Transit Advisory Committee (members of the public)
• Internal Working Group (within Environment & Transportation Planning Division)
• Interdepartmental Working Group (across all City departments)



Context of Transit in Cambridge
• Defining public transportation / transit

• MBTA
• Shuttles (TMAs, private employers)
• Hubway
• In future could include more flexible transit



Context of Transit in Cambridge
Transit plays a key role in the implementation of numerous 
policies and initiatives, for example: 

• Vehicle Trip Reduction Ordinance
• Cambridge Growth Policy Document: Toward a Sustainable Future
• Parking and Transportation Demand Management Ordinance
• Climate Protection Action Committee
• Cambridge in Motion
• Cambridge Community Health Improvement Plan



Source: 2009‐2013 American Community Survey

How people commute to and from Cambridge



Context of Transit in Cambridge
Breakdown of modes for daily transit tips starting or ending in Cambridge

Source: MBTA, Ridership and Service Statistics, Fourteenth Edition (2014)



Context of Transit in Cambridge
Red Line
• Transit spine of Cambridge
• Noticeable crowding issues at stations

• Trains are most crowded at Central Square

• Long‐term capacity questions

• The Kendall Square Mobility Task force is the current effort by MassDOT
to engage Cambridge in longer‐term thinking about transit in Kendall 
Square



• Bus delay – IBI study or MBTA bus speed figure 21

Context of Transit in Cambridge



Context of Transit in Cambridge
Predicted Regional Growth
• Boston Region MPO model predicts a 

30% increase in transit trips in the region 
by 2035 (LRTP)

• MassDOT “ Mode Shift Goal“: triple the 
share of transit, walking, and bicycle trips 
from 2010 to 2030 (GreenDOT Report Fact Sheet)



Goal 1: Maximize all Trips
• Studies: mobility needs, gaps

• Prioritize transit investments by:
• High ridership
• Transit dependent population
• Access to community resources
• Transit Oriented Development



Goal 2: Increase and Prioritize Transit 
Funding
• Obtain and allocate more funding to transit improvements

• Local initiatives (e.g. developer contributions)
• State level (coordination and education)

• Support funding for Transportation 
Management Associations (TMAs)



Goal 3: Increase Efficiency and Reliability 
of Transit Services
• Coordinate with the MBTA and shuttle 

providers

• Implement, analyze bus priority treatments

• Incorporate transit improvements into all 
projects

• Foster public/private collaboration



Goal 4: Expand Transit Service
• New crosstown services

• Increased span of service

• New service in underserved areas

• New TMAs



Goal 5: Improve Usability, Accessibility, 
and Safety
• Streamline transfers

• Improve wayfinding, branding, signage

• Improve bike/pedestrian connections

• Improve bus stop amenities 

• Reduce bus conflicts with other users

• Improve winter maintenance



Goal 6: Improve Public Outreach and 
Participation
• Increase public outreach (including agencies, 

businesses, organizations)

• Avoid communication fatigue

• Obtain more feedback to improve transit system

• Maintain Transit Advisory Committee to advise 
City on transit investments



Goal 7: Improve Resiliency to and 
Preparedness for Climate Change
• Coordinate with state on vulnerability assessments and resiliency projects

• Coordinate with other municipalities on evacuation planning

• Support improved transit technology with less environmental impact

• Increase resiliency of city assets to heat and flooding

• Improve amenities at stops and stations to mitigate extreme weather

• Increase tree coverage and shade



Work Plan and Next Steps
• Living document identifying specific projects

• Will track ongoing and planned projects with internal groups as well as 
TAC

• Use it to identify successes and gaps



Lo ez, Donna 

From: 
Sent: 
To: 
Cc: 

Subject: 

To : Donna Lopez, City Clerk 

From : Stephen Kaiser 

Stephen Kaiser <skaiser1959@gmail.com> 
Wednesday, October 07, 2015 3:05 PM 

Lopez, Donna 
Carlone, Dennis; Benzan, Dennis; Cheung, Leland; Kelley, Craig; City Council; Rossi, Rich; 
Peterson, Lisa; Rasmussen, Susanne; Farooq, Iram; Barr, Joseph; Seiderman, Cara 

Re: Transportation and Public Utilities Hearing 

Please accept the following submission into the record of the October 6 meeting of the Transportation and 
Public Utilities Committee of the Cambridge City Council. The full subject matter before the committee is more 
than the latest version of the City's Transit Strategic Plan. Indeed it is about sustainable transportation and 
the future of public transit in metropolitan Boston. 

As I indicated in my testimony at the hearing, we are in a serious time of crisis with the MBTA, as 
difficulties continue to surface over the finances, management and service quality of our transit system. 
The goal must be improved service both for current conditions and for future years when development in 
Cambridge and surrounding cities will cause the numbers of newT riders to increase significantly. At the 
moment, there is no evidence of any plans to offer significant new transit capacity to handle these increased 
loads. 

Only in Cambridge, through the efforts of the Cambridge Redevelopment Authority, Boston Properties 
and MIT, is there a recognition of the close relationship between new development and increased ridership 
loads on our already struggling transit system. The CRA and Boston properties have combined in a public­
private partnership to produce an EIR to fulfill their MEPA obligations under Chapter 30, Section 62. 
This report is expected to contain a thorough traffic and transit study of the Kendall Square area, with a 
special emphasis on transit potentials. 

MIT has submitted a Transportation Impact Study or TIS report to the Planning Board relative to its designs 
and impacts from planned development at Kendall Square. The MIT study includes and independent 
measurement of train arrival and departure times at the Kendall Station, as well as estimates of individual car 
loadings on the trains. The study was seeped in detail by the city's Department of Transportation, to include 
consideration of Kendall growth conditions in five years. The scope included discussion of the implications of 
that growth on street congestion and transit operations-- both Red Line and bus. 

These initiatives are occurring in Cambridge. I see no evidence of similar efforts in Boston, Somerville 
or Quincy or any other community 
with an interest in the service and capacity of the MBTA. The work 
in Cambridge is consistent with the ultimate goals of Transit-Oriented Development, which is strongly 
supported by developers in an urban setting. TOD goals are not simply having development near transit 
service or being well-connected by sidewalks. It must also include considerations of transit capacity and 
service quality. The flow of transportation service must be of continuous good quality from access to the 
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transit system, to a steady, reliable trip in the train or bus, and to a distribution system to various land uses at 
the end of the trip. 

Only in Cambridge has this effort even begun. The MBTA does not, to my knowledge, have a Strategic 
Plan, nor are they working on one. The Management Control Board has been meeting since this past July, and 
has a limited scope of attention. They are not tasked with the responsibility for preparing a detailed plan to 
rescue the MBTA from the realities of its collapse last winter, and from years of neglect of maintenance and 
efficient operations. 

First priority should go to addressing the problem inherent in Figure 
16 on page 15 of the Strategic Plan. I have seen similar train loading information in other settings and 
recognize its source as the MBTA. The agency admits that only 63% of its capacity is being used at the peak 
load point in Cambridge. This means that 37% of the capacity is not being used. How can this be? I contend it 
is because of train bunching due to uneven spacing of the trains. Some trains are separated by 2 minutes, 
while large gaps can be opened up with 
peak hour spacing of 13 to 15 minutes. When there are equipment 
problems, the gaps between trains can become even more distorted. 

The solution is a relatively simple proposition. Run the trains on time. Get each train evenly loaded 
and running on a schedule, not on random arrivals. Get rid of the problem of single overloaded trains falling 
behind with long delays and slowdowns on the entire line. 

The MBTA knows where the trains should be and knows where they actually are. The difference 
becomes the extent the trains are too early or too late. Someone needs to adjust the trains so large gaps 
never get to become huge gaps, and the trains are evenly spaced. This is not rocket science. We need more 
people looking at their watches and caring whether the trains are on-time or not. 

Years ago in Boston the trains worked better. They were on-time and management put up signs saying 
"8 minutes to Park Street" or other guarantees of service. During World War II, the trains ran in and out of 
Harvard Station on 90-second headways. Today's headways into Harvard are scheduled at 4.5 minutes, but in 
reality they can vary from 90 seconds to more than 13 minutes. Some people are traveling on trains absolutely 
jammed full. Others are on trains that are half 
empty. That makes no sense, and it is unfair to the traveling 
public. And it means that 70 years ago trains were running into Harvard station three times as frequently as 
they do today. 
Tomorrow's excellence in the MBTA can be found in our transit operations of 3/4 of a century ago. A 21st 
century solution can be found in the first half of the 20th century. Any new technology that improves service 
adds to accumulated potential for improvement. 

How much can things be improved simply by running the trains on-time? The MBTA data from Figure 
16 says that existing ridership is only 63 percent of capacity, and 37% has been left on the table, unused. If we 
can recover the unused 37%, that could allow a capacity increase of more than half existing ridership levels. 
We should be able to get more money in revenue from new fares than it will cost to simply make the trains 
run on time. The T can start doing these actions tomorrow. Let the mantra be-- let the reality be -- make the 
Trains Run On-Time. 

Any increase in average speed over current service will be translated 
directly into additional capacity benefits. Starting in four years, 
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new cars for Red Line will begin arriving, 134 of them. What happens to the 134 cars they will be replacing? 
58 of the cars are 27 years old and have just been rebuilt, offering another 25 years of possible service. Of the 
remaining 76 cars, suppose half {38} have useful life remaining-- at least another ten years. That means a net 
96 new cars for service, when today 168 cars are needed for service. Here is another 50+% increase in Red 
Line capacity. 

The old cars come free. We will need to pay for 96 new operators and pay for improvements to the 
tunnel power systems, but the top planning priority is storage space and expanded maintenance capability for 
the Red Line. Where is the most obvious place for storage and maintaining trains? At the existing Cabot yards 
in Dorchester/South Boston. 
Today we might know it better as Widett Circle. So the message to the MBTA and the City of Boston from 
everyone interested in a higher capacity Red Line is to ensure immediately enough space at or near Widett 
Circle for an expanded fleet of Red Line cars. Do not let the City of Boston develop on land which should be 
held for transit storage and maintenance purposes. 

As I suggested in my comments to Committee on Tuesday, I believe the City should take the initiative 
of sending in transit strategy proposals and advice to the MBTA directly, to keep the focus on the problems 
that the MBTA needs to solve and keep searching for positive solutions to our transit headaches of recent 
years. City officials should prepare an addendum to its Strategic Plan to offer new ideas, alternatives, 
concepts, ways to bring people together. The Control Board is working diligently to understanding 
management-related issues which could be addressed by our governor and the Legislature. 
However, no one seems to have the responsibility to create a vision, a set of positive proposals to chart us in 
the direction of the key objective-- which is more reliability, more capacity in our transit system. 

The ad hoc Cambridge coalition for transit solutions should be expanded to include Fred Salvucci and 
his MIT Transit lab (with associated faculty and students). Participation by Harvard and other colleges can be 
sought, also with groups like the Innovation Center, MAPC, and the Urban Land Institute. Google has done 
much work on self-driving cars. How about allowing Google employees to work their one day a week by 
looking into making the MBTA work better? I'm sure that thoughts from others will expand the possibilities. 

Could a bit of patriotism be useful here? The shortest headways in the world are in Moscow-- 75 
seconds. Hence, the Russians are running seven trains in the same time the Red Line moves two trains. 
The Russians are doing all of this on a subway system built by Josef Stalin in 1935. Certainly we should have 
some national pride in doing better against international competition. 

My final concern is that out of 23 candidates running for City Council, only about a half-dozen attended 
the Tuesday transit meeting. 
This means 17 candidates did not attend, including five incumbent city councillors. Somerville had one 
advantage over Cambridge on the Green Line project : citizens and City Hall worked together, in cooperation. 
It is time for Cambridge to get unified over an improved Red Line. 
Who are the opponents who would defend today's erratic service on the Red Line? The City Council should 
show a unified slate of nine in favor of better transit, and pursue this priority with vigor. 

Stephen H. Kaiser 
191 Hamilton Street 
Cambridge, Mass. 02139 

------------------------------------------------------------------
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October 6, 2015 

Councilor Dennis J. Carlone 
City of Cambridge 
795 Massachusetts Avenue, 2nd Floor 
Cambridge, MA 02139 

Dear Councilor Carlone, 

Frederick P. Salvucci 
6 Leicester Street 

Brighton, MA 02135 

T c 

Thank you very much for the invitation to comment on the sustainable Transportation and 
Transit Strategic Plan efforts of the City of Cambridge. I am vety pleased to see the serious and 
thoughtful effort by the City administration in these areas. I have read the reports and look 
forward to the ongoing effort. 

It is clear that the failure of MBT A to invest in improving public transportation service 
generally, and in particular, to the economically growing Kendall Square area, is placing the City 
in a delicate position as it plans for the future of the area. The opportunities for continued 
investment in Kendall, bringing jobs and tax base to the City, and region, are complicated by the 
reality that for the next five years at least, conditions of crowding on the Red Line, and the 
primary bus routes serving the area will continue to worsen, as growth already undetway in 
Downtown Boston and the Seaport innovation district will generate continued increasing 
ridership on a Red Line which is already experiencing excessive crowding, and that all of the 
public transportation service to the Kendall area will become increasingly uncomfortable for 
Cambridge residents and workers who are trying to use sustainable public transportation for their 
transportation needs. As your reports indicate, increased auto travel to Kendall risks causing 
gridlock on the same streets that serve emergency services and bus transportation, so it is 
essential that added economic development be vety transit oriented, to achieve the sustainable 
goal of economic growth accompanied by IMPROVED environmental quality and equitable 
access. 

But the constrained financial situation ofMBTA, caused in particular by the flawed 
restructuring of MBT A finances in 2000, has caused a persistent failure to properly operate and 
maintain current services, or invest in new equipment and signal systems and new links essential 
to support continued economic growth. 

The good news is that this is a readily solved problem technically. Investment in the Blue to Red 
Line connector at Charles Street/MGH, required in fulfillment of Massachusetts Clean Air Act 
compliance would dramatically improve accessibility to Kendall from the near North Shore and 
affordable housing in Revere and East Boston. Investment in DMU service on the Grand Junction 
rail tracks would provide access for western origins in Allston, Brighton, Newton, and the west as 
well as North Station and commuter rail services from the North. New bus service linking 
Lechmere to Kendall to Kenmore to Longwood would better connect Kendall to several rail lines 



and the Longwood Medical area. With investment in a modern signal system, to accompany a 
fully replaced Red Line fleet of trains, the Red Line is capable of supporting substantial growth 
with dramatically improved levels of service. 

But the bad news is that the MBT A is currently not buying enough new vehicles to replace the 
entire Red Line fleet, and has not yet purchased a new modern signal system that should 
accompany the new vehicles. Both are needed to dramatically improve service quality and 
increase capacity to serve the growth in transit demand that is already upon us because of the 
growth in the Cambridge and Boston economies, and the State has persistently procrastinated in 
providing the investment to support connectivity improvements to other corridors. Building the 
public support to insist that the State act decisively to achieve a financially adequate basis for 
current service levels, and the necessary investments to expand service is essential, and the City 
efforts are commendable and important steps in the process of building the public engagement 
and support required to succeed in securing new State investment. 

But even assuming optimistically that the political will can be mustered by the State to properly 
fund the operation and maintenance of MBT A services, and to invest in the modern signal system 
necessary to achieve reliable performance, and better connectivity, and that decisive steps are 
taken by the end of this calendar year, it will be at least five years before the new vehicles and 
signal systems and connectivity improvements will be in place. In the meanwhile, the City of 
Cambridge will need to make decisions in the near future on the amount of new development to 
permit, particularly in the Volpe/Kendall area. Embracing growth here is not only good for the 
job and tax base of Cambridge, but it is good for the sustainability of the region, because the new 
development can be much more transit oriented at Kendall than if it were to occur on route 128, 
or 495. But if Cambridge continues to support dense growth, and the State fails to adequately 
fund the improvement of the MBT A, Cambridge will be confronted with increasingly unreliable 
and crowded transit service, and many people will resort to increased auto use, with destructive 
impact on the environment and quality of life. Inadequate public transportation will also fuel the 
severe pressure on housing availability, as Kendall employees frustrated with conditions on the T 
will continue to seek to live close by to reduce their reliance on the T. 

While I understand and respect the opinion of those who argue that the State will never live up 
to its responsibility to invest in the MBT A, and that accordingly Cambridge should restrict 
density at Kendall, I believe that it would be a mistake for both Cambridge and the region to fail 
to take an optimistic, but balanced view of the appropriate density for the KendallN olpe area, 
support continued growth, and build a business constituency to demand that the State invest in the 
T services to support the growth of businesses that generate so much in taxes to the State. That 
should include willingness by the City to consider statutmy change for the MBT A to capture 
some financial value from beneficiaries in order to finance greater investment. 

In addition to redoubling efforts to get the State to take responsible action to properly fund and 
manage the MBT A, the City of Cambridge can take immediate and direct action to lessen the 
current pressure, and buy some time to allow the T to improve. By insisting that MIT must 
change its current plans for the Kendall area, Cambridge can take direct action within its own 
control to improve current conditions, and responsibly permit greater density in the Volpe/ 
Kendall area in the mid and long tenn. 

The City of Cambridge staff has taken the position that the 900 space parking structure proposed 
by MIT near Main Street should not be built. Their position should be supported and reinforced. 
MIT is not moving anywhere, and people fortunate enough to have jobs at the Institute do not 
have to be lured to work with extremely expensive parking spaces. Evety parking space built by 
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MIT will generate traffic that uses the limited road capacity that may be required to attract new 
private sector businesses into the area. These businesses often are relocating from suburban sites 
with employees who live in areas not well served by the T, and require some parking to ease the 
transition, parking that cannot be allowed if it will cause gridlock. So the unnecessary MIT 
parking competes directly with the parking that is likely necessary to attract new private 
employers to the area. 

In addition, the lack of connectivity between Memorial Drive and Kendall in the vicinity of 
MIT, (the result of successful lobbying by MIT), forces autos seeking to access Kendall to use 
Vassar and Albany, and Mass Ave and Broadway, in competition with bus service and 
increasingly substantial bicycle flows. Improving access to Memorial Drive via Wardsworth 
Street and Ames Street can relieve the neighborhood streets and support modest increases in 
parking to support private development that would otherwise cause gridlock. The City should 
take decisive action to improve the connections to Memorial Drive. 

Most significantly, the City Planning Board and City Council should rescind the approvals for 
MIT's plans to add commercial development at Kendall on land originally reserved for academic 
purposes, and insist instead that MIT prioritize the use of these readily developable, substantially 
vacant parcels for affordable housing for graduate students and the general community. (Using 
some of the approximately 100 million dollars not wasted on the proposed parking garage.) There 
are over 5000 graduate students and post docs at MIT not accommodated in on campus housing. 
Every one of these graduate researchers needs to get to and from MIT every day, almost all of 
them on the MBT A. (As a measure of the significance of this number, the entire number of 
passengers who board the MBTA at Kendall each day is currently about 15,500.) By providing 
on campus affordable graduate student housing approximately 5000 transit trips each way will 
occur as pedestrian trips, relieving the overloaded public transportation system of trips which can 
become pedestrian trips, and freeing up space on the transit system for the regional work force 
that private employers in Kendall depend upon. This would have an important social benefit in 
freeing up transit-oriented rental housing for current residents and new workers, relieving the 
inflationary spiking of rents which is hurting so many moderate-income residents. It would 
simultaneously maximize the amount of private investment that can responsibly be attracted to 
the Kendall IV olpe area, and allow the City of Cambridge to develop the private sector allies to 
encourage the State to invest in the necessary transit improvements to make Kendall the regional 
sustainable development asset that it can and should be. 

By taking significant action on the land development issues that it controls, the City of 
Cambridge can ease the overcrowding that threatens its residents and workers in the short run, 
and maximize its effectiveness in getting responsible action by the State to invest in the improved 
MBTA that is essential for the long run sustainability of the area. 

Thank you for allowing me to express my opinion, 

Frederick P. Salvucci 
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