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REPORT OF THE SPECIAL COMMISSION TO IN
VESTIGATE THE RAILROAD TRANSPORTA
TION FACILITIES W ITH IN  THE COMM ON
WEALTH.

M ay  1, 1946.

To the Honorable Senate and House of Representatives.

The Special Commission to investigate the Railroad 
Transportation Facilities within the Commonwealth, 
created by chapters 41 and 58 of the Resolves of 1945, 
herewith submit the following report.

I n t r o d u c tio n .

There were presented for the consideration of this Com
mission three principal matters: the first was the future of 
the passenger service on the Old Colony Railroad; the sec
ond included the possibility of electrification of lines en
tering Boston, and consideration of the bills which had 
been introduced in the Legislature to accomplish this; and 
the third related to extending the so-called twelve-ride com
mutation ticket beyond the present fifteen-mile limit to 
additional suburbs of Boston. There were a number of 
bills which had been introduced to extend the twelve-ride 
ticket area, and these were referred to the Commission.

I. PROSPECTS FOR PASSENGER SERVICE ON THE OLD 
COLONY RAILROAD.

1. T he W o rk  of th is  C om m ission .

The chief concern of the Commission has been the pro
spective fate of passenger service on the Old Colony Rail
road. The reports of predecessor commissions (House, No.



2150 of 1941, House, No. 1280 of 1943, and House, No. 
1550 of 1945) have recited in detail the history of the Old 
Colony-New Haven reorganization proceedings, and those 
who are interested in a fuller statement than is possible 
here are referred to them.

Awareness of the possibility of loss of service has aroused 
the entire Old Colony commuting area. Those dependent 
on the service for traveling daily between their homes and 
business, to many of whom loss of commuting service will 
be a calamity, have asked for a full examination and report. 
Because of the seriousness of the prospect and the wide
spread interest, the Commission has felt it advisable to ex
amine with care the present operations on the Old Colony 
as an indication of what can be expected hereafter. We 
have aimed, also, to ascertain what the prospects are of 
the present reorganization plan becoming effective, and if 
it does not, of improving the dispositions as to Old Colony 
service. We have undertaken further to determine whether, 
if the plan becomes finally operative, there is any reason
able chance of avoiding loss of passenger service under the 
provisions. Our consideration of present operations has 
brought to our attention certain objections to the plan, and 
these are referred to in this report.

In order that we might be sure that we had exhausted 
the field in the several aspects of our work, we deemed it 
advisable to retain a qualified expert in railroad operation 
and accounting to investigate the New Haven’s accounts 
and operating practices and report. The expert retained 
was Mr. Victor V. Boatner, of Chicago, former president of 
the Chicago and Great Western Railroad, with extensive 
experience in various aspects of railroading. His report in 
substantial entirety is filed herewith. (Exhibit A.)

The Commission held a number of meetings. Some of 
these were attended by G. T. Carmichael, the Comptroller 
of the New Haven, and other representatives of the railroad. 
Mr. Carmichael, at our request, furnished statements show
ing the results of past operations and the prospective results 
of operations during the critical years under the plan, also 
analyses and statements relative to special points raised by



the Commission or others at the hearings. These statements 
were checked by Mr. Boatner in his examination. Mr. 
Boatner also reported on matters which he deemed possibly 
relevant as a result of his study and investigation.

The Commission has given careful consideration to the 
information from these sources and much additional infor
mation which has been available to it with respect to the 
reorganization proceedings.

Our conclusions, summarily stated, are:
1. Unless the pending appeal relative to the plan is sus

tained, or certain legislation is enacted wdiich is now pending 
in Congress, the plan will become finally effective very soon.

2. There are substantial objections to the plan which have 
been presented in the course of the proceedings and which 
should continue to be pressed with all force, if opportunity 
offers.

3. The operation of the Old Colony under the formula 
on which the plan is in part based, demonstrates the in
equities in the formula and the plan from the public point 
of view, and confirms that the formula and plan should be 
changed.

4. Certain past and present operative practices under the 
formula and in the system operation of the New Haven and 
the Old Colony may be questioned as unduly burdensome 
to the Old Colony.

5. No prospective economies, changes in the form of 
service or changes in operative policies have been discovered 
which separately or together appear reasonably calculated 
to assure passenger service for a substantial period after the 
plan becomes operative.

6. It is possible that a combination of all available 
changes and economies with concessions by the manage
ment from the strict rights of the New Haven under the 
plan might be a means of continuing passenger service. 
Whether there is real hope in the possibility cannot be 
ascertained until after the plan is finally operative.

7. The possibility of loss of service is such that the Com
monwealth should be now considering possible alternatives, 
including the extension of rapid transit to Braintree.



2. T h e  S ta tu s  o f  t h e  P la n  and  t h e  P r o s p e c t  f o r  
C h a n g in g  It .

At the time this report is written, the situation, briefly, 
is this. The plan of reorganization of the two roads into 
the one entirely merged system has been approved by the 
District Court of the United States for the District of 
Connecticut, submitted to security holders, and confirmed 
by the court. An appeal from the District Court is now 
pending in the Circuit Court of Appeals for the Second 
Circuit. The appeal has been argued and a decision may be 
expected soon. This appeal is taken by the Attorney 
General for the Commonwealth, and representatives of 
bondholders of the Boston Terminal Company (owner and 
operator of the South Station).

The plan of reorganization has already been once passed 
on by the Circuit Court of Appeals. This was after it was 
approved by the District Court. A reference back to the 
Interstate Commerce Commission was ordered because it 
did not appear that the Commission had independently 
determined the value of the Old Colony property for pur
poses of the plan. The court so phrased its decision that 
it was open to the Commission, if it wished to do so, to 
re-examine the plan in its public aspects (affecting the 
question of likelihood of passenger service). The Com
mission did not reopen the plan in this aspect. It enlarged 
its findings relative to value without, however, changing 
the results, and sent the plan again to the District Court, 
where it was promptly approved again and confirmed. 
Questions on the present appeal concern the validity of the 
redetermination of value by the Commission, the power of 
the court to confirm, notwithstanding an adverse vote of 
Old Colony bondholders, the power to confirm without 
resubmission to vote of security holders after the second 
approval by the District Court, and, in the public interest, 
whether the plan is constitutional and in conformity with 
the statute. To some extent questions now raised have 
been presented before. It is possible, if the pending appeals 
should succeed, that there will be a reopening of the plan



before the Interstate Commerce Commission. Particularly, 
if the court should find that the Commission acted too 
summarily in redetermining the value of the Old Colony 
assets, the chance of some further hearing may materialize. 
If that should occur, the Commonwealth should again seek 
opportunity to present its objections to the plan. In that 
connection, the defects and unfairness of the plan should 
again be urged as a basis for a change in the Commission’s 
recommendation, as they have been on all occasions 
heretofore.

It is also possible, however, that even if, as a result of 
appeals, the case is referred back to the Interstate Commerce 
Commission, it will be on such terms that the public aspects 
of the plan will not be presented for re-examination. There
fore that the opportunity to urge changes in the plan will 
in fact be again presented cannot be counted on, although 
we believe, in justice, that it should be had.

Legislation has been introduced in Congress designed to 
take certain railroads out of reorganization because of their 
large wartime earnings. If this proposed legislation should 
be enacted, it is possible that the entire reorganization pro
ceedings would be terminated. Whether this would rein
state the Old Colony and Boston & Providence leases, we 
do not know. The possibility has been said to exist. What 
the ultimate effect of this would be, we are not in a position 
to forecast. Very substantial financial burdens would be 
restored to the New Haven, but there would be some bal
ancing and offsetting items, and the ultimate financial re
sult could be forecast only by expert determination. We 
are unable to guess as to developments in this field. We 
believe, however, that if such a law is passed it is likely 
that there will be an entire new deal in the Old Colony- 
New Haven picture.

Another possibility should be referred to. The Boston 
Terminal Company is in reorganization under the control of 
the Federal District Court for the district of Massachusetts. 
So is the Boston & Providence Railroad. The New Haven 
reorganization proceedings cannot bind these corporations 
to the terms of the New Haven plan. It is conceivable that



in one way or another the Boston & Maine Railroad will, 
soon, be sufficiently independent of the New Haven (now 
subject to substantial practical voting control) that its in
terest could be awakened in a plan involving acquisition and 
operation of Old Colony and Boston & Providence lines. If 
such a development occurred before the New Haven plan is 
finally effective, it might be possible to secure a modification 
in the New Haven plan or a hearing in regard thereto. There 
are, of course, so many contingencies in this aspect of the 
matter that, pending further developments, it is not possible 
to place substantial reliance on it.

It should be understood that the bankruptcy proceedings 
have been pending since 1935. Various plans have been 
formulated. The present plan has been amended in several 
respects. There have been numerous hearings before the 
Interstate Commerce Commission and the court. The 
public has been represented in the proceedings since 1938, 
when the real threat to passenger service became manifest.

The objections to the plan itself, which are referred to in 
this report, have in the course of the proceedings been urged 
before the Commission and the court along with others. 
Material changes in the plan have been secured as a result 
of the work done in the public interest. A principal aspect 
in which substantial change has not been secured, and which 
is discussed herein, is an allowance at all stages for the poten
tial value of the Old Colony Railroad for operation inde
pendently of the New Haven.

The primary contest with regard to this aspect of the 
case has been before the Interstate Commerce Commission, 
as the content of the issues is largely in the realm of fact 
and not law. It is understandable why this aspect of the 
Old Colony should be substantially discounted by the In
terstate Commerce Commission and the court under the 
circumstance of long-continued operation of the road as a 
part of the New Haven with system interests dominant; 
with the particular nature of the Old Colony lines and ter
ritory; the fact that no other railroad was shown to be 
available as an alternative to the New Haven to take over 
and operate the Old Colony; and the fact that the two 
roads had been in reorganization for so long a time.



We recognize that our examination of the situation is 
inevitably partial to the point of view of the public interest 
of the Commonwealth, and that by the nature of things it 
cannot be exhaustive. Although we appreciate that the 
opportunity for further opposition and action may be lim
ited, we have nevertheless restated certain objections which 
have been made, not in criticism of the Commission or the 
court, nor with any feeling that the public has not been fully 
and ably represented in the proceedings, but because the 
objections do seem to us worth further urging if possible. 
They are objections which have come to our attention in 
examining into the operations of the Old Colony lines under 
the formula. They are objections which point up the im
portance of the Commonwealth doing all that it can to 
make manifest the worth of the Old Colony apart from the 
New Haven. That seems to us a field in which there is the 
possibility of some effective action by the Commonwealth. 
We also believe that if it comes to a case of negotiating with 
the management of the reorganized New Haven for con
tinued service, a full realization of the operation of the 
formula may be of assistance to those representing the 
Commonwealth.

3. T he  Se g r e g a t io n  F o r m u l a .

The segregation formula was devised by representatives 
of security holders and the trustees to determine the segre
gation of income and cost items between the Old Colony 
and the New Haven, when both were operated as a part of 
a singly operated integrated system. As a formula for this 
purpose it has been approved by the Commission after hear
ing and accepted by the courts. It has been vigorously and 
repeatedly criticized, both for use as originally intended 
and also in the broader way that it has been used later in 
the proceedings. Without at this point assaying the merit 
of the criticism, it must be recognized that in considering 
the accounting of the trustees for their joint operation of 
the two railroads, this is the formula which has been or
dered to be used by the Commission, and there is no dis
cretion in the trustees to determine whether or not to 
apply it.



The formula has been used in the reorganization plan as 
a basis for segregating passenger service results on the Old 
Colony lines to determine whether passenger service should 
be continued. Those speaking for the public have said that 
the formula does not fairly apportion charges and income 
for this purpose, and, further, that the results shown by the 
formula are used under the plan to give too generous treat
ment to the New Haven; that is to say, the New Haven is 
less reasonably charged with obligation for passenger service 
than it should be.

We take it that in the formulation of the plan the for
mula results have also been used to measure the probable 
worth and prospects of the Old Colony as a guide to what 
should be paid for it by the New Haven, and what burden
some service could reasonably be expected of the New 
Haven in operating it after acquisition.

The use of the formula for these purposes has been criti
cized. It is said that in appraising the worth of the Old 
Colony it is necessary to survey its prospects as an inde
pendently operated road, and that it is unlikely that these 
prospects can be fairly evaluated where operating results 
are presented under this formula. We think there is force 
in this objection. The Interstate Commerce Commission 
itself warned that care must be taken in using the formula 
in such ways as this.

It appears to us that it is possible that the formula does 
not apportion income with full fairness to the Old Colony, 
in that it does not allow for the fact that, for the benefit of 
the system, feasible uses of Old Colony properties have not 
been made which, had they been made, would have resulted 
in increases in the amount of income segregated to the Old 
Colony under the formula. To illustrate: assume that 
operative method A produces for Old Colony $50 of income 
under the formula, and for the system, $60 of actual income. 
Assume, also, that alternative method B produces for Old 
Colony only $40 of income under the formula, but for the 
system $70 of actual income. It is understandable and 
proper that the trustees, operating the system as a system, 
should in such case use operative method B. But we think



that the formula should allow for the sacrifice by Old Colony 
which this entails. It appears on the presentation before 
us that in some cases of this kind the formula may not do 
this. The same situation, it appears, also exists as to charges 
incurred. Methods chosen may have resulted in less charge 
to the system, but greater burden on the Old Colony with
out compensation in the formula. If the opportunity offers, 
we strongly urge that those representing the public interest 
develop this objection to the full extent.

This defect, of course, reflects itself into the chance of 
continued service. If allowance were to be made for these 
Old Colony sacrifices, as we think it should be, the passenger 
operations would show more favorable results and lessen the 
chance of abandonment.

It may be urged that these considerations, so far as the 
plan is concerned, should be reflected in an increase in the 
price which the New Haven should pay to the Old Colony 
for the property, and not in a change in the formula. But 
such reflection, had it occurred, would not benefit the public. 
If it be said that the formula should stand as the means of 
measuring the results between the two subdivisions of a 
fully integrated system now in single ownership (which will 
be the case if* the plan is made effective), it seems to us that 
there is nevertheless in this integration a final subordina
tion of feasible Old Colony operation more beneficial to it 
than system operation, and that there is a public loss in this 
subordination, since with more favorable operating results 
it could expect more service. We think that this loss should 
be compensated to the public, and that the way to do this 
is to make the abandonment tests more favorable to the 
public than they now are under the plan. This could be 
done by increasing the amounts of passenger operation losses 
which the New Haven must sustain without accruing the 
right to give up passenger service.

It will be seen that, in the class of case illustrated, it is 
to be expected that the trustees operating a single system 
should in the common interest take the more economical 
course for the advantage of the system. The justified com
plaint, as we see it, assuming there was to be joint operation,



is not that the trustees have so acted, but that the formula 
does not supply the necessary corrective in favor of the Old 
Colony, so that in the apportionment the Old Colony is 
compensated for the sacrifice it has made for the advantage 
of the system.

Another serious objection to the use of the segregation 
formula in the plan is that abandonment of passenger serv
ice is permitted based on formula losses in passenger service, 
regardless of how favorable freight earnings may be. Even 
though a particular management might not take advantage 
of this, if freight earnings were at high levels, we do not think 
the plan should give the opportunity for unfair results in 
this respect.

4. T he  Jo in t  Op e r a t io n  of  th e  N e w  H a v e n -O ld 
C olon y  L in es  in  the  R e o r g a n iz a t io n  P e r io d .

The New Haven and Old Colony lines have been operated 
throughout the reorganization period as a single system by 
the same trustees, although since the disaffirmance of the 
lease there has been a sharp division of interest.

We think that in one important respect, at least, the pub
lic would have benefited if there had been independent trus
tees charged with the job in the first instance of determining 
whether the Old Colony could be operated as an independent 
line (by the New Haven for the account of the Old Colony 
under the law for the interim bankruptcy period). We 
think that even if it should have developed that the only 
feasible thing was to continue entirely integrated system 
operation, such a study by independent trustees would 
have been likely to develop, clearly to all concerned, that 
compensatory adjustment in the accounting must in fair
ness be made for the independent potential of the Old Colony 
railroad. This would, we think, have resulted in a better 
plan from the public viewpoint.

It is, of course, not our task or right to undertake to say 
whether independent trustees were required or desirable on 
the balance of convenience, or should have been appointed 
for any or all reasons. No one not having the benefit of the 
entire record and fully understanding all the problems 
involved in such a division could in fairness attempt to draw



a conclusion on the point. We do believe that the joint 
trusteeship has had the result of making it more difficult 
to conduct operations, render accountings, and formulate 
plans in such ways that the full value of the position of the 
Old Colony security holders and the public served by the 
Old Colony could be appreciated and made good.

In operating the two roads as part of one system, the 
trustees have, we believe, stated the results in accordance 
with the formula. They had no option in this; it was re
quired by the Interstate Commerce Commission and Court 
order.

It appeared to this Commission important to ascertain 
whether actual operations of the system have been so con
ducted in the reorganization period that, when there was a 
feasible choice of method, the method chosen had an adverse 
effect on the Old Colony results.

We next consider, with this question in mind, various 
aspects of operation which have been reported to us.

1. It appears that freight which could move within the 
system over Old Colony lines, being received from or passed 
over to other railways at Old Colony’s northern and western 
gateways, has been given a shorter haul by being carried 
over New Haven lines. This is an obvious system saving, 
but it has meant that the Old Colony lost a substantial net 
revenue of $753,000 (App. A, page 46). One reason for 
assuming that the Old Colony should have the benefit of 
the routing is that the freight joins the system at Old Colony 
gateways. If “ Boston traffic”  were moved through these 
gateways, the advantage to the Old Colony would be in
creased to $1,415,000 (App. A, page 48). These figures are 
estimates; others who testified in the reorganization pro
ceedings came out with lesser figures, although very sub
stantial.

These items, we think, are striking illustrations of the 
need for compensatory adjustment in connection with the 
formula for the sacrifice entailed to the Old Colony through 
operations which are most efficient for the system. As 
stated, we are not convinced that adequate compensation 
in fact exists.

We question, however, whether the trustees, operating the



joint system, were free to shift the course of traffic to less 
efficient and more expensive courses within the system in 
order to benefit one of their two beneficiaries. This item, 
therefore, important as it is, does not appear to show a 
feasible operative choice to the trustees in conducting the 
system operation.

2. Other items of this kind are reported, bringing the 
total of income, which it would appear should be compen
sated for, up to something like $1,750,000 (App. A, page 48). 
These items concern the routing of freight between Boston 
and Providence. It is not clear to us that some, at least, 
of this business could not be handled without material sys
tem loss in ways which would give the greater advantage to 
the Old Colony (App. A, page 49). It appears that a shorter 
route is in fact used, in some cases at least, via Mansfield. 
It appears that the abandoning of the line of the Old Colony 
between Stoughton and Randolph made it necessary to serve 
Taunton via Mansfield. It is suggested, also, that the some
what shorter operation in fact used is not materially ad
vantageous to the system, while detrimental to the Old 
Colony. We regret that there has not been opportunity to 
determine whether in fact all the operative alternatives 
chosen are supported by system considerations, or to hear 
from the New Haven representatives on these and other 
points presented in the Boatner report after receipt of the 
report. We think that careful study should be made by 
the railroad staff to determine whether in these respects 
improvement in the Old Colony position can be had under 
the formula without detriment to system operation. We 
believe the management should be willing to make changes 
of this kind if they can be developed as feasible, and, in 
connection with the further exploration with the manage
ment of possibilities of continued operation (suggested here
inafter to be had if and when the plan is finally effective), 
we think the operative alternatives in the area between 
Boston & Providence should be fully discussed. Obvi
ously, when continuance of service is in question, the citi
zens in this region are very conscious of routings which are 
disadvantageous to the Old Colony. If such routings are 
required by system operation, it will help to have that made



known. If they are so required, we think the formula ought 
to be changed to allow for them (although that, as stated, 
is not a matter for the management), and if in any case 
they are not required by system considerations, they should 
be changed.

3. It is reported that the arrangement of system traffic 
is such that the Old Colony does not participate in the 
through or interline traffic accommodated at the Market 
Terminal in Boston, owned by the Old Colony (App. A, 
page 50). To the extent that this disregards Old Colony 
advantage, compensatory offset in the formula should exist. 
This Commission is by no means sure that such is the case 
on such information as is at hand.

4. A like criticism is made as to the Union Freight Rail
road, in which the Old Colony has a one half interest (App. 
A, page 50). It is not clear to the Commission why these 
exclusions at Boston occur, but it is assumed that system 
considerations may control.

5. The North Easton service is operated at a great rela
tive loss to connect with the main line at Canton Junction. 
The main line operation does not benefit the Old Colony 
at all. The connection costs it $12,500+ per year (App. A, 
page 58). It is clear that the system should compensate 
the Old Colony for this. The amount is not large, but the 
case is important in principle. We think that if the formula 
cannot yield, some means ought to be found in a case of 
this kind to make up to the Old Colony for such a burden.

6. The Old Colony does not service the Fall River-New 
Bedford traffic north of Mansfield. This is apparently 
necessary as a result of giving up the line between Stoughton 
and Randolph. This abandonment was apparently costly 
to the Old Colony, assuming that otherwise the Old Colony 
could have had the business reasonably on a system basis. 
The revenue at issue appears to be $336,670 (App. A, 
page 59). We assume the removed link will not be restored. 
But it does seem to us that clear offset for this ought to 
appear in the formula accounting when that accounting 
is used to determine whether what is left of Old Colony 
service should also be given up.

7. The New England Transportation Company, a wholly



owned subsidiary of the New Haven, invades the Old 
Colony territory with busses and trucks. Substantial 
profits of this company, it is suggested, ought to be credited 
to the Old Colony under the formula (App. A, page 59), 
and this seems to us to be clearly so. We do not know to 
what extent it would have been open to the trustees to 
build up new bus business in the Old Colony interest. It 
seems to us that this was a real possibility which warranted 
full exploration.

8. The formula, it appears, unduly burdens the Old 
Colony with freight train car repairs. The method is to 
determine by several checks the average number of service
able car days for each part of the system, and divide the 
car repair accordingly. This disregards conditions of cars 
and use of cars. Many apportionment methods used on 
other systems provide a charge based on loaded freight 
car miles or total freight car miles. The Old Colony freight 
car repair expense under the formula was at the rate of
1.7 cents, while the New Haven charge was at the rate of 
0.8 of a cent. If the Old Colony charge had been at this 
rate, the total could have been reduced by $138,798 (App. 
A, page 68). This is a criticism of the formula, not of 
operations under it.

9. The formula method of apportioning passenger train 
repairs, depreciation and rental is also criticized (App. A, 
page 68). The division is on the basis of passenger car 
miles. Thus the older cars used in suburban service are 
charged on the same mileage basis as are the newer cars. 
If the charges on the older cars are lower, this adversely 
affects the Old Colony results (App. A, page 69). This 
point should be explored with the management.

10. The yard expense allocation has been questioned. 
It is pointed out that under the formula over a two-year 
span the Old Colony’s yard expense increased 95 per cent 
and the New Haven’s (ex the Old Colony) increased but 
39 per cent. It is stated that the wartime conditions caus
ing this are rapidly passing, and it appears that this dis
crepancy may not be significant in the critical years under 
the plan. If it should continue, however, we think careful 
check of operative practices should be made so that the



management will be able to rectify the difficulty to the 
extent possible under the formula.

In certain aspects, the Boatner report discloses practices 
not deemed to be in accordance with the formula or justi
fied under it. Points 11 and 12, next following, are such.

11. It appears that certain expense at the South Ter
minal should be apportioned on the basis of the number 
of trains, including yard moves, passing the tower “ as de
termined by periodic tests.”  The apportionment is in fact 
on the basis of actual road trains (not including yard moves) 
passing the tower. This excludes yard moves, which are 
more numerous on non-Old Colony business, in substantial 
amount (App. A, page 61).

12. The same practice is incorrectly (it is asserted) fol
lowed for the charge for interlocking (App. A, page 66).

13. The charge to the Old Colony for rental of equip
ment has been questioned. This is, however, purely a legal 
question, and it appears to have been settled as a matter 
of law that a charge for rental is in order.

Our investigation was carried forward to the point of 
enabling us to assay whether feasible changes in operation 
under the for?nula and the plan could be discovered which 
would have a significant effect on the results under the 
formula and hence on the continuance of passenger service. 
We found substantial reasons for asking to have the for
mula modified when used to determine results for abandon
ment purposes. We have, as stated, found operating prac
tices which we think should be further reviewed with the 
management, but it is not clear that changes in regard 
thereto will be a substantial factor in saving the service. 
Therefore, although we believe further development of these 
points to be warranted, we have not felt that the filing of 
this report should be delayed to permit that to be had 
immediately.

We do not wish to appear to be passing judgment on 
particular practices where it has not been possible fully to 
develop the management’s position in regard thereto.

Other aspects of operation, in addition to those specifi
cally discussed above, have had our careful consideration. 
We were concerned, for example, that locomotive repairs



charged to the Old Colony seemed out of proportion to the 
value of the property judged from a capitalization of the 
rent charged. Our investigation, however, indicates that 
the amounts are reconcilable, having in mind the age of the 
equipment and the increase in rents which would accrue if 
newer equipment were used (App. A, page 67).

Our investigation also has confirmed that it costs more 
per mile to operate the Old Colony than the New Haven. 
This is due in part, at least, to the short physical structure 
of the Old Colony, which ‘ ‘ conduces to the payment of ‘ con
structive miles,’ which, while representing wage expense, 
are not the result of miles produced, but of wage agree
ments.”  This does not appear to be a matter within the 
control of the management while there is a single system 
operation. The wage agreements are understandably made 
suitable to the over-all system picture.

5 . T h e  S o u th  S t a t io n  C o s ts .

The state law provides that the cost of operating the 
South Station shall be borne by the using roads. There is, 
of course, a substantial cost of carrying on its operations 
above the income received from rents and concessions, 
because its operations include certain handling and switch
ing of trains within terminal limits. For the purposes of the 
accounting in the reorganization proceedings, almost the 
entire allocation of cost to the New Haven has been divided 
between the Old Colony and the Boston & Providence Rail
roads, on the ground that their lines are the ones which 
enter the terminal. This we believe to be an unsound divi
sion, as it does not allow for the fact that the size and facili
ties of the terminal (restaurant, toilets, baggage checking, 
interline ticket sales, waiting room, etc.) are primarily for 
the convenience of the long-distance traveler. We doubt if 
counterbalancing charges to the New Haven at the Grand 
Terminal offset this so far as the Old Colony is concerned. 
This point has been stressed and fought over in the plan 
proceedings. Nevertheless, if it is again open, the fight 
should be renewed.

One contest concerning the South Station has been over 
the contention that the bond interest charge has been



greater than was warranted, and that it should be scaled 
down in the reorganization proceedings just as the debt 
and capital of the railroad have been scaled down. The 
plan has proposed a substantial reduction in interest charges, 
reducing the burden on the Old Colony by something over 
$100,000. The apportionment, however, has not been 
changed, so that, in determining whether the Old Colony 
passenger service has a deficit, the -Old Colony will con
tinue to bear what we think to be an unreasonable portion 
of the expenses.

It cannot be known just what will happen in regard to 
this aspect of the plan. As noted above, the Boston Ter
minal Company is in reorganization under the auspices of 
the Federal Court at Boston. It may not accept the pro
posal of the New Haven plan. Hence, something may be 
traded out, giving a different result. The Old Colony serv
ice could be run without the South Terminal, but it is pos
sible that the passenger revenue would be seriously im
paired by less patronage if an exchange were required to 
the Elevated at Columbia Station, or other South Boston 
points.

6 . L e g i s l a t i v e  A c t i o n  R e q u i r e d  u n d e r  t h e  P l a n .

The plan provides that unless the Legislature, within 
two years after consummation of the plan, passes a law 
recognizing that the Old Colony and the New Haven char
ter obligations are gone except as continued in the new 
plan, the New Haven may abandon all passenger service 
through Braintree. This is, we believe, an unnecessary, 
unreasonable and. provocative provision, but it has re
mained in the plan in spite of repeated attack, and the 
Legislature cannot avoid its implications. If it appears 
that service can be saved by meeting the critical loss fig
ures, it will still be necessary for the Legislature to pass a 
law which says in effect that it recognizes that what the 
Federal Court will have finally established is so, viz., that 
the effect of the federal approval of the plan is to amend 
the charter. This is surplusage, since if it were not so the 
Federal Court will not have had the power to approve the 
plan.



7. W hy  th e  N e w  H a v e n  is n ot  subject  to th e  O b li
g atio n  to g iv e  O ld C olon y  P assen geb  Service
E X C E PT AS PROVIDED IN THE P L A N .

The New Haven was lessee of the Old Colony lines for 
ninety-nine years, beginning in 1893. So long as it was 
lessee, the New Haven had to perform the obligations of 
the Old Colony charter. The railroad reorganization sec
tion of the bankruptcy law permits that with court approval 
burdensome leases may be disaffirmed. Under this provi
sion, the New Haven lease of the Old Colony has been dis
affirmed. The Old Colony itself then again came under 
obligation to furnish service under its charter. It has been 
held in the courts that the New Haven had no continuing 
obligation to the public, notwithstanding that as a result 
of its operation of the lines on a system basis the Old Colony 
was no longer able to exist and operate independently. 
This point, that the New Haven should as a matter of law 
be deemed to be under continuing obligation, notwithstand
ing disaffirmance of the lease, has been strenuously urged in 
the proceedings and rejected. The New Haven had under 
the Bankruptcy Act an obligation to operate during the 
reorganization, but for the account —  that is, at the ex
pense — of the Old Colony. That obligation will end when 
the reorganization plan is consummated. The New Haven 
for the future is under only such obligation as the federally 
approved plan imposes on it in connection with its opera
tion of passenger service. In judging the plan from the 
public point of view, the Commission and the court have 
indicated that the New Haven is to start with no obliga
tion, and hence that the sufficiency of what it agrees to do 
relative to service is to be judged against the burdens and 
advantages to it of getting the Old Colony line under the 
plan, and not as though it was under any charter obligation 
to the public to continue passenger service. We believe 
that, whether this should be so as a matter of sound legal 
result and substantive justice, an understanding that it is 
in fact the established law of the case (subject only to dis
position of pending appeals) and the basis of the plan will 
help the citizens of Massachusetts to understand that which



is otherwise hard to explain —  why the New Haven ends 
up with so little burden relative to Old Colony service.

If, as appears to be the case, federal reorganization laws 
are to permit lessees of railroad lines to escape from the 
public obligations of their lessors when and if they get into 
receivership, it seems to us that long-term leases of one rail
road by another are thereby shown to be contrary to pub
lic policy, and so far in any case as the matter is within 
state control, such long-term leases should be prevented by 
law.

8. T he C o m m o n w e a lth ’s R ig h t  to t a k e  O v e r  the  
O ld C olo n y  R a il r o a d .

It appears as a matter of law that no such right exists. 
The Attorney General has so advised this Commission. 
The plan makes the Old Colony a part of the interstate 
New Haven Railroad. It is in the federal jurisdiction to 
do this. The State cannot break this up and take the Old 
Colony by eminent domain, even though the State granted 
the original charter.

9. P rospects  fo r  C o n tin u ed  O p e r a t io n .

The plan provides that the New Haven may discontinue 
passenger service on the Boston Group (all lines through 
Braintree, —  viz., to Middleborough, Plymouth and Green- 
bush) if in either of the two years next following the con
summation of the plan the losses in passenger service under 
the formula exceed $850,000; also, after those two years 
have elapsed, if in any period of 24 consecutive months 
such losses exceed $500,000, the service described may be 
abandoned.

It will be seen that if the service is kept for the first two 
years it will stay for four years.

The investigation of this Commission indicates that it 
will be very difficult, indeed, to get the formula losses down 
below $850,000, and practically impossible to get them 
below $250,000 per year ($500,000 per 24 months).

The New Haven management at our request estimated 
a prospective postwar year under the formula. It took



1941 figures, corrected for increases in wages and material 
costs. It then applied all the adjustments which had been 
suggested as a means of improving results, and showed the 
lesser South Station terminal costs under the plan. Some 
of these adjustments are uncertain either as to adoption 
or effective result.

Doing this, reduced the prospective deficit to $1,310,996, 
or still about $460,000 over the $850,000.

The Railroad’s table is as follows:

O l d  C o l o n y  R a i l r o a d  F r e i g h t  a n d  P a s s e n g e r  E a r n i n g s .

Year 19 jl Restated for Changes in Wage and Material Costs and with- 
Adjustments for the Items listed below.

N e t  R a i l w a y  O p e r a t i n g  I n c o m e .

Total. Freight. Passenger.

Year 1941 Restated (Sheet No. 1) (does not allow for 
any increase that may result from wage increase ne
gotiations now going on).

$1,227,2021 $951,884 $2,289,0861

Adjustments:
1. Decrease in net earnings — unusual war traffic $433,3891 $344,0131 $89,3761

2. Increase in maintenance of way expenses 81,706i 76,6531 5,053i

3. Reduction in Boston Terminal bond interest 82,242 - 82,242

4. Reduction in Boston Terminal taxes . 42,694 - 42,694

5. Reduction through installation of flashers . 249,549 115,252 134,297

6. Reduction in passenger service . . . . 700,076 - 700,076

7. Transfer of maintenance charges . . . . - 113,2101 113,210

Net adjustments . . . . . . $559,466 $418,6241 $978,090

Year 1941 after above adjustments . . . . 777,7361 533,260 1,310,9961

1 Minus quantity.

This shows a possible savings in a proposed reduction in 
passenger service of $700,076. This is based on a very 
drastic revision of passenger service which was at one time 
discussed. It involves little or no operation below Braintree 
and a drastic change in methods of operation between 
Braintree and Boston. It is questionable whether any
thing like the same patronage would continue under such 
a plan. The. management indicated that this figure was 
supplied on the basis of assuming the same patronage. We 
think, therefore, that it must be heavily discounted.



The installation of flashers is an important item, and the 
chairman of the Department of Public Utilities reports 
that the system has been inspected for flashers, and that 
the railroad officials plan to install them in many cases 
after necessary public hearings.

If the reduced passenger service were installed, there 
would be an additional saving under the formula through 
transferring $113,210 of charges from passenger to freight. 
This is the last item in the tabulation. Incidentally, the 
existence of this item indicates that there must be a point 
where giving up passenger service will not benefit the 
system, because the losses do not exceed the continuing 
costs which must be borne. This point is discussed later 
herein.

This estimate was checked by Mr. Boatner. His estimate 
for a postwar year is, however, in the same range as the 
railroad’s, although allowing apparently for a somewhat 
higher deficit (App. A, page 91).

The question presented is how to reduce a deficit under 
the plan in the range of $2,200,000 to not more than $850,000.

Increased fares are suggested. They are unquestionably 
justified. A 20 per cent increase has been suggested. The 
rate per mile (average) is now 1.80 cents. It is obviously 
below cost and is unjustified when the matter of continued 
service is at stake. For example, using a twelve ride ticket, 
one can go from Boston to Weymouth in twenty-five 
minutes for just under 20 cents. By street car and bus it 
takes much longer and costs 30 cents. A 20 per cent in
crease in fares would give an average rate of 2.16 cents per 
mile, and for 102,000,000 passenger miles would produce 
additional revenue of $367,000.

We do not believe, however, that the same number of 
passengers can be expected with increased fares. Mr. 
Carmichael estimated, purely as a mathematical demon
stration, that if all present riders continued and all paid at 
the rate of 4 cents per mile, the goal might be attained 
without the drastic reduction in service. We do not believe 
it is feasible to think of a 32 cents fare to Quincy, nor does 
the railroad suggest that it is. Nevertheless, some increase



is clearly indicated, and we think it would produce some 
additional revenue.

Reduction in expenses through fewer trains has been 
suggested. This step always has reduced the number of 
patrons. It undoubtedly will hereafter.

The tendency of higher fares and fewer trains is in the 
direction of fewer riders.

Several hundred thousand dollars of savings are doubt
less possible by adjusting fares and drastically changing 
the service offered. We do not think it is as much as 
$500,000, and believe it is probably substantially less.

It has been suggested that abating all taxes on Old Colony 
property and South Station property would yield over 
$400,000. Apart from constitutional questions, we fear 
that the Legislature would not care to give a subsidy to 
one railroad in this way. We do, however, believe that the 
matter of tax adjustments justifies careful consideration, 
and that by local action in the towns and cities, some 
savings will be forthcoming.

It is further suggested that it is only justice to allow for 
the traffic which now goes via Mansfield (also the North 
Easton expense item). We think that this is so, but we 
are not clear that under the plan and the formula there is 
any way open to the State to ask for the credit of this 
$300,000 item.

State ownership of the South Terminal and free service 
to the railroads would save a substantial amount. It must 
be borne in mind that the terminal charges, however, in
clude switching and handling of trains. We doubt if the 
Commonwealth will go into the railroad business to this 
extent, and believe it would have to treat all large termi
nals in the State on the same basis.

It is further suggested that the New Haven should agree 
to credit to the Old Colony, in addition to the formula 
items, the portion of the costs of overhead, maintenance, 
and the like, which will continue to be incurred in the opera
tion of the Old Colony freight service, notwithstanding 
abandonment of passenger service.

It has seemed to the Committee that when and if the



plan is finally consummated and the New Haven is out of 
the trading area of plan formulation, it could be approached, 
reasonably, with this argument. Obviously, there is a point 
at which it is no gain to the New Haven to give up the 
passenger business, even if the formula permits. We be
lieve that some advantage can be looked for because of this 
possibility. There is, of course, no legal right involved here, 
but only a hope of business trading. The continuing in
equities of the formula (such, perhaps, as the Mansfield 
traffic) can be urged in such negotiations. It is impossible 
to estimate bow much in dollars such negotiation will yield 
for application on formula losses, but we think the prospect 
important.

From this survey it will be seen why we do not think the 
prospects of getting the losses below $850,000 can be called 
good. We think there is some chance, however, and the 
most should be made of it. Even though the further neces
sary savings (to reduce the loss below $250,000 per year) 
are not at all in sight, there is every advantage in so acting 
that we have the service for four years more.

If all efforts fail and service is to be abandoned, we think 
that the logical and inevitable substitute will be the exten
sion of rapid transit over the Old Colony lines, at least as 
far as Braintree. The Commonwealth has an option under 
the plan to buy these lines at scrap value. Whether this 
operation should be as a part of a new transit district or 
otherwise arranged is not in our province to consider. It 
is not the part of prudence to put off indefinitely or for any 
extended period provisions for alternative service.

10. Su m m a r y .

The reorganization plan for the New Haven and Old 
Colony Railroads in effect sells the Old Colony to the New 
Haven with a limited obligation to furnish passenger serv
ice. Though still under attack, both in the courts and in
directly by federal legislation, it appears that this plan may 
become effective and final in the near future.

If opportunity offers to press for change and improve
ment in the plan, this should be availed of. The possibility



that the chance will be had is enough to warrant reviewing 
the public objections and being prepared to act when and 
if the time comes. It is not such, however, that prepara
tions for the other alternatives should be postponed. If the 
plan becomes finally effective, the Commonwealth must be 
prepared to deal with what may be an emergency situation. 
It appears possible that all efforts and devices which can be 
thought of will not reduce the costs under the plan and for
mula below the critical figures of the plan. Therefore we 
should prepare for a situation in which the New Haven 
may have the right to abandon all passenger service through 
Braintree.

We believe that when the New Haven management is 
freed from the uncertainties of its present position it may be 
willing to indicate to what extent it will consider continu
ance of service, notwithstanding its rights under the plan. 
It has already stated at the hearings before this Commission 
that if freight income should be sufficient to give what it 
deems a reasonable net yield on Old Colony lines, it would 
not exercise its right to abandon. But on the figures given 
us it does not appear that freight income can be counted on 
to furnish the necessary offset. We note in this connection 
that a general freight rate increase is in prospect. We 
believe that the New Haven management might be willing, 
when the plan is finally in effect, to consider how far it can 
make allowance for the fact that at certain figures for income 
and outgo abandonment may be of no net advantage to it.

We do not intend to state that we think that such negotia
tions will necessarily result in an assurance of the continu
ance of service. We do say that until such negotiations have 
occurred the Commonwealth cannot know with full cer
tainty whether other efforts will be sufficient to continue 
service. By mentioning the possibility, we do not wish to 
suggest that we have any assurance in this field from the 
management. We have been conscious, however, that it is 
not tactically possible fully to explore the possibilities of 
co-operation while the plan is under attack.

We do not look with favor on a public subsidy to a pri
vately operated railroad. Nevertheless, it might turn out 
that for a period, at least, a direct or indirect subsidy will



appear the least expensive way of meeting an emergency 
situation.

If passenger service is abandoned, wre believe that an ex
tension of rapid transit to Braintree is indicated. Planning 
in this direction should go forward.

In order that there may be an agency of the Common
wealth to take prompt advantage of developments, we 
believe that provision for continuance of a recess commis
sion is warranted. A draft bill to this end is attached.

Finally, we wish specifically to call to the attention of the 
public and the Legislature that if the losses are not reduced 
below $850,000 for the one-year period dating from the con
summation of the plan, the New Haven will have accrued 
finally and irrevocably the right to give up all passenger 
service in the Boston Group. This clearly may be a matter 
of serious import soon, for, if the plan should be cleared by 
the Circuit Court of Appeals in its impending decision, the 
critical year will begin to run. Unless general federal legis
lation then changes the picture, there is, for sure, only a year 
of grace.

II. REPORT ON HOUSE BILLS NOS. 772, 882 AND 883 OF 
1945 -  THE EXTENSION OF COMMUTATION AREA.

The General Court at the past regular session referred 
House Bills Nos. 772, 882 and 883, 1945, to this Special 
Commission for study and report.

House Bill No. 772 is entitled “ An Act relative to Rail
road Commutation Tickets in the Suburban District of 
Boston,”  and reads as follows:

Section one hundred and ninety of chapter one hundred and sixty of 
the General Laws, as appearing in the Tercentenary Edition, is hereby 
amended by  striking out, in the fourth line, the word “ fifteen”  and 
inserting in place thereof the word: —  eighteen, —  so as to read as 
follows: —  Section 190. Every railroad corporation having a terminus 
in Boston, except the Boston, Revere Beach and Lynn Railroad Com
pany, shall sell a commutation ticket for not more than twelve rides 
between Boston and each station on its lines within eighteen miles of its 
terminal station in Boston. The said tickets, before issuance, shall be 
subject to approval by the department both as to the rate of fare and the 
conditions named therein. So far as is practicable, the rates of fare on 
all roads for like distances from their terminal stations shall be equal.



House Bill No. 882 is entitled “ An Act to provide for the 
Issuance of Commutation Tickets,”  and reads as follows:

Chapter one hundred and sixty of the General Laws is hereby amended 
by adding the following new section: —

Section 190A . Every railroad corporation shall sell a commutation 
ticket good for not more than twelve rides between each station on its 
lines within fifty miles of the station of issuance of said tickets. The 
said tickets, before issuance, shall be subject to approval by the depart
ment both as to rate of fare and conditions named therein. So far as is 
practicable, the rates of fare on all roads for like distances from their 
terminal stations shall be equal.

House Bill No. 883 is entitled “ An Act to provide for the 
Issuance of Commutation Tickets within Fifty Miles of 
Boston,”  and reads as follows:

Section one hundred and ninety of chapter one hundred and sixty of 
the General Laws is hereby amended by striking out, in the fourth line, 
the word “ fifteen,”  and inserting in place thereof the word: —  fifty ,—  
so as to read as follows: — Section 190. Every railroad corporation 
having a terminus in Boston, except the Boston, Revere Beach and Lynn 
Railroad Company, shall sell a commutation ticket good for not more 
than twelve rides between Boston and each station on its lines within 
fifty miles of its terminal station in Boston. The said tickets, before 
issuance, shall be subject to approval by  the department both as to rate 
of fare and conditions named therein. So far as is practicable, the rates 
of fare on all roads for like distances from their terminal stations shall 
be equal.

House Bill No. 772, as drawn, increases the scope of the 
present use of the twelve-ride commutation ticket to eighteen 
miles from Boston. House Bill No. 883, as drawn, is similar 
to House Bill No. 772, but increases the scope of these tickets 
to fifty miles from Boston. House Bill No. 882 is a marked 
departure from the previously mentioned bills in that it 
indicates a zone or limit not to exceed fifty miles from any 
station of issuance.

It seems proper that the history of the commutation ticket 
should be outlined at this point in the report.

Twelve-ride commutation tickets were first established 
under section 2 of chapter 649 of the Acts of 1908, reading 
as follows:



Section 2. Every railroad corporation which has a terminus in Boston, 
except the Boston, Revere Beach and Lynn Railroad Company, shall 
sell a commutation ticket good for not more than twelve rides between 
Boston and each station on its lines within fifteen miles of its terminal 
station in Boston, at a price not exceeding the average rate for each trip 
which was charged between said points for the twenty-five-ride com
mutation tickets in use on the first day of January in the year nineteen 
hundred and eight, excepting that the minimum fare shall be five cents. 
The said tickets, before issuance, shall be subject to approval by the board 
of railroad commissioners both as to the rate of fare and the conditions 
named therein. So far as is practicable, the rates of fare on all roads for 
like distances from their terminal stations shall be equal. In any city 
or town where the said twelve-ride ticket shall exceed in price the price 
now charged per trip for the twenty-five-ride ticket, then thereafter in 
the said city or town the said railroad companies shall continue to have 
for sale a twenty-five-ride ticket at the existing price.

The statute was revised in 1941, and appears as section 
190 of chapter 160, and reads as follows:

Every railroad corporation having a terminus in Boston, except the 
Boston, Revere Beach and Lynn Railroad Company, shall sell a commu
tation ticket good for not more than twelve rides between Boston and 
each station on its lines within fifteen miles o f its terminal in Boston. 
The said tickets before issuance shall be subject to approval by the de
partment both as to the rate of fare and the conditions named therein. 
So far as is practicable the rates of fare on all roads for like distances 
from their terminal stations shall be equal.

The rates have been revised at various times with the 
approval of the Department of Public Utilities, and the 
latest revision was on M ay 15, 1943. It should be noted 
that this form of ticket is good for bearer; that is, its use 
is not restricted to any one individual. It may be used by 
one person for twelve rides or by twelve persons. More
over, unlike most forms of tickets sold at reduced fares, 
it is not restricted as to the day within which it should be 
used.

Certain steady riders now use what is known as the 
“ convenience ticket” ; that is, if one lives beyond the 
fifteen-mile zone, he buys a regular ticket from his own 
station to the first station within the fifteen mile radius of 
Boston. For the remainder of the ride from that station



to Boston, he uses one of the twelve-ride tickets. This 
saving amounts to the difference between the cost of the 
twelve-ride ticket and the regular one-way fare ticket 
within the fifteen-mile fare zone. This method is used only 
on trains that stop at the station within the fifteen-mile 
zone.

The above practice grew to such proportions on certain 
lines of the Boston and Maine Railroad that the conductors 
and ticket collectors were overworked. That road now 
issues twelve-ride tickets, good between Boston and certain 
points, at the fifteen-mile radius rate, plus the regular rate 
beyond the fifteen-mile zone.

The scope of House Bills Nos. 882 and 883 prescribes 
distances that in some cases would terminate a ride outside 
the confines of the Commonwealth. It is no doubt under
stood that any distances that would terminate the ride of a 
passenger outside the Commonwealth could not be con
sidered, as the Commonwealth is without power to pre
scribe interstate rates. The Commission is also cognizant 
that the present twelve-ride ticket by its form has been 
challenged at times as not being a commutation ticket, and 
also has been challenged as being discriminatory and 
prejudicial against both intrastate amd interstate travel. 
Additional legislation in respect to this form of ticket would 
be provocative in its nature, and could result in this ticket 
being declared unlawful under the provisions of the Inter
state Commerce Commission Act, section 13, paragraph 4, 
which reads as follows:

Whenever in any such investigation the Commission (Interstate Com
merce Commission), after full hearing, finds that any such rate, fare, 
charge, classification, regulation, or practice causes any undue or un
reasonable advantage, preference, or prejudice as between persons or 
localities in intrastate commerce on the one hand and interstate or foreign 
commerce on the other hand, or any undue, unreasonable, or unjust 
discrimination against interstate or foreign commerce, which is hereby 
forbidden and declared to be unlawful, it shall prescribe the rate, fare, 
or charge, or the maximum or minimum, or maximum and minimum, 
thereafter to be charged, and the classification, regulation, or practice 
thereafter to be observed, in such manner as, in its judgment, will remove 
such advantage, preference, prejudice, or discrimination. Such rates, 
fares, charges, classifications, regulations, and practices shall be observed



while in effect by the carriers parties to such proceeding affected thereby, 
the law of any State or the decision or order of any State authority to 
the contrary notwithstanding.

A greater portion of the commutation travel originates 
within fifteen miles of Boston. Assuming 75 per cent of all 
traveling on those lines originates within this area, —  and 
it is reasonable to assume that practically all of this traffic 
makes use of this twelve-ride ticket, — the cost of these 
twelve-ride tickets per ride discounts the one-way fare 
from 15 per cent to 37 per cent. It appears that this is an 
exceedingly large discount for purchasing twelve one-way 
rides which are transferable and could be used at any time 
by any person or group of persons.

Reports received from the Boston & Maine Railroad 
indicate that in the year 1945 it cost the road approximately 
$0.99 for each $1 of passenger revenue. For the first two 
months of 1946 this railroad expended $1.09 for each $1 of 
passenger revenue. Passenger revenues are declining from 
month to month since Y -J  Day, and recent wage awards 
to railroad employees will add considerably to operating 
costs, and it appears at this time that during the current 
year it will cost the railroad from $1.20 to $1.25 for each 
dollar of passenger revenue.

The present situation of the Old Colony Railroad with 
the prospects that all passenger service on that road may 
be abandoned under the plan of reorganization, which may 
be consummated within the near future, is an indication of 
what can happen if loss in passenger revenue continues to 
increase. However reluctantly, the public must make up 
its mind that if the commuter desires this type of service, 
fare increases are essential and no decrease in passenger 
revenue is warranted.

As long as the present twelve-ride ticket has to be sold 
at its present price, it is doubtful if the railroads will under
take to offer any new forms of reduced rates in the form of 
multiple-ride tickets. All of the railroads with terminals 
in Boston opposed the bills covered in this report. In 
view of all the foregoing, we do not consider that the ex
tension of the use of these twelve-ride tickets in their 
present form under present conditions is warranted.



III. REPORT OF SUB-COMMITTEE ON ELECTRIFICATION.

Chapter 41 of the Resolves of 1945, among other things, 
referred to this Commission the study of the problem of 
electrification of railroads that operate in and out of Boston. 
This problem carried with it the concomitant one of elimi
nation of the so-called “ smoke and cinder”  nuisance arising 
from the firing of steam locomotives, not only in Boston 
but in the residential suburbs.

A careful study of these problems has been made, and at 
several hearings attended by the interested public, Repre
sentatives and Senators, and experts delegated by the 
three railroads concerned, a full discussion has taken place. 
In order to be more fully informed, the Commission dele
gated a sub-committee of its own membership to investi
gate further all the elements involved. On the basis of 
this effort, the following findings and recommendations are 
submitted.

The problem may be stated as involving the possibility 
of doing away with steam locomotives, or of providing some 
method by which steam locomotives may be used without 
emitting such large volumes of smoke and cinders. To this 
end the Commission devoted itself to a study of the relative 
merits of gas, steam, electric, turbine, Diesel and other 
types of locomotives. These studies are all in the experi
mental stage, and we feel, therefore, that all bills pertaining 
to smoke nuisance should be referred for further study to a 
Recess Commission. (Appendix B.)

New York, New Haven & Hartford and Boston & Maine 
officials have assured the Commission that they consider 
the Diesel-type engine a permanent improvement, and 
have committed themselves to a program which does not 
call for the purchase of any more steam locomotives. The 
former railroad has already in operation a large number 
of Diesels. The Boston & Maine has some Diesel equip
ment and has on order several millions of dollars worth. At 
a public hearing experts from these roads stated that the 
next ten years would see the disappearance of the steam 
locomotive on their lines entering and leaving Boston.



The New York Central System, which operates the Bos
ton & Albany Railroad, on the other hand, takes an entirely 
different point of view. With supporting evidence, New 
York Central experts admit the possibility that the Diesel 
may be the future engine, but contend that it is not yet a 
guaranteed performer. It is their belief that a gas turbine 
or some other engine may soon prove to be far more efficient 
than the Diesel. Much research is being done on this prob
lem by the Central along with other railroads and indus
tries with some promising results.

New York Central engineers have described to the Com
mission the research done on jet propulsion, turbines, and 
even in the field of nuclear energy. Their studies in the 
field of Dieselization have left them with the opinion that 
the Diesel could not be economically operated in suburban 
commuter service. As for the through trains, they contend 
that Diesels may not be the answer, and, until they are sure, 
they do not advise investing the great amounts necessary 
to Dieselize their system.

All of the railroads were in agreement that complete elec
trification (in contrast to Diesel electric power) of their 
lines into Boston was out of the question financially. In 
this connection, it must be borne in mind that the studies 
another commission is making into the possible extension of 
the rapid transit service may change the whole picture on 
suburban lines. Until that study is completed, any conclu
sions as to full electrification would be purely academic.

After hearing all the evidence, and after as thorough a 
study as time and funds would allow, this Commission is of 
the opinion that as long as the present type of steam loco
motive is in use, there will be smoke and cinders. This is 
stated, not unmindful of the promises of the New York 
Central officials to install “ smoke consumers,”  “ smokeless 
coal,”  and other smoke-reducing devices on their locomo
tives. The Commission believes that the Central will co
operate in every way in reducing the nuisance of smoke 
and cinders on its lines. These methods are palliatives and 
not cures. They will help greatly, but they will not solve 
the problem.



It is therefore the considered opinion of this Commission 
that steps should be taken to eliminate as soon, but as 
fairly and justly as possible, the use of steam locomotives in 
and out of Boston.

In conclusion, the Commission expresses its appreciation 
to the interested and civic-minded public, the three rail
roads, and all members of both branches of the Legislature 
for their splendid co-operation.

Respectfully submitted,

DONALD W. NICHOLSON,
Chairman.

HOLLIS M. GOTT,
Vice-Chairman.

JAMES F. FITZGERALD. 
CORNELIUS J. M U RRAY. 
VINCEN T B. DIGNAM . 
CLARENCE A. BARNES. 
THOMAS A. FLAHERTY. 
THOMAS C. O 'BRIEN.
ARTHUR E. W H ITTEM ORE.



A p p e n d i x  A.

REPORT ON OPERATIONS OF OLD COLONY 
RAILROAD UNDER ITS TRUSTEES.

An examination has been made of Old Colony accounts 
as they are maintained by the New Haven system, and of 
New Haven system accounts as they relate to Old Colony 
revenues, expenses and income. The formula provisions 
have been examined and their application observed.

Condensed statements have been before us in mimeo
graphed form covering operations of the Old Colony for the 
years 1940 to 1944. From these statements it develops that 
much of the 1944 Old Colony data was built up from esti
mates, all except the first five months having not yet been 
distributed to Old Colony accounts and having not other
wise been available to us. Condensed statements in hecto- 
graphed form, showing Old Colony operations for successive 
years ended with March, 1944, were also available.

No full 1944 data for Old Colony Railroad having been 
available, the instant study in its details has been confined 
to the years 1941 and 1943, the first year reflecting a gradual 
acceleration of general business activity incident to the 
growing threat of war; the second year a full period of in
tensive industrial production with increased railroad reve
nues and increased costs of producing such revenues.

Before proceeding with the details of the study, the results 
of the operation of the Old Colony, over the five-year period 
1940 to 1944 (with the latter year estimated in part), are 
shown in the following tabulation. The money revenues are 
shown, and, for quick assimilation, the remainder of the



accounts are expressed in terms of percentages of the reve
nues. Exhibit A, attached, contains a breakdown of the 
accounts in money between freight and passenger.

O l d  C o l o n y  R a i l r o a d .

Relation of Revenues, Expenses, Net Railway Operating Income to Total 
Revenues, 1940 to 1944-

[Source: Administration Accounts filed by New Haven System Trustees.]

1944. 1943. 1942. 1941 1940.

Operating revenues (000 to be added) $13,303 $13,587 $12,607 $8,369 $6,131

Freight . . . . . . 64.6% 64.3% 69.9% 70.4% 65.1%

Passenger . . . . . 29.4 29.5 24.3 21.9 25.5

Other . . . . . . 6. 0 6. 2 5. 8 7. 7 9. 4

Total . . . . . . 100.0 100.0 100.0 100 0 100.0

Operating expenses:

Maintenance of way and structures 19.1 16.0 14.1 14.4 14.8

Maintenance of equipment 17.2 15.7 15.3 17.3 20.3

Traffic . . . . . . 1. 0 1. 0 1. 0 1. 3 1. 5

Transportation . . . . 49.3 44.6 40 6 46.7 54.5

Miscellaneous . . . . . .3 .2 2 .2 .2

General . . . . . . 3. 3 3. 0 2. 9 3. 0 4 0

Total . . . . . . 90.2 80 5 74.1 82.9 95.3

Net railway operating revenues . 9.8 19 5 25.9 17.1 4.7

Railway tax accruals:

Pay roll . . . . . . 3. 2 3. 1 2. 8 3. 3 3. 8

Federal income . . . . .4C r.1 - - . l 2 -

All other . . . . . . 1. 5 2. 4 2. 7 1.4* 5.8

Total . . . . . . 4. 3 5. 5 5. 5 4. 8 9. 6

Equipment and joint facility rents 5.7 5.8 5.6 8.2 10.0
net, l)r.

Net railway operating income 2D. 8.2 14.8 4.1 14 9D.

Estimated effect of 1943 pay increases 4.8 4 0 4 - -

1 Adjustment from 1938.
2 Adjustment from 1934.
3 Adjustment credit prior to 1940 of $140,000 included; not included in segregation figures.
4 Not applicable full year.



For the benefit of comparison, similar information, 
similarly compiled, is shown for the New Haven System, 
excluding Old Colony Railroad:

N e w  H a v e n  S y s t e m , e x c l u d i n g  O l d  C o l o n y  R a i l r o a d .

Relation o f Revenues, Expenses and Net Railway Operating Income to 
Total Revenues, 1,940 to 1944-

1944. 1943. 1942. 1941. 1940.

Operating revenues (000 to be 
added).

$169,091 $165,962 $143,532 $99,172 $79,473

F r e ig h t ........................................ 49.8% 51.5% 55.6% 62.0% 58 5%

Passenger . . . . 42.5 40.8 36.6 29.3 31.2

Other . . . . . 7. 7 7. 7 7. 8 8. 7 10.3

Total . . . . .  

Operating expenses:

100.0 100.0 100.0 100 0 100 0

Maintenance of way and struc
tures.

12.5 11.7 9.5 11.6 12.2

Maintenance of equipment 14.9 13.4 13.0 15.5 15.4

Traffic . . . . . 1. 0 1. 0 1. 1 1. 4 1. 6

Transportation 33.7 30.6 30.0 35.3 36.3

Miscellaneous . . . 2.5 2.1 2 2 2.2 2.4

General . . . . 2. 4 2. 2 2. 3 2. 5 3. 0

Total . . . . . 67.0 61.0 58.1 68.5 70 9

Net railway operating reve
nues.

Railway tax accruals:

33.0 39.0 41.9 31.5 29.1

Pay roll . . . . 2. 5 2. 3 2. 2 2. 6 -

Federal income 8.7 8.6 9.2 .3 -

All other . . . . 2. 8 3. 4 3. 6 3. 5 -

T otal . . . . 14.0 14.3 15.0 6.4 7.6

Equipment and joint facility 
rents net, Dr.

7.1 6.8 7.3 8.4 8.7

Net railway operating income 11.9 17.9 19.6 16.7 12.8

N o t e . — These figures are the I .  C. C. annual report figures from which Old Colony figures 
have been deducted.

It will be noted that in 1944 Old Colony’s operating ratio 
increased 9.7 points over 1943, while New Haven, excluding 
Old Colony (referred to hereinafter as New Haven-X),



increased 6.0 points. The comparative increases occurred 
in the following accounts:

I n c r e a s e d  O p e r a t i n g  R a t i o , 
1944 vs. 1943.

Old Colony. New Haven-X.

Maintenance of way and structures . . . . . 3 .1 . 8

Maintenance of equipment . . . . . . 1 .5 1.5

Transportation . . . . . . . . . 4 . 7 3 .1

Miscellaneous . . . . . . . . . .1 .4

General . . . . . . . . . .3 2

T o t a l .......................................................................................... 9 . 7 6.0

The wage scale increased in 1943, but was applicable 
only to a portion of that year. Its full application to 1944 
will account for nearly a point of this Old Colony rise. 
Approximately 40 per cent more ties were applied and 135 
per cent more rail was laid in 1944 on Old Colony than in 
1943, and the cost of this material with the increased quan
tity of labor required to install it will account for most of 
the maintenanee-of-way increase.

The Old Colony, subscribing as it is required to do under, 
the formula, to system equipment repairs, and the mileage 
factors producing this subscription remaining compara
tively constant, the railroad shared the system maintenance- 
of-equipment increase proportionately.

The remainder of the difference lies mostly in transporta
tion. Freight revenues and freight train miles were almost 
the same in the two years 1944 and 1943. However, passen
ger and its affiliated “ other” revenues declined 3.0 per cent, 
while passenger train miles increased 4.3 per cent. It is 
understood there was an increased troop movement on Old 
Colony during 1944, lower-than-average-rated as to revenue, 
the effect of handling which would be to increase the miles 
without proportionately increasing the returns. The addi
tional 489,000 passenger train miles at around a 1944 cost 
of $1.40 per mile would mean .$685,000 additional transpor
tation expense. The transportation account increased,



roundly, $500,000. Acting as an offset to the $185,000 
excess ($685,000 less $500,000) there was an 11 per cent 
decrease in yard switching miles.

This general review of the situation as between 1944 and 
1943 tends to account in a general way for the unfavorable 
earnings results of 1944 vs. 1943, when the revenues for the 
two years were comparatively the same. It is not intended 
to sanction the operating or other procedures which produced 
either the revenues or the expenses.

Income Account, Old Colony Railroad, 1943 and 1941.
[000 to be added.]

1943. 1941.

Railway operating revenues with “ other revenues” divided to freight 
and passenger:

F r e i g h t ........................................................................................... $6,064

Passenger.................................................................................................... 4,636 2,305

T o t a l .......................................................................................... $8,369

Railway operating expenses:

Maintenance of way and s t r u c t u r e s ........................................ $2,174 $1,203

Maintenance of equipment . . . . . . . . 1,455

T r a f f i c .............................................................................................................. 132 111

T r a n s p o r t a t i o n ................................................................................. 6,064 3,903

M iscellaneous................................................................................ 34 18

G e n e r a l ........................................................................................... 406 253

T o t a l .................................................................................................... 510,940 $6,943

Net revenue from railway operation . . . . . $2,646 $1,426

Railway tax a c c r u a l s ...................................................................... $784 $526

Hire of freight cars, Dr................................................................ 411 306

Other equipment rents, Dr.................................................................. 4Cr. 1.9

Joint facility rents. Dr..................................................................................... 372 380

Net railway operating i n c o m e ............................................................ $1,115' $212

Non-operating income:

Miscellaneous rent income ...................................................................... $83 $99

Miscellaneous non-operating physical property . . . . 14 10

Miscellaneous i n c o m e ...................................................................... 6 4

$103 $113

Gross i n c o m e .......................................................................................... $1,218 $325

t See note at end of table, next page.



Income Account, Old Colony Railroad, 1948 and 1941 —  Concluded.

1943. 1941.

Deductions from gross income:

Miscellaneous rents . . . . . . . . . . $15

Miscellaneous tax accruals . . . . . . . . $17 15

Interest on funded debt . . . . . . . . . 23 29

Interest on unfunded debt . . . . . . . . .2 .6

Total . . . . . . . . . . . . $40 $59

Net in c o m e ........................................ ......... $1,178 $266

N o t e . — To adjust this net income to the administration accounts involves a debit of $2.6 to 
transportation expense; in railway tax accruals, a credit of $129.8; and in miscellaneous tax 
accruals, a credit of $9.1, all due to adjustments of prior years. The accounts without these 
items of adjustment are comparable and are used for that reason. Their source is the segrega
tion records of the New Haven Railroad.

Proceeding to the analysis of 1943 results of Old Colony 
compared with 1941, the analysis follows the accounts as 
shown in the preceding table, dealing first with:

Freight Revenues. —  The results of freight operations on 
Old Colony in 1943 and 1941 are shown in the following 
tabulation:

[000 to be added.)

1943. 1941. Per Cent 
Increase.

Freight operating revenues . . . . . . $8,950 $6,064 47.5

Freight operating expenses . . . . . . 5,652 3,615 56.3

Operating ratio . . . . . . . . 63.1 59.6 -

Net revenue from railway operations $3,298 $2,449 34.6

Revenue per net ton mile . . . . . . 3.39*5 3.28*5 3.4

Expenses per net ton mile . . . . . . 2.14 1.96 9.1

Net revenue per net ton mile . . . . . 1.25*5 ‘ 1.32*5 5.3D.



The following table shows the sources from which the 
freight revenues were obtained in 1943 and 1941:

[Source: New Haven Railroad records.]

C a r l o a d . 1943. 1941. Per Cent 
Increase.

System, local traffic:

Originating and terminating on Old Colony $263,493 $329,225 20.0D.

Originating on and terminating off Old Colony 242,285 188,649 28.4

Terminating on and originating off Old Colony 320,946 431,157 25.6D.

Total, local . . . . . . . $826,724 $949,031 12.9D.

System, traffic to other railroads (i.e., interline):

* Originating on Old Colony . . . $1,663,933 $972,979 71.0

Passing over Old Colony . . . . . 71,440 78,518 9.0D.

Other railroads’ traffic to System (i.e., interline):

* Terminating on Old Colony . . . . 5,229,582 3,125,352 67.3

Passing over Old Colony . . . . . 428,075 209,256 104.6

Total, interline . . . . . . $7,393,030 $4,386,105 68.6

Traffic between other railroads via System:

Passing over Old Colony . . . . . 2,151 350 -

Total carload traffic . . . . . $8,221,906 $5,335,486 54.1

Total L. C. L .............................................................. 505,168 533,884 5.4D.

Miscellaneous revenue . . . . . 55,329 49,257 -

Miscellaneous corrections . . . . 45.136D. 24.811D. -

Grand total, freight (Account 101) $8,737,267 $5,893,816 48.2

N o t e . — These totals are slightly less than preceding tabulation which contains additional 
revenue (such as freight switching and demurrage) assigned to “ freight from other revenue.”

The interline freight revenues (i.e., on freight moving 
to and from foreign lines, originated on and terminated on 
Old Colony), marked by * in preceding table, constituted 
nearly 79 per cent of all Old Colony’s 1943 freight revenues 
and nearly 70 per cent of 1941’s. Because of the importance 
of these revenues and the potentialities to Old Colony which 
lie in them (as will be disclosed), they are further broken 
down between traffic received and delivered direct by Old 
Colony and that which passes through the New Haven 
before delivery and receipt.



Old Colony’s Freight Traffic to and from Foreign Lines —  Revenves
Received.

[Source: New Haven Railroad records.!

1943. 1941.

To foreign lines:

Direct from Old Colony $.542,394 $336,243

Delivered via New Haven . . . . . . . 1,121,539 636,736

From foreign lines:
SI,663,933 $972,979

Direct to Old Colony1 . . . . . . . SI,336,632 $922,815

Received via New Haven . . . . . . 3,892,950 2,202,537

To and from foreign lines:
$5,229,582 $3,125,352

Via Old Colony Direct1 ............................................................ $1,879,026 $1,259,058

Via New Haven . . . . . . . . . 5,014,489 2,839,273

Grand total . . . • ■ • • $6,893,515 $4,098,331

1 Information obtained for four months each year and expanded to full year. This figure was 
then subtracted from actual totals to produce the “ via New Haven” figures. A test check of 
the four months’ relationship to four months’ total revealed close accuracy of expanded figures 
to year’s total.

This 1943 interline traffic as developed from a test check 
of October, 1943, divided among the following gateways:

Old Colony Interline Revenues, October, 1943.
[Source: New Haven Railroad records.]

Forwarded. Received. Total.
Per Cent 

of All 
Interline.

Via Old Colony Direct:

Framingham, Mass................................... $14,386 $71,079 $85,465 15.1

Fitchburg, Mass........................................ 3,160 14,916 18,076 3.2

Lowell, Mass................................................ 22,915 29,774 52,689 9 .3

Boston, Mass. . . . . . 1,060 638 1,698 .3

Total . . . . . . $41,521 $116,407 $157,928 27.9



Old Colony Interline Revenues, October, 1.943 —  Concluded.

Forwarded. Received. Total.
Per Cent 

of AH 
Interline.

Via New Haven Railroad: 

Beacon, N . Y . . $354 $847 $1,201 2
Brewster, N. Y . - 28 28 -

Harlem River, N. Y . 54,256 130,765 185,021 32.6

Maybrook, N. Y. 41,558 169,632 211,190 37.3

New London, Conn. . . . 953 189 1,142 2

State Line, Mass. . . . . - 104 104 -

Willimantic, Conn. . . . . 2,578 5,969 8,547 1.5

Worcester, Mass. . . . . 116 1,515 1,631 .4

Total . . . . . . $99,815 $309,049 $408,864 72.1

Old Colony System revenue 41.6% 41.3% 41.4% -

Grand total, interline $141,366 $425,456 $566,792 100.0

N o t e . — The month’s totals, expanded to one year, are close to year’s total actual.

Freight revenues to Old Colony are divided on basis of 
formula . . . applied by the trustees of the New Haven 
System. These trustees are also trustees of Old Colony 
Railroad; thus the executive officers of the two companies 
are identical.

The formula is dated December 10, 1936, and the founda
tion for the percentage divisions of the' revenues allocable 
to the respective lines is a composite of several factors and 
assumptions. By failure to take into account the 15 per 
cent increase in divisions granted to New Haven System 
and its components by the Interstate Commerce Commis
sion, after hearings begun in 1922, the allocation of the 
revenues to Old Colony under the formula is far less than 
it would be if the original divisions plus the increase were 
applied.

While the Interstate Commerce Commission in approving 
the formula found it . . . to be “ as fair and equitable as 
conditions permit,”  it was careful to state also that “ it was 
in no wise intended to express any views with respect to 
the use of the results obtained from the application of the 
formula or the weight to be given such results.”



Interline freight traffic originating or terminating in 
parts of what is called Trunk Line, Central Freight Asso
ciation and Southern Rate territories, which territories in 
effect are roughly those east of a line drawn from Albany, 
New York, southwesterly through Pittsburgh, Cincinnati, 
Birmingham to Mobile, moves in major part through May- 
brook and Harlem River gateways, account rates and 
divisions applying only to a limited extent over lines reached 
by connections of the Old Colony at its own northern gate
ways.

On all traffic originating and terminating west of this 
line, including that from the cities named, rates and divi
sions are applicable and movements can be made with 
equal freedom via Old Colony’s Fitchburg and Framing
ham gateways, to and from all Old Colony points, including 
Boston. On any traffic so moved the Old Colony enjoys 
some 50 per cent more revenue than if the traffic moved 
through New Haven System gateways at Maybrook and 
Harlem, over which latter routes the Old Colony’s revenues 
are allocated under terms of the formula. Obviously, it 
would be greatly to the interest of the Old Colony to receive 
and deliver its full measure of this traffic by the northern 
gateways.

As shown in a preceding table the total revenues of the 
Old Colony on all' of its interline traffic moving via the 
New Haven Railroad amounted to $5,014,489 in 1943 and 
to $2,839,273 in 1941. The amount of this traffic that 
could be influenced to move to and from the Old Colony 
through its northern gateways, where 50 per cent greater 
revenues would be enjoyed, is in our opinion not less than 
40 per cent, and may be as high as 50 per cent. On the 
basis of 40 per cent for 1943, Old Colony’s revenues would 
have been increased by $1,003,900. In our opinion the 
major part of these increases would be net. However, to 
be wholly conservative, 25 per cent is applied to cover any 
difference in the cost of handling via northern gateways 
over present costs via Attleboro, where the traffic is now 
received by the Old Colony from the New Haven. This 
reduces the figures to $753,000. There would accrue some



traffic solicitation expenses, but the Old Colony bears such 
expense at the present time, and we are informed no solici
tation is performed for its particular account.

Serious losses of revenues and income are sustained on the 
Old Colony also by reason of the operating policy affecting 
revenues on traffic moving between Boston and the north
ern gateways of the Old Colony, namely, Fitchburg, Lowell 
and Framingham. To illustrate: In October, 1943, the 
Old Colony received, under the formula, revenues from 
freight traffic totaling $27,341 via these gateways. The 
greater portion of this was on traffic between Framingham 
and Boston, which amounted to $22,478. This traffic 
moved over the Old Colony thirteen miles from Framingham 
to Walpole and thence nineteen miles over the New Eng
land Railroad from Walpole to Boston. Under the formula 
the Old Colony received 22 per cent of the revenues and the 
New England Railroad 78 per cent.

On traffic through Fitchburg and Lowell Old Colony re
ceived 36.3 per cent and 33.7 per cent of the revenues, 
respectively, and the New England Railroad received the 
remainder. This traffic could have moved wholly over Old 
Colony line and Old Colony could have enjoyed all the 
revenues. Old Colony’s portion of the revenues amounted 
to roundly $882 per day. Amplified for the year it would 
amount to roundly $322,000. This is only about 24 per cent 
of the total of $1,340,000. Thus an approximate increase of 
$1,018,000 in Old Colony’s freight revenues on the 1943 
basis would have resulted had the traffic been handled wholly 
bylthe Old Colony. It is true the distance via Old Colony 
is about twice that for the joint route, but the running time 
would be only some two hours longer in each direction, 
whichjshouId be of little consequence on these movements. 
The cost would be but moderately increased as constructive 
road mileage is now paid. In addition to the moderate 
increase in road-haul cost the terminal expenses at Boston 
would also be encountered. The total operating cost on this 
added revenue should in our opinion not exceed 35 per cent, 
leaving $662,000 net revenue.

Thus on a diversion of 40 per cent of the Old Colony’s



interline traffic now moving via New Haven System to Old 
Colony gateways at Framingham and Fitchburg, and by 
moving Boston traffic through those gateways over the 
Old Colony’s route wholly, the net increase to Old Colony’s 
freight revenues would be approximately $1,415,000 {i.e., 
$753,000 plus $662,000) on 1943 basis of freight revenues.

Nor are these all the revenues of which the Old Colony is 
deprived by . . . operating the Old Colony for the System 
benefit and not for the benefit of Old Colony. All interline 
traffic between the northern gateways and stations in Group 
90 (Harrison Square and Quincy Adams), and, according 
to operating people, much of that on the Greenbush and 
Plymouth lines moving through Boston, is handled in a 
manner to deplete the Old Colony revenues by about 10 
per cent. The remainder routed New Haven Railroad via 
Boston and Providence moving through Boston, according 
to the same sources of information, is handled in a manner 
which reduces Old Colony’s proportion of the revenues by 
about 15 per cent. This is notwithstanding the fact that a 
train leaves Boston light daily and runs through to Provi
dence for the purpose of handling traffic between Quincy 
Adams and Middleborough and supposedly traffic from 
Greenbush and Plymouth branches.

Up until group lines abandonment petition was submitted 
on October 23, 1940, and decided on February 18, 1941, in 
Finance Docket No. 12614, all Group Lines Freight Traffic 
to and from the group area including Greenbush and Plym
outh branches moved through Boston. This decreased 
Old Colony’s revenues after the trustees disaffirmed its 
Boston and Providence lease with little or no decrease in 
expense. What these various depletions of Old Colony’s 
revenues amount to cannot be stated, as information to 
definitely determine them was not available and would not 
be without considerable accounting requirements. In total, 
however, it should be quite considerable, and should produce 
an additional $335,000 to the $1,415,000 already enumer
ated, raising that total to $1,750,000. The route via Mans
field is shorter than that through Middleborough, and while



the Boston & Providence was still a part of the Old Colony 
System, routing of traffic either through Mansfield or Bos
ton made little difference to it. On the other hand, when 
the lease was disaffirmed in July, 1938, by the trustees they, 
about the same time, secured authority to and did abandon 
a section of line of Old Colony extending between Stoughton 
and Randolph, near Braintree Heights. This abandonment 
had the effect of lengthening Old Colony’s route approxi
mately seven miles between Boston and these points, as 
well as lengthening the route between Boston and Provi
dence, Framingham, Fitchburg and Lowell by the same 
distance.

The disafhrmation of the Boston and Providence lease, 
and at the same time, or about that time, abandoning the 
line of Old Colony between Stoughton and Randolph, not 
only extended Old Colony’s route by seven miles but made 
it necessary in order to serve Taunton with passenger serv
ice to operate trains and traffic via Mansfield, and resulted 
in freight traffic between the area south of Mansfield and 
Boston moving that route, which reduces Old Colony’s 
freight revenues by some 45 per cent. This diversion from 
Old Colony on freight traffic, even with the line removed 
was not necessary, as an increase in the distance traveled 
between this area and Boston of eight or nine miles could 
have been sustained. Whether this diversionary effect was 
intended by the trustees or not the unfortuante results to 
Old Colony from the operating practices which followed it 
are the same.

Disafhrmation of the Boston & Providence lease by Old 
Colony Trustees, and lengthening the line by seven miles, 
and the manner in which the Trustees conduct joint opera
tions have had the effect of eliminating Old Colony from 
participating in through or interline traffic to and from Bos
ton except the insignificant amount that is interchanged at 
the latter point with the Boston & Albany and Boston & 
Maine. In other words, the Trustees have by the processes 
above referred to eliminated Old Colony as a Boston line 
and precluded it from participating in traffic to and from



that city (which is by far the most important producing and 
consuming center on the line), except to a limited extent on 
joint hauls via Walpole as above described, and where its 
revenues are limited, and the limited amount of local traffic 
on the line between Boston and Providence.

Despite the fact that a train is operated daily out of 
Boston for Providence, and out of Providence for Boston via 
Old Colony, these trains handle no through traffic destined 
past those points or any of the considerable traffic originated 
and terminated at them. It is entirely restricted to the 
purely local intermediate traffic. The distance between 
Boston and Providence via the Boston and Providence Rail
road is 44 miles compared with that of 66 miles for the Old 
Colony via Middleborough, Taunton and Attleboro. This 
distance would have been seven miles less had the line from 
Randolph to Stoughton not been abandoned. However, 
neither the present nor the former distance is sufficient to 
preclude Old Colony from full participation in the traffic, 
as the additional time required of probably less than one 
hour should not be of any consequence so far as the major 
portion of the traffic is concerned, although it is obvious 
that the Old Colony would be better off with the shorter line.

A most curious inequity, which will be recited, exists in 
the limitation of Old Colony’s traffic and revenues incident 
to managerial policies of the common Trustees. The New 
Haven System before and since trusteeship has denied the 
use of the Market Terminal facilities at Boston, owned by 
the Old Colony, to other Boston lines, except where the 
New Haven enjoys a portion of the road-haul revenue on 
the traffic. Yet the Old Colony which owns the Market 
Terminal facilities is not allowed to participate in the 
through or interline traffic accommodated by these facilities, 
and which facilities control the movement via the New 
Haven of a large portion of the highly  ̂ rated produce and 
perishable traffic which the New Haven enjoys.

The Old Colony also owns a one half interest in the Union 
Freight Railroad, another facility on which much system 
traffic is originated and terminated, yet Old Colony is not



permitted by the managerial policy of the common Trustees 
to participate in the traffic to and from these facilities in 
road-haul movement except as to an occasional local 
shipment.

When the Trustees of the Old Colony disaffirmed the 
Boston and Providence lease it would appear that had the}' 
desired to protect Old Colony’s traffic and revenues, instead 
of System revenues, they would have taken steps to insure 
Old Colony handling all the traffic to and from the Market 
Terminal, and traffic to and from the Union Freight Rail
road upon a remunerative basis; a relatively large volume 
of traffic moves to and from these facilities. However, 
much as such a course appears equitable, Old Colony is not 
allowed under its present trusteeship, to participate in 
any of this traffic to and from Boston except to the negligible 
extent described. In our opinion no more severe means 
exists by which Old Colony’s revenues can be restricted.

The freight experience of Old Colony compared with 
New' Haven-N is shown in the follov'ing tabulation of 
relation of freight expenses to freight revenues. Old Colony 
figures are taken from the segregation sheets furnished us 
by New Haven, and the Newr Haven-X figures are the result 
of subtracting Old Colony from New Haven system figures 
in Annual Report to I. C. C. This is the only source for 
New Haven System figures split between freight and passen
ger available to us. Such figures can be used only as to the 
general accounts, as the primary (i.e., individual items of 
expense) are not comparable because wage increases in the 
System accounts for 1943 v'ere showm in a lump sum] in 
“ Other Expenses” and not distributed to the "in dividual 
accounts due to the necessary details said tojhave been 
unavailable at the time the 1943 Annual Report was filed. 
W e were advised by the New Haven people that the figures 
were not later revised for the New Haven System as between 
freight and passenger, and hence they^were not available 
to us on that basis.



Freight Operations —  Percentage of Expenses to Revenues.

O l d  C o l o n y . N e w  H a v e n - X .

1943. 1941. 1943. 1941.

Freight Revenues (000 to be added) $8,950 $6,064 $87,302 $63,034

Freight expenses:
Maintenance of way and structures . 13.0% 10.6% 12.3% 10.3%

Maintenance of equipment 11.7 11.4 14.6 13.0

Traffic . . . . . . . .9 1.1 .9 1.1

Transportation . . . . . . 35.3 34.4 36.2 34.9

Miscellaneous . . . . . . - - - -

General . . . . . . . 2.3 2.1 2 .7 2.6

Total . . . . . . . 63.2 59.6 66.7 61.9

Railway tax accruals . . . . . 4 .4 4 .5 13.7 ‘ 5 .6

Equipment rents net, Dr. . . . .  

Joint facilities rents, net. Dr.

4 .5

.1

5.1

\  5 1 5.5

Net railway operating income 27.8 30.8 14.5 27.0

Total . . . . . . . 100.0 100.0 100 0 100.0

1 Effect of federal income taxes.

Passenger Revenues. —  These revenues stem from two 
sources: (a) revenue from passengers transported, and (b) 
other passenger revenue from milk, mail, etc. A separation 
of these sources and the 1943 vs. 1941 results are shown 
below, after which this section of the report will discuss 
primarily the revenue from passengers and a following sec
tion the “ other” revenue:

[000 to be added.]

1943. 1941. Per Cent 
Increase.

Revenues from passengers . . . .

Revenues assigned from freight . . . . .

Other passenger revenue . . . . . . .

Passenger operating expenses

Net revenue deficit . . . . . . . .

$3,977

28

$1,834 117

$4,005

631

$1,834

471

118

33

$4,636

5,288

$2,305

3,328

101

59

$652 $1,023 3 6 1



Because of the effect which passenger operations have on 
the Old Colony Railroad this subject will be reviewed at 
some length at this point. First, there is offered as Exhibit 
B a table showing for 1943 and 1941 the full sources of 
revenues from passengers, the number of passengers, their 
routes, the revenues they paid, the average distances they 
traveled, and the average return per mile they traveled. 
This statement is recommended for careful survey. It 
summarizes as follows:

Passengers. Revenues.
Revenue

per
Passenger

(Cents).

Average
Haul

(Miles).

Revenue 
per 

Passenger 
Mile (Cents).

1943 . . . . 10,837,264 $3,977,381 36.7 18.8 1.96

1941 . . . 6,601,517 1,834,130 27.8 15.5 1.79

Increase 4,235,747 $2,143,251 8.9 3.3 .17

Without discussing at this point the expenses involved 
in this operation it is pointed out, using 1943 for illustra
tion, that 1,199,054 passenger train-miles were run in order 
to service 203,445,299 passenger miles. By dividing the 
lesser into the greater figure this is 170 passenger miles per 
train-mile, or, stated another way, 170 = passengers hauled 
one mile. Since each passenger traveling one mile con
tributed 1.96 cents and other revenues an additional 32 
hundredths of a cent, or 2.28 cents for the mile, the revenues 
for the 170 passengers aggregated $3.87. But the operating 
expenses per train-mile were ($5,288,000 -f- 1,199,054) or 
$4.41. At 2.28 cents per mile the operating deficit of 54 
cents per train-mile would require twenty-four additional 
passengers per mile, an increase of 14 per cent per train- 
mile over the large volume of travel in 1943. On the 1941 
basis, forty-seven additional passengers, or 44 per cent 
more, would have been required. The only alternatives 
which will permit a profit or a break-even operation under 
these conditions is to reduce the expenses per train-mile, 
or to reduce the train-miles without reducing the patronage 
or both.



A reference to Exhibit B reveals the important position 
of Boston in relation to passenger operations of the Old 
Colony. The following showing for the local traffic alone 
is summarized:

L o c a l  P a s s e n g e r s . L o c a l  R e v e n u e s .

1943. 1941. 1943. 1941.

Amount . . . . | 

Per cent of total, Old Colony .

8,360,837 j  

77 i

5,501,433

83

12,680,907

67

! $1,366,172 

74

Also of interest from this tabulation is the fact that 
67 per cent of the 1943 passenger increase and 61 per cent 
of the revenues came from this local traffic. It would appear 
ordinarily that much of this increased travel could have 
been handled without increasing the train-mileage or the 
expense. But such was not the case. A test-check was 
obtained of the trains and passengers in and out of Boston 
for two week days in 1943 and two in 1941. This check 
reveals 88 trains both in and out per day in 1943, and 70 in 
1941, an increase of 25 per cent. This test-check is ap
pended as Exhibit C. That more trains, in lieu of more 
cars on existing trains, were run is shown also by the fact 
that 1943 operations as a whole averaged 6 cars per train, 
while 1941 operations averaged 5.5 cars. This failure to 
add cars to existing service, thereby substantially increas
ing Old Colony’s expenses and helping to prevent it from 
profiting as other railroads did from their wartime passenger 
traffic, was ascribed to the need of the cars for military 
and other movements by the System, off the Old Colony’s 
line.

That other railroads did substantially profit from war
time passenger traffic can best be evidenced by a compari
son of Old Colony’s experience in 1943 with that of the 
remainder of the New Haven System, contrasted with 1941:



Passenger Operations —  Percentage of Expenses to Revenues.

O l d  C o l o n y . N e w  H a v e n - X .

1943. 1941. 1943. 1941.

Passenger revenues (000 to be added) . $4,636 $2,305 $78,163 $35,596

Passenger expenses:

Maintenance of way and structures . 21.8% 24.3% 11.0% 14.1%

Maintenance of equipment 23.3 33.0 12.1 20.2

T r a f f i c ............................................................ 1.2 1.9 1.2 1.9

Transportation . . . . . . 62.7 79.0 24.7 36.4

Miscellaneous . . . . . . . 7 .8 4. 0 5. 1

General . . . . . . . 4. 3 5. 4 1. 7 2. 5

Total . . . . . . . 114.0 144.4 54.7 80.2

Railway tax accruals . . . . . 7. 6 11.0 14.91 7.4

Equipment rents net, Dr. . . . .  

Joint facilities rents net, Dr. 8.0 16.4
| 8.7 13.5

Net railway operating income 29.62 71.8 2 21.7 1.12

1 Effect of federal income taxes. - Deficit.

From the limited examination we have been able to make 
the Old Colony’s returns from the large amounts of its 
military traffic were not remunerative. To the contrary, 
it would appear that it not only failed to earn on these 
movements, but likely incurred deficits from them after all 
expenses, including light train mileage, constructive wage 
payments, overtime, extra equipment repair expenses, 
rentals and overhead, were applied. The revenue per 
passenger mile was only 1.22 cents, and while the move
ments were usually in volume, frequently relatively small 
units were handled. An example of the handling of these 
military movements will throw some light on Old Colony’s 
revenue distress in handling them:

If a troop train were received at Providence it usually 
ran through to Camp Edwards. When unloaded, if the 
equipment moved back to Providence, little constructive 
wage payments were incurred. On the other hand, if the 
equipment was sent to Boston, the empty mileage was in 
excess of the loaded mileage and frequently an extra day



would be paid for this lap —  then the locomotive and 
crew would deadhead back to Providence at additional 
cost.

If a troop train were received through Lowell, Fitchburg 
or Framingham, locomotives and crews would move to 
those points light, move the troops to the camps, and 
return the empty equipment to the junctions from which 
received. The locomotives and crews would then return 
to Providence Terminal.

Camp Standish was primarily a staging depot for em
barkation ports. Inbound movements from Providence 
would move 19 miles, loaded, to Mansfield via Boston & 
Providence, thence 8 miles, loaded, via Old Colony to 
Camp Standish. The outbound empty train would move 
13 miles via Old Colony to Attleboro, thence 12 miles via 
Boston & Providence to Providence. The result of this 
operating procedure was to allow Old Colony 30 per cent 
of the loaded miles and inflict it with 52 per cent of the 
empty miles. If the movement came through New York, 
the New Haven System other than Old Colony, received a 
long enough line haul to remunerate it, but the Old Colony 
did not.

In embarking troops from Camp Standish, empty trains 
would leave Boston via Boston & Providence 15 miles to 
Canton Junction, thence 23 miles over Old Colony to 
Camp Standish. The trains would there load, thence move 
8 miles, loaded, from Camp Standish to Mansfield via Old 
Colony, thence from Mansfield to shipside via Boston & 
Providence which received a 25-mile loaded haul. Here 
the Old Colony was allowed 24 per cent of the loaded miles 
and inflicted with 60 per cent of the empty miles. There 
appears to have been no reason why the loaded and empty 
miles could not have been balanced, but little, if any, such 
balance was maintained to give Old Colony a fair propor
tion of the revenues and relieve it of an unfair proportion 
of the expenses.

Had the Old Colony’s Trustees made a claim to the 
government for handling this traffic at a loss, Old Colony 
should have been able to obtain reimbursement for such



losses plus a fair profit. However, in operating the Old 
Colony as a part of the New Haven System, for the benefit 
of that System and not for the account of the Old Colony, 
the Trustees were not in position to make such a claim. 
While the movements are over and the inequity has dis
solved, the effect of the losses on the Old Colony’s ad
ministration still remains.

In respect of Old Colony’s losses in handling suburban 
service, it should be stated that suburban service generally 
was unremunerative and seldom yielded other than a 
relatively small, if any, net railway operating income in the 
period 1931 to 1941. After all charges were assessed an 
operating deficit usually resulted. Even with the sub
stantial revenue increases following 1941 the service was 
not compensatory on many lines. The reasons for this are 
fairly clear: most of the traffic moves in peak periods of 
the day, the peaks being sufficiently apart to necessitate 
two shifts of employees. These shifts are needed, in large 
measure, only during the peak periods, resulting in a large 
amount of constructive mileage and time paid for but not 
worked. Moreover, the service operated before, between 
and after the peak periods usually produces insufficient 
revenues to contribute much to defray the total expenses. 
Service in the Boston group is particularly of this nature. 
However, had it not been for the adding of trains instead 
of cars, the switching of cars, the running of non-compensa
tory troop trains, and the other practices described, the 
greatly increased traffic and revenues would have more 
reasonably balanced the expenses.

Under the L. C. plan submitted as evidence in the Bos
ton group abandonment proceedings, Finance Docket No. 
12614, the number of passenger trains into and out of 
Boston was required to be reduced by 50 per cent of the 
number operated as at March 1, 1940. This was not done. 
A check of operations in April and October, 1941, showed 
70 trains operated into and out of Boston at that time, and 
a similar check in similar months of 1943 showed 88 trains 
so operated, —  an increase of 18 trains. Had additional 
cars been added to the existing trains, the additional trains



would not have been necessary. It is our opinion that when 
conditions have reverted to something near normal, the 
number of trains operated in the Boston group can be 
reduced to 31 or 32 trains each way daily, a reduction of 
24 trains daily both ways compared with 1943, and about 
8 under 1941, without public inconvenience. This, with 
other adjustments, should produce an approximate curtail
ment in passenger expense of, roundly, $300,000.

Looking to some of the reasons not heretofore ascribed, 
to explain the contrast between Old Colony and New Haven 
passenger results, attention is invited to the North Easton 
service shown in Exhibit B, and its relative insignificance 
from a passenger and revenue standpoint. Its significance 
from an expense standpoint is quite different.

This service operates over a 7.8 mile line which is almost 
evenly divided as to mileage between Old Colony and 
Boston & Providence. The revenue to the Old Colony 
from the service in 1943 was $7,601, and, the revenues being 
split on a mileage pro-rate, it is assumed equal revenues 
accrued to the Boston & Providence, or total revenues from 
the line of $15,202. Ten trains daily were run in the service 
northbound on week days, one additional train week days 
except Saturday and Sunday, and one Sunday train. South
bound, the service was the same except for one additional 
weekly except Saturday and Sunday trains. The service 
was gas-electric. The train-miles involved figured at a 
yearly rate of 53,658. The over-all train-mile cost (wages, 
repairs, fuel, lubrication, engine-house and other expenses, 
excluding depreciation) on a 1944 basis would approximate 
75 cents per mile. At that rate the out-of-pocket expense 
of this service yielding $15,202 in passenger revenue was 
$40,244. Half of the resulting deficit of $25,000 would be 
borne by the Old Colony. For the Boston & Providence 
half there is the opportunity to feed these passengers into 
its regular service at Canton Junction for further move
ment, with additional revenue but without additional 
expense. As presently operated the Old Colony has no 
recourse but to accept the deficit.

Particular attention is directed, also, to the relative 
significance of the Mansfield-Fall River-New Bedford



group. Aside from the New York-Cape Cod service this 
is the only group wherein the revenue contribution is 
greater proportionately than the passenger contribution. 
This is a decided advantage to the Old Colony. However, 
the servicing of this traffic by the Old Colony is allowed to 
terminate at Mansfield whence the trains are run to and 
from Boston via the Boston & Providence, — another 
result forced by pulling up the line between Stoughton and 
Randolph. One effect of this is to deprive the Old Colony 
Railroad of approximately half the haul and half the reve
nues on these passengers. Its proportion of these revenues 
in 1943 on local passengers alone was $336,670.

But, also, there is operated by the New England Trans
portation Company (a New Haven but not an Old Colony 
subsidiary), as shown in its latest time-table, a bus service 
either every hour or — during rush hours — every half 
hour from 5.45 a .m . to midnight between the cities of 
Providence, Fall River and New Bedford. This bus service 
of the New Haven, in addition, invades the Old Colony 
territory at Providence to Newport, Providence to Fitch
burg, and Providence to all Cape Cod points, including 
Camp Edwards.

The average revenue per passenger for the Old Colony 
in the Mansfield-Fall River-New Bedford group averaged 
48 cents and was as high as 62 cents; in the Newport 
service, 89 cents; in the Camp Edwards service, 69 to 
76 cents; and in the New York-Cape Cod service, $1.44 
cents. In the Boston group, where the average revenue 
per passenger was 30 cents, and in the North Easton group, 
where the average revenue per passenger was 8 cents, the 
New England Transportation Company did not operate 
either for the account of the New Haven Railroad or other
wise.

The New England Transportation Company made 
money, both in 1943 and 1941, on operating revenues of 
$5,804,000 in 1943 and $3,466,000 in 1941. Its income 
account is appended as Exhibit D. It is not known what 
proportion of these operations were from operations in 
Old Colony territory, as we were not able, at the writing of 
this report, to obtain this information from the New Haven



Railroad, although it was requested. Its bus and truck 
operations, however, are extensive in that territory. It 
appears worthy of note that with 65 per cent of its revenues 
derived from passenger traffic, this New Haven subsidiary 
was able to earn a net income before federal taxes of 
$1,223,000 in 1943. The effect of this operation on Old 
Colony deserves study which this report has not been able 
to give to it.

All these factors which have been related have had 
decided effects on Old Colony’s passenger revenues and 
expenses. The sum and substance of what happened to 
its $2,331,000 increase in passenger revenues for 1943 over 
1941 is disclosed in the following tabulation:

Statement showing where Increased Passenger Revenues of 1948 over 1941
went.

[000 to be added.]

Increase from p a s s e n g e r s ................................... $2,143
Increase from o t h e r ............................................ 188

$2,331

Increased train ex p en se ............................................ $588 28.2%
Increased yard e x p e n s e ............................................ 98 4.2
Increased station expense, Old Colony 110 4.7
Increased station expense, Boston Terminal 118 5.1
Increased crossing protection . . . . 66' 2. 8
Increased other transportation . . . . 107 4. 6

Total t r a n s p o r t a t i o n ................................... $1,087 46.6
Increased maintenance of way and structures . 452 19.3
Increased maintenance of equipment . 320 13.7
Increased traffic miscellaneous general 101 4 .4

Total increased operating expenses $1,960 84.0
Remaining net revenue from the increase . 371 16.0

T o t a l ...................................................................... $2,331 100.0

Summary.

1941 passenger deficit after operating expenses . . . .  $1,023
1943 increased revenues re m a in in g ................................................................371

1943 deficit after operating e x p e n s e s .....................................................$652
1 Estimated, due to passenger split not available at time of preparation of table.



Reverting to the subject of Boston passengers it is worthy 
of note that the expenses of the Boston Terminal Company 
had the following effect on the Boston-Old Colony passengers 
on the basis of October, 1943, passengers (as determined 
from one week day count):

Old Colony passengers, October 23, 1943 ...................................  25,811
Old Colony revenue and expenses from Boston Terminal Com

pany, October, 1943;
R e v e n u e s ................................................................................................$22,492
Operating e x p e n s e s ......................................................................  40,746
Taxes, rents, etc............................................................................................30,126
Net exp en se ........................................................................................ 48,380
Net expense, one d a y ......................................................................  1,560
Old Colony p a s s e n g e r s ....................................................................... 25,811
Net expense per passenger ( c e n t s ) ............................................  6 .0

These expenses at South Station, as is known, are divided 
on a basis of 70 per cent to New Haven and 30 per cent to 
Boston & Albany. The 70 per cent to New Haven is then 
distributed to Boston & Providence and Old Colony on a user 
basis determined by various use factors. These factors have 
all been spot-checked. The only variation found from the 
formula application is in the cost of interlocking mainte
nance and operation. Under the formula the expense should 
be divided “ on basis of number of trains (including yard 
moves) passing the tower determined by periodic tests.” 
But the expense is divided on the number of road trains 
(not including yard moves) passing the tower. Because of 
the number of yard moves made by the heavy through 
trains of the Boston & Providence in distributing mail, ex
press and Pullman cars for outbound service, and in switch
ing inbound cars to proper unloading points, it is likely that 
these road trains plus the yard moves, if counted in accord
ance with the formula, would make a difference in the allo
cation of this expense in favor of Old Colony. This expense 
to Old Colony i;n 1943 amounted to approximately $35,000. 
A field check would be necessary to determine its reallocation.

The revenues lost from the Mansfield group by reason of 
turning Old Colony passengers over to the Boston & Provi
dence at that point (approximately .$336,000 from local pas



sengers alone, plus the amount from interline passengers) 
would nearly, if not wholly, offset the whole Boston Termi
nal Company expense. It is realized only some $300,000 of 
these total revenues, however, would be net to Old Colony 
after deducting added expenses.

The matter of Old Colony’s expenses, both passenger and 
freight, is dealt with appropriately in the “ Expenses” sec
tion of the report.

Other Revenues. —  Other revenues of Old Colony and 
their assignment to freight and passenger are shown in the 
following tabulation: —

[000 to be added.]

1943. 1941.

Freight, j  Passenger. Total. Freight. Passenger. Total.

Mail ! $113 $113 - $112 $112

Express . ; 99 99 - 45 45

Other train 67 67 - 62 62

Milk 20 20 - 12 12

Switching $56 3 59 $67 2 69

Demurrage 85 85 56 - 56

Joint facility, Cr. . ! 290 290 - 201 201

All other 72 j 39 111 47 37 84

Total $213 | $631 $844 $170 $471 $641

There was no increase in mail revenue for either Old 
Colony or New Haven-X. There was an increase in New 
Haven’s -X  switching revenues, while Old Colony’s switch
ing revenues decreased 14 per cent. Apparently none of 
the large increase in Old Colony’s freight switching miles —■ 
67 per cent compared with 19 per cent for New H aven-X — 
was performed for revenue account.

D is c u s sio n  of E x p e n s e s .

Maintenance of Way and Structures.

Examination of the accounts of the Old Colony Railroad 
for maintenance of way and structures indicates that 
during the period of 1939 and 1940 the expenditures were 
subnormal. It was not possible to get years previous to



1938 because no segregation of accounts was made. The 
New England hurricane occurred in 1938 and distorted 
the charges to such an extent that they could not be used 
for comparison. Inquiry develops that a large amount of 
deferred maintenance was allowed to accumulate during 
the period 1933 to 1939.

The charge to maintenance of way and structures in 
1943 was $2,174,000, which was an increase of 80.7 per cent 
over 1941 compared with an increase of 47.3 per cent for 
New Haven less Old Colony.

From 1941 to 1944 the record indicates that at least a 
major portion of deferred maintenance was overcome. 
The labor rate in maintenance of way increased in 1943 
approximately 20 per cent over 1941, but the large amount 
of overtime worked due to labor scarcity makes the actual 
payment to labor at the hourly rate an increase of 28 per 
cent. Materials, except ties and ballast, are estimated to 
have increased approximately 22 per cent.

Most of the charges in this account are direct, and the 
remainder, consisting of joint terminal operation of the 
Old Colony and New Haven System, are divided in ac
cordance with the formula.

Summary of Maintenance of Way and Structures.

1943 
(000 to be 

added).

Per Cent 
Increase 

over 
1941.

New Haven, 
excluding 

Old Colony 
(Per Cent).

Supervision . . . . . . . . $111 33.7 13.3

Roadway and track labor . . . . . 896 104.1 72.9

Materials . . . . . . . . 371 52.6 16.8

Structures . . . . . . . . 299 141.4 94.2

Machines and tools . . . . . . . 55 44.7 21.0

Wire services . . . . • • • • 150 29.3 23.1

Casualty . ....................................................................... 41 105.1 77.5

Snow, sand and i c e ............................................................ 110 124.5 73.9

Public im p r o v e m e n t s .................................................. 56 60.0 50.0

Joint facilities, Dr................................................................ 17 42.6 56.0

Depreciation . . . . . . . . 5 - -

All o t h e r ................................................................................ 3 - 64.7D

Total $2,174 80.6 68.7



Seventy-seven per cent of the expense in this account is 
in four items discussed below.

Roadway and Track Labor.
These accounts, which are wholly labor accounts, 

amounted to over 40 per cent of the total maintenance 
expense. The increase over 1941 was 104.1 per cent com
pared with the New Haven System less Old Colony of 
72.9 per cent.

Roadway maintenance provides for the care of the em
bankments, cuts and right of way.

The diversity of the work included in this account pre
cludes any unit of measure, and, further, many of the 
activities included are such that they do not directly con
cern train operations. Because of this, it is an account in 
which financially weak railroads usually allow a large 
accumulation of deferred maintenance.

Track laying and surfacing is a most important activity 
in the safety and speed of trains. All the work of renewing 
ties, applying ballast, lining and surfacing of track, etc., 
is charged to this account.

Materials.
The charge to these accounts amounted to 17 per cent of 

the total charge to maintenance of way and structures in 
1943, and increased 52.6 per cent over 1941, whereas the 
increase was only 16.8 per cent for the New Haven less 
Old Colony.

In 1941 the charges to ties was only $25,000, an abnor
mally low amount for this item, due to the fact that second
hand cross ties at 50 cents per tie were used. Switch ties 
and bridge ties, which are included in this account, were, 
in part, second-hand also. In 1943 almost all materials 
used were new, with the consequence that the cost per tie 
increased to $2.26, an increase of $1.76 per tie, and the 
same ratio holds for other ties. In addition to the increase 
in cost, there were 19,157, or 52 per cent, more new cross 
ties renewed, which accounts for the large increase in this 
account. (See Exhibit E.)



In the ballast account there was a negligible increase in 
material cost, but approximately 16,000 more cubic yards 
of ballast was applied at $1.80 per cubic yard, than was 
applied in 1941, with the increased labor required for 
placement.

Structures.
All charges are direct under the formula except at joint 

terminals, when appropriate use factors are applied. These 
accounts amounted to 14 per cent of the total maintenance 
of way and structures expense, and increased 141.4 per cent 
over 1941. The increase for the New Haven System less 
Old Colony was 94.2 per cent for 1943 over 1941.

This group of accounts includes both labor and material, 
the labor averaging approximately 75 per cent of the total.

The records indicate and inquiry confirms that much 
work at high labor and material costs was done on stations, 
office buildings and roadway buildings. It included paint
ing as well as repairs, and notwithstanding the high labor 
rate the labor obtainable was not of high standard, due to 
war conditions.

Shops and engine houses increased $26,200, or more 
than 1.3 times. The same character of work was done on 
these structures as was done on the other buildings, the 
object having been to take care of war traffic which de
veloped.

Joint Facilities.

The amount spent in this account was only 3.5 per cent 
of the total expense, and increased 42.6 per cent in 1943 
compared with 1941, whereas the New Haven less Old 
Colony increased 56.0 per cent in 1943 over 1941.

This account is always a net debit to Old Colony.
The account includes the maintenance of way and struc

tures charges of the Boston Terminal Company and the 
South Boston Yard, which in 1943 amounted to 95 per cent 
of the total.

The formula provides for direct charges except at joint 
terminals of the Old Colony and other lines of the System, 
at which points analyses are made and appropriate use 
factors applied.



The use factors used in the Boston Terminal Company 
follow :

1. Roadway, signaling, removing snow —  number of road trains.
2. Station, office building and power plant —  number of passengers.
3. Overheads —  other maintenance of way and structures accounts.

The apportionment of item 1, above, on the basis of num
ber of road trains is different from the formula, which stipu
lates that the charge for interlockers be “ apportioned on 
basis of number of trains (including yard moves) passing 
the tower.” Since the long through trains of the New 
Haven require a large amount of switching at this location, 
this interpretation might easily work a hardship on Old 
Colony. In our opinion this interpretation is a misapplica
tion. It was explained as being in accordance with the broad 
stipulation of the formula applying to maintaining joint 
tracks, yards and other facilities (No. 278), which says that 
at joint terminals cost is to be prorated on “ appropriate” 
use factors. The charge to Old Colony for Boston Terminal 
Company interlocking was approximately .$35,000.

The increase in labor and material costs and the applica
tion of larger amounts of materials with the labor incident 
thereto, together with the heavy war traffic, appear to justify 
the increased cost of maintenance of way and structures in 
1943 compared with 1941.

The large expenditures from 1941 to 1944, inclusive, and 
those determined for 1945, in our opinion have fully overcome 
deferred maintenance and brought the condition of the 
property up to adequacy. This was confirmed by mainte
nance officials and a limited personal inspection of the 
property. On the basis of 1945 wage and material costs, 
and a decline in traffic already begun, it is probable that 
$200,000 a year saving in this account can be made.

Maintenance of Equipment.

All equipment items are divided on a system basis, with 
the consequence that variations between Old Colony and 
New Haven less Old Colony are caused by the use of different 
classes of locomotives and different use factors in freight



train car repairs, passenger train car repairs, and work and 
miscellaneous equipment. The following table shows a 
summary of the maintenance equipment accounts in thou
sands of dollars, the increase of the Old Colony 1943 over 
1941 in percentage, and also for the New Haven, excluding 
Old Colony, its percentage increase over 1941:

O l d  C o l o n y  R a i l r o a d .

Summary of Maintenance of Equipment.

1943 
(000 to be 
added).

Per Cent 
Increase 

Over 
1941.

Superintendence . . . . . . $79 24.4 20.0

Machinery . . . . . . . . 37 14.1 5.7D

Steam locomotive repairs:

Road . . . . . . . . . 874 59.6 34.9

Y a r d ................................................................................ 74 93.2 33.4

Other locomotive repairs . . . . . . 32 127.8 81.9

Freight train car repairs . . . . . . 269 46.9 50.6

Passenger train car repairs . . . . . 282 16.2 20.7

Work equipment . . . . . . . ?7 53.1 27.3

Miscellaneous equipment . . . . . 14 169.2 131.0

Equipment depreciation . . . . . . 255 1.6D 1.6D

Other accounts . . . . . . . 34 14.3 9.8

Joint maintenance of equipment, Dr. 22 5.9 58.4D

Amortization of defense projects . . . . 131 - -

Total . . . . . . . . . $2,130 46.4 44.8

New Haven, 
excluding 

Old Colony, 
Over 1941 

(Per Cent).

Maintenance of equipment accounts were examined and 
the application of the formula thereto studied.

Some of the oldest locomotives on the System are gen
erally used on the Old Colony. The majority are over thirty 
years old, with the consequence that the depreciated value 
is low. If modern locomotives had been used, not only 
would the charge for depreciation have increased, but also 
the cost of repairs per mile run and the rental. The depreci
ated value of the few Diesels used on Old Colony primarily 
in switching service is almost as much as it is on all steam 
locomotives.



The formula provides that the cost of repairs to locomo
tives shall be determined by the mileage run by the particu
lar classes of locomotives on all parts of the System, and 
our examination and inquiry indicate that the charges were 
in accordance therewith.

The method used for allocating freight cars is without 
regard to character or age of cars. All freight cars move 
freely over the System according to demand and billing. 
The method used in determining the charge to each mort
gage district or leased line is the average number of service
able car days on each portion of the System obtained by 
taking a bi-monthly check. The six checks are averaged 
at the end of the year and the percentage determined for 
each part of the System and throughout the following year. 
To illustrate: If the average of the six checks for 1944 indi
cate that 10 per cent of the cars on the System were on Old 
Colony, that would be its determination in 1945 of freight 
train car repairs depreciation, rental and per diem.

This method of allocating freight train car repairs and 
allied accounts is the one provided for in the formula, and 
our examination shows it is the way it is being done. (See 
Exhibit F.)

The formula used, and its application to freight train car 
repairs, differs from many formulas used to determine the 
segregation and allocation of this item of expense, and, in 
our opinion, the Old Colony is unduly burdened with freight 
train car repairs as compared to what it would be charged 
on a basis of loaded freight car miles or total freight car 
miles which are used in many formulas. This appears quite 
evident from the fact that freight train car repair expense on 
Old Colony in 1943 was at the rate of 1.7 cents per freight 
car mile, while that of New Haven, excluding Old Colony, 
was 8 tenths of a cent, a difference here of over 100 per cent. 
Had the 15,422,000 freight car miles run by Old Colony in 
1943 been run at the New Haven rate of repair, the dif
ference of 9 tenths of a cent per car mile would have reduced 
the repair expense to Old Colony by $138,798.

Passenger train car repairs are charged on a System basis 
under the provisions of the formula. Passenger car miles



(Pullman cars excluded) are the basis of dividing the repair 
cost.

It is claimed that there is no definite assignment of 
passenger cars to any territory; that they move according 
to requirements. Normally, however, the cars in service 
on the Old Colony are of the older type, particularly so as 
relates to suburban service. Most of the cars used in trains 
to points on the Cape, as well as New Bedford, Fall River 
and other areas, are also of old type.

The one daily train to points on the Cape from New York 
in the vacation season consists of new equipment. Before 
the Trustees disaffirmed the Boston & Providence lease 
the most modern equipment was operated on this then 
Old Colony subsidiary between Boston and Providence, 
and there was some justification for the present system of 
accounting of the formula. However, even then, more 
than half the car miles run on Old Colony were run by the 
older cars, and the account should have been kept separately 
by types and ages of cars. Nevertheless, the formula pro
vided for this method of determination for passenger train 
car repairs, depreciation and rental, and despite the change 
in situation by the Trustees in disaffirming the Boston & 
Providence lease, no change has been made in the formula 
allocation of expenses. The result of this is that the thirty- 
year-old cars operated in short, suburban and most of other 
Old Colony service, the repairs on which are relatively low, 
are charged as much on a mileage basis for repairs, deprecia
tion and rental as the New Haven pays for modern, air- 
conditioned, high-priced cars. The extent to which the 
Old Colony is penalized by this practice was not available 
and could not be determined except by accounting to as
certain mileage made by each class of passenger car and 
where it was made. It is definitely apparent, however, 
that the extent of this penalty is of consequence to the Old 
Colony, and is an inequity brought about by the formula 
which should be corrected.

Work and miscellaneous equipment analysis was a difficult 
problem, due to the lack of records regarding this equipment . 
The Old Colony is so situated that little equipment in this



category should be needed. The charge for repairs, rental 
and depreciation is all split on the basis of the ratio of 
maintenance of way and structures expenses, less overhead 
accounts. The arrangement is inequitable but according to 
formula.

The question arises as to the ratio of maintenance of 
equipment costs to the depreciated value of the equipment 
assigned under the formula. Using 1943 as an illustration, 
because detailed figures are available for that year, the 
estimated value of depreciated equipment assigned by the 
formula to the Old Colony as of December 31 of that year 
was $3,163,601. The maintenance of equipment expense 
was $2,130,000, the percentage of repairs to value, 67 per 
cent. In capitalizing the rental figure it is necessary to 
add in most, if not all, of the charge to “ Interest on Funded 
Debt,”  into which account falls the interest charge on that 
portion of the equipment on which equipment notes remain 
outstanding. This is an Interstate Commerce'Commission 
classification requirement.

That the relationship which has been questioned exists 
primarily as to steam locomotives can readily be seen by 
the following tabulation:

E q u i p m e n t .
Depreciated ' 

Value.
Repai r 

Expen se 
only.

Per Cent.

Steam locomotives . . . . . . $386,956 $948,000 244.9

Diesel locomotives . . . . . . 357,517 32,000 9.0

Passenger train cars . . . . . . 1,483,906 282,000 19.0

Freight train cars . . . . . . . 776,319 269,000 34.6

Work equipment and miscellaneous 158,903 41,000 25.8

T o t a l ...................................................................... $3,163,601 $1,572,000 49.7

Sixty-nine per cent of the steam locomotives in use on 
Old Colony are over thirty years old. These locomotives 
make about 60 per cent of the mileage on which the system 
repair charges are assessed; thus, on the one hand, there is 
the low depreciated value which is beneficial to Old Colony s 
rental charges, and, on the other hand, there is the portion 
of the system repair expense which has been found to be not



excessive to Old Colony in maintenance cost per mile. 
However, this same thing is not true of the passenger train 
car expense where, as has been described, all of the high- 
priced passenger cars of the system are assigned against 
Old Colony as to both repairs and rentals.

Transportation Expenses.
The items of Old Colony transportation expenses have 

been grouped as to character and are shown below, with a 
comparison of the rise in this expense with that of New 
Haven, excluding Old Colony:

[Source: Segregation sheets furnished by New Haven Railroad.]

T r a n s p o r t a t i o n  E x p e n s e s .

1943
(000 to be 
added).

Per Cent 
Increase 

Over 1941.

New H aven-X  
Per Cent 
Increase 

Over 1941.

Superintendence . . . . . . $249 58 49

(a) Yard expense . . . . . . 768 95 39

(b) Train expense . . . . . . 2,705 54 46

(c) Signals and communications 558 47 35

(d) Station expense . . . . . 1,082 43 58

Water line . . . . . _ i - 20

(e) Joint yards and terminals, net Dr. . 440 59 48

Joint tracks and facilities, net Dr. . 13 8 50

Casualty and liability accounts 190 50 47

All other accounts . . . . . . 59 34 45

T o t a l ...................................................................... $6,064 56 46

1 Less than $1,000.

It will be observed that the five groups (a) to (e) consti
tuted 92 per cent of Old Colony’s expense. These groups 
will be analyzed alphabetically.

(a) Yard Expenses. —  Yard expenses of Old Colony were 
principally in freight, but consequentially also in passenger. 
Yard engine operation being a principal factor in this ex
pense, its division between freight and passenger, the yard 
engine miles freight and passenger, and the expense per 
yard engine mile are shown in the following tabulation. 
It will be noted the large increase in this item of expense



is due not so much to the increased cost of producing a 
yard engine mile as to the strikingly large increase in miles 
produced.

Old Colony Yard Expenses.

Expense 
(000 to be 
added).

Per Cent 
Increase 

Over 1941.

Miles 
(000 to be 
added).

Per Cent 
Increase 

Over 1941.
Expense 
Per Mile.

Per Cent 
Increase 

Over 1941.

Freight $503 * 96.9 353 66.5 $1 59 17.8

Passenger 204 90.7 138 74.6 1 48 9.6

Total $767 95.1 491 68.7 $1 56 15.5

New H aven-X $8,792 38.9 4,909 21.3 $1 79 15.5

Information was not available to permit a separation of 
the individual items of yard expense between freight and 
passenger. However, since the freight and passenger totals 
show a not dissimilar relationship, the results of the com
bined accounts are shown, with a comparison of New Haven, 
excluding Old Colony:

Y a r d .

1943 E x p e n s e  (000 
TO b e  a d d e d ) .

P e r  C e n t  
O v e r

I n c r e a s e
1941.

Old
Colony.

New
Haven-X.

Old
Colony.

New
Haven-X.

Yardmasters and clerks $131 $1,593 163.5 54.5

Conductors and brakemen 269 2,974 83.2 38.3

Switch and signal tenders 55 667 69.0 30.7

Enginemen . . . . . 76 903 63.2 10.3

Motormen . . . . . 97 983 115.0 56.8

Fuel . . . . . . . 83 852 83.4 30.4

Power produced . . . . - 40 - 22.5

Power purchased - 45 - 13.7

Water for yard locomotives 2.4 32.7 71.4 None

Lubricants for yard locomotives 4.2 39.7 110.0 31.0

Other yard supplies, locomotives . .3 12.8 50.0 31.9

Engine house expense 33 474 55.5 51.3

Yard supplies and expense 17 176 510.71 111.3

T o t a l .................................................. $768 $8,792 95.1 38.9

1 Abnormality due to accounting change hereinafter explained.



In this disproportionately large increase in Old Colony’s 
yard expense over that of the New Ilaven X  lies a serious 
question to the economic life of Old Colony, namely: The 
formula allocates to each terminating and receiving line, 
Old Colony and New Haven alike, a mileage block of one 
hundred and nine miles to compensate for the recognized 
expense of terminating and originating freight. Yet over 
a two-year span, while the mileage block remained the 
same, Old Colony’s yard expense increased 95 per cent, 
while New Haven-X increased but 39 per cent.

An inquiry was made of the causes for these large in
creases in yard expenses of old Colony in 1943 over 1941.

Freight. — On the Old Colony most of the traffic was orig
inated or terminated. In 1941 only one yard engine was 
employed at some points and two at others. Where one had 
been employed, usually at least two were required in 1943, 
and where two had been employed, three to four were re
quired. At Braintree and Brockton, yard crews were em
ployed where the work previously had been done by road 
crews. Much of the traffic was incident to the military 
effort, and special and hurried moves were reported as neces
sary. Moreover, the yard engine shifts added and some of 
those already assigned were manned by new employees, with 
a consequent lessened degree of efficiency, resulting in much 
overtime work at penalty time. Further, the local facilities 
became crowded and to some extent congested, requiring in
creased switching to secure the same results. This yard 
expense was further increased account routing traffic to 
and from Old Colony points for and from the area Boston 
to Braintree, and to some extent for and from the Plymouth 
and Greenbush branches, via Boston. This traffic bore the 
yard transit expense at Boston which ran from 34.7 per cent 
in 1941 to 44.1 per cent in 1943, and dropped to 25.9 per 
cent in 1944 of the total of that character of expense at 
Boston. It averages 37.3 per cent for the five years 1941— 
1945. The switching expense on this traffic is of consider
able proportions. A small percentage of Old Colony’s 
expense was on cars going to connecting lines, or from con
necting lines, originated or terminated at Boston on which 
the Old Colony was due to incur this expense.



Passenger. — Much of this increase was induced by a con
stant shifting in the make-up of passenger trains in order to 
get equipment for troop and other movements, all of which 
required switching far beyond normal requirements. In this 
respect the Old Colony was made a victim. Its schedules are 
normally filled by assigned equipment to meet service de
mands. All this was disrupted during the war period. Cars 
and trains were taken out of the assigned service and a con
stant amount of shifting was going on, all requiring switch
ing. Old Colony did not benefit in revenues from this 
additional switching, as the changes were largely required 
to meet system requirements. To the contrary, it bore the 
expense for system benefit.

These conditions described are rapidly passing, and a 
curtailment in both freight and passenger switching is 
already under way. The results, however, remain in Old 
Colony administration accounts.

Train Expense. —  Unlike the yard expenses which accrued 
principally to the freight service, the train operation ex
pense accrues principally to the passenger service. This is 
understandable, since twice as many passenger train miles 
as freight train miles are operated, a relationship of con-
siderable consequence 
tabulation will show:

to Old Colony, as the -following

Old Colony Railroad.

F r e i g h t . P a s s e n g e r .

Train
Miles.

Freight
Revenues.

Train
Miles.

Passenger
Revenues.

1943.
Amount (000 to be added) 579 $8,950 1,199 $4,636

Per cent of total . . . . 33 66 67 34

1941.
Amount (000 to be added) 491 $6,064 960 $2,305

Per cent of total . . . . 34 72 66 28



A comparison of Old Colony’s train expense with that of 
New H aven-X  is not possible, split between freight and 
passenger, but the combined totals are offered in the follow
ing tabulation:

1943 E x p e n s e  (000 
TO h e  a d d e d ) .

P e r  C e n t  I n c r e a s e ,  
o v e r  1941.

Old Colony.
New Haven, 
excluding 

Old Colony.
Old Colony.

New Haven, 
excluding 

Old Colony.

Train enginemen . . . . $560 $2,317 50 8 26.7

Train motormen . . . 34 1,273 1.8 52 8

Train fuel . . . . . 753 5,433 62.4 52.9

Train power produced - 841 - 47.6

Train power purchased - 850 - 1.5

Water for train locomotives 28 196 38.5 21.5

Lubricants for train locomotives 22 198 88.8 90.1

Other supplies for train locomotives 9 77 48.3 48.2

Enginehouse expenses, train 201 1,821 8 1 .0 77.5

Trainmen . . . . . . 876 4,855 48.1 47.6

Train supplies and expenses 222 3,267 49.8 47.3

Total . . . . . . $2,705 $21,128 54.0 46.0

Train miles, 1943 . . . . 1,778 15,838 22.5 18.9

While the relative Old Colony and New H aven-X expense 
increases are somewhat related to the respective increases 
in miles run, a disproportion exists in the relative costs of 
producing a train mile. This has the effect of raising Old 
Colony’s expense per additional mile run faster than it 
does New Haven’s additional train miles run. An example 
of this difference is afforded by applying the respective 
train miles to the train expenses which is done in the 
following tabulation for 1943:



Train Expenses per Train Mile, 1943.

1
Old Colony

(Cents).
New' Haven-X  

Old Colony 
(Cents).

Train e n g i n e m e n ...................................................................... 3.5 | 14.6)

Train m otorm en................................................................................ 1.9J 8.0 J

Train fuel 42.3 ^ 34.31

Train power purchased and produced . . . . - 1 10.7 J

Water for train locomotives .............................. 1.6 1.2

Lubricants for train l o c o m o t i v e s ........................................ 1.2 1.3

Other supplies for train locom otives........................................ .5 .5

Enginehouse expenses, train . . . . . . 11.3 11.5

Trainmen . . . . • • ■ • • 49.3 30.7

Train, supplies and expenses . . . . . . 12.5 20.6

Total . . . . • • • • • 152.1 133.4

It will immediately be seen that the principal differences 
in these train mile costs are in the wage items, which aggre
gate 82.7 cents for Old Colony and 53.3 cents for New 
H aven-X. This difference in wage costs, if it could be 
applied to the 1,778,000 miles run on Old Colony in 1943, 
would produce a difference of $522,700 in train expense. 
The difference exists more in freight than in passenger 
operations, as the following table shows:

Old Colony Train. Expenses per Train Mile, 1943.

Passenger
(Cents).

Freight
(Cents).

Train enginemen . . . . . . . . 23.1 48.8

Train motormen 1.7 2.2

Train fuel . . . . . . . . . . 34.0 59.9

Train p o w e r ................................................................................ -

Water for train locomotives . . . . . 1. 3 2. 2

Lubricants for train locomotives . . . . . . 9 1. 8

Other supplies for train locom otives........................................ .3 .8

Enginehouse expenses, train . . . . . . 9. 3 15.6

Trainmen 43.5 61.6

Train supplies and expenses ................................................... 14.8 7.6

Total 128.9 200.5



Here the passenger wages aggregate 68.3 cents, while 
the freight aggregate 112.6 cents, the two comparing with 
the New Haven- X  combined freight and passenger total 
of 53.3 cents. The short physical structure of Old Colony’s 
freight and passenger runs conduces to the payment of 
“ constructive miles”  which, while representing wage ex
penses, are not the result of miles produced but of wage 
agreements. These wage agreements no doubt were made 
with the New Haven as a System where their direct effect 
is not as great as it is on the Old Colony, by reason of its 
short-mileage structure, which was emphasized when the 
Boston & Providence was removed from it. However, 
these are actualities which have to be accepted. The only 
question is whether all these penalties were necessary, 
which we cannot at this time determine.

Crossing Protection. —  The expense of crossing protection 
is an important item in Old Colony’s expense. Included 
in the grouping “ Signals and Communications”  this ex
pense amounted to $386,000 in 1943, or 6.3 per cent of Old 
Colony’s transportation expenses in 1943, and $258,000, 
or 6.6 per cent in 1941. The increase of 50 per cent in 1943 
over 1941 is more than increased wages would create, and 
if the protection was adequate in 1941 the question arises 
why the same protection was not adequate in 1943. These 
costs can be greatly decreased by installation of automatic 
signal protection.

Station Expense. —  This, too, is an important item of 
Old Colony’s expense, accounting for 17.8 per cent of all 
transportation expenses in 1943 and 19.3 per cent in 1941. 
It increased 43 per cent in 1943 over 1941. The expense 
divided 72 per cent to freight and 28 per cent to passenger 
in 1943, and 75 per cent to 25 per cent in 1941. The expense 
for the New H aven-X increased 57.5 per cent in 1943 over 
1941. Wage increases and the clerical and other expense 
incident to increased freight and passenger business appear 
to offer reasonably satisfactory explanations for these 
increases. The account for Old Colony does not include 
the station expenses at South Station, Boston, which are



accounted for under "Operating Joint Yards and Ter
minals, Dr.”

Operating Joint Yards and Terminals, Net Dr. —  This 
account, so far as Old Colony is concerned, represents 
largely charges received from Boston Terminal Company 
for passenger station operation at Boston. The expenses 
of $440,000 in 1943 compares with $277,000 in 1941. The 
expenses received from Boston Terminal Company were 
$361,935 in 1943 and $236,201 in 1941. These were 82 
per cent and 85 per cent of the total charges in the account. 
The items of expense, in so far as Boston Terminal Com
pany is concerned, were as follows:

1943. 1941.
Increase 

over 1941, 
Per Cent.

Station accounts:

Baggage and mail . . . . . $62,778 $36,197 73.4

Ticket selling . . . . . . 86,223 31,794 171.2

Head house . . . . . . . 173,031 136,076 27.1

Total . . . . . . . $322,032 $204,067 57.8

Yard costs . . . . . . . ' 29,517 23,644 24.8

Overhead . . . . . . . 10,387 8,490 22.3

Total, transportation . . . . 361,936 236,201 53.2

In 1943 the New Haven System (excluding Old Colony) 
station expense increased 58 per cent over 1941, and its 
yard expense, 36 per cent. The Old Colony’s station ex
pense increased 43 per cent and its yard expense 96 per 
cent. While it is known that in 1943 Old Colony was 
favored to some extent in its proportion of charges received 
from the Boston Terminal Company because of increased 
business on the Boston & Providence at Boston, nevertheless 
the Boston Terminal Company’s increases are relatively 
moderate by comparison. If 1943 wage increases are not 
represented in the 1943 expenses, approximately an addi
tional 7 per cent increase would result. However, with 
the amount of business done at South Station in 1943 
compared with 1941, the increase still remains not un
reasonable.



While on the subject of this Boston Terminal Company 
expense it may be well to estimate, to the extent possible, 
generally and without detailed study the effect upon New 
Haven-X (i.e., excluding Old Colony) were the Old Colony 
to cease its passenger operations at Boston and withdraw 
from South Station. As a prelude to this estimate there is 
contained as Exhibit G an itemized statement of all Boston 
Terminal Company charges against Old Colony for 1943 
and 1941. The result of our review of the situation leads 
to the opinion that of the approximation $555,000 of expense, 
less revenues, assessed against Old Colony from Boston 
Terminal Company, $185,000 revenue and $195,000 ex
pense or $10,000 net expense would disappear and $545,000 
would remain, of which the Boston & Providence share 
would be around $375,000. There would likely be an addi
tional $125,000 of expense, outside the Boston Terminal 
Company, such as in the coach yard and roundhouse, 
raising this total to $500,000. It must be emphasized that 
this estimate is subject to the correction of a detailed study.

Remaining Operating Expense.

Traffic Expense, 1948.
[000 to be added.]

O l d  C o l o n y . N e w  H a v e n - X .

Freight, i Passenger. Total. Freight. Passenger. Total.

Traffic $78 | $54 $132 $764 $944 $1,708

Per cent increase 16 j  23 19 8 36 22
vs. 1941.

.

This account is split under the formula on a basis of 
freight and passenger revenues. A test-check reveals the 
formula was adhered to so far as Old Colony is concerned. 
However, an inquiry revealed no solicitation is done for 
Old Colony’s freight account. It also appears that- Old 
Colony is allowed to handle only the minimum of passenger 
business, and none if it competes with the remainder of



the system and little if it competes with New Haven’s 
subsidiary, the New England Transportation Company. 
Except to the extent rate matters appertain to Old Colony, 
and solicitation and advertising are carried on for the Cape 
Cod service, and time-tables, etc., are produced, the formula 
works an injustice on Old Colony, and the greater portion 
of this $132,000 imposition, should, in equity, be removed.

Miscellaneous Expense. —  This expense, which was 
$34,000 to Old Colony in 1943, is usually for operation of 
dining and buffet service, and the expense is offset by 
revenue accounts 131 and 132. These accounts produced, in 
1943, $29,000 in revenue. The results do not appear un
reasonable on that basis.

General Expense.
[000 to be added.]

O l d  C o l o n y , 1943. N e w  H a v e n - X ,  1943.

Freight. Passenger. Total. Freight. Passenger. Total.

General expense

Per cent increase 
if*. 1941.

$208

60

$198

62

$406

61 |

$2,389

47

$1,263

66

$3,652

50

The expense is apportioned, with several minor excep
tions, on the basis of charges to all other operating expenses. 
Since it has been shown that Old Colony’s operating ex
penses increased disproportionately to New Haven-X, 
58 per cent versus 49 per cent in 1943 versus 1941, this 
account should show, as it does, that effect.

Our examination of the operating accounts indicates that 
the terms of the formula, with the slight exception noted, 
are, however inequitable they may be, being complied with.

Application of Common Expenses between Freight and 
Passenger. —  In dividing Old Colony expenses between 
freight and passenger, which is done in the accounting 
department of the New Haven Railroad, the general princi
ples of the Interstate Commerce Commission rules, are



used. The Interstate Commerce Commission rules provide 
for common expenses to be assigned and apportioned on 
the ratio of direct expense charged, respectively, to freight 
and passenger. The result of the split of operating expenses 
between freight and passenger is comparable to these rules, 
except that where train hours are prescribed as the unit, 
the New Haven, with the approval of the Interstate Com
merce Commission, substitutes the gross ton miles in sepa
rating the common expense to freight and passenger on Old 
Colony. The reason for this was said by the New Haven 
to be that train hour records were not kept for Old Colony. 
The only account involved is that of Account 372, Dis
patching Trains, which is a lesser among the transportation 
accounts.

Details of the New Haven practice for separating the 
freight and passenger expenses from the common accounts 
are in an exhibit before the court.

Further Analysis. —  The analysis having proceeded 
through the railway revenues and railway operating ex
pense accounts, new takes up the items down to and includ
ing the net railway operating income. For ready reference 
the accounts discussed and to be discussed are shown below:

[000 to be added.]

1943. 1941.

Old Colony items discussed:

Railway operating r e v e n u e s .................................................. S13.586.3 $8,369.4

Railway operating e x p e n s e s ........................................ 10,940.4 6,943.1

Net revenue from railway operation . . . . $2,645.9 $1,426.3

Old Colony items to be discussed:

Railway tax a c c r u a l s ............................................................ 748 4 525.9

Hire of freight cars, Dr. .................................................. 411.4 306.1

Other equipment rents, Dr........................................................ 4Cr. 1.9

Joint facility rents, Dr................................................................. 372.0 379.8

Net railway operating i n c o m e ........................................ $1,114.5 $212.6

jsjote — These are segregation figures which differ from the administration figures, in respeet 
of 1941. due to adjustments in the tax accounts in the administration figures for that year, and 
slightly for 1943, due to a prior year transportation account adjustment. They will be adjusted 
at the net income.



Railway Tax Accruals. —  The following tabulation shows 
the railway tax accruals for Old Colony for 1943 and 1941:

[000 to be added.]

I t e m . 1943. 1941.

Real estate taxes:

Massachusetts:

Boston Terminal area 1 . . . . . . $116.9 $101.4

Readville shops . . . . . . . . 12.9 6.8

Direct to Old C o lo n y ............................................................ 162.8 113.6

Rhode Island:
$292.6 $221.8

Direct to Old Colony . . . . . . . 8. 4 11.9

Gross earnings taxes:

Rhode Island . . . . . . . . 4. 4 1. 7

Miscellaneous . . . . . . . . . 1. 2 .8

S u b - t o t a l ................................................................................ $306.6 $236.2

Railroad retirement and unemployment . . . . $424.7 $272.9

Court Order No. 221 . . . . . . . 17.2 16.8

Grand total . . . . . . . . . $748.5 I525.92

1 These do not include Boston Terminal taxes which are included in Account 541, Joint Facility 
Rents, hereinafter discussed.

2 This amount in the administration accounts is reduced to $396.1 account tax adjustment of 
city of Boston tax abatements principally and other tax adjustments in minor measure.

Taxes on the first two real estate items, the (a) Boston 
Terminal area and (b) Readville shops, are apportioned to 
Old Colony on the basis of its (a) ratio of operating expenses 
to those of the remainder of the New Haven at Boston, 
and (b) the similar ratio of its equipment repair costs at 
Readville. The third item is the direct tax assessed against 
exclusively Old Colony property.

Pay-roll taxes, it will be noted, constitute a major portion 
of the taxes in this account, i.e., railroad retirement and 
unemployment taxes. These taxes are apportioned to Old 
Colony from total System taxes under the formula on the 
basis which the total operating expenses of the Old Colony 
bear to the total operating expenses of the System. On 
this basis the Old Colony was overcharged $12,800 on these 
taxes in 1943. Its portion of the expense was 9.725 per cent 
and of the pay-roll taxes 10.025 per cent.



Old Colony taxes are apportioned between freight and 
passenger on the basis which the respective freight and 
passenger operating expenses bear to the total Old Colony 
operating expenses. In 1943 the freight expenses were 
51.66 per cent of the total. On that basis the 8748,500 
taxes would apportion 8386,675 to freight and 8361,825 to 
passenger. The actualities were $396,000 to freight and 
$352,400 to passenger.

Hire of Freight Cars, Dr. — This is a System account, 
split between the New Haven and the Old Colony as to 
railroad-owned cars on the basis of a count taken on the 
last day of each second month, and on private-line cars on 
the basis of private-line car miles taken one day each month 
and the percentage of total car miles on line applied to the 
System private-car line car mileage. The days exclude 
Sundays and holidays, and different days are taken pro
gressively through each count for these private-line cars. 
After these counts are taken throughout the year they are 
then averaged for the entire year. Then the yearly figures 
are used throughout the succeeding year. The determined 
percentages for five years for each type of equipment are 
shown in the following tabulation, it being borne in mind 
that the percentage figures are used in the year following 
the year for which they are shown in the tabulation:

St u d y  Y e a r .
Rai 1 road-owned 
Cars (Per Cent).

Private-Line 
Cars (Per Cent).

1943 .......................................................................................... 9.37 3.57

1942 ................................................................................ 9.75 6.03 1

1941 9.56 3.51

1940 9.86 3.16

1939 . ............................................................ 10.75 3.83

1 Affected by war-petroleu m tank car movement.

The payment of per-diem being related to car days in 
so far as railroad-owned cars are concerned, the division 
of the car-hire on this basis, assuming the car-day count 
to be correct, cannot be criticized. So far as the car-day



count is concerned, a field check of some magnitude would 
be required to test these figures.

Other Equipment Rents, Dr. —  The only item in the cate
gory is that of rent for passenger train cars, and for Old 
Colony this is applicable only to Pullman-car equipment. 
The charge to this account was a little under $2,000 in 
1941, and there was a credit to it of $400 in 1943 from an 
adjustment applicable to former years. The passenger 
equipment used generally by Old Colony  is the subject of 
an inter-company rental charge which will be discussed later.

Joint Facility Rents, Dr. —  About 95 per cent of these 
charges are received from the Boston Terminal Company, 
and the remaining charges are made up of charges and 
credits for minor freight joint facility arrangements with 
the Boston & Maine and Boston & Albany at Clinton, 
Lowell, Fitchburg, West Concord, South Sudbury and 
Framingham. The total charges from both general sources 
in 1943 were $371,000, and in 1941 $379,800. The Boston 
Terminal Company charges were made up as follows:

[000 to be added.]

F r o m  B o s t o n  T e r m i n a l  C o m p a n y . 1943. 1941.

Bond interest . . . . . . . . . $151.2 $169.0

Real estate taxes . . . . . . . . 185.0 199.8

Other taxes . . . . . . . . . . 27.9 20.9

Interest on advances . . . . . . . . 1. 8 2. 0

Total . . . . . . . . . . $365.9 $391.7

It will be noted that the share of Boston Terminal Com
pany’s charges in 1941, i.e., $391,700, was more than the 
total charge to the account, i.e., $379,800. The total 
charge in that year was reduced by credits from the other 
five per cent of the contributive sources.

This completes discussion and analysis of all items down 
to and including the net railway operating income.

Non-Operating Accounts. —  After the net railway operating 
income are the following non-operating accounts which 
affect Old Colony’s final income. The net railway operating 
income is reshown for ready reference.



O l d  C o l o n y . 1943. 1941.

Net railway operating income . . . . . . SI, 114.5 $212.6

Non-operating income:

Miscellaneous rent income . . . . . 83.6 98.5

Miscellaneous non-operating physical property 13.8. 10.2

Miscellaneous income . . . . . . . 6. 3 4. 3

Gross income . . . . . . . . §1,218.2 $325.6

Deductions from gross income:

Miscellaneous rents . . . . . . - §14.8
Miscellaneous tax accruals . . . . . . $17.2 14.9
Interest on funded debt . . . . . . . 23.0 28.7
Interest on unfunded debt . . . . . . 2 .6

Total deductions . . . . . . . . $40.4 $59.0

Net income . . . . . . . . . . §1,177.8 $266.6

Net income adjusted to administration accounts by reason 
of tax credits in the administration accounts not in the 
segregation accounts for 1941 and a small transporta
tion expense adjustment in 1943, applicable in both 
cases to prior years. Thus the comparison in the report
before these adjustments is on a comparable basis SI,175.1 $405.5

Non-Operating Income. —  Miscellaneous rents income and 
miscellaneous non-operating physical property, it will be 
noted from the table, account for $97,400 of this income 
of $103,700 in 1943 and for $108,700 of the $113,000 in 
1941. These accounts are wholly rents on property to 
outsiders, less cost of upkeep, if any. The remaining mis
cellaneous income items are small and variable and repre
sent income items not chargeable to other income accounts, 
such as payments for easements, etc. All these income 
credits are assigned to Old Colony direct, except as they 
may accrue at joint terminals, in which event the joint 
terminal use factors determine the apportionments.

Deductions from Gross Income. — These items, it will be 
noted, aggregated $40,400 in 1943 and $59,000 in 1941.

The miscellaneous rents of $14,800 in 1941, and no charge 
in 1943, represented Old Colony’s proportion of rental for 
state and federal yards in Boston, rented from the State 
of Massachusetts. In 1942 the I. C. C. ruled that these 
charges should be accounted for in Account 389, Yard 
Supplies and Expenses. This charge, it may be said, ac
counts largely for the abnormally large increase shown in 
this Account 389 under yard expenses.



The miscellaneous tax accruals of $17,200 in 1943 com
pared with $14,900 in 1941 cover taxes on property leased 
to outsiders, the rentals for which are included in the 
non-operating income.

The interest on funded debt of $23,000 in 1943 compared 
with $28,700 in 1941 represents almost wholly charges to 
Old Colony on equipment trust notes of the New Haven 
outstanding. There is an insignificant amount in the 
account from other sources. This item is involved with 
the inter-company item of Interest on Investment in Equip
ment, in that it is an item which is a part of this charge on 
equipment and which is charged to Interest on Funded Debt 
to meet I. C. C. classification requirements. It is discussed 
further under the inter-company items. The small charge 
to interest on unfunded debt of $200 in 1943 and $600 in 
1941 represents Old Colony’s proportion of interest charges 
on refunded overcharges of revenue. It is apportioned on 
the basis of the revenue accounts, largely Account 101, 
Freight Revenues.

This analysis takes the discussion down to and including 
the net income before inter-company charges.

Inter-Company Items. —  The inter-company items which 
follow the income account are shown below. The net 
income account before these charges is reshown for ready 
reference:

[000 to be added.]

i ;
O l d  C o l o n y . 1943. 1941.

Net income . . . . . . . . . . SI,175.1 $405.5

Inter-company items:

Handling company coal . . . . . . . SI 67.3 $118.9

Interest on investment in equipment . . . . 129.5 121.2

Interest on investment in facilities . . . . . 106.4Cr. 115.0Cr.

Total . . . . . . . . . . $190.4 $125.1

Net income after inter-company items $894 7 $280.4

Handling Company Coal. — All coal for Old Colony moves 
through Maybrook, mostly to Boston, a small amount 
going to Attleboro and Mansfield. Old Colony is charged 
4 mills per ton mile for the yard switching fuel and train 
fuel charged to it under the transportation accounts bearing



those designations for the haul from Maybrook to Old 
Colony junctions. This is close to a 200-mile haul to 
Attleboro. At 4 mills to a 50-ton car the charge would 
approximate 840 per car. No charges or credits are made 
for the haulage of other coal for miscellaneous purposes or 
for other company material. While the movement of coal 
in this manner, and the charges therefor, may have been 
appropriate during the war period, when water transporta
tion was curtailed, it may very well be that the movement 
of this coal ex-rail at Norfolk, thence water to New Bedford, 
Fall River and Boston, would result not only in a better 
grade coal, producing economies in use, but perhaps a 
lowering of the delivery cost as well. This would have to 
receive further analysis to determine that point.

Interest on Investment in Equipment. — This item, as 
will be noted, aggregated 8129,500 in 1943 and $121,200 
in 1941. As indicated in the discussion of Interest on Funded 
Debt, the amount under that account of $23,000 in 1943 
and $28,700 in 1941 (less some insignificant items in the 
two years which stemmed from other sources) should also 
be considered with these interest items. Both sets of 
charges are rental charges; however, on some of the equip
ment involved, equipment notes are outstanding, and on 
its payments on the value of this equipment Old Colony’s 
payments are, under the classification requirements of the 
Interstate Commerce Commission, chargeable to Interest 
on Funded Debt. Thus the Interest on Investment in 
Equipment should be considered at the totals of the two 
sets of figures, i.e., $152,500 in 1943 and $149,900 in 1941.

This rental on equipment or Interest on Investment in 
Equipment, as it is called, is assessed under the formula 
provision which reads:

This charge is made against all lines except the first and refunding 
which has a lien on all equipment. The charge is based on 4 H  per cent 
interest (the average of the outstanding equipment notes) on the de
preciated value of each class of equipment, and is apportioned in the 
same manner as depreciation charges, the offsetting credits being assigned 
to the first and refunding lines. Interest charges already assessed under 
Account 541, Interest on Funded Debt-Equipment Trust, are deducted 
in the above computation.



Accepting the statement that 4)A per cent was the average 
interest rate paid on equipment trust notes outstanding 
when the formula was devised in 1936, that is not the rate 
which is paid now. Average interest rates on New Haven 
equipment notes have declined constantly since the formula 
was devised, and in 1944 averaged about 3 per cent, or 
33>3 lower than stated in the formula, and are still declining. 
However, no reduction has been made in the rates charged 
Old Colony. Had this been done, the charges would have 
been constantly reduced to conform to the average, and for 
1944 would have been about one third less than they were. 
This would have meant a reduction of $50,833 to Old Colony, 
It should not be necessary to stress the inequity of this 
imposition on Old Colon}'. However, in our opinion, the 
inequity is even more serious.

The right to charge any rental at all against Old Colony 
for the use of this equipment is seriously to be challenged. 
1111011 the Old Colony System was leased by the New Haven 
System in 1893 it may be assumed that it was adequately 
equipped to meet all service demands made upon it, in 
view of the volume of all classes of equipment then owned. 
The lease provided that the New Haven would, at all times, 
maintain this adequate equipment situation, making such 
replacements as were necessary with equipment adequate 
and satisfactory to meet all service requirements imposed, 
current and prospective. It is assumed that the New 
Haven complied with the terms of the lease up until the 
date petition for reorganization was filed and the lease was 
disaffirmed. Therefore it would appear to follow that all 
equipment then on Old Colony or on other parts of the 
System or elsewhere which was Old Colony replaced- 
equipment was the property of Old Colony and not New 
Haven.

Without attempting to pass upon the legal questions 
that might be involved in this assumption, or of such that 
may be pertinent to subsequent comment, attention should 
be called to the basis of the claim of the refunding mortgage 
that it had a lien on all New Haven equipment. The only 
ground for such a claim would seem to be the “ after ac
quired” property clause of the mortgage, which admittedly



does not operate until prior liens on such property have 
been satisfied.

The lease of Old Colony was consummated some twenty- 
seven years prior to the date of 1920, when the first and 
refunding mortgage was placed. Existence of the lease 
and its provisions was known to all parties to the mortgage, 
including the Trustee, and the lease of Old Colony was 
listed among the assets upon which the refunding mortgage 
was a first lien. It would appear that such lien was subject 
to the terms of the lease. On such a premise it would appear 
Old Colony has prior claim to such equipment and should 
not be required to pay interest on the depreciated value 
of it to the refunding mortgage.

Moreover, the court having jurisdiction of the reorganiza
tion proceeding, by its order No. 259A, dated May 8, 1940, 
approved a claim of Old Colony for its equipment in the 
amount of $4,587,627, which claim has not yet been satisfied. 
The depreciated value of the equipment on which Old Colony 
is being required to pay the Trustees of the New Haven 
interest amount to $3,163,601 in 1943, which is less by 
$1,424,026 than the authorized claim of Old Colony at the 
time of its authorization. It would therefore appear proper 
that rental payments are due to Old Colony and not from 
Old Colony. From 1936 to the end of 1944 this rental on 
equipment assessed against Old Colony has amounted to 
$1,222,631, plus an amount estimated for lack of details 
at around $367,000 for interest on funded debt, representing 
similar payments, or a total approximating $1,600,000. 
Interest on Old Colony’s claim which was authorized against 
New Haven during that same period would aggregate 
$1,860,000. Since the interest has been charged against 
Old Colony’s account during these years, it would appear 
that Old Colony is entitled to an offsetting credit to the 
end of 1944 of this $1,800,000, and that it is entitled to 
rental payments each year of the difference between the 
two accruals on a yearly basis; in 1943 this was $152,000 
assessed and $206,443 due, or a difference in favor of Old 
Colony of $54,443. Thus turning this charge to a credit 
would mean a difference on 1943 basis of $206,443 yearly 
to Old Colony. It is for legal authorities to decide this



point; from a lay point of view the present method seems 
clearly unjustified.

Interest on Investment in Facilities. —  This account, it 
will be noted, is a credit to Old Colony, amounting, in 1943, 
to $106,400, and in 1941 to $115,000. It accrues as a debit 
and credit from the Boston Terminal area which extends 
from the property line of the Boston Terminal Company 
at Fort Point Channel to the Boston yard limits on the Old 
Colony line to Braintree, and along the New England line 
to Readville and the Readville Shops.

In the Boston Terminal area, Old Colony is credited with 
interest at 4 per cent on the Interstate Commerce Com
mission’s valuation of its property as of 1914, plus additions 
and betterments minus retirements. It is charged with 
4 per cent of its proportion, based on total operating expenses 
in the Boston Terminal area, of the total valuation of the 
Boston Terminal area. Its charge is substantially smaller 
than its ownership credit. At Readville Shops it is charged 
4 per cent on valuation of Readville Shops, based on its 
proportion of system charges to equipment repair accounts.

There is a consistent credit to this interest account.
Summation. —  The 1943 situation in respect of the Old 

Colony Railway operating income is expressed in the 
following figures:

Percentage Expense to Revenues, Old Colony Railroad, 1918.

Freight. Passenger.

Revenue (000 to be added) . . . . . . $8,950 $4,636

Expenses:
Maintenance of way and structures . . . . 13.0 21.8

Maintenance of equipment . . . . . . 11.7 23.3

Traffic . . . . . . . . . . . 9 1. 2

Transportation . . . . . . . . 35.3 62.7

Miscellaneous . . . . . . . . . - .7

General . . . . . . . . . . 2. 3 4. 3

T  otal . . . . . . . . . . 63.2 114.0

Railway tax accruals . . . . . . . 4. 4 7. 6

Equipment rents, Net Dr. . . . . . . 4. 5

Joint facility rents, Net Dr. . . . . . . .1 8. 0

Net railway operating income . . . . . 72.2 129.6



It would require $1,370,000 to make the passenger account 
whole on this basis. Without the study required of the 
service to determine the operating savings possible, but 
assuming that the transportation ratio could be brought 
down to 55.0 (a reduction of almost $370,000), the remaining 
deficit on 1943 basis would require, roundly, 1 ■> cent addi
tional per passenger mile, or an increase from 1.96 to 2.46 
cents per passenger mile. This represents a 25 per cent 
increase in fares, and this is on the 1943 basis.

An alternative merely stated here, and not offered as the 
remedy, is to have the State of Massachusetts pay an 
operating subsidy to Old Colony yearly on the basis of 
passenger operating losses. Since a portion of this subsidy 
can take the form of real estate tax abatement, the subsidy 
would not be greatly consequential to the State, but would 
be to the Old Colony. On the basis of 1941 the result would 
be somewhat as follows:

Passenger net railway operating income (deficit) . . $1,656,000
Tax abatement, 1941 taxes:

Old Colony Massachusetts real estate taxes $221,800 
Old Colony Massachusetts real estate (Bos

ton Terminal Com pany) . . .  199,822
421,622

$1,234,378« 7 7

A total of 102,000,000 passenger miles were run on Old 
Colony in 1941 at a rate of, roundly, 1.80 cents. A 20 per 
cent increase in this rate, to 2.16 cents, would have produced 
an additional $367,000 passenger revenue.

A rearrangement and reduction of service is estimated to 
produce an additional $300,000 reduction in expense.

An additional 1,000,000 passengers (to 7,600,000 from 
6,600,000) (it was 10,800,000 in 1943), at the 1941 average 
distance of 15.5 miles, would produce 15,500,000 miles at 
2.16 cents, or $335,000. Recovery of the via Mansfield 
revenues and some adjustment of the North Easton service 
could net an estimated $300,000:



Increased revenue estimate:
From increased f a r e s .............................................$367,000
From reduced e x p e n se s ...................................  300,000
From increased r i d e r s ...................................  335,000
From M ansfield-Easton travel 300,000

$1,302,000

A 25 per cent increase in 1941 labor and material costs 
would approximate $832,000, leaving a net of $470,000 to 
apply on the deficit after tax abatements, reducing that 
deficit from roundly $1,235,000 to $765,000.

The Boston Terminal Company’s figures of passengers 
in and out of South Station, 1939 to 1944, inclusive, is 
appended as Exhibit H, and shows clearly the extent of 
use of the services provided at that station. This check 
incidentally checks rather closely with the check of tickets 
sold to and from Boston as shown in Exhibit B.

If the State bought the Boston South Terminal and fur
nished the facilities without charge, meaning without 
rental or taxes, it would reduce the charges to the users 
by an amount approximating $1,000,000 yearly, of which 
Old Colony’s portion is approximately $350,000. If the 
State intended to operate the station and furnish the facili
ties which the Terminal Company now furnishes, just as 
they are being furnished, without charge, then there would 
be an additional $400,000 approximately saved to Old 
Colony. This aggregate amount of $750,000 is offset by 
approximately $250,000 in revenue of the Terminal which 
is being credited to Old Colony, leaving approximately 
$500,000 of expense of which the Old Colony would be 
relieved under such an arrangement.

As to a charge based on trackage, there is little trackage 
to the Boston Terminal on which a rental charge could be 
based, as the major portion of the expense is in the station 
facilities, and any charge should be based on that usage 
and not on trackage within the Terminal Company’s limits. 
Whatever charge is made will, of course, decrease the 
figures in the foregoing paragraph. Since either of these 
means would fall far short of its purpose, it is apparent that



the Boston Terminal Company is not the real but only a 
contributory cause of Old Colony’s passenger troubles.

It would appear better for the Commonwealth, if con
sidering a method by which it alone can relieve the Old 
Colony of some of its passenger expenses, to follow the plan 
suggested in the alternative, the discussion of which begins 
in the second paragraph on page 91.

Another alternative is for the Boston Elevated Company 
to acquire trackage rights at a rental figure agreed upon, to 
electrify two tracks from a connection near Atlantic to 
Braintree, and to take over the passenger service between 
Boston and Braintree, the operation and maintenance of 
tracks and stations to be on an equitably determined basis 
to each line. The remaining passenger service required on 
the Old Colony then should continue to be serviced either 
by railroad or bus, as the Department of Public Utilities 
may determine, and no change made in Old Colony’s 
franchises. If the Interstate Commerce Commission re
organization plan, as it now stands, does not go into effect, 
the New England Transportation Company’s busses and 
trucks paralleling and competing with Old Colony should 
then be taken over and operated for the account of the Old 
Colony Railroad.

However, there is another phase of this subject. Revert
ing to the alternative that the State purchase the South 
Terminal, taking into consideration only the abatement of 
rental and taxes to Old Colony, which would be in the neigh
borhood of $350,000, this would fall far short of Old Colony’s 
needs. The situation then could be further improved if 
concurrently the New Haven Railroad would credit Old 
Colony passenger deficit with the total sum by which its own 
expenses would be increased by abandonment of Old 
Colony’s passenger service. This would be somewhere 
around $500,000 yearly. There are two strong reasons 
why the New Haven should make this credit: first, the 
amount so credited would represent only the New Haven’s 
increased costs were the Old Colony’s service abandoned; 
and secondly, the operation of suburban service in the 
Boston area, like all other metropolitan suburban service



of which we have knowledge, can only be considered as a 
System obligation imposed by the System’s entrance into 
and enjoyment of the fruits of the large metropolitan con
tribution of freight and passengers to the System. Com
mutation traffic moves largely in response to business 
demands. It is likely to be found that nearly all of the 
8,000,000-odd passengers carried into and out of South 
Station by Old Colony in 1943 were handled in response 
to the business demands of Boston industry. Yet prac
tically all of the tonnage and long-haul passenger travel 
resulting from the fulfillment of these industry demands 
flows, as between the two, not to Old Colony, which is 
burdened with the operation and losses sustained by this 
character of transportation, and which is not, as the report 
plainly shows, permitted to enjoy any of the vast com
munity contribution of freight and long-haul passengers, 
but to the New Haven Railroad. For Old Colony to uphold 
the revenues and prestige of the New Haven Railroad in 
this manner is unfair and unsound —  a fact which thus far 
seems not to have been recognized by the Interstate Com
merce Commission or the court. We can only account for 
this by the failure of both to receive a proper presentation 
of the facts. These facts the Trustees have, along with 
other facts, totally disregarded, as the report plainly shows, 
while acting as conservators of Old Colony’s welfare, even 
though the effects of their processes on Old Colony are little 
short of, if not actually, confiscatory.

B o s t o n ,  M a s s a c h u s e t t s ,  
February 15, 1940.

VICTOR V. BOATNER
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E x h i b i t  D .

N e w  E n g l a n d  T r a n s p o r t a t i o n  C o m p a n y .  

Income Account, 1941 and 1943.
[Source: New Haven Railroad.]

Operating revenues:
Passenger . . . . .

Freight . . . . . .

Other . . . . . .

T o t a l ..................................................

Operating expenses:
Operation and maintenance expenses

Depreciation expense

Operating taxes and licenses

Operating rents, net

T o t a l ..................................................

Net operating revenue

Other income . . . . .

Gross income . . . . .

Income deductions . . . .

Net income before income taxes

Provision for income taxes .

Net income . . . . .

1941. 194S.

$1,411,682 74 

1,918,157 90 

136,724 71

$3,642,731 90 

2,053,808 42 

108,001 28

$3,466,565 35 $5,804,541 60

$2,577,659 09 

196,407 11 

279,472 56 

88,347 30

$3,715,112 79 

292,483 53 

388,752 51 

118,111 62

$3,141,886 06 

$324,679 29 

5,303 05

$4,514,460 45 

$1,290,081 15 

14,329 94

$329,982 34 

91,837 83

$1,304,411 09 

80,488 74

$238,144 51 

80,728 78

$1,223,922 35 

884,085 00

$157,415 73 $339,837 35
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E x h i b i t  F .

O l d  C o l o n y  R a i l r o a d .

Freight Train Car Assignment under Segregation Formula (Item 18).
[Source: Director of Research, New Haven System.]

S u m m a r y  o f  S t u d y  o f  F r e i g h t  C a r  L o c a t i o n  L a s t  D a y  o f  E a c h  S e c o n d  
M o n t h  f o r  U s e  i n  S e g r e g a t i o n .

1940, 
used in 1941.

1943, 
used in 1944.

Serviceable freight car days:
Old Colony . . . . . . . . . 10,750 12,024

S v ste m ........................................ ......... 104,904 128,261

Old Colony (per cent) .................................................. 10.25 9.37

S u m m a r y  o f  P r i v a t e  L i n e  C a r  M i l e a g e  S t u d y  O n e  D a y  i n  E a c h  M o n t h  
f o r  U s e  i n  S e g r e g a t i o n .

Mileage tank cars:
Old Colony . . . . . . . . . 26,346 104,754

S y ste m .......................................................................................... 269,406 2,254,748

Old Colony (per cent) . . . . . . . 9.78 4 65

Payments for tank cars:
S y ste m .......................................................................................... SI 17,048 91 $684,345 00

Old Colony1 . . . . . . . . 11,447 38 31,822 00

Mileage refrs.:
Old Colonv . . . . . . . . . 21,407 30,673

System . . . . . . . . . . 1,183,345 1,151,032

Old Colony (per cent) . . . . . . . 1.81 2.67

Payments for refrs.:
S y ste m .......................................................................................... $680,152 08 $817,996 00

Old Colony1 ................................................................................. 12,310 75 21,840 00

Payments for tanks and refrs.:
System . . . . . . . . . . $751,758 09 $1,502,341 00

Old Colony . . . . . . . . . 23,758 13 53,662 00

Old Colony (per c e n t ) ............................................................ 3.16 3 57

Accounts split on per cent of serviceable freight car days:
Freight car hire, railroad-owned cars (per diem).
314 freight train car repairs.
331 freight train car depreciation.
331H freight train car amortization defence projects.
Interest on investment on freight cars.

Split on private line cars, freight car hire, private line car mileage.

1 Based on per cents shown above.



E x h i b i t  G .

B o s t o n  T e r m i n a l  C o m p a n y  —  R e v e n u e s  a n d  E x p e n s e s .  

Old Colony Railroad Portion.
[Source: New Haven Railroad figures.]

1941. 1943. Increase 
(Per Cent).

Operating revenues (Account 151) $200,861 65 $290,084 05 44.4'

Maintenance of way and structures (Account 
278):

Roadway, signaling, removing snow $26,464 55 $38,826 32 46.7

Station, office buildings and power plant 19,453 04 23,796 14 22.3

O v e r h e a d s ............................................................ 4,492 78 9,567 13 112.9

Total, maintenance of way and structures . $50,410 37 S72.189 59 43.2

Maintenance of equipment (Account 336):
Power plant machinery . . . . . $17,622 91 $17,732 67 .6
Overheads . . . . . . . 2,646 08 3,250 08 22.8

Total, maintenance of equipment $20,268 99 $20,982 75 3.5

Transportation (Account 390):
Baggage and mail . . . . . . $36,197 12 $62,777 61 73.4

Ticket selling . . . . . . . 31,794 23 86,222 81 171.2

Head house . . . . . . . 136,075 91 173,031 05 27.1

Yard costs . . . . . . . 23,643 93 29,517 05 24.8

Overheads . . . . . . . 8,490 04 10,387 34 22.3

Total, transportation . . . . . $236,201 23 $361,935 86 53.2

General (Account 461) . . . . . $3,787 71 $4,495 13 18.7

Total, operating expenses . . . . $310,668 30 $459,603 33 47.9

Joint facility rents:
Bond interest . . . . . . . $169,003 19 $151,245 13 11.7D.

Real estate taxes . . . . . . 199,822 25 185,023 18 8.0D.

Other taxes . . . . . . . 20,945 91 27,937 27 33.3

Interest on advances . . . . . 1,971 99 1,764 01 11.7

Registering bonds . . . . . . - 28 63 -

T  otal . . . . . . . . $391,743 34 $365,998 22  ̂ 7.0D .

Year 1948 Estimated. Wage Increase Excluded.
Maintenance of way and structure (Account 278) . . . .  SI.612 34
Maintenance of equipment (Account 336) . . . .  476 80
Transportation (Account 390) . . . . . . . .  16,984 21
General (Account 4 6 1 )   65 63

Total  $19,138 98
1 1943 vs. 1941.
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A p p e n d i x  B .

PROPOSED LEGISLATION.

Cfce Commontoealtj) of ^assacjju sett$

In the Year One Thousand Nine Hundred and Forty-Six.

R e s o l v e  p r o v i d i n g  f o r  a  f u r t h e r  i n v e s t i g a t i o n  b y  a

S P E C IA L  C O M M ISSIO N  R E L A T IV E  T O  T R A N S P O R T A T IO N  

F A C IL IT IE S  W IT H IN  T H E  C O M M O N W E A L T H .

1 Resolved, That an unpaid special commission, to
2 consist of one member of the senate to be designated
3 by the president thereof, three members of the house of
4 representatives to be designated by the speaker thereof,
5 three persons to be appointed by the governor, the
6 attorney general or designee, and the chairman of the
7 commission of the department of public utilities or his
8 designee, is hereby established for the purpose of making
9 an investigation relative to transportation facilities

10 within the commonwealth, such investigation to be in
11 furtherance of the investigation by the special commis-
12 sion established under chapter forty-one of the resolves
13 of nineteen hundred and forty-five. Said commission,
14 in connection with its investigation, shall consider the
15 feasibility of the electrification of the steam railroads
16 having terminals in the city of Boston. Said commission
17 shall, in the course of its investigation, confer and co-
18 operate with such agencies of the commonwealth or any



19 political subdivision thereof, and with such civic and
20 other associations or organizations, as may be engaged
21 in making an investigation and study of said transpor-
22 tation facilities for the purpose of co-ordinating the
23 activities of said agencies, associations and organiza-
24 tions in carrying out said investigations and studies.
25 Said commission may call upon the department of public
26 utilities and other departments, boards, commissions and
27 officers of the commonwealth for such information as
28 it may desire in the course of its investigation. Said
29 commission shall be provided with quarters in the state
30 house or elsewhere, shall hold public hearings, shall
31 have the power to summon witnesses and to require
32 the production of books, records, contracts and papers
33 and the giving of testimony under oath, and may expend
34 for expert, clerical and other services and expenses such
35 sums, not exceeding, in the aggregate,
36 dollars, as may hereafter be appropriated therefor.
37 Said commission shall report to the general court the
38 results of its investigation, and its recommendations,
39 if any, together with drafts of legislation necessary to
40 carry its recommendations into effect, by filing the same
41 with the clerk of the house of representatives not later
42 than the first Wednesday of December in the current
43 year.


