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I. I ntroductory  St a t e m e n t .

1. M E S S A G E  F R O M  H IS  E X C E L L E N C Y  T H E  
G O V E R N O R .

E x e c u t i v e  D e p a h t m e n t , B o s t o n , June 8, 1912.

To the Honorable Senate and House o f  Representatives.

It has been brought to the attention of the present Legis
lature that an extensive district in the western section of 
the Commonwealth totally lacks the transportation facilities 
necessary for its welfare and prosperity. In this district, 
which ought to be a prosperous farming region, population 
has for many years declined, farm values have fallen, and 
the inhabitants have lacked the opportunities which the peo
ple of the rest of the State have long enjoyed.

The failure of legislation designed ostensibly to provide 
such transportation facilities, but in effect legalizing the 
encroachments of the Hew York, Hew Haven & Hartford 
Kailroad upon the laws and policy of the State, should not 
prevent action being taken at the present session to secure to 
the people of this region adequate transportation facilities.

Such service should not be secured at the cost of a de
parture from the wise and established policy of the State by 
methods permitting financial jugglery and the undermining 
of our public-service law. I f  private capital is unable to 
supply this service without surrendering it to the domination 
of the Hew Haven road, I  believe it is the duty of the State 
to supply that service directly by a State-owned system of 
electric roads.

To this end I recommend that the State conduct, through 
a special commission, an investigation of the whole problem 
of more adequate railroad facilities for the western section, 
particularly the hill towns, of the State, and to report to the 
General Court.

EUGEHE H. FOSS.



2. A P P O IN T M E N T  OF CO M M IT TE E .

The following order was adopted by the General Court 
on June 13, 1912: —

Ordered, That a committee, to consist o f  three members o f the 
Senate and four members o f  the House o f Representatives, be ap
pointed to conduct an investigation o f  the whole problem o f more 
adequate transportation facilities by railroad, electric railroad or 
trolley fo r  the western part o f the Commonwealth, particularly the 
hill towns thereof. Said committee may incur such expense, and its 
members shall receive such compensation, as shall be approved by 
the Governor and Council; and it may employ such clerical and other 
assistance as may be necessary; and it may travel within the Com
monwealth, and hold hearings in any cities and towns thereof. Said 
committee shall report in writing to the next General Court, on or 
before the second Wednesday o f  January, the results o f  its investi
gations, with such recommendations fo r  legislation as it deems ad
visable in regard to extensions o f  the lines o f  any transportation 
companies, the consolidation o f any such companies, the most feasi
ble method o f obtaining capital for  the development o f  such trans
portation facilities, and in regard to the construction o f additional 
lines o f  railroad, electric railroad or trolleys in said section.

In accordance with the provisions of this order the follow
ing members of the Senate and House were appointed by 
the presiding officers of the two branches: Messrs. Calvin 
Coolidge of Northampton, Charles V. Blanchard of Somer
ville and John II. Hunt of Worcester, of the Senate; and 
Messrs. Leonard F. Hardy of Huntington, Charles L. Carr 
of Boston, H. Bert Knowles of Gloucester and John F. 
Meaney of Blackstone, of the House. The committee ap
pointed Bernard L. Paine of Sharon to.act as secretary.

The committee wishes to record its appreciation of the 
valuable assistance rendered by many persons, among whom 
may be mentioned the Hill Towns Transit Association of 
western Massachusetts, for the use of automobiles and other 
assistance, the boards of trade of Springfield, Worcester and 
Clinton for similar assistance, the Bureau of Statistics, the 
State Board of Education, the State Board of Agriculture, 
the State Highway Commission and the Board of Railroad 
Commissioners, for information and suggestions, and many 
other citizens for their courtesy and assistance.



3. P L A N  O F IN V E S T IG A T IO N .

The investigation conducted by the committee has been a 
new and independent investigation, divorced from any con
nection with previous proposals of legislation. Lines of 
electric railway which were provided for by former bills that 
failed to become law were considered on their merits, and 
on an equal footing with other and new proposals. It is 
evident, however, that the problem and the districts inter
ested are the same now as when previous investigations were 
made.

The general plan of the committee was as follows: —
First, by the use of automobiles personally to inspect those 

sections of western Massachusetts which were known by com
mon report to be remote from railroads and street railways, 
or to which the attention of the committee was called by 
special request of interested citizens, and by this means to 
gain a first-hand knowledge of the character of the towns, 
their natural resources and their distances from railroad and 
trolley lines.

Secondly, by giving advertised public hearings in towns 
and cities of the five western counties of the State, to ob
tain from citizens of these localities a statement of their 
situation and needs with reference to freight and passenger 
transportation, as well as some statistical information in re
gard to their respective communities. It was planned also 
to inquire at these hearings what attempts had previously 
been made to raise funds for the building of trolley or steam 
roads in their respective localities, and with what success.

Thirdly, to secure from the Board of Railroad Commis
sioners, the State Highway Commission, the State Board of 
Agriculture, the State Board of Education and the Bureau 
of Statistics any information or suggestions which might be 
of value to the committee in its investigation.

Fourthly, by giving advertised public hearings in the 
State House, to secure evidence in regard to methods of 
obtaining capital for the development of transportation facili
ties in the area considered.



4. IN S P E C T IO N  A N D  H E A R IN G S .

Following the plan above outlined, the committee, during 
the early part of the summer of 1912, inspected many 
isolated communities among the hill towns. Trips were 
made to East Longmeadow, Hampden, Southwick, Granville, 
Blandford, Beeket, Otis, Sandisfield, South Williamstown, 
Clarksburg, Greylock summit, Savoy, Windsor, Cumming- 
ton, Worthington, Chesterfield, Goshen, Huntington, Chester, 
Southampton, Westfield, Granby, Belchertown, Enfield, 
Ware, Wilbraham, Grafton, Paxton,' Rutland, Barre, Peter
sham, Athol, Sterling, Clinton, Bolton, Harvard, Ayer and 
other towns.

Hearings were given according to the following table: —

D a t e . Place of Hearing. Towns and Cities represented or notified.

July 17 Boston, On the general subject of transportation facilities for 
western Massachusetts, and particularly the most feasi
ble method of obtaining capital.

Aug. 6 Springfield, Hampden, East Longmeadow, Wilbraham.
Aug. 7 Westfield, . Westfield, Southampton, Easthampton, Montgomery.
Aug. 7 Holyoke, . Holyoke, Southampton, Easthampton, Westfield, 

Granby, Belchertown, Enfield.
Aug. 27 Granville, . Granville, Southwick.

Aug. 27 Agawam, . Agawam, Southwick.

Aug. 28 Russell, Russell, Huntington, Blandford.

Aug. 28 Chester, Chester, Becket, Otis, Middlefield.

Aug. 28 Lee, . . . . Lee, Stockbridge, Tyringham, Lenox, Washington.

Aug. 29 Sandisfield, Sandisfield, Tolland, New Marlborough, Monterey, Great 
Barrington.

Grafton.Sept. 18 Grafton,

Sept. 19 Athol, Athol, Phillipston, Orange, New Salem, Dana, Hub- 
bardston.

Sept. 19 Barre, Barre, Hardwick, Petersham, Oakham, Rutland, Holden.

Sept. 19 Worcester, . Worcester, Millbury, Sutton, Rutland, Paxton.

Sept. 20 Clinton, Clinton, Sterling, Ayer, Harvard, Lancaster, Bolton, 
Princeton, Boylston.

Sept. 25 Springfield, Springfield.

Sept. 26 Pittsfield, . Pittsfield, Lanesborough, Dalton, Hinsdale, Peru, Wash
ington, Lenox, Hancock, Windsor.

Sept. 27 North Adams, . North Adams, Williamstown, Clarksburg, Florida, Mon
roe, Stamford, Vt.

Sept. 27 Adams, Adams, New Ashford, Cheshire, Savoy, Hawley.

Sept. 27 Cummington, Cummington, Plainfield, Ashfield, Worthington, Goshen, 
Chesterfield.

Sept. 28 Northampton, . Northampton, Williamsburg, Westhampton, Hadley, 
Hatfield.

Oct. 8 Greenfield, Greenfield, Shelburne, Leyden, Colrain, Heath, Charle- 
mont, Rowe, Buckland, Conway, Deerfield, Whately, 
Bernardston, Gill, Northfield, Erving, Warwick, Mon
tague, Wendell, Sunderland, Leverett, Shutesbury.



D a t e . Place of Hearing. Towns and Cities represented or notified.

Oct. 9 Fitchburg, Fitchburg, Ashburnham, Winchendon, Gardner, West
minster, Lunenburg, Ashby, Townsend, Shirley.

Nov. 12 Boston, On the general subject of transportation facilities for 
western Massachusetts, and particularly the most 
feasible method of obtaining capital.

Nov. 13 Boston, On the same subject.

Nov. 19 Boston, On the same subject.

Nov. 20 Boston, On the same subject.

Nov. 26 Boston, On the same subject.



II. B r ie f  Sy n o p sis  of Te s t im o n y  g iven  at  
He a r in g s .

This synopsis, as its name indicates, is not in any way to 
be considered as the finding of the committee, which is given 
under another head. That which may appear in the form of 
statements of fact is merely an outline of the testimony as 
presented. Of course, much has been eliminated, and many 
interesting and pertinent statements made to the committee 
in regard to the transportation needs of the towns have been 
omitted, in order to bring the writing within the compass 
of a few pages. But the attempt is made to give in a true 
and impartial way some of the more important points 
brought out at the hearings.

1. W I T H  R E F E R E N C E  TO T H E  N E E D S O F P A R T IC 
U L A R  L O C A L IT IE S .

A t  S p r i n g f i e l d , A u g u s t  6 .

For the towns of Hampden, East Longmeadow and Wil- 
braham.

The arguments made related to the future development 
of this region, the apple and peach growing of Wilbraham 
and Hampden, the great possibilities for fruit culture, and 
the need of means of conveyance for labor and freight. It 
was shown that the population of Hampden had decreased 
from about 1,000 thirty years ago to a little more than 600 
at the present time. It was contended that this decrease was 
due almost entirely to a lack of public conveyances. The 
town was once engaged in the manufacture of woolens; but 
when some of the mills were burned they were not rebuilt. 
Hampden was said to have abundant water power, which at 
present is unused. The center of the town is 5 miles from 
the nearest railroad or trolley line.



East Longmeadow has a street railway line running to its 
center, and a continuation of this line to Hampden was 
urged on the ground that it would benefit a large number of 
farmers in the easterly part of the town.

On behalf of the town of Wilbraham a trolley road from 
the present terminus of the Springfield Street Railway Com
pany in Springfield through the village -of Sixteen Acres to 
Wilbraham was advocated. It was stated that there are 
3,000 acres of land in Wilbraham suitable for peach and 
apple culture. The total peach crop of 1911 was approxi
mately 30,000 baskets, the average apple crop is about 3,000 
barrels and the potato crop 10,000 bushels a year. Host of 
this produce comes into Springfield by team. The trolley 
line asked for would come within a mile of 200 houses. It 
would be 6 miles in length. Wilbraham Center is between 
2 and 3 miles from North Wilbraham, where there is a sta
tion of the Boston & Albany Railroad and a line of the 
Springfield Street Railway.

A t  W e s t f i e l d , A u g u s t  7.

For the towns of Westfield, Southampton, Easthampton 
and Montgomery.

All of the speakers urged the necessity of trolley trans
portation for the hill towns in the vicinity of Westfield, 
especial attention being given to the proposed line from 
Westfield to Easthampton through the village of Wyben.

Westfield has a population of over 16,000. It was con
tended that trolley roads coming into this town would be of 
mutual benefit to Westfield and the smaller towns and vil
lages surrounding it, bringing trade to Westfield, developing 
and unifying its outlying districts and affording a near-by 
market for the farmers in the vicinity.

Southampton is a town of 870 people, whose chief products 
are milk and agricultural produce. It appeared from the 
testimony given here and at the hearings in Holyoke and 
Northampton that the people of Southampton were united 
in their desire for a trolley line from Southampton northerly 
to Easthampton, and in their desire for some connection



southerly, but were divided in their opinion as to which of 
two proposed routes southerly from Southampton is pref
erable, in case one only of these was to he followed, those 
appearing here contending for a route through the village of 
Wyben to Westfield. In behalf of the village of Wyben, a 
farming community in the town of Westfield, it was said that 
the people of the village are 4 miles at least from any means 
of transportation, and it was claimed that a road from 
Southampton through Wyben to Westfield would serve about 
400 people in Wyben, about 200 people in Southampton and 
a large number in the adjoining town of Montgomery.

Citizens of Easthampton strongly urged the need of a 
trolley road from that town through the town of Southamp
ton to AA estfield. They said that Easthampton would be 
satisfied whether this road was laid out through the village 
of AVyben or by way of Hampton Ponds, so called. East
hampton is a manufacturing town, territorially small, with 
a population of nearly 10,000 people, many of whom are 
operatives in its factories. The trolley lines proposed would 
bring the farm products to those mill people and be of great 
benefit to all the communities which would be thus con
nected.

A citizen of the town of Montgomery, a town whose popu
lation is between 200 and 300 people, and whose chief busi
ness is that of general farming, stated that that town was 
almost unanimous in its desire for a trolley road from South
ampton through the village of AVyben to AVestfield.

A t  H o l y o k e , A u g u s t  7.

For the city of Holyoke and the towns of Southampton, 
Easthampton, AVestfield, Granby, Belchertown and Enfield.

Citizens of Holyoke advocated a trolley line from East
hampton through Southampton to Hampton Ponds, connect
ing at the last-named place with the present street-car line 
from AATstfield to Holyoke, and certain representatives of 
Southampton who were present at this hearing advocated 
this proposed line to Hampton Ponds, instead of a line by 
way of Wyben to Westfield. It was claimed that Holyoke



has heretofore been the market center for the Southampton 
people, and that if a trolley road should be built to Hamp
ton Ponds the people of Southampton and Easthampton 
would then have a choice between Westfield and Holyoke for 
their market, and would not be compelled to go to Westfield, 
as they would be i f  the only line to be built should pass 
through the village of Wyben.

On behalf of the town of Granby, a trolley line to South 
Eladley connecting with the Holyoke Street Pailway at that 
point was strongly urged. This town has a population of 
761. It produces about $75,000 worth of milk yearly, be
sides other farm produce, and at least five-sixths of this 
produce comes 6 miles by teams into Holyoke. The high 
school o f Granby is not of high enough standard to fit chil
dren for college, and with a trolley line these children could 
be sent to the Holyoke schools. It seemed to be the. opinion 
of the speakers who represented Granby that the Holyoke 
Street Railway Company would not build the railway from 
South Hadley to Granby which they desired, but that Hol
yoke is the natural outlet for this town.

The population of Belchertown is about 2,00Q. Its prod
ucts are chiefly those of the farm, large quantities of milk 
being carried by team to Holyoke. There are two railroads 
running north and south through the town, the Central Ver
mont and the Boston & Maine. A  connection with Holyoke 
and Springfield by means of a trolley line is greatly desired 
by its people. Holyoke, 12 miles away, is the nearest city 
they have, and it is to Holyoke that their trade naturally 
would come. It was said that a line from Holyoke to 
Belchertown and Enfield could connect in any one of several 
ways with other trolley systems, but one of the most feasible 
connections would be with the trolley line at Ware.

Enfield is a town of 900 inhabitants, over 200 of whom 
work in the mills of the town, and others are engaged in 
farming. The only means of conveyance is the Athol branch 
of the Boston & Albany Railroad, which runs two trains each 
\yay in the day. A  trolley line from Ware to Enfield, 
Belchertown, Granby and Holyoke is greatly desired by the 
people of Enfield.



A t  G r a n v i l l e , A u g u s t  27.
For the towns of Granville and Southwick.
The town of Granville is situated in the southern part of 

Hampden county, bordering the Connecticut line. It is 9 
miles from the center to Westfield, the nearest railroad ship
ping point, and 18 miles to the city of Springfield, to which 
much of the produce of the town goes. The cost of teaming 
to Westfield is about $2.50 per ton, when loads are carried 
both ways, and about $5 per ton for teaming to Springfield. 
At this cost, even, several thousand barrels of apples grown in 
Granville are carried to the markets. No milk is marketed, 
because the cost of transportation is prohibitive. I f  a trolley 
line were established it would be possible to ship milk, labor 
would be given employment the year round and thus re
tained, and the increase in stock would maintain the pro
ductiveness of the soil. It is estimated that there are 2,000 
acres of good pasture lands which are growing up to bushes 
because it will not pay to keep stock under the present dis
advantages. One factory has been discontinued, but there 
are at present two factories —  a toy factory and a wood
working plant —  which ship out about 100 tons of finished 
products per month, and the cost of teaming is as great as 
the railroad freight charges to send these products 300 or 
400 miles away.

In response to a question asked by one of the citizens, it 
appeared that most of those present at this hearing desired 
a trolley line which would run from Granville through 
Southwick directly into Springfield.

For the town of Southwick it was stated that trolley lines 
were badly needed in order to bring labor for the tobacco 
fields of that town. The soil there is well adapted to the 
growing of tobacco. The dairies would also be developed by 
such a line, and Southwick could be made to produce ten 
times as much milk as at present if proper conveyance for 
freight and labor could be provided.



A t  A g a w a m , A u g u s t  27.
For the towns of Agawam and Southwick.
Citizens of Agawam dwelt on the great advantages which 

their present trolley line has brought to the town. The 
farmers are able to get the transient help from the city which 
they need on their farms, and at certain seasons of the year 
there are at least 300 people —  men, women and children —  
who come out from the city to work in the tobacco fields. 
(The valuation of the town has greatly increased.) Agawam 
is interested in the proposed trolley lines principally for the 
sake of the towns to the west, but there is a part of Agawam 
still undeveloped which would be served and built up by a 
new trolley road to Southwick and Granville. It is about 
2 miles from the center of Agawam to the town line of 
Southwick.

Southwick produces tobacco, milk and a great variety of 
farm products. The soil is especially fitted for growing to
bacco. A  branch of the New Haven railroad passes through 
Southwick and there are three trains each way daily. This 
gives a connection north and south, and furnishes a round
about way of going to Springfield, but a straight road east
erly to Agawam and Springfield is what is most needed, with 
the frequent service which a trolley line affords. The help 
problem is a difficult one at present for Southwick. Millions 
of tons of ice are cut in the winter on the ponds for the New 
York market. The laborers for this industry are brought 
from New York, and are camped by the lake in unsuitable 
quarters. The trolley would bring this labor from Spring
field. At the present time only well-to-do people can afford 
to give their children a high school education because of the 
cost of boarding them away from home. The trolley, by 
furnishing means of daily transportation to and from the 
high school, would bring this education within the reach of 
all classes. It would bring laborers and residents back and 
forth, and would carry the milk and vegetables and other 
products which Southwick is so well fitted to yield.



A t  R u s s e l l , A u g u s t  2 8 .

For the towns of Russell, Huntington and Blandford.
Citizens of Russell stated that many of their farms are 

4 and 5 miles from the railroad station. Soil experts have 
examined the soils in that section and pronounced them 
second to none for fruit and dairy products. An instance 
was told of a farm of 400 acres which formerly kept more 
than a hundred head of cattle and now keeps only 10 or 15, 
because of the need of better opportunities for transporting 
goods to and from the farm. A  trolley line is needed to 
bring these farm products down to the mill communities 
along the Westfield River.

Blandford men told of abandoned farms in their town. 
F ifty years ago there were 2,200 cows in Blandford, to-day 
only 700, but the soil is as good as any in New England for 
fruit and dairying. They said that it takes a team from 
four to five hours to draw a load from Russell, the nearest 
railroad point, to Blandford. Not more than one-half of the 
apples and potatoes raised in Blandford are carried to a 
market, because of the lack of transportation lines. The 
manufacture of cheese, which was once a thriving industry, 
has been abandoned. This section has large tracts of fine 
timber, but it brings only from $3 to $5 per thousand feet 
on the stump. With a trolley express this lumber would be 
worth more than twice as much as it is to-day. They asserted 
that it is difficult to get hired help in Blandford; that labor
ers do not want to go so far from the centers of amusement 
and social intercourse without means of traveling back and 
forth.

Residents of Huntington called attention to the great need 
of that town and the towns farther north for a line from 
Fluntington to Cummington. They stated that many fac
tories along the north branch of the Westfield River had 
been shut down because of their isolation, and the goods were 
teamed to Huntington at a cost of 20 cents per hundred 
pounds. The village of Huntington has a railroad station, 
but the town extends northerly from the village 8 or 10 
miles.



A letter was presented from Deputy Sheriff E. A. Allen 
relating to the efforts that were made in Huntington and 
vicinity in 1903, with the help of Mr. W. A. Whittlesey 
of Pittsfield, to raise capital to build a trolley road from 
Huntington to Cummington. A  charter was secured and a 
determined effort was made to have this road built, but with
out success.

A t  C h e s t e r , A u g u s t  2 8 .

Eor the towns of Chester, Becket, Otis and Middlefield.
The people of Chester and of Becket have been endeavor

ing for many years to get a railway built from Chester to 
Lee, because of a real need of better transportation facilities 
for the vicinity of Chester, especially into southern Berk
shire. To go from Chester to Lee at present it is necessary 
to go first to Pittsfield, a distance of 2 5  miles, and then 12  

miles more from Pittsfield to East Lee. A  direct route from 
Chester to East Lee would be only about 14 miles. Chester 
village is a manufacturing community. More freight is 
shipped from Chester than from any other place between 
Westfield and Pittsfield, and a great deal of freight would be 
sent over the trolley road if  it came to this town. I f  the pro
posed line from Cummington to Huntington should be built, 
persons desiring to go from Hampshire County into southern 
Berkshire would have a shorter ride if their route could turn 
at Huntington and pass through Chester and Becket to Lee, 
than they would have if  obliged to continue their journey to 
Westfield before making a connection with the new line to 
Lee. The inhabitants of Chester are extremely desirous 
of having a trolley line from their town to Parson’s Corner, 
so called, in Becket, a distance of Y or 8 miles. I f  the main 
trolley line connecting Lee with the Springfield system does 
not run to Chester, then they want this line to Parson’s 
Corner, which would give them an outlet to southern Berk
shire.

Citizens of Becket presented similar arguments to those 
given in behalf of Chester. They claimed that the trolley 
line proposed to be laid out through Blandford to Hunting
ton or Westfield would leave many of the people of Becket



unaccommodated. They stated that there were several large 
granite quarries in the town which are so far away from 
the railroad that they cannot he operated to advantage. 
There is valuable agricultural land in the town which would 
produce milk and apples in large quantities if proper freight 
facilities were furnished. A  railway from Parson’s Corner 
to Chester is especially needed. There is a branch railroad 
running from Chester to the Becket granite quarries, called 
the Chester & Becket Railroad, which might be utilized as 
an electric railway and form a part of a new connecting line 
from Chester to some point on the road now under construc
tion between Lee and Blandford.

Middlefield was not represented by any of its own citizens, 
but it was stated by those present that the interests of that 
town are linked with those of Chester.

A t  L e e , A u g t j s t  28.
For the towns of Lee, Stockbridge, Tyringham, Lenox 

and Washington.
Those present who testified were, with one exception, resi

dents of Lee, but they spoke in behalf of the entire region 
about Lee and in southern Berkshire. Almost the entire 
time of the speakers was taken up with a discussion of the 
Farmington valley and its needs. It was pointed out that 
the section running about 20 miles south from Lee to the 
State line is one of the largest areas in the State which is 
entirely without any steam railroads or electric railways. 
Sandisfield is a town very large in area, with several post 
offices. Its population has been decreasing for many years 
because of this lack of communication. It is 20 miles from 
Sandisfield to Lee, and 11 miles farther to Pittsfield. Lee 
is particularly interested in the proposed trolley line down 
the Farmington valley because the people and products of 
this whole region would naturally come to Lee and Pittsfield. 
Pittsfield is a fast-growing city and is already short of milk. 
I f  this road should be opened the two towns of Otis and 
Sandisfield have farms enough to supply with milk the in
habitants of Pittsfield for any time to come. Milk will be 
the chief product of those towns. It was claimed, also, that



there are great opportunities for manufactures along the 
Farmington Fiver, and that there is opportunity for the 
development of electric power by means of the water fall 
in this stream. It was admitted that the population of this 
section is, relatively to its area, very small, having steadily 
diminished during the past one hundred years because of 
isolation, but it was claimed that there are few areas in 
Massachusetts which present so great an opportunity for 
large and varied development.

A t  S a s t d is t ie l d , A u g u s t  2 9 .

For the towns of Sandisfield, Tolland, Otis, New Marl
borough and Monterey.

The high lands to the west and east of the Farmington 
Fiver were said to be valuable dairy lands, fitted also for 
fruit and other farm crops. These lands were at one time 
covered with prosperous farms. Within the memory of some 
of the speakers there were 71 mills running which were 
located on the Farmington Fiver between the State line and 
the head of the river in Becket. Nearly all of this great 
power is now running to waste. The population of these 
towns has decreased from 60 to 70 per cent., and the number 
of live stock which were kept has decreased in about the same 
proportion. Abandoned cellar holes and fields grown up to 
timber and brush are silent witnesses of this decadence. It 
was stated that the town of Tolland sent as many men into 
the Union army as there are voters in the town to-day. Yery 
little farm produce is now shipped from these towns, as it 
costs $3 per ton for cartage either to or from the railroad. 
It often means a loss of money to produce and carry to mar
ket potatoes, milk or fruit. Few children attend any high 
school, as that means boarding away from home during entire 
terms of the school year.1 The town of Otis is about 10 
miles from the railroad station, Sandisfield about 13 and 
Tolland about the same distance as Sandisfield. It was 
asserted that i f  a trolley line should be built down the Farm
ington valley it would not make this section tributary to

1 According to the reports of these towns to the State Board of Education Tolland has 
one pupil, and Otis has one pupil, attending a high school. Sandisfield has none.



the State of Connecticut, as has sometimes been said, hut 
that the people would ship their goods to Lee and Pittsfield, 
and connection would be had with the Boston & Albany 
Railroad. It was the opinion of the speakers that private 
capital could not be secured to build the railway needed. 
Much emphasis was laid on the claim that the Common
wealth morally owes to these towns some assistance for the 
reason that they lost a great deal of money through the 
failure to complete the construction of a steam railroad, 
called the Lee & New Haven Railroad, which was projected 
to run through this valley in the year 1873, and to which 
enterprise the Commonwealth pledged its credit to the ex
tent of $300,000 in bonds. The time limit of the charter 
was extended, hut the State aid was not extended and the 
work was abandoned after much money had been spent. The 
grading which was done at that time, however, has remained 
to the present day, and can he utilized whenever a railway 
is laid on the hanks of the Farmington River.1

The speakers claimed that, with the possible exception of 
Cummington and its vicinity, no region in Massachusetts 
is in so much need of better transportation facilities.

A t  PlTTSTTEnD, S e p t e m b e k  2 6 .

For the city of Pittsfield and the towns of Lanesborough, 
Dalton, Hinsdale, Peru, Washington, Lenox, Hancock and 
Windsor.

Those who appeared from Hinsdale spoke of the need of 
a line of railway from the present terminus of the Berkshire 
Street Railway at Hinsdale to Peru, East Windsor and 
West Cummington, a distance of about 10 miles. The peo
ple who live in these towns have no other means of trans
portation than by team, hut large quantities of freight are 
now hauled over the hills to the freight station at Hinsdale. 
Agriculture is the chief industry. It was stated that the

1 The estimated price of all work actually done and materials furnished for building the 
Lee & New Haven Railroad was S96.361.02, of which $78,068.77 was for excavation. See 
Report of the Commissioners upon the Lee & New Haven Railroad, Senate Document 27 
of the year 1875.



street railway service to Hinsdale has been improved and is 
now excellent.

One citizen of Pittsfield claimed that the trolley service 
on'about 2 ^  miles of railway, in the western part of the 
city, is unsatisfactory, because cars taking workmen to and 
from the shops are slow in running time and sometimes late. 
Another citizen testified that he thought the service in West 
Pittsfield was “  pretty good.”  The speakers contended that, 
inasmuch as there seemed to be some dissatisfaction in cer
tain parts of the city with respect to the trolley service, the 
interests of Pittsfield should be carefully guarded, and that 
new trolley lines should not be built over the rural districts 
if it would be at the expense of the electric car service in the 
cities. It also appeared that after the Pittsfield Street Pail
way Company was sold to the Berkshire company the city 
lost on the corporation tax, because the stock of the former 
company was valued above par for taxation, while stock of 
the consolidated companies being below par, no corporation 
tax can be assessed.

At this hearing a new line was suggested, by one of the 
speakers, to run from South Williamstown through New 
Ashford to Lanesborough, to connect with the Berkshire 
Street Railway at the last-named place.

A t  N o r t h  A d a m s , S e p t e m b e r  27.
For the city of North Adams and the towns of Williams

town, Clarksburg, Florida and Monroe.
North Adams has a population of almost 22,000. The 

population of Williamstown is about 3,700. Stamford is a 
town in Vermont just across the State line; its population is 
about 500.

The attention of the speakers was given chiefly to the pro
posed extensions of the Berkshire Street Railway from 
Clarksburg to Stamford, Vt., —  a distance of about 2%  
miles, —  and from Williamstown to South Williamstown, —  
a distance of 4 %  miles. It was stated that these extensions 
would be easy to build, with very little grading necessary;



and that both would be profitable lines as soon as put into 
operation. These routes were said to lie in fertile and pic
turesque valleys, where there are now located many thrifty 
farms. The farmers have great difficulty in getting hired 
help, because the laborers do not like to be beyond reach of 
a trolley line to take them back to the city whenever tkev 
want to go. Children are obliged to board in North Adams 
or Williamstown in order to attend high school. It was 
stated that in North Adams more than 8,000 quarts of milk 
were consumed daily, and that about three-fourths of this 
quantity was produced within the town of Stamford. As 
this milk must be carried so far by teams, it was shown that 
its condition was impaired. Milk coming from Bennington 
and Pownal is placed upon the trolley cars at those points, 
and reaches the city early in the morning in good condition. 
The claim was made that a trolley line to Stamford would 
mean better milk for North Adams.

It was expected that, i f  the railway to Soirth Williams
town is built, it will in the future be further extended either 
through New Ashford to Pittsfield or through the Hancock 
valley to the New Fork State line, there to meet a projected 
line from Troy; and the hope was expressed that the Stam
ford road would soon be continued in the State of Vermont 
to Readsboro and Wilmington, and would thus form a means 
of communication with the people of southern Vermont.

Certain connecting and branch lines of street railway 
within the city limits of North Adams, which were said to 
have been assured, but have not yet been built on account 
of a delay in granting locations, are also very much needed, 
according to the statements made.

In reply to questions, the opinion was expressed that the 
service under the present management of the Berkshire 
Street Railway Company has kept pace with the increasing 
amount of business done, and is, on the whole, satisfactory.

A  proposed trolley road from Adams to Cummington was 
said by speakers at this hearing to be favored by the citizens 
of North Adams as well as by those of Adams. It was con
tended that this line, too, would bring many abandoned 
farms into activity, and be a mutual benefit to both city and 
country.



A t  A d a m s , S e p t e m b e r  27.
For the towns of Adams, New Ashford, Cheshire, Savoy 

and Hawley.
It was asserted that the chief concern of the people of 

Adams is that a railway he constructed from a point near 
the center of the town to the summit of Greylock. This rail
way was provided for by an act of the Legislature of 1910, 
and, by -the statements of representatives of the Berkshire 
Street Railway Company which have recently been made at 
a hearing before the Board of Railroad Commissioners, this 
railway has been assured. Sixty thousand visitors registered 
at the little house on the summit of Greylock during the 
summer of 1911. The total length of the line as surveyed 
would be just 13 miles and 4 miles of the 13 wTould be 
within the State reservation.

Several of the speakers presented claims in behalf of a 
proposed trolley line from Adams to Cummington, by way of 
Savoy and Windsor. Such a line, they said, would reach 
a very isolated country, which has no means of transporta
tion, and whose people need an outlet to the communities 
about them. These people are dependent upon Adams for 
high school privileges, and that means that very few of them 
can have a high school education, but with a trolley road in 
operation the pupils could ride to the school each morning, 
returning at night. While it was admitted that there are not 
very many houses directly on this proposed line, yet it was 
contended that there are many outlying farms and hundreds 
of families that would be served and benefited by it. It 
would carry commodities to and from Adams, —- butter, po
tatoes, fruit and general farm produce from the country, 
and grain and general supplies from Adams. I f  connection 
were made with another line from Cummington to Hunting
ton, such a through road would become a paying investment.

A t  C u m m i n g t o n , S e p t e m b e r  27.
For the towns of Cummington, Plainfield, Ashfield, 

Worthington, Goshen and Chesterfield.
Cummington is the center of one of the two great isolated 

regions of western Massachusetts. This territory is approx



imately 25 miles by the highways from east to west, and 35 
miles from north to south. It was settled before the revolu
tion. From 1800 to 1820 it had its greatest population, at 
a time when each community was sufficient unto itself and 
made all its own commodities. When the railroads were 
constructed in western Massachusetts, this large territory was 
left unserved, and its population and prosperity consequently 
declined. Cummington is 12 %  miles from the nearest steam 
railroad and 12 miles from the nearest trolley road. From 
Worthington it is 10 miles, from Plainfield 10 miles, from 
Chesterfield 6 miles and from West Chesterfield 8 miles, to 
the nearest railroad. The manufacturing industry which 
once thrived here has been neglected. At the present time 
Worthington, Cummington, Chesterfield and Plainfield have 
a valuation of $2,000,000. The agricultural production in 
a single year is $100,000. A  bulky crop cannot be carried 
to the station without prohibitive cost. Freight service is 
needed.

The State needs agricultural development. It is not pro
ducing what it requires for its own consumption. The edu
cational, religious, moral and social conditions of these com
munities require an economic foundation. The soil here is 
second to none in the State in productiveness; but the cost 
of cartage is prohibitive. It costs 50 cents per barrel to cart 
apples to the freight station. Great amounts of timber are 
so far removed from the railroad that they are worth only 
$3 or $4 per thousand feet on the stump. Laborers are very 
scarce, and can hardly be secured at any price, especially 
during the harvest season, when they are needed the most. 
In regard to the fitness of this region for fruit culture, it 
was claimed that this part of Massachusetts can raise better 
apples than New York, California or Wisconsin, and with 
about half the expense.

In  regard to particular lines of transportation, special 
emphasis was given to the desire for a line from Huntington 
to Cummington. It seemed to be the opinion of most of the 
speakers that this line would accommodate the greatest num
ber of people living in this isolated territory, and would be 
a feasible road to construct, because the valley of the West



field River affords a natural route for such a road, with 
easy grades and few bridges. Through the generosity of 
Mr. W. R. Warner and Mr. H. F. Dunham, former residents 
of Cummington and Chesterfield, a complete survey of this 
route has been prepared. Other lines suggested and advo
cated were a road from Cummington easterly through Go
shen to Williamsburg, and a road from Cummington 
westerly to Savoy and Adams.

A t  N o r t h a m p t o n , S e p t e m b e r  28.

For the towns of Northampton, Williamsburg, West- 
hampton, Hadley and Hatfield.

A  line to run from Gilbertville in the town of Hardwick 
to Barre was advocated by citizens of Ware. Such a line 
would connect at Gilbertville with the Ware & Brookfield 
Street Railway, and at Barre with a proposed line from 
Worcester to Athol. It was said that this line would serve 
a number of villages along its route, including South Barre, 
Barre Plains, Wheelwright, Furnace and Hardwick. There 
is a branch of the Boston & Albany Railroad which passes 
through some of these places, and also a line of the Boston 
& Maine Railroad; but it was stated that the trains run so 
far apart and the stations are so located that the service is 
inadequate.

Residents of Northampton who have been summer resi
dents of Goshen told of the great amount of freight and the 
large number of people passing through Goshen on their way 
between Williamsburg and the hill towns to the west. They 
said that they were especially desirous of having a trolley 
line from Williamsburg to Cummington, but that any plan 
to develop the hill towns should be given cordial support. A 
former attempt to finance and build a railway from W il
liamsburg through Goshen, Cummington, Worthington and 
Chesterfield to Huntington was described. A  favorable char
ter was secured, but after further investigation “ it was 
found that the immediate tolls would not pay for the thing 
itself, the benefits would spread themselves over the commu
nity and over all the other street railways and railroads, but 
it had to be abandoned.”  Surveys were made, however, and



the enterprise, from the standpoint of construction, was 
found to be “  entirely feasible.”

Citizens of Southampton appeared at this hearing and 
again brought to attention the need of that town for some 
connection by rail with Easthampton and Northampton. It 
was stated that 80 per cent, of the travel from Southampton 
was in this direction. Their high school pupils all went to 
Easthampton, and many of their people had business in the 
shire town.

The opinion was strongly expressed at this hearing that 
steam railroads should be allowed to own and operate trolley 
lines, that if  they should be kept separate, it would he impos
sible to get the country districts developed, and that there 
was no private capital to he secured to build the rural ex
tensions.

A t  S p r i n g f i e l d , S e p t e m b e r  25.

For the city of Springfield.
It appeared that this city is particularly interested in 

the question of transportation for western Massachusetts be
cause being, as it is, the commercial center of this part of 
the State, it is bound to profit by anything that may be done 
to develop the country surrounding it, to promote its 
industries and increase its population and output. Repre
sentative men of the city were said to be in favor of the 
consolidation of the street railway systems and of owner
ship by a railroad, because they believe that the street rail
way service on the Springfield system was better during 
the time that it was owned by the New Haven railroad, 
and extensions were built during that time which would not 
have been built had it not been for that ownership; and 
because they believe that future extensions of transportation 
lines into the country towns cannot be made with the limited 
resources of local companies or by the aid of private capital. 
The hill towns’ transportation problem was discussed from 
an economic standpoint, showing how the city and the hill 
towns would mutually share the benefits of intercommunica
tion and exchange of commodities which an adequate system 
of transportation would establish. The advantages which



have already been secured by recent trolley extensions in the 
vicinity of Springfield are the best arguments for the further 
extension of these lines. I f  the lines of railway asked for 
by the hill towns should be constructed, they would not only 
open and develop the country, but would mean remarkable 
and rapid progress for the western part of Massachusetts.

A t  G r e e n f i e l d , O c t o b e r  8 .

For all the towns of Franklin County.
These towns had been duly notified of this hearing, but 

no one was present to testify in regard to the need of any 
additional transportation facilities in the county.

A t  G r a f t o n , S e p t e m b e r  18.

For the town of Grafton.
This town is about 8 miles southeast from Worcester. It 

has a population of about 5,700 inhabitants, about 2,200, 
or nearly 40 per cent., of whom live in three closely con
nected manufacturing villages at the south end of the town, 
called Saundersville, Fisherville and Farnumsville. These 
villages are located on lines of steam and electric transporta
tion between Worcester and Providence, but are entirely 
separated, as far as transportation is concerned, from the 
central and northern settlements of the town. North Graf
ton is on the main line of the Boston & Albany Railroad, 
and Grafton Center is served by a trolley road from North 
Grafton to Ilpton and Milford. The desire of the residents 
is to connect the villages at the south end with Grafton Cen
ter, over a distance of about 2 y 2 miles.

The town spends a large sum of money yearly for the 
transportation of children from the south end of the town 
who wish to attend the high school, which is in the center. 
The town hall, library and other public buildings are located 
at the center, and various boards, committees and fraternal 
lodges meet here also. There are three mills at South Graf
ton which have to employ all their laborers from other towns 
on account of the lack of conveyance from the center. The 
difficulty of transportation interferes seriously with the con



duct of town affairs, and there is not the possibility of neigh
borliness or organic unity which there would be if there 
were a trolley line to form a connecting link.

The Worcester Consolidated Street Railway Company was 
petitioned to build this road several years ago, and surveys 
were made, but nothing further was done.

A t  A t h o l , S e t t e m b e k  19.

For the towns of Athol, Pliillipston, Orange, New Salem, 
Dana and Hubbardston.

The street railways in this vicinity were taken under con
trol by the Massachusetts Northern Railways in 1911. It 
was stated that great benefits have come to the town of Athol 
and vicinity from this unification of control of these lines. 
Before the consolidation the service was poor, the roadbed 
was poor and the cars were poor. Since the consolidation 
many thousand dollars have been spent on the roadbed, 
brand new cars have been put on, express service has been 
established, and the new management has shown a disposi
tion to meet citizens in a fair manner. Formerly, people 
going from Athol to Gardner over the different lines had 
to wait half an hour or longer at points of connection, 
whereas now cars run on schedule time and run right through 
to Fitchburg.

Athol is a fast-growing manufacturing town of over 9,000 
inhabitants. It has good railroad service to the east and to 
the west, and good electric car service in the same directions; 
but the present route from Athol to Worcester, the county 
seat, is very circuitous and inconvenient. To go to Worces
ter by way of Gardner and return means an all day’s trip. 
It is 15 miles each way, and the fare for the round trip is 
nearly $2.50. I f  an electric road were constructed through 
Petersham and Barre to Worcester, it would reduce the dis
tance traveled from Athol to Worcester to about 30 miles, 
and the fare would be about one-quarter of what it is now.

Many children living in the outskirts of Athol on the road 
to Petersham are now carried in teams to the Athol schools. 
These children and many from Petersham, too, would be



better transported by electric cars running between tbe two 
towns.

Erom a commercial point of view Athol is the trading 
center for Petersham. Heavy loads of produce and supplies 
are now drawn over the road daily, and residents of Peters
ham come to Athol to do their marketing. I f  a trolley road 
is built from Worcester to Petersham it should be continued 
to Athol, which is its logical terminus.

In behalf of the town of Orange, which adjoins Athol on 
the west, it was held that the interests of that town are 
closely linked with those of Athol, and that Orange citizens 
are also desirous of having a trolley road from Athol to 
Petersham and Worcester.

A t  B a r r e , S e p t e m b e r  19.

Eor the towns of Barre, Hardwick, Petersham, Oakham, 
Rutland and Holden.

Barre has a population of about 3 ,0 0 0 , and covers an area 
approximately 6 miles square. Two railroads pass through 
the southern part of the town, —  the Boston & Maine and 
the Ware River branch of the Boston & Albany. The central 
village of the town, or Barre itself, is 3 miles from the rail
road stations at the south end.

It was stated that in 1 9 0 2 , 3 0 5 ,0 0 0  cans of milk were 
shipped from Barre to Boston. This quantity has been much 
reduced in recent years, and because of the want of good 
facilities for transporting freight and laborers, the output of 
the farms has steadily decreased.

Although there is a railroad connection easterly and west
erly from South Barre, what is needed is cheaper and 
quicker communication with Worcester, both for South 
Barre and Barre Center; and cheaper rates for sending 
produce and express matter in small packages, and also milk. 
The town has a high school in the center, and the transpor
tation for scholars from South Barre is by team. The pro
posed trolley road from Worcester to Barre and Athol was 
said to meet the requirements of this town in the way of bet
ter transportation facilities. To quote one of the speakers:



I f  thei e is anj tiling this section of the country needs more 
than another, it certainly is better transportation.”

Petersham is a farming town and summer resort. It is 
well adapted to the raising of fruit and dairy products. 
The population is nearly 800. There are no transportation 
facilities whatever in the town. The shipping point for 
Petersham is Athol, which is 9 miles away. The cost of 
cartage is excessive, the cost of delivering coal from the sta
tion being $2.25 a ton. A  trolley road to Athol and also to 
Barre and Worcester was said to he needed.

Those representing the town of Rutland at this hearing 
spoke of the need of a trolley line from that town to Worces
ter. The railroad station is a half mile away from the cen
ter, and the nearest electric line is 4 miles away. There is 
no direct line to Worcester, either steam or electric road. 
Other citizens representing Rutland appeared at the next 
hearing.

A t  W o r c e s t e e , S e p t e m b e r  19.

For the city of Worcester and the towns of Millbury, Sut
ton, Rutland and Paxton.

In behalf of the town of Millbury it was said that a trolley 
road covering a distance of 2 miles between the villages of 
Bramanville and West Millbury is very much needed. 
I  here are a number of mills at West Millbury which employ 
several hundred hands and have large quantities of freight 
and coal to transport. The railroad station is 3 miles distant 
from this village and the trolley line is 2 miles away. All 
the freight for these mills is carried to and from the railroad 
station by teams. I f  the trolley road were extended up to 
the village of West Millbury this freight could all be car
ried by it, and the cars be switched back and forth between 
the steam tracks and the electric tracks. Such a road would 
also be heavily patronized by laborers at the mills.

In behalf of the town of Rutland it was stated that there 
is very urgent need of a street railway in the town and from 
Rutland to Worcester. There is no electric road within the 
town, and the railroad, which furnishes only an indirect 
way to go to Worcester, is too far away from the institutions



and settlements needing transportation. The State sanato
rium, many private sanatoria and the Prison Camp are 
located here and it is estimated that over 20,000 persons 
annually come to these institutions as visitors. The indus
try of the town is chiefly farming. A  great deal of freight 
is received for the use of the institutions. There are facto
ries at North Rutland and West Rutland.

It was contended that the trolley road proposed to he laid 
from Paxton through West Rutland to Barre should be made 
to pass through Rutland Center also, or that, as an alterna
tive, an extension should be built from Jefferson in the town 
of Holden to Rutland and West Rutland. It was also sug
gested that a trolley line be built from Rutland to South 
Gardner, through North Rutland and Hubbardston.

Eor the town of Paxton, the following claims were made: 
Paxton, though being contiguous to the city of Worcester, is 
5 miles from any trolley, 8 miles from the railroad and 9 
miles from the railroad station at Worcester. The popula
tion is about 450. There is no high school there, and many 
children are unable to attend any high school. The produce 
raised in Paxton is all brought to Worcester. All the grain 
used there is brought from Worcester, —  a haul of over 8 
miles, with a rise in elevation of 800 feet. Fertilizer and 
coal must be brought in the same way. It costs as much to 
send a can of milk from Paxton to Worcester as it does to 
send a can of milk from Vermont to Boston. Paxton has 
good farming land, but the farms are deteriorating for the 
want of proper communication. It is also a desirable resi
dential town for the people of Worcester, but lack of con
veyance keeps them away. A  trolley road from Worcester 
to Paxton is very much needed.

The secretary of the Worcester Board of Trade stated 
that that Board recommends the building of a trolley road 
from Clinton to Ayer, and also favors the proposed line from 
Worcester to Athol.

A  representative of the Clinton Board of Trade submitted 
certain reasons why an electric road should be built from 
Clinton to Ayer. These will be noted in connection with the 
hearing at Clinton.



A t  C l i n t o n , S e p t e m b e b  20.

For the towns of Clinton, Sterling, Ayer, Harvard, Lan
caster, Bolton, Princeton and Boylston.

The testimony given may he divided into two parts, —  
that which related to a proposed trolley road from Clinton 
to Sterling and that which referred to a proposed road from 
Clinton to Ayer.

In regard to the need and advantages of a line of railway 
from Clinton to Sterling, it was said that a trolley road 
between these two towns such as has been proposed would 
serve and benefit the people of both Sterling and Clinton 
and a number of farming settlements along the route. It 
would also reach the Clinton Hospital, the Clinton fair 
ground and the Saint John’s Cemetery, all o f which are large 
areas, and are visited by many people. It would be about 
414 miles in length. At some future time it might be con
tinued from Sterling to West Sterling and Mount Wachu- 
sett. Clinton has a population of over 13,000, Lancaster 
has about 2,500 and Sterling 1,350. The farmers of Ster
ling have difficulty in securing necessary laborers to work on 
their farms. Clinton could furnish many such laborers if 
there were the means of conveyance for them. Sterling peo
ple would come to Clinton to trade, as they formerly did, 
until train lines carried them in other directions, and Clinton 
would be benefited in this way. The natural growth of 
Clinton was said to be toward the country which this pro
posed trolley road would pass through.

In regard to a proposed trolley line from Clinton to Ayer, 
reasons were given for the construction of such a line as 
follows: —

First. —  It would accommodate about 1,000 people of 
Clinton living in the northerly part of the town.

Second. —  It would accommodate the people of Clinton 
going to the baseball and circus grounds.

Third. •—  It would accommodate the visitors at the Lan
caster Industrial School.

Fourth. — It would accommodate the residents o f Bolton, 
who trade almost exclusively in Clinton.



Fifth. —  It would accommodate the residents of Harvard 
and the village of Still River who wish to go to Clinton and 
Ayer.

Sixth. —• It would accommodate the summer visitors at 
Bear H ill Pond in Harvard.

Seventh. —  It would accommodate the citizens of Ayer 
who wish to go to Clinton and Worcester.

The entire length of this proposed road is about 12 miles. 
It was stated that there are many farms along the route 
which are far from the railroad stations and would he served 
by such a trolley line, both in passenger and express service.

A t  F i t c h b u r g , O c t o b e r  9.

For the city of Fitchburg and the towns of Ashburnham, 
Winchendon, Gardner, Westminster, Lunenburg, Ashby, 
Townsend and Shirley.

It was stated that the towns of Ashburnham, Ashby and 
Townsend have no street railway service at all. Ashby has 
neither railroad nor street railway. A  local street railway 
company has agreed to build a trolley line from Lunenburg 
to Townsepd under certain conditions; but the farmers of 
Ashby and Ashburnham are in need of electric car service. 
The industry of these two towns is chiefly agriculture. The 
population of Ashby is about 90 0 , that of Ashburnham about 
2.100.

A t  B o s t o n , N o v e m b e r  19 a n d  26.

Citizens of West Boylston, Sterling and Gardner pre
sented their views. They said that a trolley line from West 
Boylston through the villages of Oakdale, West Sterling and 
East Princeton to South Westminster is needed. Such a 
road would connect at South Westminster with the Gardner, 
Westminster & Fitchburg Street Railway, and at West Boyl
ston with the Worcester Consolidated Street Railway, thus 
forming part of a complete railway line from Gardner to 
Worcester. It was stated that residents of Gardner, Temple
ton and Winchendon would use such a road. In East 
Princeton and West Sterling it would penetrate a territory 
of considerable size which is now destitute of any steam or 
electric transportation. In this region are excellent farming



communities, with a population of nearly 1,500 people. At 
West Sterling a chair factory which handles a large amount 
of freight would he served by the new line. Mount Wachu- 
sett lies near the route suggested, and might, in the future, 
by the erection of a connecting rail line, he thus made acces
sible to the public.

A  representative of the town of Monson appeared and 
advocated two trolley extensions, —  one from the terminus 
of the present street railway in Monson southerly to the 
State line, a distance of about 4 miles, and the other from 
a point on the present street railway in Brimfield southerly 
through the town of Wales to the State line, a distance of 
about 6 miles. Both of these extensions would meet pro
posed lines in Connecticut running to Stafford Springs, and 
would there connect with a fast interurban road to Rock
ville and Hartford. The population of Monson is about 
4,700, that of Wales is about 350 and that of Brimfield is 
about 850. The town of Wales has at present no railroad 
or street railway.

2. ON  T H E  G E N E R A L  SU B JECT O F T R A N S P O R T A 
T IO N  F A C IL IT IE S  IN  W E S T E R N  M A S S A C H U S E T T S  
A N D  W I T H  R E F E R E N C E  TO M E T H O D S OF O B 
T A IN IN G  C A P IT A L  F O R  T H E IR  D E V E L O P M E N T .

A t  B o s t o n , N o v e m b e r  1 2 , 1 3 , 1 9 , 2 0  a n d  2 6 .

The secretary of the Public Franchise League, Mr. Joseph 
B. Eastman, appeared and presented his views. Lie said that 
he did not represent the League on this occasion, but himself 
only, as a citizen of Boston.

Lie presented statistics purporting to show that it has been 
the policy of the New York, New Haven & Llartford Rail
road Company to acquire a complete monopoly of transporta
tion in all the territory that it covers; that in order to effect 
this monopoly it has been buying up trolley and steamship 
lines, paying exorbitant prices for them, and getting, in 
some cases in Rhode Island and Connecticut, watered stock. 
The rights of way for the lines of its steam railroad were 
bought when land was cheap, and it serves the most densely 
populated area in the country. It should therefore be a very 
prosperous corporation, and the people of the State should



receive the benefit of its prosperity in advantages in service 
and lower rates; but the earnings of the company, over and 
above the dividends, have been diverted to the carrying out 
of its policy of monopoly.

The trolley extensions proposed to be built in the western 
part of the State are of two classes. First are the short, 
inexpensive lines, which can readily be built by the Spring
field and Worcester companies. Second are the long 
extensions. These are said to act as feeders to the rail
roads. I f  this be true, and if  the lines would ultimately be 
remunerative to the New York, New Haven & Hartford 
Railroad Company, then let them be built by that company. 
In the opinion of the speaker, some of them could now be 
built under the general law, as branches of its railroad, to 
be operated by electricity. Others which have no physical 
connection with the New Haven system could be built under 
the provisions of a special act of the Legislature, condemn
ing, in certain cases, intervening tracks. He would recom
mend that a special law be passed permitting the New Haven 
company to construct the long extensions which are needed, 
without giving it a quid pro quo in the way of extensive 
street railway systems in the State. I f  the railroad company 
shoidd refuse to build them under such terms, then the ques
tion can be taken up from that point.

Mr. John II. Carter of Winchester said he was strongly 
opposed to allowing railroads to control street railways. He 
thought it was safe to assume that private capital could not 
be found to build the lines and extensions. He believed that 
the Commonwealth should first approach the subject by see
ing if a deal could be made with the existing transportation 
companies, and on what terms. The State might contribute 
a part, the county a part, the city or town a part; and the 
amounts would depend upon what arrangements coidd be 
made with the existing transportation companies. He saw 
no reason why the Commonwealth should not enter into it 
just as it entered into the building of State highways.

Mr. Bentley W. Warren, representing the Springfield and 
the Worcester Consolidated street railway companies, stated



that, under present conditions, neither of these companies 
would be prepared to make the extensions that are desired. 
There may be some short lines that in time they might build. 
They would not build the extension from Worcester to Athol, 
nor the Cumming*ton extension, nor the Granville extension. 
Under our laws there is no inducement to the stockholders 
of either company to take the risk involved in building them. 
Existing street railway companies which are earning satis
factory dividends do not want to furnish the money for the 
construction of such lines; they could gain nothing if  the 
new lines were a success, and would lose all they put in if 
the lines were a failure.

Personally, the speaker was of the opinion that the Berk
shire Street Railway Company would not build them as an 
independent company, and that the New Haven company, 
acting through the Berkshire company, would not he willing 
to build them because the extensions named would he feeders 
not of the Berkshire hut of other systems. He was of the 
opinion that, if the extensions were desired, there are only 
two ways by which the capital can he obtained, —■ one is 
through an appropriation by the Commonwealth and the 
other is through the ownership of some railroad corporation.

From the point of view of a railroad company the trolley 
system is like a net put out to gather in business and deposit 
it at the commercial centers and at the steam railroad sta
tions. The railroads have certain existing lines. Many of 
those lines could perform a greatly increased amount of busi
ness, i f  the business were offered, at a relatively small addi
tional expense. There are instances where the railroad has 
operated, in close connection with certain through trains, a 
trolley car carrying passengers and baggage. The street 
railway company may get only a few cents per passenger as 
its gross income, but the railroad receives as its fare for a 
long journey many times this amount.

But the speaker believed that it would not be feasible for 
the Boston & Albany, the New Haven, or any other railroad 
company to build the extensions desired in the western part 
of the State without owning the trolley systems of which 
they would form a logical part. That the railroad may prop



erly manage the extensions it must own the terminal facilities 
of those extensions, and the existing trolley companies have 
those facilities.

Mr. Charles S. Mellen, president of the New York, New 
Haven & Hartford Railroad Company, appeared, represent
ing that company, and laid his views before the committee.

Regarding the financing of the trolleys proposed in western 
Massachusetts, he stated that the position of his company is- 
unchanged from what it was a year ago. The company feels 
committed to the people who were so interested in securing 
the legislation proposed last year, and does not feel that 
it can honorably withdraw from that committal. But it was 
suggested at that time by those who represented the New 
Haven company, and it is still their desire, that there shall 
be a sum fixed which the company shall agree to expend in 
the building of needed lines, and that the Railroad Commis
sioners, or some other tribunal, shall say what lines shall be 
built to the extent the sum agreed upon will permit. In 
1910 legislation was passed authorizing the Berkshire Street 
Railway Company to be owned by the New Haven in con
sideration of certain lines designated in the act being con
structed. The company proposes to construct those lines 
strictly in accordance with the act of 1910. Therefore any 
release of the company from any of the obligations of that 
act, as was proposed in the bill of 1912, need not be further 
considered. The company was prepared last year to expend 
an estimated amount of $5,000,000 in the construction of 
the extensions proposed. The speaker would prefer that, in 
any bill that may be prepared, that sum should be the limit 
of the obligation of the New Haven road, and that that sum 
be expended on such lines as may be approved by the Rail
road Commissioners, or as may be recommended by this 
committee or any tribunal constituted to declare what lines 
shall be built.

Referring to the suggestion that the Commonwealth build 
the trolley lines, the speaker said that he should prefer that 
the Commonwealth should build them. That would give



liini all the benefits of the construction and. the contributive 
business without any expenditure.

In regard to the Greylock extension, he said that he did 
not ask to be released from that obligation. There is only 
one tiling that would release the company from the line up 
Greylock. That is the decision of the people of Massachu
setts that they would rather have $1,100,000, which that 
line will cost, expended where, in their judgment, it would 
do more good. But the company is able to carry out its 
agreement in regard to Greylock and will do so.

I f  the Commonwealth will give the New Haven company 
the legislation that will enable it to take in the Massachusetts 
trolleys that were formerly owned, he will spend $5,000,000 
in extensions; and this sum will be spent in addition to, 
and independently of, the amount the extensions now re
quired to be built will cost.

A  letter was received from Mr. J. II. Hustis, vice-presi
dent of the Boston & Albany Railroad Company stating that 
that company was not interested in furnishing money to build 
the needed trolley line extensions in the western part of 
Massachusetts.

Dr. David Snedden, representing the State Board of Edu
cation, appeared. He stated that the cost of transporting 
children to central schools is very much less where street car 
facilities are available. There is no doubt that whenever 
transportation facilities are improved, children stay longer 
in the schools, and a greater proportion go to high schools. 
Transportation by team is not nearly so comfortable, espe
cially in the winter months, for children going to school as 
transportation by car, and not nearly so expeditious.

Many of the hill towns do not have high schools. The 
Board of Education has decided to recommend that it be 
made obligatory upon towns to pay the transportation as 
well as the tuition expenses of children going to high schools 
in other towns. The estimated cost of such transportation



reaches, for many people living in the hill towns, as high as 
$30 or $40 a year.

It is very difficult to get teachers to go to rural communi
ties where they find it hard to go hack and forth. In many 
of the small towns the hoarding facilities are unsatisfactory. 
A  young woman to-day, in seeking a position as teacher, is 
very apt to consider transportation facilities, and the chance 
to go to her home once a week or once a month.

Wherever electric car facilities can he provided, the whole 
matter of the transportation of children to school becomes 
very much simplified and bettered.

Mr. J. Lewis Ellsworth, secretary of the State Board of 
Agriculture, presented the views of that Board. He stated 
that the building of trolley lines in the country helps in 
developing it by enabling the farmers to get their produce 
to the market and by giving the people a cheaper and more 
frequent means of transportation.

Hon. Frederick J. Macleod, the chairman of the Board 
of Bailroad Commissioners, appeared, representing that 
Board. He stated that the Board is very desirous of having 
something done in the way of providing additional trans
portation facilities for the western part of the Common
wealth.

With reference to the policy of the ownership of a large 
number of trolley roads by a railroad company, the Board, 
in its report in 1909, went on record as being strongly op
posed to any such policy; and that is the attitude of the 
present Board, unless some entirely different scheme can be 
provided from any that has been shown before in the way 
of the control of trolley roads by steam railroads.

Unless some provision can be made that will give the State 
an actual control in the administration of the property he 
was authorized to say that the Board is. strongly opposed to 
any policy that would permit the New Haven railroad, for 
even as laudable a purpose as this, to acquire control of the 
entire trolley situation in western and central Massachusetts. 
There have been exceptional cases, as in the case of the



Conway road, where the State, by a legislative act, author
ized the taking over of that road by the Boston & Maine; 
and that, he thought, met with general public approval; but 
any policy as far reaching as permitting the New Haven 
railroad to acquire all the trolleys in about half the Com
monwealth would be contrary to what has been regarded as 
the policy of the State.

The speaker was of the opinion that the Board would not 
have difficulty in administering the supervision that the law 
provides over street railways whose stock is owned by a rail
road corporation. The matter of the ownership of the stock 
would not have any bearing on the matter of regulation or 
the fixing of rates.

The street railways, i f  left to themselves to develop and 
consolidate into through systems, would in many cases pro
vide a service that would be a competitive service both in 
passenger and freight carriage. While a great deal can be 
done by regulation, there is a point at which regulation is 
obliged to stop. It is impossible for any regulating authority 
to have any intimate concern with the operation of the dif
ferent utilities under its control. And the stimulus of a 
proper and effective competition works out automatically 
results that are much more beneficial to the company than 
a regulated monopoly.

The Board has encouraged the policy of consolidation 
among the street railway companies inter se ; and many such 
consolidations have been brought about in which weak and 
struggling roads have been united with others more prof
itable; and, with a unified administration, it has been pos
sible to have the whole system operated in a reasonably 
efficient way.

I f  the ordinary investing public is not willing to take hold 
of the situation it seems that the only alternatives are to have 
the New Haven finance the proposition or to have some sort 
of State subsidy or something of that kind.

Personally, he believed that representation of the Com
monwealth on the board of directors of the trolley company 
might result in an improvement in the service over what it 
would be if  the directors were all chosen by the road, and



might go a long way, at any rate, in doing away with the 
objection to the ownership of the trolley systems by a rail
road.

Mr. Frank D. Kemp, representing the State Highway 
Commission, presented the views of that Board. He said 
that almost every one agreed that the western end of the 
State had never been properly developed from a transporta
tion point of view. And only within the last four or five 
years have its people really awaked to the fact that that is 
the one thing they needed more than anything else.

A  .great deal more money is now being spent by the High
way Commission on roads in the western counties than ever 
before. Better roads stimulate production and make prop
erty more valuable.

Personally, he was decidedly of the opinion that many of 
the towns can be very much developed by street railway 
facilities.



III . F in d in g s  a n d  R eco m m en d atio n s .

T oui committee lias desired, to print in this report as 
much evidence as was considered possible, in order that 
many of the various facts and arguments bearing upon this 
important subject may be preserved for examination at first 
hand. For this purpose an outline of testimony is printed 
as Part II . of the report; a brief filed by Bentley W. Warren, 
Esq., with the committee, being, with one or two trifling 
additions, the same brief as that filed with the Railroad 
Commissioners when the subject was before them in 1908, 
on an order of the Senate, and the report of the Railroad 
Commissioners made in response to that order, have been 
set out in full (see appendices C and I ) ) ; a statement of 
Joseph B. Eastman, Esq., secretary of the Public Franchise 
League, has also been printed (see Appendix E ) ; and several 
tables have been added which were deemed to be of some 
value in a study of the problem (see appendices A, B, F, 
G, H  and I ) .

After the prorogation of the General Court, the committee 
at once began the investigation contemplated by the order 
under which it was appointed, and contemporaneously with 
the investigation gave 28 public hearings. These hearings 
were held in the 8 cities of Boston, Springfield, Holyoke, 
Pittsfield, North Adams, Worcester, Northampton and Fitch- 
burg, and in the 14 towns of Westfield, Granville, Agawam, 
Russell, Chester, Lee, Sandisfield, Grafton, Athol, Barre, 
Clinton, Adams, Cummington and Greenfield. The hear
ings extended from July 17 through the remainder of that 
month, through the months of August, September and Octo
ber, to the 26th of November, the date of the final public 
hearing. During the course of these hearings 290 persons 
addressed the committee, representing the interests and 
needs of 62 cities and towns.



Most of the persons who addressed the committee confined 
their testimony to the subject of the need of better trans
portation in the five western counties of the Commonwealth, 
to a recital of the futile efforts to secure from private sources 
the capital necessary to provide such facilities, to the in
jurious effect upon population, agricultural and educational 
facilities, and industry resulting from a lack thereof, and to 
a consideration of the advantages and disadvantages of per
mitting some railroad corporation, in the case of most of 
the speakers specifically the New York, New Haven & Hart
ford Railroad Company, to supply the capital needed for 
the desired development.

The five western counties, viz., Worcester, Franklin, 
Hampshire, Hampden and Berkshire, together have an area 
of 4,450 square miles, more than half of the entire area, 
8,177 square miles, of the Commonwealth. These five 
counties have a population of 843,212, while the population 
of the Commonwealth is 3,366,416. Stated in percentages, 
the five western counties have 54.4 per cent, of the area, and 
only 25.04 per cent, of the population,. of the State.

The density of population of the State as a whole is 411.69 
persons per square mile. In the five western counties it is 
only 189.48 persons per square mile, while in the eastern 
portion of the State it is 677 persons per square mile. The 
five western counties have only 27.9 per cent, as many 
people per square mile as have the nine eastern counties.

On the mainland territory of Massachusetts there are 36 
towns without either steam railroad or trolley transportation 
of any kind. Thirty-three of these 36 towns are situated in 
some one of the five western counties. The total area of the 
36 towns is 1,001.7 square miles, of which 933 square miles 
are in the five western counties; 23.3 square miles in Mid
dlesex County (the town of Ashby just over the boundary 
from Worcester County) ; 28 square miles in the county of 
Barnstable (the town of M ashpee); and 17.4 square miles 
in the county of Bristol (the town of Acushnet).

There is annexed to this report as Appendix A  a list of 
the 36 towns referred to, with the population of each at the



Decennial Census of 1820, which is prior to the introduction 
of any railroad transportation facilities in the Common
wealth, and at the Decennial Census of 1910, with the per
centage of gain or loss in population in the interval of ninety 
years, and giving also the area in square miles of each town.

The railroad development in the five western counties will 
be seen by referring to the map which accompanies this re
port.

West of the Connecticut River, and lying between the 
Fitchburg Railroad on the north, the Boston & Albany on the 
south, the Connecticut Yalley Railroad at the east and the 
Pittsfield & North Adams Railroad at the west, is a solid 
area of 324.8 square miles, comprising the 11 towns of 
Savoy, Windsor, Peru, Hawley, Ashfield, Plainfield, Cum
mington, Goshen, Worthington, Chesterfield and West- 
hampton, without -a mile of railroad or trolley in any one 
of them, and possessing no more modern facilities for trans
porting persons or merchandise, either into or out of these 
towns, than existed ninety years ago, before the introduction 
of railroads anywhere in Massachusetts.

Between the Connecticut River at the east and the Housa- 
tonic division of the New Haven railroad at the west, the 
Boston & Albany at the north and the Connecticut boundary 
at the south, is another solid section of 315.9 square miles, 
comprising the 8 towns of Tyringham, Monterey, New Marl
borough, Otis, Sandisfield, Blandford, Tolland and Granville, 
similarly at the present time without either railroad or 
trolley facilities of any kind, although the Lee-Huntington 
extension of the Berkshire Street Railway, now being con
structed under the trolley legislation of 1910, will pass 
through a corner of the town of Otis and a corner of the 
town of Blandford.

These two sections together represent a greater area than 
that of any one of the counties of Barnstable, Bristol, Dukes, 
Essex, Nantucket, Norfolk and Suffolk, and are more than 
nine-tenths as large as the county of Plymouth and more 
than three-fourths as large as the county of Middlesex. It 
was stated that these sections, each of more than 300 square 
miles, with no steam or electric roads, were each larger than



any similar region in the State of Iowa, although that State 
has'nearly seven times the area and only two-thirds the popu
lation of Massachusetts.

The population of the 11 towns in the first area described 
above was, in 1820, 11,769, and in 1910 it was only 5,377. 
The population of the S towns in the second area described 
above was, in 1820, 9,588, and in 1910 only 4,632.

There is annexed to this report as Appendix B a list of 
the towns and cities on the four principal lines of railroad 
in the five western counties, viz., the Boston & Albany, the 
Fitchburg, the Connecticut Valley and the connecting lines 
of the Housatonic division of the New Haven and the Pitts
field & North Adams branch of the Boston & Albany, show
ing the population of those places at the Decennial Census of 
1820 and at the Decennial Census of 1910. From this 
statement it appears that the population of the communities 
reached by the four railroads has an aggregate increase in 
the last ninety years from 91,879 in 1820 to 652,744 in 
1910, or 610 per cent. During the same period the popula
tion of the 33 towns in the five western counties, still without 
railroad or street railway facilities, has decreased from 
30,847 in 1820 to 14,143 in 1910, or 54^0 per cent.

While one may not be warranted in concluding that these 
results are dire solely to the introduction or lack of modern 
transportation facilities, that explanation, however, seems 
best to account for the growth in the one class of towns and 
for the retrograde movement in the other class. It is not 
easy, on any other hypothesis, to explain the growth of 
Adams (which in 1820 included also the present city of 
North Adams) from 1,836 in the 1820 census to 13,026 
for Adams and 22,019 for North Adams in 1910; or the 
growth of Springfield, which then included Chicopee, from 
3.914 in 1820 to 88,926 for Springfield and 25,401 for Chico
pee in 1910; or the growth of Westfield from 2,668 to 
10^044; or the fact that of the 149 towns, for there were 
then no cities, in the five western couties of Massachusetts, 
only 2, Springfield (including the present city of Chicopee) 
with 3,914, and West Springfield, then including the pres
ent town of Agawam and the present city of Holyoke, with



3,246, had over 3,000 people; while of the 33 towns in those 
counties at present without transportation facilities, New 
Marlborough, Sandisfield, Ashfield, Blandford and Granville 
had each over 1,500, and the towns of Hancock, Tyringham, 
Windsor, Hawley, Heath, Shutesbury, Warwick, Chester
field, Cummington and Worthington had each between 1,000 
and 1,500. Each of the first-mentioned group of towns had 
actually in 1820 a larger population than any one of the 
following places, the population of which in 1910 is given, 
and each of which is on a line of railway: —

Lee, . 4,106 Athol, . 8,536
Dalton, . 3,568 Gardner, . 14,699
Lenox, . 3,060 Grafton, 5,705
Greenfield, . 10,427 Templeton, . 3,756
Montague, . 6,866 Millbury, . . 4,740
Orange, . 5,282 M ilford, . . 13,055
Easthampton, . . 8,524 Northbridge, . 8,807
Warren, . 4,188 Southbridge, . 12,592
Ware, . . 8,774 Westborough, . . 5,446
Ludlow, . 4,948 Winchendon, . 5,678
Palmer, . 8,610

While the existence and development of great water power 
may explain the growth in the period under consideration 
of a few places, like Holyoke and Montague, this does not 
explain the difference in a great majority of instances. Apart 
from places on the Connecticut River, the available water 
powers in places like Worcester, Fitchburg, Palmer, Ware, 
Athol, Orange, Pittsfield, Adams and North Adams are 
not appreciably greater than the power now unutilized and 
running to waste on the Farmington and Westfield rivers, 
and which in 1820 was developed and in use, as evidenced 
by abandoned mills and broken dams in Sandisfield, Tol
land, Chesterfield and Cummington, as well as by the direct 
testimony of many residents. The testimony given at the 
Sandisfield hearing, that there were at one time 71 mills in 
operation o.n the Farmington River above the Connecticut 
line, ivhile to-day there are 3, is evidence of the great power 
in that stream now running to waste.



The evidence given by residents of the towns lacking trans
portation facilities established beyond a doubt the fact that 
the natural resources of those towns are capable of great 
agricultural and industrial development. These witnesses 
without exception attributed the lack of growth of their 
communities solely to the lack of transportation facilities. 
Nothing appeared, either in the visits made to the various 
localities or in the evidence presented by any witness, to 
lead one to question the correctness of this opinion.

In the five western counties of Massachusetts, the possi
bilities for increased production of farm produce, the raising 
of cattle and sheep, and the output of milk are equal to or 
better than in any other part of the Commonwealth.

Farmers in all parts of the country have been specializing 
in certain kinds of products, and this custom is fast becom
ing more fixed, being governed chiefly by the variety of soil 
and climate. The various sections which your committee 
passed through upon its investigation of this subject show 
that different parts are adapted to certain kinds of agricul
ture, some especially adapted to fruit growing, chiefly 
peaches and apples; others to the growing of tobacco; others 
to general farming and extensive pasturing. The sections 
best adapted to the raising of peaches and apples are now 
but little used for this purpose.

Among the prime factors of importance in this fruit pro
duction are suitable conditions, climate, soil, and elevation. 
The fact that this section is not far from markets capable of 
using limitless quantities of such fruit affords an opportunity 
to organize special trades in order to supply customers at 
slight expense for transportation, and develop a high type 
of fancy fruit.

As the fruit improves in appearance and texture, the de
mand grows, stronger. The demand exceeds the supply, 
however, and the western growers now find it profitable to 
ship their product thousands of miles to the markets at one 
time claimed exclusively by the growers of New England. 
It is time for a change. This has come in part, but only 
a small fraction has been accomplished as yet.



As a result of the success of the western apple in our 
eastern markets, immediately there was an unusual tendency 
to produce a better quality, and to-day new orchards are re
placing the old and better results are assured, the apple 
acquiring a new reputation; and it is stated on reliable au
thority that the orchard population of Massachusetts has 
been increased by some millions of new trees, and the apple 
production shows an advance of 15 per cent., while the 
value of the crop for 1905 was more than double that for 
1895; and, furthermore, apples will continue to be one of 
the leading products.

Opportunities most advantageous await the fruit culture 
in this district. No other section can grow a greater num
ber of really good varieties of apples. At the present time 
there is ample opportunity for an army of growers to make 
many hundreds of thousands of dollars, with chances to estab
lish permanent and pleasant homes, and develop profitable 
industries, thus having a part in the growth and progress of 
the State.

Hampshire, Franklin, Berkshire and Hampden are, in the 
order named, by far the greatest cream-producing counties 
of this State.

Wool, which once ranked as an important animal product, 
now is one of the least, and comes chiefly from Franklin 
and Berkshire counties.

Hampshire and Franklin are the leading onion-producing 
counties, and hundreds of carloads are annually shipped out 
of that section, which also comprises the larger portion of 
the corn belt of Massachusetts.

What has been said of the fruit sections can likewise be 
said of the sections particularly adapted to the growing of 
tobacco, and the raising of potatoes and general farm produce.

The production of peaches is practically a new feature, 
but the raising of potatoes, and cattle for dairy farming, 
and sheep has been practically abandoned by reason of the 
lack of transportation.

The great tobacco crop of the Connecticut valley is highly 
prized by cigar manufacturers for wrappers and binders.

This part of the State should lead in agriculture. The



towns in this section had reached the height of their pros
perity between 1800 and 1850. After that period there 
was a steady decrease of population until the last census. 
A comparison of the population in the years 1820 and 1910 
is shown by the table (Appendix A ). A  comparison of the 
agricultural products of these towns in the same years would 
be interesting; but the statistics for years prior to 1875 are 
not in such form as to be comparable. The figures for the 
year 1875 and the year 1905 are given as Appendix Id. 
These figures show an increase in production of 84 per cent, 
which is less, however, than the increase in the rest of the 
State. These facts indicate that that part of this section 
.which is being tilled has increased in productivity during 
the last thirty-five years, in spite of the continued decrease 
in population ; but these towns have not kept pace with the 
rest of the State in agricultural development.

Wooded tracts through which the committee passed showed 
every indication of having been at one time fields of tillage 
and extensive farms, and large areas of pasture lands 
covered with bushes and second growth showed the decadence 
of whole farming districts. Numerous farms that in former 
years were the homes of thrifty families are now marked by 
cellar holes or partially ruined buildings.

The boards of trade in several of the cities and towns have 
made investigations with good results, meeting with liberal 
response from the farming sections in their vicinity, so that 
the crops are becoming better and more abundant; and the 
great benefit accruing to these cities from this practice is 
convincing a large number of capitalists that the right place 
for their investments is at home, —  here in Massachusetts 
soil, -— where can be grown the best crops of fruit and vege
tables in the United States; where the products of the 
poultry and dairy farms can be produced as cheaply as in 
any other State; and, while still in prime condition, can be 
rushed to profitable markets, over railroads and trolleys, at 
liberal rates.

Conditions in our State have materially changed during 
the past few years and continue to change rapidly. Within 
ten years the prices of farms in the Commonwealth as a



whole have increased 50 per cent., and the succeeding decade 
will witness still greater increases in value. This will not 
be brought about by any boom or unnatural condition of 
affairs, but will be due entirely to the ever-increasing de
mand for the vegetables and fruits which can be easily pro
duced with satisfaction, the market for which is growing

O  O

faster than the production by reason of the development of 
the nation in general.

The agricultural products of Massachusetts in 1905 as
sumed a value of $73,110,496, an increase of more than 38 
per cent, in ten years. A  State that, as a whole, can make 
such a showing is certainly a great State agriculturally as 
well as commercially, and what may be said of the State- 
can be made to apply to this particular section.

Although Massachusetts as a whole is already productive 
and prosperous, there yet remain opportunities for much 
more gratifying returns for increased activities in this sec
tion, and transportation development should be commensu
rate with her industrial possibilities.

In portions of western Massachusetts can be seen aban
doned farms, unproductive forests, unused mill sites, dis
tricts which cannot be penetrated by the steam road except 
at high cost for construction and expense.

The relation of one section to another depends chiefly on 
the means of transportation between them. The require
ments of one section must be supplied by the other. Thus, 
the exchange of commodities, without the requisite trans
portation, cannot be supplied to either community.

In many places the evidence given the committee was to 
the effect that the cost of transportation to shipping points 
was more than the cost of production.

Extending the best of trolley line facilities to sections 
which the steam road cannot reach will help immensely 
toward the rehabilitation of the farm.

The already established electric express has done much 
to promote rural development in the central and western 
parts of this State, as well as to serve the cities and towns. 
It will extend to all the communities good and reasonable



transportation for parcel freight; but, more than that, the 
substantial and proper construction of trolley lines should 
make it possible, in case of large shipments of produce 
from the farms, to extend the freight equipment of steam 
roads direct to the communities served.

On the Berkshire system there has been a large in
crease in the shipment of milk, its facility for picking 
up milk at farm gates all along the way having made milk 
production remunerative to farmers for whom the cartage 
to the railroad stations made hauls too long.

The policy of extending trolley lines through sparsely 
populated but attractive regions, with a view to develop
ing its residential, agricultural and even industrial capa
city, as illustrated in the Berkshires, has already been 
tested in Connecticut.

A  remarkable instance of what is thus practicable is 
shown in the development of certain towns in Connecti
cut, which, although remote from the steam line, are 
served by a trolley line connecting with the railroad, so 
that the great peach crops are handled directly in the 
freight cars of the steam railroad, which are taken over 
the trolley line to the farms having spur tracks. The ship
ment from one farm alone one season amounted to over 
a hundred carloads, a crop three times greater than the 
previous season, yet handled at less cost than the smaller 
output; and the freshly picked fruit was on sale in Bos
ton markets early the following morning.

A similar instance is shown in the trolley road extend
ing along the banks of the Kenduskeag stream, a tribu
tary of the Penobscot Kiver, in Maine. Here the freight 
cars of the Bangor & Aroostook Railroad are taken from a 
point about a dozen miles above Bangor, the principal 
city of eastern Maine, over the lines of the Bangor Rail
way and Electric Company, direct to the docks of the 
Eastern Steamship Company, thus saving time and ob
taining a cheaper freight rate, by means of the water route, 
for the farmers of that large district, which extends along; 
and beyond this stream.



The best illustration in New England of the develop
ment of an isolated country is found by investigating the 
results of building the Bangor & Aroostook Railroad, 
above referred to, through the counties of Penobscot, 
Piscataquis and Aroostook in the State of Maine. Here 
a vast territory was opened up through the immense 
forests, and after the timber had been cut and marketed, 
a new farming community was developed, and the great
est potato district of the country became a profitable asset 
to the farmers.1

The street railway lines of the third largest system in 
Massachusetts serve populous communities throughout the 
length and breadth of the State, connecting cities and large 
towns all the way from North Adams and Pittsfield to 
Great Barrington, and from Springfield and Worcester to 
Attleborough and Fitchburg, passing through long stretches 
of rural and wooded territory. Much has been done for 
this rural territory by the institution of a low-priced 
trolley express service, making it worth while for the country 
population to undertake things that they could not have 
afforded without such transportation facilities, including 
dairy farming, sending milk to the city, cutting timber and 
producing lumber.

In many parts of this section the labor supplying market 
of cities and towns is so distant that help cannot be obtained. 
Farmers testified that farm help would not work in localities 
more than 2 or 3 miles from a steam or electric road. They 
desire to be able to go home and return at reasonable expense. 
The tobacco and ice industries are handicapped on this ac
count. Apples are left hanging on the trees, and on almost 
every farm mounds of this fruit may be seen which cannot 
be sent to market on account of the haul, one day necessarily 
being consumed in getting to market, another in returning, 
while a third should be allowed for giving the team a rest.

To-day successful marketing depends frequently upon the 
transportation and storage facilities. New England, being 
in closer touch with the export markets than the west, and

1 See letter and table from the Maine Agricultural Experiment Station, Appendix F.



possessing the lower freight, has always an advantage of 
prime importance in addition to the faster freight schedule 
and more numerous trains, with superior qualities in favor 
of this section.

Towns to which trolleys have been extended, upon careful 
investigation, are found to have increased in population and 
material valuation to an extent which seems almost incredi
ble. The whole history of establishing lines of transporta
tion through various sections of the country must be 
generally recognized as resulting in developing not only the 
manufacturies and different industries, but as having built 
up the farming district as well. And it must likewise be 
said that the building of trolley lines, which seem to he the 
most feasible to build, radiating into this great area which 
is without any means of transportation whatsoever, will 
afford the people the opportunity of procuring domestic and 
farm help so necessary in harvesting* their crops, and give 
many other advantages to the various sections, resulting in 
the development of agriculture, thus benefiting both the pro
ducer and consumer.

The advantages of transportation afforded the farmers and 
gardeners o f Middlesex, Suffolk and Essex counties illus
trate what the result of such transportation means, and the 
same may be applied to the western counties when adequate 
and equal facilities are furnished to them.

One of the greatest considerations for opening up these 
long-neglected sections by improved transportation is the im
petus that would thus be given to the development of latent 
resources. Existing industries, that somehow have lingered 
along, would be encouraged and sustained. Where old-time 
industries have disappeared, —  as in many a place which 
was once a flourishing manufacturing locality, —  they might 
be revived if  their products could be carried to market at 
reasonable rates and their raw materials brought in at low 
cost.

The water-power possibilities of the hill regions that would 
be opened up by the construction of trolleys are very great.



The valleys are coursed by swift-running streams, falling 
so abruptly as to yield power very large in proportion to 
volume. The great water-power development on the Deer
field River, now under construction, indicates the pos
sibilities all over the hill country. The perfection of 
long-distance electric transmission has solved the problem of 
utilizing power whose existence has long been known but 
which seemed of little practical account because of lack of 
accessibility. Only a small fraction of the total available 
power has been developed in these parts of the Common
wealth. It now seems safe to say that not many years will 
pass before a small fraction will be left undeveloped. The 
greater part of this power will naturally be generated for 
transmission to the large cities and industrial centers; but 
experience shows that the development of this power will 
encourage the use of increasing quantities of it in the region 
where it is produced.* Confinement of industrial operations 
to restricted mill sites is no longer necessary; the power can 
be transmitted to any convenient point on the line of a 
trolley, there to be used in any grade of manufacturing suit
able to local conditions, large or small. Its use for domestic 
and municipal purposes in rural parts is doing much to 
bring such communities to a parity with urban conditions in 
the way of modern conveniences, —  such as illuminating 
houses and shops, supplying heat for cooking and power for 
light machinery.

Lumber manufacturing is a natural industry for these hill 
regions. The tree growth is so great as to be a feature in 
many parts. The permanence of forest growth in New Eng
land is shown in the history of the oldest settled parts. In 
Plymouth and Bristol, counties, after a settlement of nearly 
three hundred years, the growth of white pine continues to 
such an extent that the enormous textile output of the New 
Bedford mills is said to be packed in boxes made from lumber 
cut in the woods near by. Lumbering operations in these 
hill regions of central and western Massachusetts would be 
greatly encouraged by trolley construction, for the product 
could be easily hauled to market.

The undeveloped mineral resources of the hill regions are



very considerable, —  marble, limestone and other building 
materials. For instance, a great “  sand mine ”  in the 
Berkshire hills, of exceptional quality for glass making, is a 
greater money maker for its owners than many of the rich
est gold or copper mines in existence. Its product is sent 
to distant glass works and gives highly profitable traffic for 
the railroads. Crushed lime is in great and increasing de
mand in New England agriculture. The Berkshire deposits 
offer one of the best sources of supply.

Then there is one of the greatest of New England indus
tries, —  the summer pleasure and vacation business, amount
ing to many millions of dollars annually. These hill regions 
need only good transportation to cause other places to de
velop like Lenox and Stockbridge.

To a Commonwealth that is regarded as a model in edu
cational matters by the other States of the nation, it is rather 
surprising to find that in the five western counties, because 
of the lack of proper facilities for pupils and teachers, lo
calities and individuals are barred to a great extent from 
proper educational advantages. Because of the prohibitive 
cost of transportation by team and means of like nature, 
children of the poorer classes are shut off from attending 
school. It is wrell to point out here that the day of the 
isolated schoolhouse is fast going. Central schools are being 
built as fast as possible. This tendency or plan of our school 
system cannot be better expressed than in the words of our 
Commissioner of Education. In testifying before this com
mittee he said: —

It is only within recent years that towns in Massachusetts have 
transported school children to any extent. The time was when little 
schools existed near to the people needing them. . . . Some years ago 
persons interested in education came to the conclusion that very 
much better work could be done i f  they could be brought to central 
schools. . . . There are some towns in the State now that pay nearly 
as much fo r  the transportation o f school children as they pay for 
teaching, —  just a few  towns; those are extreme cases. But the 
idea was that, instead o f  having one poorly paid teacher, perhaps 
teaching only six or seven months in the year, with ten or twelve 
children, it would be better to have these children brought into a



central school, where there was a grade system and where better 
qualified teachers were employed. The movement has been going on 
now for  about ten or fifteen years, and it has resulted, I might say, 
in the disappearance o f the isolated single-room school wherever it 
is possible for  that school to be discontinued, and the bringing of 
the children to central places.

By virtue of this condition, which is general throughout 
the western counties of this Commonwealth, if j^arents are 
insistent in giving their children the necessary education, it 
is only at great sacrifice, and works as a serious limitation 
of the parents’ choice of a domicile. This transportation of 
pupils has become a heavy burden to the towns of the western 
counties and indirectly to the Commonwealth. It has become 
of such serious moment that during the year 1912 a resolve 
was passed by the Legislature calling for an investigation 
by the State Board of Education.

E rom evidence presented it has' been found that where 
transportation facilities are improved children stay longer 
in school, more children attend school, a greater number at
tend the high schools, and a higher grade of teachers is se
cured. It is submitted by your committee that similar 
benefits would be gained by such an extension of trolley 
lines as has been proposed, and that it would lift the em
bargo at present placed upon the entire educational and 
social life of these western towns.

The prosperity of the Commonwealth as a whole depends 
upon the prosperity of its various parts. A gain to one com
munity must benefit all. That these hills and valleys, there
fore, may be inhabited by a more contented people, in closer 
touch with their neighbors and the world, reaping a greater 
reward for their labor and rearing a better educated genera
tion of young men and women, should be sufficient reason for 
every citizen to look with favor on the building of these trol
ley lines.

There are, however, more material benefits for the rest of 
the State. The same trolleys that carry labor and fertilizer 
to regenerate farms now either run to waste or cultivated only 
to a part of their capacity, will bring back large crops of



apples, peaches, potatoes and other products for which the 
soil is well adapted. This must have its effect on the cost of 
living. The pastures which supported large herds of cattle 
before the better transportation of more favored towns made 
the expense of competition too great, will once more produce 
milk and beef in abundance. Not only will the supply 
brought by trolley freight for the cities be increased, hut 
the milk produced under Massachusetts laws and with 
Massachusetts inspection will be hygienic and of high qual
ity. With the increasing prosperity of these farms their 
value will increase and a greater tax can more easily be paid. 
Thus these stunted towns will be able to share with the rest 
of the Commonwealth a larger portion of the increasing needs 
of the State government.

Your committee has made diligent inquiry for capital to 
build the needed extensions. The evidence given at the hear
ings was uniformly to the effect that independent capital 
could not he secured. Much evidence was presented of the 
long-continued efforts to enlist private capital in the construc
tion of needed lines of railroad prior to the introduction of 
electricity as a motive power, and in the construction of 
trolley lines since that introduction. Indeed, it appeared 
that such efforts were not confined solely to attempts to in
terest private capitalists. Appeals were made to various 
towns and even to the Commonwealth itself for the needed 
capital.

In a statement prepared by the late Hon. Alvan Barrus of 
Goshen, dated Dec. 22, 1908, and submitted by him to the 
Railroad Commissioners in connection with their investiga
tion of the Berkshire trolley situation in 1908,1 he said: —

I have seen and have aided in efforts begun more than forty years 
ago to secure relief by construction o f lines o f  railroad. These 
efforts in western Massachusetts, as they appear in legislative char
ters granted, have been as fo llow s: —

St. 1861, chapter 65, An Act to incorporate the Northampton & 
Shelburne Falls Railroad, to run through the towns o f  Williams
burg, Whately, Conway and Buckland to Shelburne Falls.

1 This brief will be found in the files of the RailroAd Commissioners. See the whole brief, 
which is a good statement of the subject from the point of view of the western towns.



By the St. o f  1862, chapter 56, the town o f Williamsburg was 
authorized to subscribe to the stock o f  said railroad to the extent of 
2 per cent, o f  its valuation.

By the St. o f  1868, chapter 305, the town o f Conway was author
ized to subsciibe for  and hold shares o f  stock in said company to 
an amount not exceeding 5 per cent, o f  its assessed valuation.

The St. o f  1867, chapter 159, was An Act to incorporate the W il
liamsburg & North Adams Railroad Company, passing through 
Williamsburg, Goshen, Cummington, Plainfield, Windsor, Savoy, 
Cheshire, Adams and Clarksburg, connecting with the Boston & 
Troy Road in the town o f  Adams.

B y the St. o f  1867, chapter 321, State aid was granted for the 
construction o f  the Williamsburg & North Adams Railroad to the 
extent o f  $1,000,000.

B y  the St. o f  1868, chapter 225, towns were authorized to sub
scribe for  and hold the stock in the Williamsburg & North Adams 
Railroad as fo llow s: Adams, Savoy, Cheshire, Windsor, Cumming
ton, Goshen, Williamsburg, Northampton, Chesterfield, Worthington, 
Westhampton and Plainfield, to the extent o f  5 per cent, o f  the 
assessed valuation o f said towns respectively.

The Williamstown & Hancock Railroad Company was chartered 
by chapter 146 o f the year 1852. The time for  construction was 
from  time to time extended.

By the St. o f  1867, chapter 238, the town o f  Hancock was author
ized to loan its credit to said proposed railroad to an amount not 
exceeding $10,000.

By the St. o f  1869, chapter 242, the charter wTas revived, and the 
company was empowered to locate, and the towns o f  Adams, W il
liamstown and Hancock were authorized to subscribe for  and hold 
stock in the railroad, to be known as the Lebanon Springs Railroad 
to an amount not exceeding 5 per cent.

The North Adams & Bennington Railroad Company was incorpo
rated by the St. o f  1867, chapter 318. The time fo r  its construction 
was extended to 1875 by the St. o f  1869, chapter 240.

From one cause and another, each and every one o f these projects 
failed o f  accomplishment.

Reference may be made, also, to the various acts relative 
to the Lee & New Haven Railroad Company, originally 
called the Pittsfield & New Haven Railroad Company, char
tered for the construction of a line from Lee down the Farm
ington River valley to the boundary line between Massachu
setts and Connecticut, which if  constructed would have 
opened up the section of 315 square miles south of the Bos



ton & Albany Railroad, and hereinbefore referred to. See 
St. 1848, chapter 172; 1864, chapters 132, 242 (authorizing 
the town of Sandisfield to take stock!, 245 (same as to town 
of Becket), 246 (same as to town of Otis), 249 (same as to 
town of Lee), and 260 (same as to town of Tolland) ; 1865, 
chapter 176; 1866, chapter 157; 1867, chapter 128; 1868, 
chapter 313, providing State aid for construction, and 
1S68, chapter 316; 1869, chapter 6, relative to State aid, 
and 1869, chapter 243, to enable Stockbridge to take stock, 
and 1869, chapter 348, change in portion of location; 
1870, chapter 387, to revive the charter, and 1870, chapter 
399, to authorize Pittsfield to subscribe for stock; 1872, chap
ter 73, to extend time for construction.

An interesting report relative to this enterprise and the 
resources of the territory to be served by it was made by a 
legislative committee to the Legislature 'in the year 1875, 
and printed as Senate Document No. 27, under the title of 
“  Report of the Commissioners upon the Lee & New Haven 
Railroad.”

By St. 1892, chapter 297, a charter was granted for the 
Konkapot Valley Railroad Company to build a railroad in 
New Marlborough to the Connecticut border. No construc
tion was effected under this charter.

By St. 1897, chapter 493, the Hudson River & Berkshire 
Railroad Company, a New York corporation, was authorized 
to build through the towns of Mount Washington, Egremont, 
Great Barrington, Monterey, Otis, Sandisfield, Tolland, 
Granville, Blandford, Russell, South wick, Westfield, Aga
wam and West Springfield. This line would have furnished 
facilities in an east and west direction, as the Lee & New 
Haven line would have done in a north and south direction, 
for the large area lying south of the Boston & Albany Rail
road. No construction, however, was ever effected under the 
charter.

By St. 1895, chapter 328, the president, treasurer, and 
three of the directors of the Northampton Street Railway 
Company, with Alvan Barrus, mentioned above, and Lyman 
D. James, were given a charter under the name of the 
Western Hampshire Street Railway Company, with author



ity 1° build a railway in the towns of Williamsburg, Goshen, 
t hesterfield, Worthington, Huntington and Cummington, 
with the right to take land by eminent domain for the pur
pose of constructing their railway. The company was given 
five years instead of the two years allowed by the general 
law in which to construct some portion of its railway. No 
construction was ever effected.

By St. 1899, chapter 416, a charter was granted for the 
Berkshire & Canaan Street Railway Company, with author
ity to build in public ways and upon private land from the 
north boundary of the town of New Marlborough, following 
the general line of the Konkapot River, to the Connecticut 
boundary, and with branches to reach all the five villages in 
said town of New Marlborough. By St. 1902, chapter 191, 
time for construction was extended. No construction was 
ever effected under this charter.

By St. 1901, chapter 337, a charter was granted for the 
Oakham Street Railway Company, with authority to build a 
line of street railway in the town of Oakham, one of the 
towns on the proposed Worcester—Athol extension provided 
for in the Worcester, Springfield & Berkshire trolley bill 
which failed of enactment in 1912. By St. 1903, chapter 
167, this charter was revived, and the time for construction 
extended.

By St. 1901, chapter 338, a charter was granted for the 
Rutland Street Railway Company, with authority to build a 
street railway in the town of Rutland, one of the towns on 
the proposed Worcester—Athol extension provided for in the 
W orcester, Springfield. & Berkshire trolley bill which failed 
of enactment in 1912. By St. 1903, chapter 168, this char
ter was revived, and the time for construction extended.

By St. 1903, chapter 346, the Huntington & Westfield 
River Railway Company was incorporated, with authority 
to build in the public ways and upon private land in the 
towns of Huntington, Chester, Chesterfield, Worthington, 
Cummington, Windsor, Savoy, Plainfield, Goshen, Ashfield 
and Conway. This act contained unusually liberal provi
sions, including a right to develop hydro-electric water plants,



to transmit electricity in any city or town, and to sell elec
tricity to other street railway and electric light companies. 
Any town in which any part of the railway should be located 
was authorized to take and hold shares of stock or bonds of 
the proposed company. By St. 1906, chapter 216, the time 
for construction of this company’s railway was extended.

By St. 1902, chapter 475, a charter was granted to the 
New York & Berkshire Street Bailway Company, with au
thority to build on public ways and upon private land in the 
towns of Mount Washington, Egremont, Great Barrington, 
Monterey, Otis, Sandisfield, Tolland, Granville, Blandford, 
Bussell, Southwick, Westfield and Agawam; and this charter 
also contained some unusually liberal provisions, such as 
full freight privileges and the right to take land by eminent 
domain.

By St. 1903, chapter 364, a charter was granted to the 
Shelburne Falls & Ashfield Street Bailway Company, with 
authority to build on public ways and private land in the 
towns of Ashfield, Buckland and Shelburne. This charter, 
like the Huntington & Westfield Biver, authorized the trans
mission of electricity, the sale of same to other street railway 
and electric light companies, and stock and bond subscriptions 
by towns.

No construction was effected under any of these charters 
granted to various private promoters between 1890 and 1903. 
Although the time for building was in most instances ex
tended once or more, and several of the charters were revived, 
they have all, so far as appears, lapsed, and no increase of 
transportation facilities has resulted from them.

It seems apparent from the long line of failures that pri
vate capital will not be found to develop this territory.

Bv St. 1907, chapter 419, the Fitchburg Bailroad Com
pany was authorized to purchase and hold the stock and debt 
of the Conway Electric Street Bailway Company, the latter 
company having reached the point where it could no longer 
successfully continue the independent operation of its street 
railway.

During the last twenty-five years the only new enterprises



successfully inaugurated west of the Connecticut River have 
been in or about the prosperous centers of North Adams, 
Pittsfield, Westfield, Greenfield and Northampton.

It is probable that some extensions would some time be 
made by the Springfield and Worcester systems. They have, 
however, disclaimed any intention to build any of the longer 
lines needed for development of the isolated territory. They 
give as their reasons that they cannot do this and secure ade
quate returns on the investment under the present law relat
ing to the issue of stock and bonds.

It also appeared that the Boston & Albany Railroad Com
pany would not undertake the furnishing of facilities for the 
sections standing in need of street railways.

It was suggested to your committee that the Common
wealth should undertake the construction of extensions which 
would answer the requirements of this section of the State. 
As these lines are natural extensions of existing systems, and 
involve so many different propositions 'for extensions, your 
committee does not feel warranted in recommending the 
adoption of such a suggestion. It would be providing rail
ways of varying length and not generally connecting with 
centers of population, and consequently railroads and rail
ways would profit by an expenditure which would be a direct 
tax upon the citizens of the Commonwealth. It would be 
financing a propositi on. to provide business for these compa
nies, at the expense of the people, which these railroads or 
railways ought to finance themselves.

It is a fundamental proposition of railroad construction 
that no line is of value without adeqaute terminals. These 
can be secured only by extending parts of the present systems 
or by building needless duplications of parts of the present 
systems to reach the centers desired. This would be the great 
difficulty of State ownership, unless the State should take 
over the three systems, of which the extensions would log
ically form a part. Even then it would get none of the 
benefits that will accrue to the railroads.



The last proposition submitted to the committee provides 
for the consolidation of the Springfield and Worcester street 
railway systems with the Berkshire street railway, permis
sion to the New Haven railroad to own securities of the con
solidated company, and the requirement under bond that 
extensions shall be built. This proposition would involve 
the dissolution of the holding companies which now control 
the Springfield and Worcester systems, namely, the New 
England Investment and Security Company and the Spring
field Railways Association, controlling the Springfield Street 
Railway Company and the Worcester Railways Association, 
controlling the Worcester Consolidated Street Railway Com
pany. It would also provide for the control of the consoli
dated company by some Massachusetts tribunal. Under the 
terms of this proposal the extensions could be procured for 
those sections of the Commonwealth which stand in such need 
of development. Erom the evidence submitted to the com
mittee no other measure of relief was suggested except assist
ance on the part of the Commonwealth.

The consolidation of street railway companies which this 
proposition involves would insure the advantages common to 
such unions, such as centralized management and uniform 
running schedules. Such a consolidation between street rail
way companies having a physical connection is sanctioned by 
present law.

It now becomes interesting to examine the other feature 
of this proposition, namely, giving authority to this railroad 
to own securities of the consolidated company; and to con
sider what such ownership would mean, how it would affect 
the transportation situation in Massachusetts, and whether it 
is desirable to permit such a situation to exist.

It has been argued that i f  the New Haven is granted the 
right to own the majority of the capital stock of the Berk
shire, Springfield and Worcester systems, that competition 
in transportation will thereby be eliminated in three of the 
five western counties, namely, Worcester, Hampden and 
Berkshire. While this is by no means entirely true, as a 
glance at the map shows, the real question is whether the 
Commonwealth, for the enormous benefits that will accrue to



a large section of the State, will on the whole gain or lose by 
such a grant. In the opinion of your committee, the Com
monwealth can afford to grant these privileges to the New 
Haven, providing some tribunal be invested with ample 
authority to regulate effectually the street railway corpora
tions whose capital stock shall be owned or controlled by the 
railroad.

During the short time that the New Haven railroad owned 
trolley lines in the western part of the State, the construc
tion of extensions and new lines was begun. The line from 
Westfield to Huntington was opened, and preparations were 
made to extend that line to Lee, and to extend the Berkshire 
lines from Great Barrington through Sheffield to Canaan in 
Connecticut. The line from Williamstown to Bennington 
in Vermont was built and opened. The ILuntington-Lee and 
Sheffield developments were checked by the adverse decision, 
just mention, in the trolley suit decided in May, 1908, until 
the legislation (St. 1910, chapter 601) permitting the New 
Haven railroad to repurchase the Berkshire trolley. At once, 
following the approval of that act in June, construction was 
resumed. The branch line to Egremont was completed and 
in operation by Christmas, the Sheffield extension by July, 
1911, and the line from Lee to Huntington is in great part 
finished, although its completion was considerably delayed 
by the agitation last winter for a change in part of its route, 
incidental to the proposed additional western Massachusetts 
trolley legislation.

In the face of this contrast between the activity and re- 
sults following the New Haven’s acquisition of trolleys and 
the previous failures and stagnation, it is not strange that 
in all that part of Massachusetts there is a practically unani
mous sentiment in favor of permitting that railroad to own 
and build additional trolleys. No person residing in any of 
the five western counties appeared at any hearing given hv 
the committee to oppose such action on the part of the New 
Haven or any other railroad. Whatever opinion a resident 
in the well-developed eastern counties, gridironed in most of 
their cities and towns with both steam and street railway 
lines, may entertain as to the abstract expediency or disad



vantage of a common ownership of these two increasingly 
similar forms of transportation, it appears that his fellow 
citizens in the western part of the Commonwealth feel en
tirely justified in urging legislation to permit the continued 
activity of the only agency which they have found at once 
able and willing to furnish the facilities they demand.

The New Haven railroad has expressed a willingness to 
expend $5,000,000 in extensions of the Berkshire, Spring
field and Worcester systems. The lines desired will not he 
built by the Berkshire alone, as many of them are extensions 
of the other systems. Under the present law the other two 
companies cannot extend for lack of capital. They can 
secure this capital, so far as appears, only from the New 
Haven road. That company can furnish it only by having 
authority to own the securities, stock and bonds of these 
systems. There is no other practical way of getting the 
money out of its treasury.

It is claimed that this company can afford to make this 
investment, not for the direct return from the new lines, but 
for the indirect return that will accrue to the whole New 
Haven system both within and without the Commonwealth.

In the opinion of your committee, therefore, even if  these 
extensions can only be built by permitting railroad owner
ship of trolley lines, this fact ought not necessarily to defeat 
an enterprise which carries with it great benefits. But if the 
Commonwealth is to require the extensions to be built, and is 
to permit further railroad ownership of stock in street rail
way corporations, it follows that any legislation should pro
vide for all necessary increase of powers of regulation in the 
Board of Railroad Commissioners, or some other duly con
stituted tribunal, covering the following points: •—

1. Mandatory powers to fix rates and determine facilities 
supplementing the present recommendatory powers, and to 
be used when they prove insufficient.

2. Full authority in such tribunal to supervise the issue 
of capital stock, so as to preclude any possibility of a street 
railway company issuing capital stock upon franchise values, 
or in excess of the physical valuation of its properties.

3. Authority given to the Commonwealth to supervise,



through its hoards or other duly constituted agent, the con
struction of such extensions as may be provided for, to the 
end that they may be built in such manner as shall ensure 
the safety of the traveling public, and this without excessive 
cost.

4. Some power to order future extensions.

Much has been said about the policy of the Commonwealth. 
It is true that in 1874 a provision was put into the codifi
cation of the railroad law, subject to four exceptions, pro
hibiting railroads from owning stock in other corporations, 
without permission of the Legislature. So far as this com
mittee can find, no one at that time supposed this was the 
adoption of any new or particular policy ; it was simply 
placing on the statute books the common law in relation to 
corporations. It is not known that any one ever petitioned 
for such action, and no report or discussion made at that 
time has come to the attention of this committee showing 
that this prohibition was ever given particular attention, 
or was supposed to be anything like an attempt to estab
lish in this Commonwealth a settled policy. No one has 
suggested that any question then had been raised as to the 
ownership of street railways by steam roads. But whether 
this be or be not a fixed policy, whether it has been fruitful 
of a building of competing lines of transportation, or how
ever great has been the harvest of benefits under it, some
thing more is now needed in the five western counties.

The year 1874 was just after the culmination of much 
building of small steam railroads. There were then over 
sixty railroad corporations here, and between thirty and 
forty were operating their own roads. In that year, this 
policy, which literally means nothing more than an injunc
tion to apply to the General Court for leave to consolidate, 
was adopted. Acting under this injunction, the number of 
standard-gauge, independently operated railroads has been 
practically reduced to three. The same method has been 
pursued in relation to street railways, encouraged even by 
a general law permitting consolidations. With the excep
tion of the petitions of the year 1912, the committee knows



of no petition ever presented for authority to own a street 
railway by a steam railroad that has not resulted eventually 
in some legislation. Every official investigation but one has 
recommended it. In the face of all this it seems too late to 
argue that to preserve this alleged policy the General Court 
must refuse to develop hundreds of square miles of territory, 
rich in natural resources, in western Massachusetts. All the 
records show that the General Court has considered each 
petition for consolidation on its own merits and acted accord
ingly. Whenever it has seemed advantageous to modify this 
law it has been done. The only policy that can be deduced 
from these actions is a policy to make such changes as the 
situation arising may require. The only correct policy to 
adopt is that which will best serve the interests of the Com
monwealth. It must always be kept in mind that the prob
lem presented to the committee was the development of a 
vast territory containing great natural resources, rather than 
an attempt to serve a present large population. It seems that 
this was one of the elements not given the weight deserved 
in the report of the Railroad Commission of 1909. Had this 
been done, after views and investigations, a different result 
might have been reached. After showing that the territory 
in question was sparsely inhabited, they drew the inference 
that it was without need of transportation facilities, and 
found as a corollary that private capital would enter any 
field where “  sound and reasonable public demands exist.”

Now it is confidently submitted that the question of pres
ent population is not the only one to consider, and that it 
is of small importance beside the question of developing the 
resources of the Commonwealth. It would be the duty of 
the General Court to seek to discover some law by which 
this territory could be developed if  it had no inhabitants 
whatever.

A map accompanies this report on which are indicated the 
trolley extensions proposed to the committee.

Your committee find that the following lines which have 
been suggested are all reasonable requirements on the part 
of the territory sought to be served. O f course, some are 
more needed than others, and some of those running into the



northern part of Worcester County may possibly be consid
ered as duplicates. It may be that the best way to serve a 
part of that territory would be by the electrification of the 
steam road running from Gardner to Worcester. That would 
be a question for future decision.

Lines tributary to the Berkshire, Springfield and W orcester Systems.
Length

U  . in Miles.
Huntington to Cum m ington,................................................................pg q_j_
West Becket through Sandisfield to State line, . . . 17 .5+
H a m p d e n , ................................................................................... g 0_j_
W i lb r a h a m ,.......................................................................................  g g_j_
Granville through Southwick to Agawam, . . . .  12.0+
Southwick to W estfie ld ,............................................................................5.9+
Chester to Parson’s Corner in B e ck e t,.............................................. 6.0+
Blandford to Russell or Westfield, . . . . .  10 .0+
Westfield to Easthampton through village o f  Wyben, . . 12.5
Southampton to Hampton Ponds, so called, . . . .  3.5
Hinsdale, Peru, East Windsor, West Cummington, . . 12.0—|—
Stamford, V t . , .............................................................................. 2 5+
Soutli Williamstown, . . . . . . .  4 5+
Adams to Cummington, . . . . . . . .  19 0+
Grafton to village o f  Fislierville in same towu, . ■ . . 2.0+
Worcester to Athol, . .   34 .0+
M illbury (connecting villages o f  Bramanville and W est Mill-

bul7 ) , ..............................................................................................2 .0+
Jefferson to R u t l a n d , ............................................................................ 4 g_|_
Rutland, North Rutland, Hubbardston, South Gardner, . 14 .0+
W est Boylston, Oakdale, West Sterling, East Princeton,

South W e s tm in s te r ,.......................................................................... 13 .5+
Clinton to S t e r l i n g , ............................................................................   q _ j_

Clinton to A y e r , .................................................................................... 14 .0+
Monson to State l i n e , ............................................................................ 4.5+
East Brimfield through Wales to State line, . . . . 6 . 5
Fitchburg, Ashby and A s h b u r n h a m ,............................................ 11.5

. 246 .0+

Lines tributary to Other Systems.
Length 

in Miles.
South Hadley, Granby, Belehertown, Enfield, W are, . . 22.5
Cummington to Goshen and Williamsburg, . . . .  1 2 .0 +  
Gilbertville to Barre, 10 5+

Total, 4 5 .0 +



The New Iiaven or Berkshire system has been willing to 
undertake extensions of the Springfield and Worcester sys
tems, only on condition that it be given a right to control 
those systems. This seems to be a reasonable and necessary 
requirement, because one road cannot be expected to build 
tributaries for another road.

Whether the sum of $5,000,000, which the New Haven 
railroad has expressed a willingness to invest, is as much or 
more than it can afford to spend in the immediate develop
ment of this region, the committee is unable to determine 
upon the evidence submitted. This is a corporation of great 
resources, and the present expenditure should meet the needs 
of this territory so far as those resources will permit. As 
this question can be considered upon further evidence by the 
General Court, the amount to be required to be expended for 
present extensions has been left blank in the bill proposed. 
It is the opinion of a majority of the committee that the 
work of development should go forward upon the basis of 
$5,000,000 for present expenditure if no larger amount can 
be secured.

Just how far this sum or any other sum would go in the 
construction of the lines of railway the committee cannot 
say without the making of costly plans and surveys. It is 
to a considerable extent a technical question of engineering 
and of railroad operation. For this reason it seems best to 
leave to the Railroad Commissioners the selection from the 
above lines of such lines as they deem to be most needed, and 
which they find may be built at an aggregate cost not exceed
ing the sum provided, with authority on their part to limit 
the amount that is to be expended on each line, in order that 
the funds may go as far as possible toward securing all 
necessary development. It would seem that those places most 
remote from transportation facilities should be first consid
ered. When this provision for development is coupled with 
a requirement for such future construction as the resources 
of the consolidated company will permit, it is felt that the 
problem is working toward a reasonable solution.

The bill herewith submitted is drawn as it had to be drawn 
upon the evidence taken. That evidence, as the report shows,



is of two branches, that referring to the extensions needed 
and that referring to the capital available. The bill is drawn 
to meet these conditions, and is the only remedy offered that 
seems feasible. It is believed to be the best solution of the 
problem presented to the committee, considering the needs of 
the territory and all the methods suggested for supplying 
those needs. It is confidently submitted that, while the en
actment of a bill along these lines may not be a perfect 
remedy, nor provide at once all the transportation needed, its 
effect will be to improve the condition of the isolated regions 
of the Commonwealth to an extent impossible to foretell.



IV . V i e w s  of M in o r it y .

The findings and conclusions in the majority report of 
the committee, setting forth the conditions in the western 
counties of the State and the urgent need of better trans
portation facilities, are fully warranted by the evidence sub
mitted. There can be no question that decay and retrogres
sion have marked the absence of transportation facilities, 
and that the possibilities of future development in large sec
tions of this territory wait upon the extension of railroad 
or street railway lines.

The needs of the several communities being no longer in 
issue, the second proposition with which the committee was 
called upon to deal was the means by which railroad or rail
way facilities might be secured, the financing and building 
of the necessary extensions. As appears in the majority 
report, hearings were advertised expressly, as stated in the 
published notices, to enlist suggestions or offers as to the 
financing of the extensions proposed. The only offer or 
proposition received was that of the New Haven Railroad, 
submitted by its president, Mr. Mellen, which is endorsed 
by the majority of the committee in their report and the. 
accompanying bill. To this part of the report and upon the 
bill itself I  dissent, and submit my reasons as briefly as 
clearness permits.

The New Haven proposition provides for the consolidation 
of the Berkshire, Springfield and Worcester railway sys
tems in a new corporation to be controlled and virtually 
owned by the New Haven Railroad, and in return therefor 
the New Haven Railroad Company bonds itself to expend 
the sum of $5,000,000 in the building of street railway ex
tensions in the five western counties.

To take up the first half of the offer it is apparent upon 
its face that the turning over to the New Haven of these



great street railway systems is to give to that railroad a 
monopoly of street railway transportation in the western 
half of the State, and to abandon the established policy of 
the Commonwealth against the ownership of street railways 
by railroad companies. The change of policy contemplated 
cannot be dismissed with the comment that there has been no 
definite accepted policy. Statutory enactments in 1874 and 
1906 defined the policy beyond question. To say of the 1874 
statute that it was based upon common law strengthens rather 
than weakens it, because the common law is itself established 
custom and policy, and the significance of the 1906. pro
vision lies in the fact that from 1902 to 1906 repeated efforts 
were made in the General Court to remove the restrictions 
against railroad ownership of street railways, and a majority 
report advocating this removal had been made to the Leg
islature of 1906 by a recess committee appointed to revise 
railroad and street railway laws. Instead of removing the 
restrictions the 1906 Legislature reaffirmed the statute of 
1874. The Railroad Commissioners in 1909 were called 
upon by the Legislature to report upon the Bennington & 
Berkshire Railway consolidation, and to advise the General 
Court as to the wisdom and expediency of a change of policy, 
and unanimously reported against it. Chairman Macleod 
of the present Railroad Commission appeared before our 
committee, and declared that the Railroad Commission 
had not changed its attitude in the matter, and was against 
the plan submitted by the New Haven Railroad for 
the consolidation and control of the Berkshire, Springfield 
and Worcester systems. To one who is neither a railroad 
hater nor a railroad baiter there is no temptation to write 
an essay upon the evils or dangers of monopoly, but in this 
connection attention should be called to Chairman Macleod’s 
timely warning as to the limitations of regulation as a means 
to curb monopoly. As he well points out it matters not 
how drastic the powers of regulation or how wide the scope 
of authority in the regulating Board, the power and author
ity are necessarily limited, and a grant of monopoly con
fers powers and privileges outside the scope and beyond the



reach of regulation. Regulation may be a palliative, but is 
never a cure for some of the abuses of monopoly.

Accepting the established policy of the State as against 
railroad ownership of street railway companies, two or three 
instances have been cited where extraordinary and peculiar 
conditions furnished the basis for statutory enactments giv
ing control of a street railway to an existing railroad. These 
cases may be distinguished from the one here considered, 
but let it be assumed that the transportation needs of the 
five western counties warrant a departure from the recog
nized policy in this instance. Indeed, there will be little 
question but that neither the committee nor the Legislature 
would even consider the New Haven plan apart from the 
great interests sought to be served in our western communi
ties. Granted that there are extraordinary conditions which 
may warrant a change of policy, even from this viewpoint, 
the plan presented by the New Haven Railroad Company 
fails to meet the necessities of the situation. The $5,000,- 
000 assured for extensions are admittedly an insufficient 
amount to build all of the necessary extensions adjudged 
necessary in the majority report of the committee. Nobody 
in or out of the committee estimates or believes that more 
than 100 miles of railway can be built for the above amount, 
and yet the necessary extensions as found by the committee 
total in mileage considerably in excess of 200 miles. The 
majority report and accompanying bill provide that the 
Railroad Commissioners shall select which lines shall be 
built from the list of extensions reported as necessary, and 
there is no definite assurance to anybody interested in any 
line that that particular line will be built. The Railroad 
Commissioners are given the power to regulate the expendi
ture of money, but when the $5,000,000 is exhausted the 
obligations of the New Haven Railroad Company cease, and 
the lines then unbuilt and their projectors are left to the 
tender mercies of the monopoly created. To be sure, there 
is a provision in the bill providing for future extensions, 
but an examination of this section will show that it is as 
uncertain and indefinite as the future itself.



The attitude of the New Haven Railroad as stated by Mr. 
Mellen to the committee in almost as many words is that of 
reluctantly offering $5,000,000 as the price for the grant of 
control of the street railway systems described, and indiffer
ence as to what extensions shall be built. I f  the Legisla
ture is to consent to a radical change in policy involving the 
grant of such extraordinary powers to the New Iiaven Rail
road as the proposed plan provides, the cause or pretext for 
such action, the urgent need of additional transportation 
facilities in the western counties, will fail, because the ex
penditure contemplated does not meet the necessities of the 
situation. I f  the unanimous finding of the committee that 
the extensions described in the majority report are neces
sary is to stand, no plan should be accepted which provides 
for the building of but half of the extensions, and those to 
be determined after the legislation has been enacted. Apart 
from the question of policy involved, the transportation 
needs of the western counties should not be the mere excuse 
for joining in a bad bargain with the New Haven road. The 
future development of that territory, as measured by its 
present necessities, should be assured to the full in any grant 
of power which means future monopoly.

JO H N  F. M EAN EY.



V . D raft of B il l  r e c o m m e n d e d ,

A N  A C T  TO P R O V ID E  B E T T E R  T R A N S P O R T A T IO N  F A 
C IL IT IE S  F O R  W E S T E R N  M A SSA C H U SE T T S.

1 S e c t io n  1. The Berkshire Street Railway Company,
2 hereinafter called the Berkshire company; subject to
3 the acceptance of this act as hereinafter provided by
4 said Berkshire company and by the New York, New
5 Haven and Hartford Railroad Company, hereinafter
6 called the railroad corporation, may acquire, purchase
7 and hold all or any portion not less than three fourths
8 of the capital stock of the Springfield Street Railway
9 Company, the Worcester Consolidated Street Railway

10 Company, the Milford, Attleborough and Woonsocket
11 Street Railway Company, the Chester and Becket Rail-
12 road Corporation, and any interest approved by the
13 board of railroad commissioners in the capital stock of
14 the Attleborough Branch Railroad Company, the In-
15 terstate Consolidated Street Railway Company, and any
16 street railway companies whose railways are now leased
17 to or operated by any one of the above named street
18 railway companies; and said Berkshire company may,
19 under the provisions of sections fifty-two, fifty-three and
20 fifty-four of Part I I I  of chapter four hundred and sixty-
21 three of the acts of the year nineteen hundred and six,
22 and of any other acts in amendment of or addition
23 thereto, so far as applicable to such purchase, merger or
24 consolidation and consistent with the provisions of this
25 act, purchase and merge in itself the franchise and
26 property of, or consolidate and effect one corporation
27 with, any one or more of said street railway companies
28 of which, respectively, it shall have previously acquired
29 not less than three fourths of the capital stock. After
30 any purchase, merger or consolidation, herein author-



31 ized, said Berkshire company may change its corporate
32 name in the manner provided in chapter four hundred
33 and sixty-three of the acts of the year nineteen hundred
34 and six, and shall have all the franchise, property, loca-
35 tions, powers, privileges, rights and estates and shall
36 be subject to all the legal duties, debts, restrictions and
37 liabilities of the other company, and shall remain sub-
38 ject to all the obligations imposed upon it by chapter
39 six hundred and one of the acts of the year nineteen
40 hundred and ten, as amended by this act. Said Berk-
41 shire company shall, within three months of its accept-
42 ance of this act, file with the board of railroad commis-
43 sioners a petition for its approval of the terms of an
44 agreement of purchase of the franchise and property of
45 or of a merger or consolidation with the Springfield
46 Street Railway Company, and with the Worcester Con-
47 solidated Street Railway Company, unless prior to the
48 expiration of said three months the directors of said
49 Berkshire company are satisfied, and shall so inform
50 the board of railroad commissioners by a notice signed
51 by a majority of said directors, that said Springfield
52 Street Railway Company or said Worcester Consoli-
53 dated Street Railway Company, as the case may be, has
54 been merged in said Berkshire company under the pro-
55 visions of the following section of this act.

1 S ection ' 2. Whenever all the outstanding capital
2 stock of any corporation, of which the Berkshire com-
3 panv is authorized under this act to purchase shares of
4 stock, shall have been acquired by said Berkshire com-
5 pany, such other corporation shall become merged in
6 said Berkshire company, the certificates for said shares
7 shall be cancelled, and thereupon all the corporate and
8 other franchise, property, locations, powers, privileges,
9 rights and estates of such other corporation shall belong

10 to and become and be vested in said Berkshire company,
11 without any further or other conveyance, assignment or
12 transfer, and said Berkshire company shall thereupon
13 be subject to all the duties, restrictions and liabilities



14 to whicli such other corporation shall then be subject;
15 provided, however, that after such merger o f any cor-
16 poration organized under the business corporation law
17 only such of the powers of such corporation shall be
18 exercised by the corporation hereby incorporated as can
19 be exercised by street railway companies under the gen-
20 eral law s; and provided, further, that the rates for trans-
21 portation of persons or property by any such other cor-
22 poration shall not be increased or the facilities furnished
23 by it for such transportation be diminished in connection
24 wTith or because of such merger or consolidation effected
25 either under this or the preceding section.

1 Sectiox  3. W ithin thirty days after the acquisition
2 o f not less than half o f the capital stock o f any street
3 railway company named or referred to in section one
4 said Berkshire company shall notify the board o f rail-
5 road commissioners thereof, and shall also send, or
6 cause to be sent, to every stockholder of record upon the
7 books of such street railway company whose stock it
8 has not acquired, by depositing in the post office, postage
9 prepaid, addressed to such stockholder at his last ad-

10 dress upon said books, a notice in such form as may be
11 prescribed or approved by the board of railroad coin-
12 missioners setting forth the fact that said Berkshire
13 company has acquired a m ajority o f the stock of such
14 street railway company, and offering to buy such part
15 o f the remaining stock as may be tendered to it within
16 three months after the date o f said notice, at the aver-
17 age price, to be stated in said notice, paid by said
18 Berkshire company for the stock of such street rail-
19 way company already acquired by it, and said price,
20 upon application of said Berkshire company or any such
21 stockholder shall be subject to verification by said
22 board, whose determination thereon shall be final and
23 binding upon all parties; or any such stockholder may,
24 within three months after the date o f said notice, have
25 his stock in such street railway company valued in the
26 manner provided in section fifty-two of Part I I I  of



27 chapter four hundred and sixty-three of the acts of the
28 year nineteen hundred and six, as amended by chapter
29 three hundred and fifty-seven of the acts of the year
30 nineteen hundred and eleven, for the valuation of the
31 shares of stock of any stockholder dissenting as therein
32 provided to the purchase and sale or consolidation of a
33 street railway company in said acts authorized, and such
34 valuation shall be made as of such date, subsequent to
35 the passage of this act and prior to the making of the
36 notice hereinbefore prescribed to be given by said Berk-
37 shire company, as the stockholder presenting his peti-
38 tion for such valuation may in said petition elect, and
39 said Berkshire company shall pay or tender to such
40 stockholder for his stock in such street railway company
41 the valuation thus determined, and if the amount deter-
42 mined by either of said methods to be due to such stock-
43 holder, is not so paid or tendered by said Berkshire
44 company upon tender to it of the certificates duly en-
45 dorsed for transfer of said stock within thirty days
46 after notice of the final decision determining said
47 amount, • such stockholder may file his certificates so
48 endorsed in the superior court and recover said amount
49 with costs and interest in an action of contract brought
50 against said Berkshire company in the superior court
51 for the county in which such street railway company has
52 its principal office, or in the county in which such stock-
53 holder resides, as he may elect. Whenever not less than
54 three fourths of the entire outstanding capital stock
55 of any such street railway company have been acquired
56 by said Berkshire company said Berkshire company
57 may file its petition with the supreme judicial court
58 sitting within the county in which such street railway
59 company has its principal office, in the manner provided
60 in the statutes hereinbefore in this section referred to,
61 and thereupon, after such proceedings as in said statutes
62 provided, and such other and further proceedings as
63 said court may order, and subject to all the provisions
64 in said statutes contained, upon payment or tender to



65 the several holders thereof of the value of all such
66 minority shares, fixed as therein provided, and as of
67 such date, subsequent to the passage of this act, as may
68 be designated for the valuation of his stock by each
69 holder of any of said stock, and in the case of any stock-
70 holder failing to designate a date, then as of such date
71 as the court may order, shall acquire the same, and
72 said shares shall be thereupon transferred to said Berk-
73 shire company: provided, however, that in case of any 
7b such petition any minority stockholder may elect whether
75 the question of value shall be referred by said court to
76 three commissioners, as in said acts provided, or to the
77 board of railroad commissioners, subject to the right
78 of either party as therein provided to a determination
79 by a jury of such value.

1 S e c t io n  4. For the purpose of making the purchases
2 and consolidations authorized in section one, said Berk-
3 shire company may increase its capital stock, in addi-
4 tion to any increase thereof which it may now or here-
5 after be authorized to make, but such amount not ex-
6 ceeding the aggregate amount of capital stock, issued
7 and outstanding, of the companies authorized by section
8 one to be merged in said company, as shall be deemed
9 and voted by the board of railroad commissioners to be

10 reasonably necessary for said purpose, and may issue
11 any of the increased stock so authorized in exchange for
12 any of the stock of the street railway and railroad com-
13 panies which said Berkshire company, under said sec-
14 tion, is authorized to purchase, acquire and hold, or
15 may offer the same for subscription and sell and dis-
16 pose of the same to its own common stockholders or at
17 pirblic sale in the manner provided in chapter six hun-
18 dred and thirty-six of the acts of the year nineteen hun-
19 dred and eight and acts in amendment thereof, at such
20 price in cash as shall not be less than the minimum
21 price therefor fixed by the board of railroad commis-
22 sioners in each order authorizing or approving the issue



23 of any of said stock. Said Berkshire company may
24 make such portion of the stock issued under authority
25 hereof as the hoard of railroad commissioners shall ap-
26 prove, preferred stock, to be designated as first preferred
27 or by such other name as will distinguish it from any
28 other class or classes of stock of said company, having
29 such preferences, voting powers and rights and entitled
30 to such representation upon the board of directors, and
31 being subject to such qualifications and to such restric-
32 tions and limitations as said company, by vote of two
33 thirds in interest o f its outstanding common stock at
34 the date of such vote, shall fix, and as said board of
35 railroad commissioners may approve. A  certified copy
36 of said vote creating, and of the order of said board
37 approving the creation of, such preferred stock shall be
38 filed in the office of the board of railroad commissioners,
39 and also in the office of the commissioner of corpora-
40 tions. Every certificate of preferred stock issued under
41 authority hereof and every certificate of any other class
42 of stock shall contain a reference to said vote and a
43 brief description of the provisions therein contained.
44 Said capital stock, and any class thereof, may, by
45 vote of a majority in interest of the common stock-
46 holders of said Berkshire company and with the ap-
47 proval of the railroad commissioners, be increased from
48 time to time for other lawful purposes for which street
49 railway companies are now or may hereafter be au-
50 thorized under the general laws to issue or increase their
51 capital stock, but any increase in the amount o f the
52 class of preferred stock authorized under this section
53 shall be subject to the limitation that the amount of 
54- such preferred stock shall not be increased after the
55 original issue thereof for the purpose of making the
56 purchases and consolidations authorized in section one,
57 beyond the amount of the outstanding common stock
58 of said Berkshire company.

1 Section  5. Section three o f chapter six hundred and
2 one of the acts of the year nineteen hundred and ten is



3 hereby amended in clause (a) thereof by inserting after
4 the word “  point,”  in the ninth line of said section, the
5 words: —  in the town of Westfield, Russell or Hunting-
6 ton, —  and by inserting after the word “  railway,”  in
7 said ninth line, the words: —  of the Springfield Street 
S Railway Company terminating, —  so that said clause 
9 ( a) of said section three shall read as follows: —

10 (a) A  line of street railway between some convenient
11 point in the town of Westfield, Russell or Huntington,
12 on the line of railway of the Springfield Street Railway
13 Company terminating in the town of Himtington, and
14 some convenient point on the line of the Berkshire Street
15 Railway Company.
16 The time for completing said above described exten-
17 sion of the Berkshire Street Railway Company is hereby
18 extended until January first, nineteen hundred and fif-
19 teen, and the bond heretofore filed by the New York,
20 New Haven and Hartford Railroad Company under the
21 provisions of section six of said act shall, upon the ac-
22 ceptance of this act by said New York, New Haven and
23 Hartford Railroad Company, as hereinafter provided,
24 apply, with respect to said extension of the Berkshire
25 Street Railway Company, in all respects as if  said clause
26 (a) in said chapter six hundred and one of the acts of
27 the year nineteen hundred and ten had originally been
28 in the form as by this section modified, and as if the
29 time for completing said extension prescribed in said
30 act had been extended by the board of railroad commis-
31 sioners thereunder to January first, nineteen hundred
32 and fifteen.
33 I f  any part of said extension is constructed on or over
34 the watershed of the city of Springfield comprised in the
35 drainage area of the Westfield Little river or its tribu-
36 taries, as described in chapter three hundred and seven-
37 teen of the acts of nineteen hundred and six, said
38 company shall during such construction observe and
39 conform to all rules and regulations made by the board
40 of water commissioners of the city of Springfield, and
41 approved, after notice to and hearing of said company,



42 by the state board of health, with respect to the conduct
43 of any persons employed upon such construction within
44 the limits of said watershed, the location and manner of
45 use of any camps within said watershed for the accom-
46 modation or shelter of employees, and the location and
47 manner of use and sanitary arrangements of any build-
48 ings of either a temporary or permanent character
49 erected within said watershed for the convenience and
50 use of any agents or employees of said company during
51 such construction or for the convenience or use of said
52 company, its officers, agents and employees or patrons,
53 so long as said railway is maintained on or over said
54 watershed.
55 Nothing in this section shall be construed or held to
56 be a legislative determination that any part of the route
57 of said extension shall be laid out across said watershed
58 and the railroad commissioners in approving said route
59 shall be free to consider any reasons for or against locat-
60 ing any part of said route upon said watershed.

1 S e c t io n  6. Said Berkshire company is hereby au-
2 thorized, and by its acceptance of this act shall be
3 obliged, to construct and open for use in a manner satis-
4 factory to the board of railroad commissioners, such of
5 the following lines of railway, or parts thereof, constitut-
6 ing extensions of and connecting with the railway of
7 said Berkshire company after the merger therewith of
8 any of the companies named or referred to in section one,
9 as after public notice and hearing said board shall desig-

10 nate and upon such locations and routes and between
11 such termini, as after public notice and hearing, said
12 board shall designate, and shall certify may, in its opin-
13 ion, be constructed at an aggregate cost of not more than
14 , v iz .: a line from Huntington to Cummington
15 village; West Becket through Sandisfield to state line;
16 East Longmeadow to Hampden village; Springfield to
17 Wilbraham; Granville through South wick to Agawam;
18 Southwick to Westfield; Chester to Parsons corner, so-



19 called, in Becket; Blandford to Russell or Westfield;
20 Westfield to Easthampton through village of Wyben;
21 Southampton to Hampton ponds, so-called, in Westfield;
22 South Hadley, through Granby, Belchertown and En-
23 field to W are; Elinsdale, through Peru to village of West
24 Cummington; North Adams to Stamford, Vermont; Wil-
25 liamstown to South Williamstown; Adams to Cumming-
26 ton; Cummington through Goshen to Williamsburg;
27 Gilbertville to Barre; Grafton Center to village of
28 Fisherville in same town; Worcester to Athol; Millbury
29 (connecting villages of Bramanville and West Mill-
30 bury) ; Rutland through Hubbardston to South Gard-
31 ner; Jefferson to Rutland; West Boylston, through the
32 villages o f Oakdale, West Sterling and East Princeton
33 to South Westminster; Clinton to Sterling; Clinton to
34 A y er ; Monson southerly to state line; Brimfield through
35 Wales to the state line; Fitchburg to Ashby and Ash-
36 burnham. Said board shall determine the method of
37 construction and the kind of materials to be used, and
38 shall estimate and audit the cost, and approve, before
39 the same shall be valid, all construction contracts, for
40 each extension designated by it; and all items of cost
41 approved by said board as reasonable and proper, and
42 no others, shall be credited by said board in ascertain-
43 ing the extent to which said Berkshire company has
44 complied with said requirement to expend
45 in the construction of extensions as aforesaid. The
46 construction of each extension designated by said board
47 under this section shall be completed within three years
48 after the date of the order of said board determining
49 and defining such extension: provided, however, that the
50 board of railroad commissioners may, from time to
51 time, after public notice and a hearing, extend the time
52 for the construction of any of said lines of railway, and
53 of the lines of railway designated in clauses (a) ( b)
54 and (e) respectively of section three of chapter six hun-
55 dred and one of the acts of the year nineteen hundred
56 and ten, as amended by this act, by a certificate stating
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that in its judgment due diligence has been exercised 
by the corporation hereby incorporated, and that public 
necessity and convenience require such extension of 
time; and 'provided, further, that nothing in this act 
shall limit the authority of boards of aldermen and 
selectmen under the general law with respect to the loca
tion within the limits of public ways, of the parts of any 
extensions required or authorized to be constructed under 
the provisions of this act except that in case of a dis
agreement between the board of aldermen of any city or 
the selectmen of any town and the Berkshire company 
as to any location in a public way, the board of railroad 
commissioners may designate the location and prescribe 
the terms and restrictions applicable thereto. The 
issuing, within the time limited for the completion of 
any one of the extensions specified in chapter six hun
dred and one of the acts of the year nineteen hundred 
and ten as amended by this act or specified, designated 
or approved by the board under any of the provisions 
of either of said acts, of the certificate required by 
section seventy-three of Part I I I  of chapter four hun
dred and sixty-three of the acts of the year nineteen 
hundred and six that such extension is in a safe con
dition for operation, shall be evidence for all purposes 
that such extension has been completed in accordance 
with the provisions of said act of nineteeen hundred and 
ten and of this act. After the issue of such certificate 
with respect to an extension from some convenient point 
in the line of the Northampton Street Railway Com
pany in the town of Easthampton, through the village 
of Southampton and passing through or conveniently 
near the village of Wyben in the town of Westfield to 
some convenient point on and connecting with the line 
of railway in said Westfield now owned by the Spring
field Street Railway Company, or through said South
ampton village and to some point connecting with said 
street railway in said Westfield at or near Hampton 
ponds if  said board designates the same as an extension



95 to be constructed under the requirements of this act,
96 the New York, New Haven and Hartford Railroad
97 Company shall be required to maintain and operate
98 north of Westfield upon that portion of its railroad in
99 Massachusetts which was formerly owned by the New

100 Haven and Northampton Company, only such passenger
101 trains as the board of railroad commissioners may from
102 time to time, after a public hearing, order, anything to
103 the contrary notwithstanding in any general or special
104 laws. The acceptance of this act by the New York, New
105 Haven and Hartford Railroad Company shall impose
106 upon said railroad corporation the additional liability
107 to provide, by the purchase of bonds or other evidences
108 of indebtedness, or by subscribing and paying for addi-
109 tional stock to be issued by the Berkshire company, the
110 funds necessary for the construction by the Berkshire
111 company of the extensions specified or designated by
112 said board under authority of this section, or specified
113 under the provisions of said act of nineteen hundred
114 and ten as amended by this act, and said railroad com
i l  5 pany to provide means to fulfil the obligation hereby
116 imposed and to acquire under the provisions of this
117 act additional stock of the Berkshire company may issue
118 such amounts of securities, at prices to be approved by
119 the railroad commissioners as provided by the general
120 laws of the commonwealth, without regard to the amount
121 of its securities at the time issued and outstanding, as
122 will realize the amount, as determined by the railroad
123 commissioners upon petition of said railroad corporation
124 to be reasonably and properly subject to capitalization
125 by said railroad corporation for the purposes aforesaid,
126 and as shall be approved by said board and any bonds
127 issued for such purpose shall not be included in ascer-
128 taining the amount of its funded indebtedness under
129 the provisions of sections forty-eight and sixty-six of
130 Part I I  of chapter four hundred and sixty-three of the
131 acts of the year nineteen hundred and six and acts in
132 amendment thereof.



133 The corporation hereby incorporated shall, within two
134 months of the passage of this act, begin and diligently
135 prosecute the surveys necessary to fix and determine the
136 route for the extension specified in section five of this
137 act, and shall within such time as said board may pre-
138 scribe, begin and prosecute such surveys, so far as
139 necessary, to fix and determine the routes, grades and
140 other details of any extensions designated by said board
141 under the provisions of this section; and it shall be the
142 duty of the railroad commissioners, and they are hereby
143 empowered to secure compliance by appropriate orders
144 under the provisions of section eighteen, the so-called
145 Washburn section, with the foregoing requirements.
146 Said corporation shall, before January first, nineteen
147 hundred and fourteen, submit to said commissioners
148 such detailed plans, as they shall require, of the route for
149 said extension specified in section five, and before such
150 date as said board may prescribe, of the routes for any
151 extensions designated by said board under the provi-
152 sions of this section. Within one month after the ap-
153 proval by said commissioners of any such plans, or as
154 soon thereafter as weather conditions will permit, said
155 corporation.shall begin the construction of at least one
156 of said extensions, and shall thereafter prosecute the
157 work with due diligence and dispatch satisfactory to
158 said commissioners.

1 S e c t io n  7. Said Berkshire company is hereby au-
2 thorized, and by its acceptance of this act shall be
3 obliged, to construct and open for use, in a manner
4 satisfactory to the board of railroad commissioners at
5 any time and from time to time after the expiration of
6 three years from the completion and opening for use
7 of all the extensions designated by said board under
8 section six of this act, additional extensions of and
9 connecting with its then existing railway and within

10 such period of time as said board shall designate; and
11 said New York, New Haven and Hartford Railroad



12 Company is hereby authorized and shall be required,
13 in the manner and with the powers and obligations
14 prescribed in section six relative to providing funds
15 for building extensions designated under the provisions
16 of said section, to provide the funds necessary for the
17 construction by the Berkshire company of any exten-
18 sion designated under this section: 'provided, that in
19 any order of said board for the construction of a line
20 of railway under the provisions of this section it shall
21 certify that such extension is required by public neces-
22 sity and convenience, and that the Berkshire company
23 has earned in the last fiscal year preceding the date of
24 such order, after paying all expenses of operation, in-
25 terest, taxes, rentals and other lawful charges, and after
26 charging off or allowing a reasonable amount for de-
27 preciation, a reasonable return upon the value of the
28 company’s property used for the convenience of the
29 public, and that in the opinion of said board said Berk-
30 shire company will be able in the operation of such
31 extension to earn upon the cost of such extension in
32 the third and subsequent fiscal years following its com-
33 pletion a net divisible income above the expenses and
34 allowances aforesaid equal to the average or estimated
35 annual cost to said railroad corporation of the amount
36 o f funds to be provided by it for the construction of
37 such extension; and provided, further, that all obli-
38 gation both of the Berkshire company and of said rail-
39 road corporation with respect to the construction of ex-
40 tensions under this section shall cease and become void
41 if and whenever said railroad corporation shall cease
42 to own a majority of the common stock of said Berk-
43 shire company.

1 S e c t io n  8. The Berkshire company is hereby au-
2 thorized with the approval of the railroad commis-
3 sioners to build or acquire a line of railway in the state
4 of Connecticut and the state of Vermont subject to
5 securing any necessary authority therefor from said



6 states respectively, deemed by said board necessary or
7 desirable, and which connect or will connect with lines
8 of said company in this commonwealth acquired or
9 constructed by it under the provisions of this act or of

10 said act of nineteen hundred and ten, and of such
11 length and terminating in such city or town in either
12 of said states, and upon such terms, as the board of
13 railroad commissioners may approve.

1 S e c t io n  9. For the purpose of acquiring, outside
2 the limits of public ways and places, locations and
3 rights of way necessary or convenient for the construc-
4 tion of the extensions specified in said chapter six hun-
5 dred and one of the acts of the year nineteen hundred
6 and ten as amended by this act, and specified, designated
7 or approved by the board of railroad commissioners
8 under the provisions of either of said acts, and of any
9 other extensions of its railway approved by said board,

10 and for the reconstruction, widening and straightening
11 of its railway, and avoiding or reducing grades and
12 curves therein, and for eliminating crossings at grade
13 with highways, and for other corporate purposes ap-
14 proved by said board said Berkshire company may, in
15 the manner and subject to the provisions for security
16 and payment for damages set forth in Part I I  of chap-
17 ter four hundred and sixty-three of the acts of the year
18 nineteen hundred and six, and any acts in amendment
19 thereof, take any lands and interests therein which
20 shall be approved by said board of railroad commis-
21 sioners, and may build thereon its railway, and exten-
22 sions and branches thereof.

1 S e c t io n  10. From the value of the corporate fran-
2 chise of said Berkshire company, ascertained as pro-
3 vided in section forty-one of Part I I I  of chapter four
4 hundred and ninety of the acts of the year nineteen hun-
5 dred and nine, and acts in amendment thereof or in
6 addition thereto, there shall be deducted, in addition to
7 the deductions specified therein, the value of securities



8 which, if owned by a natural person resident in this
9 commonwealth, would not be liable to taxation, and said

10 company, after making the deductions provided for in
11 said section forty-one and in this section, shall annually
12 pay the tax upon its corporate franchise, as provided in
13 section forty-three of Part I I I  of said chapter four hun-
14 dred and ninety of the acts of the year nineteen hundred
15 and nine.

.1 S e c t io n  11. The Berkshire company, after and by
2 virtue of the merger in itself of the corporate franchise
3 and the purchase of the property of any other Massa-
4 chusetts street railway company, authorized in this
5 act, may issue from time to time the bonds unissued at
6 the date of such merger, secured by or authorized to
7 be issued under any existing mortgage heretofore made
8 by such other company, in the same manner and for
9 the same purposes as such bonds, under the terms of

10 such mortgage and of the laws applicable thereto, could
11 have been issued by such other street railway company.

1 S e c t io n  12. The Berkshire company, after its ac-
2 ceptance of this act, may, for the purpose of paying,
3 refunding, consolidating or retiring, at or before their
4 respective maturities, the whole or any part of the
5 bonds and other funded indebtedness theretofore issued
6 by it or by any company to the franchise and property
7 of which it may have succeeded by merger, purchase
8 or consolidation, or by any company to which any such
9 other company may have heretofore succeeded by

10 purchase or consolidation, all o f which purchases and
11 consolidations heretofore made are hereby ratified and
12 confirmed, and for any other lawful purposes under the 
1-3 laws of this commonwealth and for any of said pur-
14 poses, but subject to the provisions of section one hun-
15 dred and seven of Part I I I  of chapter four hundred
16 and sixty-three of the acts of the year nineteen hun-
17 dred and six, by vote of a majority in interest of its
18 common stockholders at a meeting called for the pur-



19 pose, issue coupon or registered bonds, payable witbin
20 periods not exceeding fifty years from the date thereof,
21 and bearing interest at a rate not exceeding five per
22 centum per annum, and may make a mortgage or
23 pledge as security for the payment of such bonds,
24 of any part or all of its railway, equipment, franchise,
25 and real, personal and other property, including in
26 whole or in part property thereafter to be acquired, upon
27 such terms and containing such provisions as may by
28 vote of such stockholders be approved, or as may be
29 fixed and adopted by the directors under authority of
30 a vote of said stockholders; and may in such mortgage
31 provide for the future issue thereunder from time to
32 time of additional bonds to be secured thereby equally
33 with those originally issued thereunder, to such an ag-
34 gregate amount as may by the said vote of its common
35 stockholders be determined: provided, however, that the
36 aggregate amount of bonds at any time issued and
37 outstanding thereunder, as a liability of said company,
38 other than such bonds as may be deposited with a trust
39 company as hereinafter provided for the purpose of pay-
40 ing, refunding, consolidating or retiring other bonds, or
41 for providing means so to do, shall not exceed, with the
42 amount of any outstanding bonds issued by the said
43 company or by any other company to the franchise and
44 property of which said company shall have succeeded
45 as aforesaid, the limitations fixed by the general laws
46 then in force upon the maximum amount of bonds,
47 coupon notes and other indebtedness payable at periods
48 of more than one year from their date which a street
49 railway company may have outstanding; and provided,
50 that any bonds, or the proceeds arising from the sale
51 thereof, authorized or issued for the purpose of paying,
52 refunding, consolidating or retiring other bonds or
53 funded indebtedness, shall, to an amount equal at the
54 par value thereof to the amount of such indebtedness
55 so to be paid, refunded, consolidated or retired, be de-
56 posited with such trust company incorporated and doing



57 business in this commonwealth, and under such terms
58 as to the deposit and withdrawal thereof to be stated
59 in said mortgage as shall be approved by the board of
60 railroad commissioners. A ll the provisions of sections
61 forty-nine to fifty-six of Part I I  of chapter four hun-
62 dred and sixty-three bf the acts of the year nineteen
63 hundred and six shall apply to any bonds issued and
64 any mortgages made hereunder, and no bond shall be
65 issued until approved by some person or corporation
66 appointed by the railway company for that purpose,
67 who shall certify upon it that it is properly issued and
68 recorded. The record, in the manner and within the
69 time provided by law for the record of mortgages of
70 real estate, of any mortgage made under authority of
71 this section and of any mortgage supplementary thereto,
72 in the registry of deeds for each county and each dis-
73 trict of any county in which any part of the railway or
74 real property in said mortgage described is situated,
75 shall be sufficient for all purposes to create a valid lien
76 under said mortgage, both as a mortgage of real and per-
77 sonal property.

1 S e c t i o n  13. Said New York, New Haven and Hart-
2 ford Railroad Company, upon its acceptance of the pro-
3 visions of this act, as hereinafter provided, may pur-
4 chase and hold any preferred and common stock of the
5 Berkshire company issued for any lawful purpose, and,
6 except as herein provided, exercise and enjoy all the
7 rights and be subject to all the liabilities of a holder
8 thereof, and many sell and dispose of any such pre-
9 ferred stock at any time owned by it, and may purchase,

10 hold and dispose of any bonds, notes and other evi-
11 dences of indebtedness of said Berkshire company and
12 of any other company, of which said Berkshire company
13 shall have acquired a majority of the capital stock under
14 authority of law and may guarantee the payment of
15 principal or interest or both thereof and thereon, and
16 may guarantee the payment of the dividends on any



17 preferred stock of said Berkshire company, and of the
18 liquidation value thereof in case of a dissolution of said
19 street railway company or of the redemption of such
20 preferred stock; but said railroad corporation shall not,
21 without the consent either of the general court or of
22 said board of railroad commissioners, at any time sell
23 or otherwise dispose of any of its shares of common
24 stock, except temporarily for the purpose of qualifying
25 directors, in said Berkshire company, or create any
26 pledge or lien thereon except as the same may be in-
27 eluded in the security for any mortgage of its property
28 or any collateral trust indenture made under authority
29 of the law of this commonwealth.
30 For the purpose of facilitating the liquidation of any
31 voluntary associations holding securities of any of the
32 companies named in section one of this act and facilitat-
33 ing the acquisition, by the Berkshire company, of such
34 securities, said railroad corporation may purchase and
35 temporarily, hut in no event for a longer period than
36 three years from the date when this act takes effect,
37 hold any shares or certificates of beneficial interest in
38 or other obligations of any such association.

1 S e c t io n  14. Said board of railroad commissioners
2 may require the adoption of such time tables and of
3 such changes and amendments thereof by said Berkshire
4 Street Railway Company, after its acquisition of the
5 franchise and property of any other street railway com-
6 pany under authority of this act, and by said railroad
7 corporation in Massachusetts, as in the judgment of
8 said board may he required in the public interests to
9 reasonably insure satisfactory connections at junction

10 points between the street railway system of the former
11 and the railroad system of the latter company, and may
12 require said railroad corporation to accept upon and
13 transport over any part of its railroad in this common-
14 wealth which may he operated by electricity, between
15 such junction points and such suitable termini and to



16 such extent and upon such terms as said hoard may
17 from time to time designate or approve, the cars and
18 passengers of said Berkshire company, and to make
19 provisions satisfactory to said board at such termini for
20 properly handling and accommodating such cars and
21 passengers, and said board may require said companies
22 physically to connect their railway and railroad in any
23 city or town in this commonwealth in which both com-
24 panies have tracks, and may, to such extent as it deems
25 consistent with safety and the proper operation of said
26 railway and railroad respectively, and to be necessary
27 in the public interests, require an interchange of pas-
28 senger, express and freight traffic between said two
29 companies. Said Berkshire company and said railroad
30 corporation may make contracts respecting any of the
31 subject matter of this section, and may, after the ap-
32 proval of any such contract by the board of railroad
33 commissioners, but not otherwise, perform and carry
34 out the provisions of any such contract. Either of said
35 corporations may, upon terms approved by the board
36 of railroad commissioners, sell electricity to the other,
37 and either may permit the use of its stations, tracks,
38 equipment and other transportation facilities by the
39 other, to the extent and in accordance with the provi-
40 sions of any contract between them, if  approved by said
41 board.

1 S e ctio n - 15. Whenever the board of railroad com-
2 missioners shall be of opinion, after a hearing had upon
3 its own motion or upon complaint, that the rates, fares
4 or charges or any of them demanded, exacted, charged
5 or collected by the Berkshire company for the transpor-
6 tation of persons or property within the commonwealth,
7 or that the regulations or practices of said company
8 affecting such rates are unjust, unreasonable, unjustly
9 discriminatory or unduly preferential or in any wise

10 in violation of any provision of law, or that the rates,
11 fares or charges or any of them chargeable by said com-



12 pany are insufficient to yield reasonable compensation
13 for the service rendered and are unjust and unreason-
14 able, the board, with due regard among other things to
15 a reasonable return upon the value of the company’s
16 property used for the convenience of the public, shall
17 determine the just and reasonable rates, fares and
18 charges to be charged for the service to be performed,
19 and shall fix the same by order to be served upon said
20 company. Whenever the board shall be of opinion,
21 after a hearing had upon its own motion or upon com-
22 plaint, that the regulations, practices, equipment, ap-
23 pliances, or service upon the railway of said company
24 in respect to transportation of persons or property
25 within the commonwealth are unjust, unreasonable, un-
26 safe, improper or inadequate, the board shall determine
27 the just, reasonable, safe, adequate and proper regula-
28 tions, practices, equipment, appliances and service there-
29 after to be in force, to be observed and to be used upon
30 said railway in such transportation of persons and prop-
31 erty within the commonwealth, and shall fix and
32 prescribe the same by order to be served upon said
33 company, and thereafter it shall be the duty of said
34 company to observe and obey each and every require-
35 ment of every such order so served upon it and to do
36 everything necessary or proper in order to secure abso-
37 lute compliance with and observance of every such order
38 by all of its officers, agents and employees. Rates and
39 facilities constitutionally fixed and determined by
40 statute shall not be revised or regulated by the board.
41 Every order of the board shall continue in force unless
42 the same shall be limited, suspended, modified or set
43 aside by the board, or by any court of competent juris-
44 diction. The supreme judicial court shall have juris-
45 diction in equity, to enforce compliance with any order
46 issued by the board under authority of this act, and
47 shall hear and determine any proceedings under this
48 act in preference to all other civil business except elec-
49 tion cases. This section shall have the same effect and



50 shall be treated and construed as if the same had been
51 enacted after said corporation had acquired the fran-
52 chises and properties of the other companies authorized
53 under section one.

1 S e c t io n "  16. A ll powers and authority conferred
2 upon the board of railroad commissioners in this act
3 shall extend to and may be exercised by any board or
4 commission hereafter at any time created by the general
5 court in lieu of or to supersede said board of railroad
6 commissioners, or to which the general powers and juris-
7 diction of said board may by act of the general court
8 be transferred.

1 S e c t io n  17. A  majority of the officers of said Berk-
2 shire company and a majority of its directors shall at
3 all times be citizens of the commonwealth of Massachu-
4 setts, and any officer or director of said company elected
5 or appointed as a resident of the commonwealth who
6 ceases at any time to be such resident, shall thereupon
7 cease to be such officer or director in said company, and
8 his office or place may be filled for the residue of the
9 term for which he was elected or appointed, by election

10 or appointment by the remaining directors. The office
11 of said company shall be located and maintained, all
12 of its books shall be kept and remain, and all meetings
13 of its stockholders and directors shall be held, within
14 the commonwealth.
15 I f  said company issues any preferred stock under sec-
16 tion four of this act, holders of such stock shall be
17 entitled to elect one third of the directors of the corpo-
18 ration, and the stockholders, other than the holders of
19 such preferred stock, shall elect the remainder of said
20 board, and for the purpose of such election preferred
21 stockholders shall, at each annual meeting, vote sepa-
22 rately from the other stockholders. A  vacancy occur-
23 ring between any annual meetings among the directors
24 chosen by the holders of preferred stock shall be filled



25, by the remaining directors so chosen, and a vacancy
26 among the directors chosen by the other stockholders of
27 the company shall be similarly filled by the remaining
28 directors so chosen.

1 S e c t io n  18. All authority granted in this act to
2 the New York, New Haven and Hartford Railroad
3 Company shall become null and void unless within
4 three years from the passage of this act, or in case of
5 delay in such acquisition resulting from litigation then
6 within six months after the final determination of such
7 litigation, the Berkshire company shall have acquired
8 from every voluntary association holding any of the
9 same, all of the property so held which said Berk-

10 shire company is authorized under section one of this
11 act to acquire. A  certificate by the railroad commis-
12 sioners, filed with the commissioner of corporations, of
13 such acquisition shall be conclusive evidence thereof.
14 Every such association now holding any stock of the
15 companies named or referred to in said section and
16 which said Berkshire company is therein authorized to
17 acquire, is hereby prohibited from acquiring, after the
18 passage of this act, any securities of or interest in any
19 street railway company organized under the laws of
20 Massachusetts other than the companies named or re-
21 ferred to in section one of this act, and from acquiring
22 any securities of or interest in any o f said last men-
23 tioned companies after the acquisition by the Berkshire
24 company of the property which under section one of this
25 act it is authorized to acquire.

1 S e c t io n  19. This act shall take effect upon its
2 passage, but shall become void unless, within six months
3 thereafter, said New York, New Haven and Hartford
4 Railroad Company, by its president, duly authorized
5 thereunto by vote of a majority of its board of directors,
6 and said Berkshire company, by its president, duly au-
7 thorized thereunto by vote of a majority of its direc-
8 tors, shall severally file with the clerk of the board of



9 railroad commissioners and with, the commissioner of
10 corporations, a written acceptance of this act and of
11 all the provisions herein contained.
12 Such acceptance of this act by said New York, New
13 Haven and Hartford Railroad Company shall have the 
11 effect to continue in force to its full amount the bond
15 for two million dollars heretofore filed by said New
16 York, New Haven and Hartford Railroad Company
17 with the treasurer and receiver-general, under the pro-
18 visions of section six of chapter six hundred and one
19 of the acts of the year nineteen hundred and ten, after
20 the construction of all the extensions of railway specified
21 in section three of said act, as amended by this act,
22 and to extend the obligation of said bond to the con-
23 struction and opening for use of all the lines of railway 
21 designated by the board of railroad commissioners under
25 the provisions of section six of this act, as fully in all
26 respects as if said bond had been required to be filed
27 under this section; provided, however, that after the
28 completion of all the extensions so specified in section
29 three of said act of nineteen hundred and ten and of the
30 expenditure as determined by the railroad commission-
31 ers of at least1 dollars on account of the
32 extensions so designated under the provisions of section
33 six of this act, the measure of damages in any suit upon 
31 said bond shall be the difference between the amount
35 actually expended, as determined and certified by said
36 commissioners to the court, on account of said exten-
37 sions, and the sum of 2 dollars.
38 Instead of enforcing the penalty of said bond the
39 attorney-general at the direction of the general court
10 shall, or at the request of the board of aldermen of any
11 city or of the selectmen of any town interested in the
12 construction of any line of railway designated by said
13 board of railroad commissioners under the provisions 
11 of section six hereof, may, bring a bill in equity against 
15 the Berkshire company and said railroad corporation,

1 Insert a sum 82,000,000 less than the maximum expenditure required under this act.
2 Insert a sum equal to the maximum expenditure required under this act.



46 in which the commonwealth shall he entitled to, and each
47 of said companies shall, by their acceptance of this act,
48 be deemed to have assented to, the issue of a permanent
49 injunction or decree in appropriate form for the specific
50 performance of their several contracts resulting from
51 their acceptance of this act, directing the Berkshire
52 company to construct and open for use and said rail-
53 road corporation to provide in the manner prescribed
54 in section six the means for meeting the expense of con-
55 structing and opening for use each and all of the lines
56 of railway designated by said board of railroad com-
57 missioners to be constructed under the provisions of
58 section six of this act which shall not have been con-
59 structed and opened for use at the expiration of time
60 as provided for in said section six.

1 Section 20. This act shall be subject to amendment,
2 alteration and repeal at the pleasure of the general court
3 o f the commonwealth.



V I .  A p p e n d ic e s .

A p p e n d i x  A .

A R E A S  A N D  P O P U L A T IO N  IN  T H E  T H IR T Y -S IX  
T O W N S  W IT H O U T  T R A N S P O R T A T IO N  F A C IL I
T IE S .

The following table shows the areas and the gain or loss in 
population from 1820 to 1910, in the 36 towns without railroad 
or railway transportation facilities on the mainland territory of 
Massachusetts: —

West of Berkshire Trolley System.

--------------------

County.
Area P o p u l a t io n . Per

centage
T o w n s . Square

Miles. 1820. 1910. Loss.
of

Loss.

New Ashford, Berkshire, . 13.0 358 92 268 74.3

Hancock, Berkshire, . 37.7 1,165 465 700 60.0

Alford, . Berkshire, . 11.1 570 275 295 51.7

Mt. Washington, . Berkshire, . 22.5

84.3

467 110 357 76.4

Between Fitchburg and Boston & Albany Railroads and Berkshire and 
Connecticut Valley Street Railways.

Savoy, . Berkshire, . 39.3 852 503 349 40.9

Windsor, Berkshire, . 33.5 1,085 404 681 62.7

Peru, . Berkshire, . 27.1 748 237 511 68.3

Hawley, Franklin, . 30.8 1,089 424 665 61.0

Ashfield, Franklin, . 39.7 1,748 959 789 45.1

Plainfield, Hampshire, 21.8 936 406 530 56.6

Cummington, Hampshire, 22.8 1,060 637 423 39.9



Between Fitchburg and Boston & Albany Railroads and Berkshire and 
Connecticut Valley Street Railways —  Concluded.

T o w n s . County.
A rea

in
Square
Miles.

P o p u l a t io n . Per
centage

of
Loss.1820. 1910. Loss.

Goshen, Hampshire, 17.1 632 279 353 55.8

Worthington, Hampshire, 32.5 1,276 569 707 55.4

Chesterfield, . Hampshire, 32.4 1,447 536 911 62.9

Westhampton, Hampshire, 27.8 896 423 473 52.7

324.8

South of Boston & Albany Railroad and between Berkshire and Con
necticut Valley Street Railways.

Tyringham, . Berkshire, . 18.9 1,443 382 1,061 73.5

Monterey, Berkshire, . 28.2 - 388 - -
New Marlborough, Berkshire, . 48.4 1,668 1,124 544 32.6

Otis, . . . . Berkshire, . 37.8 981 494 487 49.6

Sandisfield, . Berkshire, . 53.1 1,646 566 1,080 65.6

Blandford, Hampden, 52.9 1,515 717 798 52.6

Tolland, Hampden, 31.3 692 180 512 73.9

Granville, Hampden, 45.3

315.9

1,643 781 862 52.4

North of Fitchburg Railroad.

Monroe, . . . . Franklin, . 11.1 - 246 - -

Heath, . . . . Franklin, . 25.0 1,122 346 776 69.1

Leyden, . . . . Franklin, . 28.5 974 363 611 62.7

GUI, . . . . Franklin, . 14.6 800 942 1421 17.7

Warwick, Franklin, . 37.4

116.6

1,256 477 779 62.0

South of Fitchburg Railroad, East of Connecticut Valley and West of 
Worcester Street Railways.

Shutesbury, . Franklin, . 26.6 1,029 267 762 74.0

Paxton, . . . . Worcester, . 15.8

42.4

613 ; 416 197 32.1

1 Gaiu.



South and East of Springfield Street Railway System.

T o w n s . County.
Area

in
Square
Miles.

P o p u l a t io n . Per
centage

of
Loss1820. 1910. Loss.

Hampden, Hampden, 18.9 - 645 - -

Wales, . . . . Hampden, 16.6 683 345 338 49.4

Holland, Hampden, 13.5 453 145 308 67.9

49.0

Total in  5 western counties, 933 square miles. Net loss in  population 
of above towns from 30,847 in  1820 to 15,143 in 1910 was 15,704, or 
50.9 per cent.

In  Rest of Mainland Territory of Massachusetts.

Ashby, . . . . Middlesex, . 23.3 1,188 885 303 25.5

Mashpee, Barnstable, 928.0 150 270 1201 80.0

Acushnet, Bristol, 17.4

68.7

1,692

1 Gain.

N. B. — Areas taken from the “ Massachusetts Year Book.”



A p p e n d i x  B .

C IT IE S  A N D  T O W N S  O N  T H E  F O U R  P R IN C IP A L  
L IN E S  OF R A IL R O A D  IN  T H E  F IV E  W E S T E R N  
C O U N T IE S  O F M A S S A C H U S E T T S , S H O W IN G  P O P U 
L A T IO N  IN  1820 A N D  1910.

C o u n t ie s , C i t i e s  a n d  
T o w n s . Railroad. 1820. 1910.

B e r k s h ir e  C o u n t y .

Williamstown, . Boston & M a i n e , .................................... 2,010 3,708

North Adams, . Boston & Maine and Boston & Albany, _i 22,019

Florida, . . . . Boston & D ^ a in e ,.................................... 431 395

Adams................................. Boston & A lb a n y ,.................................... 1,836 13,026

Cheshire, . . . . Boston & A lb a n y ,.................................... 1,202 1,508

Lanesborough, Boston & A lb a n y ,.................................... 1,319 947

Pittsfield, Boston & Albany and New Haven, 2,768 32,121

Lenox, . . . . New H a v e n ,............................................. 1,315 3,060

Lee........................................ New H a v e n ,............................................. 1,384 4,106

Stockbridge, New H a v e n ,............................................. 1,377 1,933

Great Barrington, . New H a v e n ,............................................. 1,908 5,926

Sheffield, . . . . New H a v e n ,............................................. 2,476 1,817

West Stockbridge, . Boston & A lb a n y ,.................................... 1,034 1,271

Richmond, Boston & A lb a n y ,.................................... 923 650

Dalton, . . . . Boston & A lb a n y ,.................................... 817 3,568

Hinsdale, Boston & A lb a n y ,.................................... 822 1,116

Washington, Boston & Albany........................................ 750 277

Becket, . . . . Boston & A lb a n y ,.................................... 984 959

F r a n k l i n  C o u n t y .
23,356 98,407

Rowe, . . . . Boston & M a i n e , .................................... 851 456

Charlemont, Boston & M a i n e , .................................... 1,081 1,001

Buckland, Boston & M a i n e , .................................... 1,037 1,573

Shelburne, Boston & M a i n e , .................................... 1,022 1,498

Deerfield, Boston & M a i n e , .................................... 1,868 2,209

Greenfield, Boston & M a i n e , .................................... 1,361 10,427

Montague,
ie*

Boston & M a in e , ..................................... 1,074 6,866

1 Nofth Adams part of Adams in 1820.
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A p p e n d ix  B  —  Continued.

107

C o u n t ie s , C it ie s  a n d  
T o w n s . Railroad. 1820. 1910.

F r a n k l i n  C o u n t y  -  Con.

Wendell................................ Boston & M a i n e , .................................... 958 502

Erving, Boston & M a i n e , .................................... 331 1,148

Orange, . . . . Boston & M a i n e , .................................... 829 5,282

Northfield, Boston & Maine.......................................... 1,584 1,642

Bernardston, . Boston & M a i n e , .................................... 912 741

Whately, . . . . Boston & Maine, . . . . . 1,076 846

H a m p s h ir e  C o u n t y .
13,984 34,191

Hatfield, . . . . Boston & M a i n e , .................................... 823 1,986

Northampton, . Boston & Maine, . . . . . 2,854 19,431

Middlefield, Boston & A lb a n y ,.................................... 755 354

Huntington, Boston & A lb a n y ,.................................... 849 1,473

H a m p d e n  C o u n t y .
5,281 23,244

Holyoke, . . . . Boston & M a i n e , .................................... 57,730

Chicopee, Boston & M a i n e , .................................... -2 25,401

Springfield, Boston & Maine and Boston & Albany, 3,914 88,926

Long meadow, . New H a v e n ,............................................. 1,171 1,084

Chester, . . . . Boston & A lb a n y ,.................................... 1,526 1,377

Montgomery, . Boston & A lb a n y ,.................................... 604 217

Westfield, Boston & A lb a n y ,.................................... 2,668 16,044

West Springfield, Boston & Albany,*. . . . . 3,246 9,224

Wilbraham, Boston & Albany....................................... 1,979 2,332

Monson, . . . . Boston & A lb a n y ,.................................... 2,126 4,758

Palmer, . . . . Boston & Albany....................................... 1,197 8,610

Brimfield, Boston & Albany........................................ 1,612 866

W o r c e s t e r  C o u n t y .
20,043 216,569

Warren, . . . . Boston & A lb a n y ,.................................... 1,112 4,188

West Brookfield, Boston & A lb a n y ,.................................... - 3 1,327

Brookfield, Boston & Albany, . . . . . 2,292 2,204

Spencer, . . . . Boston & A lb a n y ,.................................... 1,548 6,740

Charlton, . . . . Boston & A lb a n y ,.................................... 2,134 2,032

Oxford, . . . . Boston & A lb a n y ,.................................... 1,562 3,361

Auburn................................ Boston & A lb a n y ,.................................... 608 2,420

Worcester, Boston & A lb a n y ,.................................... 2,962 145,986

1 Holyoke part of West Springfield in 1820.
2 Chicopee part of Springfield in 1820.
8 West Brookfield part of Brookfield in 1820.



A p p e n d i x  B —  Concluded.

C o u n t i e s , C it i e s  a n d  
T o w n s .

Railroad. 1820. 1910.

W o r c e s t e r  C o u n t y  -  Con.

Millbury, . . . . Boston & Albany, . 926 4,740

Grafton, . . . . Boston & Albany, . 1,154 5,705

Westborough, . Boston & Albany, . 1,326 5,446

Athol, . . . . Boston & Maine, 1,211 8,536

Royalston, Boston & Maine, 1,424 792

Winchendon, . Boston & Maine, . 1,263 5,678

Templeton, Boston & Maine, . 1,331 3,756

Gardner, . . . . Boston & Maine, 911 14,699

Ashburnham, . Boston & Maine, . 1,230 2,107

Westminster, . Boston & Maine, 1,634 1,353

Fitchburg, Boston & Maine, 1,736 37,826

Lunenburg, Boston & Maine, . 1,209 1,393

Leominster, Boston & Maine, 1,790 17,580

Lancaster, Boston & Maine, 1,862 2,464

31,225 280,333
S u m m a r y .

Berkshire, - - - 23,356 98,407

Franklin, . . . . - - - 13,984 34,191

Hampshire, - - - 5,281 23,244

Hampden, - - - 20,043 216,569

Worcester, - - - 31,225 280,333

93,889 652,744

Gain, 558,8-55, or 595.2 per cent.



A p p e n d i x  C .

B R IE F  IN  SU P P O R T  OF T H E  P R O P O SIT IO N  T H A T  
R A IL R O A D  C O R P O R A T IO N S SH O U L D  BE A L 
L O W E D  TO A C Q U IR E  IN T E R E S T S  IN  STR EE T  
R A I L W A Y  C O M P A N IE S  IN  M A S S A C H U S E T T S .

F il e d  b y  B e n t l e y  W .  W a r r e n , E s q ., w it h  t h e  B o a r d  o f  R a il r o a d  C o m m is s io n e r s  ’ 
i n  1908, w i t h  A d d it io n s  f o r  t h e  U s e  o f  t h is  C o m m it t e e .

The general subject which the Board has been requested, by 
the order adopted by the Senate last June, to consider, is as 
follows: —

Ordered, That the Senate request the Board of Railroad Commis
sioners to consider . . . what relations, if any, should be permitted 
between railroad corporations and street railway companies, with a 
view to the improvement and development of transportation facili
ties by the use of electric motive power, and to include the results 
of their investigation with such recommendations as to legislation 
as said Board may deem expedient, in their annual report to the 
next General Court.

The affirmative proposition involved in the inquiry is that 
railroad corporations should, under proper restrictions and safe
guards to protect the public interest in both kinds of transporta
tion, be permitted in some way to acquire interests in, or to 
operate, street railways in this Commonwealth. Or stated in 
another and perhaps better way, and in the language of this 
Board itself, in a report hereinafter referred to : —•

The two systems ought to work together advantageously under one 
administration, subject, as they would be, to the supervision en
forced under our statutes, changes in service upon one or the other 
being made only in furtherance of a greater comfort and conven
ience in travel.

Most, if not all, of the arguments and objections which have 
been urged against this proposition will be found, upon careful 
examination, to be based upon the possible or probable results of 
an absence of obviously proper restrictions and safeguards rather



than upon any inherent weakness in the proposition itself. 
Nevertheless, what those restrictions and safeguards should be 
should logically follow a discussion of whether the ownership 
should be permitted; and they will, therefore, be taken up in 
Part II. of this brief.

PART I.
O w n e r s h i p  o f  I n t e r e s t s  i n  S t r e e t  R a i l w a y s  i n  M a s s a c h u 

s e t t s  b y  R a il r o a d  C o r p o r a t io n s  s h o u l d  b e  p e r m it t e d . 

A ll official investigations, with a single exception , have en
dorsed this pi'oposition.

At the outset of a discussion of this question it may not be 
amiss to call to the Board’s attention the results of previous 
investigations of this same general question.

B oard o f Railroad Com m issioners.

The first investigation of the subject in Massachusetts was 
made by this Board itself, and its conclusion, that the two sys
tems of railroads and street railways ought to work together 
advantageously under one administration, is contained in its 
report for January, 1905, at page xxxvi.: —•

R ailroad  I nterest  in  S treet R a il w a y s .

A prominent feature in the recent history of steam railroads has 
been the growth of a iiolicy favoring the purchase of street railway 
properties. Whatever may be urged against this policy, it may be 
said in its favor that it brings into the conduct of street railway 
affairs the judgment and knowledge which come from long experi
ence in dealing with transportation problems and, as well, greater 
financial strength and larger resources.

The usefulness of the street railway in bringing people to the 
steam railroad from the different sections of the cities and towns 
which it serves, and in distributing them again at the end of the 
railroad journey, will be generally recognized. Even where these 
railways have been interurban in character, and to some extent 
competitors of the railroads, we doubt if the passing of control into 
the hands of their rivals need be attended by detriment to the public 
interests. The competition between the steam railroad and the street 
railway must eventually end in each system giving to the public the 
service which it is best capable of performing, and it is by no 
means clear that in order to bring this about in the wisest way it 
is at all essential that the competitive conflict between these com
panies be prolonged. The two systems ought to work together ad



vantageously under one administration, subject, as they would be, 
to the supervision enforced under our statutes, changes in service 
upon one or the other being made only in furtherance of a greater 
comfort and convenience in travel.

The laws of neighboring States encourage this evolution in trans
portation enterprise. A review by the Legislature of the reasons 
for the present character of our laws upon this subject would seem 
to be timely.

J oin t R ecess C om m ittee o f  1905.

Probably as a result of this Board’s suggestion, contained in 
the report quoted above, the General Court of 1905, to which 
that report was made, provided for the appointment of a recess 
committee to revise the railroad and street railway laws —-

and to consider the expediency of such legislation in amendment 
thereof and in addition thereto as will better protect the interests 
of the public and of the investors in said corporations.

This joint special committee, consisting of four members of 
the Senate and eleven members of the House, made its report to 
the Legislature of 1906. It gave careful consideration to the 
question of investments by railroad corporations in street rail
way companies, and its conclusions, approved by all but two 
members of the committee, are contained in Part IV. of the com
mittee’s report, beginning on page xiii. The whole discussion 
by the committee, which is not long, will well repay a careful 
study. The most important parts of it are the following: —-

The first era of railroad construction in Massachusetts was an era 
of competition, without State regulation. It was then regarded 
sound policy to encourage the construction of rival or parallel lines 
between important points, in order that the public might benefit by 
the low passenger fares and freight rates which free competition 
was expected to produce. The Commonwealth itself, in pursuance 
of this policy, contributed to aid in the construction of competing 
lines between Boston and the west. Experience showed, however, 
that competition did not accomplish the expected results, either in 
respect to accommodations or rates. Gradually it became apparent 
that the public interests would be more effectively protected and 
promoted by granting to a single corporation the monopoly of 
transportation along its natural route, provided that the State exer
cised a strict and intelligent supervision over such corporation. This 
the State was able to accomplish by the creation of the Board of 
Railroad Commissioners.



Following upon this period of unrestricted competition came the 
era of railroad consolidation. Special acts permitting the consolida
tion of railroad corporations were passed, and general laws were 
enacted which authorized railroad corporations to be leased by or 
united with other railroad corporations. These amalgamations were 
permitted, however, only under restrictions, and subject to the ap
proval of the Board of Railroad Commissioners. This policy was 
found to result in economy of administration, improved roadbeds, 
better train service and lower passenger fares and freight rates.

The history of street railway companies in the Commonwealth has 
not been dissimilar. The original horse-car lines, which -were con
structed in and about the great centers of population, maintained 
at first an active rivalry, and then, after a period of competition, 
usually became merged in one company. Thus, the West End Street 
Railway Company of Boston was the result of the consolidation of 
several minor horse-railroad companies. The stimulus given to the 
construction of street railways by the use of electricity as a motive 
power again caused the organization of a large number of new com
panies, which, during the last few years, after varying fortunes, 
verging oftentimes on insolvency, have in their turn shown a tend
ency to fall into the control of a single company. Here, as in the 
ease of railroads, the tendency to consolidation has been accompanied 
by better accommodations and cheaper fares, or longer rides for 
the same fare.

The subject of the acquisition of street railway companies by rail
road corporations has engaged the attention of the State Board of 
Railroad Commissioners, which, in its report to the General Court 
of the year 1905, says: —

The two systems ought to work together advantageously under one 
administration, subject, as they would be, to the supervision enforced 
under our statutes, changes in service upon one or the other being 
made only in furtherance of a greater comfort and convenience in 
travel.

The committee, therefore, submits a draft of a bill, which, in its 
judgment, should be enacted in order to remove the present legal 
restrictions and to permit directly what has already been accom
plished, or is being accomplished, indirectly. . . .

The committee does not recommend that a general and unrestricted 
permission be given to railroad corporations to purchase street rail
way stock. . . . On the contrary, it should be a condition precedent 
to any acquisition of street railway stock or property, either by 
purchase or lease, by a railroad corporation, that the Board of Rail
road Commissioners, after public notice and a hearing, should 
certify that such acquisition is in the public interests. Furthermore,



it seems unwise to permit the corporate consolidation of railroad 
corporations with street railway companies. The identity of a street 
railway company should be preserved, that there need be no change 
in the laws providing for supervision by the Board of Railroad 
Commissioners, and in those prescribing methods of taxation of 
street railway companies. It is especially important, in view of the 
committee, that the present excise tax, based upon the mileage and 
earnings of street railway companies, should not be lost by merger 
to the cities and towns of the Commonwealth.

Although, in the first instance, the price to be paid by the railroad 
corporations should be determined between the two parties to the 
bargain, — the buyer and the seller, — yet, as this price and the 
other terms of the sale may directly affect the accommodations pro
vided for the travelling public, or the rates of fare or freight 
charged to it, the Board of Railroad Commissioners, which is the 
representative of the public, should, if in its opinion the price or 
other terms of the sale appear unreasonable, have a right to pro
hibit or modify such bargain. In the bill, therefore, in addition to 
a positive prohibition against a decrease of the facilities of travel, 
or an increase of the rates of fare or freight, by the merger, the 
following clause is inserted: —

Such purchase, acquisition or holding shall not be valid, unless the 
board of railroad commissioners after a public hearing, notice of which, 
etc., . . . shall certify that in its opinion such purchase, acquisition or 
holding, and the price and other terms thereof, are consistent with 
the public interests.

T w o L egisla tive C om m ittees o f 1906.

The report of this recess committee was referred by the next 
Legislature, that of 1906, to the two committees of railroads and 
street railways sitting jointly, and containing in their joint mem
bership eight Senators and twenty-two Representatives. These 
committees, after protracted .hearings, reported, with only three 
dissenters, a bill, Senate 403, substantially in the form of the 
bill recommended by the recess committee. This bill was passed 
by the Senate, but in the House was referred to the next Gen
eral Court.

O pinion  o f Com m ission on Com m erce and Industry.

The Legislature of 1907, interested like its predecessors in 
possible improvements of our transportation facilities, and im
pressed, not with any actual decadence of Massachusetts indus
tries, for such is not a fact, but with our comparative lack of 
advancement as measured by that of sister Commonwealths, pro



vided for a Commission on Commerce and Industry to report to 
the General Court of 1908. This commission, to be appointed 
by the Governor, was to consist of five members, representatives 
of law, transportation, manufactures, capital and labor. It 
was to consider, among other matters, “  the present conditions 
and future possibilities of transportation and facilities connected 
with it.”

In the course of its investigations it met the practical ques
tion of the effect upon the public interests and welfare of the 
actual control, at that time existing, of certain street railways by 
the New York, New Haven & Hartford Railroad Company. This 
situation was thus described by the commission in its report to 
the Legislature: —

The New York, New Haven & Hartford Railroad Company now 
owns or controls the following sixteen electric street railway com
panies in Massachusetts.

Then followed a list of the companies, showing a total out
standing stock of $11,626,200, funded debt of $6,360,000, loans 
and notes payable of $3,234,924.81, or a total investment of 
$21,221,124.81.

The report continues: —

The street railways above enumerated represent in the aggregate 
about one-fifth of the total mileage, and nearly one-sixth of the 
total capital, of street railways in the State. Their importance to 
the central and western parts of the State is apparent from the 
appended map. They control the present street railway facilities 
in Worcester, Springfield and North Adams, own tracks in the cities 
of Fitchburg, Pittsfield, Chicopee and Marlborough, and furnish 
almost, if not quite, the only street railway transportation for 56 
towns of the Commonwealth, having an aggregate population of 
248,433. Being, with a slight exception, physically connected, they 
form a system occupying, actually or potentially, a large part of the 
territory west of the city of Worcester and south and southwest of 
that city to the limit of the Rhode Island boundary, with some north
ern connections also.

Regarding the general question whether as a matter of policy 
railroads should control street railways, the commission expressly 
refrained from giving an opinion, simply saying: —

Railroad authorities differ widely in their judgment of the policy 
which steam railroad companies should take towards street railways



that enter their territories, whether they should oppose and compete 
with the railways, or control and use them, or let them wholly alone. 
There is no agreement on the fundkmental question whether street 
railways tend to injure the business of steam railroads, or to assist 
them by opening up territory, increasing the habit of travel and 
perhaps relieving the steam railroads of an unproductive part of 
their business; and probably this question admits of no general 
answer. Whether they should be owned and operated by steam rail
roads or wholly separately is also a question differently answered 
in different States, and one on which opinion is divided here.

The commission did, however, consider, evidently feeling that 
it ought so to do under the terms of the resolve providing for 
its appointment, the specific question of the public interest in
volved in the actual relation which it found existing between the 
New Haven Bailroad and certain trolleys. In its report it dis
cussed the then pending suit of the Attorney-General to deter
mine the legal power and right of the railroad company, under 
existing statutes, to own the securities of street railway companies 
of Massachusetts.

Whether the New Haven Company has violated the Massachusetts 
statute by buying stock in Massachusetts street railway companies 
is a question of law now before the court in a proceeding brought 
by the Attorney-General, seeking to have the purchase declared 
illegal. . . . This question of law cannot be determined until the 
suit shall be decided. Meantime, however, we are confronted by the 
practical question, What is to become of this great street railway 
system which the New Haven Company now actually controls? and 
this question will not be satisfactorily answered by a decision of the 
purely legal controversy.

After pointing out the difficulties of so enforcing a sale of the 
securities as would not work serious injury to the public inter
ested in the service rendered by the street railway companies, the 
report continued: —

The pending suit, therefore, though properly brought in order to 
assert the authority of our laws and define their, application, does 
not promise a solution of the practical difficulties inherent in the 
situation. The pressing thing is to deal with things as we find them, 
so as to lead to the best permanent arrangement respecting the street 
railways, and the fact that this group can be dealt with collectively 
affords an opportunity which presents some advantages.



Of the two great questions underlying street railway manage
ment, the commission said : —

There have been two large questions underlying the problem of 
street railway management: first, how far they should be allowed 
to combine with each other; second, how far steam railroads should 
be allowed to control them. The first of these questions was settled 
in 1897 by the passage of an act allowing street railways to con- 
eonsolidate (Acts of 1897, chapter 269).

As illustrations of this settled policy the commission men
tioned the Boston Elevated, the Boston and Northern and the 
Old Colony companies, of which it said: —

Each of these great systems is a street railway monopoly, and 
each appears to be working with an efficiency and affording a satis
faction in service which would be impossible if the system were 
again broken up into small, independent roads.

On the second question, whether railroads should be permitted 
to hold interests in street railways as a general policy, the Board 
reviewed the situation without expressing an opinion.

To permit combination of street railways among themselves may 
be accepted, therefore, as the settled policy of this State. A com
bination of management between steam railroads and street railways, 
on the other hand, is now forbidden by law; but the subject is so 
far under active discussion that it cannot be said that the policy 
is finally settled. The Board of Railroad Commissioners has recently 
investigated it, and in its report of 1905 thus expresses its conclu
sion : —

The two systems ought to work together advantageously under one 
administration, subject as they would be to the supervision enforced 
under our statutes, changes in service upon one or the other being 
made only in furtherance of a greater comfort and convenience in travel. 
The laws of neighboring States encourage this evolution in transporta
tion enterprise. A review by the Legislature of the reasons for the 
present character of our laws upon this subject would seem to be timely.

The following year a joint special committee of eighteen members, 
appointed by the Legislature, also examined the subject and reported 
a bill (two members dissenting) authorizing any railroad corpora
tion operating a steam railroad in this Commonwealth to acquire, 
under certain regulations, stock in street railway companies.



Of the special situation, however, the commission spoke with 
decision.

But, whatever may be the objections to a general law permitting 
a combined management o f  steam railroads and street railways, we 
must face the fact that there now exists in this New Haven street 
railway system a combination actually arranged in close relation to 
a large steam railroad, and that it is a combination which cannot 
be broken up without damage to its members, and therefore to the 
public. It  seems desirable, therefore, and perhaps necessary, to 
accept this situation, and to deal with the system as a whole in such 
a manner as to bring about the most serviceable use o f  the entire 
group, in harmony not only with the New Haven steam railroad but 
with the Boston & Albany Railroad. In this manner a great terri- 

, tory in this State is likely to be served as it never can be served i f  
the group is cut off from  all relation to steam railroads.

After its statement, as thus outlined, of the situation which 
it found to exist, the commission proceeded to a consideration of 
the solution which would best serve the public interests. Its 
suggestions along this line are pregnant with possible answers to 
the question submitted to this Board, whether considered as one 
of general policy, or as one to be confined to the treatment of the 
sixteen companies formerly controlled by the New Haven Com
pany. While it is true that that railroad company has parted 
with its ownership and control of those street railway companies, 
it has disposed of them as an entirety. It is probably not yet 
too late, therefore, for the Commonwealth to secure for the peo
ple of the territory affected the benefits of a united and finan
cially responsible ownership, if such seems to this Board, as it 
did to the Commission on Commerce and Industry, to be desir
able. An enabling or permissive act, instead of the compulsory 
statute suggested by the Commission on Commerce and Industry, 
which, as a result of the transfer of the New Haven Company’s 
title, is no longer appropriate, would probably insure this result, 
and the act might well authorize any of our railroad companies 
to take advantage of its terms. The following extracts from the 
report of that commission may therefore be at least suggestive, 
and perhaps helpful, to this Board in the prosecution of the in
quiry which it has been requested to conduct: —

F or the purpose, therefore, o f  holding together these sixteen street 
railways, at least until it appears desirable to dismember the com



bination, and of putting them in a manageable position, the com
mission recommends that the New Haven Company be required . . . 
to transfer the shares of Massachusetts street railway companies 
. . .  to a new corporation to be formed for the purpose, the shares 
of the new corporation to be issued on an equitable basis in exchange 
for the shares transferred. In order that the arrangement may be 
subject to subsequent adjustment by the State if necessary, . . . 
it should be provided that the new corporation may be obliged to 
dispose of any of the stock of the street railway companies if the 
Board of Railroad Commissioners shall certify, at any time within, 
say, ten years, that it is for the public interest that this be done. 
. . .  To insure that the experiment be always watched and managed 
in the public interest, it might be well to have the State represented 
on the board of directors.

The arguments of the commission in favor of trying the experi
ment are certainly worthy of careful consideration, for possible 
objections are reduced to a minimum, while the widest opportu
nity would be furnished for securing many obvious advantages, as 
the commission thus points out: —•

By this arrangement not only would the embarrassing matter of 
the final disposition of the street railways be left until it shall be
come clearer, . . . but the management of the street railways in the 
meantime would be simplified; and if there are dangers in a co
operative management of street railways and steam railroads, those 
dangers will be largely eliminated in a plan which gives the State 
such powers. The stock of the new company given in exchange 
would belong to the New Haven Company, . . . but the actual ad
ministration of the street railways would be distinct from that of the 
steam railroads. . . .  In the judgment of the commission there 
would be great value in such an opportunity to put the management 
of a large system of combined street railways into the hands of one 
responsible company, which should not only work in conjunction 
with the New Haven Railroad, but could be compelled to make its 
service harmonize also with the Boston & Albany Railroad wherever 
the public interest might require. A valuable experiment could 
thus be tried, under public supervision, in regulating time-tables, 
rates, exchange of freight and all the other matters which sooner 
or later will have to be adjusted between street railways and steam 
railroads operating in the same territory. The details of forming 

v such a new corporation, fixing values of stock to be acquired, mak
ing sales if subsequently required, and other matters of management 
and supervision cannot be gone into at this stage; but the commis
sion recommends that if the general plan be adopted it be referred



to the Board of Railroad Commissioners to frame an act embodying 
proper provisions.

The Legislature itself has, in special instances, been called 
upon to consider this same question. Unless the defeat by the 
House of 1908 of the Berkshire Street Railway bill be considered 
an exception, and the reference of that proposition to this Board 
for further study and report negatives such an assumption, the 
decision of the General Court has, in every case which has been 
presented to it, been favorable to a control of one kind of com
pany by the other.

Special instances showing the attitude of the Legislature con
cerning the joint management of railroads and street railways 
are the following: —

St. 1890, chapter 368, authorized any railroad corporation or 
street railway company to build and use the Meigs system of ele
vated railway in any city or town where its tracks were located, if 
the city council of the city or the voters of the town assented 
thereto.

St. 1896, chapter 511, authorized the Worcester & Shrewsbury 
Railroad Company to lease its railway and property to the Worces
ter Consolidated Street Railway Company.

St. 1902, chapter 452, authorized the Grafton & Upton Railroad 
Company and three street railway companies severally to lease or 
consolidate.

St. 1907, chapter 419, authorized the Fitchburg Railroad Company 
to purchase and hold the evidences of indebtedness and the capital 
stock, or any part thereof, of the Conway Electric Street Railway 
Company.

St. 1910, chapter 601, authorized the New York, New Haven & 
Hartford Railroad Company to purchase all or any part of the 
capital stock of the Berkshire Street Railway Company.

St. 1912, chapter 183, authorized the Boston, Revere Beach & 
Lynn Railroad Company to purchase the capital stock and debt of 
the Point Shirley Street Railway Company.

This unanimity in favoring the control of street railways by 
railroads is certainly significant. This Board in 1905, the 
recess committee of 1905-06, the two legislative committees of 
1906 all favored such a control as a matter of general policy. 
The Commission on Commerce and Industry favored it in the 
special case, of wide general interest, which came within the 
field of its investigation. Five different Legislatures have a.p-



proved it in special cases where enabling statutes were sought. 
While this unbroken series of favorable decisions may not be 
conclusive as to the true answer to the question addressed to this 
Board, it at least lends added interest to a consideration of some 
of the possible arguments which have influenced this uniform 
result.

The only exception to this uniform result of official consid
eration of this question is that of the Railroad Commissioners in 
special report on the question of allowing the New Haven Rail
road to hold the stock of the Berkshire Street Railway Company. 
The conclusion of the Board in that instance seems clearly to 
have been based upon this proposition enunciated by the Board: 
“  Private capital can be secured for the construction of additions 
to and extensions of street railway or other lines in Massachu
setts when sound and reasonable public demands exist. The past 
experience of Berkshire County has confirmed this view.”  To 
persons entertaining that proposition, the position of the peti
tioners for some kind of legislation to secure additional transpor
tation facilities in western Massachusetts of course has no stand
ing. It may even be open to doubt whether either the Fitchburg 
Railroad or the Boston & Albany Railroad west of Springfield 
ought to have been built, as each was made possible only by the 
use of the Commonwealth’s credit and funds.

General Consideration in Favor of a Combined General Manage
ment of Railroads and Street Railways.

Two propositions are indisputable: first, the paramount con
sideration in this whole question, and the one which has influ
enced, whether to a right or wrong conclusion, the different 
bodies whose decisions have been referred to, and which must 
finally determine the policy of the Commonwealth, is the promo
tion of the public interests; second, the character and reliability 
of the transportation facilities afforded a community touch the 
public more intimately, and as those facilities are good or bad, 
advance or retard public progress more vitally than any other 
modern industrial or commercial activity.

A single unified and responsible management, rather than 
numerous weak managements, has become the settled policy of 
the Commonwealth.

As regards the first proposition, that regulated monopoly is 
desirable, the policy of this Commonwealth is well settled. Leg
islation and the reports of numerous tribunals have settled that



question. The review of railroad history by the recess committee 
and the repeated statements of this Board admit of no doubt that 
we are finally committed to the consolidation and unification of 
agencies conducting a similar kind of transportation service. 
This is true of parallel and so-called competing lines, as well as 
of merely connecting lines. Among railroads the lease of the 
Boston & Providence to the Old Colony, and later the lease of 
both to the New Haven; the lease of the New England to the 
New Haven; the lease of the Boston & Lowell to the Maine, and 
then the consolidation of the Maine with the Eastern; the lease 
of the Fitchburg and the sale of the Central Massachusetts 
(built for the express purpose of competing with the Fitchburg), 
both to the Boston & Maine, are striking examples of the con
solidation of parallel and competing lines. So, among street 
railways, the absorption of the Highland (conceived only as a 
competitive line) with the Metropolitan in the West End; of 
the competitive Charles Fiver with the Cambridge; the Lynn 
Belt with the Lynn & Boston; the Essex Electric with the 
Naumkeag (both of Salem) ; the Worcester & Suburban with the 
Worcester Consolidated are a few of the many instances which 
might be cited.

The nature and general purpose of railroads and street rail
ways are not sufficiently different to malce their operation under 
single managements, or at least in close relations, unwise.

It is manifestly too late to seriously argue that railroads and 
street railways should not be combined under single management 
because they are both engaged in transportation, or because, 
while so engaged, they may seem to be competitors. Indeed, if 
the street railways were railroads operated by steam there would 
be, in the sight of our established policy, based both on legislation 
and practice, no issue open for discussion. This fact gives im
portance to the question of how far there is any inherent differ
ence between the two classes of transportation. Certainly it 
cannot be successfully denied that they have been approaching 
each other in methods of construction and operation.

Similar Motive Power.
The adoption of electric motive power on street railways 

began in 1888. Every street railway built since that year has 
been equipped for electric operation, and all the then existing 
lines have substituted electricity for horses. By St. 1892, chap
ter 110, the railroad corporations were authorized by the Legis



lature to use electricity as a motive power. In other jurisdic
tions considerable progress has been made in its adoption upon 
railroads. The New Haven Company has been noticeably enter
prising in introducing the change. Its Nantasket branch, its 
line between Providence and Fall River, and its main line from 
Stamford to New York are now equipped and operated by elec
tricity. The New York Central is thus operating its New York 
passenger terminals, and the Pennsylvania, after several years’ 
trial of the new system upon its Atlantic City line, has made 
contracts for the equipment of its new and extensive terminals 
in New York City. There is a general and apparently well- 
founded feeling that we are at the beginning of a rapid and 
general substitution of electricity for steam on many of our 
railroads.

Similarity in Rolling Stock and Track Construction.
While the railroads have been approaching the street railways 

in the adoption of motive power, the street railways have been 
borrowing from the former their type of cars and tracks. Street 
railway cars have been steadily increasing in size and solidity of 
construction, until to-day there is no apparent difference in 
many cases between the cars now on the two kinds of railways as 
respects general appearance and mechanical features.

All the recent track construction of street railways, except in 
paved and congested city streets, differs in no essential respect 
from that of our railroads; the ties are as long and as close 
together, the rails as heavy, and the ballasting as substantial. 
Indeed, the requirements of this Board as a condition to ap
proval of locations under St. 1903, chapter 399, emphasize 
this similarity of construction. Rails must weigh not less than 
60 pounds per yard, ties must be not less than 7 feet long and 6 
inches square, and spaced not more than 3 feet on centers, while 
roadbed must have not less than 18 inches of suitable ballast 
below base of rail, and must be properly drained. (See the 
Board’s circular, 1903.)

This practice of solid and permanent construction has been 
especially noticeable in the street railway extensions projected 
by the New Haven Railroad, of which the line from the Massa
chusetts boundary to Bennington, A7t., and the Fiskdale exten
sion of the Springfield and Eastern (completing the connection 
between Springfield and Worcester) are types.



The increased use of a private right of way for street railways 
should not be overlooked. Of the 82 companies reporting to the 
Board on Sept. 30, 1907, 56 operated some portions of their rail
ways upon private land. The more recently constructed lines, 
like those projected by the New Haven Company, mentioned 
above, are almost entirely upon a private right of way.

Sim ilarity o f Operation.

In its recent recommendations respecting operation of rail
roads this Board has frequently, if not invariably, included street 
railways. In many of its reports upon street railway accidents 
it has recommended the adoption of the same or similar methods 
as those already followed upon railroads for greater safety in 
operation. See among other instances the Board’s discussion of 
block signals, report for 1906, pages 64, 65, which “  applies as 
well to street railways whose cars are run at high speed; ”  the 
recommendation of a telephone or other “  effective method of 
controlling the movement of cars,”  and the use of “  lights, not 
dependent on electricity, at the rear end of all interurban cars,”  
in report for 1908, pages 226, 227; comments on the Shrews
bury accident on the Boston & Worcester, report for 1904, pages 
211-214; the need of power brakes and official time-tables for use 
of employees, Marlborough ease in report, January, 1903, pages 
76, 77. “  Experience has shown that with the more expensive
roadbed and equipment, the heavier rail and larger cars, there 
has not been the corresponding and expected development of per
manent business. . . . With . . . the nearer approach to rail
road conditions has come the increased demand of the public for 
expenditures in the interest of safety and comfort . . . , as, for 
example, in construction of double track, installm ent o f  signal 
system s and establishm ent o f waiting room s.”  (Keport, January, 
1905, p. lxvii.)

S im ilarity o f  the T w o K in d s  o f Transportation  recognized  in
Legislation .

The legislation of the Commonwealth has been constantly 
tending to a recognition of the absence of essential differences 
between the railroads and street railways in their more impor
tant features. These instances have been so numerous that only 
a few, selected at random, need be mentioned to indicate their 
tendency.



Crossings of Railroads and Street Railways.
By St. 1894, chapter 426, the prohibition of the crossing of 

one railroad by another railroad at grade without the approval 
of the Railroad Commissioners, which had been in effect since 
1872 (chapter 53, section 12), was extended and made to apply 
to the construction of a street railway across a railroad at grade, 
or a railroad across a street railway at grade.

Inspectors of Railroads and Street Railways.
By St. 1897, chapter 376, the duties of railroad inspectors, 

which, by St. 1894, chapter 535, originally providing for the 
appointment of railroad inspectors, had been confined exclu
sively to railroads, were extended and made equally applicable 
to street railways.

Interference with Signals made Criminal.
By St. 1899, chapter 252, the heavy penalty imposed for in

juring signals, etc., of a railroad, first enacted in 1876 (chapter 
63), was extended to apply to street railway signals.

Expert Examination of Bridges.
By St. 1899, chapter 286, the requirement for a biennial expert 

examination of bridges and a report upon their condition, im
posed upon railroads in 1887 (chapter 334), was extended and 
made to apply to street railway bridges; and street railway com
panies were thereafter obliged to submit, like railroad corpora
tions, all bridge plans before constructing new bridges.

Regulation of Fares.
St. 1901, chapter 180, repealed the provisions peculiar to 

street railways for the regulation of fares, and made all proceed
ings thereafter relating to this matter subject to the provisions 
applicable to railroad corporations. Up to that time the provi
sions for the regulation of fares upon railroads and street rail
ways had been very different.

Certificate of Safety for Operation.
By St. 1901, chapter 368, the prohibition which had been in 

effect since 1874 (chapter 223), against opening any railroad 
or extension thereof for public use without a certificate of the



Railroad Commissioners that it was safe and in proper condition, 
was extended and made applicable to street railways.

Abolition of Grade Crossings.
By St. 1902, chapter 440, street railway companies were made 

liable to contribute to the expense of abolishing grade crossings 
of railroads with highways containing street railways, and were 
given the right to petition for such abolition; and

By St. 1903, chapter 476, street railway companies were given 
the right to take land by eminent domain, and the statute pro
vided that, as respects the grade crossing of a highway by a 
street railway on its private location, the street railway company 
should be considered a railroad corporation with the liability 
to pay 65 per cent, of the expense of abolishing such crossing.

Business of Street Railway Companies extended to include
Freight.

By St. 1903, chapter 202, the authority which, in numerous 
special instances and to a limited extent, had been granted indi
vidual companies to do a freight business, was extended to all 
street railways without limitation other than what might be 
imposed by local boards or the Railroad Commissioners.

Four years later, by St. 1907, chapter 402, authority was 
given to this Board to require street railway companies to under
take a freight business, notwithstanding the refusal of local 
boards to permit it.

Railroad and Street Railway Police.
By St. 1906, chapter 463, Part I., section 4-9 et seq., the pro

visions respecting the appointment, powers and duties of street 
railway police were made identical with those of railroad police. 
Theretofore these provisions had been different regarding rail
road and street railway police. (See St. 1895, chapter 318, 
which first provided for the appointment of street railway police, 
and compare its provisions with P. S., chapter 103, sections 13, 
18, 20.) The appointment of railroad police was first authorized 
in 1871 (chapter 331), and of street railway police by the statute 
just mentioned, 1895, chapter 318.

Issue of Stock and Bonds.
The Board is too familiar with the similarity of the legislative 

treatment of this subject of both railroads and street railways



to require a reference to the numerous statutes. Mention may, 
however, be made of St. 1908, chapters 620 and 636, the former 
authorizing both railroads and street railways to issue indebted
ness against premiums paid in on stock, and the latter changing 
the method of fixing the price upon new shares of stock. Both 
these statutes apply equally to street railway companies and to 
railroad corporations, and neither applies to any other public 
service corporation, nor are there, I believe, any similar provi
sions in other statutes relative to other puhlic-service corpora
tions.

Public Interest in Street Railways as affected by their Physical
and Financial Condition.

No one, however strongly opposed to the acquisition of interest 
in street railways by railroads, will deny that the best possible 
transportation facilities are essential to the prosperity and con
tinued development of a community. Street railways represent 
a large part of such facilities in this Commonwealth. An exam
ination, therefore, of their history and present and probable 
future development under the conditions heretofore existing is 
necessary to a determination of the question upon which the 
advice of this Board has been asked.

Growth of Street Railways.
The use of electricity as a motive power began in 1888. In 

the Railroad Commissioners’ report for January, 1889, only a 
page and a half of the one hundred and six pages is devoted to 
the subject of street railways. That report showed for all the 
street railway companies, 46 in number, making returns to the 
Board, gross liabilities of $18,464,100.76; total length of track, 
561.818 miles; average cost per mile of main track, $33,687.71; 
total number of passengers carried, 134,478,319; gross income, 
excluding rentals of leased roads, $6,824,317.34; and total num
ber of persons employed, 5,531.

Nineteen years later, in the report of January, 1908, it appears 
that returns were received from 85 companies, representing gross 
liabilities of $153,847,903.47; total length of track, 2,817.875 
miles; average cost per mile of main track, $55,428.75; total 
number of passengers carried, 600,695,816; gross income, exclud
ing rentals of leased roads, $29,746,084; and total number of 
persons employed, 18,181.



For ease of comparison these figures are here presented in a 
table: —

1888. 1907.
Per Cent, 

of
Increase.

Gross liabilities,....................................................... $18,404,100 76 $153,847,903 47 733
Total length of t r a c k , ..................................... 561.818 2,817.875 401
Average cost per mile of main track, $33,687 71 $55,428 75 64%
Total number of passengers carried, . 134,478,319 600,695,8161 346%

Gross income, excluding rentals of leased roads, $6,824,317 34 $29,746,084 335o/io
Total number of persons employed, . 5,531 18,181 228%

1 Computed on the basis of counting as one passenger each 5 cents paid as fare. It must 
be remembered that on long lines this method exaggerates the actual number of passengers.

Certainly these figures are eloquent of the tremendous exten
sion of street railway transportation. They demonstrate with 
equal force the public appreciation of these facilities, and the 
dependence of the public upon a satisfactory continuance of this 
great addition to the means of transportation which the last nine
teen years, under the impetus of electricity as a motive power, 
have brought. For the most part this expansion has been real
ized by small, independent companies, and the existing railways 
are to-day being operated by such companies. Two questions 
are at once suggested: first, what is the prospect of a continuance 
of a safe, convenient and satisfactory operation of the lines now 
in existence? second, what is the prospect of further develop
ment and extensions of the existing street railway lines ?

Uncertainty as to Future Satisfactory Operation and Reasonable 
Extension of Massachusetts Street Railways under Existing 
Conditions.

The answers to these questions must depend largely upon 
financial considerations. If the gross earnings of the existing 
railways are adequate for the proper operation and maintenance 
of the properties, the public may confidently expect a continu
ance of satisfactory operation, upon convenient schedules, over 
substantially built tracks, equipped with all proper devices for 
protecting the safety of passengers. Similarly, if the earnings of 
the existing railways are sufficient to provide not only for their 
proper maintenance and operation, but, further, to realize a



satisfactory return to the people who have invested their capital 
m the enterprises, it may reasonably be expected that the evi
dence of prosperity thus afforded will furnish a sufficient induce
ment, to the same or other investors, to contribute money for the 
construction of additional lines or for the extension of existing 
lines. Analysis of the figures given above, and a statement of 
them upon a percentage basis, discloses some features rather 
disturbing to one who expects an affirmative answer to the two 
questions.

The most permanent fact in the comparative table of 1888 
results and those of 1907 is the tremendous disproportion be
tween the percentage of increase in gross liabilities and the per
centages of increase in the total length of track, the number of 
passengers, and, most of all, in the gross income. The compa
nies have increased their liabilities by the enormous amount of 
133 per cent., in order to earn only 335 per cent, more revenue 
in carrying only 346 per cent, more passengers upon 401 per 
cent, more miles of track. In this relative disproportion of 
increase in liabilities compared with increase of revenue, pas
sengers and tracks will be found the key to the unsatisfactory 
financial results in the operation of our street railways herein
after pointed out, and the subject of frequent and forcible com
ment by this Board in its annual reports. Immensely increased 
fixed charges, in the form of interest upon debt and of taxes 
upon capital, unattended by a corresponding increase in revenue, 
is the rock upon which so many companies have landed in insol- 
vency, and still more in an inability to show a clean balance sheet 
at the end of the year.

Perhaps the most significant item in a comparison of the 
figures for the two years, 1888 and 1907, is that of dividends. 
Owing to the greater operating cost with horses than with elec
tricity, there has been a general impression that the electric 
railway was far more profitable than its predecessor. Probably 
this never was a fact. At anjr rate, it has certainly long ceased 
to be one.

The report for the year 1888 contained the names of 46 street 
railway companies. Excluding, however, 1, of which the report 
was defective and for which, therefore, no figures were given, 1 
which was a freight railroad operating in the streets, 6 which 
were consolidated during the year, 4, the railways of which were 
under lease, and 4, the railways of which had not been com
pleted, left only 30 companies on Sept. 30, 1888, which were



operating their own railways. Of these 30 companies 17, or 
56% per cent, of all the operating companies at the end of the 
year, paid dividends. Of the 17, 5 paid 3 per cent., 1, 5 per cent, 
and the other 11 paid from 6 to 10 per cent.

For the year ending Sept. 30, 1907, the list contained the 
names of 85 companies. Three, however, were consolidated dur
ing the year, 3 were under construction, and the railways of 17 
were leased. This left 62 companies operating their railways at 
the end of the year. Of these 62 companies, 22, or only 35%0 
per cent, of all the operating companies, paid dividends. Of 
these operating companies which paid dividends 4 paid 2 per 
cent, or less, 1 paid 2%  per cent., 1, 3 per cent., 1, 4 per cent., 
3, 5 per cent, and 1, 5%  per cent., while only 11, or the same 
number as nineteen years before, paid 6 per cent, or over. Of the 
40 operating companies which paid no dividends, 20 showed 
some profit and 20 showed an actual deficit.

Of the 9 new companies which began to operate their railways 
after Sept. 30, 1902, not a single one paid a dividend in 1907. 
Of the 22 operating companies which paid dividends in 1907 the 
names of 12 were on the list of companies for 1888, and 6 of 
those 12 paid dividends in 1888. Of the 50 companies organ
ized since 1888, which were still operating their railways on Sept. 
30, 1907, only 10, therefore, paid dividends in 1907.

Such an exhibition as this hardly furnishes an attractive field 
for the investment of additional private capital. It is a well- 
known fact, also, that notwithstanding the great general pros
perity from Sept. 30, 1902, to Sept. 30, 1907, new street railway 
projects in this Commonwealth experienced great difficulty in 
raising needed capital to build their roads. The probability of 
a termination of street railway construction might not be so 
serious a matter if it be assumed that we have enough such rail
ways already.

The other question of the proper and safe operation of the 
existing railways is, however, more serious. With 20 of the 
operating companies, almost one-quarter of the number, .failing 
in 1907 to make both ends meet, what assurance can there be of 
safe and proper maintenance and operation of the railways of 
those companies? With 20 more not earning enough to pay 
dividends, how much prospect is there that the stockholders of 
those companies will contribute additional capital for needed 
improvements, to keep their railways up to date? These aspects 
of the street railway situation are not new. They are perfectly



familiar to this Board, and through the reports of this Board 
should be familiar to the public.

In its annual report for January, 1896, when the total street 
railway mileage of the State was only 1,15514 miles, the Board 
called attention to the decreasing rate of return on street railway 
investments.

The prevalent idea as to the great and increasing profitableness 
o f  electric railway operation appears to be based on two striking 
and unquestionable facts. The first, the rapid growth in volume 
o f traffic, has already been noticed. The other is the remarkable 
reduction, since the use o f electric power, in the ratio o f  operating 
expense to gross earnings, —  from  about 80 to 69 per cent. . . . 
I f  it were not for  the increase in the volume o f  traffic and the re
duction in the ratio o f  operating expense, it is quite certain that 
the career o f the electric railway would be a brief one.

Notwithstanding the facts referred to, the truth appears to be that 
the electric railway is not, on the whole, earning so large a net 
percentage on the capital investment, or paying so large a dividend 
to the stockholder, as did its predecessor, the horse railway; and 
this will be found to be as true with respect to the city as the 
country railways, taken as a class. —  (Report, January, 1896, pp. 
107, 108.)

After making a comparison -between the results of operation 
in 1885 and 1895 the Board said: —

The above comparison would, o f  course, be inconclusive i f  the 
electric system w7ere now gaining year by year in the ratio o f  net 
earnings and divisible income to capital investment. On the con
trary, the ratio has been declining with the increase in the use o f 
electric pow er.—■ (Report, January, 1896, p. 109.)

Regarding the business as a whole at that time, when the mile
age was not much more than half what it is at present, the Board 
said: —

It is not by any means intended to convey the impression that 
electric railway operation is, or is destined to be, a financial failure. 
The idea that it is likely to prove a source o f  extraordinary or ab
normal profit must, however, be abandoned. It is a close business, 
yielding with skilful and prudent management only a fa ir average 
return, quite within the limit allowed by statute and conservative 
opinion as adequate and proper for  investments o f  this character. 
—  (Report, January, 1896, p. 110.)



The effect of the large increase in mileage since 1895 as 
observed by the Board will be considered a little later.

Begarding the item of maintenance, even at that comparatively 
early stage in the history of electric street railways, the Board 
laid down certain views, the soundness of which has been since 
fully justified: —

The establishment and maintenance of an electric railway is a 
very different thing in point of cost and expense from that of the 
horse railway. . . . There has been, besides, a very considerable 
shrinkage in the value of the electric railway properties which were 
built or reconstructed some years ago, owing to the large reduction 
in price or market value of material. . . . Many of the companies 
require, in order to place or maintain themselves on a sound finan
cial basis, to charge off from their property accounts large sums 
for shrinkage and depreciation of this character, if of no other 
character, as soon and as fast as their surplus earnings will permit. 
—- (Report, January, 1896, p. 110.)

Again in its report for January, 1898, the Board said: —

The limit of profitable railroad construction in this State appears 
to have been reached, and in not a few instances surpassed, some 
years ago. That there is such a limit in street railway construction, 
and that it has also been transcended in at least a proportion of 
cases, the above figures, if they do not demonstrate, tend strongly 
to show.

In its report for January, 1905, nine years after the first report 
from which extracts have been quoted, the Board again discussed 
this subject. The situation was so admirably summed up in 
that report that I quote extracts as follows: —

S t r e e t  R a i l w a y  C o n d i t i o n s .

The street railway returns of the year are suggestive. Of 74 op
erating companies, 30 failed to earn expenses and fixed charges; 
25 paid dividends; of the 25 which paid dividends 14 earned them 
during the year. Five companies, as stated above, have been in the 
hands of receivers.

Very few companies beside keeping their railways in good repair 
reserved for depreciation what prudent management would require. 
Generally, present necessities only have been met, the future with 
its inevitable expense of replacement and reconstruction being 
allowed to look out for itself.— (Report, January, 1905, p. lxvi.)



Referring to the explanation of abnormal weather for the poor 
financial showings, the Board observed: —

and while it is agreed that the past year was an extraordinary one, 
it is plain that the weather did not drive five companies into in
solvency and others perilously near it. The evil is more radical. 
In the early days of the change from horse to electric railway, pro
motion ran wild with the idea that immense profits were to he 
realized in the extension of the old and in the construction of new 
railways as electric roads in any and every direction; that where 
no business was in sight it would appear under the creative magic 
of the electric car. . . . Experience has shown that with the more 
expensive roadbed and equipment, the heavier rail and larger cars, 
there has not been the corresponding and expected development of 
permanent business. Operating cost, too, in heating cars and in 
repair and renewal of plant, has proved larger than was expected. 
With the new accommodation and the nearer approach to railroad 
conditions has come the increased demand of the public for ex
penditures in the interest of safety and comfort which had not been 
counted upon, as, for example, in construction of double track, in
stallment of signal systems and establishment of waiting rooms. — 
(Report, January, 1905, p. Ixvii.)

After stating that capital has been invested in undertakings 
“  now represented by roads run not only without return upon 
the investment but at an actual loss of capital,”  the Board con
tinued : —•

In such cases the future promises as possible events: the accept
ance of an unsatisfactory service as better than nothing; an increase 
in fares; or the abandonment of the railway. It is a source of 
gratification that under our restrictive laws, while capital has taken 
its own risk as to the earning capacity of these enterprises, in no 
case has there been an issue of stock or bonds in excess of the fair 
cost of the railway property, to act as a contributing factor to the 
existing troubles.—• (Report, January, 1905, p. Ixvii.)

In the report for Jan. 1, 1908, the Board, in commenting 
upon the need of renewals, said: —

Among the smaller companies, especially those serving sparsely 
settled communities, the period has arrived when considerable sums 
of money must be spent for repairs and renewals of property. 
Many have been unable to earn a sufficient sum above their operating 
expenses and fixed charges to place them in the dividend-paying



class of roads, and the problem in operation for these as well as for 
some of the larger roads will be, not only that of paying dividends, 
but of making renewals of track and replacements of rolling stock 
without impairment of capital.— (Report, January, 1908, p. 63.)

Conclusions from History and Present Condition of Street Rail
ways as to Probability of their Future Maintenance and 
Extension.

This somewhat cursory study of the history of our electric 
railways will probably, as an exhaustive study of the facts must 
conclusively, satisfy any impartial investigator that the pros
pect of a really satisfactory operation under present financial 
conditions and independent managements is most discouraging, 
and that the hope of a substantial extension of street railways, 
either by the existing companies or by new companies, has little 
foundation. To the public, therefore, dependent upon many of 
these existing companies for street railway service, or desiring 
extensions of the present street railway facilities, the possibility 
of the acquisition of the railways by strong railroad corporations 
will not probably seem the terrible calamity that a few theorists, 
acquainted merely with the excellent street railway service of 
Boston, would paint it. Even if left to their own uncontrolled 
wishes, it is difficult to believe that any of our railroad corpora
tions could operate the twenty street railways, for example, 
which show deficits at the end of the year, as badly as the pres
ent owners would be compelled to operate them with no induce
ment to contribute fresh capital themselves to make up the 
deficits, and with no ability, on the showing of the companies, to 
borrow such fresh capital from others. It may well be asked, 
however, whether in the face of such an exhibit the railroad cor
porations would care to acquire street railways, and what would 
be the probable result.

The Similarity between Present Street Railway Conditions and 
Railroad Conditions Thirty-five Years ago.

Light may sometimes be obtained as to the best solution of a 
present problem, and the probable effects of adopting such a 
solution, by studying analogous situations in the past, the rem
edy which was applied, and the results which have been experi
enced in subsequent years. .

For the year ending Sept. 30, 1874, the Railroad Commis
sioners’ report contained returns of 61 railroad corporations, of



which, apparently, 32 were operating their own railroads, the 
railways of 21 were leased, 5 were operated by other corporations, 
and 3 had not completed their roads. Of the 61 corporations 
only 29 paid dividends.

The railroads of the State, as were subsequently its street rail
ways, were originally almost exclusively built, and at first oper
ated, as small, independent lines. Prior to the panic of 1873, 
while many of the older independent companies had been con
solidated, there was great activity in the promotion and con
struction of new railroads. As we have just seen to have been 
true of the street railways, this construction of railroads far 
outran the remunerative demand for them. Although by 1874 
many of the smaller roads had been merged in or leased to more 
responsible corporations, there were still in that year 29 corpora
tions with completed railroads paying no dividends.

The situation with which the public of the Commonwealth was 
confronted was a serious one. The service rendered not only 
by the companies which were paying, but by the others which 
were not paying, and of which many were in danger of bank
ruptcy and some had already been overtaken by it, was of great 
value to the people of Massachusetts. Many of the unprofitable 
roads had been undertaken to meet an obvious need for better 
transportation, but not a need sufficient to make the corporations 
self-supporting. The volume of their business was not sufficient 
to make them self-supporting, even with any possible increase 
of rates which would not be so high as to be prohibitive of busi
ness. As was pointed out by this Board, in speaking of increases 
of street railway fares in its report for January, 1906, page 53. 
“  as predicted, increase in cost of travel has resulted not infre
quently in such decrease of patronage as to make the change un
profitable as well as unpopular.”

Apparently the public dependent upon these railroads, and the 
corporations owning them, were confronted by the choice of evils 
pointed out by this Board in its report for January, 1905, page 
Ixvii., in its discussion of the unsatisfactory street railway con
ditions : “  In such cases the future promises as possible events: 
the acceptance of an unsatisfactory service as better than noth
ing; an increase in fares; or the abandonment of the railway.”  
The increase of fares not being, as the Board itself observed the 
next year in the case of street railways, a solution for the railroad 
problem of thirty-five years ago, and the acceptance of an unsat
isfactory service as a permanent arrangement being something



which the public of Massachusetts would not accept, while the 
absolute abandonment of the railroads seemed an intolerable 
calamity, necessity disclosed one other recourse. The Legisla
ture began to encourage the rapid acquisition of the small, weak 
and unprofitable railroads by their stronger and financially abler 
neighbors. In an apparently carefully prepared article which 
appeared in the Boston “ Globe”  under date of Nov. 10, 
1907, was given a list of various railroads absorbed into the 
present principal operating railroad corporations of the State. 
This list showed that the New York, New Iiaven & Hartford 
Railroad Company consisted originally of 49 separate corpora
tions, of which 29 were merged in the two decades, from 1810 
to 1S90; that the Boston & Maine was similarly made up from 
51 corporations, of which 23 were absorbed between 1870 and 
1890; and the Boston & Albany was made up of 8 companies, 
all but 1 of which were absorbed during the same two decades.

That this policy, which at the present time, with two or three 
negligible exceptions, reduced the operating railroad corporations 
of the Commonwealth to three, lias proved of the greatest benefit 
to the public, and has preserved for many communities, which 
otherwise must have lost them, railroad facilities, is matter of 
public knowledge. Official confirmation that such has been the 
result is not, however, lacking. The following extract from the 
report of this Board for 1893 shows at once how rapid had been 
the amalgamation of the weak railroads with the strong ones 
during the two decades which we have been considering, and 
with equal emphasis shows the great advantages which have 
resulted to the public: —

There is probably no question o f  general railroad policy on which 
there has been within recent years so radical a change o f public 
opinion as on the consolidation o f independent railroad lines under 
one corporate control. The reversal o f  the policy o f  legislation in 
this regard has been equally marked. . . .

Other things being equal, experience has amply shown that long 
railroad lines are operated with greater convenience to the public 
than short lines, and that as a rule strong railroad corporations fur
nish a better and cheaper service than weak corporations. The 
announcement that an agreement has been reached for  the union or 
joint operation o f  two or more roads within the State, or o f  roads 
within the State with those without, is therefore, with rare excep
tions, no longer received with a grave apprehension o f  loss or p re j
udice to the interests o f  the public, but rather with the expectation



of larger facilities for freight and passenger traffic, better stations 
and equipment, more stable and liberal rates, greater ability and 
higher standards of management, and a generally improved railroad 
service. . . .

Twenty years ago, in 1872, there were no less than 36 independent 
corporations engaged in the construction and operation of as many 
different railroads in Massachusetts. Eight of those corporations, 
whose names appear in the following table, and which in 1872 op
erated only 735 out of the 1,658 miles of railroad then built, now 
operate 2,013 out of a total of 2,095 miles. — (Report, 1893, pp 4 
and 5.)

R hy Railroad Corporations should be willing to acquire Inter
ests in Street Railways.

rhe first and most obvious answer to this question is that, 
under similar circumstances, the railroads were willing to take 
over the weak and unprofitable railroads thirty-five years ago. 
If the proposition is sound, that the electric railways are con
stantly becoming more like railroads, and no one familiar with 
the lines of electric railway in rural districts, at any rate, can 
doubt it is true, it would follow that whatever reasons influenced 
the railroad corporations in the acquisition of small railroads 
would be of equal force in leading them to acquire what, in fact, 
are similar railroads except that they are operated by electric 
motive power. Any policy of railroad management beneficial in 
the long run to the railroads must be also beneficial to the pub
lic. Such has been the result, as was so forcibly pointed out by 
this Board in its 1893 report, of the acquisition of the weak 
railroads by the strong ones. Indeed, it is difficult to draw a 
distinct line between advantages to the railroads and the advan
tages to the public. The reasons for the benefit to the railroads 
are reasons which should influence the public in permitting the 
acquisitions, while the reasons for the benefits to the public 
should influence the railroads in seeking to make the acquisi
tions. If, however, specific reasons are desired, they can be 
easily given.

Value of Street Railways as Feeders.
To a Board familiar, as is your own, with the principles of 

transportation, the value to a large railroad corporation of 
numerous feeders or branch lines needs no elaboration. This 
value has even been recognized by the courts in many rate 
cases, holding that a railroad is not justified in charging upon a



branch or feeder such a rate as will necessarily make the opera
tion upon the branch profitable in itself. The reason for such 
decisions is logical, the courts holding- that the profit upon the 
long haul over the main stem warrants a lower rate upon the 
branch than would be possible if the branch were independently 
operated. Delaware State Grange v. New York Pnn. Ry., 3 
Int. Com. Rep. 554, 1891; Missouri Pacific Ry. v. Smith, 60 
Ark. 221; Railway Co. v. Gill, 54 Ark. 112.

In this connection one of the advantages to the public result
ing from the acquisition of the trolley lines is apparent. As 
independent companies each of these trolley lines has the right, 
within wide limits, to charge such rates as will at least enable 
the company to continue operation; while as auxiliaries to the 
railroad the prosperity of the entire system will in large measure 
govern the rates upon the unprofitable branches. To the patrons 
of the twenty street railway companies which are failing to make 
both ends meet this is a consideration of no small importance. 
To the patrons also of the twenty other companies which paid 
no dividends, although earning some profits, the consideration is 
likely in the near future to become important. Certainly this is 
true if, as there is every reason to believe, the comments of this 
Board as to the necessity of large expenditures in the future for 
maintenance and renewal are well founded.

The influence upon the railroads of the acquisition of the 
street railways as feeders, with only the present amount of busi
ness which they can bring, is, however, much less than the influ
ence upon the minds of railroad managers of the expectation of 
a largely increased business for the railroads, to result from the 
development of the territory served by the trolleys when the lat
ter are operated in close relations with the railroads themselves.

Nothing is truer than that the prosperity of railroads, like 
those of Massachusetts, is absolutely dependent upon the pros
perity of the territory in whieh the railroads lie. These are all 
terminal railroads. If the population, the business, and the 
wealth of the territory decline, the success of the railroads will 
decline with them. They are not railroads running through one 
section of the country to connect two other sections. Railroads of 
that kind might retain a considerable degree of prosperity be
cause of the through business brought to them by their connec
tions, regardless of conditions in the territory through which 
they themselves operated.

The managers of our railroads are as conscious as are the



members of this Board of the dependence of the future of their 
properties upon a continuance and increase in the general pros
perity of the territory which they serve. If they can safely 
develop that teiritory they can afford to make many investments 
not in themselves, and as independent propositions, profitable. 
It is a usual thing in England for the railroads to build and 
maintain large and attractive hotels. The same is true in Can
ada and of some of the railroads in the western part of this 
country. The profitableness of these hotels is a minor consid
eration. The primary object in their construction is to induce 
travel over the railroads by making its conditions easier and 
more attractive to the public. The Legislature of Massachusetts 
has recognized this principle in authorizing street railway com
panies to maintain parks. In fact, there could not be a more sig
nal illustration of the principle than is there afforded. While 
authorizing the street railway companies to invest their capital 
in parks for the entertainment and amusement of their patrons,, 
the Legislature absolutely prohibited the requirement of any en
trance fee to the parks.

Probably no one modern agency has been so effective as the 
street railway in spreading the population over larger territories, 
and in building up parts of the State previously unutilized and 
without residents. This effect was pointed out by the Street 
Railway Commission of 1898 (see its report, printed as House 
Document No. 475 of 1898, pp. 16 and 17), and has been the- 
subject of frequent comments and articles by publicists and econ
omists.

With this demonstrated result of street railways, a result be
coming more pronounced in direct proportion to their successful 
operation and development, no wise railroad management, con
fident of its power to promote such development, would hesitate 
to make considerable investments in street railways, depending 
upon the indirect benefit to the railroad sure to follow. Think 
for a minute of the value to the Boston & Maine Railroad off 
the numerous hotels in the White Mountains. Think of the 
value to the Boston & Maine Railroad of the summer population 
on the North Shore, to the New Haven Railroad of the popula
tion on the South Shore and on Martha’s Vineyard and Nan
tucket. In the case of those two islands, does any one doubt 
that it would be the part of wisdom for the New Haven Company 
to maintain its boat lines between the mainland and the islands,



though those boat lines never showed 1 cent of profit, or even 
showed a considerable deficit at the.end of each season? Never
theless, no independent company could or would operate the 
lines of boats under such conditions.

Exactly the same thing is true of the trolley lines. Their 
operation, and still more, the certainty of a continuance of their 
operation, and, most of all, a belief that they will be well and 
safely operated by strong and financially able owners, will de
velop the population and industries in the territory which they 
serve. A comparatively short and for many years, perhaps, 
unprofitable haul upon the trolley lines will mean a loiig and 
remunerative haul of passengers or freight, or both, upon the 
lines of the railroad owning the trolloys.

The value of railroad ownership of the trolleys is fully appre
ciated in those sections of the State which have had opportunity 
to experience it. A most representative and intelligent delega
tion of seventeen citizens and officials from Berkshire County, all 
of whom had travelled at least a distance of 150 miles to attend 
the hearing to favor the Berkshire-Bennington & North Adams 
consolidation, is evidence of this appreciation. Equally valuable 
were the written opinions, submitted by Senator Allen T. Tread
way, of the selectmen of Stockbridge, the selectmen of Monterey, 
the selectmen of New Marlborough, County Commissioner Sis
son, numerous manufacturers of Southfield, and a statement 
from Mr. Treadway himself that similar letters “  from all the 
officials of that section of the State could be duplicated to any 
extent that might bear upon the case.”  Inquiry along the line 
of the Fiskdale extension, so called, of the Springfield Street 
Railway system, would find a similar state of public opinion. 
That extension, built while the New Haven Railroad was in 
control of the Springfield system, brought the benefits of trans
portation to a section which had never enjoyed anything better 
than the daily stage coach. At the hearing before this Board 
on the question of requiring the railway company to engage in 
the freight business, the Board heard from some of the residents 
of that section. Their testimony certainly showed that in their 
experience the control of street railways by railroads was bene
ficial.



With their Greater Resources and Better Command of Capital 
the Railroad Corporations can, by Development and Exten
sions, render Many Previously Unprofitable Trolley Lines 
Self-supporting.

The difficulty experienced by all but the oldest and most suc
cessful street railway companies in securing additional capital 
has already been mentioned. As is well known to this Board 
and to the financial public, while the credit and ability to raise 
money of the different railroads varies greatly, they all occupy 
a better position in this respect than most of the street railways. 
As the Aew Haven Railroad is the only one which has adopted a 
policy of acquiring street railways, its experience furnishes the 
only source of information as to the results of a control of street 
1 ail ways by railroad corporations. That experience was neces
sarily a brief one, as its plans for development were necessarily 
suspended after the institution of litigation to test its right to 
own trolleys, and as, following an adverse decision in the Su
preme Court, it became necessary for it to dispose of its equity 
in the trolleys and to therefore withdraw its financial aid.

Short as it was, however, that experience is instructive as to 
the possibility of converting unprofitable lines into profitable 
ones by a wise expenditure of additional capital. Among the 
railways acquired in the interest of the New Haven were the 
Worcester & Southbridge, a well-built but unprofitable road, 
and the Springfield & Eastern, also a well-built road, and show
ing a moderate profit upon its operation. Between the termini 
of these two roads was a stretch of 14: miles, through verv
sparsely settled country. Brimfield, with a population of only 
894 people, about 50 less than it had had five years before, was 
the intervening town. During many years unsuccessful efforts 
had been made to secure a connection through this territory 
between the two railways mentioned. Routes had been surveyed, 
preliminary organizations formed, but no practical results had 
followed or seemed likely to follow. Almost immediately upon 
the acquisition of the two railways in the New Haven interest 
the subject of constructing this connection was actively taken 
up. Money was furnished, the railroad was built, as this Board 
knows, in the most modern and substantial manner. Of the 
Id1/? miles, over 8 miles are on private land. The Board gave 
its certificate in June, 1907, for opening the line, and it has 
now been in operation about a year and a quarter. The effect



upon the earnings of the Worcester & Southbridge line has been 
marked. In the fiscal year just closed that company has, for 
the first time in its histor}^ paid a substantial dividend.

This is a single instance of an accomplished improvement, 
which is shown, by the result in earnings, to have been necessary 
to the completion of the existing independent lines, and equally 
necessary for the public accommodation. Instances where simi
lar additional construction is possible are numerous. Several 
such were pointed out to the Board in the Berkshire hearing, one 
of which, the expensive extension to Bennington, was under
taken and completed by the New Haven management during the 
short period between the acquisition of the Berkshire Company 
in its interest and the beginning of litigation to test the legality 
of such acquisitions.

Another connection built during New Haven control of the 
street railway companies was the Bircham Bend line, so called, 
4%  miles in length, between Chicopee, Holyoke and other points 
up the Connecticut valley, on one hand, and Wilbraham, Palmer 
and other points east, on the other hand, without the necessity 
of an 11 or 12 mile detour through the city of Springfield. Like 
the Fiskdale and Bennington extensions, there had been a long- 
continued public demand for it. This fact, however, only in
creases the credit to which the railroad company is entitled. 
That the former managements had projected certain extensions, 
but had been either financially unable or practically unwilling 
through a long period of years to build them, is the best evidence 
that the railroad control of the trolleys promotes instead of 
retards their development. That the first extensions constructed 
under railroad control should be those the need or convenience 
of which was already voiced in a public demand, and was already 
recognized by the former managers, is natural and proper. It 
would be strange if, neglecting this demand, the railroad man
agement of trolleys should first select for the investment of its 
additional capital the construction of extensions in localities or 
between points of secondary importance, as judged by the ex
pressed wishes of the public. This public judgment may gener
ally be safely relied upon as indicating where the greatest need
of development exists.

The main point of interest, however, is that under the rail
road control, even during the short period in which its right to 
exercise that control was not disputed, numerous extensions and 
connections were built which the public had for a long time



demanded. Of almost equal importance, as showing why the 
railroads should be willing to acquire the trolleys, the financial 
results of constructing such extensions and connections have ap
parently been perfectly satisfactory to the railroad managers.

The Hoosac valley division of the Berkshire Street Railway, 
of which the Bennington extension is practically a part, was 
acquired in New Haven interest in March, 1906. The Spring- 
held system was acquired in 1905 and the Worcester & South- 
bndge in 1904. The agitation of the question of the New Haven 
Company’s right to acquire interest in trolleys began in 1906, 
and the Attorney-General’s suit to determine that question was 
instituted in October, 1906. With the institution of that suit 
the inauguration of further construction necessarily ceased.

Construction work continued only upon such undertakings as 
had been either begun or contracted for before the suit was 
brought, yet, as a result of the railroad control of the trolleys 
mentioned for periods varying from two years to six months, 
the public is now enjoying the use of 3134 miles of additional 
railway, representing an outlay of $1,388,000, as follows: —

Bennington Connection,
Bircham Bend Connection, .
South Monson Connection, .
Fiskdale Connection, . . . .

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

The substantial and permanent kind of construction of these 
lines is well known to the Board and needs no description.

Possibilities of Increased Business for both Railroads and Street
Railways through their Joint Operation in Close Relations.
Joint Schedules. —  This is a subject necessarily incapable of 

illustration by specific examples. The results and benefits obvi
ously depend upon what railroad acquires the interest in the 
trolleys and upon what trolleys the railroad controls.

As a general proposition, people prefer the electric railways 
for short distances and the railroads for long distances. The 
adoption of harmonious schedules making close connections at 
junction points between the railways and railroads would facili
tate journeys being completed without interruption and delay, 
partly on the one and partly on the other kind of road.

Mi!es. Cost.
12.0 $612,000
4.59 98,000

.50 12,000
.14.69 666,000

31.78 $1,388,000



The united management would certainly arrange all its sched
ules to make possible the greatest number of close connections 
upon its system. This would be insured by self-interest in stim
ulating travel, even if no regard for public convenience was en
tertained. It is idle to say that such close connections might 
he arranged under separate management. Even two railroads 
independently managed seem rarely able to bring about con
venient connections at their junction points. Such arrange
ments, therefore, between a railroad and any_large number of the 
62 operating street railways with which at different points the 
railroad would connect, is clearly impossible. The diversity of 
interests and opinions would render such co-operation hopeless.

It must be borne in mind that the 62 operating street railway 
companies in this State control, each, only an average railway 
line of 36 miles. If the 3 large companies, the Boston Elevated, 
the Boston & Northern and the Old Colony, with their combined 
lines of 966 miles, be omitted, the remaining 59 operating com
panies operate an average of only about 21 miles of street rail
way each.

Continuous Routes under Electric Operation.
Reference has already been made to the legislative authority 

for railroads to use electric motive power. (St. 1892, chapter 
110. See ante, page 14. For an interesting discussion of such a 
change upon the railroads, see report of this Board for January, 
1903, pp. 8-12.)

With authority thus granted, and the disposition already 
evinced to take advantage of it, and with the practicability 
already demonstrated, it is only a question of time before the 
substitution of electricity for the steam locomotive will be largely 
accomplished. Demands for the change on the pait of the pub
lic and the press are becoming frequent. With the similarity 
already pointed out in the road-beds and rolling stock, there is 
needed only the use of the same motive power to entirely elimi
nate the necessity for a change of cars at junction points. At 
such points the street railway electric cars will be attached to 
the electric railroad cars and hauled to convenient terminals, 
just as to-day passenger coaches upon the branch railroads are 
attached to through trains upon the trunk lines and drawn to 
central points.



Increased Development of Trolley-Express Business.
The public benefit from the trolley-express business, more or 

less limited according to the judgment of the Railroad Commis
sioners, in accordance with the traffic conditions upon any partic
ular railway and the absence of other adequate freight facilities, 
is already generally recognized. From granting authority to 
engage in this business in isolated cases, the Legislature has 
successively advanced, first, to general permissive legislation, 
and, later, to general compulsory legislation to secure such bene
fits to the people of the Commonwealth wherever this Board 
deems that public interest and convenience require the carriage 
of express or freight by street railways. As collecting and dis
tributing agents in this business, the value of the street railways 
to the railroads must be too plain for argument. Many English 
railroads have for a long time maintained stations not connected 
by rail with their roads at points convenient for the collection of 
freight in different cities.

Long before the introduction of electricity, numerous charters 
were granted for freight street railways in different cities of this 
Commonwealth. Cambridgeport R.R. Co., St. 1855, Ch. 115; 
Charlestown Freight R.R. Co., St. 1861, Ch. 15; Union Freight 
Horse R.R. Co., St. 1863, Ch. 21+1; Newbury port R.R, Co., to 
construct tracks in streets for transportation of freight, St. 1861, 
Ch. 233; Commercial Freight Ry. Co., St. 1866, Ch. 267; Mar
ginal Freight Ry. Co., St. 1867, Ch. 252; Albany St. Freight 
Ry. Co., St. 1868, Ch. 97; South Boston Freight Ry. Co., St. 
1872, Ch. 312; East Boston R.R. Co., St. 1873, Ch. 66. (See 
also numerous private freight railroads.) (See White v. Blanch
ard Brothers Granite Co., 178 Mass. 363, as to constitutionality 
of private freight railways in streets.)

Most, if not all, such charters were to facilitate the local col
lection and distribution of merchandise. The railroad and 
street railway map of Massachusetts graphically shows the extent 
to which many of the street railways can be utilized for the 
same purpose. This is particularly true of the central and west
ern parts of the State, where railroads are comparatively infre
quent, and where physical conditions are such that all additions 
to our transportation system must be in the form of electric 
railways. It has been suggested that the acquisition of street 
railways by the railroads would put an end to the introduction of 
express and freight business upon the former, that the railroads



would not be willing that electric railways controlled by them
selves should engage in this business. The best answer to such 
a proposition, when possible, is to state the facts.

this Board is in a general way aware of the activity of the 
street railway companies, formerly controlled in the interest of 
the New Haven Company, in seeking such rights, as all such 
rights under the law must be submitted to the Board for its 
approval.

Prior to the acquisition of an interest in those trolleys they 
had obtained such rights in 9 cities and towns. Between the 
acquisition of such interests and May 13, 1908, about the date 
when the Supreme Court decided that the New Haven Company 
must part with its interest in trolleys, such grants had been 
obtained in 11 additional towns, and applications had been made, 
and were then pending, in 14 more cities and towns. Probably 
no one really familiar with the desire of managers of transporta
tion interests to increase in all legitimate ways their business 
would have seriously advanced such an argument. It is satisfac
tory to be able to refer to the facts within the official knowledge 
of the Board. Such arguments overlook entirely the important 
fact that if the same corporation controls both the railroads and 
the street railways, its own interest requires that it should make 
both as jDrofitable as possible. To be profitable they must be used 
to the extent of their capacity. The argument having been ad
vanced, however, by Mr. Eastman at the hearing on the Berk- 
shire-Bennington consolidation, the answer is at hand.

Trolleys as Aids to Railroads in developing Territory.
Attention has already been called to the value of existing 

trolleys as feeders. Mention has already been made, also, that 
future transportation development must be in the form of elec
tric railways. The study of the financial condition of street rail
ways precludes the hope that they will be able to make such 
extensions where most needed to develop territory. Nevertheless, 
there are vast areas in Massachusetts unprovided with other 
facilities of transportation of people and merchandise than are 
afforded by indifferent highways. One such area lies to the 
west of Worcester, toward the Connecticut River. Still more 
lacking in such facilities is the great stretch of hill country 
between the Connecticut River and the Pittsfield valley. Devel
opment of these areas by construction of steam railroad branches 
will be prohibited by the expenses incident to the physical obsta



cles to be overcome, even if for this purpose steam railroads 
were not antiquated as compared with the greater elasticity of 
electric lines. To build such electric lines, independent of the 
existing street railways which penetrate the borders of these areas 
at their most accessible points of entrance, would be unnecessary 
duplication of investment, and would not furnish as available 
lines as would extensions of the existing railways. The expense 
of furnishing transportation to this undeveloped territory should 
be kept at the lowest point consistent with safe and proper con
struction. By the acquisition of the existing railways the rail
roads could penetrate such unutilized portions of the Common
wealth by extending those existing railways, thus saving the large 
and unnecessary expense of constructing many miles of parallel 
lines before reaching the towns now destitute of any improved 
system of transportation. This in itself furnishes a strong 
motive for the acquisition of street railways to any railroad man
ager having faith in the future of Massachusetts, and sincerely 
believing in the development of its unutilized opportunities.

A study of these undeveloped portions of the State should 
satisfy any one that means of getting their products to market 
and of receiving from the trading centers the goods necessary for 
domestic consumption, in addition to the ability naturally de
manded in this age for the inhabitants of these districts to travel 
between their homes and such centers easily and cheaply, are 
the only things necessary to fill these districts with a numerous, 
prosperous and contented population. The Berkshire hills are 
as capable of supporting dairy farms as the land lying along the 
north and south railroad at the western boundary of the State. 
Sheep can be raised as well in the one place as the other; the tim
ber, either for lumber or firewood, is more plentiful; bountiful 
crops of hay, apples, small fruits, and the other agricultural 
products found profitable in Massachusetts can be raised there. 
The same is true of the other district mentioned above, lying 
to the east of the Connecticut valley. Considerable unutilized 
water power exists in both sections. To inquiries addressed to 
the selectmen of various towns in the State by the Bureau of 
Labor Statistics, such unutilized water power in 67 towns was 
stated to be approximately 41,000 horse power.

Perhaps the most conclusive evidence, however, that these 
regions are capable of supporting a population far in excess of 
what now exists there, is the fact that they did so before the con
struction of railroads. The only difference between the sections



near the railroads and the sections remote from them is the 
transportation facilities enjoyed by the former. Before these 
facilities existed the population in what now are the remote 
regions was as numerous and prosperous, oftentimes, as that 
occupying the territory now served by the railroads. To revital
ize and repopulate these sections is certainly not an unworthy 
ambition to be entertained by the managers of any railroad, nor 
is it one which the public ought, or can afford, to discourage. 
That in connection with this work the railroad managers expect 
to reap an ultimate return for their transportation properties, is 
only an added reason for affording them the opportunity. It 
shows that their ambition does not rest upon sentimental grounds, 
and that it is not, therefore, a pipe dream, incapable of realiza
tion. On the contrary, their selfish belief, that the development 
will be profitable to the railroads, is the best assurance the pub
lic can have that the development is practically possible.

It is sometimes intimated that such desire for development is 
a mere pretense on the part of railroads, and that when once 
they have acquired the street railways nothing more will be heard 
or seen of the hoped-for extensions. The course, during the 
short period of its control of trolleys in Massachusetts, adopted 
by the New Haven Company, the only railroad which has thus 
far attempted such acquisitions, rebuts this charge. With the 
exception of the 4^-mile line between Chicopee and Wilbraham, 
all its construction of new lines was in just such undeveloped 
territory. Even admitting, however, that there is basis for appre-' 
hension that the desired development would not follow the acqui
sition of street railways by railroads, that is not a reason for 
forbidding the acquisition. It is not an objection to permitting 
railroads to own street railways. At most, it merely calls atten
tion to one of many incidental features of such ownership which 
should be surounded with proper safeguards to insure for the 
public the advantages which reasonably may be expected to 
follow.

P A R T  II.

R e s t r ic t io n 's a n d  S a f e g u a r d s .

Railroad corporations might acquire interests in street railway 
companies in numerous ways: by actual purchase of their prop
erty, hv lease of their property, by purchase of stock, or by actual 
consolidation. In any legislation to permit such acquisition, 
however, such a method should be adopted as would best insure



a continuance of whatever advantages inhere in our street rail
way system, while at the same time adding the undoubted bene
fits which might result from a joint management. To permit 
a purchase or lease of the physical property would result in such 
a possible mingling of the earnings of the railroad and street 
railway as would render difficult that governmental control of 
street railways which is so well guarded under our present laws. 
Stock ownership in street railways would not be open to this 
objection.

It is probable that railroad corporations might safely be 
authorized to acquire stock in our street railways by a simple, 
permissive statute containing no provisions regulating such 
ownership. Our present code of statutes regulating street rail
ways is so complete that it would probably make no difference 
in applying those laws whether a railroad owned some or all of 
the stock in a street railway or whether miscellaneous individ
uals owned it. Such an unqualified permission, however, while 
it would preserve the identity and the power of control over the 
street railways, would not secure such advantages as ought to 
result from the united management of the railroad and of the 
street railway. There is submitted at the conclusion of this 
brief a rough outline of a bill, designed both to permit railroad 
corporations to acquire interests in street railway companies and 
to insure to the public the benefits which ought to result there
from. It is confidently believed that that outline, properly elab
orated and with such additions as may suggest themselves to the 
Board, would meet all the objections which have been urged 
against an ownership of street railways by railroad corporations. 
Among such objections may be mentioned the following:-—-

(1) That electric transportation is in its infancy, and that its 
development is safer in independent hands than in the control 
of steam railroads.

How much development may be expected in Massachusetts 
can be judged from the financial condition and prospects of 
existing electric' railways hereinbefore considered and so fre
quently the subject of discussion by this Board. Irrespective of 
that, however, a provision which should authorize the Railroad 
Commissioners, as a condition precedent to the acquisition of an 
interest in the street railway by a railroad corporation, to require 
from time to time such improvements in rolling stock, power 
stations, tracks, road-bed, and such extensions as the Board 
should deem public necessity and convenience required, is a



complete answer to this objection. Certainly such improvements 
would more likely follow under such a conditional authorization 
than seems possible of realization from 59 independent, some 
almost insolvent, street railway companies, with railways of an 
average length of only 21 miles.

(2) That railroad corporations are unlikely to construct or 
operate electric railways in a way to make their steam lines 
struggle to retain their present profitable business.

Certainly if the railroads constructed electric railways, it may 
safely he assumed they would operate them. Moreover, if they 
had invested their money in them, it is inconceivable that they 
would not so operate them as to derive the greatest possible 
profit therefrom. Nevertheless, the requirement mentioned 
under (1) above, that the railroads should construct such exten
sions as the Eailroad Commissioners ordered, in connection with 
the further requirement that they should operate the railways in 
such manner as the Eailroad Commissioners should prescribe, 
would prevent such a result as is feared.

(3) That railroad corporations, with their present contracts 
with express companies, would not exhibit zeal in pushing trolley 
express and light-freight service.

The history of the New Haven Company during the brief 
period of its control of certain trolleys, in vigorously pushing 
for express and freight rights upon the trolleys, seems a practical 
answer to this objection. Nevertheless, the authorization of the 
Eailroad Commissioners to require that a railroad corporation 
should operate a street railway and furnish such service thereon 
as the Eailroad Commissioners deem expedient, would eliminate 
this objection.

(4) That a railroad corporation would not allow its electric 
and steam departments to overlap and compete with each other.

Among the projected extensions of the Berkshire system by 
the New Haven Company, was one from Great Barrington to 
the Connecticut boundary, paralleling the existing steam rail
road line. Apart from this answer from experience, however, 
the requirement already suggested as a condition precedent to a 
grant of authority is ample for this imagined danger.

(5) That the railroad corporation would withhold improve
ments from considerations of self-interest to make existing equip
ment go as far as possible.

The large amount of new rolling stock added by the New 
Haven Company to the trolleys under its control, is the prac



tical answer. Authority to the Eailroad Commissioners, however, 
in the act permitting the acquisition, to require proper additions 
to rolling stock, should be the legislative answer.

(6) That the history of the New Haven Company shows a 
fixed policy to suppress at any cost all competition.

This proposition is absolutely unproved. There is no evidence 
that there is not as ample and as good and as cheap steamboat 
service between Long Island Sound by the steamboat lines 
acquired by that railroad corporation as ever existed before. On 
the other hand, the service on the Massachusetts street railways 
which were controlled by that company, during such control, 
may be safely compared with the service previous to the control. 
The legislative answer, however, as in the case of objections 
above, is in clothing the Eailroad Commissioners with sufficient 
power to prevent untoward results.

(7) That the free development of electric transportation will 
be retarded, and the public lose the benefit of stimulating rivalry 
between railroads and street railways.

It may be asked in reply what street railway companies built 
a greater number of miles of better constructed street railway 
than did the New Haven in the short period during which it 
controlled certain Massachusetts trolley lines. If, however, the 
Eailroad Commissioners can order the construction of extensions 
and can enforce that order against a financially responsible rail
road corporation, the public has everything to gain and nothing 
to lose by the substitution of such corporation for the present 
individual stockholders in 40 street railway companies, half 
paying no dividend and the other half failing to make both ends 
meet. No expert is required to determine the relative value of 
a mandatory order against the one or the other.

(8) That the street railways under independent management 
will equally well create new business, develop suburban districts, 
and bring in new population.

The weakness of this claim has been considered in Part I. of 
this brief. New capital by these independent companies cannot 
be secured. Eoads barely able to meet their interest can offer 
no inducement to investors to purchase larger amounts of non
dividend paying stock than they are already unfortunate enough 
to own.

(9) That there is no need for a railroad corporation to buy 
up prosperous Springfield and Worcester lines to insure proper 
trolley development of outlying territory.



Obviously, however, this objection is based upon ignorance of 
primary transportation principles. To develop the outlying ter
ritory certainty of satisfactory terminals is essential. No one 
outside the class of inexperienced and reckless promoters would 
undertake the construction of rural electric railways unless sure 
of the control of the city railways necessary to their success.

(10) That railroads should direct their attention to improve
ment of their own steam lines, emulating the example of the 
Pennsylvania Eailroad Company.

Investigation, however, shows that the latter company has 
acquired street railway lines, and the managers of at least some 
of our railroads evidently believe that the acquisition of trolleys 
will facilitate the improvement of their railroad lines by bringing 
additional business.

(11) That stock watering might result.
Our existing laws probably fully provide for this apprehended 

danger. If not, any possible loopholes can be easily stopped in 
the legislation to authorize the acquisitions.

(12) That the railroads, having acquired a majority of the 
stock, will “ freeze out”  the minority stockholders.

This can, and should be, easily prevented by a requirement 
that minority stock should be taken over at a valuation fixed 
by the Eailroad Commissioners or some other tribunal.

Among other restrictions and safeguards, although not sug
gested to meet any specific objections, may be mentioned as 
probably wise, that the acquisition, and the terms thereof, of an 
interest in any street railway company by a railroad corporation 
should be passed upon by the Eailroad Commissioners as con
sistent with the public interests; that any stock in a street rail
way company once acquired by a railroad corporation should 
not be disposed of without the previous consent and approval 
of the Eailroad Commissioners being obtained; that no contract 
should be made between a railroad corporation and any street 
railway company in which it had an interest without the ap
proval of the Eailroad Commissioners; that the commissioners 
should have power to compel the adoption of joint sched
ules, the joint operation of cars over electrically operated lines, 
whether of railroads or railways, the interchange of passenger 
and express business, etc.; that all the officers of such a street 
railway company, and a majority of its directors, should be citi
zens of the Commonwealth, and, if deemed advisable, that some 
of the directors should be State directors, so called.



A p p e n d i x  D . 1

R E P L Y  OP T H E  B O A R D  O F R A IL R O A D  C O M M IS
SIO N E R S TO T H E  O R D E R  OF T H E  S E N A T E  R E L A 
T IV E  TO T H E  B E R K S H IR E  ST R E E T  R A I L W A Y  
C O M P A N Y  A N D  TH E  R E L A T IO N S  B E T W E E N  R A IL 
R O A D  C O R P O R A T IO N S  A N D  ST R E E T  R A I L W A Y  
C O M P A N IE S .

(Commmtun'altl) o f dHaaaartfUHrtta.

In B o a k d  or R a i l r o a d  C o m m i s s i o n e r s , Jan. 18, 1909.

O r d e r  o f  t h e  S e n a t e  r e l a t iv e  to  t h e  P u r c h a s e  o f  t h e  
F r a n c h i s e  a n d  P r o p e r t y  o f  t h e  B e n n i n g t o n  & 

N o r t h  A d a m s  S t r e e t  R a i l w a y  C o m p a n y  b y  t h e  
B e r k s h ir e  S t r e e t  R a i l w a y  C o m p a n y ; t h e  H o l d in g  
o f  S t o c k  o f  t h e  B e r k s h ir e  S t r e e t  R a i l w a y  C o m 

p a n y  b y  a  R a il r o a d  C o r p o r a t io n ; a n d  t h e  R e l a 

t io n s  b e t w e e n  R a il r o a d  C o r p o r a t io n s  a n d  S t r e e t  

R a i l w a y  C o m p a n i e s .

Tlie Honorable the Senate of the Commonwealth, on June 
12, 1908, adopted the following: —

Ordered, That the Senate request the Board of Railroad Commis
sioners to consider the expediency of permitting the Berkshire Street 
Railway Company to purchase the franchise and property of the 
Bennington & North Adams Street Railway Company, and of per
mitting or prohibiting any railroad corporation chartered under the 
laws of this Commonwealth to become or continue a stockholder in 
said Berkshire Street Railway Company, and what relations, if any, 
should be permitted between railroad corporations and street railway 
companies, with a view to the improvement and development of 
transportation facilities by the use of electric motive power; and to 
include the results of their investigation, with such recommendations 
as to legislation as said Board may deem expedient, in their annual 
report to the next General Court.

1 Being a reprint of Senate Document No. 192 of the year 1909, copies of which- have been 
exhausted.



In conformity with this action the Board has made a care
ful study of the subject matter of the order, and in connection 
with its consideration has given a public hearing.

Three questions are submitted : —
“  A hat relations, if any, should be permitted between rail

road corporations and street railway companies, with a view 
to the improvement and development of transportation facili
ties by the use of electric motive power ? ”

The expediency of “  permitting or prohibiting any railroad 
corporation chartered under the laws of this Commonwealth 
to become or continue a stockholder in the Berkshire Street 
Railway Company.”

The expediency of “  permitting the Berkshire Street Rail
way Company to purchase the franchise and property of the 
Bennington & North Adams Street Railway Company.”

Railroad Development and the Policy of the Commonwealth 
with Respect to Railroad Consolidation.

One principal type of land transportation engaged in the 
public service is the steam railroad, the logical successor of 
the stage coach. The decades between 1830 and 1850 wit
nessed the railroad’s greatest development in this Common
wealth, and by the last-named year, leaving behind its rival, 
the canal, it became the great avenue of commerce. The steam 
railroad was promoted and constructed in an era of competi
tion. Following this period came an era of railroad consoli
dation, as a result of which three principal corporations now 
control 96.82 per cent, of the total steam railroad mileage of 
the Commonwealth: —

New York, New Haven & H artford ................................................ 1,818.37
Boston & M a i n e , ...................................................................  1,888.60
Boston & A l b a n y , ...................................................................  864.52

These consolidations were consummated by a series of special 
acts of the General Court, extending over a period of many 
years. In each instance the resulting consolidations were the 
outcome of others previously authorized. In every case they 
were based upon conditions as they from time to time arose, 
and permitted only after full examination of their merits. 
Massachusetts has never enacted a general statute declaratory 
of its approval of the consolidation of railroad corporations.
While combinations of connecting railroads have been encour



aged by many special enactments, the general laws are designed 
to prevent the consolidation of railroad corporations which are 
natural competitors for the same business, except when spe
cial authority therefor is obtained from the General Court.

The most recent action of the General Court with respect 
to railroad consolidation is chapter 585 of the Acts of 1907, 
entitled “  An Act to restrain the consolidation of railroad cor
porations.”

The third section of this act makes provision for the appli
cation to the Board of two or more railroad corporations for 
a determination as to whether the consolidation of the rail
roads of such corporations is consistent with the public inter
est; and if the Board so finds, it shall report its findings to the 
General Court, together with a draft law to authorize such 
consolidation. No application has been made under the pro
visions of this section.

Street Railway Development and the Policy of the Common
wealth with Respect to Street Railway Consolidation.

Another principal type of land transportation engaged in 
the public service is the street railway, the logical successor 
of the omnibus for intra-urban service. Between 1888, when 
the use of electricity as a motive power began, and 1900, oc
curred an era of rapid street railway construction, both urban 
and interurban. The five largest street railway companies now 
operate 57.32 per cent, of the total street railway mileage of the 
Commonwealth. The number of miles of street railway track 
of these five companies is : —

Boston & Northern, . . . . . . . .  518.90
Boston E l e v a t e d , .........................................................  460.61
Old Colony, . . . . . . . . .  351.48
Worcester Consolidated,........................................................ 172.28
Springfield, .   142.24

The legislative policy of the Commonwealth with respect 
to consolidation of street railway companies has been radically 
different from that with respect to steam railroads. A gen
eral law was passed in 1897 authorizing the purchase and sale 
or consolidation of street railway companies incorporated under 
the laws of the Commonwealth, whose railways connect, intersect 
or form a continuous line, upon approval of terms of consolida



tion by the Board. That statute was in effect a declaration by 
the Legislature that the general consolidation of street railway 
companies with one another in this Commonwealth was not 
inconsistent with the public interest.

Prior to the passage of this act many street railway com
panies had been consolidated by special enactments of the General 
Court, and since its passage the Board has approved a large 
number of consolidations under the authority of this general 
statute.

While it is true that many miles of street railway constructed 
in an era of rapid development have proven unremunerative 
to investors, the general law which has permitted the consolida
tion of these lines with stronger companies has secured to the 
travelling public in almost every case an improved and more 
efficient service; and the statute affords ample opportunity for 
future consolidations of street railway companies with each 
other in this Commonwealth whenever occasion arises.

Development of Electric Railroads, and the Policy of the 
Commonwealth with Respect to Electric Railroad Consol
idation.

In 1906 the Legislature, recognizing the rapid development 
in other States of the electric railroad, so called, passed an act 
(chapter 516) providing by general law for this new and dis
tinct type of transportation. No electric railroad company or
ganized under this act is in operation, although proceedings 
have been taken in several cases, and one certificate of public 
necessity and convenience has been issued by the Board, to the 
Boston & Providence Interurban Electric Railroad Company, 
organized for the purpose of building an interurban electric 
railway between Boston and Providence. Home capital is largely 
interested in this enterprise.

This road, when constructed, will openly compete with an 
existing steam railroad between these centers, but in the opin
ion of the Board will offer equal speed, with more frequent 
trains and with freedom from smoke and cinders. The act of 
1906 confers large powers of eminent domain for the acqui
sition of private rights of way upon companies formed under 
its provisions, and at the same time makes adequate provision 
for locations upon public ways and places. Section 10 pro
vides that an electric railroad company shall act as a common 
carrier of baggage, express matter and freight.



Nothing is found in this act or in subsequent legislation 
authorizing the consolidation of electric railroad companies.

State Policy with Respect to Consolidation of Railroad Cor
porations and Street Railway Companies.

St. 1906, c. 463, part II., § 57, provide that “  a railroad 
corporation, unless authorized by the general court or by the 
provisions of the following five sections, shall not, directly or 
indirectly, subscribe for, take or hold the stock or bonds of or 
guarantee the bonds or dividends of any other corporation.”  
This is a re-enactment of a statute that has been in force since 
1874, and reflects the policy of the State with respect to the 
relations which should be sustained between railroad corpora
tions and any other corporations in the Commonwealth. It is 
a legislative declaration of the common law, and, as such, a 
statement of the policy of the Commonwealth itself. It has 
been judicially determined that an important purpose of this 
act was to prevent a railroad corporation from obtaining, with
out legislative permission, the control of another corporation so 
situated that competition between the two might conserve the 
interests of the public.

Legislative Action with Respect to General Legislation author
izing Railroad Corporations to acquire Control of or con
solidate with Street Railway Companies.

Between the years 1902 and 1905 a number of bills were 
presented to the General Court to permit, in one form or an
other, the control of street railway companies by railroad cor
porations.

During these years one railroad corporation was proceeding 
to acquire the control of several street railway companies in 
Massachusetts, under a claim of right by virtue of authority 
granted by the State of Connecticut. A careful study of the 
evidence and arguments made before committees of the Gen
eral Court at hearings on proposed legislation to permit by 
general act railroad corporations to hold the stock of street 
railway companies, and a reading of the debate in both branches 
of the General Court, so far as reported, during the several 
years when this issue was before it for legislative determination, 
convinces us that this legislation was initiated and prosecuted 
largely because of the action of this company in acquiring the



stock of the Massachusetts street railway companies under a law 
of a neighboring State. No general legislation authorizing the 
acquisition of the property, franchises or securities of street rail
way companies by railroad corporations was, however, enacted.

Legislative Action with Respect to Special Enactments author
izing Railroad or Street Railway Companies to acquire 
Control of or to consolidate with Each Other.

In 1896 (chapter 511) the Worcester & Shrewsbury Rail
road Company was authorized to lease its railway and prop
erty to the Worcester Consolidated Street Railway Company. 
This railroad was a narrow-gauge passenger railroad, running 
from a point near the Union Station in Worcester to Lake Quin- 
sigamond.

In 1902 (chapter 452) the Grafton & Upton Railroad Com
pany and three street railway companies were authorized to 
lease or consolidate. The railroad operated a main line of 
16.5 miles in length, from North Grafton station on the Boston 
& Albany Railroad through the towns of Grafton, Upton and 
Milford to a point on the line of the New York, New Haven 
& Hartford Railroad. The street railways named in the act were 
the Upton, the Milford, Holliston & Framingham, and the Mil
ford & Uxbridge. Following this legislation the Grafton & 
Upton purchased the Upton Street Railway, the terms being 
approved by this Board July 2, 1902; and the Milford & Ux
bridge purchased the Milford, Holliston & Framingham, the 
terms being approved by this Board in an order dated July 3, 
1902. The Grafton & Upton has since been operated as an elec
tric street railway for passenger transportation over the line 
as consolidated, while its freight transportation service is per
formed as heretofore with steam as the motive power.

In 1907 (chapter 419) the Fitchburg Railroad Company 
was authorized to purchase and hold the evidences of indebt
edness and capital stock or any part thereof of the Conway 
Electric Street Railway Company. The railway operated from 
a connection with the Fitchburg Railroad to the 'center of Con
way, about 6 miles. Section 2 of the act provides: —

The Conway Electric Street Railway Company, so long as the evi
dences o f  indebtedness or capital stock thereof shall be held, owned, 
managed or enjoyed, in whole or in part by the said railroad com
pany, shall not purchase, hold, own, manage or enjoy the whole or



a part o f  the franchise or property of, and shall not consolidate with, 
any other street railway company incorporated under the laws o f the 
commonwealth.

These three special acts are the only enactments of recent 
years that have come to our attention. The other two acts of 
which we have knowledge having a possible bearing with respect 
to legislative action are: —

St. 1853, c. 255, § 9, authorizing the Boston & Worcester to connect 
with and to work the horse railroad o f  the Mt. Washington Avenue 
corporation.

St. 1869, c. 398, authorizing the Newburyport City Railroad to 
connect with and use both railroad and street railway tracks.

It is therefore to be observed that the General Court has 
found occasion, in view of peculiar and special conditions, to 
permit by special enactment a closer relation between the rail
road corporations and street railways in three recent instances. 
The first of these authorized a railroad company to lease its 
railroad and property to a street railway company, and affords 
little assistance in connection with the present inquiry. The 
special authorization to the Grafton & Upton Railroad Com
pany and three street railway companies severally to lease or 
consolidate presents a case entirely dissimilar to the one before 
us. The latest act authorizing the Fitchburg Railroad Com
pany to purchase and hold the evidences of indebtedness and 
the capital stock or any part thereof of a street railway com
pany is the case most like the one before us. It presents ele
ments, however, quite distinct from the Berkshire case. In the 
Conway case the road was already completed, and had been 
operated for several years at an expense exceeding its gross 
income, and it appeared that its further operation would be 
impossible without alliance with a stronger corporation. It 
had no street railway connection. It operated a short mile
age, and served exclusively as a connection between the town of 
Conway and the Fitchburg division of the Boston & Maine 
Railroad.

The special action of the General Court, however, is of 
value to us in our deliberations, in that it affords an instance 
where, after a careful consideration of the particular facts and 
circumstances attaching to the situation, a railroad corporation 
was permitted closer relations with a street railway company.



Discussion by the Board in 1905 of Railroad Interest in 
Street Railways, and Suggestion of Legislative Consid
eration.

During the era of public discussion, both in the General 
Court and elsewhere, relative to the action of one of the prin
cipal railroad corporations in acquiring, under a claim of right 
conferred by the laws of a sister State, the control of street rail
ways in this Commonwealth, and the assertion by another prin
cipal railroad corporation in this State that for its protection 
laws should be enacted here permitting acquisitions of like char
acter, the Board in its annual report (1905) directed the atten
tion of the General Court to the growth of a policy favoring the 
purchase of street railway properties by railroad corporations, 
and stated at some length the arguments in favor of such a 
policy. The Board carefully refrained from making any recom
mendation with respect to the policy itself, but called the atten
tion of the General Court to the fact that the laws of neighboring 
States encouraged this evolution in transportation enterprise, 
and suggested a review of the reasons for the character of our 
laws upon this subject as timely.

The same year a joint special recess committee revised and 
consolidated the general laws of the Commonwealth pertaining 
to railroads and street railways, and submitted a bill by a major
ity report to the General Court of 1906, "  to remove the present 
legal restrictions, and to permit directly what has already been 
accomplished and is being accomplished indirectly.”  The Gen
eral Court enacted its revision of the general railroad and rail- 
way law, chapter 463, relative to railroad corporations and street 
railway companies, and chapter 516, relative to electric railroad 
companies, but no legislation was enacted authorizing invest
ments by railroad corporations in street railway companies.

Pending Litigation with Respect to the Relations of Railroad 
Corporations to the Commonwealth and to Each Other.

In 1906 the Attorney-General of the Commonwealth insti
tuted proceedings against the New York, New Haven & Hart
ford Bailroad Company, alleging that that company was subject 
to the prohibition that “ A railroad corporation, unless author
ized bv the general court or by the provisions of the following 
five sections, shall not, directly or indirectly, subscribe for, take 
or hold the stock or bonds of or guarantee the bonds or dividends



of any other corporation.”  The Supreme Judicial Court of the 
Commonwealth (May 8, 1908) decided that the New York, New 
Haven & Hartford Railroad Company was violating this law. 
In pursuance of the rescript accompanying the opinion, a justice 
of that court enjoined it from holding the stock and assuming 
or exercising the franchise or privilege of holding the stock of 
certain street railway companies after July 1, 1909. The appeal 
of the defendant from this decree is now pending.

The Attorney-General of the United States, in a proceeding 
brought in 1908 in the Circuit Court of the United States for 
the District of Massachusetts, in which the United States of 
America is the complainant, and the New York, New Haven 
& Hartford Railroad Conrpanjr, the Boston & Maine Railroad, 
the Consolidated Railway Company, the Providence Securities 
Company and the Rhode Island Company, recently joined, are 
the defendants, alleges a violation of the act of Congress of July 
2, 1890 (the Sherman anti-trust act, so called), entitled “ An 
Act to protect trade and commerce against unlawful restraint 
and monopolies.”

The Attorney-General of the Commonwealth during the same 
year alleged in the Supreme Judicial Court of Massachusetts a 
violation by the New York, New Haven & Hartford Railroad 
Company of the provisions of St. 1906, c. 463, Part II., § -57, 
the specific violation complained of being the holding of certain 
shares of the stock of the Boston & Maine Railroad.

A holder of certain preferred shares in the New England 
Investment and Security Company, a voluntary association, has 
commenced an action in the courts of Connecticut, to determine 
the validity of a contract of the New York, New Haven & Hart
ford Railroad Company to place its guaranty upon said shares.

These three suits are also pending.
The Board ought not to discuss the merits of these several 

actions, or speculate upon their results. Its duty is performed 
by a recital of their pendency and the issues raised. We deem 
them, however, to have an important bearing upon the questions 
raised in the Senate order.

Present Condition and Future Development of Railroad and 
Street Railway Transportation.

The railroad corporations and the street railway companies 
operating in the Commonwealth are, in their respective fields, 
rendering a reasonably satisfactory service to the travelling 
public.



The New York, New Haven & Hartford Railroad Company, 
with principal lines from Boston to New York, operates in 
southern and southeastern Massachusetts, Rhode Island, Con
necticut and New York. The Boston & Maine Railroad, with 
principal lines from Boston to Portland and westward via the 
Hoosac tunnel, operates in northern and western Massachusetts, 
New Hampshire, Vermont and Maine. The Boston & Albany 
Railroad, with a principal line from Boston to Albany, operates 
in a more or less otherwise unoccupied field. These carriers ren
der a service both inter- and intra-state.

The steam railroad mileage of Massachusetts, computed as 
main track, has not been increased to any extent within the 
last twenty-five years; but large additions in extra trackage, 
sidings, terminal facilities and equipment are being constantly 
made. Future development of railroad facilities will doubtless 
be confined to these last classes of improvement, and an exten
sive field exists for new construction of this character.

The service rendered by the street railway company, both 
urban and interurban, is largely for short distances, combining 
a purely local service with a service between centers of population 
at no considerable distance apart, and is almost entirely of an 
intra-state character. The longest through run over the lines of 
track of a single company within the State is substantially 50 
miles. Service, with the exception of Boston Elevated trains, is 
rendered by means of single ears operated at frequent intervals, 
principally over highways and in part over private land.

A careful study and comparison of systems of street rail
ways in Massachusetts and elsewhere shows no grounds for 
serious criticism of the service rendered in this Commonwealth. 
The street railway companies here are fulfilling their functions 
quite as well as any similar utility elsewhere. In neighboring 
States, where street railways are operated by agencies directly 
or indirectly in control of the steam railroads, no better service is 
found. In this State, where certain street railways have been 
recently operated by similar agencies, a comparison of service 
with other companies is not unfavorable to the companies oper
ated independently of railroad control.

It is thought by many that the street railway, with respect 
to additions and extensions, has reached its maximum of devel
opment in this State. If this is true, an equal field of enterprise 
exists here, as with the steam railroad, in the direction of im
provements bv way of extra trackage and equipment.



Statutes recently enacted provide that street railway com
panies may act as common carriers. The consequent develop
ment of the express and freight business upon street railway 
lines is yet in its experimental stage; but the activity of com
panies in availing themselves of this law inclines us to the opin
ion that it may ultimately result in a new service of practical 
value to the public and in substantial financial return to the 
companies.

The electric railroad presents an unexplored field of enter
prise in Massachusetts. The Board has twice found occasion 
to recognize its merits as well adapted to existing local condi
tions. This type of transportation affords an opportunity for 
large movements of capital, which, if directed in these channels, 
may result in a high grade of rapid service, combining the phys
ical properties of the railroad with the motive power of the street 
railway.

The Improvement and Development of Transportation Facili
ties by the Use of Electric Motive Power.

All street railways in the Commonwealth, including the old 
horse railroads and the extensive mileage of new lines, are now 
operated by means of electricity.

While electrification of steam railroads has progressed to a 
considerable extent in and about the city of New York, the 
mileage of railroad in Massachusetts so equipped is insignificant. 
The Board, in its annual report to the General Court of this 
year, has submitted correspondence with the three principal 
operating companies relative to electric installation. From an 
examination of the replies of the railroad corporations, it is evi
dent that the installation of electrical equipment in and about 
Boston is in its initial stages only.

It would seem that the first field for endeavor and expenditure 
in electrification of steam railroads is the city of Boston and its 
suburbs. This development, in the opinion of the Board, must 
come quite independently of the consolidation of railroad cor
porations and street railway companies. Smoke conditions and 
the demands of suburban service are vital factors making for 
the electrification of steam lines, and will exercise, in the opin
ion of the Board, more influence in obtaining it than any other 
forces.



The Policy of the Commonwealth with Respect to Monopoly and 
Competition in Public Utilities.

While a well-regulated monopoly, controlled through the offi
cial agencies of the Commonwealth, has in many instances been 
found to be the best method of securing the benefits of a public 
utility, normal competition, on the other hand, has exercised and 
is exercising a healthful influence upon transportation condi
tions. There is no doubt that a consolidation and unification of 
agencies conducting the same character of transportation service 
has been frequently authorized. This is true of parallel and so- 
called competing lines, as well as of merely connecting lines.

Among railroads, the lease of the Boston & Providence to the 
Old Colony, and later the lease of both to the New York, New 
Haven & Hartford; the lease of the New England to the New 
York, New Plaven & Hartford; the lease of the Boston & Lowell 
to the Boston & Maine; the consolidation of the Eastern with 
the Boston & Maine; the lease of the Fitchburg and the sale of 
the Central Massachusetts, both to the Boston & Maine, — are 
signal instances of the. consolidation of parallel and competing 
steam lines, authorized by the General Court. So, in the street 
railway field, the absorption of the several companies which now 
constitute the West End, the Boston & Northern and the Old 
Colony systems, and many other consolidations of a like char
acter, have been permitted by special act or authorized by pro
ceedings under general law. Notwithstanding these consolida
tions, the steam railroad and the street railway have been kept 
practically distinct. No general authority has ever been 
granted by the General Court permitting such consolidations, 
and, with the exception of the few minor cases permitted through 
special enactments, and previously discussed, no consolidation or 
common control is authorized in the Commonwealth between 
these two classes of public service. The steam railroad and the 
street railway parallel each other between practically all great 
centers of population, and each in its respective field is furnish
ing a competitive service entirely consistent with the public in
terest.

The Board of Eailroad Commissioners, since its creation in 
1869, has constantly directed its attention to the several phases 
of monopoly and competition, and its comments with refeience 
thereto are to be found in many of its annual reports. Its



conclusions may be summarized in the one statement that within 
certain limits consolidation may be beneficial to the public, but 
also that there is a limit beyond which it ought not to go. It 
has never made any declaration that competition between distinct 
types of transportation is detrimental to the travelling public, 
but has recognized and now recognizes that when competitive 
wastefulness, any special or peculiar condition burdensome to 
the public, or other sufficient cause exists, an occasion may well 
be presented for the General Court to consider the facts and 
circumstances of each case, to the end that special legislation 
may be enacted that will relieve the people of burdens sustained 
as a result of monopoly or competition.

We are fully apprised of the tendency of great enterprises to 
consolidate, but are of opinion that no sound demand exists 
in Massachusetts for legislation permitting all its transportation 
interests to become vested ultimately in the hands of a. single 
corporate agency. Massachusetts,, in our opinion, is not prepared 
at this time for a policy that results in this method of control. 
Experience repeatedly demonstrates that in the field of transpor
tation, as well as in other fields of public service, competition, 
when not wasteful, may be Avise.

Transportation Facilities in Western Massachusetts.
Two principal lines of steam railroad —  the Boston & Albany 

and the Boston & Maine —  pass east and west through the terri
tory lying west of the Connecticut River in Massachusetts. 
Those of the former company run from Springfield through 
Pittsfield to the New York boundary, with a branch between 
Pittsfield and North Adams. The Boston & Maine Railroad 
operates its Fitchburg division from Greenfield through the 
northern part of this area to North Adams and the Vermont 
boundary. In addition to these facilities, the county of Berk
shire is served by the New York, New Haven & Hartford Rail
road line from the Connecticut boundary to Pittsfield, with 
branches from Van Deusenville, in Great Barrington, to the New 
York boundary.

In addition to these steam railroad facilities, Berkshire County 
is served by the Pittsfield Electric Street Railway Company, ren
dering a local service in Pittsfield, Avith branches via Dalton to 
Hinsdale on the east and via Lanesborough to Cheshire on the 
north; and by the Berkshire Street Railway, running from Great 
Barrington via Stockbridge, Lee and Lenox to Pittsfield, thence



north through Lanesborough, Cheshire and Adams to the city 
of North Adams (with a branch to Clarksburg), and thence west 
through that city and Williamstown to the Vermont boundary, 
connecting at that point with the line of the Bennington & North 
Adams Street Bailway Company, a corporation organized under 
the laws of Vermont.

The line of the Berkshire Street Bailway Company, prin
cipally upon the highways and in part upon private land, par
allels the western division of the New York, New Haven & Hart
ford Bailroad from Great Barrington to Pittsfield, parallels the 
North Adams branch of the Boston & Albany Bailroad from that 
city to North Adams, and parallels the Fitchburg division of 
the Boston & Maine Bailroad from North Adams to the Vermont 
boundary.

North Adams is served by the Boston & Maine Bailroad, the 
Boston & Albany Bailroad and the Berkshire Street Bailway; 
Pittsfield, by the Boston & Albany Bailroad, the New York, 
New Haven & Hartford Bailroad, the Berkshire Street Iiailway 
and the Pittsfield Electric Street Bailway. There are in Berk
shire Countjr seven towns which have a population by the last 
census of more than 2,000 persons, —  Adams, Dalton, Great 
Barrington, Lee, Lenox, Stockbridge and Williamstown, -— all 
of which have both steam railroad and street railway service.

Discussion of Future Facilities for Transportation in Western 
Massachusetts.

Twenty-three towns in the county of Berkshire have less than 
2,000 inhabitants. Of these, three have both steam railroad and 
street railway service, six have steam railroad service only, one 
has street railway service only, and thirteen have neither steam 
railroad nor street railway service. The total population of the 
thirteen towns without service was 6,105, by the State census of 
1905.

A large area of eastern Berkshire, between the Fitchburg 
division of the Boston & Maine Bailroad and the Boston & 
Albany Bailroad, and an area of substantially the same size 
south of the Boston & Albany Bailroad, are without transpor
tation facilities. In any discussion of future facilities for trans
portation in these areas it is essential to examine with care all 
routes possible for development.

The territory north of the Boston & Albany Bailroad could 
be developed by two lines, one from a connection with the Pitts



field Electric Street Railway in Dalton easterly through Hins
dale, Peru and Windsor to a connection with the Conway 
Electric Street Railway; another from the terminus of the Pitts
field Electric Street Railway in Hinsdale through Peru to a 
connection at Williamsburg with the Northampton Street Rail
way. The first of these routes would afford connection with the 
Boston & Maine Railroad via the Conway Electric Street Rail
way; the second, with the New York, New Haven & Hartford 
Railroad to Williamsburg.

The territory south of the Boston & Albany Railroad could 
be developed by two lines, one from a connection with the Berk
shire Street Railway in East Lee, through the town of Becket, 
connecting with the terminus of the Western Massachusetts 
Street Railway in Huntington; another from the terminus of 
the Berkshire Street Railway in Great Barrington through the 
towns of New Marlborough and Sandisfield, connecting at Aga
wam with the Springfield Street Railway. The first of these 
routes would have connection with the Boston & Albany Railroad 
at Chester; the other, with the New York, New Haven & Hart
ford Railroad at Southwick and Agawam.

The connections from Hinsdale to Williamsburg and from 
East Lee to Huntington would each be about 20 miles in length, 
and from Dalton to Conway and Great Barrington to Agawam 
somewhat longer. The last route could be modified and short
ened by connection with the New York, New Haven & Hartford 
at Sheffield on the west, thus affording connection between that 
town and New Marlborough, the two largest of the towns in 
the county having less than 2,000 population.

A much shorter connection with the east for the inhabitants 
of southern Berkshire could be secured, however, by the con
struction of a line from the station at Lee on the New York, 
New Haven & Hartford Eailroad to Becket station, on the Bos
ton & Albany Eailroad, a distance, measured in a straight line, 
of about 9 miles. Making due allowance for grades and curves, 
this road could doubtless be constructed with a mileage mate
rially less than any other. No insuperable difficulties of con
struction or operation are presented. This line, affording 
connection between two principal railroads in the Common
wealth, would serve as a normal feeder to each, and offer a 
speedy method of transportation between southern Berkshire 
and the east.

In discussing the several possible routes of connection between



Berkshire County and eastern Massachusetts we indicate no 
preference, and find occasion to mention them only in connection 
with our survey of the field in view of the provisions of the 
Senate bill hereinafter discussed. Whether they are likely to 
prove commercially feasible is a question that we do not consider.

The Berkshire Street Raihvay Company.
A certificate of compliance with the requirements of the gen

eral law preliminary to incorporation was issued by the Board 
to the Berkshire Street Railway Company in 1901, and thereafter 
a charter was granted. It thereupon constructed its line in 
Cheshire, Lanesborough, Pittsfield, Lenox and Lee, and after
wards extended into Great Barrington and Stockbridge. In 
1901, having completed the construction of its railway in the 
city of Pittsfield, it applied for and was authorized by the Board 
to extend its railway into the town of Hancock. During the next 
year the company was authorized by act of the General Court 
(chapter 255) to carry baggage and small parcels of merchandise 
generally, and to carry freight, merchandise, baggage and market 
produce in a certain part of the town of Lenox.

In 1906 the Board, acting under the authority of the general 
law, approved the terms of purchase of the property and fran
chises of the Hoosac Valley Street Railway Company by the 
Berkshire Street Railway Company, and its lines were thus 
extended from Cheshire to Adams, North Adams and Williams- 
town. During the same year the company was authorized by the 
Board to extend its railway into the towns of Egremont and 
Sheffield. In 1907 it was granted authority by the Board to act 
as a common carrier of baggage and freight in the town of 
Cheshire. The extensions into Hancock, Egremont and Shef
field have not been constructed.

The total mileage of the company, computed as single track, 
is 72.42, of which substantially 16.5 miles are located outside 
of public ways. Its total capital stock is $1,648,100; funded 
debt, $1,400,000; total current liabilities, $401,525. The com
pany has never declared a dividend. Its total surplus Sept. 30, 
1908, was $74,267. The Hoosac Valley, prior to its acquisition 
by the Berkshire, was in the list of street railway companies 
whose bonds were legal investments for Massachusetts savings 
banks, it having paid a dividend of 6 per cent, for many years, 
excepting the last year of its corporate existence, when the divi
dend was 5 per cent.
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The New York, New Haven & Hartford Railroad Company 
after tire acquisition by the Berkshire Street Railway Com ply 
ot the property and franchises of the Hoosac Valley Street E  
w . y  C o r n e r , , , s  June 23,  1908,  e n j o y e d  , » d  L t a l d " )  
the court from holding, after the first day of July 1909 the

Company11 mdi‘'eCtly heW U’ of the Berkshire Street Railway

Action of the General Court of 1908 with Respect to Bill to 
authorize the Berkshire Street Railway Company to pur
chase the Franchise and Property of the Bennington & 
JSorth Adams Street Railway Company.

In iOOS, after extended hearings and debate, the Senate passed 
a bill to authorize the Berkshire Street Railway Company to

" I  f p ? 186 and Pr°Perty °f the Bennington & North Adams Street Railway Company. The provisions of the bill 
were substantially that the Berkshire Street Railway Company 
was authorized to acquire by purchase the capital stock, road 
ranchises and property of the Bennington & North Adams 

Street Railway Company, a corporation owning a railway in 
^e unont, connecting at the Massachusetts boundary with the 
Berkshire Street Railway, and to form one corporation under the 
name of the Berkshire Street Railway Company; with a further 
provision that the Berkshire Street Railway Company may in
crease its capital stock for that purpose, and with the usual 
provisions for the protection of dissenting stockholders The 
bill contemplated the holding of the stock of the consolidated 
company by the New York, New Haven & Hartford Railroad 
Company, but was to become void unless within thirty days after 
its passage that company and the Berkshire Street Railway 

ompany should file their written acceptances agreeing to be 
bound by all the provisions and requirements of the act The 
bill contained several provisions relative to a general supervision 
by the Board.

In the event of favorable action upon this bill and its accept
ance by the railroad corporation and street railway company 
named therein, section 4 provided that «  said Berkshire Street 
Railway Company shall within two years from its acceptance in 
the manner hereinafter provided, of this act, construct ”  several 
lines of railway equipped by electricity, as follows: first, between 
the present terminus of the railway of the Western Massachu
setts Street Railway Company in Huntington and some point



upon the Berkshire Street Railway; second, from some point 
upon the Berkshire Street Railway to the summit of Greylock 
Mountain or near thereto; third, from the terminus of the 
Berkshire Street Railway in Great Barrington through the town 
of Sheffield to the Connecticut boundary; fourth, from some 
point on the last-named extension into the town of Egremont; 
fifth, extensions, double-tracking and track reconstruction in 
North Adams and Pittsfield.

No legislation resulted, the bill being rejected in the House 
of Representatives.

Discussion of Proposed Extension and Branch Lines of the 
Berkshire Street Railway Company.

We are advised that the projected line to the summit of Grey- 
loc-k Mountain is estimated to cost $450,000, and if constructed 
would run west from the line of the Berkshire Street Railway 
2 or 3 miles to the Greylock Reservation.

The extension from Great Barrington to the Connecticut 
boundary would cost, it is estimated, $635,000. The Egremont 
branch, the cost of which is included in the above estimate, would 
run from some point on this extension into the township of 
Egremont. The extension through Sheffield, the Egremont 
branch and the branch to the Greylock Reservation, if con
structed, would be natural developments of the Berkshire Street 
Railway system, and represent an extension of its main line, 
substantially paralleling the New York, New Haven & Hart
ford Railroad, with two short branches.

The most important of the extensions suggested is the 19 miles 
of street railway proposed between Lee and Huntington, esti
mated to cost $915,000. This extension would afford an addi
tional outlet from southern Berkshire to the east. The Western 
Massachusetts Street Railway Company operates a line from 
Huntington through Russell to Westfield, and has an arrange
ment with the Springfield Street Railway Company for a joint 
use of tracks in Springfield and West Springfield. Locations 
have already been granted to the Western Massachusetts for an 
extension of its line westerly from its present terminus through 
the towns of Chester, Becket and Lee to the village of East Lee, 
through which the Berkshire runs.

The main line of the Western Massachusetts Street Railway 
parallels the Boston & Albany Railroad, and has a total mileage, 
computed as single track, of 27.05 miles. The extension, if con



structed, would parallel the railroad from Huntington as far 
as Chester Center.

It was urged at the public hearing before us by counsel 
for the Berkshire Street Railway Company and by residents of 
Berkshire County that increased transportation facilities by 
means of street railway lines are necessary for the development 
of that county; that these lines should be extensions and 
branches of the Berkshire Street Railway; that no private capital 
can be secured to do the work, but that the New York, New 
Haven & Hartford Railroad Company, if permitted by the laws 
of Massachusetts to acquire the Berkshire (consolidated with 
the Bennington & North Adams Street Railway Company), 
would, within substantially two years, proceed to construct, at 
an expense of about $2,000,000, the extension and branches and 
provide the new equipment named in the Senate bill. It was 
further contended that, in view of the special and peculiar trans
portation conditions in Berkshire County, the New York, New 
Haven & Hartford Railroad Company ought to be permitted to 
acquire control in some form of the consolidated Berkshire Street 
Railway Company.

The Bennington & North Adams Street Railway Company.
The Bennington & North Adams Street Railway Company 

is authorized, by the laws of Vermont, “ to consolidate the Ben
nington & North Adams Street Railway system,”  and to merge 
and consolidate with the Berkshire Street Railway Company. 
This line has a physical connection at the Massachusetts bound
ary with the Berkshire Street Railway, and is, we understand, 
directly or indirectly controlled in the interest of the New York, 
New Haven & Hartford Railroad Company. It operates, in 
southern Vermont, as a high-speed interurban road, largely over 
private rights of way, and a portion of the mileage controlled 
by it extends into the State of New York. By an arrangement 
between the street railway companies, through cars are operated 
from North Adams to Bennington. The territory between these 
two centers is, with the exception of the service of the Boston 
& Maine Railroad to Williamstown, served exclusively by these 
railways. The railroad connection at Bennington is furnished 
by the Delaware & Hudson Company.

In 1906 (the year of the consolidation of the Berkshire and 
the Hoosac Valley street railway companies) an act (chapter 
161) was passed by the General Court of Massachusetts “ to 
authorize the Hoosac Valley Street Railway Company to enter



into contracts and leases with street railway companies operating 
outside the commonwealth, and to sell power to street railway 
companies or purchase it therefrom.”  Section 1 of the act au
thorized these contracts and leases with any street railway com
pany organized under the laws of, and authorized to operate a 
street railway within, any State adjacent to Massachusetts, the 
railway of which connects, intersects or forms a continuous line 
with its railway. The purchase by the Berkshire Street Railway 
Company of the property and franchises of the Hoosac Valley 
Street Railway Company would appear to vest in the Berkshire 
Street Railway Company the rights authorized by this act.

Conclusions of the Board upon the General Inquiry with Respect 
to what Relations, if any, should he permitted between Rail
road Corporations and Street Railway Companies.

The Board, in making reply to the Honorable the Senate, has 
approached this question with a full realization of the magnitude 
of the issue presented, and has undertaken to formulate its con
clusions thereon with due regard to the many phases that attach 
to its intelligent consideration. It is not, of course, within the 
field of human vision to determine with accuracy of judgment 
what the remote future may disclose. It may well be that when 
the further development of electric transportation, both passen
ger and freight, by street railway companies and electric rail
roads has materially progressed, conditions essentially different 
from those of the present and the immediate future will be re
vealed.

A careful re-examination of existing transportation conditions 
in Massachusetts and a survey of the whole field of prospective 
service, giving due consideration to the demands of the travelling 
public for the immediate future, convinces us that the established 
policy of the Commonwealth with respect to keeping separate and 
distinct the railroad corporations and street railway companies 
is a system of official administration entirely consistent with the 
public interest.

The Board is therefore of opinion that no general legislation 
is now necessary to change or modify the existing laws as to the 
relations between these two classes of public servants.

Under a wise governmental policy the transportation facilities 
of this State have been developed and are being constantly im
proved. A prudent conservatism may well refrain from a radical 
departure from this policy.



Conclusions of the Board upon the Special Inquiry with Respect 
to prohibiting or permitting Any Railroad Corporation char
tered under the Laws of this Commonwealth to become or 
continue a Stockholder in the Berkshire Street Railway 
Company.

There is no occasion for legislation prohibiting any railroad 
corporation chartered under the laws of this Commonwealth to 
become or continue a stockholder in the Berkshire Street Railway 
Company, for the reason that no authority now exists by law 
therefor. The Board is of opinion that no occasion exists for 
enacting special legislation to permit it.

The situation in western Massachusetts differs entirely from 
that in any of the cases where special enactments of the General 
Court have permitted a closer association between railroad cor
porations and street railways, and presents little that differen
tiates it from that obtaining generally in the Commonwealth. 
The Berkshire Street Railway affords a line for travel nearly the 
entire width of the State, competing with three steam railroads 
and one street railway. It is not exclusively a feeder for any of 
these companies, but is a competitor of all of them.

In our opinion, the enactment of legislation permitting this 
company to be acquired in any form of holding by a steam rail
road would not be an exception to, but a violation of, the general 
policy of the Commonwealth.

Private capital can be secured for the construction of additions 
*to and extensions of street railway or other lines in Massachu
setts when sound and reasonable public demands exist. The past 
experience of Berkshire County has confirmed this view.

A policy that would legalize the control by a steam railroad 
of this street railway, solely upon the ground that it would make 
available superior financial resources, would also, if carried to 
its logical conclusion, result in the control of all street railway 
mileage in the Commonwealth by steam railroad corporations.

Conclusions of the Board upon the Expediency of permitting the 
Berkshire Street Railway Company to purchase the Fran
chises and Property of the Bennington & North Adams 
Street Railway Company.

The General Court has repeatedly, by special enactments, per
mitted the consolidation of a railroad corporation of this State 
with one of an adjoining State, and the acquisition of its prop
erty and franchises. Special enactments have been passed in 
several cases authorizing leases between street railway companies



m this Commonwealth and street railway companies in adjoining 
States. One of the most recent of these enactments was the 
authority granted to the Hoosac Valley Street Bailway Company, 
already referred to. If it should appear that such authority is 
insufficient to secure a corporate alliance consistent with the pub
lic interests between the Berkshire Street Bailway Company and 
the Bennington & North Adams Street Bailway Company, we 
see no valid reason why the Berkshire Street Bailway Company 
should not be permitted, by special enactment of the General 
Court, to purchase the property and franchises of the Bennington 
& North Adams Street Bailway Company, a connecting line over 
which it now operates its cars.

This authority, however, should be conferred only after fully 
safeguarding the interests of Massachusetts.

Complete opportunity should be afforded, not only to this, but 
to every other street railway company serving the territory be
tween the Connecticut Biver and the New York boundary, to 
develop this section of the Commonwealth, and no arbitrary line 
of State boundary or fear of interstate control should prevent 
development of permanent through lines of transit.

The Board, in connection with its study of the questions pre
sented by the Honorable the Senate, has had prepared by its 
statistician a tabulation, hereto annexed, from the returns re
quired by law, showing the evolution of street railway transpor
tation in Massachusetts, with statistics of miles of railway, 
passengers carried and financial condition. Without making 
comment upon this exhibit, it is enough to say that it discloses 
a progressive street railway development in this Commonwealth.

Under the provisions of a wise and conservative body of laws, 
a comprehensive and efficient railroad and railway service has 
been created in this Commonwealth. These two systems of 
transportation, in healthful competition, are fulfilling their 
functions as public servants of our people. Each, within its dis
tinct field of service, should receive the most favorable considera
tion of the General Court. Neither, however, should absorb the 
other, in whole or in part, until experience has completely dem
onstrated that only by the adoption of such a policy can Massa
chusetts continue to secure the full benefits of two great public 
utilities.

WALTEB PEBLEY HALL, 
GEORGE W. BISHOP, 
CLINTON WHITE,

C ommissioners.



S t r e e t  R a i l w a y  T r a n s p o r t a t i o n  i n  M a s s a c h u s e t t s , w i t h  S t a t i s t i c s  o f  M i l e s  o f  R a i l w a y , P a s s e n g e r s  c a r r i e d  a n d

F i n a n c i a l  C o n d i t i o n .

Y e a r s  e n d i n g  S e p t . 30.

Number
of

Com
panies.

Miles 
of Rail

way.
Passengers

carried.

Gross
Earnings,
excluding

Rents.

Capital
Stock.

Funded
Debt.

Unfunded I 
Debt.

Total
Gross

Capitali
zation.

Cash and 
Current 
Assets.

Capital 
Stock 

and Net 
Debt.

Dividends
declared.

Nov. 30, 1856, . 5 21 1,392,610 5120,208 $679,160 - $236,020 $915,180 $37,681 $877,499 $6,288

1857, ..................................... 7 31 6,011,750 537,341 910,342 - 395,175 1,305,517 20,393 1,285,124 106,520

1858........................................... 12 47 7,648,926 545,913 1,913,400 - 298,784 2,212,184 198,279 2,013,905 78,330

1859, ..................................... 15 64 11,880,877 710,841 1,884,550 - 421,994 2,306,544 224,748 2,081,796 134,987

N ov. 30, 1860, . 21 89 13,695,193 731,137 2,561,500 - 1 486,815 3,048,315 218,134 2,830,181 140,749

Nov. 30, 1861, 22 124 13,725,758 709,143 2,852,200 - 1 627,739 3,479,939 251,639 3,228,300 132,924

Nov. 30, 1862, . 22 120 14,854,885 807,842 3,037,800 - 1 790,546 3,828,346 134,833 3,693,513 147,024

N ov. 30, 1863, . 22 157 19,528,943 1,030,801 3,704,500 - l 1,079,960 4,784,460 182,453 4,602,007 207,211

N ov. 30, 1864, . 20 142 27,070,624 1,431,943 4,013,000 - 1 1,091,210 5,104,210 402,099 4,702,111 189,424

1865, ..................................... 19 137 26,631,414 1,549,772 4,086,800 - 1 1,264,658 5,351,458 196,809 5,154,649 133,572

Nov. 30, 1866, . 19 147 26,232,330 1,692,028 4,410,800 - 1 979,741 5,390,541 232,984 5,157,557 112,303

Nov. 30, 1867, 20 144 27,718,777 1,754,904 4,745,800 - 1 1,039,932 5,785,732 199,564 5,586,168 247,877

Nov. 30, 1868, 22 142 29,294,503 1,821,299 4,945,800 - 1 1,073,006 6,018,806 189,146 5,829,660 243,127

Nov. 30, 1869,
Ten months, Sept. 30, 1870,

22

23

141

139

32,480,505

27,224,337

2,021,164

1,711,634

5.088.800

5.098.800 - i

962,573

1,128,857

6,051,373

6,227,657

219,689

240,578

5,831,684

5,987,079

250,817

193,679

1871, .....................................
1S79 .

23 1612 36,776,095 2,234,350 5,051,930 $1,040,400 830,332 6,922,662 525,524 6,397,138 281,418

24 176 2 40,274,169 2,432,551 5,043,534 474,900 1,010,628 6,529,062 _ i 6,529,062 299,485
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1873........................................... 29 2042 | 43,557,636 2,471,884 5,511,350

1874, ..................................... 30 2102 50,058,979 2,802,367 5,538,125

1875........................................... 31 2172 50,441,776 2,876,609 5,596,275

1876........................................... 30 2062 51,361,972 2,890,416 5,664,350

1877........................................... 31 202 52,203,472 2,838,129 5,782,950

1878, ..................................... 29 198 54,215,460 2,961,774 5,465,750

1879........................................... 29 208 57,704,437 3,051,994 5,707,750

1880, ..................................... 29 223 68,631,842 3,608,161 6,144,000

1881........................................... 30 245 75,163,749 3,914,349 6,653,750

1882, .................................... 30 273 83,923,577 4,384,729 7,001,580

1883........................................... 29 281 88,229,796 4,562,637 7,524,700

1884.......................................... 33 309 94,894,259 4,884,797 7,732,200

1885, .................................... 34 348 100,746,786 5,169,132 8,077,100

1886........................................... 43 408 112,087,384 5,853,310 9,125,645

1887........................................... 44 470 124,787,328 6,439,269 10,096,980

1888, .................................... 46 534 134,478,319 6,841,064 10,894,850

1889........................................... 47 574 148,294,409 7,540,319 12,340,740

1890, .................................... 48 612 164,873,846 8,365,548 14,879,130

1891, ..................................... 56 672 176,090,189 8,879,321 19,553,952

1892, .................................... 62 750 193,760,783 9,793,727 23,540,536

1893, ..................................... 60 874 213,552,009 10,832,174 25,883,575

i Not tabulated. 2 Included sidings.

434,400 1,710,697 7,656,447 7,656,447 228,425

827,900 1,745,846 8,111,871 _ i 8,111,871 314,504

1,606,842 1,111,274 8,314,391 _i 8,314,391 313,554

1,690,490 1,141,586 8,496,426 8,496,426 342,001

1,968,990 1,140,893 8,892,833 785,328 8,107,505 332,810

2,319,990 832,885 8,618,625 682,867 7,935,758 328,096

2,354,742 839,577 8,902,069 737,094 8,164,975 374,661

2,269,800 1,124,342 9,538,142 868,587 8,669,555 383,119

2,072,200 1,661,292 10,387,242 887,260 9,499,982 459,895

2,290,200 2,121,972 11,413,752 818,081 10,595,671 455,246

2,897,200 1,534,467 11,956,367 818,898 11,137,469 437,879

2,899,200 1,779,231 12,410,631 795,295 11,615,336 444,090

3,455,300 1,490,088 13,022,488 835,173 12,187,315 507,044

4,097,242 1,367,487 14,590,374 1,276,313 13,314,061 494,070

4,550,242 1,897,466 16,544,688 1,189,687 15,355,001 530,920

5,134,042 2,435,209 18,464,101 1,227,020 17,237,081 625,617

5,399,042 3,100,198 20,839,980 1,371,883 19,468,097 838,649

6,027,942 4,704,917 25,611,989 2,184,886 23,427,103 963,154

7,316,500 4,340,316 31,210,768 3,713,164 27,497,604 1,100,015

9,870,150 5,182,753 38,593,439 3,931,786 34,661,653 1,582,697

14,109,000 9,597,113 49,589,688 2,939,010 46,650,678 1,716,638

Marginal freight, $500,000, not included.
G<
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68

75

83

93

103

116

118

119

106

109

102
98

90

85

81
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F i n a n c i a l  C o n d i t i o n  —  Concluded.

•<i
05

Miles 
of Rail

way.

929

1,078

1,277

1,414

1,538

1,736

1,913

2,177

2,444

2,523

2,575

2,625

2,650

2,661

2,675

Passengers 
carried.

220,464,099

259,794,308

292,358,943

308,684,224

330,889,629

356,724,213

395,027,198

433,526,935

465,474,382

504,662,243

520,056,511

532,731,017

581,450,906

600,695,816

602,400,874

Gross
Earnings,
excluding

Rents.

Capital
Stock.

Funded
Debt.

$11,126,734

13,206,046

14,852,952

15,837,299

17,028,641

18,298,650

20,165,743

21,942,480

23,652,341

25,743,377

26,440,496

27,288,610

29,899,696

30,851,334

30,959,139

$26,971,275 ! 

27,906,685 j 
30,727,818 

32,670,273 

38,933,917 

41,380,143 

48,971,168 

54,069,933 

60,036,328 

68,404,480 

68,542,038 

70,326,985 

71,216,925 

73,280,155 

74,737,505

$19,188,000

22.284.500

24.236.000 

28,007,600 

29,132,700

29.928.500

34.373.000

34.312.500

37.751.000

41.411.500 

46,674,884

55.780.500

58.176.000

59.339.500

66.348.500

Unfunded
Debt.

$6,861,020

5.165.896

6.153.896 

5,805,541 

7,823,008

11.971.248 

11,718,778 

15,215,610 

21,654,464 

23,305,432 

20,832,564 

19,495,758 

20,279,338

21.228.249 

20,948,965

Total
Gross

Capitali
zation.

$53,020,295

55,357,081

61,117,714

66,483,414

75,889,625

83,279,891

95,062,946

103,598,043

119,441,792

133,121,412

136,049,486

145,603,243

149,672,263

153,847,904

162,034,970

Cash and 
Current 
Assets.

$3,825,887

2,428,150

1,911,651

3,370,650

7,130,861

6,053,677

10,347,849

3,986,857

6,370,679

10,455,046

6,554,738

12,315,705

10,447,216

5,855,412

8,170,683

Capital 
Stock 

and Net 
Debt.

$49,194,408

52,928,931

59,206,063

63.112.764

68.758.764 

77,226,214 

84,715,097 

99,611,186

113,071,113

122,666,366

129,494,748

133,287,538

139,225,047

147,992,492

153,864,287

Dividends
declared.

$1,610,886

1,606,196

1,802,847

1,965,243

2,076,233

2,318,398

2,409,874

3,417,117

3,138,711

3,586,248

3,214,496

3,174,505

3,554,073

3,721,388

3,950,965

TRAN
SPO

RTATIO
N

 
FA

C
ILITIE

S. 
[Jan.



A p p e n d i x  E .

C O M M U N IC A T IO N  F R O M  JO SE P H  B. E A S T M A N , SEC
R E T A R Y  OF T H E  P U B L IC  F R A N C H IS E  L E A G U E .

Mr. Joseph B. Eastman, the secretary of the Public Fran
chise League, was asked to file a brief with the committee setting 
forth his views. In response to this request he submitted the 
following letter: —

B o s t o n , M a s s , Dec. 18, 1912, 

Hon. C a lv in  C oolidge, Room, 441, State House, Boston.

D e a r  S i r : —  The joint special committee of which you are 
chairman is, I understand, considering the general subject of 
transportation facilities for western Massachusetts, and particu
larly the most feasible method of obtaining capital for the devel
opment of such transportation facilities.

The proposed method of obtaining capital for this purpose 
which has attracted most attention was embodied in the so-called 
western trolleys bill, passed by the Legislature and vetoed by 
Governor Foss at the last session. This bill provided for the 
incorporation of the Worcester, Springfield & Berkshire Street 
Eailway Company, and gave it certain special powers and privi
leges. Among these was the right to acquire the stock of the 
Berkshire Street Railway Company now held by the New York, 
New Haven & Hartford Railroad Company, and the stock of 
the street railway companies centering at Worcester and Spring
field now held, or controlled, by a voluntary association known 
as the New England Investment and Security Company. The bill 
provided that the common stock of this new street railway com
pany should be owned by the New York, New Haven & Hartford 
Railroad Company, and should have power to select two-thirds of 
the directors. In return for these rights the New York, New 
Haven & Hartford guaranteed, under bond, that certain new elec
tric lines in Worcester County and western Massachusetts would 
be constructed by the new company within a certain length of 
time.

This bill was very objectionable legislation. Among the strong 
minor grounds for objection were the following: —



1. It granted to the new street railway company which it 
created special powers and privileges possessed by no other street 
railway in the State. Thus, it granted an unlimited right to 
build new lines or reconstruct old lines on private right of way, 
and to exercise the power of eminent domain for that purpose, 
in effect giving this street railway all the essential powers of an 
electric railroad company. Again, it granted the right to issue 
nearly twice as much preferred as common stock, allowing the 
holders of the common stock, however, to elect two-thirds of 
the directors. It also granted the right to hold stock, tempora
rily and perhaps permanently, in other street railway companies, 
and even in certain companies organized under the business cor
poration law.

.There was no good and sufficient reason for singling out this 
one street railway company, to be controlled by the New York, 
New Haven & Hartford Railroad, and giving it all these special 
privileges and advantages which no other street railway company 
possesses. Curiously enough, at the very time that it was striving 
to secure this act, the New Haven was strenuously protesting 
against any grant to the Southern New England Railroad Com
pany, controlled by the Grand Trunk, of powers not conferred 
upon all other Massachusetts railroads at the same time.

2. It provided for the eventual consolidation of the unprofit
able Berkshire lines with the prosperous Worcester and Spring
field lines upon an equal footing. The natural result of this 
would be that any surplus or excess earning power of the latter 
lines would be used, not to make possible lower fares or better 
service in Springfield and Worcester, but to eke out the return 
on the Berkshire lines.

The general law now provides for the consolidation of street 
railways if the Eailroad Commissioners find that such consolida
tion and the terms proposed are in the public interest. There 
was no good and sufficient reason for overriding this general law 
by special legislation in this case.

The great, overshadowing objection to the bill, however, was 
that it confirmed and gave legal sanction in Massachusetts to 
the policy with respect to transportation from which all New 
England is suffering at the present time. The history of the 
New Haven in recent years is a history of conquest and acquisi
tion. Its aim has been a complete monopoly of all forms of 
transportation within its territory, regardless of price. Not only 
has it wiped out competition by this means, but it has drained



and sapped the prosperity of its railroad lines, and their ability 
to provide efficient, up-to-date service at reasonable rates, by ex
pending tens of millions of dollars in the purchase of trolley, 
steamship and other securities at grossly extravagant prices. The 
facts in regard to these purchases have had so much publicity of 
late that I need not enumerate them in this connection.

In Rhode Island and Connecticut the New Haven already con
trols the great majority of the trolley lines. It was attempting 
to do the same thing illegally in Massachusetts, and had already 
made marked progress when its plans were upset by the decision 
of the Supreme Court in 1908. Since that time its endeavor 
has been to regain lost ground and establish a footing for further 
procedure.

If the so-called western trolleys bill had become law last year, 
the New Haven would have regained all its lost ground and 
would have gained legal control of a system dominating the cen
tral and western portions of Massachusetts and comprising over 
one-fifth the total street railway mileage of the State. The prece
dent would have been established of allowing it to acquire Massa
chusetts street railways at any price which it cares to pay. Its 
street railway company would have had powers superior to those 
of any independent line, and the way would have been cleared 
for further conquests. It is easy to imagine the excuses and rea
sons which a company in so excellent a strategic position could 
later have offered for further expansion.

If the people of Massachusetts want a complete private monop
oly of all their means of transportation and want their railroad 
lines loaded with the burden of securing such a monopoly at any 
price, they should by all means favor a measure like this western 
trolleys bill. If they do not want such a monopoly and fear the 
power over their business and government which it would place in 
the hands of a few private individuals and the burden which it 
would throw upon their railroad service and rates, and if they 
prefer the results of competition in transportation such as exists 
in every other part of the country, they should be glad that this 
bill did not last year become law.

However desirable the construction of new electric lines in 
western Massachusetts may be, it is quite clear that such lines 
ought not to be made the basis of a barter or trade whereby a 
railroad corporation is given rights which it ought not to have 
and which are dangerous to the public welfare. If the railroad 
power in this Commonwealth has reached a point where needed



development can only be secured by means of such bargains, the 
thing to do is to break that power by the introduction of compe
tition or public ownership. Surely it is the height of unwisdom 
to submit weakly to the terms which are imposed and thus tie 
tighter the bonds by which we are bound.

If the so-called western trolleys bill was, then, an objectionable 
and improper method of securing the construction of these new 
lines, by what means can such construction be secured? The 
lines proposed at the last session (House Bill No. 2304, section 
10) divide themselves into two classes: first, relatively inexpen
sive connecting links or short extensions of the street railway 
systems in Worcester and Springfield; second, much more expen
sive lines, reaching out for comparatively long distances through 
thinly settled districts.

With respect to the lines of the first class, the street railway 
companies of Springfield and Worcester are paying good divi
dends and are well able to afford any needed extensions of their 
systems of this character. If the pressure of public opinion is not 
enough to induce these companies to adopt a progressive policy, 
and take all necessary and reasonable steps to meet the grow ing 
needs of their territory, pressure bf a more effective sort can be 
brought to bear. For this very reason Massachusetts has never 
given perpetual franchises to street railway companies, but has 
made all locations in the public streets revocable at any time. In 
the metropolitan district, the pressure of public opinion and the 
knowledge that these reserved powers existed has led the Boston 
Elevated to forego the possibility of dividends larger than 6 per 
cent., and assume the continually increasing burden of new and 
very costly subways and tunnels.

With respect to the lines of the second class, these are related 
much more nearly to the steam or electric railroad than to the 
street railway. As planned, they would be built on steam railroad 
standards, would operate on private right of way, and would 
carry and handle freight much as a steam railroad does. Such 
electric lines can now be built and operated by the steam rail
roads as branches or extensions of their lines under their present 
charters, with the approval of the Railroad Commission, when
ever they care to do so. Of the lines of this character proposed 
in section 10 of House Bill No. 2304, all extend from cities or 
towns reached by railroads belonging to the New Haven system 
except the line from Huntington to Cummington. This can easily 
be made to connect with both the Northampton division of the



New Haven and the line under construction from East Lee by 
allowing the New Haven to acquire (by condemnation proceed
ings if necessary) and to reconstruct, so far &s it cares to do so, 
the street railway line from Huntington to Westfield.

I suggest, therefore, legislation specifically authorizing the New 
Haven, with the approval of the Eailroad Commission, to build 
any of the proposed lines of this character whose need the com
mittee believes has been demonstrated, and to acquire the street 
railway line from Huntington to Cummington in case it con
structs, under such authority, the line from Huntington to Cum
mington. In this legislation should be included general provi
sions for compulsory interchange of traffic between street railways 
and steam railroads, and proper connections at junction points, 
when so ordered by the Eailroad Commission. Such provisions 
are a part of the general law in certain of the States of the 
middle west, and are but an extension of the principle recognized 
in section 17 of House Bill No. 2301.

The New Haven authorities state that they wish to construct 
these proposed lines, unprofitable in themselves, because of the 
added business which they will bring, as feeders, to the existing 
steam railroad lines. If this is their purpose, it can be accom
plished under the legislation which I have suggested. Under 
this legislation, for example, heavy freight from the Cummington 
district can be delivered to the railroad lines at Huntington or at 
Westfield, and light freight and express can be delivered at these 
points or it can be brought into Springfield, by proper traffic 
arrangements with the street railway lines, and be distributed 
from that point. In a similar way, the line from Athol or 
Petersham can make suitable connections with the Boston & 
Maine or New Haven railroad lines at Worcester, and with the 
street railway lines entering that city.

The argument that the New Haven Railroad is justified in 
buying up existing street railway systems at extravagant prices, 
thereby suffering a heavy direct loss on the investment, in order 
to utilize such lines as a network for the collection of freight 
and express from outlying districts, and to induce them to make 

' satisfactory connections at junction points with the railroads, 
will not stand analysis. This result, so far as it is in the public 
interest, can be accomplished without such purchases through 
public regulation. The enormous prices paid for trolley prop
erties in Rhode Island and Connecticut cannot be justified on any 
such basis. As a matter of fact, the freight business done by



these lines is relatively insignificant. The total revenue from 
that source on the Rhode Island trolley property last year was 
but $213,416.92, and on the Connecticut property, but $224,- 
018.74. The passenger revenues of both properties mounted into 
the millions.

Legislation such as I have suggested will test the good faith 
of the New Haven Railroad. If it really wishes to promote the 
development of western Massachusetts, the opportunity will be 
open. If, on the other hand, its chief aim is to secure a monop
oly of all forms of transportation within its territory at any 
price, and the construction of these new lines is simply the bribe 
which it is offering to further that result, its real purposes will 
be disclosed. This legislation will give the New Haven an excel
lent opportunity to demonstrate to the people of Massachusetts 
its good faith and the sincerity of its purposes. That accom
plished, the question of the ownership of existing trolley systems 
may later be taken up as a separate proposition, and be decided 
on its merits.

If the result of such legislation is to demonstrate that the 
New Haven is not interested in the construction of the new lines 
as a bona fide business proposition, and that it is simply offering 
them as a bribe, then it will follow that the construction of such 
lines, if it is desirable, is a thing which can probably be accom
plished only through some form of State or municipal aid, the 
method followed in the construction of many of the original 
lines in Massachusetts and practically all the earlv lines in the 
west. I ho discussion of this phase of the question, however, may 
be postponed until the test which I have suggested has been 
made.

Sincerely yours,

JOSEPH B. EASTMAN.

P. S. In order that there may be no misunderstanding, the 
above represents simply my personal views on this question, 
submitted in writing at the request of the committee.

J. B. E.



A p p e n d i x  F .

L B T T E R  A N D  C H A R T  R E L A T IV E  TO T H E  D E V E L O P 
M E N T  OP AR O O STO O K  C O U N T Y  IN  TH E  ST A T E  OP 
M A IN E .

M a i n e  A g r i c u l t u r a l  E x p e r i m e n t  S t a t i o n , 
O r o n o , M e . , Dec. 21, 1912.

Mr. H. B eet  K n o w l e s , Massachusetts Legislature, Room, 441, State 
House, Boston.

D e a r  Sir: — Your letter relative to the means of transporta
tion in isolated farming districts was duly received, and I have 
delayed a few days in answering in order that I could get the 
desired information. I enclose a blue print, which shows the 
growth of population in thousands and the estates in millions

of dollars in Aroostook County. The development of the rail
road is also printed upon that.

The first year in which there were any records there were 
shipped over the Bangor & Aroostook Railroad, in the season of 
1894-95. 107,844 bushels of potatoes. For the season of 1911-



12 (that is, tiie crop of 1911) the shipments over the Bangor & 
Aroostook Railroad consisted of 12,814,659 bushels of potatoes.

Of course it is obvious that before the building of the railroad 
the soil was just as good as it is at present, but the farmers had 
no means of transporting potatoes to market.

Of course the conditions in northeastern Maine are somewhat 
different from what they are in western Massachusetts, and yet 
there is no question but what the opportunity of getting mate
rials to market is bound to develop any territory.

Yours truly,

CHAS. D. WOODS,
Director.



A p p e n d i x  G .

T A B L E S R E L A T IV E  TO TH E  T R A N S P O R T A T IO N  OP 
SCHOOL C H IL D R E N .

High School Attendance in Certain Towns W ith and W ithout Trans
portation F  acilities.

Population 
United 

States Cen
sus, 1910.

P u p il s  i n  H i g h  S c h o o l s . Number of 
H ig h  School

T o w n s .
In Town. Out of 

Town.

Pupils 
per 10,000 

Population.

W ith  transportation facilities: —  

H a d l e y , .............................................. 1,999 52 1 265

H a t f ie ld ,.............................................. 1,986 - 19 100

Deerfield, . . . . • • 2,209 82 - 369

Greenfield, . 10,427 225 - 213
1

W h a te ly ,.............................................. 846 - 5 60

Williamsburg, . . • • 2,132 61 7 413

Average number of high school pupils per 10,000 population in above group of towns hav. 
ing transportation facilities, 237.

Without transportation facilities: 

C u m m in g to n ,..................................... 637 _ 19 298

Worthington, . 569 - 7 176

Plainfield, . 406 - 8 197

C h e s te r f ie ld , .................................... 536 - 2 37

M onterey,.............................................. 388 - 9 231

Montgomery, . 217 _ 1 46

W e8tham pton ,.................................... 423 - o 118

O t i s , ....................................................... 494 - 1 20

S a n d i s f i e l d , ..................................... 566 - -

Tolland, . . • • • • 180 "
1 56

Average number of high school pupils per 10,000 population in above group of towns hav- 
ing no transportation facilities, 118.



Cities and Towns o f  the Five W estern Counties o f  Massachusetts, 
with the Amounts o f  M oney expended by Each for  the Trans
portation o f School Children during the Last Fiscal Year.

Adams 
Alford,
Becket,
Cheshire, 
Clarksburg, . 
Dalton, 
Egremont, . 
Florida,
Great Barringto
Hancock,
Hinsdale,
Lanesborough,
Lee,
Lenox, . 
Monterey,
Mt. Washington, 
New Ashford, 
New Marlboroug 
N o r t h  A d a m s , 
Otis,
Peru,
P it t s f ie l d , 
Richmond, 
Sandisfield, 
Savoy, . 
Sheffield,
Stockb ridge, 
Tyringham, 
Washington,
West Stockbridge
Williamstown,
Windsor,

B e r k s h ir e  C o u n t y .

Total,

F r a n

Ashfield, 
Bernardston, 
Buckland, 
Charlemont 
Colrain,
Conway, 
Deerfield,
Erving,
Gill, . 
Greenfield, 
Hawley,
Heath, .
Leverett,
Leyden,
Monroe, 
Montague,
New Salem, 
Northfield, 
Orange,
Rowe, .

l in  C o u n t y

$503 74

27 20 
1,309 48

150 00

261 50 
1,899 15 

156 00 
227 25 
414 35 

1,098 50 
628 30 
645 90

123 20 
364 50 

1,342 50 
164 00 
180 00 

1,970 00 
392 76 
347 83

109 50 
1,700 25 

30 00

804 94 
114 00
280 37

$15,245 23

SI12 60 
923 30 
509 00 
742 62 
725 10 
772 94 

3,164 00 
625 15 
505 50 

2,539 65 
1 50 

986 18 
681 25

69 50 
3,266 81 

441 95 
877 34 

3,185 60 
219 40

F r a n k l i n  C o u n t y  — C on . 
Shelburne................................................ $964 40
Shutesbury,
Sunderland,
Warwick,
Wendell,
Whately,

Total,

H a m p d e n  C o u n t y
Agawam,
Blandford, .
Brimfield,
Chester,
C h ic o p e e , .
East Longmeado 
Granville, .
Hampden, .
Holland,
H o l y o k e , .
Longmeadow,
Ludlow,
Monson,
Montgomery,
Palmer,
Russell,
Southwick, .
S p r i n g f i e l d ,
Tolland,
Wales, .
West Springfield 
Westfield,
Wilbraham, .

Total,

H a m p s h ir e  C o
Amherst,
Belchertown,
Chesterfield,
Cummington,
Easthampton,
Enfield,
Goshen,
Granby,
Greenwich,
Hadley,
Hatfield,
Huntington,
Middlefield, .
N o r t h a m p t o n ,
Pelham,
Plainfield, .
Prescott,
South Hadley,
Southampton,

526 83 
2,145 35 
1,828 00 

443 75 
288 00

$26,545 57

$613 98 
224 20 
935 08 
122 26 

3,089 25

765 30 
140 00 
237 00 
882 00 
300 00 

2,918 45 
331 90 
445 00 

1,730 83 
164 60

1,540 00 
951 60 
571 00 
350 00 

3,797 50 
172 00

$20,281 95

$1,133 66 
651 90 
747 20 

90 00 
1,718 60 
1,178 47 

271 10 
1,372 13 

809 60 
891 50 

56 15 
393 30 

55 10 
906 00 
133 50

519 50 
2,087 50 

396 45



H a m p s h ir e  C o u n t y — Con.
Ware, . 
Westhampton, 
Williamsburg, 
Worthington,

Total,

W
Ashburnham
Athol, .
Auburn,
Barre, .
Berlin, .
Blackstone,
Bolton,
Boylston,
Brookfield,
Charlton,
Clinton,
Dana, .
Douglas,
Dudley,
F i t c h b u r g ,
Gardner,
Grafton,
Hardwick,
Harvard,
Holden,
Hopedale,
Hubbardsto
Lancaster,
Leicester,
Leominster,
Lunenburg,
Mendon,
Milford,

o r c e s t e r  C o u n t y

$1,003 89

578 00 
341 50

$15,335 05

$354 20 
2,527 31 

82 95 
896 61 
425 10

2,065 64 
2,330 00 

55 80 
166 50

379 20 
477 25

1,789 00 
1,471 50 
3,447 57 
2,534 53 
3,632 00 

895 40 
343 25 
977 05 

1,714 20 
1,590 25 
1,912 29 

631 85 
838 40 

1,659 76

W o r c e s t e r  C o u n t y  
Millbury,
New Braintree,
North Brookfield 
Northborough,
Northbridge 
Oakham,
Oxford,
Paxton,
Petersham,
Phillipston,
Princeton,
Royalston,
Rutland,
Shrewsbury,
Southborough,
Southbridge,
Spencer,
Sterling,
Sturbridge,
Sutton,
Templeton,
Upton,
Uxbridge,
Warren,
Webster,
West Boylston,
West Brookfield, 
Westborough,
Westminster,
Winchendon,
W o r c e s t e r ,

-Con.

Total,

$745 00 
396 00 

1,667 00 
1,587 85 

925 09

1,023 00 
657 50 

1,444 90 
464 00 
589 73 

1,074 60 
1,595 65 

509 25 
2,149 25 

699 70 
1,060 78 

604 15 
2,207 00 

432 00 
1,568 75 
1,399 55 

322 00 
3,169 10 

280 00 
2,304 30 
1,179 50 
2,250 28 

719 50 
1,443 15 

762 25

$68,428 44

Total transportation for five counties,
rritron OA.



A p p e n d i x  H .

V A L U E  OP A G R IC U L T U R A L  P R O D U C TS IN  TH E  
T H IR T Y -S IX  T O W N S  W IT H O U T  R A IL R O A D  OR  
R A I L W A Y  T R A N S P O R T A T IO N  F A C IL IT IE S  ON  
T H E  M A IN L A N D  T E R R IT O R Y  OP M A S S A C H U 
S E T T S .!

West of Berkshire Trolley System.

S p e c if ie d  T o w n s . County.

V a l u e  o f  P r o d 
u c t s .

Gain.
Percent

1875. 1905.
age 

of Gain.

New Ashford, Berkshire, . $27,495 $46,319 $18,824 68.5

Hancock, Berkshire, . 74,654 134,549 59,895 80.2

Alford............................... Berkshire, . 64,429 112,089 47,660 74.0

Mount Washington, Berkshire, . 20,546 30,282 9,736 47.4

Between Fitchburg and Boston & Albany Railroads and Berkshire and 
Connecticut Valley Street Railways.

Savoy, . . . . Berkshire, . S93,520 $157,272 $63,752 68.2

Windsor, Berkshire, . 83,663 193,976' 110,313 131.9

Peru, . . . . Berkshire, . 46,607 113,564 66,957 143.7

Hawley, Franklin, . 63,660 196,828 133,168 209.2

Ashfield, Franklin, . 127,505 253,049 125,544 98.5

Plainfield, Hampshire, 66,424 200,911 134,487 202.5

Cummington, Hampshire, 99,781 135,745 35,964 36.0

Goshen, Hampshire, 46,736 67,108 20,372 43.6
Worthington, Hampshire, 144,579 199,927 55,348 38.3

Chesterfield, Hampshire, 75,559 160,938 85,379 113.0
Westhampton, Hampshire, 102,497 136,178 33,681 32.9

South of Boston & Albany Railroad and between Berkshire and Con
necticut Valley Street Railways.

Tyringham, . Berkshire, . $67,502 $120,277 $52,775 78.2
Monterey, Berkshire, . 95,450 119,342 23,892 25.0
New Marlborough, Berkshire, . 237,388 320,814

•
83,426 35.1

1 The figures of value of products for 1875, as given in the contemporary State Census 
reports for that year, were on a currency basis, but have been recast for the committee by 
the Bureau of Statistics on a gold basis, so as to make them comparable with the 1905 
census figures.



South of Boston & Albany Railroad and between Berkshire and Con
necticut Valley Street Railwarjs— Concluded.

S p e c i f i e d  T o w n s . County.

V a l u e  o f  P r o d 
u c t s .

Gain.
Percent

age 
of Gain.1875. 1905.

Otis, . . . . Berkshire, . $51,946 $101,412 $49,466 95.2

Sandisfield, . Berkshire, . 117,789 204,426 86,637 73.6

Blandford, Hampden, 146,300 245,751 99,451 68.0

Tolland, Hampden, 56,088 104,973 48,885 87.2

Granville, Hampden, 109,696 223,206 113,510 103.5

North of Fitchburg Railroad.

Monroe, Franklin, . $20,599 $38,889 $18,290 88.8

Heath, Franklin, . 77,423 161,814 84,391 109.0

Leyden, Franklin, . 85,054 138,823 53,769 63.2

Gill, . . . . Franklin, . 132,454 177,052 44,598 33.7

Warwick, Franklin, . 64,309 122,820 58,511 91.0

South of Fitchburg Railroad, East of Connecticut Valley and West of 
Worcester Street Raihvays.

Shutesbury, . Franklin, . $49,055 $72,913 $23,858 48.6

Paxton, Worcester, . 62,152 115,970 53,818 86.6

South and East of Springfield Street Railway System.

Hampden,1 . Hampden, - $220,566 - -

Wales, . . . Hampden, $43,748 64,784 $21,036 48.1

Holland, Hampden, 29,514 51,399 21,885 74.2

In Remainder of Mainland Territory of Massachusetts.

Ashby, . . ! Middlesex, . $123,568 $180,606 $57,038 46.2

Mashpee, . ! Barnstable, 4,904 51,379 4G,475 947.7

Acushnet, . Bristol, 91,066 187,131 96,065 105.5

i Established March 28, 1878, from part of Wilbraham.

Total in five western countries, 933 square miles.
Net gain in agricultural products of above towns from *2,584,122 in 1875 to $4,743,966 in 

1905, was 82,159,844, or 83.6 per cent.



Total Value of Agricultural Products for Massachusetts.

1875. 1905. Gain. Percentage of Gain.

§37,073,037 §73,110,496 $36,037,459 97.2

Total Value of Agricultural Products for the Thirty-six Towns specified.
$2,803,660 $5,163,082 $2,359,422 84.2

Total Value of Agricultural Products for Other than the Thirty-six Towns
specified.



A p p e n d i x  I .

ASSESSED  V A L U A T IO N  OF P E R SO N A L  A N D  R E A L  
E S T A T E  IN  TH E  T H IR T Y -S IX  T O W N S  W IT H O U T  
R A I L R O A D  OR R A IL W A Y  T R A N S P O R T A T IO N  
F A C IL IT IE S  ON TH E  M A IN L A N D  T E R R IT O R Y  OF  
M A SSA C H U SE T T S.

West of Berkshire Trolley System.

1875. 1912.

S p e c if ie d  T o w n s . Value of 
Assessed 
Personal 
Estate.

Value of 
Assessed 

Real 
Estate.

Total 
Value of 
Assessed 
Estate.

Value of 
Assessed 
Personal 
Estate.

Value of 
Assessed 

Real 
Estate.

Total 
Value of 
Assessed 
Estate.

B e r k s h ir e  C o u n t y . 

New Ashford, $17,715 $85,540 $103,255 $7,010 $49,470 $56,480

Hancock, . . . . 101,640 345,290 446,930 136,504 • 252,030 388,534

Alford, . . . . 90,808 183,161 273,969 33,105 151,758 184,863

Mount Washington, 9,902 79,032 88,934 7,120 104,690 111,810

Between Fitchburg and Boston & Albany Railroads and Berkshire and 
Connecticut Valley Street Railways.

B e r k s h i r e  C o u n t y .

Savoy, . . . . $44,567 $188,365 $232,932 $53,730 $130,160 $183,890

Windsor, . . . . 47,113 189,067 236,180 67,100 237,330 304,430

Peru, . . . . . 33,032 132,766 165,798 19,500 125,935 145,435

F r a n k l i n  C o u n t y .

Hawley, . . . . 33,535 123,685 157,220 47,278 150,690 197,968

Ashfield, . . . . 142,173 387,744 529,917 189,667 534,675 724,342

H a m p s h i r e  C o u n t y .

Plainfield, . . . . 47,350 133,460 180,810 54,450 139,714 194,164

Cummington, 143,025 297,817 440,842 83,344 253,055 336,399

Goshen, . . . . 29,794 108,028 137,822 26,974 181,555 208,529

Worthington, 88,837 267,453 356,290 87,034 280,095 367,129

Chesterfield, 87,453 220,170 307,623 87,906 249,857 337,763

Westhampton, 42,910 260,259 303,169 64,351 200,195 264,546



South of Boston & Albany Bailroad and between Berkshire and Con
necticut Valley Street Railways.

S p e c i f i e d  T o w n s .

1875. 1912.

Value of 
Assessed 
Personal 
Estate.

Value of 
Assessed 

Real 
Estate.

Total 
Value of 
Assessed 
Estate.

Value of 
Assessed 
Personal 
Estate.

Value of 
Assessed 

Real 
Estate.

Total 
Value of
Assessed
Estate.

B e r k s h i r e  C o u n t y

Tyringham, $52,765 $220,100 $272,865 $51,151 $313,290 §364,441
Monterey, . . . . 52,825 192,245 245,070 43,127 300,976 344,103
New Marlborough, 204,311 537,153 741,464 184,060 616,800 800,860
O t i s , .................................... 66,377 236,130 302,507 45,073 214,310 259,383
Sandisfield, . . . . 108,801 367,620 476,421 68,478 313,037 381,515

H a m p d e n  C o u n t y .

Blandford, . . . . 112,400 294,915 407,315 152,354 472,102 624,456
Tolland, . . . . 68,464 198,866 267,330 31,835 220,067 251,902
Granville, . . . . 89,364 315,808 405,172 189,241 401,380 590,621

North of Fitchburg Railroad.

F r a n k l i n  C o u n t y .  

Monroe, . . . . $8,062 $39,715 $47,777 $66,136 $107,133 $173,269
Heath, . . . . 38,112 153,210 191,322 59,489 143,988 203,477
Leyden.................................... 36,089 171,042 207,131 58,495 138,579 197,074
G i l l , .................................... 78,815 391,691 470,506 83,710 411,251 494,961
Warwick, . . . . 44,804 221,232 266,036 68,933 345,795 414,728

South of Fitchburg Railroad, East of Connecticut Valley and West of 
Worcester Street Railways.

F r a n k l i n  C o u n t y .  

Shutesbury, $21,025 $164,525 $185,550 $41,260 $229,220 S270.480
W o r c e s t e r  C o u n t y .  

Paxton, . . . . 86,298 237,185 323,483 53,889 £29,499 383,388

South and East of Springfield Street Railway System.

H a m p d e n  C o u n t y .  

Hampden, . . . . - i _i - i $54,770 $369,805 $424,575
W ales,.................................... $163,535 $284,415 $447,950 69,598 221,773 291,371
Holland................................... 16,957 120,190 137,147 12,687 97,972 110,659

1 Established March 28, 1878, from part of Wilbraham.



In Remainder of Mainland Territory of Massachusetts.

1875. 1912.

S p e c i f i e d  T o w n s . Value of 
Assessed 
Personal 
Estate.

Value of 
Assessed 

Real 
Estate.

Total 
Value of 
Assessed 
Estate.

Value of 
Assessed 
Personal 
Estate.

Value of 
Assessed 

Real 
Estate.

Total 
Value of 
Assessed 
Estate.

M i d d l e s e x  C o u n t y .  

Ashby, . . . . $86,887 S404.824 $491,711 $154,714 $431,668 $586,382

B a r n s t a b l e  C o u n t y .  

Mashpee, . . . . 6,728 104,235 110,963 7,210 240,040 247,250

B r i s t o l  C o u n t y .  

Acushnet, . . . . 122,500 446,750 569,250 126,190 880,950 1,007,140

Total Valuations for the Thirty-six Towns specified.

1875. 1912.

Assessed personal estate,

Assessed real estate.............................. .........

Assessed estate (personal and real), . . . . .

$2,424,973

8,103,688

10,528,661

$2,587,473

9,840,844

12,428,317

Total Valuations for Other than the Thirty-six Towns.

Assessed personal estate, .......................................................

Assessed real estate....................................... .........

Assessed estate (personal and real), . . . .

$527,276,407

1,302,927,638

1,830,204,045

$1,030,397,922

3,206,873,616

4,237,271,538

Total Valuations for Massachusetts.

Assessed personal estate,

Assessed real e s t a t e , .......................................................

Assessed estate (personal and rea l),....................................

$529,701,380

1,311,031,326

1,840,732,706

$1,032,985,395

3,216,714,460

4,249,699,855
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