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FINAL REPORT OF THE TRUSTEES OF THE
METROPOLITAN TRANSIT AUTHORITY OF
ITS STUDIES AND ESTIMATES OF THE COST
RELATIVE TO THE EXTENSION OF RAPID
TRANSIT FACILITIES IN CAMBRIDGE AND
ARLINGTON, MASSACHUSETTS.

November 26, 1954

To the Honorable Senate and House of Representatives in General Court
Assembled.

Chapter 613 of the Acts of 1952 authorized the Trustees
of the Metropolitan Transit Authority to make studies and
estimates of cost for the extension of rapid transit facilities
in Cambridge and Arlington, in a northerly and westerly
direction from the present terminal of the Cambridge Sub-
way in Harvard Square. Chapter 253 of the Acts of 1954
specified that the Trustees of the Authority should file with
the Clerk of the House of Representatives, on or before the
first Wednesday of December in the year 1954, a final report
with reference to said studies, preliminary plans and esti-
mates of cost, together with drafts of any necessary legis-
lation.

In accordance with the above acts, the Trustees of the
Authority respectfully report as follows:

1. We do not recommend construction by the Metro-
politan Transit Authority, at this time, of any extension of
its presently operated rapid transit lines beyond the pres-
ent terminus of these lines at Harvard Square, for reasons
which are subsequently enumerated in this report.

2, We do suggest that, in view of the fact the modern
and future concept of rapid transit lines serving any
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large city is, and should be, that subways are auxiliary high-
ways, serving to lessen vehicle congestion in and on the
immediate motor vehicle approaches to large cities such as
Boston; the General Court might well consider whether an
extension of the presently operated rapid transit lines could
be built to North Cambridge, with other than Metropolitan
Transit Authority funds.

Such procedure, if possible under existing or new statu
tory law would, in our opinion;

(a) Provide extensive relief of traffic congestion on Mas-
sachusetts Avenue in Arlington and Cambridge.

(b ) Preclude the necessity of constructing several addi-
tional new roads, or widening some existing highways, to
provide necessary relief for the presently intolerable condi-
tions morning and night as highway vehicles from points
west and north of Boston seek entrance to and egress
from the central districts of Boston.

(c) Reduce present traffic congestion on the McGrath
Highway (Northern Artery) by diversion of some M. T. A.
highway lines now concentrated there.

(d) Reduce accidents by removing M. T. A. tracks and
“islands” on Massachusetts Avenue.

It is our considered opinion, after careful examination of
studies and estimates made by the engineering forces of the
Authority and similar perusal of an economic study of the
proposed extension made by Coverdale & Colpitts, consult-
ing engineers engaged by the Authority to make the study,
that the fourteen cities and towns now comprising the
Metropolitan Transit Authority which communities are
presently responsible for payment either by direct assess-
ments or by deficit assessments of yearly charges totaling
about $6,500,000 to meet principal and interest charges on
bonds issued for previously built and acquired facilities now
operated by the Authority should not be further burdened
with all the costs of new subway construction which would
actually provide extensive benefits for a very much larger
proportion of the Commonwealth.

The study of the Authority’s engineers shows that the
cost of constructing the proposed extension and these
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figures do not include cost of acquiring land, land damage,
consequential damage, or additional rolling stock necessary
to operate the extension would be as follows:

1. Harvard Square to North Cambridge . 124,000,000
2. North Cambridge to Concord Turnpike 7,300,000’ 131,300,000’
3. Concord Turnpike to Arlington Heights 11,100,000 42,400,000’

The economic report of Coverdale and Colpitts, which is
a study of the economic value to the Authority of the pro-
posed extension, indicates conclusively that the potential
additional revenue which the entire extension would bring
the Authority from increased patronage would not be suffi-
ciently large to meet the operating expenses exclusive of
fixed charges for interest and principal payments on the
cost of construction.

Under chapter 196 of the Acts of 1954 interest charges
and the cost of amortizing bonds issued to finance construc-
tion of subway and rapid transit facilities are not included
in the operating expenses which this act contemplates being
met by income derived from fares and charges for service.
Thus, if the present method of financing rapid transit facili-
ties were followed the entire burden of the cost of construc-
tion would fall upon the fourteen cities and towns included
in the Authority, either through the deficit or by direct
assessment.

We estimate the cost of acquiring land, land damage,
consequential damage, and additional equipment and roll-
ing stock needed, if the extension were built only to North
Cambridge, would be approximately $3,000,000. This would
make the total cost of that extension $27,000,000.

Past issues of bonds issued by the Authority for construc-
tion of subway and rapid transit facilities are being amor-
tized over a period of 75 years. Figuring 2jA per cent in-
terest and a similar period for amortization, the total cost
for interest and amortization of principal on bonds issued
to extend the rapid transit lines to North Cambridge would
amount to $1,035,000 for the first year. This cost would

1 This figure includes approximately $3,000,000 for construction of new terminal shop and
yard facilities to replace the present facilities at the Harvard Square terminal (Bennett Street).
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decrease at the rate of $9,000 per year over the 75-year life
of the issue.

On the basis of the present apportionment of M. T. A.
assessments upon the fourteen cities and towns, the first
year’s cost to these communities would be as follows:

Arlington
Belmont
Boston

*19,490
11,305

666,362
Brookline
Cambridge
Chelsea .

40,431
86,015
20,873
24,098Everett

Malden
Medford
Milton

34,863
33,256
8,028

Newton
Revere

8,191
16,926

Somerville
Watertown

51,796
13,366

*1,035,000

Since the studies made do not show any economic benefit
accruing to the Metropolitan Transit Authority and the
cities and towns served that would, in our opinion, warrant
recommending legislation authorizing extension of the rapid
transit facilities beyond Harvard Square, we are not sub-
mitting with this report anj' drafts of proposed legislation.

In respect to the suggestion made at the start of this re-
port, the Trustees respectfully call to your attention the
following facts;

In October, 1953, the Trustees abolished the former prac-
tice of allowing free parking for automobiles at some 20-odd
places where facilities for such parking are available on land
controlled by the Authority. Simultaneously, the Trustees
established a special one-day, round trip ticket, sold at the
present time for 61 cents. This ticket, honored only on date
of sale, entitles the purchaser to all-day supervised parking
of his automobile and a round-trip anywhere on the M. T. A.
system. At the present date approximately 10,000 auto-
mobiles per week are being parked in these various lots,
located beside rapid transit stations. It is properly assumed
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that the most of these 10,000 automobiles were formerly
adding to the jams on the highways into and out of Boston.
The number of automobiles parked at these lots is steadily

although slowly increasing each week.
The Authority has and is continuing to conduct a modest

advertising campaign in newspapers and on the radio, in an
effort to attract more motorists to these lots. The Au-
thority’s efforts have been augmented by those of some
members of the Boston Retail Trade Board. The aim has
been a dual one to increase patronage on the M. T. A.
rapid transit lines, and to relieve congestion of automobiles
on the approaches to, and the streets in, the central districts
of Boston.

Surveys of the home garaging of the automobiles parked
in M. T. A. lots show that almost all of them are owned
and operated by residents of cities and towns outside the
fourteen cities and towns comprising the M. T. A. district.
Thus, M. T. A. rapid transit lines are relieving some of the
traffic congestion on the highways, in that the riders in these
motor vehicles leave them outside the heavy-traffic areas.

This is pointed out to indicate it is reasonable to assume
that, if the present rapid transit lines were extended to North
Cambridge, a large portion of the benefits from such exten-
sion would accrue to those who live outside the fourteen
cities and towns which would, under present laws, pay the
entire cost of the extension.

Specifically, we can also inform you that, if the M. T. A.’s
rapid transit lines were extended to North Cambridge, and
a 1,000-car automobile parking lot established there, the
following additional benefits would accrue to all automobile
drivers and truck operators over a widespread area of the
Commonwealth;

1. Car tracks and trolley cars could be entirely eliminated from Massa-
chusetts Avenue, from Arlington Heights to Harvard Square. This
would also permit elimination of the “islands’ which dot this thorough-
fare, providing two extra lanes for highway traffic on the present width
of the street. (Buses or trackless trolleys would be substituted for the
small amount of “local” traffic.)

2. Car tracks could be eliminated on Mount Auburn Street from
Watertown Square to Harvard Square, providing another extensive aid
to all motor vehicle traffic. (Buses or trackless trolleys would be substL
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tuted.) This would provide another extensive highway traffic congestion
relief.

3. Some surface hues now centering at Lechmere Square in East Cam-
bridge, where concentration of trackless trolleys causes extensive delays
to highway traffic, entering and leaving Lechmere Station during rush
hours morning and night could be diverted to the new extension. This
would provide more highway traffic relief on the McGrath Highway
(Northern Artery).

4. Preliminary studies indicate if the rapid transit lines were extended
to North Cambridge, all presently operated street cars west of Boston
could be replaced by buses or trackless trolleys, thus removing another
delay for highway traffic. Buses and trackless trolleys are mobile and
do not cause as much traffic congestion as the trolley which must, of
necessity, stay in the middle of the street.

It is generally recognized by transportation and traffic
officials, we believe, that the major causes of highway con-
gestion morning and night in the vicinity of Boston, as well
as the jamming of the central city streets in those same
periods by motor vehicles, is largely caused by the move-
ment of automobiles owned and operated by those who
live outside the fourteen cities and towns served by the
Authority, but are employed in Boston.

It seems to us, therefore, that the cities and towns in the
M. T. A. district should not be required to assume all the
cost of further highway traffic relief by means of the exten-
sion of the Authority’s rapid transit lines. Whether, in view
of the affirmative benefits we have cited, other means can
be developed to finance these extensions is a legislative
prerogative, and not presently within the authority of the
Trustees of the Metropolitan Transit Authority.

Respectfully submitted,

FRANK W. ROURKE,
Chairman

HAROLD D. ULRICH
HORACE SCHERMERHORN,

Board of Trustees of the Metropolitan
Transit Authority



9

�



*

*


