
HOUSE 8

JOINT REPORT OF THE TRUSTEES OF THE
BOSTON METROPOLITAN DISTRICT AND OF
THE BOSTON ELEVATED RAILWAY COM-
PANY RELATIVE TO ADVISABILITY AND
COST OF CONSTRUCTING CERTAIN RAPID
TRANSIT EXTENSIONS AND IMPROVE-
MENTS.

[Metropolitan Affairs.]

Boston, December 7, 1932

To the Honorable Senate and House of Representatives of the Common-
wealth of Massachusetts.

In accordance with the provisions of chapter 47 of the
Resolves of 1932, the trustees of the Boston Metropolitan
District and the public trustees of the Boston Elevated
Railway Company submit the following report of their
investigation of the advisability and cost of constructing
certain rapid transit extensions and improvements.

Under the provisions of said chapter 47 of the Resolves
of 1932 it is

Cbe CommontoealtJ) of

Resolved, That the trustees of the Boston metropolitan district and
the trustees of the Boston Elevated Railway Company, acting as a
joint board, are hereby authorized and directed to consider the report
of the trustees of the Boston metropolitan district, then known as the
trustees of the metropolitan transit district, to the metropolitan transit
council, dated December twelfth, nineteen hundred and thirty, and
printed as a part of senate document number four hundred and fifteen
of nineteen hundred and thirty-one, with a view to determining whether
or not parts of proposed routes numbered one and two outlined in said
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report could be constructed and used beneficially pending the com-
pletion of said routes in their entirety.

Said joint board shall report to the general court the result of its
investigation showing what, if any, parts of said routes could be so
constructed and used, the cost of the same and the benefits and sav-
ings, if any, that would result therefrom, together with drafts of legis-
lation necessary to carry its recommendations into effect, by filing
said report with the clerk of the house of representatives on or before
the first Wednesday in December of the current year.

The trustees of the Boston Metropolitan District and
the trustees of the Boston Elevated Railway Company
have given careful consideration to the questions pre-
sented in the resolve, viewing them in the light of present
conditions. A public hearing upon the subject matter of
the resolve was given by the Joint Board at the hearing
room, 20 Somerset Street, Boston, on November 7, 1932.

In answer to the first question proposed by the resolve,
the Joint Board is in unanimous agreement that certain
portions of Routes 1 and 2 can be constructed and used
beneficially pending the completion of said routes in their
entirety.

There are at present in operation two rapid transit
lines equipped for train service, one running from Forest
Hills in the West Roxbury district of Boston through the
center of the city to Everett, and the other from Harvard
Square, Cambridge, through the center of the city to
Ashmont in the Dorchester district of Boston. All of the
several commissioners created by the Legislature for the
study of the rapid transit problem have been in agree-
ment that adequate rapid transit service for the metro-
politan area required the eventual construction of two
additional rapid transit lines equipped for train service,
passing through the down-town section of Boston to
appropriate terminals in the suburban area; further, that
these two additional rapid transit lines should be so
located that when the entire four are in operation the
rapid transit lines should extend out from the center of
the city as radii from a central hub substantially equi-
distant one from another. When the four rapid transit
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lines are completed and in operation, every part of the
suburban area would then be located with the same rela-
tive convenience to a rapid transit terminal or station
from which rapid transit train service could be obtained
through the down-town section of Boston.

This conclusion was crystalized when, in the report
referred to in the above resolve, the trustees of the
Boston Metropolitan District recommended that the
Metropolitan Transit Council petition for legislation
granting to the district authority to construct two new
rapid transit routes, the routes being designated as
Route 1 and Route 2.

Route 1.
Route 1 should begin at or near the junction of South

Huntington and Huntington avenues and follow the gen-
eral line of Huntington Avenue to Stuart Street, thence
along Stuart Street to Columbus Avenue, thence along
Columbus Avenue and under the Common to a new
station to be constructed near the present Park Street
Station, thence under Beacon Hill to a connection with
the East Boston Tunnel at Bowdoin Square, thence via
the present East Boston Tunnel to Maverick Square,
and thence by new construction to a terminal at or near
Day Square, East Boston, with provision for a future
connection with the Boston, Revere Beach & Lynn
Railroad.

Route 2
Route 2 should begin in the Brighton section of the

city west of Harvard Avenue, and in general follow the
line of Commonwealth Avenue to Governor Square,
thence via the present Boylston Street and Tremont
Street subways to a point on Canal Street near the
North Station, thence via the present elevated structure
and viaduct to Lechmere Square, and thence by new
construction along the general line of the Boston & Maine
Railroad through Winter Hill and Davis Square to a
terminal in North Cambridge or Arlington.
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Further, in their annual report to the Legislature of
1932 (Senate No. 397 of 1932), the Trustees of the Bos-

ton Metropolitan District stated that they were then of
the opinion that parts of these routes can be constructed
without eventual waste. The report said, further, that
certain sections of the routes can be built which will give
great improvement in rapid transit facilities, and these
sections can eventually be incorporated in the complete
route when constructed. After this recommendation
had been received the Legislature of 1932 authorized the
investigation and report of the Joint Board, which is
submitted herewith.

Huntington Avenue Subway.

The Legislature, by chapter 306 of the Acts of 1932,
provided for the construction of a portion of Route 1, to
wit, a subway to be called the Huntington Avenue sub-
way, commencing with an open cut in Huntington Avenue
in Boston at or near its junction with Gainsborough
Street, thence continuing under Huntington Avenue to
its intersection with Stuart Street, thence under and
along the general line of Stuart Street and Columbus
Avenue to Boylston Street, thence under Boston Com-
mon to a station to be constructed at cr near the present
Park Street Station of the Tremont Street subway. This
act was to take effect upon its acceptance by vote of the
city council of the city of Boston, approved by the
mayor, and by the Boston Elevated Railway Company
by vote of its Board of Directors, provided such accept-
ance occur during the current year.

1 he act was accepted by vote of the Boston city coun-
cil, approved by the mayor, but was rejected by the
Board of Directors of the Boston Elevated Railway
Company. Under its terms said chapter 306 of the
Acts of 1932 lapses as of January 1, 1933.

The Joint Board is of the unanimous opinion that the
Huntington Avenue subway is the most pressing subway
construction need in the metropolitan area. As an
alternative for the plan of construction authorized bv
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chapter 306 of the Acts of 1932, above referred to, a less
expensive plan has had some consideration. The con-
struction cost as authorized amounted to $8,500,000.
The estimated cost of the alternative plan is under
$5,000,000.

This alternative route is similar to the route authorized
in chapter 306 of the Acts of 1932, from Huntington
Avenue at or near Gainsborough Street as far as the
intersection of Huntington Avenue and Stuart Street.
From that point the alternative route continues under
Huntington Avenue to Copley Square, and there joins
the present Boylston Street subway, continuing on its
tracks to the present Park Street Station.

It is pertinent to make this brief explanation of the
alternative route in undertaking to reply to that portion
of chapter 47, Resolves of 1932, which asks this Joint
Board to state “the cost of any proposed construction
and also the benefits and savings, if any, that would
result therefrom.” It is estimated that the alternative
and less expensive Huntington Avenue subway plan
would effect a saving of approximately $30,000 per year
in operating costs, whereas operation of the,more expen-
sive Huntington Avenue plan would effect no saving in
operating costs, but would, on the contrary, probably
increase such cost by approximately $5,000 per year.
The explanation of this considerable difference lies in the
fact that under the more expensive plan must be included
the cost of operating additional subway stations which
will be unnecessary if the new subway makes junction
with the Boylston Street subway at Copley Square.

There is no question that such an extension of the
Huntington Avenue subway would improve service to
the car riders and would clear portions of Boylston Street
and Huntington Avenue of car tracks which are factors
in the existing traffic congestion. There would un-
doubtedly be an average saving in time for passengers
between Park Street and Gainsborough Street of five and
one half minutes in either direction. This is a conserva-
tive estimate, for it is undoubtedly a fact that, taking
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into account such traffic congestion delays as are now
frequent, the time saved by passengers often would
amount to as much as eleven or twelve minutes in either
direction.

Such Huntington Avenue construction as is here sug-
gested would be operated for surface cars until such time
as the complete Route 1 is constructed, at which time
the route in its entirety would be equipped for three-rail
rapid transit service.

When the time comes for the operation of rapid transit
train service on Routes 1 and 2, the Boylston Street
subway would have to be reconstructed from Copley
Square, and four tracks provided to Park Street. This
construction will fit in with the eventual completion of
the two rapid transit routes.

Four tracks in a subway or subways from Copley
Square to Park Street along the line of the existing Boyl-
ston Street subway in substitution for the subway along
the line of Stuart Street, as provided in chapter 306 of
the Acts of 1932, will mean a saving of over a million
dollars in construction cost of the two routes when com-
pleted. There will be a further saving in maintenance
cost through the necessity of operating fewer stations.

1 he Joint Board is of opinion that there are two other
poitions of Routes 1 and 2 which can be constructed and
used beneficially pending the completion of said routes in
their entirety. These portions are the extension of the
Huntington Avenue subway from at or near Gainsbor-
ough Street to at or near South Huntington Avenue, and
the extension of rapid transit construction along the gen-
eral line of the Boston & Maine Railroad through Winter
Hill and Davis Square to a terminal in North Cambridge
or Arlington. Neither of these portions is of as pressing
importance as the extension of the subway from Copley
Square out Huntington Avenue to beyond Massachusetts
Avenue.

The Commonwealth has spent and is spending some
millions of dollars in the construction of a super-highway
from Worcester to Brookline Village. This super-high-
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way will in all probability be entirely completed within
the next two years. In order that traffic which this
super-highway brings to Brookline Village may be ade-
quately handled in entering the central part of the city,
it is necessary that the parkway should be carried over
Huntington Avenue near Brookline Village on an over-
pass, and that all surface cars should be removed from
Huntington Avenue, with the possible reconstruction of
Huntington Avenue from Peter Bent Brigham Hospital
to the Parkway. With this in mind, the extension of the
Huntington Avenue subway from at or near Opera Place
to a terminal at or near South Huntington Avenue con-
stitutes not only an important rapid transit improvement
but contributes materially to the solution of the traffic
problem in the metropolitan area by providing a wide
avenue free from surface cars from the end of the Boston
and Worcester super-highway at Brookline Village to
down-town Boston.

There is a real need for improved rapid transit service
from Somerville, Medford, North Cambridge and Arling-
ton. The extension of rapid transit service beyond Lech-
mere Square by new construction along the general line
of the Boston & Maine Railroad through Winter Hill and
Davis Square to a terminal in North Cambridge or
Arlington is desirable as soon as the financial situation
warrants the expenditure. The extension of rapid transit
through this area offers the greatest opportunity for the
increased use of the Elevated system by the riding public,
and should be that portion of Routes 1 and 2 which would
produce the greatest increase in the revenues of the
Elevated system.

By chapter 299 of the Acts of 1932 the Boston Elevated
Railway Company was authorized to purchase the Chel-
sea Division of the Eastern Massachusetts Street Railway
Company. The extension of rapid transit service from
Maverick Square to Day Square should naturally come
at such time as steps are taken to consummate the
purchase authorized by said chapter 299.

The Joint Board believes that of equal importance with
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the construction of a section of the Huntington Avenue
subway to Opera Place is the construction of a grade
separation at Cottage Farm bridge by which the surface
cars and vehicular traffic on Commonwealth Avenue will
be carried on a different level from the traffic from
Cottage Farm bridge crossing Commonwealth Avenue.
With the completion of the Governor Square extension
of the Boylston Street Subway, the existing congestion
on Commonwealth Avenue at Cottage Farm bridge is
the only serious interference with reasonable rapid transit
car service to Allston, Brighton, Newton and Water-
town. Various plans for this grade separation have been
considered, but it is of fundamental importance that the
foundations of the grade separation in any plan which is
to be adopted should be so built as eventually to carry
rapid transit three-rail train service when such service is
installed on Route 2. It is equally clear that the question
of this grade separation should be treated rather as a
traffic than as a rapid transit matter when the Legislature
comes to the question of apportioning the cost.

If the traffic congestion at Cottage Farm bridge is cor-
rected, further rapid transit construction along the line of
Route 2 out Commonwealth Avenue to a terminal west
of Harvard Avenue in the Brighton district may well be
deferred until such time as it is possible to provide for
three-rail transit train service along the whole of Route 2.

From 1929 to date the operating revenues of the Bos-
ton Elevated Railway Company have been steadily
declining. In the year ending June 30, 1929, the number
of revenue passengers carried by the Boston Elevated
Railway Company was 356,507,228, representing an
operating revenue of $34,223,172.87. In the year ending
June 30, 1932, the number of revenue passengers carried
was 310,919,428, representing an operating revenue of
$28,275,369.33. It is the unanimous opinion of the Joint
Board that for the immediate future no increase in the
fixed charges of the Boston Elevated Railway Company
can be paid by the car riders. Under these circumstances,
there is no warrant for any increase in the fixed charges
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except on the clear understanding that these fixed charges
for the present must be paid directly by the taxpayers.

The question of immediate construction must therefore
be determined by the Legislature and by the communities
intended to be served.

EDWARD L. LOGAN,
ROSCOE WALSWORTH,
JOSEPH WIGGIN,
ROBERT J. BOTTOMRY,
HENRY I. HARRIMAN,

Trustees, Boston Metropolitan District.

HENRY I. HARRIMAN
EDWARD E. WHITING,
ERNEST A. JOHNSON,
CHAS. H. COLE,
GEORGE B. JOHNSON,

Trustees, Boston Elevated Railway Company.








