
SENATE No. 262

REPORT OF THE BOSTON TRANSIT COMMISSION
RELATIVE TO EXTENSION OF THE BOSTON
SUBWAY SYSTEM.

Boston Transit Commission,
Boston, Feb. 7, 1918.

To the Honorable Senate and House pf Representative.
Chapter 741 of the Acts of 1911, which provided for the con-

struction of additional tunnels or subways in the city of Boston,
namely, the Dorchester tunnel, the Boylston Street subway,
and the East Boston tunnel extension, required the Commission
to construct the Boylston Street subway from its entrance in
Commonwealth Avenue, following its present line to and under
Boylston Street to a terminal at or near the Park Street station
of the Tremont Street subway. The provisions of the act re-
garding location were as follows: from a point at or near the
junction of Boylston Street with Arlington Street, “thence in
and under public ways and public lands by such route as the
commission may determine, to a point at or near the junction
of Boylston street and Tremont street, and thence in or under
Tremont street and public lands to a point at or near the Park
Street station of the Tremont street subway, together with
stations at Massachusetts avenue, at Copley square, at or near
the corner of Boylston and Tremont streets, and at or near
Park street. Instead of constructing said subway as a continu-
ous line from Arlington street to Park street station, the com-
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mission may connect said subway at or near the junction of
Boylston street and Tremont street with the tracks of the pres-
ent Tremont street subway, and between that point and the
Park street station may either enlarge the present Tremont
street subway so as to provide for two additional tracks, or
may construct a separate subway adapted to contain two rail-
way tracks, connecting the same with the present Tremont
street subway and the tracks located therein.”

The purpose of this act was to continue the Boylston Street
subway as a separate line with two tracks to a terminus at or
near the Park Street station of the Tremont Street subway,
either by making it entirely separate from the Tremont Street
subway, or by enlarging the latter so as to provide two addi-
tional tracks.

The Transit Commission studied this question exhaustively
and made numerous plans, some showing the Boylston Street
subway carried underneath or alongside the present Tremont
Street subway, and some showing the latter enlarged for two
additional tracks.

Section 1 of Chapter 810 of the Acts of 1913, relating to the
Boylston Street subway, authorized and directed the Transit
Commission to “investigate and report to the next general
court whether, in view of the traffic to be served and the addi-
tional expense involved, it is desirable to alter the route of the
Boylston street subway, as defined in chapter seven hundred
and forty-one of the acts of the year nineteen hundred and
eleven, by abandoning the construction of that part of the
Boylston street subway between Boylston street and Park
street in the city of Boston, and in place thereof extending said
subway through Boylston street to Washington street and from
Washington street by some route to Post Office square.” In
case the Commission should decide that it was desirable to
alter the route it was requested to state the precise route which
it would recommend, with an estimate of the additional ex-
pense involved and a draft of a bill embodying such legislation
as might be necessary to carry out its recommendations.

The same act further provided, in section 2, that until the
report above referred to had been made and acted upon by the
General Court, the Transit Commission should “suspend the
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construction of that part of the Boylston street subway be-
tween Boylston street and Park street, and also so much of the
Boylston street subway west of Tremont street as may, in the
judgment of the commission, be affected if the route of the
subway should be altered as provided in section one.” The
Commission was required to proceed with the construction of
the remainder of the Boylston Street subway in the vicinity of
Park Square, and that subway was to be completed and opened
for traffic, pending a decision by the General Court as to the
proper location of a permanent terminus.

On April 18, 1913, the Honorable Senate had passed an order
requesting the Boston Transit Commission to report within
three weeks as to the probable cost of extending the Boylston
Street subway to Post Office Square. This order was passed
prior to the passage of chapter 810 of the acts of 1913, and the
information sought was presumably to assist the Legislature in
the framing of that act. The Transit Commission, in compli-
ance with this order, made a report on May 9, 1913, discussing
various routes, and suggesting one route to a terminus in Post
Office Square. The Commission estimated the cost of the route
between the corner of Boylston and Tremont streets and Park
Street, originally contemplated, to be $2,150,000, and the cost
of a rdute to a terminus at Post Office Square to be $3,800,000.
It suggested that chapter 741 of the Acts of 1911 should be
amended so as to allow the temporary connection of the Boyl-
ston Street subway with the Tremont Street subway at some
point near Park Square “until the question of the best location
of the terminal can be finally decided,” and this suggestion was
adopted in the provisions of chapter 810 of the acts of 1913
above recited.

In accordance with the requirements of chapter 810 of the
Acts of 1913 the Commission, on May 19, 1914, submitted a
report to the Legislature with reference to the best permanent
terminus for the Boylston Street subway. This report stated,
as the opinion of the Commission, that while it was desirable
that passengers using the Boylston Street subway should be
able to reach some point near the center of the business dis-
trict, such as Post Office bquare, without changing cars, it would
not be desirable for such a point to be the only terminus for
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that subway. In other words, it expressed the opinion that
the easterly end of this subway should be forked, allowing some
cars to go to Park Street, while others might proceed to some
point farther down town, such as Post Office Square. The
Commission considered such a double terminus not only desir-
able from the point of view of transportation, but also because
it would assist in relieving the congestion of streets.

The Commission questioned, however, whether the large cost
of an extension of the subway to Post Office Square would be
justified, in view of the construction of the Dorchester tunnel,
and the fact that by going to Park Street and transferring to
said Dorchester tunnel passengers from Boylston Street would
be able to reach Dewey Square and the corner of Summer and
Chauncy streets, while by making another transfer to the
Washington Street tunnel they could reach Milk Street or State
Street. The Commission, therefore, came to the conclusion that
at that time a permanent terminus or termini of the Boylston
Street subway should not be fixed, but that a final decision
should be postponed until the opening of the Dorchester tunnel
to the South Station, so that the effect of such opening upon
the traffic situation could be given due weight in reaching such
decision.

The present status of this question, therefore, is that fixed in
chapter 810 of the Acts of 1913, which required the tracks of
the Boylston Street subway to be connected near Park Square
with the tracks of the Tremont Street subway until such time
as the report required by said act had been “acted upon by the
general court.” As the General Court has not yet acted, the
permanent terminus of the Boylston Street subway is still sub-
ject to future determination by the Legislature.

As its term of office will expire June 30, 1918, the Boston
Transit Commission feels that it should not terminate its work
without giving the present Legislature some further expression
of opinion upon this still undecided matter. It therefore re-
spectfully calls the attention of the Legislature to the facts
hereinbefore recited and to the following considerations, having
reference to the question of the best permanent terminus or
termini of the Boylston Street subway. The Commission has
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considered this matter anew, has revised its former estimates of
the cost of carrying the Boylston Street subway to a terminus
at Post Office Square, or to a permanent terminus at Park
Street, so as to make them conform to present conditions, and
has made various studies as to the number of passengers trans-
ferring at Park Street to and from the Dorchester tunnel.

The opening of the Dorchester tunnel, and its physical con-
nection with the Tremont Street subway at Park Street, em-
phasizes still further the undesirability of carrying the Boylston
Street subway to a single permanent terminus at Post Office
Square, or any other down town location. There is no question
that a great many of the passengers that use this subway desire
to go to Park Street, either to leave the subway at that point,
or to proceed to Cambridge, the South Station or other points
in the subway system. There is also no doubt that a good
many of the passengers who use this subway would find it a
convenience if it carried them farther down town to some point
such as Post Office Square. It would seem that there are two
principal questions affecting this problem.

1. Are the people who desire to go to some point such as Post
Office Square sufficiently accommodated by the present arrange-
ment, which allows them, by changing at Park Street, to reach
the South Station, the corner of Summer and Chauncy streets,
and, by making another change at Washington Street, to reach
the corner of State and Washington streets; or, on the other
hand, are the needs of such passengers so great as to justify the
expenditures necessary to carry another fork of the Boylston
Street subway to some point farther down town.

2. If the needs of the traveling public are adequately pro-
vided for by having a single terminus at Park Street, is the pres-
ent capacity of the Park Street station and the tracks on Trem-
ont Street sufficient to give adequate accommodation, or should
the subway be provided with two additional tracks independent
of the Tremont Street subway, as contemplated in the original
act of 1911?

Cost. The Commission has revised its estimates of cost of
constructing two additional tracks from the present junction
under Charles Street to Park Street, and the cost of construct-
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ing two additional tracks from the same point under Boylston,
Essex and other streets to Post Office Square. The present
estimates are as follows:

Approximate cost of constructing two additional subway
tracks from the junction of subway and surface tracks at
the foot of the incline in Boylston Street under Charles
Street to Park Street, with a loop station at Park Street, , 13,000,000

Approximate cost of constructing two subway tracks from the
junction of subway and surface tracks at the foot of the
incline in Boylston Street under Boylston, Essex and other
streets to Post Office Square, with a loop around the Post
Office, 5,000,000

It will be noted that these estimates are, as would be ex-
pected on account of the rise in prices, about one-third greater
than those estimated by the Commission in its report of May 9,
1913.

From the point of view of the needs of transportation in the
metropolitan district there is no doubt of the immediate neces-
sity of taking steps to provide for the extension of the Boylston
Street subway to a point or points other than Park Street and
farther down town. In accordance with the provisions of chap-
ter 741 of the Acts of 1911, which provided for the enlargement
of the Park Street station, the Commission enlarged that station
to a size and platform area as great as the circumstances would
permit. Nevertheless, the conditions at that station during rush
hours are already such as to require immediate provision for
relief, and the crowding on the loading platforms by passengers
desiring to enter the cars is intolerable. The root of the trouble
lies in the fact that Park Street station constitutes a single
terminal station for an enormous and rapidly growing traffic.
No further increase in platform area would remedy the condi-
tions which exist, for it would not prevent crowding which takes
place in loading the cars. The trouble is that too many people
take the cars at this station. The only remedy is to distribute
the traffic over a number of stations, instead of concentrating it
at one. Park Street station is now as large as it should be, but
it is plainly evident that the enlargement which has been car-
ried out by the Commission, as authorized by the Legislature,
has not solved the problem and will not do so.
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For the same reason the situation would not be met by carry-
ing the Boylston Street subway to any other single terminus
farther down town, such as Post Office Square. A single ter-
minal station for a large traffic is not the proper method of meet-
ing the needs of the situation. It is only effective up to a certain
limit, and that limit has been already much exceeded at Park
Street.

The solution of the problem, therefore, lies in a distribution of
the traffic rather than its concentration at any one point. The
ideal method for such distribution consists in a down town loop,
having several stations around its circumference. Passengers
would be collected from the business district at all of these
various stations, and the crowding at any one station would
be much reduced.

If, for instance, the Boylston Street subway were extended
through Boylston and Essex streets to the vicinity of the South
Station, there passing under, or possibly over, the Dorchester
tunnel, thence under Federal Street to Post Office Square, under
Water and School streets to Tremont Street, and thence under
the present Tremont Street subway to Boylston Street, a down
town loop would be provided on which there could be stations
at Washington Street, on Essex Street, at or near the South
Station, at Post Office Square, in the neighborhood of the City
Hall, and near, though perhaps not directly beneath, the Park
Street station. Instead of all passengers from the down town
district swarming to the Park Street terminal, as they do at
present, they could board the cars at some one of the stations
mentioned, even though they might be carried around a great
part of the loop to reach Boylston Street. The present Park
Street terminal would be left free for the cars coming from the
surface of Boylston Street, including those coming in from
Huntington Avenue and Columbus Avenue., together with such
cars as might be diverted from the Boylston Street subway,
instead of proceeding around the loop above described; for
there is no doubt that a good many people coming in on the
Boylston Street subway desire to go to Park Street, Scollay
Square, and the North Station, and means should be provided
lor them to reach these points without change. There could be
a rearrangement of the present Boylston Street station, or per-
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haps a new station in the neighborhood of Park Square or be-
tween Park Square and Tremont Street, with entrances and
exits both at Park Square and at Tremont Street, providing
convenient transfer for those desiring to change cars.

Such a loop would be also of great benefit in relieving the
congestion on streets and sidewalks in the down town district,
which, as is well known, is very serious, and, with our narrow
streets and sidewalks, difficult to relieve. Any distribution of
the subway traffic which would take passengers from the streets
as quickly as possible would clearly alleviate this congestion.
The sidewalk congestion of the streets in the neighborhood of
Park street, as, for instance in Winter Street, could not well be
greater than it is at present. The immediate needs of the city
urgently demand some relief from this congestion if possible,
and such relief can best be provided, and perhaps can only be
provided by a distribution of the traffic over a large terminal
loop in the down town section.

It is not improbable, also, that such a loop might add materi-
ally to real estate values in the down town district by increasing
the facility of access to transportation lines. Such ■would proba-
bly be the case, particularly in the neighborhood of the stations.

The Commission has not made a careful study of the propo-
sition above suggested, because such a study would require care-
ful investigation of all the conditions, with surveys, borings and
estimates of cost, and the Commission has no funds for such
purposes. The Commission therefore makes no definite recom-
mendation in this matter except to state most emphatically its
opinion that the traffic situation in Boston will never be ade-
quately met by carrying the Boylston Street subway to a single
terminus, but only by the provision of some form of terminal
loop. Such a loop might be a single track loop. All the cars
from Boylston Street, except those diverted directly to Park
Street, might proceed through Boylston and Essex streets and
around the loop. On the other hand, the loop might be a
double-track loop, so that cars could proceed in either direction.
A single-track loop would, of course, be much less expensive
than the double-track loop, and would probably serve the needs
of the situation for a long time to come. Such a loop would
also be admirably adapted for the operation of cars in trains of
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two or perhaps three cars, depending upon the capacity of the
motors. It would, of course, not be adapted to the running of
long trains, because it would be a loop for surface cars.

The Commission makes this suggestion at the present time
because of the condition of things at Park street Station, and
because, even if steps were now taken to authorize the construc-
tion of such a loop, it would be several years before it could be
built and the improved facilities made available. It is the ex-
perience with all plans of rapid transit in large cities that im-
proved facilities become greatly needed some time before they
can be provided.

The Commission also makes no suggestion as to the methods
which should be adopted for financing the construction of such
a loop for the Boylston Street subway. Subways are the most
costly means of providing rapid transit in cities, and are only
justified in cases where, as in the present case, there is a large
traffic to be accommodated. The condition of the Boston Ele-
vated Railway Company is such that it cannot assume any
added burdens in the way of rentals for additional subways
unless it can be assured of an income sufficient to meet these
rentals. The benefits to the community, however, from im-
proved facilities for transportation are too evident to require
discussion. It is for the Legislature to deal with the question
of providing such facilities, if it considers them required. The
function of this Commission is only to suggest what seems
desirable or necessary in the interests of the traveling public.

As a result of its study of this question, therefore, it is clear
to the Commission that the requirements of transportation re-
quire immediate consideration by the Legislature of some pro-
vision for an extension of the Boylston Street subway, as con-
templated by the original act of 1911.

Seven years have now elapsed since the passage of that act.
At that time it was considered by the Legislature that the needs
of transportation demanded that the tracks of this subway be
extended to a separate terminus from that of the Tremont
Street subway at Park Street. The execution of the original
plan, as explained above, was postponed with the object of has-
tening the time of opening of that subway, and of relieving the
Bostoti Elevated Railway Company from the immediate neces-
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sity of meeting the rental on the large expense involved, and of
temporarily meeting the exigencies of the situation by the en-
largement of Park Street station, until a final definite solution
could be arrived at on the ground of further studies. In these
seven years the traffic has largely increased, and it should con-
tinue to increase in the future at least as rapidly as in the past.
It is therefore plainly desirable that some consideration should
be given to the solution of this problem, having in view the
probable future requirements of the public, and giving a thor-
ough consideration to the financial and operating conditions of
the operating company, and the financial possibility of carrying
out any plans which the Legislature may consider that the
transportation requirements of the public demand.

The Commission now makes the definite recommendation
that instead of a single terminus to the Boylston Street subway,
as contemplated by the act of 1911, or a double or forked ter-
minal, as suggested by the Commission in its report to the Legis-
lature in May, 1914, it has definitely reached the conclusion
that there should be a down town loop having several stations,
which at first might well be made a single-track loop, but it is
not prepared at the present time to recommend a route, and of
course it does not attempt to deal with the methods which
should be adopted for financing the proposition.

Respectfully submitted,

BOSTON TRANSIT COMMISSION,

Chairman.
George F. Swain,


