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To the Honorable Senate and House of Representatives in General Court assembled.
We herewith respectfully submit the Annual Report of the Division of Metro-

politan Planning for the year ending November 30, 1923.
This Division was created under the provisions of Chapter 399 of the Acts of

1923, a copy of which will be found in the Appendix to this report.
In the month of July the Governoracting under the provisions of the Act named

as the three members representing the Commonwealth Henry I. Harriman of
Newton, A. C. Ratshesky of Boston, and Ralph S. Bauer of Lynn. The Commis-
sioner of Public Works, the Chairman of the Department of Public Utilities, the
Chairman of the Metropolitan District Commission, and the Chairman of the
Transit Department of the City of Boston, respectively, named Richard K. Hale,
Everett E. Stone, Frank G. Hall, and Francis E. Slattery to represent said De-
partments. Henry I. Harriman was appointed Chairman and A. C. Ratshesky,
Vice-Chairman of the Division.

Early in August, the Commission met for the purposes of organization and desig-
nated as Acting Chief Engineer, Edwin H. Rogers, formerly City Engineer of the
City of Newton. The Division also named Arthur A. Shurtleff as Adviser on High-
way Planning, and Mr. Rogers, Mr. Shurtleff and their staff, at once began the
preparation of general maps and data required by the Division for the proper
conduct of its work.

In this connection the Division has collected and recorded on maps of standard
size a great amount of basic information regarding topographical, transportation,
and related matters in the forty cities and towns of the District. These maps
and appended data record contours, waterways, topographical barriers; district,
town, and county lines; harbor lines, ship channels, anchorage basins, docks, and

overnment owned lands in the harbor and elsewhere in the District; location and
width of all important thoroughfares and State roads; records of traffic counts
and directions at important bridges, street junctions, and along main routes;
vehicular time-zone charts and position of traffic congestion points, location of
steam railway lines and properties, zone charts of running time, fares, and car
service, location of freight yards, stations, terminals, freight stations, and bridges;
similar data regarding trolley and subway system; location of abandoned steam
and trolley lines with routes of public and private bus lines; charts of population
and valuation with maps of population density; location of industries, residence
areas, and vacant lands; location of water supplies, aqueducts, and pipe lines;Metropolitan sewers and outfalls; Metropolitan and local city and town parks
and parkways; areas already planned or zoned by individual planning boards.

As there was no available space in the State House, the Division with the con-
sent of the Governor and Council secured quarters on the top floor of the newoffice building, 11 Beacon Street, recently erected at the corner of Beacon and

Somerset Streets.
This Division is sending to all the Planning Boards of the District and to the

Mayors and Chairmen of the Boards of Selectmen of cities and towns, to other
public officials, corporations, improvement societies, and individuals, who are
familiar with the transportation problems of the District, a carefully prepared
Questionnaire. This, Questionnaire is sent as a convenient means of transmitting
facts and suggestions for the use of the Division in its subsequent work. The paper
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is classified under numbered headings and is accompanied by a map of the Districtand a small scale map of the eastern part of the State. It is believed that an extensive amount ol useful information will be secured in this manner
41

tllree resolves, copies of which will be found in the Appendix to this renortthis Division was instructed to consider and report upon- 1 ’
The potion of a route for a parkway and traffic’road from Boston to theMiddlesex Fells Parkway via Wellington Bridge;

(l)) Ihe expediency and feasibility of consolidating under one management theoperation of all street railway lines in the Cities of Boston, Chelsea and Revere- and(c) A comprehensive system or systems of rapid transit for those communitiesserved by the Saugus Branch of the Boston & Maine Railroad.
These three matters will be the subject of special reports to be submitted here-after by this Division. They will therefore not be discussed in detail in this reportThe provisions of the Act creating this Division are very broad. It instructsthe Division to consider all types of transportation services and facilities (both

passenger and freight) within the Metropolitan District whether upon highwayswaterways, railroads or street railways. Accordingly the Division has divided itswork into three divisions as follows;
(а) Highways and Highway transportation
(б) Rapid transit.
(c) Port, railroad and trolley terminal
In the very brief time that has elapsed since its creation the Division has obvi-ously had no opportunity to prepare any comprehensive report upon the manyintricate and difficult problems demanding its consideration. Furthermore theDivision is firmly convinced that no premature plan should be promulgated and

no hasty report prepared.

Highways and Highway Transportation.

The phenomenal growth of the motor car industry and the great increase in the
number of motor vehicles operating on the highways has resulted in extreme con-
gestion on many of the streets and public ways of the Metropolitan District. In
1915 the number of motor vehicles licensed by the State was 102,000, in 1919 this
number had increased to 247,000 and at the end of 1923 nearly 600,000 motor
vehicles are registered within the Commonwealth, exclusive of the large number of
foreign cars operating in the State. Furthermore the records of states like Cali-
fornia, Illinois, and lowa -would indicate that the saturation point has not been
reached in those states there is one automobile for each four and one-half per-
sons and in Massachusetts one automobile for each seven persons. Accordingly,
we may look for a continued growth in the number of motor vehicles operating on
our highways and Massachusetts may well be expected to license a million cars
within the next ten years.

The highways of the Metropolitan District may be likened to a wheel, the spokes
of which are the radial highways leading from Boston to the surrounding towns
and the rim or rims the circumferential highways. The radial high-ways have with
few exceptions been well developed. As outlying cities and towns grew up around
Boston their dealings were primarily with the large city and their main highways
led to the Hub -while their circumferential highways were poorly developed. Fur-
thermore because of a lack of any Metropolitan plan the circumferential highways
of the various towns in many instances do not connect with the highways of ad-
joining towns and there is a woeful lack of through routes between the outlying
sections. As a result people desiring to move from one outlying section to another
in many instances prefer to drive into Boston and then out again with a resulting
increase in the congestion of traffic in the center of the city. Any comprehensive
highway plan for the Metropolitan District must take into account not only the
main arteries leading to Boston, but the circumferential arteries leading around
the city.
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Any consideration of motor traffic must take into account the extremely difficult
problem of the parking of pleasure cars. The average motor vehicle is probably
in motion less than one-third of the time elapsing between the beginning and the
end of its daily Journey and if motor vehicles are to be used space must be pro-
vided for their parking during the period when they are not in operation. Accord-
ingly counts have been made of the number of motor vehicles parked in the down-
town section of the city at various hours of the day and in many instances these
counts show from 10,000 to 11,000 cars parked along the curb at one time. It
would take twenty garages of the size of the largest garage in Boston to park this
number of cars and as many of the cars are parked for only a comparatively short
time, it is apparent that many vehicles wall always be stopped along the curbs of
our streets.

Parks and Parkway;

Metropolitan Boston is most fortunate in its parks and parkways. Few cities
in the country have such a splendid system of parks and the parkways of Boston
and vicinity are and will continue to be among the most important avenues of
motor vehicle transportation. It is therefore of great importance that a compre-
hensive plan for the extension of these parkways be made and the various missing-
links completed. At this time we offer no such comprehensive plan, but we do
suggest certain obviously needed extensions which it is particularly desirable to
construct in the near future.

In our opinion a most important addition to the Metropolitan parkways is the
extension of the Cambridge Esplanade from the Cambridge Street Bridge to the
Dam. This extension is a necessary element in the plan which we shall present
for the so-called Northern Gateway, and it will practically complete the owner-
ship by the State of those lands along the lower banks of the Charles River which
are not owned eitherby the Cities of Boston or Cambridge. The City of Cambridge
now owms a strip of land 250 feet wide extending from the Dam nearly to the
Cambridge Street Bridge. The City has held this property for a long time and
desires to see its development at least in part, as an industrial center. There are
other people who are very desirous of seeing this entire strip made into a park.
We do not attempt to pass upon that question, but we are of the opinion that at
least 100 feet of this property bordering on the Charles River should immediately
be taken for parkway purposes.

The State now owns substantially all of the property bordering on the Charles
River between the westerly end of Bay State Road and the Anderson Bridge. We
believe that in the near future the construction of this parkway will be required
and in the reconstruction of the Cottage Farm Bridge provision should be made for
an underpass for this parkway.

On the main route from Boston to the South Shore a condition exists between
East Milton and Quincy Centre which will require careful consideration and
study. The roadway for a distance of about two miles is only twenty-four feet in
width, and serves for all traffic converging at East Milton Square, not only from
different points in Boston but from Norfolk County and points beyond as well.

The condition is aggravated by a railroad crossing at grade at East Milton. A
census of the Milton Police Department showed the following traffic between
10 am. and 11.59 p.m. on the following dates:
August 5, 192 19,817

18,354
20,659

August 19, 1923
September 2, 192:

The proper solution of this problem will aid not only the travelling public, but
will materially benefit the situation now existing in Quincy Centre, through which
this traffic now passes.

The West Roxbury Parkway now extends from the Stony Brook reservation to
Weld Street and from this point, if present plans are carried out, it will ultimately

Parking of Cart
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be extended in one direction to and through the Arboretum and in another direction through Brookline, the Hammond Woods and Newton to the WatertownBridge.
A relatively inexpensive extension of this highway from Weld Street, West Rox-bury, through HammondsPond Woods to Beacon Street or Commonwealth Avenue'Newton, would greatly increase the usefulness of the parkway already constructed’and open up a cross-town line of great value to the cities and towns south and westof Boston. Most of the land for this parkway has already been obtained.
The Revere Beach Parkway from the Fellsway easterly across Broadway tothe beginning of the double roadway in Everett is very narrow and on Sundaysand holidays exceedingly congested. The Commonwealth owns sufficient landover most of this distance to widen the present roadway or make a double roadwayand we believe this widening should be made at an early date. On Sundays and

holidays it is probably the most congested section of any parkway in the Metro-
politan District. The problem is complicated by the bad highway crossings at
Main Street and Broadway and an elevated roadway over those streets would
greatly relieve congestion in that section of the parkway.

Northern Gateway.

By direction of the Legislature we shall submit a special report upon the so-
called Northern Gateway, which is a much needed connection between the Welling-
ton Bridge over the Mystic River and the Charles River.

Bridges over the Charles River.
After two years of consideration the Legislature has determined that the Essex

Street-Brookline Street-Cottage Farm Bridge should be reconstructed at approxi-
mately its present site and we do not reopen that much mooted question. We
do recommend, however, that when that bridge is reconstructed it shall be a com-
bined railroad and highway bridge, the Grand Junction branch of the Boston &

Albany Railroad crossing on a lower level of the structure. If a fine new highway
bridge is constructed at Cottage Farm and the old pile structure of the Boston &

Albany Railroad is left in its present location it will forever mar and largely destroy
the beauty of the new bridge and permanently injure the appearance of the upper
end of the Charles River Basin. The engineers of this Division in conjunction
with the engineers of the Metropolitan District Commission have worked out
such a plan for the combined bridge, which provides for the railroad tracks at a
sufficient elevation above the water to do away with the necessity of a railroad
drawbridge. It also provides for underpasses of future parkways on either side
of the river.

The added cost of the consolidated bridge will be about I and as the
Railroad will thus secure a crossing of the river on a new permanent bridge, and
as it will save the expense of the maintenance of the old pile structure and the
drawbridge, believe it is fair that the Railroad should pay to the State a reason-
able rental for the benefits gained.

In the near future it will be necessary to reconstruct not only the Cottage Farm
Bridge, but the Harvard Bridge, the Cambridge Street Bridge, the Western Avenue
Bridge, and the Arsenal Street Bridge.

We feel that our mandate for city planning covers not only the laying out of
routes, but also the types of construction and costs. Accordingly we have made
a careful study of the various types of bridges which can be built across the Charles
River and we have started with the assumption that such bridges must not only
be of sufficient size to accommodate the travel, and of permanent construction,
but also of attractive appearance. ...

Taking the Harvard Bridge as an example, it is obvious that it may be rebuilt
either as a masonry structure for its entire length of 2,000 feet, or as an earth
causeway with a suitable masonry structure in the center sufficient to permit the
free flow of water and the passing of boats. An earth causeway of ample size to
carry the traffic of Massachusetts Avenue can be constructed for approximate y
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$5OO a running foot whereas a masonry bridge 100 feet in width will cost not less
than $2,500 a running foot. It is therefore evident that from the standpoint of
economy earth causeways should be used to as great an extent as is reasonable
and proper, the masonry sections being limited to such spans as are necessary for
navigation and for the flow of water. We suggest that the total distance of 2,000
feet from shore to shore should include a 750 foot earth causeway at either end and
a central section of 500 feet of masonry. Such a bridge should not cost over
82,730,000 whereas a new masonry structure extending from shore to shore would
probably cost about $5,000,000. It is also entirely possible that a careful examina-
tion of the existing bridge will show that its foundations and possibly much of its
superstructure can be utilized as the base for a new and improved roadway; and
that with such reconstruction and a widening of the drawbridge the necessity for a
new bridge can be obviated. If such reconstruction is feasible and does not cost
in excess of $1,000,000, it should be given most careful consideration. We under-
stand that the whole problem of the reconstruction or replacement of the Harvard
Bridge will be reported upon by the Metropolitan District Commission.

If it is found that a new bridge is required, it is the belief of this Division that
the combination of earth causeway and masonry structure will be not only economi-
cal but beautiful. It will lend itself to irregular banks and artistic planting and will
add a charm which will greatly enhance the beauty of the Basin. Any plan for
the reconstruction of the Harvard Bridge should certainly include underpasses at
either end of the structure for existing or future boulevards along the river.

At some future date there is every probability that it will bo necessary to extend
Dartmouth Street across the Charles River. We do not recommend the construc-
tion of this bridge at the present time, but we do think it would be very wise if
the City of Cambridge would acquire the small stretch of land between the Es-
planade and Kendall Square required for the future outlet of this bridge to Kendall
Square. If this is not done now expensive buildings may be constructed on this
vacant land and the cost of its future acquisition greatly increased.

Highway Improvements in the Heart of Bosk
Until this division has had opportunity to make a most careful study of the local

situation in Boston, wr e feel that our recommendations should be limited to the
improvement or completion of certain main arteries the reconstruction or build-
ing of which has already begun.

Stuart Street has been laid out and reconstructed and it is destined to be one of
Boston’s most important arteries, but its southerly terminus is now at the corner
of Kneeland and Washington Streets, whence there is no adequate outlet towards
the South Station. There can be no question that Kneeland Street should be
widened to Atlantic Avenue thus making a fine through artery from Huntington
Avenue to the South Station. We recommend this 'widening.

Since Stuart Street was laid out to its present width of 70 feet, the Boston Plan-
ning Board has suggested a continuation of Stuart Street as an intermediate thor-
oughfare circling the city and ending at the Charles River Dam. They suggest
a width of 100 feet for the new thorougha width of 100 feet for the new thoroughfare and this naturally raises the question
whether Stuart Street is now laid out of sufficient width to meet the future travel
that will pass over it, and whether it would not be wise economy to add 10 feet
to its width

We also feel it is imperative that a suit ,ble outlet be constructed from the Boston
end of the Dam. The streets in this section are extremely narrow and congested.The property required is relatively inexpensive and the highway when constructedVJ i UII VCi AO I VyICUUI *

vlj I V UllCi CUO iliwU WUI V
>
V livu OWIIoUI uuuuuwill greatly add to the usefulness of the Dam as an artery of traffic. This highway

would really constitute the southerly encwould really constitute the southerly end of the so-called Northern Gateway. The
Boston Planning Board has proposed such a highway- along the lines of Wall,
Leverett and Merrimac Streets to Havrr t Square, with branches from the
junction of Causeway Street and IVlerjunction of Causeway Street and Merrimac Street to Bowdoin Square and
Cambridge Street.

The Commonwealth is about to consThe Commonwealth is about to construct a sjolendid parkway and street along
the South Shore of Dorchester Bay. This highway is known as the Old Colony
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Boulevard. At its southerly end it will connect across the Neponset Bridge withthe Wollaston Parkway and a fine boulevard will thus be created from Quinev toSouth Boston, where it will meet the ample system of pleasure drives of Columbus
Park and the Strandway, but its continuation toward the heart of Boston is en-
tirely inadequate and accordingly we strongly urge the improvement of Old ColonyAvenue from Columbus Park to Dorchester Avenue and the widening of Dorches-
ter Avenue from this junction to the bridge over the Fort Point Channel. If this
widening is postponed not only will the use of the boulevard be restricted, but new
buildings may be constructed along Dorchester Avenue which will greatly increase
the cost of its future widening.

At its southerly end the Old Colony Boulevard connects with the Quincy Shore
Drive. This driveway is only 28 feet in width and is entirely inadequate"to care
for the traffic which will pass over it when the Old Colony Boulevard is completed.
Both the Metropolitan District Commission and the Department of Public Works
have recommended its widening at a cost of approximately 1300,000. We concur
in their recommendation.

We also recommend that the Quincy Shore Boulevard be extended from it
southerly terminus across Sea Street to Washington Street. This extension will
greatly relieve traffic in Quincy Square and largely increase the use of the Old
Colony Boulevard.

Rapid Transit
Passenger transportation in the Metropolitan District is furnished
(a) By the various railroads entering the North and South Stations, and by

the Boston, Revere Beach & Lynn Railroad,
(/;) By the Boston Elevated Railway, and
(c) By the Eastern Massachusetts Street Railway, the Boston and Worcester

Street Railway, and the Middlesex & Boston Street Railway.
The Boston' Elevated Railway is by far the most important local factor in Met-

ropolitan rapid transit, and its service is furnished by surface, tunnel, subway,
and elevated operation. _ .

Because of the narrowness of the streets of Boston and the congestion of its
business area, the surface trolley has been substantially eliminatedfrom the section
of the city below Charles Street, and more and more the citizens of Metropolitan
Boston are relying upon subway and elevated train service for real rapid transit.

The subway system of Boston consists of the Tremont-Boylston Street Subway,
the East Boston Tunnel and its extension, the Washington Street Tunnel, the
Boston-Cambridgo Subway, and the Dorchester Tunnel.

This Division has received many suggestions for extensions of the subway serv-
ice. However, before considering such extensions a most careful study must be
made of the carrying capacity of the existing subway and elevated trunk lines in
the heart of the citv. ,

While this Division has not had sufficient time to thoroughly study this most
important question, we are convinced from preliminary studies that the cairying

capacity' of existing subways and elevated roads can be materially increased, an
estimates made by officials of the Elevated road indicate that by lengthening ic

platforms and by making certain other changes in construction, the carrying capa
city of various subways can be increased as follows:

Number of Passengers.

Present Maxi- Possible Maxi-
mum Capacity mum Capacitj

per Hour. per Hour.

34,200d Dorchester Tunnel
itreet Tunnel

Cambi 48,096
Elevated W 18 997 43,000Isful 39,840Viaduct to Lechmere Square
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The Elevated Railway in connection with the Boston Transit Department has
considered plans for increasing the number of cars per train and decreasing the
operating headway in the Washington Street subway and the Dorchester tunnel.
We understand these plans can be put into effect as soon as traffic warrants, as no
legislation is required.

The Tremont Street subway, the first, by the way, to be built in the United
States, is under present methods of operation being utilized to its capacity and
passenger traffic at Park Street has become greater than at any other subway
station. In amount of passenger traffic handled it ranks among the heaviest in
the world. This great volume of traffic has resulted in a most serious congestion
and immediate relief should be providec

Studies have been made bv the Transit Department of the City of Boston di
Tiding for an underground station at Governor Square and an extension of th
subway from that point westward. Preliminary studies have also been made fo
an extension of the Elevated service westward from Lechmere Square.

When these extensions have been made and certain changes made in platform
train service can be substituted for trolley service between Governor Square and
Lechmere Square or points beyond each as may be found necessary. The change
at Governor Square wall also eliminate the very bad grade crossing at that place.
Since the increase in motor vehicle traffic through the Square, the schedule of the
Elevated has been badly upset and regular service impeded. We suggest legisla-
tive action to relieve existing conditions in the Tremont-Boylston Street subway.

We hope during the coming year to prepare a comprehensive report dealing with
the present facilities of the Boston Elevated and any needed enlargements and
extensions.

Extensions to the rapid transit system of Boston can be made in three ways, to
wit:

(a) Bv new subways, or elevated structures
(fe) By the use of existing steam railroad locations for new rapid transit tracks

or the employment of present trackage not needed by those railroads, or
(c) By the construction of surface or viaduct lines on private rights of way and

without grade crossings
This Division believes that as the injury to the City from the construction of

elevated railways on its highways is so great, and the lasting damage to property
laid down that future extensions shouldso serious, the general principle should bi~

, O'-
“

I-' x
—- " ~

be in subways, on causeways over privat property, or over or parallel to existing
steam railroad routes,

where existing railroad facilities can beThere are undoubtedly numerous case:
the elevatedutilized for future rapid transit extension

The Legislature, by Chapter 480 of the Acts of 1923, authorized the extension
3f the Cambridge-Dorchester tunnel from its present terminal at Andrew Square

rf Boston. The Dorchester tunnel is to be
beyond Andrew Square and extended as a

to and through the Dorchester Section
brought to the surface a short distar

4 to the present tracks of the New Haven
wmut Branch of the New Haven Road is

surface road to Harrison Square, paral
Road. From Harrison Square the Sh:
to be taken over and adapted to Eleva peration

from Andrew Square to Fields Corner and
cost of a corresponding subwav extension.

extension rapid transit will be provided
beyond at a saving of two-thirds of the

The Transit Department of the Cit\ Boston has made the preliminary stm
and investigations required and field igineering is now in progress. We reali
the importance of this extension, whiol
tion at Andrew Square Terminal and

will relieve the existing intolerable conges-
t the same time provide rapid transit for

the Dorchester District, and hop; irompt action will be taken by all interested
for the construction of this long needed im-parties, thus makir

provement.
Where existing railroad tracks cannot themselves be utilized by the Elevated

because of the need of steam railroads, it is entirely possible that Elevated serv
rrface tracks parallel to the steam tracks. We believe thisice can be carr

is possible along the lines of the Fitchburg Railr dween Union Square and
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Porter Square, and possibly along the lines of the Southern Division and the Cen-tral Massachusetts Division through Somerville, and there are undoubtedly othersimilar cases.

Bus Servi

Within the last few years automobile bus service has entered the field of rapidtransit. The Eastern Massachusetts Street Railway now has a number of buslines in successful operation, and the Elevated is soon to try a most interestingbus service experiment in the City of Malden. The result of this experiment willbe watched with great interest.

Railroad and Port Terminals,

Boston is the terminus of three railroad systems, to wit: the New York, New
Haven & Hartford Railroad, the Boston & Albany Railroad, now part of the New
York Central System, and the Boston & Maine Railroad. The main freight termi-
nals of the New Haven Railroad are in South Boston, of theBoston & Albany Rail-
road in East Boston and of the Boston & Maine Railroad in Charlestown; and
there is no adequate inner belt line connecting these railroads although the Grand
Junction Division of the Boston & Albany Railroad intersects the Boston & Maine
Railroad, and the Union Freight Railroad along Atlantic Avenue gives a halting
and inadequate connection between the Boston & Maine and the New Haven,

of the finest harbors in the United States
if the leading ports of the eastern Atlantic
iter borne material required by New Eng-
export for a large amount of goods manu-

Boston is fortunate in possessing one
and since Colonial Days it has been one
States. It is the great entry port for w
land’s manufacturers. It is the port of
factured in these eastern states. It alsi ves as a port of export and import for

very substantial amount of the foreign commerce of the United States
As any port is largely dependent upon the railroads terminating in the port for

the free movement of goods inbound and outbound it is our opinion that the prob-
lems of railroad terminals and port facilities are so closehr interconnected that they
must be considered as one and the same problem.

The business of the port of Boston has been greatly handicapped by the differ-
ential rates on grain and food products in favor of the more southerly ports of
Philadelphia and Baltimore. Grain and food products form the basic freight of
many outbound ships. No ship can leave the port loaded solely with shoes or
cotton cloth or the other products of New England’s mills; it requires also heavy
bulk cargo for the hold, and export grain and foodstuffs are the ideal gross cargo
for outbound shipping. We therefore await with great interest the decision of the
Interstate Commerce Commission on the petition of the Maritime Association
and other commercial interests of Boston praying for an equalization of rates on
grain and flour for the chief North Atlantic ports.

New York has a great advantage over anyr other Atlantic port because of the
fact that eleven trunk lines terminate in that port and bring to it a vast surplus
of materia] of all kinds and from all parts of the country. This enables vessels
sailing for any port in the world to have great assurance of full cargo, but this influx
of freight lias brought with it great congestion and today the port of New "iork
is laboring under a very serious handicap resulting from congestion of traffic and
inability to promptly interchange goods between railroad and steamship terminals,
and herein lies Boston’s great opportunity. It frequently happens that the cost
of interchanging freight between railroad and steamship terminals exceeds the
entire railroad or steamship freight. If, however, the port of Boston can furnish
facilities for exceedingly prompt and inexpensive interchange it will largely onset
the handicaps under which Boston now labors, and the advantages possessed by
other ports. Traffic will seek the port through which it can flow most easily, mos
quickly and most cheaply and it seems to this Division that the problem or tie

port of Boston is largely a problem of prompt interchange between the rainoa s

and the steamships together with the best of facilities for moving freight by tiue
to and from the wharves and freight terminals of the city
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As has been previously stated the three railroads entering Boston have their
freight terminals in three separate sections of the city, and connected with or nearby
each railroad terminal are found three distinct sets of wharves for incoming or
outgoing vessels. This segregation and separation of railroad terminals and piers
and the lack of any proper interchange between themresults in large cost for truck-
ing and prevents the prompt discharge of freight. It is also a great handicap on
freight for local use, either inbound or outboundby rail or water. One large manu-
facturer of the city recently stated to the Division that he was trucking goods to
and from thirteen different terminals, some of which were near his plant and some
on the opposite side of the city; and what is true in the case of this manufacturer
is true to a greater or less degree of all industry located in and around Boston. It
is also the cause of much street congestion. For instance, freight inbound over
the Boston & Maine Railroad for a factory located in South Boston must be trucked
across the city at large cost and with much resulting delay.

In the opinion of this Division the railroad and steamship facilities of the port
of Boston can be put to a greater use and used in a more efficient manner if there is
better co-ordination in the operation of railroad and steamship terminals within a
distance of say twenty miles from the heart of the city.

Several suggestions have been made to this Division: one is that all of the rail-
road facilities of the metropolitan district lying within the belt line, which now
starts at Mansfield and runs through Walpole, Framingham, Concord Junction,
and Lowell to Salem, be consolidated into a single terminal company to be owned
by the various railroads in the ratio of their present ownership of property within
the district. The advantages of such a consolidated ownership are obvious in en-
abling the quick transfer of freight from any railroad to any part of the metro-
politan district. On the other hand, there are very grave problems involved in
separating the terminal facilities from the railroads.

A second suggestion is for the greater use of lighters and car-floats and that
there be established at various places along the water-front common terminals for
all the railroads, connected by such lighters or floats.

All of these suggestions have as their common objective the prompt and eco-
nomical delivery of freight from any railroad to any section of the metropolitan
district or of any of its wharves, without the excessive teaming which is now neces-
sary, which is very expensive, and which clogs the highways of the district

An appropriation for the study of the railroad and steamship terminal question
could be advantageously used. If the appropriation is made our studies will be
directed to a study of the sources of freight within the Metropolitan district and
the movement of freight through the district, and in connection with such studies
we shall consider the best location for new wharves and new terminals when and
as the same may be required. We sha 1 also study the sources and quantity of

if Boston. Any future plans for wharvesfreight that may properly use the port
;ential available freight. Comprehensive

f the Metropolitan district ans for rapid
or terminals must be based on the pi

plans for future streets and highw
rtant, but of equal importance is a com-
throughout the district whether by rail,

transit within the district are most impi
plete plan for the movement of freight
by water or by truck.

No study of Boston’s wharves will complete which does not give the closest
Diem. In past years the various railroadsattention to the business side of th

entering the port and owning their own Jocks have given free dockage to steam-
ship lines which would use their water t minals. This has been done in order t

3 result has been that railroad wharve;assure freight to their railway lines. T
ir business propositions. They have beenconsidered as a unit, have been very

carried by the railroads as a liability rather than an asset. As a result of this policy
on the part of the railroads the investment of the Commonwealth in wharves and
terminals has failed to receive any adequate financial return. If the railroads
’urnish wharf facilities free obviously the Commonwealth, in competition with

such free wharfage, must rent its piers at very low rates. The whole policy I
questionable and should be abolished. There is no reason why railroad wharve;
should be a charge which must be carried by other branches of railroad servic
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The increase m water borne freight passing through the port within the Wfew years has been most gratifying, and there is every prospect that additionalpiers will be required in the near future. This makes doubly imperative a stiZof the entire question of pier charges.
In conclusion we would repeat that in our opinion existing terminal and pierfacilities can be used more efficiently than they are now utilized and thereby theday of very large further investments in wharves and terminals somewhat delayedOn the other hand no adequate and definite statement to this effect can be madeand no definite recommendation proposed until the whole subject has been care-fully studied and the better use of existing facilities examined.

The Financing of Future Highway and Rapid Transit Extensions.
Metropolitan Boston is faced by a very extensive and necessary program for theconstruction of new highways, the widening and improvement of existing highwaysand the extension of its rapid transit system; and it is fair to assume that the costof needed highway extensions in the Metropolitan District will in the next ten’years require many millions. Necessary rapid transit extensions will also require

very large sums of money.
Such large expenditures for highway and rapid transit extensions make it most

desirable that clearly defined and well thought out principles for the payment of
the same be formulated. At the present time each city or town within the Metro-
politan District ultimately pays the greater part of the cost of street improvements
within its boundaries; but there are exceptions, for, in certain cases, aid is received
from the counties for both construction work and repairs. In other cases streets
within the Metropolitan District are built as State highways, the cost of construc-
tion and maintenance being borne in the first instance by the Commonwealth
from its motor vehicle fees; but ultimately one-quarter of this cost of construction
being assessed back upon the counties and one-half of the cost of maintenance and
repairs (up to a limited sum per mile in towns of certain valuation) being assessed
back on the towns. There are now approximately 95 miles of State highway
within the Metropolitan District. The State has also joined with counties and
towns in expending considerable sums on the improvement of secondary routes
within the Metropolitan District, in recent years the money so expended by the
State being taken from the motor vehicle fund.

The cost of Metropolitan Park reservations is entirely borne by the cities and
towns of the District; but in the case of Metropolitan Park boulevards, 50%
of the cost of maintenance and construction is borne by the cities and towns of
the District, and the remaining 50% is paid for by the State at large. Since 1921
the State’s share of the maintenance charge of parkway boulevards has been paid
from the motor vehicle fund; and certain recent legislative acts have provided
that the State’s share of the construction costs of certain boulevards should also
be paid from this same fund.

The above recital indicates confusion in the payment of street and highway
improvements within the Metropolitan District; and clearly indicates the desirabil-
ity of the formulation of equitable rules for the distribution of the cost of such
future improvements. It seems to us just that an improvement which is purely
local in its nature should be paid for by the city or town within which it is located;
but it is also our feeling that, where a street improvement is Metropolitan in its
aspect, and its construction is for the benefit of the entire District rather than for
the local needs of any particular city or town, its cost should be assumed by the
District as a whole. And, finally, where a street improvement may be considered
a part of a State highway scheme, the State should pay a substantial portion ol
the cost.

We do not make any specific recommendations; but we do urge that the entire
question of the financing of highway improvements in the Metropolitan District be
carefully reviewed by the Legislature. _ ,

In the fall of 1922 the Trustees of the Boston Elevated Railway presented to tne
Department of Public Utilities a comprehensive program for future rapid transi -
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extensions. The construction of many of these routes is imperatively needed and
must be made if excessive congestion in the central portions of the District is to
be avoided. Such rapid transit extensions of course involve the expenditure of
large sums of money both for the construction of such extensions by the cities or
towns of the District and for their equipment by the Elevated Road. Such exten-
sions also involve the assumption of additional rental burdens by the Elevated.
The raising of additional capital and the assumption of additional rentals make it
most desirable that the future status of the Elevated Road be determined, and that
it be decided whether the Road is to continue to be operated by Public Trustees
or may be returned to the stockholders of the Company.

The expenditure of large sums for subway and rapid transit extensions also
raises the question as to whether the entire burden is to be borne by the car rider.

The Division wishes to express its appreciation of the spirit of co-operation
shown by the various planning boards, and state, city, town, railroad, and railway
officials with whom the Division has consulted.

Respectfully submitted,

DIVISION 01 METROPOLITAN PLANNING,

Henry I. Harriman, Chairman.
A. C. Ratshesky.
Ralph S. Bauer.
Richard K. Hale.
Everett E. Stone.
Frank G. Hall.
Francis E. Slattery.

Chapter 399, Acts of 19:

An Act establishing the Division of Metropolitan Planning within the
Metropolitan District Commission

Be it enacted, etc., as follows
Section 1. Chapter twenty-eight of the General Laws is hereby amended by

adding at the end thereof the two following new sections: Section 5. There shall
be organized within the metropolitan district commission a division of metropolitan
planning. Said division shall be in charge of seven commissioners, three of whom
shall be appointedjby the governor, with the advice and consent of the council,
for terms of five years from the date of their respective appointments and without
compensation; an associate commissioner of public works, to be designated from
time to time by the commissioner of public works; a commissioner of the depart-
ment of public utilities, to be designated from time to time by the chairman
of said department; an associate commissioner of the metropolitan district com-
mission, to be designated from time to time by the commissioner of said commis-
sion; and an officer of the transit department of the city of Boston, to be designated
from time to time by the chairman thereof. The chairman of said division shall be
designated by the governor. Section 6. Said division shall investigate and make
recommendations as to transportation service and facilities within the district
consisting of all the cities and towns in the metropolitan sewer districts, and the
metropolitan parks district, and the co-ordination thereof upon highways, roads,
bridges, waterways, railroads, street railways and other arteries of traffic; the
manner of affecting such co-relationship and what improvements and new facilities
should be provided for a comprehensive and co-ordinated development of trans-
portation for said district. It shall confer with the local planning agencies in the

APPENDIX.
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district with regard to such projects as are not of an exclusively local characterIt shall recommend the method of carrying into effect and financing the projects
recommended by it, and shall make such maps, plans and estimates of cost as maybe needed for its investigations and reports, and may employ such assistantstherefore as it deems necessary, The various other departments, boards and divi-sions of the commonwealth, the public trustees, respectively, of the Boston Ele-vated Railway Company and of the Eastern Massachusetts Street Railway Com-
pany, the street commissioners, planning boards and other officials of cities andtowns comprising said district, and the various public utilities operating therein
may consult with it and furnish all facts and information requested within their
knowledge or control.

The division shall annually submit to the budget commissioner the estimates
required by sections three and four of chapter twenty-nine, and shall prepare and
file an annual report as required by sections thirty-two and thirty-three of chapter
thirty.

Section 2. The said division may, for the current fiscal year, expend for cleri-
cal, engineering, expert and other assistance and for incidental expenses such sums,
not exceeding fifteen thousand dollars, as may be appropriated by the general
court, the same to be assessed upon the metropolitan parks district.

Section 3. Chapter four hundred and six of the acts of nineteen hundred and
twenty-two is hereby amended by striking out from the beginning thereof down
to and including the word “The” in the third line and inserting in place thereof
the words: — The metropolitan district, and also by inserting after the word
“thirty-one” in the ninth line the words: —of the General Laws. [Approved May
16, 1923.

Chapter 68, Resolves of 1923

Resolve providing for a Further Investigation relative to the Con-
struction of a Parkway and Traffic Road from Boston to the Mid-
dlesex Fells Parkway

Resolved, That the division of metropolitan planning is hereby directed to con-
tinue the investigation, initiated under chapter fifty-one of the resolves of nine-
teen hundred and twenty-two, for the purpose of selecting a route for a parkway
and traffic road from Boston to the Middlesex Fells parkway via Wellington bridge
and of preparing plans for, and determining methods for financing, the construc-
tion of the same. Said division shall file its report of the results of such investiga-
tion, together with its recommendations, estimates of costs and drafts of proposed
legislation, with the clerk of the house of representatives on or before October
fifteenth in the current year and at the same time shall file a copy of the same
with the budget commissioner as a part of the budget estimates required to be
submitted under section four of chapter twenty-nine of the General Laws. [Ap-
proved May 25, 1923.

Chapter 70, Resolves oe 192:

Resolve providing fob an Investigation relative to the Unifying op
Transportation Facilities within the Cities op Boston, Chelsea and
Revere.

Resolved, That the division of metropolitan planning is hereby directed to in-
vestigate the expediency and feasibility of consolidating under one management
the operation of all street railway lines in the cities of Boston, Chelsea and Revere
and ways and means by which such result can be accomplished. Said division
shall report its recommendations, together with drafts of legislation to carry l e

same into effect, to the general court by filing the same with the clerk of the house

of representatives on or before October fifteenth in the current year, and shall a
the same time file a copy of the same with the budget commissioner as part ot

the budget estimates required to be submitted under section four ot o ap
twenty-nine of the General Laws. [Approved May 25, 1923.
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Chapter 71, Resolves of 192S

Resolve providing for an Investigation relative to a Comprehensive
Rapid Transit System for the Communities served by the Saugus
Branch of the Boston and Maine Railroad.

Resolved, That the division of metropolitan planning is herein directed to in-
vestigate relative to a comprehensive system or systems of rapid transit for those
communities served by the Saugus branch of the Boston and Maine Railroad, and
to report its conclusions and recommendations, with drafts of such legislation as
it may deem expedient, to the general court not later than January tenth, nine-
teen hundred and twenty-five. After an appropriation has been made therefor,
the said division may expend for the purpose aforesaid such sums, not exceeding
five thousand dollars, as it may deem necessary. The sums so expended shall be
paid in the first instance from the treasury of the commonwealth, and shall be
assessed by the state treasurer upon the city of Malden at the same time and in
the same manner as state taxes. If and when the comprehensive system or sys-
tems mentioned above are constructed, the sums, the expenditure of which is
authorized by this resolve, shall be treated as part of the cost of the construction
thereof, and shall be repaid to the commonwealth by the persons and corporations
constructing the same and redistributed to the city aforesaid. [Approved May
25,1923.
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