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SPECIAL REPORT OF THE DIVISION OF 
METROPOLITAN PLANNING.1

11 B e a c o n  S t r e e t ,  B o s t o n ,  15 October, 1925.

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

The General Court of 1924 passed the following resolve:

C h a p t e r  3 8 .

R e s o l v e  p r o v i d i n g  f o r  a n  I n v e s t i g a t i o n  b y  t h e  D i v i s i o n  o f  

M e t r o p o l i t a n  P l a n n i n g  o f  t h e  R a i l r o a d  a n d  S t e a m s h i p  

T e r m i n a l  F a c i l i t i e s  o f  M e t r o p o l i t a n  B o s t o n .

Resolved, That the division of metropolitan planning of the metro
politan district commission is hereby directed to investigate the railroad 
and steamship terminal facilities, including piers, of the metropolitan 
district; to consider the efficiency with which they are now used and 
any increased efficiency which can be gained by better co-ordination of 
their use; to determine the source and destination of freight passing 
through the various railroad and steamship terminals ef said district, 
and the decrease in amount of carting which can be brought about by 
the delivery of freight at terminals in said district nearer to its destina
tion; and in general to report a comprehensive plan for the future 
development of the terminal facilities and piers of the metropolitan 
district and of the port of Boston. Said division shall report its recom
mendations, together with drafts of legislation to carry the same into 
effect, to the general court by filing the same with the clerk of the house 
of representatives on or before October fifteenth, nineteen hundred and 
twenty-five. [Approved M ay 16, 1924-

In conformity with that resolve, this Division respectfully 
submits its report.

It will be noted that the provisions of the resolve are very 
broad and call for a study of both the pier and harbor 
facilities of the port and also its railroad terminals. The 
Division is also instructed to study the efficiency with which 
the present port and terminal facilities are used and to 
recommend such additions or changes as are deemed wise.

The report called for is of such scope that the Division 
deemed it wise to employ expert assistance both in the col-

1 R eceived by  the clerk of the House on N ovem ber 6, 1925.



lection of facts and figures and their analyses. It secured 
the services of Col. Charles R . Gow, an engineer of high 
standing and a man familiar with Boston’s port and ter
minal problems. Colonel Gow spent the better part of a 
year in the study of the problem, and his report from which 
we quote extensively is appended hereto. The division has 
itself made many studies of port problems and submits its 
conclusions herewith.

The Port of Boston has been the subject of many studies 
during the past fifty years, twenty-three reports having been 
submitted in twenty-seven years. The existing bibliography 
of these inquiries is now most voluminous, but the several 
investigations have been far from unanimous in their con
clusions, and but few of their recommendations have ever 
reached the final stage of public adoption.

Belt lines, tunnels between terminals, public ownership 
and operation of water-front properties, additional piers and 
docks, carfloat and lighterage systems, unified railroad ter
minals, uniform railroad rates to all piers, and many other 
suggestions, liave been put forward and each of these sug
gestions has had its strong adherents and equally earnest 
opponents.

It has seemed to this Division that the general study 
could be divided into two parts, to wit:

(a) A study of the pier and harbor facilities.
(b) A  study of the terminal facilities of the railroads.
Under both subdivisions, studies have been made (1) of

the present physical facilities themselves, and (2) of the 
business now handled by these facilities and the reasonable 
prospect for increase in the amount of business handled.

H a r b o r  F a c i l i t i e s  a n d  t h e i r  U s e .

Boston is built on a series of peninsulas, and possesses 
both an inner and an outer harbor of splendid depth and of 
adequate size to accommodate the greatest possible volume 
of foreign and domestic commerce. Because of this irregular 
and indented shore line, it possesses a total water front 
nearly 116 miles in length, obviously only a small portion 
of which is in actual use for commercial purposes.



Studies show that there are at present in Boston Harbor 
approximately 222 separate and distinct piers with a berth
ing space aggregating 124,000 feet in length. Of these piers, 
15 are used by the government; 9 by the city of Boston; 
11 are used as tie-ups for idle vessels; and 19 are substan
tially abandoned. Eliminating these 54 wharves leaves 168 
wharves which are used more or less actively for the loading 
and discharging of cargoes. Only thirteen of these 168 piers 
are used exclusively for foreign commerce; 5 others are used 
for both foreign and domestic commerce; and 12 are oper
ated as regular terminals for established coastwise lines. 
These 3D piers handle all of the general business which 
passes through the port. The remaining 138 piers are 
owned by private concerns which are using their wharfage 
facilities exclusively in the conduct of their own enterprises. 
It is also interesting to note that of the total water-borne 
commerce of the Port, only 18 per cent of the tonnage is 
handled by the 30 general piers, 82 per cent being handled 
at private wharves.

A study of the business handled by the 30 general piers 
indicates no present congestion. In fact, few of these piers 
are now used to their full capacity, many, in fact, being 
used at a very low percentage of their ability to handle 
freight. Only once in recent years has there been any serious 
congestion, to wit, in 1922, and then the congestion was not 
due to inadequate piers but to the inability of the railroads 
and other transportation companies to take freight from the 
piers as rapidly as it should have been handled.

Nor can it be said that Boston is lacking in modern piers, 
capable of handling large volumes of freight at reasonable 
cost. The Commonwealth Pier, the new Army Base and 
the Boston and Albany Piers in East Boston are all modern 
and efficient, and are capable of handling a much greater 
volume of business than is now passing through them. We 
do, however, call attention to the fact that neither in Bos
ton, New York, or in any of our large ports have labor- 
saving devices been installed to handle general cargo upon 
the piers to the extent that they are in use in the most 
modern piers of foreign ports. The port which first installs



additional labor-saving devices may well attract commerce 
to itself.

This Division is of the opinion that until there is a much 
greater volume of business to be handled by the general 
piers of the harbor than is now handled, there is no justifi
cation for the construction of additional piers except as cer
tain steamship lines or industries may desire piers of a par
ticular construction or located in a particular place to best 
handle their own business. The Port of Boston is fortunate 
in possessing the largest drv-dock on the Atlantic coast, and 
it has several shipyards with ample facilities for the repair 
and maintenance of vessels.

When additional piers or other harbor facilities are re
quired, there are numerous excellent sites either in South 
Boston, on the Commonwealth’s land, at the Calf Pasture, 
in Dorchester Bay, on the East Boston Flats which have 
recently been filled in by the Commonwealth, along Atlantic 
Avenue on the general lines proposed in the Frederick W. 
Cowie report to the committee that recently investigated 
the New England railroads, on the M ystic River, or along 
the present East Boston water front. Railroad connections 
can be built to all of these sites.

This Division does not suggest any definite location for 
the next public piers which may be required, as in its opinion 
such additional piers are not required at present, and altered 
conditions might well reverse any judgment rendered at this 
time. Whenever additional piers are constructed, railroad 
connections to them and adequate facilities for handling 
freight by vehicles will be important factors.

The Port of Boston is also fortunate in having many loca
tions on tidewater where manufacturing concerns and indus
trial enterprises can be established and private wharves 
constructed with adequate rail connections, and it is inter
esting to note that there are now under construction along 
the water front of the Port three particularly important 
private developments, to wit: the Ford Plant in Somerville, 
the new blast furnace of the M ystic Iron Works in Everett, 
and the modern lumber yards and piers of the Terminal 
Wharf and Railroad Warehouse Company in Charlestown.



These three enterprises represent the investment of many 
millions of dollars along the water front.

The real problem of the Port of Boston is the problem of 
securing more business to use its natural advantages and 
man-made facilities. A chart of the tonnage of the Port 
for a period of twenty years is presented herewith showing 
the volume of business which is being handled, both foreign 
and domestic, inbound and outbound.

This twenty-year analysis of the water-borne commerce of 
the Port shows that the average annual commerce amounts 
to about 9,600,000 tons. Of this total, foreign commerce 
amounts to a little over 2,000,000 tons, and domestic com
merce a little over 7,000,000 tons. It is also interesting to 
note that since 1919 the total amount of commerce has 
steadily increased, reaching in 1923 a total of 15,000,000 
tons, of which 3,500,000 tons was foreign commerce and
11,500,000 domestic. These figures indicate that in recent 
years there has been an increase in both foreign and do
mestic commerce, the growth of domestic commerce being 
particularly encouraging.

New England is one of the primary manufacturing sec
tions of the United States, but it produces within its limits 
little of the raw material which its manufacturing concerns 
use. It is, therefore, not surprising to find that the tonnage 
of foreign and domestic receipts far exceeds the tonnage of 
shipments, and that the chief use of the Port of Boston is 
for the bringing in of the raw materials used by New 
England industries.

Coal and oil are the two largest items of inbound com 
merce. There are also brought in large amounts of cotton 
and wool for textile plants, hides and skins for the boot and 
shoe industry, raw sugar for local refineries, jute and burlap 
for bagging establishments, pulp and pulpwood for the paper 
business, hemp and sisal for the rope business, and in addi
tion, such items as chemicals, lumber, bauxite, rubber, china, 
clay and many other materials which enter into our manu
factured products. There are also large receipts of fruit, 
vegetables, fish, tea, coffee and other foodstuffs.

In estimating the probable future commerce of the Port



of Boston, we must remember that there are four classes of 
commerce to be considered, —  first, inbound domestic com
merce; second, outbound domestic commerce; third, in
bound foreign commerce; and fourth, outbound foreign 
commerce. A study of the statistics in the accompanying 
charts shows that since the close of the war there has been 
a healthy increase in the first three classes of commerce, and 
we can see no reason why this increase should not continue. 
When, however, we consider outbound foreign commerce, 
we find that it has long been the least in tonnage of the four 
classes of commerce, and has shown a tendency to diminish 
rather than to increase, and the reasons for the same are 
clearly apparent. An analysis of the character of the out
bound foreign commerce of the large export ports of the 
country indicates that with the single exception of New 
York each of such ports depends largely for its volume of 
export commerce upon one or more primary bulk commodi
ties which originate in contiguous territory; for example, 
86 per cent of the exports of Philadelphia consist of coal, 
coke, oil, grain and steel; 92 per cent of the exports of 
Baltimore is made up of the five same commodities; cotton, 
oil, sulphur and grain constitute 96 per cent of the volume 
of exports of Galveston; grain, cotton, oil, lumber and 
tobacco make up 90 per cent of the export business of New 
Orleans; and 97 per cent of the total exports of Los Angeles 
consists of petroleum products. W ith the single exception 
of grain, none of these export commodities could normally 
be expected to move in quantity through the Port of Bos
ton, and in recent years the export flow of grain has been 
much handicapped by the differential on grain in favor of 
Philadelphia, Norfolk and Baltimore. This differential was 
granted these ports on the theory that they were nearer to 
the grain fields of the West, and therefore entitled to a 
lower rate, but while nearer the grain fields, they are farther 
from Liverpool and other great ports to which export grain 
is sent. Until recently, it was the custom of vessels leaving 
from Boston to make lower ocean rates than vessels leaving 
from the southern ports, thus in part, at least, offsetting 
the rail differential. Since the close of the war, however,



it has been the policy of the Shipping Board, backed by the 
foreign steamship lines, to make a common rate on grain 
from all north Atlantic ports to Europe, and this has re
sulted in the rail differential against Boston becoming a 
serious handicap in the movement of grain through the 
port. Accordingly we commend most heartily the efforts 
which have been made under the leadership of the Mari
time Association and the mayor of Boston to secure the 
abolition of the grain differential in favor of Baltimore, 
Norfolk and Philadelphia.

M uch of the grain which moves through North Atlantic 
ports comes by water to Buffalo and thence by rail to the 
ports. The distance from Buffalo to Boston, New York, 
Philadelphia and Baltimore is not markedly different, and 
we can certainly see no reason why the two latter ports 
should enjoy a differential on ex-lake grain. It is therefore 
particularly encouraging to note that the Interstate Com
merce Commission in its recent decision included a dictum 
that the railroads should put into effect equal rates for ex
lake grain to the four important north Atlantic ports. If 
the railroads do not do so of their own accord, the Maritime 
Association will undoubtedly bring action to secure a defi
nite order on this matter. W e also commend the efforts of 
Massachusetts and other New England senators to provide 
for uniform through rates on grain from western points to 
Europe. W hat our grain shippers are interested in is not 
the rail rate or the ocean rate, but the combined through 
rate, and it is logical that the combined rail and steamship 
mileage from the origin of grain to its final destination 
should be taken into consideration in determining the rate. 
We are confident that if either the differential can be abolished 
or uniform through rates established, Boston will again secure 
a reasonable share of export grain. We are not necessarily 
concerned that a huge volume of grain should flow through 
the Port of Boston, but we are deeply concerned that enough 
grain should reach Boston to furnish bulk cargo to vessels 
carrying export freight. Vessels cannot sail loaded solely 
with shoes and cotton cloth and other articles that are man
ufactured in New England. They need also bulk cargo for 
the hold.



We think it also proper to point out the factors that are 
tending to throw very large volumes of grain exports to 
Galveston and New Orleans on the south, and to Montreal 
on the north. New Orleans and Galveston are the closest 
ports to the wheat fields of Kansas, Nebraska and the 
Middle West, and the railroads running from the central 
wheat belt to the gulf ports have neither the length of haul, 
congestion of traffic, nor the grades of the railroads running 
to the north Atlantic ports. These are important factors 
leading to the low rail rates to these two southern ports 
which more than offset the naturally higher steamship rate 
from those points to Europe. On the other hand, wheat 
from the Northwest and Canada can be most cheaply car
ried by lake vessels from the head of the lakes to Buffalo, 
and, upon the completion of the Welland Canal two years 
hence, these lake vessels can carry their grain to a point in 
the St. Lawrence River within 100 miles of ocean-borne 
traffic at Montreal. It should further be noted that the 
hundred mile span of the St. Lawrence River between Og- 
densburg or Prescott and Montreal has a depth of 14 feet, 
and, while a large lake vessel cannot proceed directly to 
Montreal, it can at Ogdensburg or Prescott discharge its 
cargo on to barges carrying 3,000 tons which can cheaply 
and quickly carry it from this new foot of the lakes to Mon
treal. The present water and rail rate for grain from the 
head of the Lakes to Boston and New York varies from 21 
to 22 cents per hundred pounds. W ith the completion of 
the Welland Canal and the use of the existing 14-foot chan
nel on the St. Lawrence between Ogdensburg or Prescott 
and Montreal, it is estimated that the all-water grain rate 
from the head of the lakes to tidewater will not exceed 10 
or 12 cents. This is a natural handicap which the Atlantic 
ports cannot overcome during the open season on the St. 
Lawrence. Fortunately, however, for Boston the St. Law
rence is closed by ice for five months in the year, and Boston 
is one of the nearest ports to which grain can be sent from 
the Lower St. Lawrence River. It is, of course, natural that 
Canada should divert as much of this winter grain to her 
own ports as is possible, but there will always be substan



tial volumes of this grain which should be secured by the 
Port of Boston.

One further point should be recognized, to wit, that the 
exportable surplus of grain from the United States is steadily 
declining because of continually increasing home consump
tion. This year out of a total wheat crop of 640,000,000 
bushels, it is estimated that the United States will require 
600,000,000 bushels for home consumption, and will have a 
surplus of less than 50,000,000 bushels for export, and there 
are many experts who believe that within a relatively few 
years this country will have ceased to be an exporter of 
grain. This, however, is not true of Canada which may for 
many decades be expected to have a huge volume of export
able grain, and Boston is well situated to secure the over
flow grain from Canada which does not pass out of M on
treal by water.

We believe that outbound and inbound domestic com
merce will continue to grow in volume and importance, and 
with the growth of our manufacturing industries we may 
well expect an increase in imports from foreign countries, 
but we cannot expect that Boston will secure the tonnage 
of outbound foreign commerce which may be expected by 
those ports which are close to the sources of origin of the 
great bulk commodities that are sent abroad.

All in all, we are encouraged by the situation of the Port. 
New England is essentially a manufacturing center and its 
success will depend largely upon its ability to secure raw 
materials at reasonable prices. W e therefore believe that 
everything possible should be done to encourage the use of 
the Port, and far from feeling discouraged because of the 
falling off in exports, we are greatly encouraged by the in
creasing use of the Port for domestic commerce and import 
foreign commerce. We also look forward to the time when 
very many new industries will be located along the exten
sive water front of Boston Plarbor availing themselves of 
its facilities for water-borne commerce and utilizing the 
skilled labor which abounds in Newr England. The estab
lishment of such industries will insure a use of the Port that 
is least likely to be disturbed by unfavorable freight rates.



We have already referred to the modern lumber wharf 
and lumber yard which is to be constructed by the Terminal 
Wharf and Railroad Warehouse Company in Charlestown 
at a cost in excess of $2,000,000. This enterprise is the re
sult of Yankee initiative and enterprise. We have also 
noted the new blast furnace which is being erected on the 
Mystic to use water-borne ore. Again Yankee initiative is 
showing its courage in going ahead with a new enterprise 
which will mean much to New England. Finally we note 
that the Ford M otor Company has selected Boston for the 
location of one of its largest assembling and manufacturing 
plants. All of these are indications of the increasing value 
and the increasing use of the Port of Boston.

We are also very glad to note that there is a probability 
of a large investment by private interests in modern piers, 
warehouses and facilities on the Calf Pasture on Dorchester 
Bay if the government will dredge a 30-foot channel to that 
point. The cost of such dredging will not be excessive, and 
it is a form of government encouragement to private enter
prise which we can strongly commend.

T e r m i n a l  F a c i l i t i e s  o f  t h e  R a il r o a d s  a n d  t h e i r  U s e .

The business and commercial sections of the city of Boston 
are located upon four peninsulas, each of which is separated 
from the other by navigable streams. As a consequence of 
this most unusual physical situation, co-ordination between 
the several water and railroad terminals is rendered ex
tremely difficult.

Three different railroads serve Boston, —  the New York, 
New Haven & Hartford from the south and southwest, the 
Boston & Albany from the west, and the Boston & Maine 
from the west, northwest and north. The first-named rail
road maintains its principal freight terminals at South 
Boston and supplies direct service to the piers and wharves 
of that section of the city. The Boston & Albany Road 
maintains yards and freight houses in the city proper, but 
its water terminal is located in East Boston and is reached 
from its main line by a circuitous connection known as the 
Grand Junction Railroad. The Boston & Maine Railroad



maintains its principal delivery yards in East Cambridge 
Somerville and Charlestown, and serves all of the water
front property of the Charlestown peninsula.

Physical connections between the three New England rail
roads exist at a large number of points within a 20-mile 
radius of the center of the city, and it is, of course, possible 
to interchange cars at those various connections, but the 
chief interchange of cars takes place within the terminal 
territory of the city, where are located the chief classifica
tion yards of the various railroads. The New Haven Rail
road has its chief classification yard in South Boston. The 
Boston & Albany classification yard is located in the Allston 
section; the Boston & Maine in Cambridge and Somerville. 
Interchange between the New Haven and the Boston & 
Maine is made over the Union Freight Railroad on Atlantic 
Avenue, and substantially all of this interchange is made 
at night. Interchange between the Albany and the Boston 
& Maine is made over the Grand Junction Railroad through
out the twenty-four hours of the day. Interchange between 
the Albany and the New Haven is made through the South 
Station, and therefore largely at night. It should also be 
noted that both the Grand Junction and the Union Freight 
Railroad serve local industries along their lines, and their 
usefulness is by no means confined to the interchange of 
freight between the various railroads entering the city.

The present situation so far as the location of railroad 
terminals is concerned is not ideal, and undoubtedly if it 
were possible to rebuild the terminal facilities, different loca
tions would be selected and the layout would be different. 
To make changes now, however, would require an enormous 
expenditure which could not possibly be justified by any 
results which can be anticipated. An examination of the 
records shows that except in times of very great stress, inter
change between the various railroad terminals is effected 
promptly and without undue delay. This interchange serv
ice has been much improved within the last two years, and 
we can find no present justification for the construction of 
an inner belt line.

Under present regulations, a shipper or consignee located



within the Boston switching district may receive or ship a 
car of freight over any of the three railroads without paying 
any additional charge for the switching of the car from one 
road to the other, provided the car is destined to or received 
from a point west of the Hudson River or west of Montreal. 
In such an event, the railroad which provides the long haul 
absorbs the expense of the switching charge. Cars whose 
origin or destination is east of the Hudson River or Mon
treal pay a switching charge of $5 per car if the car is 
shifted from one railroad to the other, but we find that only 
27 per cent of the 73,000 cars annually interchanged by the 
railroads in the Boston district are obliged to pay this 
switching charge. In other words, the total cost to the 
shippers of Boston for the interchange of cars is less than 
$100,000.

There are many desirable improvements which should 
be made in the terminal facilities and the classification 
yards of the railroads entering Boston. Among these needed 
changes is the completion of a modern classification yard 
by the New Haven Railroad at Southampton Street. This 
work was begun several years ago, but has not been com
pleted because of the cost entailed. Officials of the New 
Haven Railroad expect that the yard will be finished at an 
early date. It is also unfortunate that the platform of the 
freight houses of the New Haven Railroad are not sufficiently 
wide to permit of “ dump service,”  for it would be of great 
advantage to the shippers if freight destined for any place 
on the New Haven Railroad could be delivered at one or 
more central points, thus obviating the necessity of the truck 
moving from place to place to deliver goods destined for 
different localities.

Similarly the Boston & Maine yards are badly in need of 
complete rearrangement, and new classification yards and 
modern freight houses are required. The Boston & Maine 
Railroad is fully alive to the necessity for these changes. 
It is having the necessary plans made, and we are informed 
that these improvements will be completed as rapidly as 
funds can be found to cover their cost. When the new 
freight houses of the Boston & Maine Railroad are finished,



“ dump delivery”  will be possible, and a vast amount of 
trucking will be obviated.

The classification yards and the freight houses of the Bos
ton & Albany are now serving the public in a reasonably 
satisfactory manner. Some changes are undoubtedly desir
able, but in general the terminal facilities of this road are 
good.

It has been suggested that interchange between the rail
roads would be facilitated if float bridges were constructed 
and cars interchanged by carfloat. This method is much 
used in the city of New York and is necessary because of 
the geographical situation of that city, but an examination 
of New Y ork ’s cost records indicates that the expense of 
interchange by carfloat is more than by our connecting rail
roads, and, as the interchange between the three railroads 
in Boston is less than 250 cars a day, it does not seem to us 
that the establishment of a carfloat system is warranted at 
this time. If in the future, the interchange between the 
railroads increases to such an extent as to overcrowd the 
present connecting lines, then relief can be had by this 
means.

There is much justifiable complaint of the way cars are 
stored by the Union Freight Railroad on parts of Atlantic 
Avenue. This matter was taken up last year by the special 
commission appointed to investigate the intermediate thor
oughfare, and, in consultation with officials of the Union 
Freight Railroad, a plan was worked out which would obvi
ate the storing of any cars on Atlantic Avenue south of 
State Street. As the entire matter was referred back to the 
special commission for further study, we hope the commis
sion will renew its recommendations as to Atlantic Avenue, 
and we heartily recommend such legislation as is needed in 
order that this plan be put into effect. It will relieve 
Atlantic Avenue congestion and materially facilitate the 
movement of trucks and teams between terminals.

There are each year delivered at the several terminal 
freight houses in Boston approximately 1,900,000 tons of 
what is known as less than carload freight, consisting of a 
variety of shipments insufficient to require the use of an



entire car. Approximately two-thirds of this shipment is 
outbound and one-third inbound, and practically all of it is 
trucked through the streets of the city, representing in the 
aggregate about 12,000 separate truck movements through 
the city per day. This situation could be substantially 
helped if a few receiving freight stations were located in 
various parts of the city where freight from the vicinity 
could be delivered, the various railroads picking up the 
freight at such depots and themselves trucking it to their 
own terminals. For instance, if such depot were estab
lished by the Boston & Maine Railroad in the South Boston 
district, the manufacturers of that district could deliver 
their freight at that depot with short haul and without 
passing through the crowded sections of the city. The 
freight could then be picked up by large trucks fully loaded 
and carried to the Boston & Maine Terminals. This plan 
has worked very successfully in New York City and is 
worthy of consideration as a means of substantially reducing 
the number of truck movements within the crowded sections 
of Old Boston.

The Boston & Maine Railroad has recently begun store- 
door delivery of freight, using for this purpose some of the 
largest trucking firms of the city who work for the railroad 
under contract. Store-door delivery is universally used in 
England where it meets with favor. The experiment in 
Boston has not been carried far enough to say definitely
that it is entirely successful, but it is a most interesting
experiment, with much promise of economy both for the 
railroad and the public, and we believe that the effort should 
be carried on with perseverance in the hope that any ob
stacles which have appeared may be overcome, the transfer 
of freight quickened, and congestion in the railroad freight 
houses lessened.

M ost of the produce consumed in the Metropolitan Dis
trict is brought into Boston by railroad or by boat and
loaded and trucked to the wholesale market in the center 
of the city and later trucked out to the retail dealer. This 
results in an enormous volume of trucking in the busiest 
section of the city. We are of the opinion that it would be



extremely difficult to attempt to transfer the market bodily 
to some other section of the city. Such a transfer would 
result in a vast waste of capital already invested, and would 
probably result in a great depreciation in land values in that 
section, and it is our belief that the relief of the market 
district should be brought about in two ways, first by the 
creation of certain wide thoroughfares to give better ingress 
and egress. A very helpful step was taken last year in the 
authorization of the widening of Dock Square. If the Inter
mediate Thoroughfare is authorized, it will furnish a much- 
needed wide thoroughfare on the other side of the market 
district, and those two street improvements will substan
tially relieve the congestion in the market district.

As a second step, we would suggest the opening of branch 
markets by the railroads, one in Charlestown and one in 
South Boston, where carload lots of produce could be sold 
without the necessity of teaming the produce into the city. 
Already the Boston & Maine Railroad has established such 
a fruit auction in Charlestown. It is also possible that in 
conjunction with such railroad markets, regular branch 
markets could be established by the market men which 
would still further relieve the pressure on the central 
market.

The North Station is on the southerly side of the Charles 
River, the classification yards and freight houses of the 
Boston & Maine are on the north side of the river, and the 
river is crossed by a large number of tracks carried upon 
piles, the maintenance of which is extremely costly, varying 
from two to three hundred thousand dollars per year. It 
would effect a large saving to the Boston & Maine and be 
of very great advantage to them in the construction of their 
new’ terminal yards and freight houses if the Charles River 
between the Dam and the Warren Avenue Bridge could be 
filled wdth the exception of an adequate channel for boats 
which pass up and down the Charles. This would include 
also the filling of the Millers River which bisects the yards 
of the railroad. With this report, we have submitted a bill 
providing for the necessary changes in the harbor line which 
will permit this area to be filled under a license from the



entire ear. Approximately two-thirds of this shipment is 
outbound and one-third inbound, and practically all of it is 
trucked through the streets of the city, representing in the 
aggregate about 12,000 separate truck movements through 
the city per day. This situation could be substantially 
helped if a few receiving freight stations were located in 
various parts of the city where freight from the vicinity 
could be delivered, the various railroads picking up the 
freight at such depots and themselves trucking it to their 
own terminals. For instance, if such depot were estab
lished by the Boston & Maine Railroad in the South Boston 
district, the manufacturers of that district could deliver 
their freight at that depot with short haul and without 
passing through the crowded sections of the city. The 
freight could then be picked up by large trucks fully loaded 
and carried to the Boston & Maine Terminals. This plan 
has worked very successfully in New York City and is 
worthy of consideration as a means of substantially reducing 
the number of truck movements within the crowded sections 
of Old Boston.

The Boston & Maine Railroad has recently begun store- 
door delivery of freight, using for this purpose some of the 
largest trucking firms of the city who work for the railroad 
under contract. Store-door delivery is universally used in 
England where it meets with favor. The experiment in 
Boston has not been carried far enough to say definitely 
that it is entirely successful, but it is a most interesting 
experiment, with much promise of economy both for the 
railroad and the public, and we believe that the effort should 
be carried on with perseverance in the hope that any ob
stacles which have appeared may be overcome, the transfer 
of freight quickened, and congestion in the railroad freight 
houses lessened.

M ost of the produce consumed in the Metropolitan Dis
trict is brought into Boston by railroad or by boat and 
loaded and trucked to the wholesale market in the center 
of the city and later trucked out to the retail dealer. This 
results in an enormous volume of trucking in the busiest 
section of the city. We are of the opinion that it would be



extremely difficult to attempt to transfer the market bodily 
to some other section of the city. Such a transfer would 
result in a vast waste of capital already invested, and would 
probably result in a great depreciation in land values in that 
section, and it is our belief that the relief of the market 
district should be brought about in two ways, first by the 
creation of certain wide thoroughfares to give better ingress 
and egress. A very helpful step was taken last year in the 
authorization of the widening of Dock Square. If the Inter
mediate Thoroughfare is authorized, it will furnish a much- 
needed wide thoroughfare on the other side of the market 
district, and those two street improvements will substan
tially relieve the congestion in the market district.

As a second step, we would suggest the opening of branch 
markets by the railroads, one in Charlestown and one in 
South Boston, where carload lots of produce could be sold 
without the necessity of teaming the produce into the city. 
Already the Boston & Maine Railroad has established such 
a fruit auction in Charlestown. It is also possible that in 
conjunction with such railroad markets, regular branch 
markets could be established by the market men which 
would still further relieve the pressure on the central 
market.

The North Station is on the southerly side of the Charles 
River, the classification yards and freight houses of the 
Boston & Maine are on the north side of the river, and the 
river is crossed by a large number of tracks carried upon 
piles, the maintenance of which is extremely costly, varying 
from two to three hundred thousand dollars per year. It 
would effect a large saving to the Boston & Maine and be 
of very great advantage to them in the construction of their 
new terminal yards and freight houses if the Charles River 
between the Dam and the Warren Avenue Bridge could be 
filled with the exception of an adequate channel for boats 
which pass up and down the Charles. This would include 
also the filling of the Millers River which bisects the yards 
of the railroad. With this report, we have submitted a bill 
providing for the necessary changes in the harbor line which 
will permit this area to be filled under a license from the



Department of Public Works. This filling which will be 
done at the expense of the railroad will involve no cost to 
the Commonwealth, and we think it will be of great ad
vantage both to the railroad and to the city.

For similar reasons, we strongly favor the filling of Fort 
Point Channel above the Dorchester Avenue Bridge. This 
would eliminate the necessity of maintaining and operating 
four existing drawbridges, one of which is a railroad draw, 
the opening of which causes frequent interruptions to the 
service over the Old Colony and Midland Divisions. The 
filling of this channel would also give the railroad additional 
space much needed for yard purposes.

Before the filling can be made, it will be necessary to con
demn a few wharves that now exist along this channel used 
largely for the transfer of lumber and coal, and to arrange 
for the drainage that empties into that channel. The aboli
tion of the Fort Point Channel will also make possible a 
physical connection between the Boston & Albany Railroad 
and the New Haven Railroad without the necessity for in
terchanging cars through the South Station. It will also 
furnish a large area for industrial development with access 
to two railroads and in a location near to the heart of the 
city. The present assessed value of land along the Fort 
Point Channel is about $1.15 per square foot, and in our 
opinion the worth of the land created would more than pay 
the cost of condemning the necessary property and filling 
the channel. W e understand that a study of this matter is 
being made by the Boston City Planning Board. Accom 
panying this report, we submit a bill authorizing the change 
of the harbor line to permit filling whenever it is desired to 
proceed with the work.

With the growth of the motor, freight is more and more 
being handled from our railroad and steamship terminals to 
its destination within 40 or 50 miles of the city by truck, 
and more than half of the freight received over the wharves 
of the city is now sent to its final destination by truck rather 
than by train. This emphasizes the need of street improve
ments in the downtown section of the city. In our opinion, 
the intermediate thoroughfare or its equivalent is now



greatly needed to relieve congestion and reduce delay in 
the handling of freight between terminals and in the down
town section. It has also been suggested that an elevated 
roadway over Atlantic Avenue should be constructed to 
connect the three great railroad terminals and to expedite 
the movement of general trucking and automobiling along 
the water front. There can be no question that such an 
elevated roadway would be a very great advantage to met
ropolitan Boston. Our engineers state that the present 
structure can be converted from an elevated road to a road
way at reasonable cost, or that the elevated structure can 
be w'idened to accommodate both trains and automobiles 
without undue expense. W e do not at this time make any 
definite recommendations that such use be made of the 
Atlantic Avenue elevated, but it is a matter of keen in
terest to this Division and will be given close and intensive 
study in the future.

In conjunction with the terminal situation many sugges
tions of a most sweeping nature have been made to us, such 
as the purchase of the entire water front, including railroad 
and steamship terminals and their control and operation by 
a newly created “ port authority.”  The cost would be enor
mous, and in our opinion no proof has been presented that 
such a sweeping change in the method of handling the Port 
is necessary or desirable.

It has also been argued to us that there should be an 
equalization in pier charges. Freight received at the piers 
and reshipped by rail is now handled without pier charge 
or with only a nominal pier charge of 10 cents, while freight 
received at the piers and shipped by trucks pays an average 
pier charge of about 50 cents per ton. This seems to us a 
clear discrimination against home consumption, and wye 
recommend that the pier owners take means to adjust this 
inequality.

F in d in g s  a n d  R e c o m m e n d a t i o n s .

1. We find that the use of the Port of Boston is continu
ally increasing and that the amount of tonnage handled by 
the Port has increased from an average of 9,000,000 tons



per year over a period of twenty years to from 13,000,000 
to 15,000,000 tons per year in the last four years.

2. W e find that Boston ranks seventh among the ports of 
the country in the tonnage handled; that it ranks third in 
the value of the products handled; and that it ranks second 
in tonnage imported. W e also find that new industries are 
springing up along the harbor, —  the new Ford Plant and 
the new blast furnace on the M ystic are cases in instance. 
W e find that the use of the harbor for domestic tonnage far 
exceeds its use for foreign tonnage, and that its greatest 
service to New England is in the facility which it offers to 
New England industries for securing the major portion of 
their raw material by water at low transportation costs.

3. W e find that only 30 out of 222 piers are used for gen
eral shipping purposes, the remaining piers being private 
wharves. W e also find that the 30 general wharves are giv
ing reasonably adequate service to the Port and are not 
congested or inefficient. W e therefore do not recommend 
the construction of new piers at this time, although it is 
quite possible that the growth of coastwise commerce may 
require the construction of new and modern piers within a 
reasonable period. When such need exists and when the 
shipping interests engaged in coastal commerce are prepared 
to pay a reasonable rental, then doubtless the Common
wealth or private capital will be prepared to construct addi
tional piers.

4. W e find that the connections between the three rail
roads serving Boston are at the present time adequately 
handling the interchange of freight, and that the switching 
charge for interchange is not a serious burden. Accordingly, 
we do not now see any justification for the construction of 
an inner belt line or for the establishment of carffoat service 
between the railroads.

5. W e find that the Boston & Maine Railroad and, to a 
lesser degree, the New Haven Railroad are in need of im
proved classification yards and freight houses. Both rail
roads are alive to the needs and are anxious to construct 
the improved facilities as soon as funds are available; in



fact, work is now under way on these improvements, and 
they undoubtedly will be carried to completion in the near 
future.

6. We commend most heartily the effort being made by 
the Maritime Association and other Boston interests to 
abolish the differential against Boston on grain and other 
products. While we do not anticipate that a huge volume 
of grain will flow through Boston, such as flows through 
some of the southern ports and through Montreal, yet we 
do feel that with the abolition of the differential Boston 
may expect to receive a reasonable amount of export grain. 
This export grain is essential as bulk cargo for vessels sailing 
to European ports. It is the natural bulk cargo for Boston 
shipping, and we urge that every effort be made to secure 
an equal rate to all of the north Atlantic ports at least for 
ex-lake grain which comes by water to the foot of the lakes. 
Not only is such grain a profitable bulk cargo for ships sail
ing to European ports, it is also a valuable addition to the 
freight handled by our New England railroads.

7. In our opinion, one of the greatest needs of the Port 
is better communicating highways between piers and rail
road terminals in the downtown section of the city, and the 
proposed intermediate thoroughfare or its equivalent will do 
much to supply this need. The suggestion has been made 
that a teaming tunnel be constructed between South Boston 
and East Boston at a cost of approximately $15,000,000. 
Undoubtedly such a tunnel would be of substantial benefit, 
but we are not prepared to state whether a teaming tunnel 
at that location or in some other location, or a bridge over 
the harbor will best connect these two sections of the city. 
This matter has been referred to the Division for special 
report under the provisions of chapter 37 of the Resolves 
of 1925, and will be dealt with in a later special report. 
Any such report must consider not only the physical con
nections between these two parts of the city, but the cost 
of the work, the method of financing the same, and the 
resulting benefits. The plan for an elevated highway on 
Atlantic Avenue and Commercial Street is also worthy of



careful study. If such a highway is built, great care must 
be taken to so locate the approaching ramps as not to block 
Atlantic Avenue and its connecting highways.

8. W e strongly favor the entire abolition of the storing of 
cars by the Union Freight Railroad on Atlantic Avenue 
south of State Street. Such action would do much to relieve 
congestion on Atlantic Avenue.

9. In our opinion, the future development of the Port of 
Boston depends largely upon the courage and initiative of 
the business men of New England to whom the Port is such 
a great asset. Recent private developments in the Port are 
most encouraging, and we look forward with confidence to 
further developments greatly increasing the value of the 
Port to the industries and the people of the eastern States. 
We are confident that the State and the city governments 
will always stand ready to supply the necessary govern
mental facilities in the Port as soon as the growing business 
clearly demonstrates their need.

10. W e are submitting with this report bills providing for 
certain changes in the harbor lines to permit the future filling 
of the Charles River below the Dam and of the Fort Point 
Channel above Dorchester Avenue.

Respectfully submitted,

D IVISIO N  OF M E T R O PO L IT A N  PLAN N IN G ,

H e n r y  I . H a r r i m a n , Chairman.
A. C. R a t s h e s k y .
R a l p h  S. B a u e r .
R ic i ia r d  IC. H a l e .
E v e r e t t  E. S t o n e .
F r a n k  G. H a l l .
F r a n c is  E. S l a t t e r y .



REPORT OF CHARLES R. GOW.

H e n r y  I. H a r r i m a n , Chairman, Division Metropolitan Plan
ning, 11 Beacon Street, Boston.

D e a r  S i r : -— Pursuant to your request of July 7, 1924, 
I have made an extended study of the existing situation 
respecting the rail and water terminals of the Metropolitan 
District along the particular lines laid down by chapter 38 
of the legislative Resolves of 1924, and herewith submit my 
report thereon.

In so far as present problems of this character exist, they 
may be said to relate almost entirely to the territory adja
cent to Boston Harbor and the navigable streams tributary 
thereto, and I have therefore confined my studies to these 
localities.

The terminal problems of the Port of Boston have been 
the subject of frequent study during the past fifty or more 
years. The existing bibliography of these inquiries is now 
most voluminous. Committees and commissions almost 
without number have from time to time directed their efforts 
toward the elimination of alleged unsatisfactory conditions 
which appeared to operate adversely with respect to the 
commercial development of this community. The several 
investigators have been far from unanimous, however, in 
their conclusions and recommendations, and but few of their 
suggested remedies have ever reached the final stage of pub
lic adoption.

Among the many proposals which have been advanced by 
previous students of the problem in their attempts to over
come the difficulties which were said to beset the Port, are 
found such expedients as belt-line railroads, tunnels between 
terminals, public ownership and operation of water-fron 
property, additional piers and docks, carfloat and lighterage 
systems, unified railroad terminals, uniform railroad rate to 
all piers, and many minor adaptations of these principles. 
Each of these suggestions has had its strong adherents and



equally earnest opponents among one or more of the inves
tigating authorities, so that the public mind has tended to 
become more or less confused with regard to the respective 
merits of the various remedies proposed.

In view of this situation and particularly in the light of 
the paucity of results that have eventuated from the many 
previous investigations of a similar character, one must be 
possessed of a considerable degree of optimism who under
takes once again to review the problem with the expectation 
of submitting more convincing conclusions than have his 
numerous predecessors.

The following analysis of the subject is submitted, there
fore, in the form of a general picture of the existing situa
tion, merely for the purpose of aiding your Board in the dis
charge of its obligation under the terms of the legislative 
resolve and not with any expectation of bringing the dis
cussion to a state of finality.

A m ap1 which accompanies this report indicates in colors 
the various terminals and rail connections of the Port of 
Boston, showing at a glance the nature of the physical diffi
culties of co-ordinating the several water-front activities. 
The commercial section of Boston consists of four main 
peninsulas, —  the city proper, South Boston, East Boston 
and Charlestown, separated from one another by important 
navigable waterways, thus making intercommunication be
tween the various terminals rather difficult as regards both 
rail and highway transportation. Each of the districts 
named is now well developed and thickly settled, so that 
the cost of any general relocation of existing communicating 
facilities may be considered to be well-nigh prohibitive from 
the economic standpoint.

This unfavorable geographic situation contributes the 
greatest single adverse factor to the problem of satisfactory 
terminal development. It renders interchange of freight 
between the various railroad yards difficult and expensive, 
and likewise adds to the cost and delay of serving the several 
steamship lines and piers in the case of both inbound and 
outbound water commerce.

The operating problems of a terminal character fall natu
1 Filed in office o f Clerk o f the House.



rally into three classes, —  those pertaining to water-borne 
commerce, to railroad interchange and delivery, and to high
way transportation of freight. They will be discussed sepa
rately in the order named.

W a t e r - b o r n e  C o m m e r c e .

The opinion seems to be current that the volume of water
borne commerce of the Port of Boston has seriously de
clined in recent years. The official figures, however, indicate 
clearly that such an assumption is not warranted. Whether 
comparison be made upon a basis of tonnage or of value, it 
appears from authoritative records that the present water
borne commerce of Boston Harbor and its tributaries is well 
in excess of that of former years. Even foreign commerce, 
considered by itself, now totals somewhat above the average 
amount for the past twenty years, while the figures for the 
year 1922 exceed this average by 232 per cent. This excep
tional influx of foreign commerce in 1922 was due princi
pally, however, to the importation of 1,750,098 tons of for
eign coal in consequence of the coal strike of that year in 
our own domestic fields.

It is true that foreign shipments to and from this port 
have not shown the normal increase in tonnage which might 
reasonably have been expected in view of the expanding 
volume of such commerce for the country as a whole, but 
the reason for the failure of Boston to keep pace in this 
respect with a few other Atlantic seaports becomes readily 
apparent when the facts are presented.

Undoubtedly the adverse freight differentials which im
pose a greater rate upon export rail shipments from central 
sections of the country to Boston than those which obtain 
in the case of similar goods destined to Philadelphia and 
Baltimore and a few other ports has had more or less effect 
in restricting the flow of export commodities through this 
Port. On the other hand, there are grounds for doubting 
whether this factor alone is entitled to the prominence which 
has been accorded it as the primary cause of the apparent 
backwardness of our Port.

This rail differential has been operative for the past forty-



eight years, but until nine years ago it was offset in whole 
or in part by correspondingly lower ocean rates out of Bos
ton which tended approximately to equalize the through 
rate from point of origin to its foreign destination. In 1916, 
however, the North Atlantic Conference of steamship lines 
established by agreement a uniform scale of rates applicable 
equally to all North Atlantic ports, with the result that 
through shipments via Boston became more expensive than 
when made through other ports that enjoyed the benefits 
of the lower rail rate. The recent attempt on the part of 
our local interests to secure the abolishment of these rail 
differentials having temporarily failed, a bill has been intro
duced in Congress, by Senator Butler, to establish uniform 
rates for both rail and water carriers through all of the 
competing North Atlantic ports. This measure, if adopted, 
will, of course, eliminate any advantage now possessed by 
Boston because of its shorter distance from European ports, 
—  a feature which may be susceptible of greater capitaliza
tion than has ever hitherto been availed of. Under a uni
form scale of through rates Boston will be obliged to offer 
some superior inducements to traffic, other than rates, over 
those now possessed b jr competing ports in order to divert 
existing and established business from those points to its 
own piers.

ft does not appear that the volume of commerce which 
might reasonably be expected to be regained by the aboli
tion of adverse rail differentials would be likely to affect 
greatly the gross business of the Port. The commodity 
which perhaps would be influenced most by such a change 
in existing arrangements would be grain, and admittedly 
this item constitutes one of the chief requisites for the main
tenance of a satisfactory export business out of Boston. The 
grain export business, however, has undergone material 
changes in recent years. The development of the several 
Gulf ports has served to provide more satisfactory outlets 
than previously existed for much of the American grain 
originating in the chief producing sections of the Middle 
West. Similarly, cheap water transportation on the Great 
Lakes, together with favorable Canadian railroad and St.



Lawrence canal rates, have tended to divert more and more 
of the grain from the northwestern States and western Can
ada to Montreal until that Port has become the greatest 
grain exporting seaport on the Atlantic seaboard. When 
the new Welland Canal, now under construction, is com
pleted the lake carriers will be able to reach a point on the 
river that is only slightly more than 100 miles from M on
treal, and it is evident that the amount of export grain 
which will then be handled at that port will be limited only 
by its capacity to care for the same. Under these circum
stances it would appear that such grain as may be induced 
to move via the remaining North Atlantic ports will require 
some special consideration other than is likely to result 
merely from the establishment of uniform rates to these 
points.

Furthermore, the exportable surplus of American grain is 
constantly diminishing in volume, due to increase in domes
tic consumption, so that at the present time a very large 
proportion of the grain exports from our North Atlantic 
ports is of Canadian origin; for example, 60 per cent of the 
grain shipments at Philadelphia and 40 per cent of those at 
Baltimore in the year 1923 originated in Canada, while 95 
per cent of Boston’s grain shipments in the same year also 
came from that territory. There is, of course, likely to be 
an overflow of Canadian grain for some years to come, 
especially during the closed season of navigation at M on
treal, but Canada is naturally bound to continue its present 
efforts to improve the winter ports at St. John and Halifax 
in order to care for an increasing portion of this excess over 
the present handling capacities at these ports.

Grain shipments from all American ports fell off 43 per 
cent in 1923 as compared with 1922. The loss for the Port 
of New York was 64 per cent; for Philadelphia, 40 per cent; 
for Baltimore, 47 per cent and for Boston, only 13 per cent. 
It will be seen, therefore, that Boston suffered less propor
tionately in this respect than did its three principal com
petitors, due apparently to the fact that its grain comes 
almost entirely from Canadian sources, and because a large 
portion represents winter overflow from Montreal.



With the exception of grain there is little bulk cargo that 
is likely to find its way through the Port of Boston. For
merly, large quantities of southwestern cotton and live cattle 
from the prairie States served to swell our total exports. 
The first-named com modity now finds a more convenient 
and less expensive outlet through the Gulf and South At
lantic ports, while the development of artificial refrigera
tion, increased domestic consumption and competition with 
South American and Australian beef markets has largely 
eliminated the shipments of beef on the hoof which formerly 
sought this Port as the shortest route.

PTnfavorable comparison is frequently made between the 
volume of exports from Boston and that of such ports as 
Philadelphia and Baltimore, yet 86 per cent of the total 
exports of Philadelphia in 1923 consisted of coal, coke, oil 
and grain, while 92 per cent of the Baltimore total was 
made up of coal, coke, steel and grain. W ith the exception 
of grain the commodities named would naturally seek those 
ports in any event, or, at least, could not be expected to 
move through a port as remote as Boston is from their 
points of origin. Similarly, cotton, oil, sulphur and grain 
represent 96 per cent of the export volume of the thriving 
Port of Galveston, while 90 per cent of the exports of New 
Orleans, the second largest of the Nation’s ports, is made 
up of grain, cotton, oil, lumber and tobacco. Much has 
been written concerning the phenomenal growth of Los An
geles as a seaport, and it now stands fifth in the order of 
foreign exports. Yet a study of its commerce shows that 
of the 2,534,402 tons of exports shipped in 1923, 2,453,219 
tons were the products of the recently discovered near-by 
oil fields.

W ith the exception of New York, it will be found that 
every port in the country that is credited with a large 
volume of export commerce has gained the distinction by 
virtue of its proximity and ready accessibility to one or 
more local sources of important exportable staples. No such 
condition exists, or so far as is known is likely ever to exist, 
with respect to the Port of Boston, and it is unreasonable 
to expect, therefore, that the volume of our exports can be



brought up to the totals of these other ports more favorably 
situated in this respect.

The Port of New York is in a class by itself. It is dis
tinctly a world port in the true sense of the word. To its 
harbor come the ships of all the nations of the earth, carry
ing every conceivable type of com modity for general distri
bution throughout the country, and the accumulated 
products of the Nation’s export surplus are sought for 
return cargoes. Over one-fifth of the Nation’s entire foreign 
commerce is handled through the Port of New York.

Ten railroads, seven of them important trunk lines, in 
addition to the State Barge Canal, reach a New York ter
minus with their traffic, while innumerable coastwise lines 
contribute to the vast total of commodities that go to make 
up the business of that port. Furthermore, New York is 
conspicuously a commercial city. Within its confines are 
located the offices of the principal foreign commission houses, 
brokers, and purchasing representatives of the country. New 
York banking institutions maintain, as important depart
ments of their business, facilities for financing this foreign 
business, and their officials are as familiar with the intri
cacies of world trade and market conditions in the several 
lines which they finance as are the merchants themselves.

The establishment of such intermediaries at any important 
seaport is a condition necessarily precedent to any large 
scale general movement of foreign trade through that port. 
The New England manufacturer who sells for foreign con
sumption deals very largely, not with foreign purchasers, but 
with their American representatives or commission houses 
in New York, who place the orders, supply the detailed 
shipping directions, and contract for the necessary cargo 
space, usually on a ship sailing from New York. The move
ment of export grain is not, as is popularly supposed, nego
tiated between the western farmer and the Liverpool grain 
market, but is usually preceded by transactions that take 
place between the producer and one or more American mid
dlemen, including the grain merchant of some seaport city, 
who in turn makes the trade and directs the movement 
abroad.



At the present time it is safe to say that the great flow 
of foreign business through the Port of New York is main
tained in spite of the comparatively high handling costs and 
frequent serious congestion, chiefly because of the commer
cial supremacy of the city itself as the great purchasing 
center of the Nation’s foreign trade.

The Port of New York Authority, in its annual report 
for the year 1924, presents a chart indicating that for the 
single month of March of that year there were 504 sailings 
to foreign ports out of New York, and that 67 separate 
trade routes were thus served. As a comparison with other 
important ports, it submitted the following list of sailings 
during the same m onth: —

Portland, M e....................................................................................................... 14
B o s t o n ................................................................................................................61
New Y o r k .....................................................................................................504
P h iladelph ia .......................................................................................................63
B a l t i m o r e .......................................................................................................70
Hampton R o a d s .............................................................................................. 50
New O rleans.....................................................................................................202

964

Thus it would appear that the sailings from New York 
alone were considerably in excess of the combined total for 
all these other six important seaports. It is further stated 
that practically every one of the routes served from New 
York was upon a basis of established operation, and that 
the list covered every trade center of ocean transportation 
in the world. This is a factor of exceptional importance in 
maintaining supremacy as a world port, and no other 
American port is able to offer such selective routing to its 
patrons.

While it is the natural ambition of every maritime com
munity ultimately to rival New York as the N ation’s great
est seaport, it should be clearly understood that the result 
can only be achieved by reproducing all of the favorable 
factors now possessed by that city, such as superior railroad 
and transportation connections with lines which originate 
foreign shipments, foreign merchants and representative



agents who will negotiate and direct the trade, experienced 
banking enterprises willing and able to handle the finance 
and credit problems involved, and finally, an aggregate 
volume of business that will permit of a supply of available 
cargo being furnished to vessels covering every possible 
trade route of the world. N ot only must these requisites 
exist, but their character and service must be markedly 
superior to those supplied by New York in order to make 
any material inroads into the present well-established busi
ness of that port.

One would not be warranted in assuming too readily 
that it would be an utter impossibility for Boston to accom
plish this desired result, but there should be no illusion 
respecting the magnitude of the task and the serious diffi
culties involved in bringing it about. It seems reasonably 
safe to suggest that, even given the maximum of enterprise 
and co-operative effort on the part of all of our citizens, it 
would require many years of the most intensive and intelli
gent endeavor and the expenditure of enormous sums of 
public money to approximate a successful conclusion of such 
an attempt. The question may well be asked, therefore, 
whether under these conditions there is reasonable justifica
tion for such aspirations in our case.

On the other hand, Boston is the logical overflow port for 
a considerable portion of the surplus export commerce of 
the Port of New York. In times of congestion at the latter 
port there always results an increase in the amount of for
eign business handled at our own Port. This is particu
larly true with respect to business originating on or destined 
to the New York Central Railroad, which in effect main
tains a Boston terminus by virtue of its operation of the 
Boston & Albany Railroad. As the demands upon the avail
able capacity of the New York facilities increase, therefore, 
it may be reasonable to expect some benefit to accrue to 
our own Port.

The statement is frequently made that since Boston was 
formerly a leading maritime city it should, therefore, be 
possible to re-establish its position of prominence on the 
sea, and this assertion is sometimes coupled with the pre-



diction that unless this desirable result is somehow attained, 
the welfare of our community is doomed. These statements 
appear to indicate some lack of understanding of the evolu
tion that has taken place in New England’s business devel
opment during the last fifty or seventy-five years.

In the days of the famous clipper ship, the leading busi
ness of our local men of wealth was that of foreign mer
chants. They built, owned and operated ships, and quite 
naturally they sailed them from Boston. The cargoes were 
assembled here from such meager sources, largely local, as 
were then available, and it is probable that some of our 
modern ocean liners could today handle in a single trip the 
entire year’s business of these earlier fleets of ships of insig
nificant tonnage. Nevertheless, these small vessels carried 
the products of New England to every part of the world, 
not over established routes, but wherever trade offered, 
bringing back in exchange the valuable commodities of other 
lands.

In response to the demand for additional export cargo, 
and out of the profits of this prosperous maritime business, 
came the New England industries which grew and flourished 
until they finally superseded the mercantile business as the 
principal calling of our men of wealth and ability. It was 
success in industrial development that brought about the 
decadence of shipping, and since we were the pioneers in 
manufacture, as we previously had been in ocean trade, it 
was natural that the domestic markets throughout the coun
try should soon consume the output of our mills and fac
tories, thus eliminating their products from the field of 
foreign commerce.

Today New England is definitely an industrial section, 
manufacturing chiefly for domestic consumption, while the 
dependence of its people upon foreign trade as a means of 
livelihood has largely ceased to exist. Ninety-seven per 
cent of all the goods manufactured in New England find 
their market in American territory, while the exports of 
New England made goods through the Pox-t of Boston repre
sent little more than one-half of one per cent of the total 
production of the territory.



Since by far the great preponderance of our people derive 
their livelihood directly or indirectly through industrial ac
tivities, and since, as shown above, these have only a very 
negligible relationship to foreign trade, it is difficult to be
lieve that the future welfare of New England is in any 
important manner bound up with the foreign export com 
merce of our chief Port.

This statement is not intended in any sense as a reflection 
upon the various attempts now being made to increase the 
foreign commerce of the Port of Boston. Every additional 
ton of such business which can be induced to move through 
local channels is of distinct advantage to the people of this 
section. The efforts are deserving of the utmost encourage
ment, but it is highly desirable that the nature and limita
tions of the problem should be clearly understood in order 
that money and effort will not be wasted or misdirected in 
attempts to accomplish the impossible or inconsequential.

Various figures which are quoted from time to time pur
porting to show the relative standing of particular ports in 
the field of foreign commerce are apt to create confusion in 
the minds of the uninformed, since they may relate either 
to export or import business alone, or to both. Again, it 
makes a vast difference whether the comparative standing 
is expressed in tonnage figures or in dollar values of the 
business handled. In order to illustrate this point, the fol
lowing tabulation (Table I) has been prepared from figures 
published by the chief of engineers of the United States 
Army for the calendar year 1923, showing the relative posi
tion of the twenty-seven leading ports of the country which 
handle foreign commerce:
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A study of this table indicates that whereas Boston ranks 
twenty-six in the number of tons exported, the value figure 
of its exports stands number nine in the list. Similarly, 
although this Port is number six in the amount of tonnage 
imported, the value of the goods is second only to that of 
New York. Likewise, Boston ranks number six in the total 
figures of combined imports and exports, but number three 
in their total value, being outdistanced by only a narrow 
margin for second place by the Port of New Orleans.

In other words, Boston is primarily a port of import, and 
it handles commodities of relatively high values as compared 
with those of other seaports. The explanation of Boston’s 
large volume of imports is to be found in the fact that our 
New England industries require great supplies of raw prod
ucts for their operations, much of which is of foreign origin. 
W e find listed among the important import commodities, 
therefore, such items as hides and skins for the boot and 
shoe industry; wool and cotton for the textile plants; raw 
sugar for the local refineries; jute and burlap for the bag
ging establishments; pulp and pulp wood for the paper 
business; hemp and sisal for the rope works; and in addi
tion, such items as chemicals, lumber, bauxite, rubber, china 
clay and other materials for supplying our manufacturing 
concerns with the necessary ingredients entering into their 
processes. In addition, coal and oil, particularly the latter, 
to supply the fuel needs of the community, constitute major 
items of import, while much of our food supply, particu
larly fruits, vegetables, fish, tea and coffee, and the like, 
serves to swell the total.

Only an inconsiderable portion of the imports at Boston 
is destined for points outside of New England; that is to 
say, the import business of the Port is a v ital adjunct to the 
successful maintenance of our local industrial activities, and 
in this respect differs materially from the export business 
as previously outlined.

The average value per ton of the commodities imported 
at Boston is exceeded only by that of New York, San Fran
cisco and Seattle, the two latter ports being the principal 
points of import of raw silk and silk goods, one of the highest



valued items of the entire list of foreign receipts. Whereas 
the average import ton value for the country as a whole 
was in 1923 only $78, the comparable figure for the Port of 
Boston was $117, for New York $169, for San Francisco 
$190 and for Seattle $626. The latter results from the fact 
that 80 per cent of the total value of imports at Seattle is 
represented by the single item of silk, while 38 per cent of 
the gross value of San Francisco imports is similarly made 
up of this single item.

The origin of some of the important commodities entering 
into the import trade of Boston is as follows:

China Clay from British Isles.
Cotton from Egypt.
W ool from South America and Australia.
Pulp from Scandinavian ports.
Pig iron from Belgium and India.
Salts from Germany.
Rubber from the Far East.
Glassware from Belgium and Germany.
Hides from South America.
Chemicals from Belgium and Germany.
Crockery from Germany.
Paper from Germany.
Fish from Scandinavia.
Chalk from England.
Cheese from Italy and Holland.
Potash from Germany.
Earthenware from Germany.
Gum from the Far East.
Tea from the Far East.
Coffee from South America.
Oils from the Far East and West Africa.
Dyes from Germany.
Cocoa and Products from Belgium and the Far East.
Fuel Oil from Mexico.
Fruit from West Indies and Central America.
Burlap and Jute from India.
Sisal from Central America.
Lumber from South America and Canada.

■ i l



The aggregate imports at Boston for the year 1923, 
amounting to 3,031,479 tons, were composed of the follow
ing items:

Tons. Per Cent.

Fuel oil . . . . . . . . . . 1,054,431 34.78

C o a l .................................................................................................... 385,087 12.70

Sugar . . . . . . . . . . . 318,064 10.49

C otton  and t e x t i l e s ...................................................................... 191,971 6.33

W o o l .................................................................................................... 120,953 4.02

P u lp  and p u l p w o o d ............................................................ 118,243 3.90

Lum ber . . . . . . . . . . 94,459 3.11

Fruit and v e g e ta b le s .................................................. .........  . 91,475 3.02

H ides and leather . ............................................................ 71,824 2.37

Tea, coffee and cocoa . . . . . . . . 65,350 2.15

C h e m i c a l s .................................................. ......... 59,738 1.97

F i s h .................................................................................................... 16,906 .55

Miscellaneous ................................................................................ 442,978 14.61

3,031,479 100.00

It will thus be seen that fuel alone accounts for slightly 
less than one-half of the total import tonnage of the Port. 
This is a relatively larger proportion than exists for the 
country as a whole, the average figure for all PTnited States 
ports being 35 per cent.

According to the published records of the United States 
Department of Commerce, there originated in the State of 
Massachusetts in the year 1924 about $115,000,000 worth 
of goods destined for export. If this figure is reduced to 
weight, it is the equivalent of something over 400,000 tons, 
the average ton value of such goods being $282.

Similar figures for the remaining five States indicate a 
total yearly production in New England of possibly 650,000 
tons of goods which enter into the export business of the 
country, this total representing approximately one and one- 
quarter per cent of the N ation’s total volume of exports. 
A study of the items represented in the exports of the Port 
of Boston seems to show that probably not more than
150,000 tons of New England’s export commodities are



shipped through that city. A certain amount of these goods, 
possibly 100,000 tons in the aggregate, is handled by such 
ports as Portland, New Bedford, Providence and New Lon
don, but the larger portion, amounting to approximately
400,000 tons, is shipped via New York.

The explanation of this apparent preference of New York 
over Boston as a port of shipment seems to be found in a 
variety of factors that enter into the logic of the situation. 
Much of the territory concerned, such as the State of Con
necticut and the western portion of Massachusetts, is some
what nearer to New York than to Boston. As previously 
pointed out, a very considerable portion of these goods is 
purchased by New York commission houses or brokers rvho 
route the shipment with their order, usually through their 
own port. The most important reason, however, is probably 
found in the fact that the great bulk of New England’s ex
port goods has a widely diversified foreign market neces
sitating access to a great variety of steamship lines, and such 
variety is found only at New York. Bulk commodities, such 
as grain, cotton, coal, and the like, tend to seek only a 
limited number of foreign ports, whereas the high-grade 
products of the New England manufacturer find their mar
kets in every country of the world, and their transportation 
by water requires the diversity of service which is found 
only at a world port. Even in the case of specific lines 
which may be available from Boston, the more frequent 
sailings from New York serve to attract the business from 
them as a matter of preference.

Table II, which follows, has been prepared from figures 
given in a recent publication of the United States Depart
ment of Commerce (Miscellaneous Series, No. 112), entitled 
“ Volume of United States Trade, 1921.”  This table shows 
the distribution by countries of the import and export trade 
of the Port of Boston for the year 1921, and indicates that 
while 48 countries contributed to the import total, only 23 
countries participated in the export business, and 4 of these 
to only a very negligible extent.



The aggregate imports at Boston for the year 1923, 
amounting to 3,031,479 tons, were composed of the follow
ing items:

Tons. Per Cent.

Fuel oil . . . . . . . . . . 1,054,431 34.78
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Sugar . . . . . . . . . . . 318,064 10.49

C otton  and textiles . ............................................................ 191,971 6.33
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P u lp  and p u l p w o o d ............................................................ 118,243 3.90

L um ber .......................................................................................... 94,459 3.11

Fruit and vegetables ............................................................ 91,475 3.02

H ides and leather . ............................................................. 71,824 2.37

Tea, coffee and cocoa . .................................................. 65,350 2.15

Chem icals . . . . . . . . . . 59,738 1.97
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Miscellaneous ................................................................................ 442,978 14.61

3,031,479 100.00

It will thus be seen that fuel alone accounts for slightly 
less than one-half of the total import tonnage of the Port. 
This is a relatively larger proportion than exists for the 
country as a whole, the average figure for all United States 
ports being 35 per cent.

According to the published records of the United States 
Department of Commerce, there originated in the State of 
Massachusetts in the year 1924 about 8115,000,000 worth 
of goods destined for export. If this figure is reduced to 
weight, it is the equivalent of something over 400,000 tons, 
the average ton value of such goods being $282.

Similar figures for the remaining five States indicate a 
total yearly production in New England of possibly 650,000 
tons of goods which enter into the export business of the 
country, this total representing approximately one and one- 
quarter per cent of the N ation’s total volume of exports. 
A study of the items represented in the exports of the Port 
of Boston seems to show that probably not more than
150,000 tons of New England’s export commodities are



shipped through that city. A certain amount of these goods, 
possibly 100,000 tons in the aggregate, is handled by such 
ports as Portland, New Bedford, Providence and New Lon
don, but the larger portion, amounting to approximately
400,000 tons, is shipped via New York.

The explanation of this apparent preference of New York 
over Boston as a port of shipment seems to be found in a 
variety of factors that enter into the logic of the situation. 
Much of the territory concerned, such as the State of Con
necticut and the western portion of Massachusetts, is some
what nearer to New York than to Boston. As previously 
pointed out, a very considerable portion of these goods is 
purchased by New York commission houses or brokers who 
route the shipment with their order, usually through their 
own port. The most important reason, however, is probably 
found in the fact that the great bulk of New England’s ex
port goods has a widely diversified foreign market neces
sitating access to a great variety of steamship lines, and such 
variety is found only at New York. Bulk commodities, such 
as grain, cotton, coal, and the like, tend to seek only a 
limited number of foreign ports, whereas the high-grade 
products of the New England manufacturer find their mar
kets in every country of the world, and their transportation 
by water requires the diversity of service which is found 
only at a world port. Even in the case of specific lines 
which may be available from Boston, the more frequent 
sailings from New York serve to attract the business from 
them as a matter of preference.

Table II, which follows, has been prepared from figures 
given in a recent publication of the United States Depart
ment of Commerce (Miscellaneous Series, No. 112), entitled 
“ Volume of United States Trade, 1921.”  This table shows 
the distribution by countries of the import and export trade 
of the Port of Boston for the year 1921, and indicates that 
while 48 countries contributed to the import total, only 23 
countries participated in the export business, and 4 of these 
to only a very negligible extent.



T a b l e  II. —  Distribution o f the Foreign Commerce of the Port of Boston, 
by Countries, for the Year 1921.

[Figures given are in Short Tons.]

Im ports. Exports.

Argentina ...................................................................... .......... 153,992 4,250

Brazil . . . . . . . . . . . 1,680 7,127

C h i l i .................................................................................................... 15,412 -

C o l u m b i a ........................................ ................................................. 4,483 -

U ruguay . . ............................................................ 3,168 -

Peru . . . . . . . . . . 3,372 -

G u i a n a .......................................................................................... 4,274 -

S o u t h  A m e r i c a ................................................ ......... 186,381 11,377

Canal Zone . ............................................................ .......... - 166

Costa Rica ...................................................................... .......... 31,056 6,553

Guatem ala ...................................................................... 869 -

H o n d u r a s ........................................ ................................................. 3,150 2

M exico . . . . . . . . . . . 1,012,547 31

C e n t r a l  A m e r i c a ........................................................................ 1,047,622 6,752

C uba . . . . . . . . . . 237,796 39,848

D om inican R epublic . . . . . . . . 2,100 -

Jam aica . . . . . . . . . . 7,172 393

Lesser Antilles . . . . . . . . . 1,100 -

Bahama I s la n d s ................................................................................ 2,200 -

W e s t  I n d i e s  . . . . . . . . 250.368 40,241

C a n a d a  . . . . . . . . . 32,044 41,757

A u s t r a l i a ............................................................ 16,045 -

China ...................................................................... .......... 113.413 -

India .................................................. .......... 269,490 -

Japan 20,183 -

J a v a ........................................ ........................................................... 14,744 -

M a l a y .................................................................................................... 14,632 -

N ew South W a l e s ...................................................................... 3,755 -

N ew Zealand . .................................................. .......... 3,500 -

Celebes . . . . . . . . . . 3,214 -

F a r  E a s t ................................................................................................ 458,976 -

British East Africa . . . . . . . . 6,350 -

Belgian K o n g o ................................................................................ 3,936 -

G old C o a s t .......................................................................................... 8,689 -

N a t a l .................................................................................................... 3,930 -

Portuguese East A f r i c a ............................................................ 27,975 -

Delagos B a y ................................................................................ 500 -

A f r i c a n  C o a s t ...................................................................... 51,380 -



Im ports. Exports.

Belgium . . . . . . . . . . 28,600 46,170

Denmark . . . . . . . . . . 13,493 22,410

G erm any . . . . . . . . . . 21,163 60,684

H olland . . . . . . . . . . 14,760 23,960

Ireland . . . . . . . . . . 3,874 3,330

England . . . . . . . . . . 140,056 358,002

Scotland . . . . . . . . . . 10,774 37,468

W e s t e r n  E u r o p e  . . . . . . . 232,720 552,024

Esthonia . . . . . . . . . . - 1,945

Finland .......................................................................................... 6,100 -

Latvia . . . . . . . . . . . 600 -

N orway . . . . . . . . . . 3,548 9,000

Poland . . . . . . . . . . - 12,106

Sweden . . . . . . . . . . 24,108 16,169

S c a n d i n a v i a n  a n d  B a l t i c ............................................................ 34,356 39,220

E g y p t .................................................................................................... 17,319 -

Greece . . . . . . . . . . . - 2,629

I t a l y .................................................................................................... 20,531 16,844

P o r t u g a l .......................................................................................... 920 -

Spain . . . . . . . . . . . 2,234 2,290

T u r k e y .......................................................................................... 4,184 -

M e d i t e r r a n e a n .................................................................................... 45,188 21,763

Summary.

Im ports. Per Cent. Exports. Per Cent.

M e x i c o  a n d  C e n t r a l  A m e r i c a  . 1,047,622 45 6,752 1

F a r  E a s t ............................................................ 458,976 20 - -

W e s t  I n d i e s ............................................................ 250,368 10 40,241 5

W e s t e r n  E u r o p e ................................................ 232,720 10 552,024 78

S o u t h  A m e r i c a ................................................ 186,381 8 11,377

A f r i c a n  C o a s t ................................................ 51,380 2 - -

M e d i t e r r a n e a n  . . . . . 45,188 2 21,763 3

Sc a n d i n a v i a n  a n d  B a l t i c 34,356 1* 39,220 H
C a n a d a  ........................................................................ 32,044 n 41,757 6

2,339,035 100 713,134 100

It is evident from the facts disclosed by this table that 
the opportunity afforded the shipper for reaching a wide



diversity of foreign markets through the Port of Boston is 
not promising. Even should the entire volume of New 
England produced goods that now moves through New 
York be shipped via Boston, it would not of itself supply 
a small fraction of the cargo needed to support a wide 
variety of trade routes operated on frequent schedules such 
as are available at New York. Neither are the prospects 
particularly bright for securing any such increase of tonnage 
from sources outside of New England, except it be the re
sult of radical and unexpected changes in present practices 
as they affect the movement of commerce from the interior 
to the seacoast.

By referring again to Table II (the figures of which it 
should be noted apply to the year 1921 only) it will be 
seen that 78 per cent of all exports out of Boston went to 
western European countries, 50 per cent being allocated to 
England alone. Adding exports to Canada, Central America 
and the West Indies to those of western Europe accounts 
for 90 per cent of the total shipments, leaving a balance of 
but 10 per cent, or 71,000 tons, shipped via Boston to the 
remaining countries of the world. Since the export figures 
for the year 1921 were higher by almost 50 per cent than 
those for 1923, it is probable that not more than 48,000 
tons were shipped to the miscellaneous list of countries dur
ing the latter year.

Exports through the Port of Boston in the year 1923 
consisted of —

Tons. Per Cent.

Vegetable food  products . . . . . . . 292,696 60.7

N on-m etalic minerals . . . . . . . . 55,254 11.4

Anim al products . . . . . . . . 46,041 9.6

Textiles . . . . . . . . . . 31,133 6.6

W ood and paper . . . . . . . . . 24,424 5.1

Chemicals . . . . . . . . . . 19,544 4.0

Metals and manufactures . . . . . . . 7,455 1.5

Unclassified . . . . . . . . . 2,426 .5

Other vegetable products . . . . . . . 1,656 .3

Machinery and vehicles . . . . . . . 1,332 .3

481,961 100.00



Of the chief item, viz., vegetable food products, grain 
contributed 277,348 tons, thus representing 57.5 per cent 
of the total export tonnage of the Port. Of the non-metalic 
minerals, which rank second in volume, coal, coke and oil, 
principally the latter, aggregate 49,370 tons, or slightly more 
than 10 per cent of the outward cargo, so that together with 
grain they account for almost 68 per cent of the gross export 
business.

Some other commodities entering into the remaining 32 
per cent of the Port’s export business are —

Origin. Destination.

Em ery wheels and paper New England England.

Provisions . . . . . New England and West Great Britain.

Auto accessories . . . . M iddle States Great Britain.

Steel . . . . . . Pennsylvania and West V ir
ginia.

Great Britain.

Furniture . . . . . M iddle and Western States . G erm any.

Shoes and findings . . . . N ew  England England.

Pitch . . . . . . Southern States . England and Scotland.

Leather . . . . . . N ew England, Western and 
Southern States.

England.

Apples . . . . . . N ew England and Western 
States.

England.

Sandpaper . . . . . New England England.

M a c h i n e r y ........................................ N ew  England and M iddle 
States.

England.

D ry goods . . . . . New England Great Britain.

Lumber . . . . . . New England, Western and 
Southern States.

England.

S u g a r .................................................. New England England and G erm any.

As previously noted, not over 150,000 tons of the total 
export shipment of the Port originated in New England. 
This represents less than one-third of the total volume of 
exports through this Port, and only one-fourth of all export 
goods that are produced in the six New England States.

So far, then, as the foreign commerce through the Port 
of Boston is concerned, the chief benefit to the district 
itself comes from the import rather than the export branch 
of the business. The facility with which raw products for 
supplying the several manufacturing processes of the local 
territory can be made available at cheap transportation 
rates constitutes a distinct advantage in our favor.

The following list of steamship lines operating out of



Boston in foreign trade was compiled from information 
contained in  a publication of the United States Department 
of Commerce (Miscellaneous Series, No. 116), entitled 
“ Steamship Service from United States Ports:”

United Fruit Company —  American.
Reaching West Indies, Caribbean, Mexico and Central American 

ports.
4 steamers of about 7,200 gross tons; average speed, 10 knots. 
Sailings weekly.

International Freighting Corporation.
Reaching East Coast of South America.
8 U. S. Shipping Board vessels of 7,850 tons; speed, 9 knots. 
Operated by C. S. Sprague & Sons, 41 M ilk Street.
Sailings as cargo offers.

Wilhelmsen Line —- Norwegian.
Reaching East Coast of South America.
Steamers from 3,500 to 8,565 gross tons; speed, 11 knots. 
Operated by  John S. Emery & Co.
Sailings occasional.

Blue Funnel Line —  British.
Reaching the Far East, China, Japan, Philippines.
Steamers from 6,800 to 9,000 gross tons.
Operated by Patterson, W ylde & Co.
Sailings occasional.

Bull Constantinople Black Sea Line —  American.
Reaching Mediterranean ports.
6 U. S. Shipping Board vessels 7,825 d. w. t.; 10) to 11 knots. 
Operated by C. H. Sprague & Sons.
Sailings as cargo offers.

“ Cosulich”  Sociata Triestina d:Navagazione Line —  Italian.
Reaching Mediterranean ports.
Steamers from 3,600 to 12,578 gross tons; 9 to 18 knots.
Operated by  Patterson W ylde & Co.
Sailings every three weeks.

Export Steamship Corp. Line —  American.
Reaching Mediterranean ports.
7 U. S. Shipping Board steamers from 7,500 to 78 d. w. t.; 11 

knots.
Operated by Export Steamship Corporation.
Sailings as cargo offers.

Mallory Transport Lines —  American.
Reaching Mediterranean ports.
6 U. S. Shipping Board steamers from 5,500 to 6,200 gross tons;

11) knots.
Operated by Rogers & Webb.
Sailings as cargo offers.



Dollar Line —  American and British.
Reaching round the world ports —  Japan, China, Philippines, 

India and Mediterranean —  200 days.
5 steamers from 7,548 to 10,893 gross tons.
Operated by John S. Emery & Co.
Sailings monthly.

American Line —  American.
Reaches London and Hamburg.
Steamers 10,000 to 24,000 gross tons; 12 to 16 knots.
Operated by International Mercantile Marine Company.
Sailings semi-monthly.

Anchor Line —  British.
Reaches Liverpool and Glasgow via New York.
1 steamer of 8,103 gross tons; 11 knots.
Operated by  Charles Stuart.
Sailings fortnightly.

Black Diamond Steamship Corporation —  American.
Reaching Rotterdam and Antwerp.
4 U. S. Shipping Board steamers from 7,400 to 10,000 d. w. t.;

10 to 11 knots.
Operated by  Rogers & Webb.
Sailings fortnightly.

Cosmopolitan Lines —  American.
Reaching Liverpool.
4 U. S. Shipping Board steamers from 6,500 to 9,700 d. w. t.; 11 

to 13 knots.
Operated by Patterson W ylde & Co.
Sailings monthly.

Cunard Line —  British.
Reaching Cork, Liverpool and London.
1 steamer 18,500 gross tons, 1 steamer 5,600 gross tons; 10_,to 14 

knots.
Operated by Cunard Steamship Company.
Sailings monthly.

French Lines —  French.
Reaching French, Belgium, Flolland and Hamburg ports. 
Steamers from 11,000 to 13,000 gross tons; 12 to 14 knots. 
Operated by French Line.
Sailings monthly.

Furness Line —  British.
Reaching London.
Steamers from 1,200 to 7,700 gross tons; 10 to 12 knots. 
Operated by Furness, W ithy & Co.
Sailings semi-monthly.

Holland-American Line —  Dutch.
Reaching Rotterdam and Amsterdam.
39 steamers from 4,190 to 24,170 gross tons; 10 to 17 knots.



Holland-American Line —  Dutch —  ConclvAed.
Operated by Holland-American line.
Sailings fortnightly.

Ley land Line —  British.
Reaching Liverpool, London and Manchester.
Steamers from 5,000 to 10,500 gross tons; 10 to 13 knots. 
Operated by International Mercantile Marine Company.
Sailings semi-monthly.

“ Manchester D ispatch”  —  American.
Reaching Manchester.
4 U. S. Shipping Board steamers of 8,800 d. w. t.; 9 to 13 knots. 
Operated by W . A. Blake & Co.
Sailings semi-monthly.

M oore & M cCormack Company, Inc. —  American.
Reaching Cork, Dublin, Belfast and Londonderry.
5 U. S. Shipping Board steamers from 6,500 to 8,000 gross tons; 

10 to 11 knots.
Operated by Rogers & Webb.
Sailings fortnightly.

Red Star Line —  Belgian.
Reaching Antwerp.
Steamers from 7,500 to 12,000 gross tons; 10 to 13 knots. 
Operated by  International Mercantile Marine Company.
Sailings semi-monthly.

Rogers & W ebb —  American.
Reaching Rotterdam and Antwerp.
U. S. Shipping Board steamers from 5,000 to 6,600 gross tons;

10j knots.
Operated by Rogers & Webb.
Sailings fortnightly.

Scandinavian American Line —  Danish.
Reaching Norway, Sweden, Denmark, Finland, Riga, Reval, 

Libau, Danzig and German Baltic ports.
Steamers from 3,000 to 4,500 gross tons; 8 to 10 knots.
Operated by A. C. Lombard’s Sons.
Sailings semi-monthly.

Swedish-American Line —  Swedish.
Reaching Scandinavian ports.
Steamers from 2,500 to 4,000 gross tons; 9 to 11 knots.
Operated by  Furness, W ithy & Co.
Sailings monthly.

United American Line, Inc. —  American.
Reaching Bremen and Hamburg via Baltimore and Norfolk. 
Steamers of 7,800 gross tons; 10 knots.
Operated by United American Lines, Inc.
Sailings monthly.



The above list includes a total of twenty-five separate 
lines operating under fourteen different agents and serving 
various foreign countries, as follows:
English p o r t s ................................................................................................ 8
Irish p o r t s ......................................................................................................... 2
French p o r ts ......................................................................................................... 1
Belgium p o r t s ................................................................................................ 4
Dutch p o r t s .........................................................................................................4
German p o r t s ................................................................................................ 3
Scandinavian p o r t s ........................................................................................2
Mediterranean p o r t s ........................................................................................5
Far East p o r t s ................................................................................................ 2
South American p o r ts ....................................................................................... 2

Per Year.
6 lines maintain monthly s a i l in g s ..........................................................72

11 lines maintain semi-monthly sa ilin g s ............................................... 264
1 line maintains three weekly s a i l i n g s ................................................. 17
1 line maintains weekly s a i l i n g s ..........................................................52

Regular s a i l i n g s ................................................................................... 405

6 lines maintain occasional sailings, or as cargo offers.

All of the preceding discussion has related to foreign 
commerce only. It has been the fashion generally to 
measure the water-borne commerce of the Port solely in 
terms of foreign business. Just why this practice has pre
vailed it is difficult to explain. B y far the more important 
element in our water-borne commerce is the so-called domes
tic, or coastwise, business. In the year 1923 there were 3^ 
tons of domestic water-borne commerce handled at the Port 
of Boston for each ton entering into foreign trade. As 
against 3,03.1,479 tons of imports and 481,961 tons of ex
ports in foreign transactions, there were 10,091,095 tons of 
domestic receipts and 1,613,128 tons of domestic shipment 
which passed through the Port. This total domestic busi
ness of 11,704,223 tons represents Boston’s dealings by 
water with the rest of the country. Only New York and 
Los Angeles of all the coastal seaports exceed this figure, 
the latter merely because of the enormous shipments of 
crude oil from its near-by producing wells.

This domestic water commerce between Boston and the 
entire seacoast of the country furnishes the New England 
industries with a cheap and excellent form of transportation



that is denied to its inland competitors. On the one hand 
it is available for the purpose of bringing to our community 
the raw materials required by our productive enterprises, 
and on the other hand it serves greatly to broaden the mar
ket of our local manufacturers by virtue of the low carrying 
rate of this type of transportation. The New England shoe 
manufacturer, for example, is able to market his product 
in the southern, southwestern and Pacific States as cheaply 
or cheaper than can his St. Louis competitor, so far as trans
portation costs are concerned, although the latter city is in 
many instances hundreds of miles nearer, measured by a 
direct line. Horseshoes manufactured in eastern Massachu
setts are marketed successfully in San Francisco. Automobile 
tires made in New England reach the coastal points at much 
lower rates than do those of the chief competitive districts of 
the Central States. The approximately one and two-thirds 
million tons of domestic shipments out of Boston are almost 
entirely the products of New England industry, destined to 
markets, many of which would not be equally accessible by rail. 
The costs of these products are likewise favorably affected by 
the lower transportation charges on vast quantities of raw 
materials entering into their preparation and fabrication.

So far, then, as water-borne commerce is concerned, it 
would seem to be of primary importance to develop still 
further, if possible, this rapidly growing facility for broaden
ing our markets and cheapening our production costs, to 
the end that New England may offset to this extent, at 
least, some of the adverse business factors that now tend 
to operate to her disadvantage.

As in the case of foreign imports, coal and fuel oil bulk 
largest in domestic receipts. Of the 10,091,095 tons re
ceived in 1923, 7,000,000 tons were coal and 1,000,000 oil 
and petroleum products, representing in the aggregate, there
fore, 80 per cent of the total volume of incoming domestic 
tonnage. This is relatively a high proportion, since these 
two items constitute only 40 per cent of the aggregate 
domestic receipts of the country as a whole. The larger 
figure in the case of Boston is accounted for by  the fact of 
the intensive industrial character of New England, whose 
plants are dependent chiefly upon coal for power purposes.



Next in order of importance are such items as

Sand and gravel .
Chemicals 
Lumber .
Fish
Cotton and textiles 
Wool .

Tons.
628,434
187,813
146,939
77,087
70,657
16,701

These items, together with the coa! and oil, constitute 90 
per cent of the total domestic receipts. The remaining 10 
per cent is made up of miscellaneous commodities such as —

Fruits and vegetables. 
Clay.
Pig iron.
Can goods.
Leather and hides. 
Copper.
Fuller’s earth.
Hay.
Lime.
Rubber.
Horns.
Raisins.
Animal charcoal. 
Shingles.

Celite.
Sago flour.
Whiting.
Brick.
Sulphur.
Car wheels.
Iron pipe.
Felt.
Salt,
Steel.
Piling.
Machinery.
Vehicles.

Shipments out of Boston in domestic commerce are com
posed of such items as —

Textiles.
Hardware.
Paper.
Sugar.
Potatoes.
Wire.
Soap.
Pianos.
Medicines.
Baking powder. 
Hides and leather. 
Paints and oils. 
Fertilizer.
Apples.
Granite.

Rattan.
Boilers.
Candy.
Machine tools. 
Agricultural implements.
Boots and shoes. 
Bagging.
Groceries.
Packing house products. 
Printed matter. 
Machinery.
Inks.
Rubber goods.
Scales.
Ice-cream freezers.

and many other products of New England origin.



It is an encouraging sign that this use of cheap water 
transportation between Boston and the domestic markets 
is showing a rapid rate of increase. The following chart 
has been prepared to indicate at a glance the fluctuation in 
total water-borne commerce, both foreign and domestic, of 
the Port of Boston for the past twenty years.

C h a r t  s h o w i n g  
A g g r e g a t e  W a t e r  B o r n e  Co m m e r c e  

P o r t  o f  B o s t o n  I905-19E3

£ N O / 7 7 fW

A study of this chart will indicate what a comparatively 
small part foreign commerce now plays, and, in fact, has 
always played, during this period in the total water-borne



commerce of the Port. Especially is this true of exports. 
In spite of the adverse influence of the rail differentials 
(the real effect of which only became seriously operative in 
1916, when the approximately equally favorable water dif
ferential was withdrawn from Boston), the total volume of 
foreign commerce has been substantially greater in recent 
years than during the earlier portion of the period. In 
fact, whereas the average yearly total of foreign commerce 
for these twenty years was 2,239,773 tons, the figure for 
the year 1922 reached the maximum total of 5,197,181 tons, 
or 2-j- times that average. The effect of the World W ar in 
reducing water commerce is clearly indicated by the mate
rial depression of the curve of both foreign and domestic 
commerce between the years 1914 to 1918.

The average figure for total water-borne commerce, in
cluding both foreign and domestic, for the twenty-year 
period is 9,608,678 tons, whereas in the year 1923 the 
volume of such commerce reached the total of 15,217,663 
tons, an amount greater than this average by almost 60 
per cent. This figure is almost identical with the combined 
foreign and coastwise commerce of Philadelphia, and is ex
ceeded among the several coastal seaports only by that of 
New York and Los Angeles.

As indicated by the dotted line drawn through the foreign 
export portion of the diagram, grain has always been the 
important single item of the outward movement in our 
foreign commerce. For the fifteen years prior to 1920 the 
average yearly shipment of grain from the Port of Boston 
was 566,351 tons, whereas for the past five years the aver
age has been only 230,871 tons, while during the year 1924 
the figure dropped to 165,322 tons, the lowest but one for the 
entire twenty-year period. In order to show graphically the 
fluctuating character of our local grain shipments during 
the past twenty years, the following chart has been pre
pared, indicating separately by comparative volumes the 
items of wheat, corn and all other grains.



C h a r t  s ho wi ng  

G r a i n  E x p o r t s
P o r t  o f  B o s t o n  005-1924

While wheat is the major item of grain export, corn was 
a very important factor during the earlier years of the 
period. In recent times, however, it has become a negligible 
factor in making up the aggregate quantity. It will also be 
observed that year to year fluctuations in grain exports 
during this period has been most marked, the amount for 
any given year bearing but little relation to the one pre
ceding or following it.



At the present time it is not unusual for foreign ships to 
experience serious difficulty in securing grain at this Port 
for return sailings, and since this com modity is the chief 
reliance of such vessels for bulk or bottom cargo, the present 
scarcity operates to discourage many such lines from making 
Boston their terminus. However, Boston is not alone among 
the several North Atlantic ports in this respect. Even the 
Port of New York has frequently experienced difficulty in 
recent times in securing an adequate supply of export grain 
with which to meet the demands of its cargo space. Boston 
being chiefly an overflow' port for Canadian grain of a lim
ited volume has probably been more seriously affected than 
has its sister ports.

In the recent decision of the Interstate Commerce Com
mission denying to the Port of Boston the relief sought 
through the proposed abolition of the general differentials 
novr favoring Philadelphia and Baltimore, it was pointed 
out that there might be justification for equalizing the ex
port rail rates on ex-lake grain from Buffalo to the several 
North Atlantic seaports (ex-lake grain being that of Ameri
can or Canadian origin that is brought down to Buffalo by 
the lake carriers), and likewise on that originating at points 
west of the Mississippi River. Some of the trunk line rail
roads affected are reported to favor this procedure, but be
fore its final adoption the matter must presumably be made 
the subject of public hearings at which the commercial 
interests of Philadelphia and Baltimore will undoubtedly 
enter vigorous protests, thus requiring further consideration 
by the Interstate Commerce Commission which will in all 
probability necessitate a somewhat long deferred verdict.

The two previous charts showing variations in foreign and 
domestic commerce and grain shipments, respectively, w'ere 
prepared from figures supplied by the local United States 
District Engineer’s Office, copies of w'hieh are herewith sub
mitted, Tables III and IV.



Y e a r .

1905

1906

1907

1908

1909

1910

1911

1912

1913

1914

1915

1916

1917

1918

1919

1920

1921

1922

1923

1924

XPORTS. T o t a l . F l o u r . W h e a t . C o r n . O a t s . R y e . B a r l E Y. T  o t a l  
G r a i n .

Short
Tons.Short

Tons.
Short
Tons. Barrels. Short

Tons. Bushels. Short
Tons. Bushels. Short

Tons. Bushels. Short
Tons. Bushels. Short

Tons. Bushels. Short
Tons.

294,815 2,269,527 504,843 49,474 4,595,703 137,871 10,698,317 299,553 1,155,156 18,482 - - 897,578 21,542 j 526,922

365,786 2,595,409 833,171 81,651 11,702,718 351,081 4,098,140 114,748 1,190,156 19,042 - - 1,213,743 29,130 1 595,652

,337,019 2,444,783 935,038 91,634 12,644,466 379,333 5,667,504 158,690 90,212 1,443 - - 65,665 1,626 632,726

,064,445 2,044,421 812,419 79,617 10,777,227 323,317 1,058,351 29,634 65,739 1,052 306,903 8,593 225,726 5,417 ! 447,630

823,519 1,988,868 616,253 60,393 9,394,970 281,849 2,067,014 57,876 20,580 329 36,630 1,024 333,124 7,995 409.466

765,500 2,022,392 582,402 57,075 6,337,243 190,117 2,749,967 76,999 136,914 2,190 6,488 182 92,228 2,213 328,776

774,088 1,590,274 574,270 56,278 8,891,105 266,733 6,445,470 180,473 119,111 1,906 - - 25,149 605 505,995

659,117 1,989,988 655,702 64,259 14,418,620 432,558 1,763,921 49,390 1,135,367 18,166 43,427 1,216 186,041 4,465 570,054

,100,390 2,365,032 815,023 79,872 20,543,326 616,300 3,991,141 111,752 1,045,770 16,732 251,941 7,054 407,463 9,779 841,489

726,957 2,079,499 556,158 54,503 13,963,714 418,911 195,436 5,472 1,368,592 21,897 416,212 11,654 611,386 14,673 527,110

638,118 1,173,298 740,219 72,541 14,135,880 424,076 682,270 19,103 273,787 4,380 360,055 10,081 1,243,455 29,843 560,024

,013,674 1,422,854 1,167,947 114,459 18,685,307 560,559 2,278,371 63,794 11,528,413 184,454 158,492 4,438 623,858 14,972 942,676

693,942 999,101 986,754 96,702 9,333,079 279,992 1,096,097 30,690 11,868,671 189,899 514,119 14,395 10,249 246 611,924

458,166 865,642 1,313,264 128,700 6,153,820 184,614 324,032 9,073 7,114,810 113,836 198,163 5,548 453,939 10,894 452,665

,366,708 2,831,959 1,142,759 111,990 9,165,409 274,962 - - 4,027,982 64,448 912,134 25,539 2,717,327 65,216 542,155

573,489 2,248,581 275,659 27,014 4,645,118 139,353 25,843 723 529,055 8,465 736,297 20,616 121,429 2,914 199,085

512,967 2,662,359 50,614 4,960 2,315,408 69,462 1,358,300 38,032 706,489 11,304 242,988 6,803 39,970 959 131,520

588,449 5,197,181 1 195,316 19,141 8,328,723 249,861 1,810,771 50,701 2,900,996 46,616 421,515 11,802 123,326 2,960 381,081

481,961 i 3,513,440 1 72,771 7,131 | 8,040,555 241,216 128,639 3,602 698,756 11,180 436,610 12,225 83,102 1,994 277,348

- I 476,468 j 46 ,694 2,918,277 87,548 19,884 556 780,801 12,493 423,663 11,862 257,031 6,169 165,322
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T a b l e  IV. —  Domestic Commerce of the Port of Boston (Short Tons).

Y e a r . Receipts. Shipm ents. T o ta l.

1905 ...................................................................... - - 6,993,395

1906 ...................................................................... - - 6,653,035

1907 ...................................................................... - - 7,439,721

1908 ...................................................................... - - 6,712,122

1909 ...................................................................... - - 7,296,755

1 9 1 0 ...................................................................... - - 6,925,930

1 9 1 1 ...................................................................... - - 7,242,686

1 9 1 2 ...................................................................... - - 7,355,946

1 9 1 3 ...................................................................... - - 7,838,139

1 9 1 4 ...................................................................... - - 7,804,047

1 9 1 5 ...................................................................... - - 7,581,489

1 9 1 6 ...................................................................... - - 7,762,732

1 9 1 7 ...................................................................... - - 6,857,671

1 9 1 8 ...................................................................... - - 7,804,451

1 9 1 9 ...................................................................... 861,103 6,125,779

1920 ...................................................................... 1,355,396 7,023,605

1 9 2 1 ...................................................................... 5,303,684 1,286,798 7,090,482

1922 ...................................................................... 7,347,410 1,357,767 8,705,177

1923 ...................................................................... 10,091,095 1,613,128 11,704,223

Summing up the preceding discussion of the character of 
the water-borne commerce of the Port of Boston, it will be 
found that for the last five-year period for which official 
records are available (1919-23) the inbound commerce con
sisted of a total of 12,929,946 tons of foreign imports and 
34,175,074 tons of domestic receipts, or a total inward busi
ness for the Port of 47,105,020 tons. Outward commerce 
for the same period consisted of 3,523,574 tons of foreign 
exports and 6,474,192 tons of shipments in domestic trade, 
—  a total of 9,997,766 tons. It will thus be apparent that 
82| per cent of the Port’s water-borne commerce was in
ward and only 17| per cent outward. In other words, 4.7 
tons were received for each ton that was shipped out.

The commerce of the Port is distributed widely along its 
141 miles of water front and its 222 wharfs. A  general idea 
of this distribution is obtained from the following Table V, 
showing in segregated form the amount of commerce con
tributed in the year 1923 by the main harbor front and 
the several navigable tributaries to the harbor:



F o r e ig n . D o m e s t ic .

T ota l. Per Cent.
Im ports. Per Cent. Exports. Per Cent. Receipts. Per Cent. Shipments. Per Cent.

Main water front . . . . . . . . 1,300,864 42.9 427,322 88.6 3,066,597 30.4 759,094 47.0 5,553,877 36.5

Chelsea C r e e k ............................................................ 486,225 16.3 - - 473,733 4 .7 219,337 13.6 1,179,295 7 .8

Fort Point Channel . . . . . . . 204,770 6 .7 - - 1,035,255 10.3 8,360 .5 1,248,385 8 .2

Charles R i v e r ...................................................................... 3,284 .1 - - 607,712 6.1 472 - 611,468 4 .0

M ystic R iv e r ............................................................................... 892,564 29.4 40,142 8 .4 2,272,967 22.6 309,299 19.0 3,514,972 23.2

Little M ystic R i v e r ............................................................ 28,900 .9 67 - 180,866 1.8 68,849 4 .3 278.682 1.8

Island E nd R i v e r ...................................................................... 93,261 3 .0 - - 1,728,002 17.0 125,942 8 .0 1,947,205 12.8

Malden R i v e r ...................................................................... 190 - - - 127,485 1.3 - - 127,675 .8

Dorchester B a y ...................................................................... 2,177 .1 - - 93,279 .9 555 - 96,011 .6

N eponset R i v e r ...................................................................... 154 - - - 106,178 1.0 - - 106,332 . 7

W eym outh Fore R i v e r ............................................................ 4,008 .1 6,710 1.4 288,512 2 .9 25,943 1.6 325,173 2.1

W eym outh Back R iv e r ............................................................ 15,082 .5 7,720 1.6 110,509 1.0 95,277 6 .0 228,588 1.5

3,031,479 100.0 481,961 100.0 10,091,095 100.0 1,613,128 100.0 15,217,663 100.0
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From this tabulation it appears that only slightly more 
than one-third of the total commerce of the Port is handled 
in the harbor proper, while another similar amount results 
from the maritime business of the M ystic River and its 
small tributary known as Island End River. The large 
tonnage of the two latter streams consists chiefly of coal, 
fuel oil and raw sugar, which taken together accounts for 
95 per cent of their total commerce.

Fort Point Channel is next in importance, due principally 
to coal, lumber, sand and gravel and raw sugar, which items 
combined represent 99 per cent of its aggregate water-borne 
business.

Chelsea Creek follows in order of volume, but it is found 
that 93 per cent of its total commerce consists of the single 
item of petroleum and its products.

Charles River above the Charlestown Bridge contributes 
a little over 600,000 tons of water-borne commerce, 99 per 
cent of which is comprised of coal, sand and gravel, lumber 
and oil.

The remaining six tributaries are relatively unimportant 
individually as regards volume, although combined they 
furnish 7\ per cent of the Port’s total commerce, much of 
which also consists of coal, oil and lumber.

As shown by the table, 63f  per cent of the total water
borne commerce of the Port, including both foreign and 
domestic business, is handled at private wharfs along the 
several tributaries to the harbor, and is not, therefore, in
volved very directly if at all in the problem of port terminal 
operations. Similarly, much of the commerce of the harbor 
proper is delivered to or shipped from private wharfs of 
consignees or shippers, so that the amount of commerce 
which passes over general piers from or to inland points is 
relatively small. As nearly as can be determined by an 
analysis of figures and commodities, not more than 18 per 
cent of the Port’s total commerce uses these general wharfs, 
the remaining 82 per cent being delivered directly to the 
private wharfs of the consignees or shipped from them. It 
is this 18 per cent, or approximately two and three-quarter 
million tons of commerce, that measures the requirements 
for public or semi-public water terminals at the Port.



Whatever may be the needs of the Port so far as future 
development is concerned, it does not appear that addi
tional piers or similar facilities at this time would be of 
the slightest assistance. Present pier terminals in the harbor 
are capable, according to their officials, of handling at least 
double the amount of business which is now offered them. 
Nor is our difficulty attributable apparently to lack of piers 
of modern and efficient design. Commonwealth Pier No. 
5 and the Army Base at South Boston are acknowledged to 
be among the most modern of present-day piers, while the 
Boston & Albany terminal at East Boston is comparatively 
new and is generally recognized as in all respects satisfac
tory and suitable for the purpose of its use. Yet the piers 
which handle the largest volume of overseas commerce are 
the much less modern terminals of the Boston & Maine 
Railroad at Charlestown.

In other words, improved handling facilities for ocean 
freight are of no benefit unless there is business available 
for them to handle. On the other hand, ships will seek 
business wherever it is offered, even when they are com
pelled to load over the side from lighters in midstream, as 
they must do in many ports. Evidence is absolutely lack
ing that would indicate in the slightest degree that any 
additional ships would come to this Port in case new or 
improved piers were to be provided. Until the existing 
facilities of this character are supplied with business up to 
somewhere near their present capacity, it would seem to be 
sheer economic folly to spend public funds for such a pur
pose.

At the present time there are 222 wharfs of various de
scriptions and sizes, both public and private, scattered along 
the water front of the harbor and its navigable tributaries. 
A detailed list of these wharfs, showing their location, depth 
of water, berthing space and general use, is presented as 
Appendix I. A summary of the figures is given in the two 
following Tables V I and V II, the first of which classifies 
these wharfs according to location and the second according 
to their use:



T a b l e  VI. —  Summary of Existing Wharfs and Berthing Space in Port o f Boston.

East Boston water f r o n t ...................................................................................................................................................................................................... 47 wharfs with 25,281 feet berthing space.

Chelsea Creek water f r o n t ............................................................................................................................................................................................ 11 wharfs with 4,085 feet berthing space.

M ystic R iver, etc., water f r o n t ................................................................................................................................................................................... 21 wharfs with 12,771 feet berthing space.

Charlestown water f r o n t ...................................................................................................................................................................................................... 33 wharfs with 19,531 feet berthing space.
Charles R iver water f r o n t ............................................................................................................................................................... 37 wharfs with 10,130 feet berthing space.
C ity  proper water front ............................................................................................................................................. 26 wharfs with 16,541 feet berthing space.
Fort Point Channel water f r o n t .......................................................................................... 15 wharfs with 7,728 feet berthing space.
South Boston water f r o n t ................................................................................ 8 wharfs with 12,170 feet berthing space.
Reserved Channel water f r o n t ................................................................................ 12 wharfs with 9,621 feet berthing space.
Dorchester B ay and N eponset R iver water f r o n t .................................................. 8 wharfs with 2,030 feet berthing space.
Fore and Back rivers water front . . . . . . . 4 wharfs with 4,630 feet berthing space.

222 124,518 feet =  23.6 miles.
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C l a s s if ic a t io n . East
Boston.

Chelsea
Creek.

M ystic
R iver.

Charles
town.

Charles
R iver.

C ity
Proper.

Fort
Point

Channel.
South

Boston.
Reserved
Channel.

D orchester 
B ay and 
Neponset 

River.

W eym outh
Rivers. T ota l.

Overseas com m erce 4 - - 9 - - - - - - - 13

Foreign and dom estic com merce, 1 _ _ - - - - 3 1 - 5
general.

D om estic com merce, special - - - 2 - 9 - 1 - - - 12

G overnm ent use 2 1 - 11 - 1 - - - - - 15

C ity  u s e ........................................ 2 - - 1 - 6 - - - - - 9

I n d u s t r ia l ........................................ 2 2 3 1 11 - 1 - 3 - 1 24

Ship r e p a ir ........................................ 2 2 - - - - - - - - 1 5

Warehousing . . . . 2 - 1 - 1 2 - - - - - 6

C o a l .................................................. 12 3 9 4 6 2 7 - 5 7 2 57

Lum ber . . . . . 6 - 3 2 3 1 4 - 2 1 - 22

S t o n e .................................................. - - - - 4 - - - - - - 4

Sand and gravel . . . . - - 1 - 2 - - - - - - 3

F i s h .................................................. 5 - - - - - 1 - - - 6

T i e - u p s ........................................ 7 2 - 1 - 1 - - - - - 11

Mason supplies . . . . 1 - - 2 - - - - - - 3

O i l .................................................. 1 1 1 - 3 - - - - - - 6

S u g a r .................................................. - - 1 - - - 1 - - - - 2

V a c a n t ........................................ - - 2 - 7 4 2 3 1 - - 19

T o t a l ........................................ 47 11 21 33 37 26 15 8 12 8 4 222
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It will be noticed that of the 222 wharfs recorded, 15 are 
used by the government, 9 by the city of Boston, 11 are 
utilized as tie-ups for idle vessels, and 19 are unused at the 
present time. Eliminating these 54 wharfs, there are left 
168 which are in use more or less actively for the loading 
and discharging of cargoes.

Only 13 of these piers are used exclusively for overseas 
commerce, —  4 at East Boston and 9 at Charlestown, the 
first-named group being served by the Boston & Albany 
Railroad and the last-named by the Boston & Maine Rail
road. Five piers serve both foreign and domestic business, 
one located at East Boston and four at South Boston.

In addition there are 12 piers, 9 of which are located 
along the city water front, 2 at Charlestown and 1 at South 
Boston, that are operated as regular termini of established 
lines, chiefly coastwise, that handle business for these com
panies exclusively.

These 30 piers combined handle all of the general business 
which passes through the Port. In the main any vessel not 
maintaining its own private terminal, coming to Boston to 
discharge cargo destined for inland points, must secure 
berthing space at one of the 18 piers referred to. In special 
cases some arrangement may be made with the owner of a 
private wharf to discharge or load an outside ship at his 
pier, but such practice is uncommon in the operation of 
the Port’s facilities.

Only once, in recent years at least, have these eighteen 
general piers proved inadequate for the accommodation, 
with reasonable despatch, of all vessels seeking such berth
ing space. This exception occurred during the winter of 
1922 and 1923, when a combination of bad trucking condi
tions and a serious car shortage on the railroads, due to the 
coal and shopmen’s strikes, rendered it impossible to re
move accumulated cargoes from the several wharfs, thus 
preventing the unloading of additional vessels until the 
wharf congestion was relieved. Increased embarrassment 
resulted because, due to a similar situation in New York 
Harbor, some of the tonnage consigned to that port was 
delivered here, thus further complicating the problem. At



the same time, some exceptionally large consignments of 
wood pulp had been granted a longer period of free storage 
at the Boston & Maine piers at Charlestown than was cus
tomary, in order to meet competitive conditions at Balti
more and Philadelphia, and this material so congested the 
transfer sheds of those piers as greatly to limit their capac
ity. It was not, therefore, a lack of piers that caused the 
difficulty, but rather it was the interruption in the move
ment of goods through the terminals that made it impos
sible to receive more ship’s cargo.

Of the four overseas piers at East Boston, three are 
owned and operated by the Boston & Albany Railroad, 
and together, with one other, constitute the water terminus 
of that road. The fourth overseas pier is a rather small 
structure of modern design, owned and operated by the 
Commonwealth of Massachusetts but used only to a very 
limited extent. It also is served by the Boston & Albany 
Railroad and is located immediately adjacent to that com
pany’s piers. The three railroad piers are served by con
veyors from the railroad com pany’s 1,000,000 bushel grain 
elevator located near by.

The remaining nine overseas piers, located at Charles
town, are all owned and operated by the Boston & Maine 
Railroad, five at M ystic Wharf, the former terminal of the 
old Boston & Lowell Railroad, located at the junction of 
the main harbor and M ystic River, while the remaining 
four piers are situated at the Hoosac Tunnel Docks, formerly 
the water terminus of the old Fitchburg Railroad, lying 
along the Charles River between the N avy Yard and the 
Charlestown Bridge. Both groups of piers are served by 
conveyors from grain elevators, the one at the Hoosac Tun
nel Docks having a capacity of 1,000,000 bushels and that 
at M ystic Wharf holding 500,000 bushels.

During the year 1922, for which the total foreign com
merce of the Port was the largest ever handled, and the 
exports alone the largest of any year but one for the past 
seven years, there passed through the thirteen overseas piers 
a total of 1,052,860 tons, —  554,147 inbound and 498,713 
outbound. Of the outbound commerce, 225,735 tons, or 45



per cent, was grain. This total of tonnage handled is 
equivalent to an average of something over 1,500 tons per 
pier per week for the entire year, or 250 tons per day. This 
figure indicates to what a small extent the present capacity 
of these piers is utilized, since it should easily be possible 
to handle two to four times this amount of freight over a 
single pier, even under relatively inefficient conditions.

It is of interest to note that the total export business 
over these two groups of piers represented 85 per cent of 
the Port’s export tonnage for the year in question, 55 per 
cent being handled by the Boston & Maine and 30 per cent 
by the Boston & Albany railroads. The entire export grain 
business of the Port for that year was handled at these 
piers, —  67 per cent by the Boston & Maine and 33 per 
cent by the Boston & Albany.

Of the five piers which are open to both foreign and do
mestic commerce, one is maintained by the Boston & Albany 
Railroad at East Boston (Pier No. 5), two by the New 
York, New Haven & Hartford Railroad at South Boston 
(Piers No. 1 and 4), one by the Commonwealth of Massa
chusetts at South Boston (Commonwealth Pier No. 5), and 
one by private interests, The Boston Tidewater Terminal 
Company, at the Army Base, South Boston.

The use of the first-named pier is not of particular im
portance, although it is capable of being developed as a 
valuable addition to the East Boston terminal facilities if 
increased dockage is ever required there. At the present 
time it is used chiefly for loading and unloading rough 
freight, principally of a domestic character, such as lumber, 
sand, pig iron, granite, steel, cement, fertilizer, etc. The 
vessels using this pier are mostly small sailing ships and 
lighters, though occasionally a foreign boat with emery ore 
or bauxite docks at this berth. During the past year 502 
carloads of freight were received over this pier and 175 car
loads were shipped.

The two New Haven piers referred to handle only a small 
amount of freight. For the year 1922 the tonnage was 
26,681 tons for Pier No. 1 and 24,186 tons for Pier No. 4, 
a total for this railroad terminal of 50,867 tons. This is



the equivalent of less than 500 tons per week per pier, or 
83 tons per day, which, from a comparative standpoint, is 
an insignificant amount of traffic. M uch of the freight re
ceived was delivered to the piers by harbor lighters, which 
transferred it from other vessels or wharfs for delivery to 
the New York, New Haven. During the year under dis
cussion 113 lighters were accommodated at these two piers, 
while only 72 ships were reported as using this particular 
railroad terminal. Of the total commerce handled, 78 per 
cent originated at or was destined for New England points, 
the remaining 11,500 tons representing shipments from or 
to outside territory. Eight thousand tons were exchanged 
with the Boston & Albany and Boston & Maine railroads, 
the New Haven serving merely as a terminal transfer 
medium. A substantial part of the business handled was 
in foreign trade, but the major portion of the lightered car
goes was transferred from coastwise ships.

It will be apparent from the above figures that the use 
of these New Haven piers is relatively unimportant, while 
the terminal is a negligible factor in the handling of through 
freight shipments. The reason for this fact is easy to under
stand. The New Haven Railroad is not an export road. 
It neither originates export goods in substantial quantity, 
nor are its connecting lines such as would be expected to 
contribute much of this type of business except during 
periods of undue congestion at their own Port of New 
York. Furthermore, a large part of the territory served 
by the New Haven is quite as well or better served by New 
York as by Boston, with respect to both distance and rates.

Commonwealth Pier No. 5, located at South Boston, 
built, owned and operated by the State, was originally con
structed with the idea of increasing the foreign business of 
the Port. It does not appear, however, that such has been 
the result. At the present time it is devoted principally 
to serving the domestic intercoastal business via the Panama 
Canal. It is now the Boston terminus of the Luckenbach, 
Norton-hilly and American Hawaiian lines doing a consider
able business with Pacific coast points. It is also the ter
minus of the White Star line and occasionally other ships,



all of which use the facilities afforded largely for their Bos
ton passenger business without contributing much of any 
freight.

The experience which has attended the operation of this 
pier by the Commonwealth should be convincing evidence 
of the futility of attempting to stimulate foreign commerce 
merely through the construction of new piers, when business 
is lacking with which to support them. A t the present time 
it is extremely difficult to secure sufficient revenues from 
the various uses of this property with which to pay the 
actual out-of-pocket expenses of its operation. If to these 
costs were to be added the capital charges for interest and 
depreciation, it would be found that a very substantial defi
cit results each year from this activity of the Common
wealth. This pier is probably the equal in design and con
venience of any similar structure in the country. Its berths 
are dredged to 40 feet below low water, the deepest of any 
in the harbor. It is more conveniently located to the city 
proper than any of its competitors, yet foreign vessels do 
not come to it simply because it can offer them no cargoes, 
whereas that is the sole inducement that will attract ships 
regardless of the character of operating facilities which may 
otherwise be available.

During the year 1922 which, as previously stated, is taken 
because of the large foreign business that passed through 
the Port, the total tonnage handled at this pier was 328,929 
tons, —  40.7 per cent foreign and 59.3 per cent domestic. 
Of the total business, 8,832 tons were export commerce, 
representing 2.7 per cent only, while 38 per cent was import 
freight. As already indicated above, foreign commerce has 
now practically ceased to use this pier. Of the goods now 
handled at this terminal, the major portion is for local dis
tribution, and approximately 75 per cent is brought to and 
from this pier by truck in spite of the fact that the New 
Haven Railroad maintains splendid rail facilities at the site. 
Only a minor fraction of freight passing over this pier orig
inates at or is destined for points outside of New England. 
It has become, therefore, primarily an agency for facilitating 
local business in domestic trade.



The remaining pier of the five which handle both foreign 
and domestic commerce is that known as the Army Base 
Pier, located along the Reserved Channel near L Street 
Bridge, South Boston. This terminal was constructed dur
ing the war as a depot for overseas shipments. The berth
ing space has a total length of 5,400 feet, sufficient to dock 
ten average-sized ocean vessels at one time. It is equipped 
with modern handling devices and is served with excellent 
rail connections from the New Haven Railroad. It was 
designed to handle 12,000 tons of commerce per day, al
though this estimate contemplated the use of supporting 
storehouses from which goods were to be drawn as needed.

Although built primarily for war purposes, this terminal 
was intended to serve also as a valuable additional adjunct 
to Boston’s port facilities after the war. Again, however, 
subsequent experience has not justified the initial expecta
tions. Built at a cost of approximately $24,000,000 and 
designed as an efficient export terminal, it has been found 
practically useless for that purpose because the anticipated 
outward commerce has not been forthcoming. Its immense 
storehouse is now used by the W ar Department, partly for 
office space, partly for government storage, and in part also 
as rented space for local warehouse requirements. Its mile 
or more of wharf space was used for a few years as a tie-up 
for government and Shipping Board vessels, and as a land
ing place for government harbor launches.

Late in the year 1922, the wharf, together with the wharf and 
pier sheds, was leased to a private concern, the Boston Tide
water Terminal Company, which has established a general 
wharfage and storage business open to all vessels. As a result 
of energetic and intelligent management of the terminal, to
gether with the facilities afforded for storage, this pier now 
handles a considerable tonnage, chiefly foreign, most of 
which, however, is import freight. While figures comparable 
with the other piers for the year 1922 are not available, since 
the operations of the present company only began in the 
late months of that year, the results for 1924 show a total 
tonnage handled of 222,245, of which only 15,174 tons were 
loaded out, the balance being incoming freight. Of the en



tire amount of business handled, 60 per cent came or went 
by railroad and 40 per cent by truck. The majority of the 
vessels which use this terminal merely make Boston a port 
of call, discharging such freight as is consigned here and 
accepting outward cargo as it is offered. The total com 
merce of this pier for 1924 was participated in by an aggre
gate of 246 vessels, and gives, therefore, an average of only 
approximately 900 tons per vessel. Less than 62 tons on 
the average were available as outward cargo for these ships.

It is apparent that the five general piers which are open 
to any or all ships, either foreign or domestic, handle only 
an insignificant volume of export commerce. In fact, with 
the exception of Commonwealth Pier No. 5, all of these 
terminals are used chiefly for the unloading of incoming 
freight destined very largely for local consumption. In the 
case of Commonwealth Pier, the shipments in intercoastal 
trade are increasing at an encouraging rate, although still 
far below the amount of incoming tonnage.

Of the twelve piers previously referred to which are leased 
to or owned by private lines doing an independent business 
over them, the Eastern Steamship Corporation operates four, 
viz., Union Wharf on Commercial Street, Central Wharf, 
India Wharf and Foster’s Wharf, all on Atlantic Avenue. 
This company does a general freight and passenger business 
between Boston and New York, Maine coast and Canadian 
points. Central Wharf is also used by the Boston & Glouces
ter Steamboat line in handling its freight and passenger 
business.

The Merchants and Miners Transportation Company 
leases the New Haven Pier No. 2, at South Boston, and 
likewise Boston & Maine Pier No. 45, at the M ystic Ter
minal, Charlestown. This line operates vessels in coastwise 
trade between Boston and Middle Atlantic ports, such as 
Philadelphia, Baltimore and Norfolk.

The Ocean Steamship Company, operating ships between 
Boston, Savannah and other south Atlantic points, leases 
Boston & Maine Pier No. 42, at Charlestown, for its Boston 
terminus.

The Clyde line, another coastwise carrier, operates from



Lewis Wharf, on Atlantic Avenue, to Jacksonville and 
Florida points.

Long Wharf, on Atlantic Avenue, at the foot of State 
Street, is the Boston terminus of the United Fruit Company, 
which operates chiefly in the fruit-carrying business between 
Boston and West Indian and Central American points. It 
also carries some general freight and passengers between 
these same points.

Commercial Wharf, on Atlantic Avenue, consists of two 
piers which are used by lines operating between Boston and 
the Provinces, handling both passengers and freight.

The remaining pier is that at R ow e’s Wharf, used for the 
local business of the Nantasket Steamboat Company be
tween Boston, Hull and Cape Cod, most of which is the 
carrying of passengers, together with a substantial quantity 
of freight. This pier is also used at times during the winter 
months for general wharfage and storage.

The great bulk of the freight handled by these twelve 
piers is of local origin or destination, although a considerable 
portion, particularly that of the United Fruit Company, is 
distributed throughout New England territory.

Union Wharf, Lewis Wharf and Commercial Wharf are 
served by connections from the Union Freight Railroad on 
Atlantic Avenue. The Merchants and Miners Pier at South 
Boston is served directly by the New Haven, and its Charles
town Pier by the Boston & Maine Railroad. Similarly, the 
latter road also serves the terminal of the Ocean Steamship 
Company at the Hoosac Docks. The United Fruit Com
pany’s terminal at Long Wharf connects by carfloat with 
the New Haven Railroad yard at South Boston, this being 
the only use now made of carfloats in the harbor. There is 
also some distribution of freight from these twelve terminals 
to other piers by lighters, but the larger portion of goods 
handled by them is trucked to and from the piers. All of 
the piers along Atlantic Avenue and Commercial Street 
maintain relatively shallow depths of water in their berths, 
so that they are able to accommodate vessels of light draft 
only.

In addition to the thirty piers enumerated above (thirteen



overseas, five foreign and domestic and twelve coastwise and 
special lines) there is a relatively small amount of general 
wharfage and storage business transacted at such piers as 
T  Wharf, on Atlantic Avenue, the National Docks, at East 
Boston, and the Terminal Wharf & Railroad Warehouse 
Company, on the M ystic River, at Charlestown. The com
bined business of all of these piers represents the total water 
terminal commerce which requires consideration in connec
tion with the main problem with which we are especially 
concerned. It is these piers that handle all of the general 
commerce of the Port which, as previously stated, amounts 
to only approximately 18 per cent of its total water-borne 
freight, the balance being consigned directly to or shipped 
by private concerns using their own wharfage facilities in 
the conduct of their several business enterprises.

As previously indicated, the commerce of this Port can 
be enormously expanded without exceeding the capacity of 
present facilities. When and if the time ever arrives that 
existing wharfage becomes inadequate, there is available a 
great plenty of water-front property which can be conven
iently utilized for the necessary expansion. The Common
wealth has filled a large area of flats between East Boston 
and Governor’s Island, with the idea of using it ultimately 
for such a purpose. Whether or not this is a desirable loca
tion for future terminals is a question that is at least open 
to some doubt. The area is rather inaccessible to the city 
proper, both for trucking and for the transportation of pas
sengers, and is served by a single railroad line over a cir
cuitous route. It would seem that the large basin formed 
by the lower M ystic River near its mouth, between the 
Chelsea and Malden bridges, offers greater advantage. This 
water front on either side could be reached by both the 
Albany and the Boston & Maine railroads and would be 
much more accessible, especially from the standpoint of 
trucking. Some objection might be raised against this site 
because of the necessity of passing through the draw of 
Chelsea Bridge and the consequent interruption of street 
traffic. Further expansion is also possible along the Com 
monwealth land at South Boston.



In case conditions should ever arise that required a very 
substantial addition to the present pier facilities of the Port, 
there is available a splendid opportunity for the develop
ment of such a terminal along the Calf Pasture property 
in Dorchester Old Harbor. There already exists at this 
site an enormous area of unused land which could be filled 
to the required elevation by the dredged material excavated 
for the approach channel. This site would be closely adja
cent to the new freight yard of the New Haven Railroad 
at South Bay and Southampton Street, and, as will be in
dicated later, might possibly be reached also by the Boston 
& Albany Railroad. It would be an ideal location from the 
standpoint of trucking and could be conveniently reached 
by passenger traffic over the new Dorchester extension of 
the rapid transit system which passes across the end of the 
property.

There is therefore no shortage of available locations for 
new terminals whenever business in sufficient volume seeks 
this Port. The construction of additional piers at this time 
should not be expected to result any differently as a magnet 
for such business than it did in the case of the two Common
wealth and the Army Base piers, which now impose a serious 
annual deficit upon the taxpayers if their capital charges are 
taken into consideration.

The existing practice with respect to charges for dockage 
at the several piers of the Port presents serious difficulties 
of a financial nature to their operators. Due to the keen 
competition by the several railroads of the country for the 
business of the water carriers, there long ago developed a 
custom at the various Atlantic seaports whereby the rail
roads offered free dockage at their own piers to vessels con
tributing traffic to their lines. This meant that the railroads 
furnished and maintained at their own expense all of the 
facilities and equipment for loading and unloading ocean 
freight, and absorbed the cost of such service in their 
charges for transportation. The only charges collected by 
the railroads for the use of these terminals are those assessed 
against freight which is trucked to or from the wharf and 
on which the railroad itself collects no revenue for trans



portation service. For such freight a standard schedule of 
wharfage rates is collected. As a consequence of this situa
tion no publicly or privately owned pier can compete with 
the railroad terminals for foreign business unless it also offers 
free dockage to vessels engaged in that trade. Without the 
ability to collect such fees, independent piers are at a serious 
disadvantage, since there is usually no other source available 
to them from which to derive the necessary revenues to 
cover operating expenses and profit. In some instances, such 
as at the Arm y Base, where much of the goods handled carry 
storage charges, it is possible to develop a substantial amount 
of income from that source. Even in this case private opera
tion is made possible only by reason of the extremely liberal 
rental terms established by the government.

The railroads of the Port have at times been subjected to 
severe criticism for maintaining this system of free dockage 
to the detriment of competing private terminals, and it is 
alleged that an undue burden is thereby imposed upon the 
transportation costs of the community by the necessary ab
sorption in railroad charges of the great expense incident to 
the operation of their piers. It is difficult, however, to see 
how the railroads can act otherwise and continue to secure 
the through traffic which is generally deemed desirable for 
the welfare of the Port. The same practice has of necessity 
been followed by the Commonwealth in the operation of 
Pier No. 5, and by the Federal authorities so far as they 
have utilized the Arm y Base Pier as a public terminal. Were 
they to establish charges for berthage, this through freight 
would be bound to seek some of the other Atlantic ports 
where free dockage is open to it. Under these circumstances, 
not only would the railroad piers lose the business, but their 
private competitors in the same port would also fail to bene
fit in any manner. However uneconomic and unbusinesslike 
this practice may be, it seems reasonably obvious that the 
only possibility for its elimination lies in joint action by the 
railroads of all the Atlantic seaports. Such action, however, 
is not likely to result in the near future unless some central 
authority such as the Interstate Commerce Commission should 
order and enforce it.



There is no such argument in support of free dockage for 
coastwise commerce other than purely local competition for 
the business. This freight comes to the Port because it is 
consigned there, and therefore could not be diverted to an
other port in any event. All of the Atlantic coastwise lines 
using the Port maintain and operate local piers at their own 
expense. The intercoastal lines, however, have been able to 
avoid this terminal cost by utilizing the free dockage offered 
them at the Commonwealth Pier No. 5, at South Boston, 
and to some extent at the Army Base Pier. It is true that 
various charges are collected from these vessels of an in
direct nature, but the question may well be asked why 
similar facilities should not be provided free for all of the 
coastwise lines of the Port. The greater portion of the 
freight handled by these vessels is trucked to and from the 
pier, hence the business is not attractive to the railroad 
owned terminals.

Summing up the foregoing discussion of the water-borne 
commerce of the Port of Boston, it may be said that the 
chief advantage of the Port to the citizens of this community 
is afforded through the possibility of low transportation rates 
by water, both for the raw materials that supply our indus
tries and for their finished products seeking markets at con
siderable distances. In other words, the local manufacturer’s 
market is generally broadened by reason of the lower water 
transportation rate compared with his inland com petitor’s 
rail rate to the same port. This advantage is supplied prin
cipally by the coastwise and intercoastal business, and, to a 
much less degree, through foreign trade. The fact that the 
domestic water commerce is growing rapidly in volume is a 
very hopeful sign. The growth of this traffic is of far greater 
consequence to the average citizen of the State than would 
be a similar expansion in the volume of foreign commerce 
flowing through the Port from and to inland points however 
much our pride might be exalted thereby.

It may be that some practical way will ultimately be 
found for greatly increasing the export business of this Port. 
If so it will be welcomed, not that it is vitally essential to 
the continued prosperity of the community, but because



added opportunity for employment and trade are advan
tageous from whatever source derived. The public has fre
quently been encouraged to believe that this desirable result 
can be attained through the expenditure of large sums o f 
money for new terminals in spite of the contrary experience 
of the past, both here and elsewhere. In addition to the 
failure of the Commonwealth and Army Base piers to at
tract additional foreign business to this Port, we have before 
us the similar experience of the State-owned piers at New 
Bedford, Mass., Providence, It. I., and New London, Conn., 
which were built in recent years with like results. It is also 
of passing interest to note that the new Staten Island Piers 
recently completed in New York Harbor at the expenditure 
of many millions of dollars are now being rented at a nomi
nal sum as storage warehouses.

Likewise, favorable railroad rates alone are not neces
sarily a sufficient incentive to induce commerce to flow 
through a port located as Boston is. The railroads of the 
country cannot in general be expected to divert traffic over 
unnecessarily long routes to the seaboard, when shorter dis
tances may be availed of at an equal remuneration. This 
will be especially true during periods of rail congestion. 
That rates alone are not a controlling factor in this problem 
is indicated in a recent report of the engineers of the War 
Department treating of the Port of Los Angeles. In that 
document it is stated:

“ this port does not at the present time serve as a gateway for the 
through business of the important agricultural sections of the interior, 
although it has rail and ocean rates which should make such service 
feasible, provided other essentials of trade and transportation become 
available.”

T h e  R a il r o a d  T e r m i n a l s .

Boston is at present served by three railroads, —  the New 
York, New Haven & Hartford from the south and south
west, the Boston & Albany from the west and the Boston 
& Maine from the north, northwest and west. All three are 
local roads, connecting with standard trunk lines at the 
Hudson River, the last named of the three also maintaining 
connections with the two Canadian trunk lines as well. The



Boston & Albany is leased and operated by the New York 
Central Railroad, and to all intents and purposes serves as 
an extension of that trunk line into Boston.

The New York, New Haven & Hartford is composed in 
part of three former independent railroads that at one time 
maintained separate termini at Boston, —  viz., the Old 
Colony, New York & New England and the Boston & Provi
dence railroads. Similarly, the Boston & Maine Railroad 
as now constituted embraces such former roads as the East
ern, Boston & Lowell, Fitchburg and the original Boston & 
Maine Railroad, all of which at one time served Boston 
with independent service. The original terminals of these 
separate railroads have in large measure been maintained 
by the consolidated companies, although in each instance 
they were and still are largely unrelated. Due to physical 
changes that have taken place during recent years with 
respect to the arrangement of the terminal facilities of the 
New York, New Haven & Plartford Railroad, the original 
identity of the former yards and stations have been some
what merged. This, however, has not been the case with 
respect to the Boston & Maine terminals which have of 
necessity been continued as separate units under joint use, 
since actual consolidation of ownership did not occur until 
1919, making it necessary up to that time to preserve the 
separate identities of the several properties even though 
operated under joint management.

The New Haven and Boston & Maine systems are com
posed of a great variety of branch lines covering, respec
tively, southern and northern New England. They main
tain physical connection with one another at Lowell, South 
Sudbury, Sterling Junction, Fitchburg, Worcester, Clinton, 
Springfield, Northampton, Easthampton and Concord Junc
tion. It is thus possible to divert freight from one road to 
the other at any of these points.

The Boston & Albany is essentially a main steam line 
crossing the State from east to west, its principal branches 
being the Milford Branch, between Framingham and M il
ford; the Ware River Branch, between Palmer and Win- 
chendon; the Athol Branch, between Springfield and Athol;



and the North Adams Branch, between Pittsfield and North 
Adams. It connects with the New York, New Haven & 
Hartford Railroad at State Line, Pittsfield, Westfield, Spring
field, Worcester, Framingham, Milford and Newton High
lands, and with the Boston & Maine Railroad at North 
Adams, Springfield, Athol, Winehendon, Baldwinville and 
W orcester.

M uch of the freight destined for Boston delivery on a 
system other than the main carrier road is transferred at 
one of these several points to the delivering road in order 
that it may reach its destination without the necessity of 
interchange within the Boston terminal district.

A  considerable amount of freight, however, is exchanged 
within the Boston district. The New York, New Haven 
& Hartford and Boston & Albany railroads are obliged to 
interchange freight cars through the South Station, utilizing 
the period between midnight and 6 o ’clock in the morning 
when passenger business is suspended. Freight cars are 
backed into the station by one road and pulled out by the 
other. While this method of exchanging freight may appear 
somewhat crude, in practice it appears to meet all require
ments of the case and to supply the requisite service.

The Boston & Albany maintains and operates a line be
tween Cottage Farms, near Allston, and its water terminal 
at East Boston, known as the Grand Junction Railroad, 
which passes through Cambridge, Somerville, Everett and 
Chelsea. It crosses the Boston & Maine at East Somerville 
and all interchange between the two roads is made at this 
point.

Exchange between the New Haven and Boston & Maine 
railroads is effected by means of a water-front belt line 
known as the Union Freight Railroad, leased by the New 
Haven Railroad but operated independently and located in 
Atlantic Avenue, Commercial and Causeway streets, con
necting with the New Haven at its South Boston yards by 
means of a spur over Northern Avenue and with the Boston 
& Maine Railroad through Lowell Street into the East Cam
bridge freight yard and through Haverhill Street extension 
into the Warren Bridge yard. An extension of the Union



Freight Railroad also passes through Dewey Square, Atlan
tic Avenue Extension and Kneeland Street and connects 
with the Kneeland Street yard of the Boston & Albany 
Railroad. Generally speaking, however, the latter connec
tion is used solely for the delivery of Boston & Albany Rail
road cars to consignees having private sidings along Atlantic 
Avenue and Commercial Street.

Reference to the terminal m ap1 accompanying this report 
will indicate the relative locations of the terminal properties 
and the connection lines between them. It will be observed 
that the Grand Junction Railroad serves as a sort of inter
mediate belt line, while the Union Freight Railroad is in 
effect a water-front belt line. As a matter of fact, these two 
lines are operated as such, the former by the Boston & 
Albany Railroad and the latter indirectly by the New York, 
New Haven & Hartford Railroad.

M any industries are at present located along the line of 
the Grand Junction Railroad, and there is ample oppor
tunity for a very considerable enlargement in the number as 
occasion demands. All of the overseas and other water
borne commerce of the Boston & Albany Railroad passes 
over this line from and to the water terminal at East Boston 
and into and out of the classification yard at Beacon Park, 
Allston.

The need for an outer belt line at a somewhat greater 
distance from the city than the Grand Junction Railroad has 
frequently been urged by previous investigating bodies as a 
remedy for many of the alleged shortcomings of the present 
terminal facilities. As a matter of fact, such belt lines al
ready exist. The New York, New Haven & Hartford Rail
road now operates a line running from Lowell at its north
erly end to Walpole on the main line, which connects with 
the Boston & Maine Railroad at Lowell and Concord Junc
tion and with the Boston & Albany Railroad at Framing
ham, so that this line is fully capable of serving as an outer 
belt, and, in fact, does so act to a very  considerable extent. 
On frequent occasions, when the Union Freight Railroad is 
unable for any reason to care for the interchange between 
the New Haven and Boston & Maine railroads, recourse is

1 Filed in office o f C lerk  o f the House.



had to this outer belt line for the purpose. It is not easy 
to see, therefore, just how the construction of a new belt 
line would serve any useful purpose not now adequately 
cared for by existing facilities. Even if such a line were 
publicly owned, the cost of operating plus the enormous 
capital charges that would result from present high costs 
of construction would unquestionably greatly exceed the 
charges now made for this type of service.

The contention has frequently been made that the freight 
service between points north and south of Boston is unduly 
handicapped by reason of the excessive amount of time con
sumed in making the interchange between railroads through 
the terminal under existing arrangements. Instances have 
been quoted wherein specific shipments are said to have re
quired a week or more to reach their destination over com
paratively short distances by reason of this handicap. It 
seems reasonably certain that such delays, if they do occur, 
are not occasioned primarily by the method of handling the 
cars through the terminal. Aside from the fact that all in
terchange must be made at night, there appears to be no 
more delay in handling this class of movement than any 
other. Cars arriving at one of the railroad terminals during 
the daytime are regularly transferred to the exchange rail
road during the following night if such is its destination, 
and except in times of severe congestion no difficulty is ex
perienced in clearing the yard of all such cars within the 
allowable time. Once they are on the rails of the delivering 
road there is no reason why they should not reach their 
consigned destination as quickly as any other cars billed to 
the same point.

It is, of course, unfortunate that these interchange ship
ments must be made exclusively at night, those through the 
South Station because of its daytime use for passenger serv
ice, and those over the Union Freight Railroad because the 
public insists upon the entire use of the streets through 
which it runs for their daytime use. In any event, however, 
the delay occasioned to a car from this cause will not ordi
narily be more than twenty-four hours in an extreme case. 
Exchange between the Boston & Maine and Albany rail



roads at East Somerville is not subject to any such delay, 
but moves without restriction as to time. W ith the excep
tion of the few hours’ interruption noted in the case of 
freight interchange by way of the South Station and Union 
Freight Railroad, due to limiting the operations to night 
service only, these routes offer as good opportunity for the 
interterminal movement of freight as would a new belt line 
either publicly or privately owned or operated. As already 
pointed out, when for any reason these routes are not avail
able, an alternative connection may be resorted to via Wal
pole and Framingham, as regards service between the New 
Haven and Albany railroads, and via Concord Junction or 
Lowell with respect to movements between the New Haven 
and Boston & Maine railroads, and it will be observed that 
such belt-line service is only slightly more circuitous than 
that which has usually been considered in connection with 
suggested new routes to be established for the accomplish
ment of the same purpose. Furthermore, there are several 
other combinations of routing available if needed over exist
ing lines, although this apparently is the method usually 
preferred by the railroads themselves for effecting outside 
belt-line interchange.

During the year 1924, 32,969 cars were exchanged via the 
South Station between the New Haven and Boston & Albany 
railroads, —• 17,060 Albany to New Haven, and 15,909 New 
Haven to Albany. It will be seen that this total figure 
represents only an average daily movement of 90 cars per 
calendar day, —  47 in one direction and 43 in the other. 
The largest interchange for a single month was that for 
October during which period an average daily movement of 
110 cars resulted, 56 one way and 54 in the opposite direc
tion. Considering the fact that substantially six hours are 
available each night in which time to transfer this traffic 
by way of the South Station, no serious problem is involved 
in handling this comparatively small interchange, amounting 
on the average to a maximum of only 18 cars per hour. It 
is probable that a direct connection between the New Haven 
yard and the Boston & Albany tracks would permit of some 
saving in expense to the two railroad companies by simpli



fying the nature of the operation, and a suggestion for the 
accomplishment of this result is made later on in this 
report.

The Union Freight Railroad handled a total of 69,250 
cars during the year 1924, or an average of 190 cars per 
calendar day. In addition to serving as a means of inter
change between the New Haven and Boston & Maine rail
roads, this railroad also delivers freight to several con
signees along the line, including, besides many of the coast
wise piers, a number of private business enterprises that are 
thus enabled to receive their freight direct by car rather 
than by trucking from the railroad yards. The following 
figures submitted by the New Haven management afford an 
idea of the use which this important line serves:

Cars handled by the Union Freight Railroad for the Year 1924-
Cars.

Through movement from New Haven to Boston & Maine . 21,619
Through movement from Boston & Maine to New Haven . 19,649
From New Haven for delivery along Union Freight . . 3,389
From Union Freight points to New Haven yard . . . 3,666
From Boston & Maine for delivery along Union Freight . 5,223
From Union Freight points to Boston & Maine yard . . 5,103
From Boston & Albany for delivery along Union Freight . 5,285
From Union Freight points to Boston & Albany yard . . 5,304
From Boston & Albany to Boston & Maine . . . .  10
From Boston & Maine to Boston & Albany . . . .  2

T o t a l ........................................................................................ 69,250

Thus it appears that approximately 60 per cent of the 
total traffic of the Union Freight Railroad consists of inter
change between the New Haven and Boston & Maine Rail
road, while 40 per cent represents traffic originating with or 
destined for consignees along its line. When it is considered 
that the contents of the 27,970 cars delivered to or received 
from Union Freight points would have to be trucked from 
and to the railroad yards were it not for the existence of 
this railroad, it will be realized to what an extent it serves 
to relieve the street and terminal traffic of the city. Lack 
of adequate yard or car storage facilities along the route of



this railroad sometimes causes congestion due to the neces
sity of standing cars temporarily upon the main tracks in 
Atlantic Avenue and Commercial Street. Ordinarily, how
ever, there is no difficulty in handling the movement of 
freight over this line as rapidly as it is offered by the several 
roads, except that, as heretofore noted, the public ordinance 
requires that the business be conducted at night while the 
ordinary street traffic is suspended. This link in the ter
minal railroad system is therefore a very valuable feature, 
serving a double purpose, affording not only a necessary 
connection between important railroads, but also permitting 
of direct railroad service to the wharfs along its route as 
well as many other business and industrial establishments.

In times past there have been frequent claims advanced 
in favor of a unified terminal system, both rail and water, 
for the Port of Boston. It has been argued that one of the 
chief needs of the community for the advancement of its 
maritime and industrial expansion is an opportunity for the 
delivery of freight from or to any point in the terminal dis
trict, regardless of its place of origin or destination for a 
fiat rate applicable alike to every siding or pier within the 
district. W ith this suggestion has usually been coupled the 
claim that public ownership of such a unified terminal sys
tem was a necessary corollary to its successful operation. 
There is probably little question that the railroad companies 
would gladly welcome such a disposition of their terminal 
problems, or that they would be willing to make substantial 
concessions in the matter of rates and service, if the public 
should relieve them of their present terminal expense. It 
seems equally certain if the total cost of operating the uni
fied terminal were to be assessed solely against the direct 
beneficiaries thereof, it would prove to be prohibitive in 
amount. The burden of the terminal costs is the most 
potent factor in the existing financial distress of the New 
England railroads in spite of the fact that the expense is 
very largely spread over the entire traffic of their systems.

Undoubtedly it would be possible to reconstruct entirely 
the present terminal arrangement of the Boston district so 
as very greatly to reduce operating expenses and to facilitate



and simplify car movements therein. The cost of such a 
general reconstruction, however, would be staggering and 
probably beyond the resources of the people of the com
munity who alone must carry out the project if it is to be 
undertaken at all. Furthermore, it is open to grave doubt 
whether the carrying charges of such a general rebuilding at 
this time would not greatly exceed the possible savings to 
be effected in operating costs. Under these circumstances 
the alternative appears to be the continued use of the pres
ent terminal arrangement, making such improvements in 
detail as suggest themselves from time to time.

It is only fair to admit that the advocates of the unified 
terminal plan in the past have had more or less justification 
for their position, due to the multiplicity of differing rates 
that were then charged by the several railroads for switching 
cars from one line to another under varying circumstances. 
In October, 1922, however, there was put into operation a 
standard series of charges for such service which had the 
effect very largely of approximating the condition of unifica
tion of terminals so far as rates are concerned. Under in
structions of the Interstate Commerce Commission, a new 
terminal district or zone was established extending outward 
from the city to include Harrison Square, Harvard Street 
and Forest Hills on the Xew  Haven system; Brighton on 
the Boston & Albany system; and West Cambridge, North 
Cambridge, North Somerville, Wellington, West Street and 
Chelsea on the Boston & Maine system. All points inside 
of a line drawn through these several stations, including 
those mentioned, were declared to be within the switching 
district of Boston.

Within the area described there are approximately 900 
private sidings to which cars may be consigned in addition 
to those of the public piers and railroad delivery yards within 
the district. Uniform rules and rates for the movement of 
cars to and from any or all of these yards, sidings and piers 
were laid down in the orders of the Commission. Briefly 
summarized, the present charges to the consignee or shipper 
for switching service within the district are as follows: With 
the exception of export grain, all carload freight originating



at or destined for points west of the Hudson River and on 
Canadian lines west of Montreal are delivered to any siding 
yard or pier in the district without additional charge beyond 
the established Boston rate for the particular commodity. 
In other words, a carload of freight shipped from a point 
more distant from Boston than the Hudson River, via, let 
us say, the Boston & Maine Railroad, may be delivered to 
a consignee within the Boston switching district, located on 
the New Haven system, at no greater expense to said con
signee than if it had been shipped via the New Haven Rail
road. In such a case the cost of switching the car over the 
Union Freight Railroad from the Boston & Maine terminal 
yard, together with that of delivery by the New Haven Rail
road from its yard in South Boston to the particular siding 
to which it is consigned, is absorbed by the Boston & Maine 
Railroad, and comes out of the revenue received by the latter 
road for handling the car from the Hudson River to Boston. 
The Boston & Maine Railroad pays the New Haven Rail
road $10 for the service performed by that road, and fur
nishes its own switching service free. The same arrange
ment exists with respect to traffic hauled by either of the 
other two roads for delivery on the lines of either of them 
or on the Boston & Maine system. So far, then, as this 
class of traffic is concerned (except in the case of export 
grain), the whole Boston district is now a unified terminal 
from the standpoint of rates, and all interterminal switching 
is paid for by the railroads and not by the consignee or ship
per. Export grain must of necessity go to one or the other 
of the three grain elevators, two on the Boston & Maine and 
one on the Boston & Albany system, and it is not the prac
tice for either of these roads to handle grain destined for the 
other com pany’s elevators.

For all shipments, with some minor exceptions, originating 
within New England territory or destined thereto from Bos
ton, if switching is required in order to deliver the car on a 
siding located on one of the other roads, there is a flat charge 
against the consignee of $5 per car which is only one-half 
the cost of service rendered by the road that contributes a 
switching operation only. The railroad having the line haul



contributes its portion of the switching movement free of 
charge, and in addition pays the balance due the receiving 
road for placing the car.

A special rate of $15 per car applies where a car is switched 
from one point to another within the terminal of a given 
system, and where this is the only transportation service 
rendered. If the movement involves switching from a point 
of origin within the terminal district of one road to a ter
minal point destination on one of the other roads, the charge 
is $20 per car. It will be noted, however, in these two in
stances the charges represent the sole revenues received by 
the railroads, there being no line haul in addition from which 
to recoup for the costs of terminal operations.

Not only is free switching within the district provided in 
connection with traffic from or to points beyond the Hudson 
River and west of Montreal, but in the case of certain rail 
and water traffic, cartage charges, together with the cost of 
loading and unloading at piers, is also absorbed by the rail
road performing the line haul service.

It will be seen that the Boston terminal district as now 
operated is to all intents and purposes a unified terminal 
with respect to rates, since the charge of $5 per car paid for 
switching in the case of intra New England shipments is in 
all probability less than would or could be charged by a 
publicly owned terminal operating company performing the 
service under similar circumstances. Figures submitted by 
the Boston & Maine Railroad indicate that out of a total 
of 40,636 cars of freight interchanged by its terminal yards 
with the other roads in the year 1924, only 11,296 cars, or 
27 per cent, participated in a $5 switching charge, the re
mainder being delivered without further cost to the consignee 
for switching service. While similar figures are not available 
for the other two roads, if this percentage were applied to 
the total number of cars interchanged by the three systems, 
it would represent an aggregate charge of less than $100,000, 
which admittedly is not a large return to the three railroads 
from their combined terminal operations, even when aug
mented by the relatively few $15 and $20 charges for intra
terminal and interterminal movements.



M uch of the traffic, however, which is transferred from 
one road for terminal delivery on another system is not 
exchanged within the terminal district, but is subject to 
joint rate agreement between the two roads that permit of 
exchange at some convenient connecting point outside of the 
terminal district, the through rate being equitably divided 
between the two roads somewhat in proportion to the service 
rendered by each. In such cases the consignee is not called 
upon to pay any switching charge.

It would seem, then, that there is little ground for com
plaint at the present time with respect to the handling of 
interchange traffic from and to shippers and consignees lo
cated on different systems. The natural desire of each road 
to secure the road haul on a given shipment must necessarily 
result in pressure being applied at times by the railroads in 
attempts to direct the movement over their own lines. This 
is an inevitable consequence of competitive conditions, and 
is apt to result as often in the shipper’s favor as to his detri
ment. On the other hand, the absence of competition of this 
character frequently makes for a deterioration of service due 
to indifference, which is of far more serious consequence to 
the public at large.

It has been suggested from time to time that an improve
ment in the method of freight interchange could be brought 
about by the adoption of a lighterage and carfloat service in 
the harbor, operating between railroad terminals and harbor 
piers. As previously mentioned in this report, there is a very 
limited amount of freight now handled in this manner. The 
New York, New Haven & Hartford Railroad maintains a 
small 8-car float which it uses almost exclusively for trans
ferring fruit from the United Fruit Company’s boats at Long 
Wharf to the New Haven yards at South Boston. Long 
Wharf has no physical connection with the Union Freight 
Railroad tracks on Atlantic Avenue, so that most of the 
cargo handled at that pier must be trucked to its destina
tion over the highways. Approximately 10 per cent of its 
incoming fruit is destined for points along the New Haven 
or its connections, and this freight is delivered over the side 
of vessels into cars using the float transfer. A  float bridge



at the South Boston terminal adjacent to Pier No. 4 per
mits of connection with the yard tracks. N o other carfloat 
service is now maintained in the harbor, although there is an 
old unused float bridge at M ystic Docks, Charlestown, which 
connects at the Boston & Maine tracks at that point.

Much of the freight handled by the New Haven Railroad 
at Piers Nos. 1 and 4, at South Boston, is brought to them 
by harbor lighters, being transferred from coastwise boats 
and other points along the water front. The Merchants and 
Miners Transportation Company operates a fleet of covered 
lighters for use in transferring its freight between its own 
piers and also to various wharfs about the harbor. Likewise 
the Clyde line and the Ocean Steamship Company utilize 
commercial lighters for some of their interchange traffic. 
None of the railroads, however, maintain lighter service for 
the delivery or collection by water of any portion of their 
freight business, and it has often been suggested that the 
adoption of both carfloats and lighters for interchange be
tween railroad terminals and with other delivery points about 
the harbor would result in a more expeditious, efficient and 
economical method of handling over that now in use, while 
the city highways would be relieved of much traffic which 
at present contributes to their congestion.

Frequent reference is made from time to time to the gen
eral use of these facilities in connection with all of the rail
road terminal operations at New York Plarbor. It appears, 
however, upon inquiry that it is this method of handling 
freight which accounts very largely for the great cost of 
moving goods through that port. The expense of handling 
and rehandling of freight on and off lighters, the mainte
nance of transfer sheds for this purpose, the capital charges 
upon the equipment and the cost of towing, all combine to 
bring the total of these figures to a very substantial sum.

Figures copied from the records of one of the large trunk 
lines having a terminus at New York show that in spite of 
a very considerable tonnage handled, the ton cost for light
ering is $2.72, of which $1.16 represents water carriage and 
81.56 is for pier and labor charges. Similarly the cost per 
ton for car floating is $2.61, of which $1.46 is for rent, insur



ance, maintenance, bridges, etc., and $1.15 is cost of floating 
and handling, including the expense and delay of breaking 
up trains for the purpose. It will be seen from these figures 
that the cost of this service is much greater than trucking 
and several times as great as the present method of car 
interchange by rail as now utilized at Boston.

Furthermore, the initial investment required for installing 
such a system is a very considerable item. A  modern 22-car 
carflcat at today’s prices costs from $90,000 to $100,000. 
The cost of three double track bridges, one at each railroad 
terminal to accommodate such a float, would be in the vicin
ity of $750,000, which, together with the float itself and 
track connections therefor, would aggregate approximately 
$1,000,000.

N ot only would such a system cost more money for opera
tion, but it would duplicate a present rail service which is 
capable of performing the same function and which would 
still have to be retained in order to accommodate an im
portant volume of business along its lines. An added objec
tion to this type of water transfer service is found in the 
frequent interruptions to operations due to wind, fog and 
other weather conditions in the harbor. The present tend
ency at the Port of New York is to seek means for elimi
nating as much float and lighter service as possible in an 
effort to reduce costs of freight handling. Under these cir
cumstances a float service cannot be recommended as a pos
sible solution of Boston’s terminal problems.

The Boston & Albany Railroad maintains three principal 
public delivery yai’ds in the Boston district, *— one at Knee
land Street, adjacent to the South Station, one in the rear 
of the Mechanics Building, off Huntington Avenue, and one 
at East Cambridge on the Grand Junction Railroad. A 
fourth yard at Brighton and a fifth at Chelsea also handle 
considerable amounts of freight, most of which is local to 
those stations. M ore than one-fourth of the freight business 
of this road is consigned to or received from the water ter
minal at East Boston or that vicinity. About 40 per cent 
is handled at Kneeland Street and Huntington Avenue and 
27 per cent at the East Cambridge yard. An average of



approximately 600 cars per day is handled in and out of the 
district by this railroad, of which number about 100 are in
terchanged with either the New Haven or Boston & Maine 
railroads. There are also handled each day by the Boston 
& Albany Railroad some 30 cars on the average which are 
exchanged with the other two roads at outside connecting 
points for delivery to or from the Boston terminals of those 
roads.

The Kneeland Street yard is conveniently located with 
respect to the city proper, but is not a particularly large 
yard nor can it be extended in area except at a very con
siderable expense. At present it meets all the requirements 
of traffic. The increase in use of the motor truck for short 
and medium hauls has relieved this yard of much freight 
which was formerly handled there, and to that extent has 
probably prevented congestion at this particular point. The 
possible adoption by the railroad in the future of some form 
of store-door delivery will presumably offer further relief to 
this terminal, so that it will probably continue to serve its 
purpose satisfactorily for some years to come.

The Huntington Avenue yard is also limited as to its pos
sible future expansion, but is still amply capable of caring 
for all the traffic which uses it. This yard is located beyond 
the zone of serious street congestion, and thus offers some
what better accommodation for use by the outlying sections 
of the city.

Both the Kneeland Street and the Huntington Avenue 
yards are subject to the criticism that they can be reached 
by rail only over the busy passenger tracks between Allston 
and the South Station. This condition requires that prac
tically all freight shall be handled at night. Aside from this 
fact they serve their present purpose very satisfactorily.

The classification yard of the Boston & Albany is located 
at Beacon Park, Allston. It is well provided with ample 
facilities for storage and make-up tracks and is conveniently 
located for the purpose. The Grand Junction Railroad con
nects with this yard, thus providing efficient service with the 
East Boston water terminal and intermediate points.

The principal New York, New Haven & Hartford Railroad



terminal freight yard is located at South Boston between A 
and C streets and extending from First Street to the water 
front at Northern Avenue. This yard has practically reached 
the limit of its capacity. It is not particularly convenient 
from the standpoint of street approach, since several busy 
tracks must be crossed at grade which results at times in 
serious delay. A  large volume of business is, however, 
handled at this terminal.

A  new public delivery yard has recently been built at 
Massachusetts Avenue and Southampton Street. When this 
yard is fully developed it will be a splendid addition to the 
delivery facilities of this railroad. It will relieve the main 
yard at South Boston of a considerable amount of traffic 
and at the same time afford a much more convenient access 
for patrons located on the southerly side of the city.

The Roxbury yard of the Providence Division now serves 
the westerly section of Boston. While it is a comparatively 
small yard of limited capacity, it handles a substantial 
amount of freight.

Figures are not available to show the distribution of traffic 
between the three in-town yards, but by far the larger por
tion of the freight handled by this road is at present de
livered or loaded at the main terminal at South Boston.

W ork was begun a few years ago upon a new classification 
yard at Southampton Street which is to connect with both 
the Midland and Old Colony Divisions. When completed, 
all freight destined for South Boston or Massachusetts Ave
nue yards, or to private sidings tributary to them, will be 
received at this yard and there classified for delivery. This 
service is now performed at a supporting yard at Readville.

In addition to the yard facilities described, the New Haven 
road leases a storage track yard at the South Boston water 
front which was originally built by the Commonwealth in 
connection with Commonwealth Pier No. 5. This yard, 
however, is not used for the purpose of public delivery, but 
chiefly for storage and some classification in connection with 
pier deliveries.

An average of approximately 1,300 cars per day is handled 
by the New Haven Railroad. This includes movements in 
both directions. Of this number, about 7 per cent is inter



changed with the Boston & Albany Railroad via the South 
Station, and 10 per cent with the Union Freight Railroad 
and Boston & Maine via Atlantic Avenue, so that one-sixth 
of the entire freight business of the road is represented by 
these two movements. This is the equivalent of almost 220 
cars per day for each day of the year.

The Boston & Maine Railroad, as previously noted, is a 
combination of several systems formerly operated as inde
pendent roads having separate termini at Boston. To a 
considerable extent the freight yards of these original lines 
have been retained by the consolidated system and operated 
as component parts of a single terminal, since prior to the 
year 1919 most of these properties wrere merely leased by 
the Boston & Maine Railroad and could not be abandoned 
without consent of the actual owners.

The several yards are now operated as three main freight 
terminals, —  Warren bridge (formerly the Fitchburg yard), 
Rutherford Avenue (formerly the Boston & Maine yard), 
and M inot Street (formerly the Boston & Lowell yard). 
These three yards are physically unrelated except by rather 
complicated switching connections. In addition there are 
yards at the M ystic Docks at Charlestown (formerly the 
water terminal of the Boston & Lowell Railroad) and also 
at the Hoosac Docks at Charlestown (formerly the water 
terminal of the Fitchburg Railroad). With the growth in 
traffic the several yards have been extended and added to as 
circumstances permitted, but, for the reasons noted, in ac
cordance with no particular comprehensive plan, with the 
result that their operation has become increasingly expensive 
and complicated.

Each of the five yards enumerated receives freight from 
or delivers it to five different divisions and connections of 
the system, and the complicated movements required in the 
handling of this traffic presents a most difficult problem to 
the operating department, especially in view of the fact that 
all of the busy passenger tracks into and out of the North 
Station also pass through the freight yards and interrupt the 
cross movements of the freight trains.

Classification yards are maintained on each division as 
break-up points for the freight of that particular line, but



some classification must also be done in the freight yards 
themselves, particularly the East Somerville yard adjacent 
to Rutherford Avenue.

Through the courtesy of the Boston & Maine management 
there has been supplied the following table, No. V III, show
ing the number of cars of freight delivered at the several 
terminal yards of the system and indicating the particular 
division over which they arrive. Table I X  gives a similar 
record of cars which pass through the terminal destined for 
other points and which were not therefore included in the 
figures of Table V III. From these two records it would appear 
that the Boston & Maine Railroad handled for the year 1924 
a total of 442,039 cars of freight into and out of its terminal 
yards. It will be noticed, also, that while each independent 
yard receives a major portion of its traffic over a single 
division, each of the other divisions also contributes more or 
less to the total of every yard. It can thus be easily appre
ciated how difficult is the operating problem presented to 
the management of this road in handling this complexity of 
terminal traffic conditions.

T a b l e  V III. —  Boston <fc Maine Railroad —  Loaded Cars received and 
forwarded at Boston Stations, 1924■

R e c e i v e d  f r o m  o r  v i a  -

D e l i v e r e d  a t  — Fitchburg
D ivision .

Southern
D ivision .

Portland
D ivision .

Boston & 
A lban y.

Union 
Freight and 
New Y ork , 
New Haven 
& H artford.

Total.

Warren b r id g e . 
M inot Street . 
Rutherford A venue 
M ystic 
H oosac .

30,119
4,022
7,473
3,151
1,490

7,037
36,141

4,520
4.951
1,519

4,262
4,891

34,670
3,331
3,304

2,701
1,007

615
209
169

3,075
668

1,953
593
413

47,194
46,729
49,231
12,235
6,895

46,255 54,168 50,458 4,701 6,702 162,284

F o r w a r d e d  t o  o r  v i a  -

L o a d e d  a t  — Fitchburg
D ivision .

Southern
D ivision .

Portland
D ivision .

B oston  & 
A lban y.

Union 
Freight and 
N ew Y ork , 
New H aven 
& H artford.

Total.

Warren b r id g e . 
M inot Street . 
Rutherford Avenue 
M ystic 
Hoosac .

28,694
244

6,997
9,499
2,803

3,598
32,530
12,290
22,348

1,380

2,746
2.618

50,249
14,414

697

331
155
409

2,082
408

809
92

838
3,005

995

36,178
35,639
70,783
51,348

6,283

48,237 72,146 70,724 3,385 5,739 200,231



T a b l e  IX . —  Boston <fe Maine Railroad —  Loaded Cars handled 
through Boston Yard, 1924, neither delivered nor loaded at Boston 
Stations.

T o  —

Fitchburg
D ivision .

Southern
D ivision .

Portland
D ivision .

U nion 
Freight and 
New Y ork , 
New H aven 
& H artford.

Boston & 
A lban y. T otal.

From —
Fitchburg D ivision 
Southern D ivision . 
Portland D ivision  . 
Union Freight 
Boston & A lban y .

2,365
2,244
8,398
2,037

845

2,150
6,215
4,657
2,220
1,978

11,255
1,251
7,083
3,838
2,879

2,792
3,821
5,248

1,638
1,576
5,034

20,200
15,107
30,420

8,095
5,702

15,889 17,220 26,306 11,861 8,248 79,524

The present delivery yards are badly congested at times.
■  They are difficult of access both from the standpoint of 

location and of interior arrangement. This results fre
quently in serious trucking delays with corresponding expense 
and annoyance to patrons of the road. Realizing fully the 
unsatisfactory character of its present terminal facilities, 
and the excessive cost of its operation both to the road 
and the public, the Boston & Maine management is now 
engaged in studying and designing a complete rearrangement 
of its terminal yards and facilities so as to permit of unified 
operation and to afford ample capacity and provide easy 
access for its patrons.

The proposed unification of yard terminals by this par
ticular railroad should make possible economies in operation 
which it is estimated will amply care for the carrying 
charges of the initial investment with a very considerable 
margin. There is also probably no more needed improve
ment in the entire terminal facilities of the city than that 
now contemplated by the Boston & Maine Railroad, both 
from the standpoint of the public as well as of the railroad 
itself.

It may be possible that some form of public aid may 
be necessary to bring this most desirable improvement 
about. At all events, the welfare of the community would 
seem to warrant the most thorough co-operation between all 
public agencies with the railroad in order to assure the 
speedy undertaking of this most essential development.



The three railroad systems combined handled during the 
year 1924 a total of approximately 1,150,000 freight cars. 
This figure includes movements in both directions so that 
the actual number of individual cars which participated in 
this total amount of business was approximately one-half 
of the number, or about 575,000. The average number of 
car movements per day for the combined system would be 
3,150, thus indicating the magnitude of the problem which 
confronts the three railroads in serving the commercial 
requirements of the city. Of the total number of cars 
handled for the year, approximately 147,000 were inter
changed between the roads, —  i.e., they were handled in 
part by two roads so that their number is included twice 
in the gross figures; that is to say, there were 73,500 
through movements of cars passing from the terminal of 
one road to that of another. Thus it would appear that a 
little less than 13 per cent of the total number of terminal 
car movements performed by the several railroads is in
volved in interchange traffic between them.

If and when the Boston & Maine freight terminals are 
consolidated into a modern unified yard of adequate and 
convenient design, such as now contemplated, it would 
appear that the railroad terminal facilities of the city may 
be considered about as satisfactory as the practical limita
tions of the problem would seem to permit. At all events, 
it is extremely doubtful whether there is any commensurate 
advantage to be gained either by the public or the railroads 
themselves through further attempts at unification as 
between the three systems. Such further improvements in 
operating methods as that of possible electrification of the 
several terminals may still be classed as desirable but at 
present financially impracticable. There does not appear 
at the present time to be any available source from which 
to derive the requisite sums for the initial installation and 
added operating costs of this undertaking. Electrification 
would undoubtedly add to the com fort and convenience of 
the passengers and abutters along the rights of way, but it 
does not appear that the economic advantage could be 
made to offset the very substantial charges which would 
be involved.



There is one possible additional improvement in the 
present arrangement which has previously been briefly re
ferred to in this report that would offer some distinct ad
vantages in better co-ordinating the terminal facilities, 
especially between the New York, New Haven & Hartford 
and the Boston & Albany railroads, and that is a physical 
connection between the terminals of these two roads which 
would remove the necessity for using the South Station 
tracks for that purpose. In order to effect such a connec
tion it would be necessary to eliminate by means of an 
earth fill the present navigable waters of that part of Fort 
Point Channel and South Bay lying above Dorchester 
Avenue bridge. If this waterway were abolished and the 
area reclaimed by filling there would result several distinct 
advantages to the railroads and to the community in gen
eral. In the first place, it would be possible to connect the 
roadbed now used by the Boston & Albany and the Provi
dence Division of the New York, New Haven & Plartford 
Railroad coming into the South Terminal yard from Back 
Bay Station by means of tracks laid under the present 
Broadway bridge with the New Plaven terminal yards. 
By means of a cross-over at or near the Kneeland Street 
freight yards, the Boston & Albany could maintain direct 
interchange with the New Plaven over the proposed con
nection, and there would thus be established a complete 
belt line from the South Boston to the East Boston water 
fronts. In case it ever became desirable to construct new 
water terminals at the Calf Pasture, arrangements might 
easily be effected whereby the Boston & Albany Railroad 
would have direct access by this means to the proposed 
piers.

There are, however, even greater advantages possible 
from a public standpoint than those affecting the railroads 
themselves. If this portion of the waterway was abol
ished it would eliminate the necessity of maintaining four 
drawbridges, —  three operated by the city and one by the 
New Plaven Railroad. It would also make possible the 
opening up to industrial and commercial development of a 
large amount of property which is now generally non-pro-



ductive, although located within easy access of the city 
proper.

The land on the easterly side of Albany Street from 
Broadway to Massachusetts Avenue aggregates a total of 
1,861,481 square feet. It is now assessed for taxation pur
poses at $2,142,900, or an average figure of $1.15 per 
square foot. Existing improvements on this land are as
sessed for $958,600, making a total valuation of $3,101,500. 
A t the present time there are seven idle properties along 
this strip producing no revenues for their owners, although 
representing an assessed valuation of $359,600 and having 
a gross area of 226,282 square feet. In addition, property 
owned by the city included in this area represents a present 
assessed valuation of $791,400, with an area of 415,340 
square feet. Of the remaining property now used there 
are eight lumber yards, seven coal yards, two yards used 
for masons’ supplies and one marble yard. These eighteen 
properties have a combined land area of 1,006,107 square 
feet, and, together with improvements, represent a total 
assessed valuation of $1,319,900. The average assessed 
land valuation on this property is $1.08 per square foot. 
In addition there are six other properties along this area, 
three of which are used for industrial purposes, two for 
garages, and one as a yard for the Boston Consolidated 
Gas Company. The total area represented by these six 
parcels is 207,752 square feet, and their assessed valuation 
with improvements amounts to $630,600.

The only properties which would suffer any possible in
jury through the elimination of this portion of the water
way would be the second group mentioned which are now 
used chiefly as coal and lumber yards. The lumber yards 
constitute more or less of a menace to the near-by thickly 
settled residential area because of the fire hazard involved, 
and there have been several disastrous conflagrations in 
the past which have had their origin from this source. It 
is possible that some of the coal yards could be served quite 
as well by rail as by water, although undoubtedly water 
delivery is of major importance to at least a portion of the 
number. It seems likely, therefore, that before the proj-



ect of filling in this waterway could be carried out, it 
would be necessary for the city or State to take over this 
property in whole or in part in order to secure Federal 
permission for the abandonment of these navigable waters.

In order to reclaim the area now covered by water it 
will be necessary to construct covered waterways of suffi
cient capacity to care for the natural drainage tributary to 
the stream. A study of the requirements for accomplish
ing this purpose has been made by the city of Boston 
Sewer Department, and plans have been drawn indicating 
the nature of the structures which would be required. The 
estimate of the Sewer Department of the cost of the 
complete sewerage works is $5,708,200. Of this amount, 
$3,117,300 is the estimated cost of work required in an area 
which is already being filled by the New York, New Haven 
& Hartford Railroad under a provision whereby they are 
authorized to reclaim the entire wrater area of South Bay 
with the exception of a narrow channel giving access to the 
wharfs along the present stream. The New Haven road 
has designed an elaborate storage and make-up yard for 
handling its passenger trains in and out of the South Sta
tion which it intends to locate on this reclaimed area. 
Work is already under way toward the accomplishment of 
this purpose, and when it has been completed it is expected 
greatly to facilitate efficiency in the handling of passenger 
trains by this road.

The remaining estimate of $2,590,900 is to cover the 
additional work which would be necessary to reclaim the re
maining water area above Dorchester Avenue bridge, and 
this cost presumably would have to be assumed by the 
city or State in connection with the contemplated improve
ment. The above figure does not include the cost of de
positing filling over and around the conduits so as to 
provide a solid filled area in place of the present water 
surface. However, the location is so accessible to the city 
that it seems entirely probable, if sufficient time were al
lotted for carrying out the project, that all o f this filling 
could be secured free by opening up the site as a public 
dump for the receipt of city ashes and surplus excavated



material which now has to seek a much more expensive 
point of disposal.

It is probable, therefore, that the initial expense of the 
reclamation of this entire area might run as high as $5,000,- 
000, assuming that all of the wharf property now in use as 
such would be taken over by the city or State at a liberal 
advance over its present assessed value. The property 
so taken, however, would have a sale value considerably 
in excess of its taking price, while the appreciation in the 
value of all the property affected would considerably more 
than offset the investment figure. In addition the savings 
effected by eliminating the four existing drawbridges over 
this stream if capitalized would probably go a long way 
toward offsetting a major portion of the expense involved.

When this work was completed it would be possible to 
supply direct freight service from either the New Haven or 
Boston & Albany roads to any industries or business enter
prises which might establish themselves along this location. 
They would have access to a wide thoroughfare connecting 
directly with the city proper, and would be centrally lo
cated with respect to distribution by highway over a large 
surrounding territory. The site would be an ideal one for 
the location of the wholesale and warehouse business of the 
city, as a location on the line of these two railroads would 
eliminate the necessity of present trucking from railroad 
yards to warehouses scattered throughout the present city 
area.

It would not, of course, be necessary to undertake the
entire work at one time. The construction and filling
operations might be spread over a substantial period. It 
might even be possible to substitute a shallow open water
way temporarily to care for the natural drainage until such 
time as the permanent conduit could be built.

Once the program was adopted, however, it would be 
desirable to install the covered waterway between Dorches
ter Avenue and Broadway bridges, thus permitting of en
larging the present throat of the yard approach to the
South Station, greatly facilitating the handling of trains 
and preventing delays and congestion to traffic in and out 
of that important passenger terminal.



If it should be urged in opposition that the elimination 
of this piece of waterway would deprive the port of valu
able water commerce, it may be said that the water-borne 
traffic above Dorchester Avenue bridge, according to the 
latest statistics, amounts to about 637,000 tons per year, 
of which 625,000 consists of coal and lumber, the remaining 
12,000 tons representing mason supplies, iron pipe, chemi
cals, granite, etc. As already stated, this is not a desirable 
location for lumber yards because of the fire menace, al
though it is granted that the present sites are convenient 
from the standpoint of distribution. W ith the present 
available trucking facilities, however, it would seem that 
these yards could well be located at some more remote 
point along some of the present unused water front of the 
harbor and its tributaries.

The same observation holds true in the case of existing 
coal yards. It will be noticed from Table V II of this report 
that there are now a total of 57 coal yards located along the 
Boston water front, 30 of which are operated as retail dis
tributing points. (See Appendix II.) The greater number 
of these are comparatively small in size and inefficient in 
their handling methods and operation. These facts sug
gest that there might be distinct advantages in consolidat
ing some of the small coal yard properties and combining 
them into a relatively few units of such size as would war
rant the installation of modern handling machinery and 
methods. At the present time it would be possible to 
utilize some of the idle property at the Calf Pasture in 
Dorchester for such a purpose, where storage in great quan
tity would be possible, and where modern and efficient opera
tion might go a long way to offset the slight addition of 
cost due to greater remoteness from the center of distri
bution. It is obvious, of course, that if the coal and lum
ber yards along the South Bay now dependent upon water 
transportation for their supply are to be shut off from ac
cess by vessels, some provision must be made for re-estab
lishing service in another location. Many sites are available 
for this purpose, but the one at the Calf Pasture appears 
to possess superior advantages over most of the others.

At the present time vessels coming into the South Bay



are necessarily limited to those of the smaller draft be
cause of the very shallow depth along this section of the 
stream. In addition, they are compelled to pass through 
seven drawbridges, which adds a considerable expense and 
results in annoying delays, not only to the vessels them
selves but to the traffic using the highways and to the 
patrons of the railroad who are detained at frequent intervals 
through the operation of the New Haven drawbridge just 
outside of the South Station. It would seem highly desirable 
to eliminate this uneconomic class of water service.

H i g h w a y  T r a n s p o r t a t io n  b e t w e e n  T e r m i n a l s .

As stated at the outset in this report, co-ordination be
tween rail and water terminals at Boston is rendered par
ticularly difficult because of the physical conformation of the 
city itself and the necessity of crossing navigable streams 
in the process of communicating between two or more of 
the four peninsulars upon which the city and its terminals 
are located. This consideration is particularly applicable 
in the case of highway transportation because of the limited 
number of routes which are available over which to reach 
the several terminal yards and piers. Traffic is further 
delayed and hampered by reason of the necessity of operat
ing drawbridges at all hours of the day. Because of the 
narrow and indirect thoroughfares of the city proper, the 
highway transportation conditions are also greatly aggra
vated, congestion being common to the greater portion of 
the business section of the community.

Among the factors which undoubtedly contribute greatly 
to street congestion is the location of wholesale markets 
in the heart of the business section. In general it is re
quired, first, that the goods shall be trucked from railroad 
terminals into the congested center for delivery to the mar
kets, and second, that retail merchants from outlying sec
tions must bring their trucks into the business area in order 
to secure the supplies for local consumption in residential 
and suburban territories. Unquestionably this expensive 
method of double handling of provisions and produce has 
had much to do with the relatively high cost of living in 
this section as compared with other cities of the country.



It would seem quite possible to eliminate a large portion 
of the difficulty by establishing new wholesale markets ac
cessible to railroad delivery and at more outlying points. 
For example, the large area now owned by the Common
wealth at South Boston, between C and E streets, and be
tween Cypher and Fargo streets, would appear to be an 
ideal location for the establishment of a large wholesale 
market for the receipt and delivery of all classes of prod
uce. This area would be easily accessible by highway 
without the necessity of passing through the congested 
center of the city. It is splendidly served at the present 
time with railroad facilities by which the goods could be 
brought in by rail. On the E Street side this area could be 
made accessible by water through the Reserved Channel, 
only one drawbridge intervening between the site and the 
open harbor. There are already in existence on this land 
two immense single story structures having a floor area of 
approximately eight acres, which were constructed by the 
government during the war as a depot for quartermaster 
stores, the ownership of which has since reverted to the 
Commonwealth. These buildings are sprinkled, lighted 
and heated, and would be ideal for the purpose suggested.

If the proposed new terminal of the Boston & Maine 
Railroad is constructed, there will probably be released a 
very large area of land now occupied by existing terminals 
in the vicinity of Rutherford Avenue which could likewise 
be adapted for use as a wholesale market, thus affording 
similar facilities on either side of the city.

In fact, there is already located a produce market in the 
present No. 18 House of the Boston & Maine terminal, and 
in addition a fruit auction terminal in No. 12 and No. 13 
Houses. The proposed rearrangement of space will un
doubtedly permit of greatly enlarging this activity.

Unquestionably such a departure from present practice 
would immediately result in greatly relieving present con
gestion in down-town Boston, and should also effect a 
substantial decrease in cost of distribution of this portion of 
the food supply of the district.

It has already been suggested that the mile or more of 
territory along the easterly side of Albany Street might be



converted into an industrial and wholesale section to be 
served directly by the rails of two different railroads. To 
the extent that this opportunity is availed of, there would 
result also a considerable diminution of the present volume 
of trucking through the city streets due to the necessity of 
transferring large volumes of goods from the freight yards 
to the present warehouses in the business section. Similarly, 
distribution from these warehouses could be made without 
the necessity of utilizing the highways of the city proper.

There is a surprisingly large volume of what is known as 
less carload freight handled each day into and out of the 
several railroad terminals of the city. This consists of in
dividual shipments and receipts too small to require a sep
arate car for their transportation, which are consolidated at 
the freight terminal for joint shipment with other similar 
lots destined for the same point. These consignments are 
usually hauled to and from the freight yards in small indi
vidual truck lots requiring in the aggregate an enormous 
number of separate movements -for the purpose.

For the year 1924 there were handled at the several 
Boston terminals of the three railroads a total of 1,862,824 
tons of this class of freight, 1,218,886 of which were out
bound and 643,938 tons inbound. The aggregate amount 
represents an average of 6,209 tons per day, which on a 
conservative basis requires at least 12,000 separate truck 
movements for its disposal into and out of the several 
freight houses.

There is a very substantial movement of highway traffic 
between the different railroad terminals and between piers 
and freight yards. M uch of this movement is absolutely 
essential in any event, while a considerable portion is due 
to the relative economy of this class of transportation over 
that of rail interchange. This latter consideration applies 
particularly to exchange of less carload lots. This class of 
interchange, particularly between the New Haven and 
Albany yards and those of the Boston & Maine, requires 
that the routes between terminals shall be through the high
ways of the city proper, since any roundabout route which 
would avoid that district would be several times as long and 
would ordinarily require a much greater period of time.



This movement of freight by truck across the city, to
gether with a great volume of other traffic which travels in 
the same direction, would be greatly facilitated by the 
construction of an overhead roadway on Atlantic Avenue 
and Commercial Street, particularly if means could be 
found for connecting such an elevated highway with the 
piers and wharfs along the route. Such a structure need 
only extend from the present elevated railroad now in 
those streets to the easterly sidewalk, and no great damage 
would result to the property on that side of the street 
because of its character and construction.

By means of such an elevated roadway skirting the 
water front, the heavy trucking which now has to pass from 
one side of the city to the other would be relieved from de
lays incident to the cross traffic of intersecting streets as 
well as from the presence of large numbers of pleasure 
vehicles which obstruct the present highway. Such an ele
vated roadway would necessitate a very considerable ex
penditure in first cost, but it is becoming more apparent 
daily that relief from present unbearable traffic conditions 
in the Boston streets can never be had exept as a result of 
a very substantial investment of public funds. Means 
would have to be found by which to give easy access at 
either end of such a road for the heavy trucks that would 
have occasion to use it, and this very likely would require 
some encroachment upon private property at either ter
minus. In view of the benefits to be derived by taking 
this cross-town traffic off the main highways, the proposal 
would seem to warrant some further detailed study.

Another contributing factor to the congestion of our city 
streets is found in the present necessity for business houses 
having occasion to ship goods by freignt to send their de
livery trucks over long distances with light loads because 
of the diversity of location of existing freight houses. Thus 
a merchant in the business section may be required to send 
a single package or crate through the streets to Charlestown 
or South Boston, while his several neighbors in the same 
vicinity are doing the same thing, whereas one truck could 
readily handle the consolidated shipment of the entire 
group. This procedure greatly multiplies the number of



vehicles on the street at a given time. The problem has 
been met in some cities through the establishment of union 
freight receiving stations located at convenient points where 
delivery can be made by merchants, of goods consigned to 
any freight terminal, the several shipments being consoli
dated at these union freight houses and subsequently moved 
en masse to the proper terminals. This may ultimately 
prove to be the solution of Boston’s problem in this respect. 
Before accepting this conclusion, however, it will be wise to 
watch the development of the new service just installed by 
the Boston & Maine Railroad whereby it picks up and de
livers by its own trucks freight consigned to its terminals. 
By this means a general trucking service is conducted as a 
subsidiary agency of the railroad itself, its function being 
to collect, as far as it may, various consignments to its 
freight houses from a large variety of shippers, thus making 
it unnecessary for each shipper to maintain his own truck 
service for the purpose. As a result a single truck may 
collect on a given trip an entire truckload of goods repre
senting in the aggregate shipments from a great number of 
individual merchants. The service works equally well in a 
reverse order, delivery being made, by means of the rail
road trucking concern, of goods consigned to a large num
ber of different houses in a given locality.

N ot only is this type of service likely to result in a sub
stantial decrease of street traffic, but it offers further ad
vantage to the shipper by giving him his receipt for the 
goods at his own door and relieving him of further respon
sibility in the transaction, rather than compelling him to 
treat the shipment as a double operation as at present. It 
affords an advantage to the railroads to the extent that it 
probably eliminates some competition from motor truck 
carriers on the highway, the presumption being that the 
shipper will be quite as willing, or more so, to permit re
sponsible railroad carriers to handle the entire movement of 
his freight as he will to deal with less responsible independent 
trucking concerns, assuming that the rates for the two serv
ices are at all commensurate. If the experimental service 
which has been introduced by the Boston & Maine Rail
road meets the expectation of its management, there will



inevitably result an adoption of the same system by the 
other railroads with an added advantage to the public and 
carriers as well.

The simplification of highway transportation throughout 
the city streets is of vital importance to the people of the 
community, both from the standpoint of convenience to 
those who have occasion to use the highways and on ac
count of the reduction in the present cost of doing business. 
There is little question that the present method is extrav
agant and extremely wasteful, and any effort for reduc
tion in amount and improvement in efficiency and opera
tion should have the hearty co-operation and support of 
the public authorities.

C o n c l u s io n .

The problem presented to your Board by chapter 38 of 
the legislative Resolves of 1924 is almost unlimited! in its 
scope, since there are so many inter-related factors entering 
into a discussion of the subject. In general I have at
tempted to cover the ground within reasonable limits. 
Much of the material treated herein may appear to be ir
relevant to the issue, but all of the items seem to have more 
or less bearing upon the problem. It is probable that fur
ther inquiry might elicit more detailed information respect
ing some of the matters referred to, but all of the funda
mental factors I believe have been included in this report.

Based upon the facts disclosed in the course of this study, 
I feel convinced that the people of our community are sub
ject to much misconception with respect to the problems 
confronting the Port of Boston.

The factors which operate against Boston as an export port 
are chiefly natural rather than artificial in character, and in 
all probability are not subject to material influence of a favor
able nature except as general economic conditions affecting 
the movement of such goods in commerce may be altered in 
the future as a result of causes which are not now apparent.

The Port is already being used with great advantage to 
this section of the country for the receipt of incoming ship
ments of raw materials and other supplies needed for New 
England’s industries, and it is likewise serving a most use
ful purpose in affording cheap transportation outward for



the manufactured products of local and contiguous territo
ries, especially in the domestic trade.

The capacity of existing port facilities far exceeds the 
present requirements for the proper and expeditious handling 
of water-borne commerce, and until the volume of such busi
ness is increased by a very substantial amount, there is 
little cause for concern or action in this respect. The con
struction of additional piers or harbor terminals is not cal
culated to add in the slightest degree to the present volume 
of such commerce.

The existing railroad terminals are meeting all of the 
present requirements of the Port in the handling of com
merce, both water-borne and local. The arrangement is not 
ideal from the standpoint of the most efficient operation 
and co-ordination, but any possible reconstruction which 
would substantially improve it would unquestionably in
volve an expenditure of money that would not be war
ranted from an economic standpoint as it affects either the 
railroads or the public. Some minor isolated changes would 
seem to be desirable, particularly the rebuilding of the 
Boston & Maine terminals into a single modern classifica
tion and delivery yard, such as is now already under contem
plation by the railroad itself. Also a physical connection 
between the tracks of the New Haven and Boston & Albany 
railroads would probably have some marked advantage over 
the present means of interchange through the South Station.

The present street traffic conditions in this city could be 
materially relieved and the cost of food distribution sub
stantially lessened by the establishment of a general whole
sale market in South Boston, and possibly later, by another 
similar market in Charlestown, each served directly by rail
road and located outside of the zone of congested street 
traffic.

The filling in of Fort Port Channel and South Bay above 
Dorchester Avenue bridge would not only afford an oppor
tunity for direct communication between the Albany and 
New Haven systems, but would possess many other attrac
tive features of importance from a public standpoint. It 
would eliminate the maintenance and operation of four 
drawbridges, together with the delays in street transpor



tation which they now occasion. It would open up for 
industrial and warehouse purposes an immense area of valu
able land closely adjacent to the city and which is now very 
largely unproductive. The encouragement which might be 
given to the development of this section for the purposes 
indicated would surely result in further relief of street con
gestion in the present business section, together with direct 
access to two railroads and convenient approach by highway.

The construction of an elevated trucking highway around 
Atlantic Avenue and Commercial Street would serve greatly 
to expedite a large movement of goods which now takes 
place between the north and south sides of the city, particu
larly between railroad terminals. Such a highway would 
also serve a great variety o f wharfs and business enter
prises along the route which at present contribute a very 
substantial volume of traffic to the streets of the business 
district.

The present experiment being conducted under the in
direct auspices of the Boston & Maine Railroad, providing 
store door receipt and delivery of goods consigned to or 
from that system, is entitled to public support in an effort 
further to reduce the expense and annoyance occasioned by 
present methods of multiple individual truck shipments, 
with the likelihood that if it proves to be successful it will 
be adopted also by the other railroads.

The primary need of the Port of Boston at the present 
time would appear to be an intelligent and efficient use of 
its existing facilities, for the further benefit of New Eng
land’s business and industries, particularly in connection 
with the extension of coastwise domestic service. To ac
complish this will require no substantial public appropria
tions or expenditures, but it does entail the necessity for a 
better general understanding of the possible advantages 
available to the local manufacturer through a more ex
tended use of the cheap transportation service which is 
open to him.
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great multitude of individuals and corporations who have 
contributed valuable information and advice in connec
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Mr. Chas. Stewart, Manager, Cunard Steamship Company.
Mr. R. E. Peabody, Manager, Steamship Department, Rogers & Webb.
M r. C. H. Maynard, General Agent, Merchants and Miners Transpor

tation Company.
Mr. Cecil B. Taylor, Treasurer, Metropolitan Coal Company.
Mr. L. Wildes, Port Agent Ocean Steamship Companj' of Savannah.
Mr. A. H. Ritter, Chief of Statistics Board of Engineers for Rivers and 

Harbors, War Department, Washington, D. C.
Mr. Geo. P. Hamlin, Treasurer, Metropolitan Coal Company.
Mr. Isaac T. Haddock, Vice-President Cambridge Gas Light Company.
Mr. W. W. Lufkin, Collector, Port of Boston.
Mr. N. T. N. Robinson, Director, Division of Information, United 

States Shipping Board, Emergency Fleet Corporation.
Col. A. N. Payne, General Manager, Transportation Department, 

Associated Industries of Massachusetts.
Mr. Edgar J. Rich, Transportation Counsel, Associated Industries of 

Massachusetts.
Mr. J. Iloln, Chief Division of Statistics, Bureau of Foreign and Do

mestic Commerce, Washington, D . C.

and a great variety of other individuals who have contributed in one
form or another to the information herein set forth.

Respectfully submitted,

J u l y  25 , 1925.
CHARLES R. GOW .



APPENDICES.

A P P E N D IX  I.

A. E x i s t i n g  W h a r f s  a l o n g  t h e  E a s t  B o s t o n  W a t e r  F r o n t .

N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

M cD onald ’s ............................................................................... Private 6 300 Fish.
G o rto n -P e w ............................................................................... Private 7 30 Fish.
International G l u e ............................................................ Private 5 130 Industrial.
U nited States Im m igration .................................................. Private 12 160 G overnm ent service.
Sim pson’s D ry  D o c k ............................................................ Private - - Ship repair.
Boston, Revere Beach & Lynn Railroad . Private 16 to 10 350 Coal . . . . For railroad purposes.
G rand Junction, N o. 6 . . . . . . Private 35 470 Coal . . . . Operated b y  Massachusetts Wharf Coal C om pany.
G rand Junction, N o. 5 . . . . . . Pu blic 27 1,166 General use Foreign and dom estic.
G rand Junction, N o. 4 . . . . . . Pu blic 35 1,806 General use Leyland Line.
G rand Junction, N o. 3 .................................................. Public 35 1,630 General use Cunard Line.
G rand Junction, N o. 2 .................................................. Pu blic 35 1,460 General use C lyde Steamship Pier.
C om m onw ealth Pier, N o. 1 ........................................ Public 30 to 40 990 General use Owned and operated by  Com m onw ealth o f Massa

chusetts.
C ity  o f Boston ...................................................................... Private 11 110 Coal . . . . For city  ferries.
South Ferry ................................................................................ Private 9 to 12 - C ity  ferry.
N ational D ocks, E a s t ............................................................ Private 16 300 Warehousing Used in connection with storage and warehouse 

business.
N ational D ocks, West ............................................................. Private 16 to 7 300 Warehousing Used in connection with storage and warehouse
L yon , D u  P u y ...................................................................... Private 10 to 12 1,170 Fish. business.
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N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Rem arks.

L ockw ood P i e r ..................................................................... Private 12 to 16 460 U. S. N avy D ock ing and repairing vessels.
C ity  o f B o s t o n ..................................................................... Private 11 125 Coal . . . . For c ity  ferry.
M aritime Coal C o m p a n y .................................................. Private 18 450 Coal . . . . For coaling harbor vessels.
M aritime Coal C om pany . . . . . . Private 18 345 Coal . . . . For coaling harbor vessels.
B a y  State Fishing C o m p a n y ........................................ Private 20 to 22 500 Fish . . . . O utfitting fishing fleet.
Pickert Fish C o m p a n y .................................................. Private 8 375 Fish . . . . Fish packing.
Atlantic W o r k s ...................................................................... Private 8 to 21 - Ship repair.
B u r t o n - F u r b e r ..................................................................... Private 26 330 Coal . . . . Storage and bunkering.
Federal W h a r f ...................................................................... Private 18 to 31 1,050 Storage Laying up vessels.
Federal W h a r f ..................................................................... Private 25 to 31 308 Storage Laying up vessels.
Suffolk C o a l ............................................................................... Private 12 to 15 250 Coal . . . . Storage and coaling tugs, etc.
H uckins Lum ber C o m p a n y ........................................ Private 22 290 Lum ber.
G ove ’s W h a r f ..................................................................... Private 16 to 18 540 Coal.
Weeks’ W h a r f ...................................................................... Private 18 420 Storage Laying up lighters and scows.
McPhee & C o .............................................................................. Private 8 to  25 1,010 Chalk Also laying up vessels.
D ye  W ood W harf . .................................................. Private 12 to 20 1,095 Lum ber.
H all Lum ber C o m p a n y .................................................. Private 4 550 Lum ber.
B row n’s W h a r f ...................................................................... Private 17 to 21 445 Lum ber.
B row n’s W h a r f ..................................................................... Private 5 to 21 800 Lum ber.
Boston T ow boat C o m p a n y .................................................. Private 14 to 18 790 Storage Laying up vessels.

B oston T ow boat C o m p a n y .................................................. Private 12 to 16 560 Coal . . . . N ew England Fuel and Transportation Com pany 
for coaling towboats and lighters.
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M cQucsten C o m p a n y ............................................................ Pri vate 18 525 Lum  ber.
B ay State D r e d g i n g ............................................................ Private 12 to 18 570 Storage T ie-up  for dredges, etc.
G ib b y  F o u n d r y ..................................................................... Private 10 280 Industrial . R eceipt o f  sand, coal supplies, etc.
Boston D re d g in g ...................................................................... Private 18 420 Storage T ie-up  for dredges, etc.
Boston D re d g in g ..................................................................... Private 18 420 Storage T ie-up  for dredges, etc.
East Boston Gas C o m p a n y ................................................. Private 10 100 C oal . . . . R eceipt o f gas coal.
Standard Oil C o m p a n y .................................................. Private 20 1,177 Oil.
B oston  D evelopm ent and Sanitary C om pany . Private 16 420 C ity  dum p R eceipt o f  ashes, etc.
Proctor ’s W h a r f ...................................................................... Private 8 304 Coal . . . . C ity  Fuel C om pany.

Summary of Wharfs along the East Boston Water Front.

N um ber o f wharfs . 
Total berthing space 
P u blic piers . 
Private fish piers . 
Private coal piers . 
Private lum ber piers 
T ie-u p  piers . 
G overnm ent piers . 
Industrial piers 
O il piers .
Warehouse piers 
Ash dum p piers 
Ship repair piers . 
C ity  ferry piers

47
25,281

5,
5, 

12 ,

6 , 

7, 
2 , 

3, 
1, 
2 , 

1, 
2. 
1.

feet =  4.8 miles, 
w ith 7,052 feet berthing space, 
with 2,375 feet berthing space, 
w ith 3,934 feet berthing space, 
with 3,705 feet berthing space, 
with 3,978 feet berthing space, 
w ith 620 feet berthing space, 
with 1,420 feet berthing space, 
w ith 1,177 feet berthing space, 
w ith 600 feet berthing space, 
w ith 420 feet berthing space.

Pu blic pier berthing space =  27.9 per cent o f total.

1926.] 
HOUSE 

—
N

o. 1130.



N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

Private 0 to 3 400 C ontractor’s yard Receipt o f sand, gravel, etc.

U nited States l i g h t h o u s e .................................................. Private 0 to 10 680 G overnm ent storage.

Oakes’ W h a r f ..................................................................... Private 0 to 12 220 Tie-up Lighters, etc.

Phillips & H odgdon . . . . . • • Private 14 100 Coal.

Aberthaw C o m p a n y ............................................................ Private 0 to 1 700 Tie-up Floating equipm ent.

Private - - Ship repair.

Private 6 to 20 465 Industrial . M anufacturing coal-tar products.

Mexican P e t r o l e u m ............................................................ Private 30 1,000 Oil.

Winm sim m et S h i p ............................................................ Private - - Ship repair.

B ay State Street R a i l w a y .................................................. Private 7 220 Coal . . . . For power plant.

Metropolitan Coal C o m p a n y ........................................ Private 0 to 20 300 | Coal.

T otal num ber o f wharfs 
Ship repair wharfs 
Coal wharfs .
T ie-up  wharfs 
Oil wharfs 
Governm ent wharfs 
Contractor’s wharfs 
Industrial wharfs .

Summary of Wharfs along the Chelsea Creek Water Front.

11, with 4,085 feet berthing space. 
2 .
3, with 620 feet berthing space. 
2, w ith 920 feet berthing space. 
1, with 1,000 feet berthing space. 
1, with 680 feet berthing space. 
1, with 400 feet berthing space. 
1, with 465 feet berthing space.
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N a m e .
Private

or
Public.

D epth of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

New England Structural C om pany . . . . Private 150 Industrial . Steel fabrication.
Barrett C o m p a n y ........................................................... Private 2 to 3 200 Industrial . Roofing and paving.
New England Gas and C oke Com pany Private 27 938 Coal . . . . For gas manufacturing.
General Electric C o m p a n y .................................................. Private 10 200 Coal . . . . Also for sand.
Locke C o a l ............................................................................... Private 2 150 Coal . . . . Malden.
Beacon O i l ............................................................................... Private 30 1,500 Oil . . . Everett.
Merrimac Chemical . . . . . . . Private 8 275 Industrial . Everett.
Geo. W. Blanchard . . . . . Private 1 250 Lum ber Medford.
W. C. Miles C o m p a n y ............................................................ Private 1 50 Lumber M edford.
Locke Coal . . . . . . . . . Private 1 160 Coal . . . . Medford.
C ow in ’s Coal . . . . . . . . Private 1 275 Coal . . . . Medford.
Dennings W h a r f ........................................ Private 6 180 Coal . Somerville.
Boston & Maine R a i l r o a d .................................................. Private 8 to 12 1,300 Vacant Somerville.
Boston E levated R a i l w a y .................................................. Private 12 130 Sand . . . . Sullivan Square terminal.
Charlestown Gas and E lectiic  C om pany . Private 11 140 Coal . . . . For gas manufacturing, Sullivan Square, Charles

town.
Revere Sugar R efinery . . . . Private 30 775 Sugar M edford Street, Charlestown.
B u rn ’s W harf . . . . Private 6 to 22 7/8 Lumber M edford Street, Charlestown.
B ug bee’s W harf . . . . . Private 30 1,290 Coal . . . . M edford Street, Charlestown.
Term inal Wharf and Warehouse Com pany Private 30 820 Warehouse . M edford Street, Charlestown.
M ystic W h a r f .................................................. Private 30 2,250 Coal . . . . Railroad and commercial.
Philadelphia and Reading C o a l ....................................... Private 18 960 Vacant.
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T otal num ber o f wharfs 
C oal wharfs 
Oil wharfs .
Industrial wharfs 
Lum ber wharfs 
Sugar wharfs 
Warehouse wharfs 
Sand wharfs 
Vacant wharfs

D .  W h a r f s  a l o n g  t h e  C h a r l e s t o w n  W a t e r  F r o n t , i n c l u d i n g  L i t t l e  M y s t i c  R i v e r .

21, w ith 12,771 feet berthing space. 
9, w ith 5,583 feet berthing space. 
1, w ith 1,500 feet berthing space. 
3, w ith 625 feet berthing space. 
3, w ith 1,078 feet berthing space. 
1, w ith 775 feet berthing space. 
1, w ith 820 feet berthing space.
1, w ith 130 feet berthing space.
2, w ith 2,260 feet berthing space.

N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use.

Boston & Maine Railroad Pier N o. 45 Public 18 1,100 D om estic com m erce .

C ity  o f B o s t o n ..................................................................... Private - 60 Paving yard.

Sears & C o o k ..................................................................... Private 10 234 Lum ber.

M onum ent W h a r f ............................................................ Private 9 246 Coal . . . .

Morse's W h a r f ..................................................................... Private 10 210 Coal . . . .

Wellington & W i l d ............................................................ Private 9 210 Coal .

Palm er & P a r k e r ..................................................................... Private 20 350 Lumber.

Rem arks.

O pen to public on ly  in part.

Burton-Furber C oal C om pany.
E . S. Morse & Co.
Wellington & Wild C oal C om pany.

H
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American Agricultural Chem ical C om pany Private 15
W illy ’s W h a r f ..................................................................... Private -
E d m u nd ’s W h a r f..................................................................... Private -

Boston & Maine Railroad, M ystic, N o. 50 . Public 25 to 32
Boston & Maine Railroad, Mystic, N o. 49 . Pu blic 32
Boston & Maine Railroad, M ystic, N o. 48 . Public 28
Boston & Maine Railroad Carfloat . . . . P ublic 28
Boston & Maine Railroad, Mystic, N o. 47 . Public 30 to  35
Boston & Maine Railroad, M ystic, N o. 46 . Public 14 to 35
United States N avy  Yard, N o. 10 . . . Private 28
United States N avy  Yard, N o. 9 Private 30
U nited States N avy  Yard, N o. 8 Private 26 to 30
U nited States N avy  Yard, N o. 7 Private 27 to 30
United States N avy  Yard, N o. 6 Private 30
U nited States N avy  Yard, N o. 5 Private 30
United States N avy  Y ard , N o. 4A Private 30 to 33
United States N avy  Yard, N o. 4 Private 30
United States N a v y  Yard, N o. 3 Private 27 to 31
U nited States N a v y  Yard, N o. 2 Private 30
U nited States N avy  Yard, N o. 1 Private 30
H oosac Tunnel, N o. 44 . . . . Public 30 to  33
H oosac Tunnel, N o. 43 . . . . P u blic 30 to 33
H oosac Tunnel, N o. 42 . . . . Public 30 to 35
H oosac Tunnel, N o. 41 . . . . Pu blic 27 to 30
H oosac Tunnel, N o. 40 . . . . Pu blic 27 to 30
W aldo W h a r f ...................................................................... P ublic 15 to  25

Chemicals.
C oal . . . . Glendale C oal C om pany.
M ason supplies . Berry & Ferguson.
Foreign com merce.
Foreign com merce.
Foreign com merce.
Carfloat bridge.
Foreign com merce.
Foreign com merce.
Y ard use.
Y ard use.
Y ard use.
Y ard use.
Y ard use.
Yard use.
Yard use.
Y ard use.
Yard use.
Y ard use.
Y ard use.
Foreign com merce.
Foreign com merce.
D om estic com m erce . Ocean Steamship, Savannah Line.
Foreign com merce Wilson & Furness, Warren & Leyland Line.
Foreign com merce Scandinavian Line.
Mason supplies . Waldo Brothers & Bond.

200

300
200

425
360
550
500
950
900
680
870
815
875
821
705
635
540
650
820

1,110
820
690

1,120
695
490
400
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T ota l w h a r f s ........................................
Foreign com m erce . . . .  
D om estic com m erce . . . .  
U nited States governm ent (navy yard)
C o a l ............................................................
Mason s u p p l i e s ........................................
L u m b e r ..................................................
C ity  o f B o s t o n ........................................
C h e m ic a ls ..................................................
C a r f l o a t ..................................................

33, w ith 19,531 feet berthing space. 
9, w ith 5,880 feet berthing space. 
2, w ith 2,220 feet berthing space. 

11, w ith 8,521 feet berthing space. 
4, w ith 966 feet berthing space. 
2, w ith 600 feet berthing space. 
2, w ith 584 feet berthing space. 
1, w ith 60 feet berthing space. 
1, w ith 200 feet berthing space. 
1, w ith 500 feet berthing space.

E .  E x i s t i n g  W h a r f s  a l o n g  t h e  C h a r l e s  R i v e r  a n d  i t s  T r i b u t a r i e s .

N a m e .
Private

or
Public.

D epth  o f  
Water 
(Feet).

Berthing
Space
(Feet).

Use. Rem arks.

W ellington-W ild C o a l ............................................................ Private 7 175 N o t  u sed  . M etropolitan Coal C om pany, owners.

Millers River.
Eastern Salt C o m p a n y ..................................................
Metropolitan C oa l C om pany .
Wellington & B u c k ............................................................

Private
Private
Private

13
6
8

200
100
100

S a lt.
N ot used. 
Coal.
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N orth & S q u ir e s ..................................................................... Private 7 450
Boston Elevated R a i l w a y ................................................. Private 7 500

Lechmere Canal.
Metropolitan Coal C o m p a n y ....................................... Private 17 160
J. 0 .  Wetherbee C o m p a n y ................................................. Private 17 168
E . D . Sawyer L u m b e r ................................................. Private 17 200
Parker & Page C o m p a n y ................................................. Private 17 500
John H a rr in g to n .................................................................... Private 17 103
Johnson Marble C o m p a n y ................................................. Private 17 154
Austin Ford & S o n s ........................................................... Private 14 200
The Scully C o m p a n y ................................................. Private 14 300

Broad Canal.
Coleman W h a r f ..................................................................... Private 18 252
Cam bridge Gas L ig h t ............................................................ Private 18 1,203
Boston B la c k in g ........................................................... Private 17 220
Warren Brothers . . . . . . . . Private 17 300
Walter A . W e n tw o r th ............................................................ Private 17 183
Standard O i l ...................................................................... Private 11 285
Vacuum  Oil C o m p a n y .................................................. Private 13 170
Am erican R u bber C o m p a n y ........................................ Private 11 480
Boston W oven H ose C o m p a n y ........................................ Private 11 125
G eo. G . Page B ox C o m p a n y ........................................ Private 11 426
Tow er W h a r f ...................................................................... Private 11 200
Mason & H a m lin ...................................................................... Private 11 355
C olem an B r o t h e r s ............................................................ Private 11 238
Matthews & F a y ...................................................................... Private 14 50

Industrial.
N ot used.

Coal, etc. 
Lum ber. 
Lum ber. 
Lum ber.
Stone.
Stone.
Stone.
Sand and gravel.

Coal.
Coal.
Industrial.
Industrial.
Contractors.
Oil.
Oil.
Industrial.
Industrial.
Industrial.
Industrial.
Industrial.
Coal.
N ot used.
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N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

Wm. H . W o o d ...................................................................... Private 16 500 N ot used.

Private 17 391 Coal.
Private 17 91 Sand and clay  . John J. Shea & Sons.

R aym on d  E . S m i t h ............................................................ Private 17 51 N ot used.

M organ’s W h a r f ...................................................................... Private 18 117 N ot used.

Morse W h a r f ...................................................................... Private 18 151 Stone . . . . Sweatt & G ould.

E . B . Badger & Sons, U pper Charles R iver Private 18 131 Industrial.

Boston Consolidated Gas, Lower Charles River Private 7 385 Oil.

Charles R iver S t o r e s ............................................................ Private 25 516 Storage Q uincy Market C old  Storage.

Summary of Wharfs along the Charles River Water Front.

T otal num ber o f wharfs 
N ot in use 
Industrial
Coal .
Oil
Sand . 
Stone . 
Lum ber 
Salt
Contractors
Storage

37, w ith 10,130 feet berthing space.
7, with 1,493 feet berthing space.
9, with 2,687 feet berthing space.

6, with 2,344 feet berthing space.
3, with 840 feet berthing space.
2, with 391 feet berthing space.
4, with 608 feet berthing space.
3, with 868 feet berthing space.
1, with 200 feet berthing space.
1, with 183 feet berthing space.
1, with 516 feet berthing space.

O
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N a m e .
Private D epth  o f Berthing

— ------------ ---------- - . ■" .

or
Public.

Water
(Feet).

Space
(Feet).

Use. Remarks.

G oodnow ’s W h a r f ............................................................ Private 16 75 Lumber.
New York, New H aven & H artford Railroad . Private 25 520 N ot used.
Street Railway Freight Term inal . . . . Private 31 420 N o water used.
N orth End Paving W h a r f .................................................. Private 25 57 Sand, etc. . C ity  o f Boston yard.
Fire Boat S t a t i o n ............................................................ Private 18 150 Tie-up C ity  o f Boston Fire D epartment.
Fiske W h a r f............................................................................... Private 21 to 23 1,015 N ot used . Owned by  New York, New H aven & Hartford

Harris W h a r f ......................................................................
Railroad.

Private 21 387 N ot used . Owned b y  N ew York, N ew H aven & H artford

Constitution W h a r f ............................................................
Constitution W h a r f ............................................................

Private
Private

18
18 to 25

460
1,051

Tie-up
Storage

C ity  o f Boston, Harbor Police.

Battery W h a r f ......................................................................
N orth Ferry . . . . .

Private
Private

18 to 25 
15

875 Storage 
C ity  ferry.

Q uincy Market C old  Storage C om pany.

Lincoln W h a r f ..................................................
U nion W harf . . . . . .
Sargent’s W h a r f ............................................................
Eastern A venue W h a r f ..................................................

Private
Public
Private
Private

20 
18 to 21 

20 
10 to 20

420
1,078

265
185

Coal . . . .  
D om estic freight 
Coal . . . .  
C ity  Landing .

Boston Elevated R ailw ay Pow er Station. 
Eastern Steamship C om pany.
Q uincy Market C old Storage C om pany. 
For c ity  institutions.South F e r r y ............................................................ Private 15 - C ity  ferry.

Lewis W h a r f ............................................................ Public 11 to 20 1,862 D om estic freight
Com m ercial W h a r f ............................................................ Public 7 to 25 985 D om estic freight Tri-N ational Steamship Corporation, Com m ercial 

Wharf T ow boat C om pany, Burton Steamship 
C om pany and Stone’s Express.
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N a m e .

T  Wharf 
Long W harf .

Central Wharf 
India W harf . 
R ow e’s Wharf

Boston, Revere Beach & L yn n  R ailroad
Fosters W h a r f ........................................
U nited States Appraisers’ Stores

Private
or

Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Rem arks.

10 to  20 1,262 General wharfage Q uincy Market C old  Storage C om pany.

Private 19 to 23 1,454 Foreign and dom estic United Fruit C om pany.

com merce.

19 to 23 1,687 Dom estic com m erce . Eastern Steamship C om pany.

21 to 25 1,388 D om estic com m erce . Eastern Steamship C om pany.

Public 9 to 20 600 Passenger and general Nantasket Beach Steam boat C om pany.

wharfage.

22 - Ferry.

Public 14 345 D om estic freight Eastern Steamship C om pany.

Private ”
'

Summary of Wharfs along the Water Front of the City Proper.

T otal wharfs 
N ot in use .
C ity  o f Boston usage 
Storage 
C oal .
Lum ber
D om estic freight1 
U nited States governm ent 
Railroad ferry

26, w ith  16,541 fe e t  b e rth in g  sp ace  
4, w ith  2,342 fee t b e rth in g  sp ace  
6, w ith  852 fee t b e rth in g  space 
2, w ith  1,926 fee t b e rth in g  sp ace  
2, w ith  685 fee t b erth in g  sp ace  
1, w ith  75 fee t b e rth in g  sp ace  
9, w ith  10,661 feet b e rth in g  sp ace  

1.
1.

1 U n ite d  F ru it  C o m p a n y  p ier serves fore ign  fre igh t a lso .
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N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

C . H . Sprague & S o n s ............................................................ Private 22 365 Coal.
Am erican Sugar Refining C om pany . . . . Private 12 to 27 1,200 Sugar.
Boston W h a r f ...................................................................... Public 18 660 N ot U6ed.
Atlas S to r e s ................................................................................ Private 8 to 15 1,000 Sand and gravel.
South B a y ................................................................................
Am erican Coal C om pa n y ’s Wharf Private 8 105 Coal.
A .  F. L ea th erb ee ........................................ Private 12 100 L u m b er.1
L . S. Johnson C om pany Private 5 210 Lum ber.
Boston E levated R ailw ay C om pany . . . . Private 20 290 Coal.
Staples C o a l ........................................ Private 8 200 C o a l.1
Curtis & Pope . . . . Private 4 225 L u m b er.1
B atchelder Brothers Private _ 600 Coal.
B oston  Consolidated Gas C om pany . . . . Private 10 658 Yard.
M etropolitan Coal C o m p a n y ........................................ Private 7 to 9 450 C o a l.1
N ew Y ork , New H aven & H artford Pier, N o. 4 Private 5 720 C o a l.1
N ew Y ork , N ew H aven & H artford Pier, N o. 3 Private 3 to 6 945 L u m b er.1

1 These piers are leased by  present occupants.
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too

G .  E x i s t i n g  W h a r f s  a l o n g  t h e  F o r t  P o i n t  C h a n n e l  W a t e r  F r o n t  Concluded.

Summary of Wharfs along the Fort Point Channel.

T otal num ber o f wharfs 
Coal wharfs .
Lum ber .
Sancl and gravel .
S u g a r ........................................
Y ard  (Gas C om pany) .
N ot used . . . .

. 15, with 7,728 feet berthing space. 
7, with 2,730 feet berthing space. 
4, with 1,480 feet berthing space. 
1, w ith 1,000 feet berthing space. 
1, w ith 1,200 feet berthing space. 
1, w ith 658 feet berthing space. 
1, w ith 660 feet berthing space.

South B ay :

Y ard  wharfs .

6, w ith 2,365 feet berthing space. 
4, w ith 1,480 feet berthing space. 
1, w ith 658 feet berthing space.

11, w ith 4,503 feet berthing space.

HOUSE 
—
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N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

New Y ork , New H aven <fc H artford Railroad, N o. 1 Public 30 990 Foreign and dom estic Railroad terminal.
New York, New H aven & Hartford Railroad, N o. 2 Public 30 1,870 D om estic . Merchants and Miners.
New York, New H aven & H artford Railroad, N o. 4 Pu blic 26 to 30 2,290 Foreign and dom estic Railroad terminal.
Com m onwealth Pier, N o. 5 ............................................ Public 40 2,800 Foreign and dom estic.
Com m onw ealth Pier, N o. 6 . . . . . Private 23 2,650 Fish . . . . Fish Pier.
United States N a v y ............................................................ Private 24 790 N ot used . Owned b y  Com m onw ealth.
M etropolitan Coal W h a r f .................................................. Private 18 to 24 380 N ot used . Owned b y  Com m onw ealth.
Boston Molasses . ............................................................ Private 12 to 16 400 N ot used . Owned b y  Com m onw ealth.

Summary of Wharfs along the South Boston Water Front.

T otal num ber o f wharfs . . . . . . . . . . . . . . . .  8, w ith 12,170 feet berthing space.
Foreign and d o m e s t ic ...................................................................................................................................................................3, with 6,080 feet berthing space.
D o m e s t i c ..............................................................................................................................................................   1, w ith 1,870 feet berthing space.

.................................................................................................................................................................................................1, w ith 2,650 feet berthing space.
N ot u s e d  3f with 1,570 feet berthing space.

1926.] 
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N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

A rm y B a s e ............................................................................... P ublic 30 to  35 5,476 Foreign and domestic
com merce.

Grasselli C h e m i c a l ............................................................ Private 12 650 Chemicals.

E . G . P o n d ................................................................................ Private 2 150 Lum ber.

J. T . T ighe C o m p a n y ............................................................ Private 8 50 Coal.

J. C . M u r p h y ...................................................................... Private 2 150 Lumber.

G eo. W. Bail C o m p a n y .................................................. Private 2 30 N ot in use.

Lum sden & Van S t o n e .................................................. Private - 1,215 Industrial.

J. C . F i n n e g a n ...................................................................... Private - 500 Industrial.

Stetson Coal C o m p a n y .................................................. Private 6 300 Coal.

Edison Electric Illum inating C om pany Private 25 250 C oal . . . . Power station.

Boston E levated R a i l w a y .................................................. Private 30 550 Coal . . . . Pow er station.

Walworth M anufacturing C om pan y . . . . Private 12 300 C oal . . . . For industrial use.

Summary of Wharfs along the Reserved Channel, South Boston.

Total num ber o f w h a r f s ...........................................................................................................................................................12’ w itb 9'621 feet berthin*  space'
Foreign and dom estic com m erce ...................................................................................................................................................»■ w !tb  5'476 fect berthin«  space'
£ oal  5, w ith 1,450 feet berthing space.

I um ber  2’ 300 êet ^erthing sPace*
Industrial  2’ w itli 1,715 feet berthing space.

. i ’  1, w ith 650 feet berthing space.C h e m i c a l s ............................................................................................................................................................... ’ .
.  1, w ith 30 feet berthing space.N ot in u s e .....................................................................................................................................................
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N a m e .
Private

or
Public.

D epth o f 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

C ity  Pum ping S t a t i o n .................................................. Private 6 350 Coal.
Boston Consolidated Gas C om pany . . . . Private 11 145 C oal . For gas m anufacture.
West E n d Street R a i l w a y .................................................. Private 12 210 Coal.
D . J. Cutler & C o ..................................................................... Private 10 175 Coal.
Stearns Lum ber C o m p a n y .................................................. Private 4 to 8 535 Lum ber.
Frost’s Coal W h a r f ............................................................ Private 10 225 Coal.
C ity  Fuel C o m p a n y '.................................................. Private 7 200 Coal.
G odfrey C oal C o m p a n y .................................................. Private 6 190 Coal.

Summary of Wharfs along Dorchester Bay and Neponset River Water Fronts.

T ota l num ber o f  wharfs 
Coal .
Lum ber .

8, w ith 2,030 feet berthing space. 
7, w ith 1,495 feet berthing space. 
1, w ith 535 feet berthing space.

1926.] 
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K .  E x is t in g  W h a r f s  a l o n g  t h e  W e y m o u t h  F o r e  a n d  B a c k  R i v e r s .

N a m e .
Private

or
Public.

D epth  of 
Water 
(Feet).

Berthing
Space
(Feet).

Use. Remarks.

B ay State Street R a i l w a y ..................................................
Sheppards C o a l ......................................................................
Fore R iver W o r k s ............................................................
Bradley ’s ...............................................................................

Private
Private
Private
Private

20
11
32 

12 to 20

450
350

2,430
1,400

Coal.
Coal.
Shipyard.
Fertilizer.

Summary of Wharfs along the Weymouth Fore and Back Rivers.

4, w ith 4,630 feet berthing space.
2, w ith 800 feet berthing space.
1, with 1,400 feet berthing space.
1, w ith 2,430 feet berthing space.

T otal num ber o f wharfs 
Coal
Fertilizer
Shipyard

HOUSE 
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A P P E N D IX  II.

L i s t  o f  C o a l - D i s c h a r g i n g  W h a r f s , P o r t  o f  B o s t o n .

East Boston:
Boston, Revere Beach & Lynn.
Massachusetts Wharf Coal Company, Boston & Albany Railroad. 
City of Boston, for ferry service.
City of Boston, for ferry service.
Maritime Coal Company.
Maritime Coal Company.
Burton-Furber, storage and bunkering.
Suffolk Coal Company, coaling towboats, etc.
Gove’s Wharf.
Boston Towboat, New England Fuel and Transportation Company. 
East Boston Gas Company, gas coal.
Proctor’s Wharf, City Fuel Company.

Chelsea Creek:
Phillips & Hodgdon, Inc.
Bay State Street Railway, power plant.
Metropolitan Coal Company.

M ystic River, Island End River, Malden River and Little M ystic 
River:

New England Gas and Coke Company, private, Island End River. 
General Electric Company, private, M ystic River.
Locke Coal Company, Malden, Malden River.
Locke Coal Company, Medford, Upper M ystic River.
Cowin Coal Company, Medford, Upper M ystic River.
Denning's Wharf, Somerville, Upper M ystic River.
Charlestown Gas Company, private, Lower M ystic River.
Bugbee’s Wharf, Charlestown, Lower M ystic River.
M ystic Wharf, Boston & Maine coaling pier, Lower M ystic River. 
Monument Wharf, Charlestown, Little M ystic River.
Morse’s Wharf, Charlestown, Little M ystic River.
Wellington-Wild Company, Charlestown, Little M ystic River.
W illy’s Wharf, Charlestown, Little M ystic River.

Charles River, Miller’s River, Lechmere Canal and Broad Canal: 
Wellington & Buck Company, Miller’s River.
Metropolitan Coal Company, Lechmere Canal.
Coleman Brothers, Broad Canal.
Cambridge Gas Light Company, Broad Canal.
Coleman Brothers, Broad Canal.
Bay State Fuel Company, Broad Canal.



City water front:
Lincoln Wharf, Boston Elevated Railway Company, power house. 
Sargent’s Wharf, Quincy Market Cold Storage.

Fort Point Channel, South Bay and Roxbury Canal:
C. H. Sprague & Son.
American Coal Company.
Boston Elevated Railway Company, Albany Street Shops.
Staples Coal Company.
Batchelder Brothers.
Metropolitan Coal Company.
New York, New Haven & Hartford Pier, No. 4, South Bay.

Reserved Channel:
J. T . Tighe Company.
Stetson Coal Company.
Edison Electric Illuminating Company, power plant.
Boston Elevated Railway Company, power plant.
Walworth Manufacturing Company, private.

Dorchester Bay and Neponset River:
C ity of Boston, sewerage pumping station.
Boston Consolidated Gas Company, gas coal.
West End Street Railway, private.
D . J. Cutler & Co.
Frost’s Coal Wharf.
City Fuel Company.
Godfrey Coal Company.

Weymouth Fore River:
Bay State Street Railway Company, private.
Sheppard’s Coal Company.

Summary of Coal Wharfs.
Steam and Street railway, coaling p i e r s .................................................10
Gas and electric com p a n ies.............................................................................6
City of Boston, ferries and pumping s t a t i o n ..........................................3
Industrial supplies..............................................................................................3
Maritime coaling s t a t i o n s .............................................................................5
Distributing retailers, Malden, M edford and Somerville . . 4
Distributing retailers, East Boston
Distributing retailers, Chelsea
Distributing retailers, C h a r le s to w n ..........................................................5
Distributing retailers, C a m b r i d g e ..........................................................5
Distributing retailers, South B a y ..........................................................5
Distributing retailers, Reserved C h a n n e l................................................. 2
Distributing retailers, Neponset R i v e r ................................................. 4
Distributing retailers, Weymouth Fore R i v e r ...........................................1

IO 
to



A P P E N D IX  III.

W a t e r - b o r n e  C o m m e r c e  o f  P h i l a d e l p h i a  a n d  B o s t o n  c o m p a r e d ,  

C a l e n d a r  Y e a r  1923.

Philadel
phia Tons.

Boston
Tons.

Philadel
phia, Per 
C ent of 
Boston.

Philadel
phia Value.

Boston
Value.

Philadel
phia, Per 
C ent o f 
Boston.

Foreign im ports 4,458,138 3,031,479 147 $219,988,687 $355,629,439 62
Foreign exports 2,975,288 481,961 617 134,229,900 63,030,177 213
Domestic receipts . 4,596,661 10,091,095 45 239,450,455 298,205,359 80
Domestic shipments 3,200,362 1,613,128 192 243,460,197 145,481,210 167
Total commerce 15,230,449 15,217,663 100 837,129,239 862,346,185 97
Inbound com m erce . 9,054,799 13,122,574 69 459,439,142 653,834,798 70
O utbound commerce 6,175,650 2,095,089 295 377,690,097 208,511,387 181
Foreign com m erce . 7,433,426 3,513,440 211 354,218,587 418,659,616 85
Domestic com merce 7,797,023 11,704,223 67 482,910,652 443,686,569 109

Total grain exports from Philadelphia, 1,137,306 tons, 38 per cent o f  total exports. O f this 
total, 667,032 tons, or 60 per cent, was o f  Canadian origin, — 23 per cent o f total exports. 

Total exports o f  coal, coke and oil, 1,431,203 tons, — 48 per cent o f total exports.
These items, including grain, constituted 86 per cent o f total export com m erce o f  Port. 
Total grain exports from  Boston, 273,463 tons, — 57 per cent o f total exports. O f this total, 

257,079 tons, or 94 per cent, was o f  Canadian origin, — 54 per cent o f total exports.



A P P E N D IX  IV.

W a t e r - b o r n e  C o m m e r c e  o f  B a l t i m o r e  a n d  B o s t o n ,  c o m p a r e d ,  

C a l e n d a r  Y e a r  1923.

Baltim ore
Tons.

Boston
Tons.

Balti
more, Per 

C ent of 
Boston.

Baltim ore
Value.

Boston
Value.

Balti
more, Per 

Cent of 
Boston.

Foreign imports 3,189,614 3,031,479 105 885,654,227 $355,629,439 24

Foreign exports 3,431,077 481,961 712 115,407,754 63,030,177 183

D om estic receipts . 2,025,432 10,091,095 20 104,864,924 298,205,359 35

D om estic shipments 1,509,381 1,613,128 94 78,930,929 145,481,210 54

T ota l com merce 10,155,504 15,217,663 67 384,857,834 862,346,185 44

Inboun d com merce 5,215,046 13,122,574 40 190,519,151 653,834,798 29

O utbound com merce 4,940,458 2,095,089 236 194,338,683 208,511,387 93

Foreign com m erce . 6,620,691 3,513,440 188 201,061,981 418,659,616 48

D om estic com merce 3,534,813 11,704,223 30 183,795,853 443,686,569 41

T ota l grain exports from  Baltim ore, 1,397,028 to n s ,- 4 1  per cent of total exports. O f this 
total, 543,591 tons, or 40 per cent, was o f  Canadian origin, — 16 per cent o f total exports. 

T ota l exports from  Baltim ore o f coal, coke and steel, 1,792,360 tons, -  52 per cent of total

exports.
These items, including grain, constituted 93 per cent o f  the total export com merce o f the 

Port.



A P P E N D IX  V.

P i e r s  i n  U s e  f o r  T h r o u g h  C o m m e r c e .

Boston & Albany, N o. 5 
Boston & Albany, N o. 4 
Boston & Albany, N o. 3 
Boston & Albany, N o. 2 
Com m onwealth, N o. 1 
Boston & Maine, N o. 45 
Boston & Maine, N o. 50 
Boston & Maine, N o. 49 
Boston & Maine, N o. 48 
Boston & Maine, N o. 47 
Boston & Maine, N o. 46 
Boston & Maine, N o. 44 
B oston & Maine, N o. 43 
Boston & Maine, N o. 42 
Boston & Maine, N o. 41 
Boston & Maine, N o. 40 
U nion W harf 
Lewis Wharf

D epth
(Feet).

35
35
35
35

30 to 40 
18

25 to 32 
32 
28

30 to 35 
14 to 35 
30 to 33 
30 to  33 
30 to 35 
27 to 30 
27 to 30 
18 to 21 
11 to 20

Space
(Feet).

1,166
1,806
1,630
1,460

990
1,100

425
360
550
950
900
820
690

1,120

695
490

1,078
1,862

Use.

Foreign commerce. 
Foreign com merce 
Foreign com merce 
Foreign commerce 
Foreign and domestic, 
D om estic com m erce . 
Foreign commerce. 
Foreign com merce. 
Foreign commerce. 
Foreign com merce. 
Foreign commerce. 
Foreign com merce. 
Foreign com merce. 
Dom estic com merce 
Foreign com merce 
Foreign com merce 
D om estic commerce 
D om estic com merce

Remarks.

Leyland Line.
Cunard Line.
C lyde Steam ship Pier.

Open in part.

Savannah Line.
Wilson & Furness Line; Warren t 
Scandinavian Line.
Eastern Steamship Line.*
C lyde Line.*

Leyland Line.
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A P P E N D IX  V  —  Concluded.

Remarks.Space
(Feet).

D epth
(Feet).

D om estic commerce

General wharfage 
D om estic com m erce . 
D om estic com m erce . 
D om estic com m erce . 
Foreign and dom estic 
Foreign and dom estic. 
D om estic com m erce . 
Foreign and domestic. 
Foreign and dom estic. 
Foreign and dom estic.

P i e r s  i n  U s e  f o r  T h r o u g h  C o m m e r c e  —  Concluded.

Com m ercial Wharf

T  W h a r f ................................................................................
Central W h a r f ......................................................................
India W h a r f ......................................................................
Fosters W h a r f ......................................................................
Long W h a r f ......................................................................
N ew Y ork , New H aven & H artford Railroad, N o. 1 
New Y ork , N ew  H aven & H artford Railroad, N o. 2 
New Y ork , New H aven & H artford Railroad, N o. 4
Com m onw ealth, N o.  ..................................................
A rm y B a s e ......................................................................

T ri-N ational Steamship Corporation, Com m ercial 
Wharf T ow boat C om pany, B u rton  Steamship 
C om pany and Stone’s Express.*

Q uincy M arket C old  Storage.t 
Eastern Steam ship C om pany.*
Eastern Steam ship C om pany.*
Eastern Steam ship C om pany.*
U nited Fruit C om pany.*

Merchants and Miners.*

.«—•> - —“ —""“t  e x c e s sim rr»r“, S * . s s z z s z ,*. , « « • •  ** ■ -
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A P P E N D IX  VI.

C l a s s i f i c a t i o n  o f  V e s s e l s  u s i n g  T r i b u t a r i e s ,  C a l e n d a r  

Y e a r  1922.
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Foreign:

Steamers 46 104 40 - 1 - 48 - - 24 - 263

Sailing vessels 4 - - 1 1 12 61 12 - 36 13 140

Barges . - 1 1

T otal foreign 50 105 40 1 2 12 109 12 - 60 13 404

American:

Steamers 18 223 161 - 1 - 137 - - 207 7 754

Sailing vessels - 87 11 13 5 18 55 3 16 3 12 223

Dredges 8 8

Motor boats 75 75

Lighters 59 158 309 36 297 604 350 79 24 22 235 2,173

Barges, scows, etc. 398 259 106 55 66 255 615 59 60 151 43 2,067

Submarines . 12 - 12

Total American 558 727 587 104 369 877 1,157 141 100 395 297 5,312

Foreign and Am eri 608 832 627 105 371 889 1,266 153 100 455 310 5,716
can.



PROPOSED LEGISLATION.
A n  A c t  t o  e s t a b l is h  H a r b o r  L i n e s  i n  F o r t  P o in t  

C h a n n e l  a n d  a b o l is h  t h e  H a r b o r  L in e s  in  S o u t h  
B a y  in  t h e  C i t y  o f  B o s t o n .

Be it enacted, etc., as follows:
S e c t io n  1. The harbor lines in Fort Point channel, Bos

ton harbor, are hereby changed and established as follows: 
Beginning at point I in the harbor line on the westerly side 
of the channel as established under chapter one hundred and 
seventy of the acts of the year one thousand eight hundred 
and eighty, thence running southwesterly in prolongation of 
line K -I  to point X  in the harbor line on the southerly side 
of the channel as established under chapter two hundred and 
thirty-two of the acts of the year one thousand eight hun
dred and seventy-three.

S e c t io n  2. All harbor lines heretofore established in Fort 
Point channel southwesterly of point I on the northerly and 
westerly side and southwesterly of said point X  in the south
erly and easterly side of said channel and all harbor lines in 
South bay are hereby abolished.

A n  A c t  to  e s t a b l is h  a  H a r b o r  L i n e  a n d  t o  a b o l is h  
C e r t a in  H a r b o r  L i n e s  in  C h a r l e s  R i v e r  i n  t h e  
C it i e s  o f  B o s t o n  a n d  C a m b r i d g e .

Be it enacted, etc., as follows:
S e c t io n  1. A harbor line in Charles river is hereby estab

lished as follows: Beginning at a point W in the harbor 
line as now established on the northerly side of the river, 
and one hundred feet easterly of the easterly side line of 
Charlestown bridge; thence southeasterly in a line parallel 
with and one hundred feet easterly of the easterly side line 
of Charlestown bridge, to a point X  in the harbor line as 
now established on the southerly side of the river, provided 
that an open channel or channels of suitable depth and 
width to provide for the passage of vessels of such size as 
can now pass through the lock in the Charles river dam be 
maintained from the harbor line herein established to said 
dam, and that no bridge or other structure be erected across 
said channel without a draw or other suitable provision for 
the passage of such vessels.

S e c t io n  2 . All harbor lines heretofore established between 
said line W -X  and the Charles river dam are hereby abolished.


