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REPORT OF THE BOSTON TRANSIT COMMIS
SION ON THE DORCHESTER TUNNEL.

B o s t o n  T r a n s i t  C o m m i s s i o n ,
1 5  B e a c o n  S t r e e t ,  B o s t o n ,  Jan. 4 , 1 9 1 3 .

To the Honorable Senate and House of Representatives.

Chapter 27 of the Resolves of 1912 reads as follows: —

R e s o l v e  t o  p r o v i d e  f o r  a  R e p o r t  b y  t h e  B o s t o n  T r a n s i t  C o m 
m i s s i o n  o f  a  R o u t e  f o r  a n  E x t e n s i o n  o f  t h e  D o r c h e s t e r  
T u n n e l  i n  t h e  C i t y  o f  B o s t o n .

Resolved, That the Boston transit commission is hereby authorized 
and directed, after an appropriation sufficient to cover the expense 
of the same as estimated by  it has been made by the city of Boston, 
to give public hearings, and to investigate and report to the next 
general court, on or before the first Saturday in January, a route for 
an extension of the Dorchester tunnel provided for by  chapter seven 
hundred and forty-one of the acts of the year nineteen hundred and 
eleven; said tunnel to start at Andrew square and form a continuation 
of said Dorchester tunnel and to run to such point in the Dorchester 
district, not nearer the terminus provided in said chapter for said 
Dorchester tunnel than Codman square in the Dorchester district, 
as will most conveniently afford access or approach for cars from 
Neponset, Fields Corner, M ilton Lower Mills and Mattapan, so called, 
in said district. The commission shall embody in its report an estimate 
of the cost of constructing the said tunnel. [Approved March 18, 1912.



In accordance with the foregoing resolve the Boston Transit 
Commission begs leave to submit the following report: —

As required by the resolve, the commission made an estimate 
of the expense of the investigation called for and notified the 
authorities of the city of Boston thereof. On December 17 
the commission received notice that the appropriation had 
been made by the city council.

On December 20 advertisements were published giving 
notice of a public hearing, which was held at the rooms of the 
commission on December 26.

For information with reference to growth of population, 
counts of traffic, including pedestrians, and passengers in cars 
on the various street railway lines, the commission refers to 
its report to the Senate and House of Representatives under 
chapter 97, Resolves of 1910, published in the seventeenth 
annual report of the commission (pages 52-77), a copy of 
which is transmitted herewith.

The resolve requires the commission to report “ a route 
for an extension of the Dorchester tunnel,”  now under con
struction. This extension is to start at the terminus already 
fixed for the latter at Andrew Square, and to form a continua
tion of the same to such point in the Dorchester district “ not 
nearer the terminus provided in said chapter (chapter 741, 
Acts of 1911) for said Dorchester tunnel than Codman Square 
. . .  as will most conveniently afford access or approach for 
cars from Neponset, Fields Corner, Milton Lower Mills and 
Mattapan.”

The commission has therefore to report a route for a tunnel 
from Andrew Square to some terminus not nearer that square 
than Codman Square, this terminus to afford convenient 
traffic facilities for cars from the four points above named.

It does not appear to the commission, however, that the 
intent of the resolve was that the terminus should be easily 
accessible from the four points mentioned, but that the ter
minus and route should be such that cars from these four points 
could easily make connections with the line. A  new tunnel, 
if built, would be operated presumably by train service, so 
that surface cars would in no case enter it.

The witnesses at the public hearing given by the commission



showed a consensus of opinion in favor of Codman Square as 
the terminus. Tins terminus affords convenient access for 
cars from Milton Lower Mills, by way of Dorchester and 
Talbot avenues, and by way of Dorchester Avenue, Codman 
and Washington streets. From Mattapan it affords convenient 
approach for cars by way of Blue Hill and Talbot avenues; 
and, at some time in the future, when the present car line 
located in Norfolk Street shall have been extended to Mattapan, 
a still more direct approach will be supplied.

Codman Square as a terminus is not itself conveniently 
reached from Neponset, but any subway extending from this 
terminus to Andrew Square would be intersected by the car 
lines from Neponset along Neponset Avenue, Gibson Street 
and Geneva Avenue to Bowdoin Street.

Fields Corner is nearer to Andrew Square than the terminus, 
and is on the direct line from Neponset, just described.

It appears, therefore, that a subway from Andrew Square to 
Codman Square would afford convenient access, either at the 
terminus or at some intermediate point, for cars from the four 
points named in the act.

After studying the question, and in view of the opinion of 
residents of the district, and the further fact that this point is 
at present almost the center of population of the district, the 
commission is agreed that the terminus referred to in the act 
should be at Codman Square.

The next element to be considered is the location of the 
route from Andrew Square to Codman Square.

Studies of traffic and topographical conditions narrow the 
choice of routes to two: —

First, a direct route from Andrew Square out Dorchester 
Avenue to Centre Street, and along Centre Street to Codman 
Square.

Second, by way of Boston Street and Columbia Road to 
Lphams Corner, thence following Columbia Road, Hancock 
Street and Bowdoin Street to its intersection with Geneva 
Avenue (or cutting across private property between these two 
points), then by way of Bowdoin Street and Washington Street 
to Codman Square, possibly passing under private property 
at some points to shorten the distance.



In studying the advantages and disadvantages of these two 
routes attention must be paid to existing facilities for reaching 
the heart of the city. At the present time there are practically 
four available lines. Two of these are steam railroad lines and 
two are surface and elevated street railway lines.

Along the westerly edge of the Dorchester district lies Blue 
Hill Avenue, in which the surface cars run in a reservation, and 
at rapid speed, from Mattapan to Grove Hall. Passengers 
from these lines may reach the elevated railway at Egleston 
Square by way of Seaver Street and Columbus Avenue, or at 
Dudley Street by Avay of Warren Street or Blue Hill Avenue 
and Dudley Street, and so reach the center of the city through 
the Washington Street tunnel.

A  short distance east of Blue Hill Avenue is located the 
Midland division of the New York, New Haven & Hartford 
Railroad, carrying passengers to the South Terminal, with 
frequent stations in the Dorchester district, and a 5-cent fare 
as far as Dorchester station.

Still further east is the direct street car line through Dor
chester Avenue with its various tributary lines, carrying passen
gers through South Boston, passing the South station, to the 
heart of the city. Many of the Dorchester Avenue lines diverge 
at one point or another and carry passengers to the Dudley 
Street station of the elevated.

A short distance east of Dorchester Avenue lies the Plymouth 
division of the New York, New Haven & Hartford Railroad, 
the Shawmut branch of which extends from Harrison Square 
to Milton Lower Mills (and thence through Milton to Matta
pan), intersecting Dorchester Avenue at several points, with 
frequent stations and a 5-cent fare to Ashmont on the Shawmut 
branch, and to Neponset on the main line.

East of the main line of the railroad there is a comparatively 
small population, residing along the shores of Dorchester 
Bay.

No point in the Dorchester district appears at the present 
time to be more than 3,300 feet in a straight line from the 
nearest steam railroad line, and the New York, New Haven & 
Plartford Railroad Company maintains seventeen stations in 
this district.



Consideration of the foregoing and an examination of the 
map submitted herewith shows that the Dorchester Avenue 
route between Andrew and Codman squares lies quite close 
to the lines of the Plymouth division of the New York, New 
Haven & Hartford Railroad, and is crossed by them at several 
points. In the three miles followed by this route there are five 
railroad stations, —  Crescent Avenue, Savin Hill, Harrison 
Square, Fields Corner and Shawmut.

The other route which has been described, via Uphams 
Corner, is much more nearly midway between the Plymouth 
and Midland divisions. It is also nearly midway between the 
Midland division and the Dorchester Avenue street car lines. 
From the point of view of providing most conveniently for 
traffic to all sections of the district, therefore, it would appear 
that the latter route would best fulfil this object, and if a new 
rapid transit subway line were to be located between the termini 
referred to, this would be the best route rather than one along 
Dorchester Avenue, which would practically parallel the 
Plymouth division, and would be located only a short distance 
from it. Of course it is to be borne in mind that the facilities 
afforded by a rapid transit street car line are not quite the 
same as those furnished by a steam railroad line. The latter 
carries passengers only to a terminal station, and they must 
then either walk or take a street car to reach the heart of the 
city, while the subway line carries them either direct or by 
transfer to all parts of the city. There is, therefore, a logical 
reason for not placing rapid transit street car lines precisely 
midway between the steam lines, and for considering the street 
railway system somewhat by itself. From this point of view 
there is more in favor of the Dorchester Avenue route; but, 
nevertheless, it is unquestionable that this avenue lies a short 
distance from the waterfront, and that to the east of it, along 
the greater part of the proposed subway route, there is a com
paratively small population which cannot much increase, while 
the Uphams Corner route would pass more nearly through the 
center of the district which would naturally be tributary to it.

The commission has had studies and estimates of cost made 
for the route via Dorchester Avenue and for the route via 
Uphams Corner, the latter extending under private property



under Meeting House Hill from near Glendale Street to near 
the junction of Bowdoin Street and Geneva Avenue, and also 
extending under private property for some distance west of 
this point, to near the junction of School Street and Washington 
Street.

These two routes, together with street car routes, are shown 
on the map.

A  subway under Dorchester Avenue would lie comparatively 
near the surface, and would encounter but little rock, but it 
would be throughout its entire length subject to the difficulty 
of maintaining during construction the dense street traffic 
overhead, consisting of street cars and heavy vehicles.

The other route would be less exposed to difficulties of this 
kind, and, where it passes under private property, it would be 
at a considerable depth below the surface, and would be a tunnel 
in rock. The greater amount of rock excavation on this route 
would be partly compensated by the greater expense on the 
other route of supporting the street traffic.

It appears from the report of our chief engineer, which is 
submitted as an appendix to this report, that the cost of con
struction of the Dorchester Avenue line (Route No. 1) —  with 
stations near Savin Hill Avenue, near Fields Corner and in 
Codman Square —  would be, roughly $6,100,000, exclusive of 
land damages, while the cost of construction of the Uphams 
Corner line (Route No. 2), which is slightly shorter than 
Route No. 1, would be, roughly, $6,300,000, exclusive of land 
damages.

Generally speaking, then, the cost of a subway by either 
route would be approximately the same, or the difference would 
not be decisive in the face of other advantages.

After considering the matter as carefully as the time has 
allowed, therefore, the commission has reached the conclusion 
that the most favorable route for a tunnel between Andrew 
Square and Codman Square -would be that designated above 
as Route No. 2, via Uphams Corner.

While this is the conclusion of the commission at the present 
time, it should be borne in mind that conditions are constantly 
changing, and that in the future another conclusion might be 
reached. Changes in steam railroad service, as well as in the
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street car service, and many other conditions are all factors 
affecting this problem.

Appended is the report of the chief engineer of the commission, 
Mr. Edmund S. Davis, with a general map of the district show
ing the two routes and the street car lines, and maps and 
profiles of each of the two routes.

BOSTON TRAN SIT COMMISSION,

B y  GEORGE G. CROCKER,
Chairman.



A p p e n d i x .

ENGINEER’S REPORT.

B o s t o n  T r a n s i t  C o m m i s s i o n ,
1 5  B e a c o n  S t r e e t , B o s t o n , D e c . 3 1 ,  1 9 1 2 .

M essrs. G e o b g e  G . C r o c k e b , G e o b g e  F . S w a in , H o r a c e  G . A l l e n , 
J o sia h  Q u in c y  an d  Ja m e s  B . N o y e s , Boston Transit Commissioners.

G e n t l e m e n  : —  With reference to chapter 27 of the Resolves 
of the Massachusetts Legislature, session of 1912, in regard to 
a route for an extension of the Dorchester tunnel in the city of 
Boston, I beg leave to report that from the best available in
formation which could be obtained in the time allowed, pre
liminary studies, estimates and maps have been prepared in 
compliance with your instructions showing two routes for an 
extension of the Dorchester tunnel from Andrew Square to 
Codman Square. One of them is by the way of Dorchester 
Avenue and Centre Street, a distance of about 3 miles. Stations 
on this line might be located at or near Savin Hill Avenue, at 
or near Fields Corner and in or near Codman Square. The 
cost of construction of such an extension, including the cost 
of making such changes of water pipes and sewers as may be 
required, and exclusive of land damages, is estimated, roughly, 
to be about $6,100,000. Another study via Uphams Comer 
shows a route leaving Dorchester Avenue a little south of 
Andrew Square, deflecting in a southwesterly direction, passing 
beneath the New York, New7 Haven & Hartford Railroad and 
running under or near Boston Street and Columbia Road to 
near Quincy Street, thence in a southerly direction under streets 
and private lands to near the intersection of Bowdoin Street 
and Geneva Avenue, thence in a southerly direction in, under 
or near Bowrdoin Street and private lands and Washington



Street to Codman Square, the total distance being about 
15,000 linear feet or about 2.85 miles. It is assumed that 
stations would be located at or near Uphams Corner, at or 
near the intersection of Geneva Avenue and Bowdoin Street 
and in or near Codman Square. The cost of construction of 
the extension on this route, including the cost of making such 
changes of water pipes and sewers as may be necessary and 
exclusive of land damages, is estimated roughly to be about 
$6,300,000. A  considerable portion of this route will be in 
rock excavation, and on account of the irregularity of the 
streets parts of the tunnel would be under private land, but 
mostly at such a depth that buildings on the surface would not 
be materially injured.

Very respectfully,

EDM U N D S. DAVIS,
Chief Engineer.



.

■

'

■

'


