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Ci)e Commcmtoealtl) of q^assadmsetts

FINAL REPORT OF THE JOINT SPECIAL COM
MITTEE ON THE FINANCES AND CONTROL 
OF THE BOSTON ELEVATED RAILWAY COM
PANY.

To the Honorable Senate and House of Representatives.
Chapter I. Introduction

This report is submitted pursuant to the following joint order.
Ordered, T hat a jo in t special committee, to  consist of three members of the Senate and six members of the House of Representatives, be appointed to  investigate and consider w hat additions, extensions and im provem ents in the road and equipm ent of the railw ay system  managed and operated by the Board of T rustees of th e  Boston E levated  Railw ay are necessary or desirable, and methods of financing th e  same, the relative advantages and disadvantages of public operation of said system under chapter one hundred and fifty-nine of the Special Acts of nineteen hundred and eighteen, and th e  desirability  in the public in terest of terminating or of continuing for a definite period such operation; and the desirability  or advisability of ownership of the properties of said railw ay by the Com m onwealth or some subdivision or subdivisions thereof, and m ethods of accomplishing the same if the committee deem such ownership to  be advisable. In  connection therew ith  said com m ittee shall also consider the advisability of establishing a m etropolitan d istric t for financing m etropolitan rapid transit lines and other m etropolitan im provem ents w ithout resort to  th e  credit of the Commonwealth. Said committee shall report its findings, w ith such recom m endations as it may deem expedient, together w ith drafts  of any legislation it recommends, to  th e  General Court by filing the same with the Clerk of the House of R epresentatives on or before December fifteenth of the current year. The committee shall be furnished w ith rooms in the S ta te  House, may require by summons the attendance and testim ony of witnesses and the production of books and papers before it relating to  any  m atte r under investigation, and m ay administer oaths to  witnesses testifying before it. Such summonses shall be issued and such oaths administered by the chairman of the com m ittee. The com m ittee m ay expend such sums for expenses and clerical and other assistance, no t exceeding five thousand dollars, as may be appropriated by the General. C ourt and approved by the Governor and Council.

In accordance with this Order the President of the Senate appointed to the Committee, Hon. Charles C. Warren of Arlington, Hon. James G. Moran of Mansfield and Hon. Edward J. Cox of Boston, and the Speaker of the House appointed to the Committee, Representatives Henry L. Shattuck of Boston, George Louis Richards of Malden, Harrison H. Atwood of Boston, Francis W. K. Smith of Somerville, William P. Hickey of Boston and Francis X. Coyne of Boston.The Committee organized with the election of Hon. Charles C. Warren as Chairman, and of Representative Henry L. Shattuck as Vice Chairman. John D. Wright of Brookline was chosen secretary.The Committee has held numerous conferences with the Trustees of the Boston Elevated Railway, and with their General Manager and counsel, and has also conferred with the Chairman of the Division of Metropolitan Planning of the Metropolitan District Commission, with the Chairman of the Commissioners of the Department of Public Utilities, with Mr. Homer Loring, formerly Chairman of the Trustees of the Eastern Massachusetts Street Railway, and others.The Committee has held several public hearings at which the attendance of the Elevated Trustees, representatives of cities and towns served and of numerous civic bodies was invited. I t has also made an inspection of the properties of the
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Boston Elevated Railway accompanied by the Trustees, the General Manager and counsel, by whom various needed improvements were pointed out.At these hearings, the mayors of Boston, Cambridge, and Somerville, and representatives of several other cities and towns served by Elevated system were heard or sent communications to the committee. Remarks were also made by a representative of the United Improvement Association and by various citizens A number of the cities and towns served, though notified, were not heard fromThe principal questions which the Committee has been requested to consider are the following:

1. W hat additions, extensions and im provem ents are necessary or desirable in the road and equipm ent of th e  System.
2. M ethods of raising the money needed to  m eet the cost of such additions, extensions and im provem ents.
3. The relative advantages and disadvantages of public operation of the system under C hapter 159 of the Special Acts of 1918, generally known as the Public Control Act and in th is connection the desirability of te rm inating  public control a t the expiration of the initial fixed period of 10 years provided in th a t  act or, in th e  alternative, the desirability of continuing public control for a fu rther fixed period, and if so w hether on the same terms as those provided in the Act or under modified term s.
4. The advisability  of public ownership by th e  Commonwealth, or some subdivision of the Commonwealth, and if deemed advisable th e  m ethods by which it should be accomplished5. The advisability  of establishing a M etropolitan  D istrict for financing Metropolitan R apid  T ransit Lines and for M etropolitan im provem ents w ithout resort to the credit of the Commonwealth.

This is a large order and in the limited time at its disposal the Committee has not found it possible to make complete findings and recommendations upon all these questions.
The Committee will first give a brief statement of the situation in which the Boston Elevated Railway Company found itself prior to the commencement of public control under the Act of 1918, and of what has taken place since that time under the management of the public trustees. The Committee believes that such a review of the past is necessary for the proper consideration of the questions of the future policy, upon which it has been requested to report. The Committee will then take up these questions in the order named above.

Chapter II. History of Boston Elevated Railway Company prior to PublicControl
In 1887 the West End Street Railway Company was incorporated and during that year and the next purchased and consolidated the numerous companies owning and operating street railway properties in Boston and its vicinity. On July 2, 1891, an act was passed incorporating the Boston Elevated Railway Company, but this original charter was amended in 1897 and the actual history of the company dates from that year. At that time no elevated structures had been built and but one subway was in existence. This was the original Tremont Street Subway, which was built by the City of Boston and leased to the West End. The Boston Elevated Company took a lease of the West End in 1897, upon terms approved by the Board of Railroad Commissioners, and undertook to build certain elevated rapid transit lines and to operate the unified system of surface and elevated lines, with free transfers and a uniform fare which, under the charter, should at no time exceed five cents and which for twenty-five years could not be reduced by the Legislature. Between 1897 and the taking over of the management of the property by the Trustees under the Public Control Act of 1918 the following rapid transit facilities were completed and put in operation: —

E levated  lines from Sullivan Square to  N orth  S tation  and N assau S treet to  Forest Hills.1 he E levated  on A tlan tic Avenue.The E ast Boston Tunnel.The W ashington S treet Tunnel.
T he Cambridge Subway, including the E levated  connection and Beacon Hill Tunnel.



1925.] H O USE — N o. 1180. 5
The E ast Cambridge V iaduct Extension.The Boylston S treet Subway.The E ast Boston Tunnel Extension.The Dorchester Tunnel from P ark  S treet to  Broadway.The Dorchester Tunnel from Broadway to  Andrew Square.In addition, the E levated  laid nearly 200 miles of additional surface lines.

The elevated structures were built by the company at its own expense through funds derived from the public sale of bonds and stock at prices fixed by the Public Service Commission or other State boards exercising similar functions. The rigid anti-stock-watering laws of Massachusetts made it certain that there could be no over capitalization. Every dollar of the capital represents money or property actually paid or delivered to' the company for purposes approved by the State Commission. A common difficulty in the regulation of street railways in other States has been the question of over capitalization, — the desire of companies to pay dividends on watered stock representing good-will or future earnings but not actual investment of money or property. This is not so in the case of the Elevated.The average price received by the company upon its outstanding common stock was $111.34 a share. Upon this average price the dividend of 6 per cent gives a yield on the actual investment of about 5.4 per cent.The Cambridge Subway was also built by the Company at its own expense, but was purchased by the Commonwealth in 1920, pursuant to Chapter 369 of the General Acts of 1919, at the exact original cost. The Boston subways were built for the City by the Transit Commission and comprise the most extensive underground transportation system in this country outside of New York. The subways were leased by the City to the company at rentals sufficient to pay the interest on the original cost and instalments in varying amounts as a sinking fund toward the payment at maturity of the bonds issued by the City. Just how far the sinking fund will go toward the payment of the bonds at maturities it is impossible to predict, but it is safe to say that at that time the subways will be in large part paid for.In 1897 the total amount of the invested capital upon which interest and dividends had to be paid, including subways on which rentals had to be paid, was $25,000,000. In 1919 it was $135,000,000. The increase in capital charges from 1897 to 1919 was 436 per cent, although in the same period the population served increased by only 56 per cent and the revenue passengers but 88 per cent.For several years after the Elevated Company commenced business in 1897 interest was paid on subscription receipts at rates not exceeding 5 | per cent. Beginning with February 15, 1902, dividends were paid on the stock of the company at the rate of 6 per cent per annum, each calendar year until 1914. In that year 5 per cent was paid. In 1915 the company paid 5 | per cent. In 1916 it paid 5 per cent, and in 1917 per cent. No further dividends were paid until after the commencement of public control on July 1, 1918. Since that date dividends have been paid at the rate of 5 per cent for the first two years, 5 | per cent for the next two years, and 6 per cent, since July 1, 1922. Dividends at the rate of 8 per cent on the preferred and at the rate of 7 per cent on the common stock of the West End Street Railway Company were regularly paid as part of the rental under the West End lease to the Elevated until at the expiration of the lease on June 10, 1922, the West End was merged with the Elevated under the provisions of Chapter 740 of the Acts of 1911, and the West End 8 per cent preferred was exchanged for Elevated 8 per cent first preferred and the West End common, which had been paying 7 per cent, was exchanged for Elevated 7 per cent second preferred._ During the period of private management new subway and elevated construction added constantly to the operating expenses of the company. At the same time revenues were gradually increasing, through increases in the number of passengers carried, but these increases of revenue were by no means keeping pace with the increased expenses. Wages and other expenses were also increasing and these increases began to rise rapidly about 1912. I t was becoming more and more evident that the revenues of the company from the 5 cent fare were insufficient
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to meet these mounting operating expenses and to provide sufficient funds for maintenance and depreciation. The crisis came in 1916. The company’s credit was gone. It had issued all bonds allowed by law and its stock had fallen below par, so that no further stock issues could be made. It could not even raise the funds required to equip the new subways just coming into operation. It was no longer able to perform the public service which the people required. The need for relief to provide adequate revenue and to re-establish the credit of the company was manifestly imperative.

Calling attention to these conditions, the board of directors of the Elevated Company by letter dated May 22, 1916, asked Governor McCall to request the legislature to make provision for the appointment of a commission to report to the next General Court as to whether or not in its opinion it was advisable for the State to take action, either legislative or otherwise, with a view to enabling the company to obtain a net revenue adequate for its corporate and public purposes, and if so, what action. In conformity with this request a commission, which included in its membership the members of the public service commission and those of the Boston transit commission, was forthwith established. In February, 1917, the commission filed its report (Senate, No. 344 of 1917) in which it recommended certain minor measures for relief, the purchase of the Cambridge subway and that the public service commission be directed to continue the investigation. A bill based upon this report, and providing for continuation of investigation by the public service commission along the same lines, but omitting provision for the purchase of the Cambridge subway, was passed and approved in May, 1917 (chapter 373 of the Special Acts of 1917). The public service commission filed its report in February of 1918 (House, No. 1240 of 1918), recommending a plan of public control and management for the Elevated property and submitting a bill for this purpose. After consideration of this report and other proposals for the rehabilitation of the Elevated, the Public Control Act was passed by the Legislature by a bill approved May 22, 1918 (chapter 159 of the Special Acts of 191S).Under this Act the management and control of the Elevated was placed in the hands of five trustees to be appointed by the Governor for terms of ten years. Thus the management of the road was transferred from the private owners to these public trustees. In substance, the Commonwealth took a lease of the property.Under the Act the trustees are given power to regulate and fix fares and to determine the character and extent of the service and facilities to be furnished by the company. They may make contracts in the name of the company and issue stock or bonds or other evidences of indebtedness in the name of the company, although they cannot make leases or contracts extending beyond the period of public control without the consent of the directors. They are required to fix such rates of fare as will reasonably insure sufficient income to meet the cost of service, including operating expenses, rentals, interest, depreciation, fixed dividends on all preferred stock, and dividends on the common stock at 5 per cent during the first two years, 5§ per cent during the next two years, and 6 per cent during the balance of the period of public operation. As stated, the transfer of the property to the trustees was in the nature of a lease, and the fixed dividend payments were in the nature of rental for the use of the property. The trustees are further required to establish schedules of rates of fare, four schedules successively higher and four successively lower than the one in effect for the time being, so that if at the end of a quarter the reserve fund mentioned below should exceed by 30 per cent or more the amount originally established (i.e., $1,000,000) and during the preceding three months the income should have exceeded the cost of service, the next lower rates of fare will automatically go into effect, and so that if at the end of any such period the reserve fund should be less than 70 per cent of the amount originally established, and during the preceding three months the income has been less than the cost of service, the next higher rates of fare will likewise take effect automatically.I t is the duty of the trustees to maintain the property “ in good operating condition and to make such provision for depreciation, obsolescence and rehabilitation
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that upon the expiration of the period of public management and operation, the property shall be in good operating condition.”Before accepting the Act the company was required to raise $3,000,000 cash by an issue of 7 per cent cumulative preferred stock at not less than par, callable at 105 and accrued dividends, with such preference in liquidation as the stockholders might determine. This was done, the stockholders providing for payment on this preferred stock of $105 per share and accrued dividends before any payment on the common stock. Of the proceeds of this issue $2,000,000 was placed at the disposition of the trustees to pay the cost of additions and improvements to the property of the company, and $1,000,000 was required to be set aside as a reserve fund to be used only in making good the deficiency caused by failure of the company’s income to meet the cost of service. I t is provided that any excess of income over the cost of service shall be transferred to and become a part of this reserve fund.Should this reserve fund at the end of any June or December become insufficient to meet the above mentioned deficiency, as was the case in 1919, the Act provides for the payment to the Company by the Commonwealth of the amount of the deficiency less any amount in the reserve fund applicable thereto. The Commonwealth in turn secures the necessary funds by assessment on the cities and towns in which the company operates, in proportion to the number of persons in those cities and towns using the service of the company at the time of payment. In order to meet any required payment by the Commonwealth, the state treasurer is empowered to borrow such sums as may be necessary in anticipation of assessments on cities and towns. If as of the last day of any June or December thereafter the reserve fund should exceed the amount originally established, the trustees must apply the excess toward reimbursing the Commonwealth for any amounts so paid, and the Commonwealth must distribute it among the cities and towns in proportion to the amounts assessed upon them.Under the provisions of the Act public control is established for a fixed period of ten years and is to continue thereafter until such time as the Commonwealth elects to discontinue it. This may be done either at the expiration of the ten year period or at any time thereafter by appropriate legislation passed not less than two years before the date fixed for such termination. In the event.that the property is returned to the company to manage and operate it is provided, although this part of the act is not a contract, that the company may fix and collect such just and reasonable fares as will produce an income sufficient to pay the cost of service, including dividends of 6 per cent per annum upon the par value of the common stock, but no more, and that the company may establish schedules of fares which shall automatically increase or decrease in the same manner as it authorized in the case of the trustees. It is further provided that the Commonwealth shall be under no liability to make any payments to the company by reason of any deficiencies in income accruing after the discontinuance of public operation.Acceptance of the provisions of the Act by the company constituted an agreement to sell to the Commonwealth, or any political subdivision thereof, at any time during the period of public management and operation, all the assets, property and franchises of the company, on assumption by the Commonwealth of all its outstanding debts and liabilities and payment in cash of a sum equal to the amount paid in in cash by the stockholders for stock then outstanding. This option to purchase at an agreed price is in addition to the powers of the Commonwealth or any political sub-division thereof to purchase the property through a taking by eminent domain.
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Chapter III. The Elevated under the Public Control Act
The first Public Trustees were appointed by the Governor on June 26 1918 and were: ’ ’

John F. Stevens.William M. Butler.Galen L. Stone.Louis A. Frothingham.Stanley R. Miller.
They took office on July 1, 1918, and that was the date of the commencement of public control.
On October 25, 1918, Samuel L. Powers was appointed in place of Louis A Frothingham, resigned.
On December 31, 1918, James F. Jackson was appointed in place of William M Butler, resigned.
On February 5, 1919, Winthrop Coffin was appointed in place of Galen L Stone, resigned.
On May 31, 1922, J. Frank O’Hare was appointed in place of John F. Stevens deceased.
The present Trustees are: James F. Jackson, Chairman, Winthrop Coffin,Stanley R. Miller, J. Frank O’Hare, and Samuel L. Powers. Their terms of service expire at the end of the fixed period of public control on June 30, 1928. Thereafter, if public control continues, five trustees are to be appointed for a further term of ten years, or until such time as public control is terminated, if it is terminated before the expiration of that term.
The Public Control Act expressly imposed upon the trustees two distinct duties, — first, that of establishing the service upon a self-supporting basis, and second, that of bringing the railway to a condition suitable for operation. Successive changes in fare were made to obtain receipts that would meet expenses. On August 1, 1918, the 5-cent fare was changed to a 7-cent fare, which on December 1, of the same year gave way to an 8-cent fare. The receipts from the 8-cent fare, after a trial of seven months, also proved inadequate, so that the results of operation for the year ending June 30, 1919, showed a total deficit of $4,980,151.67, of which $1,000,000 was taken from the reserve fund. In accordance with the terms of the statute the balance amounting to $3,980,151.67 was assessed upon the cities and towns served by the railway, — the transaction being in effect a loan and not a permanent contribution to the cost of the service. Following this assessment, came the wage award in July, 1919. This award being retroactive in its character added to the wages which had been paid for May and June $435,348.46, thereby increasing the deficit by that amount. On the 10th of July, 1919, the fare was made 10 cents.
The basic fare is still 10 cents and there is no prospect, in the near future at any rate, that the cost of service will be such as to permit any reduction in this basic fare. On March 21, 1921, however, the trustees inaugurated a 5-cent fare for certain local routes. These 5-cent fare routes were increased from time to time to such extent that for the fiscal year ending December 31, 1923, the system carried 98,000,000 passengers at a 5-cent fare, amounting to 25.75 per cent of its revenue passengers. In December, 1923, the number of revenue passengers so carried had increased to 27 per cent of the total number of revenue passengers carried. By June 30, 1924, the average receipts per revenue passenger by reason of the establishment of these 5-cent fare routes had fallen from 10 cents to 8.66 cents.
By reason of increased operating expenses and decreasing revenues culminating m the wage award made in October, 1924, the trustees were obliged to give up the 5-cent fare and to give the public the alternative of either paying the 10-cent cash fare or using tickets sold in strips of five for 30 cents. This change took effect on November 15, 1924.
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Wage disputes between the company and its employees are settled by arbitration under the terms of a contract dated May 1, 1913, between the union and the company. Under this contract the union appoints one arbitrator, the company or trustees appoint one arbitrator, and a third, the chairman, is appointed by the other two. In 1912 the labor cost per passenger to the Elevated Company was 1.97 cents. In 1921 the labor cost per passenger was 4.6 cents, when the uniformed men were getting 70 cents an hour. By voluntary agreements this rate of pay was successively decreased in 1921 and 1922, to 61 cents per hour for the first six months of 1923. The rate was increased in October, 1923, to 70 cents an hour, retroactive to July 1, 1923, at an estimated annual increased cost of about $1,- 800,000, and again in October of this year to 72J cents, retroactive to July 1, 1924, at an estimated annual increased cost of about 1500,000. The elevated employees now receive the highest wages paid in any city of the United States except Chicago, where the rate is 75 cents an hour, but where there are certain other terms of employment that are less favorable to the men. At present wage rates, after allowing for the considerable economies brought about by operation of surface cars in trains and of one-man cars, the labor cost amounts to about 4.499 cents per passenger. In other words the labor cost alone is about 4f cents for every passenger carried. It is apparent, therefore, that the wage rates are a most important factor in the fixing of fares which the public must pay to meet the cost of the service received.
A comparison of the total wages charged to operating expenses and the total receipts for the years ending June 30th from 1910 to 1924 reveals the fact that during that time receipts have a little more than doubled, whereas wages are almost three times as much in 1924 as in 1910. (See Appendices A and B.) Furthermore, in 1910, 28.80 per cent of the average receipts per revenue passenger was spent for wages, as against 50.95 per cent in the month of October, 1924. I t  would seem that the present method of arbitration under the existing contract fails to secure representation of the public, which for the reasons stated has a vital interest in any award made.
There has been expended by the Trustees between July 1, 1918 and June 30, 1924 approximately $25,800,000 upon road and equipment, either for additional property or for replacement of worn-out property. The specific purposes for which these expenditures have been made are as follows:

Cars . . . . . . .Car houses and shops . . . .Power houses and transmission of electricity Surface lines (track and line betterm ent) Elevated structures and appurtenances . Miscellaneous improvements .

*12,022,254 87 3,853,851 64 3,183,039 28 4,213,889 86 2,039,848 07 504,482 71
T otal *25,817,366 43

When added to the total of $3,755,270.80, which had been expended upon road and equipment in excess of any capital issues at the time the trustees took charge of the railway property on July 1, 1918, it made a total to be provided for during the first six years of public control of approximately $29,675,000.The money to provide for such betterments came from the following sources:
P art of the proceeds from the sale of preferred stock which th e  stockholders were compelled to  subscribe before the Public Control A ct could take  effect . Proceeds from the sale of the Cambridge Subway to  the Commonwealth Available from the depreciation charge July  1, 1918, to  June 30, 1924 Approximate am ount received in settlem ent of fire insurance losses Too.(TOroximate cash proceeds resulting from the sale of real esta te properties Additional bonds issued against the preferred stock which was sold under provisions of the Public Control Act

82,000,0007.868.000 12,270,0001 , 000,0001.300.000
3,000,000

$27,438,000
The authorized issue of $2,232,477 bonds against the paid in premiums on West End stock authorized by Chapter 288 of the Act of 1924 is not included in the
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above statement, but the Company on November 1, 1924, had an unfunded fln«t ing debt of $5,150,000.

The Trustees have allowed for depreciation by establishing the life in years of the several depreciating capital items and then allowing annually for depreciation that percentage of the book value of each such item calculated to provide funds at the end of the estimated life, equal to the book value (see Appendix C). For example on December 31, 1923, the book value of structures and foundations was $17 621[ 204.68, and their estimated life 75 years. The percentage of yearlv depreciation is therefore I f  per cent, and consequently 1} per cent of the book value — i e $234,949.40 — is set aside annually, so that at the end of 75 years the total book value will have been replaced through this allowance for depreciation. The money thus set aside is expended from time to time for new property to replace that which lias become worn out or obsolescent.
During the period of public control the following rapid transit and other extensions have been made or authorized at the expense of the city of Boston, and have been leased or are to be leased to the Elevated: —
The Maverick Square underground station in East Boston was constructed by the city at a cost of $3,591,275.08, and was opened for traffic in the spring of 1924. As part of this improvement the Elevated Trustees equipped the East Boston Tunnel for subway-train in place of surface-car operation, and provided forty- eight new cars for the purpose.By chapter 480 of the Acts of 1923, a futher extension of rapid transit was authorized from Andrew Square, parellelling the main line of the Old Colony Railroad and thence over the Shawmut Branch of the New York, New Haven and Hartford Railroad. Under the above-mentioned act the city of Boston is not only to construct and own the short extension of subway from Andrew' Square to the main line of the Old Colony Railroad, but is also to acquire all surface rights of way, including the purchase of the entire Shawmut Branch, and is to equip the entire line and lease it to the Elevated in complete operating condition. The only expense for which the e'evated will be required to provide capital is that for the additional cars needed. Plans are under way for construction of this extension and a contract for the first section has been let and w'ork started. The original plans called for train service only as far as Fields Corner, but they have since been modified so as to provide train service to Ashmont. This change, with the construction of two extra tracks on part of the Shawmut Branch and the elimination of grade crossings, has raised the original estimate of the cost of this extension by nearly three millions. It is now estimated that it will cost $8,498,136, including $1,000,000 for the additional cars needed.Pursuant to chapter 405 of the Acts of 1923, the city of Boston acquired certain surface lines of the Eastern Massachusetts Street Railway in the Hyde Park district of Boston, and has leased them to the Elevated for the period of public control. At the time of this transaction the 10 cent fare was extended to this district.

Between July 1, 1918, and December 31, 1923, oyer 84| miles of track were reconstructed and about 27f miles substantially repaired. The Trustees have purchased and put in operation 765 new surface cars, 65 new' elevated cars, and 48 cars for the East Boston tunnel. New terminal yards, an elevated inspection shop and a lobby for the trainmen at Forest Hills, the first unit of the modern repair shops at Everett, and a new' car-house and lobby' at Fields Corner have also been completed and put in use.During the same period, a number of subway improvements have been made, including the opening of the Arlington Station of the Boylston Street Subw'ay on November 13, 1921, and extensions of the platforms at the Park Street, Boylston Street and Harvard Square stations. On these the Elevated is paying additional rental under supplemental leases from the City of Boston, and, in the case of the Harvard Square platform, from the Commonwealth. Changes have been made at
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Lechmere terminal to improve interchange conditions there. The construction of a transfer station at Neponset for joint use with the Eastern Massachusetts has been completed. Much progress has been made in replacement of old-type signals on the Elevated from Washington Street Tunnel to Forest Hills. On May 31, 1923, a new boiler room and two 1,825 horse-power boilers were placed in operation at the South Boston Power Station. Shortly afterwards an additional 35,000-kilowatt turbo-generator with condenser equipment was put in operation. These and many other betterments have been made under the management of the Trustees.

The Trustees have effected substantial economies in operation of the system. They began the operation of one-man service on the Grove Street, West Roxbury, line on January 11, 1919, with a so-called Birney one-man car for the experimental purposes. As the pressure of increased operating expenses became greater, ways and means were found for the constantly increased use of one-man operation. At the present time one-man operation is quite generally distributed over the entire system and 31 per cent of the daily surface mileage is being operated by one-man operation. The unique fare collection arrangement whereby on many lines the 10-cent through fare is collected at terminals offered the opportunity for greatlv increasing the one-man operation without detriment to the service, because on monv lines the operators of one-man cars are concerned with the collection of onlv local fares.The Trustees began the oporation of motor busses on February 24, 1922, be- tveen Union Square and the Boston-Watertown line on North Beacon Street in vie.v of the impracticability of spending money for rebuilding the track at the time the city was widening and resurfacing North Beacon Street. The traffic did not justify the rebuilding of the track but the availability of the bus offered opportunity for continuity of service. The service has increased from that time. During October, 1924, ten routes were in operation requiring 44 busses, operating 97,630 miles and carrying 676,005 passengers. All of this development has taken place because of the unwisdom of rebuilding track or to meet the demand for service in territory where no tracks existed as auxiliary to the main car routes.Three-car trains of surface cars were put in operation early in 1919, and have proved to be an economy. Motorization of emergency, wire, and wrecking service has been completed, at a saving of about $85,000 a year. The high cost of coal has in a measure been offset by economies in use of power. Coasting recorders — a device to record the mileage covered while cars are operated without brakes and without power — have been introduced with good results. The completion of the new terminal yard- at Forest Hills and the operation of trains from this yard since November 9, 1921, has decreased the annual operating cost by eliminating nearly a million miles of dead mileage. The first unit of the Everett repair shops, put in operation on December 26, 1923, is the first step in eliminating the waste of attempting to care for modern rolling stock in quarters originally designed for horse- cars. The new George Street storehouse for supplies of the Maintenance Department and the Elevated Road Department was completed earlv in 1923, and additional yard tracks and scales were installed to facilitate handling and storing of material. Through the introduction of the modern boilers at South Boston, as well as the introduction of the new light weight cars, — notwithstanding an increase of 3,474,577 miles and of 25,555,755 passengers carried during 1923, — the number of tons of coal burned was 13,409 tons less than in 1922.
The operating results for each year ending June 30th since commencement of public control have been as follows:

June 30, 1919, operating deficit ■ . $4,980 1.51 67Additional operating deficit by reason of re troactive wageaward of July , 1919 .................................................................  4.35,348 46
T otal operating deficit . $5,415,500 1.3
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June 30, 1920, surplus June 30, 1921, surplus June 30, 1922, surplus June 30, 1923, surplus June 30, 1924, balanced

$17,079 95 550,253 52 1,385,211 44 1,114,551 82

The operating deficit for the year ending June 30, 1919, was taken care of as follows:
T aken from the 81,000,000 reserve fund . . . . . .  .81,000000 00Loaned by  the Com m onwealth, and assessed by it  on the cities and towns ’ u

served by th e  E l e v a t e d .......................................................................................  3,980,151 67C arried  as a deficit ..............................................................................................................  435,348 46
$5,415,500 13

From the surplus revenues of 1920, 1921, and 1922, the $1,000,000 Reserve Fund was finally restored, and the additional deficit of $435,348.46 made up, and a balance of $517,196.45 remained, which in July, 1922, was repaid to the Commonwealth and distributed to the cities and towns on account of the assessment levied upon them. In the following year the entire surplus of $1,114,557.82 was so repaid and distributed. On June 30, 1924, there was an operating deficit of $144,202.44, but owing to a fortunate settlement of a claim against a coal company for failure to deliver coal in a previous year, and to returned premiums on Workmen’s Compensation insurance for a previous year, it was possible to make good this deficit and to show an even balance of receipts and expenditures. Since June 30, 1924, at which time the reserve fund amounted to $1,000,000, cost of service has exceeded revenues, and in consequence the reserve fund has been exhausted and on November 1, 1924, was overdrawn by $42,556.11.The management of the Trustees has been efficient and their labors in behalf of the car-riders have been unremitting. The committee has only praise for the earnest service which they have rendered the public in the performance of their duties under the Public Control Act.

Chapter IV. Additional Extensions and Improvements needed or underDiscussion
It may be stated at the outset that it is clear beyond dispute that there are numerous desirable extensions and improvements to the plant, road, and equipment of the Elevated system. Some of these would, to some extent at least, be productive of greater economy as well as efficiency in operation. Others could be provided only at an increased cost for the service rendered. All, to a greater or less extent, would be conducive to an improvement in the service.The following is a schedule of capital expenditures for plant improvements aggregating twenty million dollars, to be provided for during the next ten years, which was submitted to the Committee by the Trustees:

(1) Completion of th e  general repair shops a t E vere tt, 2 i  years for construction,represents v ita l need if equipm ent is to  be adequate and economically m aintained . . . . . . .
(2) Fireproof repair units sorely needed to  care for daily inspection of moderncars a t surface car houses, together w ith proper yard  facilities. These needs pressing a t Salem S treet, Arlington, Reservoir, Lotus Place, C ity P oint . . . . . . . .
(3) A dditional 1,800 H. P. boiler and boiler building a t South  Boston to  utilizecapacity  of th is sta tion . Pligli tension switching appara tus m ust also be provided. E ach  year m unicipal requirem ents call for construction of underground conduit. Increased cables and ro ta ry  capacity  a t substations are also required from year to  year . . . . .(4) A dditional cars to  m eet traffic dem ands . . . . . .
(5) Storage tracks for L cars a t E vere tt. P latform  lengthening at L stations.Miscellaneous m achinery in all departm ents. Busses. Garage facilities. T rack  betterm ents annually required . . . . . . .

$4,250,000

3,750,000

3.000. 000
6 .000. 000

3,000,000
T otal . . 820,000,000
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It will be observed that the foregoing expenditures relate only to repair shops, car houses, power plant, and rolling stock. All that it is necessary for the Committee to decide for the purposes of this report is that expenditures of this nature, requiring new capital in substantial amount, should be made on the Elevated 

property within the not remote future.The above-described programme submitted by the Trustees does not include rapid transit extensions or improvements in existing subway, elevated, and other rapid transit lines. A number of projects of this nature are now being studied by the Division of Metropolitan Planning of the Metropolitan District Commission, pursuant to resolves enacted by the General Court, and reports of the recommendations of the Division of Metropolitan Planning respecting them are to be made from time to time. No such extensions or improvements have as yet been approved by the Elevated Trustees, and the plans have not been submitted to the committee, and the listing of these proposals is not to be taken as an endorsement by the Committee. Among these projects are the following:
(1) The building of an underground s tation  a t Governor Square on th e  Boylston S treet subway, and the extension of th is subway to  some points on Com m onwealth Avenue and 

Beacon Street.(2) A new rapid tran sit route extending from th e  car barn on M assachusetts Avenue in North Cambridge to  D ay Square in E ast Boston, utilizing the E ast Boston tunnel from Bowdoin Square to  M averick Square, and involving the following extensions:(a) An extension from M averick Square to  D ay Square;(b) An extension from Bowdoin Square to  th e  E levated  railw ay a t Lowell S treet near the 
North Station;(c) An extension of the viaduct from Leehmere Square, parallel to  th e  Southern Division of the Boston and M aine Railroad, to  Somerville Junction , and thence over the Lexington 
Branch to  N orth  Cambridge.(3) A connection between the southerly term inus of the T rem ont S treet subw ay and the Back Bay Station, to  provide a new rapid  tran sit line from Forest H ills over the New' H aven tracks to  the Back Bay, and thence by subway in to  th e  city. This proposal is under consideration as a less expensive substitu te for a subway under H unting ton  Avenue.(4) An extension of rapid tran sit service along the lines of the Saugus B ranch from E vere tt 
to Saugus.(5) An extension from the vicinity  of th e  South S ta tion  along th e  line of the M idland 
Division to M attapan.(6) Providing two additional subway tracks th rough th e  center of Boston, in a location dependent upon the connection u ltim ately  made w ith  suburban  lines.

There are no accurate estimates of the cost of these projects, but it may be assumed that to carry out all of them would cover a long period of time and would cost tens of millions of dollars.There is also the question of lengthening platforms in the subways and elevated stations, permitting the operation of longer trains. This would largely increase the capacity of the existing subways and elevated structures, but would involve a very heavy expenditure.The subways in Boston have all been built by the City of Boston with funds obtained by the sale of its bonds, and have been leased by the city to the Elevated at a rental sufficient to meet the interest on the bonds and to provide a sinking fund toward the payment of the bonds at maturity, They have in the past been equipped by the Elevated at its expense. But in the act providing for the Shawmut Branch Extension the principle of public ownership was further extended, by providing that the City of Boston shall not only build the short extension of subway from Andrew Square to the main line of the Old Colony Railroad, but shall also acquire the surface right of way beyond, including the entire Shawmut Branch, and equip the entire line, so that the only capital expenditure which will be required of the Elevated will be the purchase of the additional rolling stock needed for operation of the new line. Such subway and rapid transit extensions and improvements as are made within the city of Boston can be similarly financed. But if extensions are to be made beyond the city of Boston, — as, for example, from Leehmere Square through Somerville to North Cambridge, and through Everett and Malden over the Saugus Branch, — some other means of financing must be found.
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Even though such of the extensions referred to as may be authorized in the future are built and financed by the City of Boston or by some transportation district formed for the purpose, the rentals required to meet interest and sinking fund payments on the money borrowed would place a heavy additional charge on the operating expenses of the system, and thereby on the car rider, and, at least to the extent that new or additional cars were required, would involve considerable capital expenditure on the part of the Elevated. While many of these extension projects may prove impracticable or prohibitive in cost, no discussion of capital needs of the Elevated system would be complete without mentioning them.Desirable as many of these improvements and extensions may be, a majority of the Committee believes that no substantial capital expenditures should be made at this time if they can possibly be avoided. Of the $3,980,151.67 assessed upon the cities and towns in 1919, there remains unpaid $2,348,397.40. For the twelve months ended June 30, 1924 (following the wage award of October, 1923), there was an operating deficit of $144,202.44 which was wiped out by a fortunate'settlement of old claims, and the Trustees were therefore unable to make any payment to the cities and towns. For the current year, beginning July 1, 1924, there have been heavy operating deficits, aggregating $1,042,556.11 to October 30th, and the reserve fund of $1,000,000 has been exhausted, and on November 1, 1924, was overdrawn by $42,556.11. It is not yet known whether the six cent fare for’local rides, together with the usual decrease in maintenance expenses which occurs during the winter months and the increase in revenue passengers normally carried after the summer season is over, will be sufficient to restore the reserve fund and to balance revenue with operating expenses at the close of the fiscal year on June 30, 1925. Even if everything goes favorably, it seems hardly possible that any further repayment can be made this year to the cities and towns.There has been a great change in the outlook since July, 1923, when the Trustees were able to repay to the cities and towns from surplus revenue $1,114,557.82. Prior to that there was substantial and increasing surplus in operating revenues, and a number of capital expenditures were brought forward. I t was believed that the repayment to the cities and towns would soon be completed and that the margin of revenues over expenditures would be sufficient to pay the interest charges on some of these projects. But since July, 1923, the arbitration award handed down in October, 1923, increasing the hourly rate for uniformed men from 61 to 70 cents an hour, and the arbitration award of October, 1924, making a further increase to 72| cents an hour, have absorbed all surplus earnings and created the deficit referred to. We are now face to face with the hard fact that little can be done in the way of increased facilities or extensions without a further increase in local fares, if not also in the basic fare now fixed at 10 cents. For these reasons the committee believes that any increased capital expenditures should be made only with the utmost caution.

Ways and means for raising capital for necessary extensions and improvements, when and if it appears advisable to make them, are discussed in the next chapter.

Chapter V. How is Needed Capital to be Raised?
As the Committee has observed in the previous chapter, certain improvements such as subway and other rapid transit extensions in the city of Boston can be built and equipped by the city through the issuance of subway loans, and leased by the city to the Elevated. No considerable capital outlay on the part of the Elevated will be required for these. The main question in such cases will be not as to how the new capital ca.n be raised, but as to whether the extension or improvement proposed is necessary and whether it can be provided at an expense which will not unduly burden the car rider by adding too greatly to the investment on which he must pay annual charges.
The Committee is more concerned in the present inquiry with the question of how to finance plant improvements, rolling stock, and equipment, for which the
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Trustees desire twenty million dollars in the next ten years, and of how to finance rapid transit extensions outside the limits of the city of Boston.Under the law, bonds cannot be issued in excess of the par va’Sue of the outstanding stock plus premiums paid on stock sold above par. This limit will soon be reached. Without issuing more stock, the Trustees can issue only $2,232,477 more bonds, and these bonds will be required to meet the exnense of additional rolling stock for the Shawmut Branch and other existing obligations. There is no restriction on short time floating debt. On November 1, 1924, the floating debt stood at $5,150,000 and it probably cannot be substantially increased with safety. The Trustees can issue no more common stock, because they are not permitted by law to sell stock below par, and the common stock at present market prices is selling far below par. It might be possible for the Trustees to issue some form of preferred stock, but as the present 7 per cent preferred stock is selling below par it seems probable that no such stock could now be sold at par unless it carried at least an 8 per cent dividend. Capital raised on such a high dividend return would obviously place a very heavy burden on the car rider.When the Public Control Act of 1918 was drafted, Governor McCall, who was very much opposed to public ownership, was insistent that a 6 per cent dividend should be provided for the common stock. He, and many others, believed that with public control and the. assurance of a 6 per cent dividend for at least ten years the common stock would reach par, and it would be possible for the Elevated to raise all needed funds by sale of additional common stock at par or better without resorting to public credit or taking any further step toward public ownership. This hope has never been realized, as the common stock has never reached par, and it now seems very unlikely that it ever will reach par, at least so long as there is uncertainty concerning the continuance of public control and of the assurance given by the public control act that the 6 per cent dividend will be maintained. Perhaps if public control were continued for a long period, say thirty to fifty years, or were continued without a fixed term until such time as terminated by mutual consent of the company and of the Commonwealth, the common stock or some form of preferred stock carrying a 6 per cent dividend could be marketed at par. At present, standard investment public utilities, such as American Telephone and Edison of Boston, are selling to yield over 6j per cent in the case of Telephone, and nearly 6 per cent in case of Edison. On the other hand, the Boston & Albany Railroad, which receives a dividend rental of 8 per cent under its 99 year lease to the New York Central Railroad and which is paying |  of 1 per cent additional from other income, is selling on about a 5f per cent basis. The New York Central lease is dated July 1, 1900, and has about 74 | years to run. The price at which the Boston & Albany stock sells would indicate that on a guarantee of comparable length the Elevated could sell 0 per cent stock at par or better. One of the possibilities which should be seriously considered, therefore, is a long term extension of public control, sufficient to enable the Trustees to finance capital expenditures from sale of stock and bonds to private investors without resort to public credit or to any further step toward public ownership. If the credit of the Company were fully restored, by assurance that dividends and interest would unfailingly be paid on the stock and bonds so issued, it should be possible, at current market rates for money, to sell 6 per cent stock at par or better and 5 per cent bonds at par or better, if issued in equal amounts, the average annual cost of the new money to the public should not exceed 5J per cent. As the interest on the bonds would be subject to income tax, the net cost would be still less.Another means which might be adopted for raising money to meet capital expenditures is through an amendment to the law so as to permit the issuance of a greater proportion of bonds to stock. Under the railroad law, railroads may issue bonds to an amount equal to twice their outstanding stock. This seems an excessive proportion of bonds to stock for a street railway, but if a halfway course were taken of allowing bonds to an amount one and one-half times the par of the stock plus premiums, somewhat over $25,000,000 of additional bonds could be issued,
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and these, at least for some years to come, would take care of all capital expenditures which could safely be made without unduly burdening the car rider with additional interest charges. If such a change in the law were made, it -would be necessary, in order to float the bonds on favorable terms, to extend the fixed term of public control for a period beyond the maturity of the bonds. This might mean an extension of from thirty to fifty years. If an extension of public control were made for thirty years from the expiration on July 1, 1928, of the present fixed term, — i.e., until 1958, — it would seem that the existing bondholders would be fully protected, because the longest maturity of any outstanding West End or Elevated bonds is 1947. For this reason, and because of the protection which such a long extension of public control would give, there would appear to be no substantial objection, if such an extension were made, to allowing bonds to be issued to an amount equal to one and one-half times the outstanding stock and paid-in premiums. It must be borne in mind, however, that unless complete public ownership is established^ and so long as there is a possibility that the Elevated may be turned back to private management, any relief which merely takes the form of permitting the proportion of bonds to stock to be increased will solve the financial problem only until such time as the additional amounts of bonds issuable under such authority have been exhausted. So long as there is private ownership and any possibility of a return to private management, there must always be a considerable stock equity as a protection to the bonds, and when the additional bondissuing capacity has been exhausted this equity cannot be preserved unless thereafter stock issues are made from time to time which will maintain the required ratio between bonds and stock. But even without further stock issues, the adoption of this proposal would serve the capital needs of the company for a number of years. And time might show that with an extension for thirty years or more, such as the plan would require, further capital requirements could be met by sale at par of common stock or of some form of 6 per cent preferred stock.It seems probable, also, that necessary capital could be raised at rates not exceeding 6 per cent for stock and about 5 per cent for bonds, without any extension of public control if the Commonwealth or some transportation district created by the General Court should stipulate that in the event of termination of public control by the General Court, the Commonwealth or the district, as the case might be, would purchase any stock or bonds so issued, at the issue price, from any holders who presented their stock or bonds for the purpose within some limited time, say one year from the termination of public control. I t will be observed that the performance of this obligation would be required only in the event that the General Court terminated public control. During public control investors would be assured of their dividends or interest under the service-at-cost provisions of the Public Control Act, and if public control were terminated they would be able to dispose of their stock or bonds at the issue price. This plan provides such safety both of income and principal as should permit the raising of new capital at low cost to the car rider. If the Commonwealth or the district, in the event of termination of public control by the General Court, were called upon to buy any of the stock or bonds issued under this plan, it could pay for them by issuing its own bonds at a lower rate, and could meet interest payments and establish a sinking fund from the dividends or interest on the securities purchased. The regular payment of these dividends and interest could be assured by allowing the company to charge fares sufficient to pay them. As this plan involves an obligation on the part of the Commonwealth or district in event of termination of public control no securities should be issued under it except in such amounts as might from time to time be authorized by the General Court.Still another method by which new capital might be raised is to provide for the purchase of new capital issues by the Commonwealth or by a transportation district created by the General Court. If, for example, a 6 per cent special preferred stock were issued, and purchased by the Commonwealth or district, the money needed for the purchase could be raised by the issuance of bonds of the Commonwealth oi district, which, at current market prices, should sell on a 3.75 to 4 per
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•cent basis. The dividends on the stock purchased could be used to pay interest, .and the balance of 2 per cent or more could be invested in a sinking fund which in twenty-five to thirty years would be sufficient to pay off the bonds. In this manner the Commonwealth or the district would gradually acquire an ownership in the Elevated property and would provide for the ultimate discharge of the debt in- •curred. An extension of the fixed term of public control is not essential to the plan, and it would still be possible to discontinue public control and return the property to private operation. In that event, however, the Commonwealth or the district through the purchase of the stock would continue to be a part owner in the property. It must be recognized that the adoption of this plan would be a further step toward public ownership, and if the plan continued in operation for a considerable term of years it would give the Commonwealth or the district such large ownership in the property as to lead almost inevitably to complete public ownership.Finally, it is obvious that if, through exercise of its option under the Public Control Act or by eminent domain or otherwise by the Commonwealth or a transit •district, the entire Elevated property was acquired and complete public ownership established, the Commonwealth or the district could finance such capital expenditures as were determined upon by the controlling authorities through the issuance and sale of the bonds of the Commonwealth or district. The danger in this case would not be inability to raise new capital but temptation to make expenditures on unprofitable extensions or improvements.A majority of the Committee does not endorse at this time any of the various plans described above. For reasons stated in the concluding chapter of the report, a majority of the Committee believes that further study should be given to these suggestions and other methods for obtaining new capital. In the meantime, a majority of the Committee hopes that the foregoing discussion may be of some assistance to others working on these questions.
Chapter VI. Should Public Control be Terminated, Extended or Modified?

In Chapter II the Committee has briefly given the history of the Elevated prior to the commencement of public control on July 1, 1918, and in Chapter III it has given the history of the operation of the system by the Trustees under public control.That the public has received better service during the last few years than it had received for several years preceding public control cannot be denied. I t must be remembered, however, that the Trustees have had full power to fix such fares as were necessary to pay the full cost of service, and have exercised this power; whereas the private management was limited to the 5-cent fare. Whether the private management, with equal resources, would have furnished as good or better service, is a matter of speculation to which no authoritative answer can be given. However this may be, the Committee believes that the Trustees have performed an extremely difficult task with great zeal and signal success, and that they, and others in authority under them, are to be commended for their service to the public.The fixed ten-year term of public control ends July 1, 1928. By appropriate legislative action, taken not less than two years in advance, public control may be terminated on that date or on any subsequent date. But unless and until the General Court takes such action public control will continue. The opinion of those who have appeared before the Committee is substantially unanimous that it would be a mistake to return the system to private management at the expiration of the ten-year term on July 1, 1928. If returned to the stockholders under private management, the Company, by the provisions of the Public Control Act, would be permitted to charge fares sufficient to pay the cost of service, including dividends of 6 per cent, and no more on ths, common stock; but this provision might be amended a t any time by the Legislature. In order to enable the Company to raise needed capital, an amendment would probably be necessary to permit of dividends of over 6 per cent. As has already been pointed out, the common stock, even with
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an assurance of 6 per cent dividends backed for a period of years by public credit has at no time approached par and is now selling far below par. That the common stock would ever reach par under private management, with a dividend limited to 6 per cent, but with public credit withdrawn, seems extremely improbable If the system were returned to private management it seems almost certain, therefore, that the Legislature would either have to permit dividends in excess of 6 per cent and the charging of such fares as were needed to pay the increased dividends, or would again be compelled to place the road in the hands of public trustees or to buy it outright under some plan of complete public ownership. In the meantime the service would be crippled and the public would suffer.
Furthermore, so long as there is a possibility of complete public ownership the Committee believes that termination of public control is inadvisable. There are several reasons for this. In the first place, the Public Control Act gives the Commonwealth or any political subdivision thereof the option to purchase the system upon assumption by the Commonwealth of its obligations and upon payment in addition of an amount equal to that actually paid in on the outstanding stock. This may prove to be a valuable option. At any rate, it is an option which should not be given up unless after most careful study it appears that the property could be purchased more cheaply under the power of eminent domain. In the'second place, by continuation of public control it is possible, if desired, to proceed gradually toward complete public ownership without making any final commitment at this time. A plan to this end is discussed in the next chapter.For the reasons stated above, a majority of the Committee is opposed to termination of public control.
The question of extending the fixed term of public control depends on what plan is adopted for raising the additional capital which will be required from time to time, and upon the policy to be followed with respect to public ownership.If the additional capital is to be raised by sale to the public of some form of stock carrying dividends not exceeding 6 per cent, an extension of public control for a long term - -  probably at least fifty years — will be necessary. The present market prices of the prefer:e 1 and common stocks of the Elevated give indisputable proof that while there is uncertainty as to the long continuance of public control the public will not buy a 6 per cent stock of the Elevated at par. Instead of making an extension for a fixed term of years, another possibility would be to extend public control for an indeterminate period, terminable only by agreement between the Commonwealth on the one hand and the Company on the other. A suggestion to this effect was made by Joseph B. Eastman when the bill on which the Public Control Act is based was before the Legislature. Mr. Eastman was then a member of the Massachusetts Public Service Commission, and is now a member of the United States Interstate Commerce Commission. He was opposed to the fixed term of ten years which was adopted, as he felt that it would not be possible, under a fixed term of so short a time, to restore the company’s credit and enable it to raise new capital on favorable terms. Time has shown that his criticism was well founded.

If the additional capital is to be raised by permitting the issue of bonds in excess of the par of outstanding stock plus paid-in premiums, legislation will be necessary to permit such excess issue, and legislation will also be necessary to extend the term of public control. Such extension should be for a long period. This would be necessaby not only as a protection to existing bonds, a large part of which are held by savings banks, but also to make it possible to sell the additional bonds at low interest rates. This is important, because the lower the interest rate is, the lower is the cost of service.
If by appropriate legislation the Commonwealth or a transportation district established for the purpose entered into a stipulation that in the event of termination of public control any stocks or bonds issued during public control to provide new capital for the needs ol the service would be purchased by the Commonwealth or a transportation district at'issue price, it seems probable that the necessary capital could be raised without any extension of the term of public control.
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If future capital issues were purchased by the Commonwealth or by a transportation district established for the purpose an extension of public control would not be essential.If public cintrol is extended, the Committee believes that the tern's of the trustees should be changed so that at the expiration of the terms of'the present Trustees cn July 1, 1928, successors shall be appointed one for two years, one for four years, one for six yea's, one for eight years, and one for ten years, and that thereafter one trustee shall be appointed ever}1' two 3'eais for a term of ten years.

Chapter VII. The Advisability of Public Ownership of the Boston Elevated Railway System by the Commonwealth of Some Subdivision of the Commonwealth and, if Advisable, the Methods by which it should be accomplished
Among the subjects w'hich the Committee has been asked to consider are the advisability of public ownership by the Commonwealth or some transportation district or other subdivision of the Commonwealth of the Boston Elevated Railway system and, if deemed advisable, the methods by which it should be accomplished.The magnitude of any complete programme of public ownership of the Boston Elevated Railwaj' system if carried into effect at once should be understood at the outset. The total investment in the Elevated system, excluding subways, is about $106,000.000, of which, in round numbers, $50,000,000 is represented by bonds, $5,000,000 by floating debt, and $52,000,000 by stock. Under the option contained in the Public Control Act, upon the assumption of the bonded and other debt and other liabilities the Elevated system may be purchased, by payment of an amount equal to that subscribed and paid in on the outstanding stock. Exercise of the option would require an immediate cash outlay by the Commonwealth or district of over $52,000,000, and the assumption of about $55,000,000 of bonded and other debt which as it matured would have to be refunded by the issuance of bonds of the Commonwealth or district. A detailed statement showing the immediate cash outlay which would have been required had the option been exercised on November 1, 1924, is contained in Appendix D. Without taking into account expenditures which might subsequently be made, it is apparent that such purchase would involve the Commonwealth or district in the issuance of bonded debt and assumption of obligations aggregating about $107,000,000. What the cost would be if the purchase were made under the power of eminent domain, no one can guess.
At present, there is public ownership of a part of the Elevated system. All the subways in Boston have been built and are owned by the City of Boston, and are leased by the city to the Elevated. The City of Boston also owns surface tracks in Hj'de Park which were purchased from the Eastern Massachusetts Street Railway Compan}r and which have been leased by the city to the Elevated under chapter 405 of the Acts of 1923. The city is now commencing the construction of the Shawmut Branch Extension, under chapter 480 of the Acts of 1923, at an estimated cost of about $7,500,000, and this extension when completed is to be leased by the City to the Elevated. These subways and other properties, including the estimated cost of the Shawmut Branch, will represent an investment by the city of about $49,000,000. The Cambridge subway, which is the only other subway in the Elevated system, is owned bjr the Commonwealth and leased by the Commonwealth to the Elevated, and represents an additional investment of $7,868,000. The Committee believes that the policy of public ownership of subways has proved wise and should be continued. The Committee is also inclined to believe that future rapid transit extensions such as the Shawmut Branch should be publicly owned.
The only large cities in the United States in which there is complete public ownership and operation of street railway lines are San Francisco, Detroit, and Seattle. In San Irancisco only a small part of the street railway mileage is publicly
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owned. In Seattle, public ownership and operation of substantially the entire street railway mileage has been in effect only since 1919, and in Detroit, public ownership, except on a few lines, did not commence until 1922. No metropolitan area comprising a group of cities and towns has attempted public ownership.In San Francisco, the municipal railway charges a five-cent fare, but the municipal lines consist entirely of surface tracks and cover only a small part of the city. The total mileage of the municipal lines is 64.84, as compared with 306.5 miles of privately owned and operated lines. The municipal investment is only about $6,000,000, and the average length of ride per passenger is short.In Seattle, under public ownership the fare has risen from five cents to ten cents. For a short time in 1923 after the election of a mayor who ran on a five-cent fare pledge, the fare was reduced to five cents, but within three months, by reason of heavy operating deficits, the ten-cent fare was restored. In Seattle there is no investment in subways, and only a small investment in elevated structures, and the average length of ride is much shorter than on the Boston Elevated system.In Detroit, with the exception of one suburban line, the municipal street railway system serves only the city of Detroit and the cities of Highland Park and Ham- tramck, both of which, though they are independent municipalities, are surrounded by territory within the city limits of Detroit. There is a six-cent fare, with a one- cent charge for transfers. The average length of ride per passenger is much shorter than on the Boston Elevated system. Privately owned suburban lines, on which an extra fare is charged, connect with the municipal lines.From such studies as it has been able to make of public ownership of street railways in San Francisco, Seattle, and Detroit, the Committee believes that the laws and ordinances under which these municipal systems are operated have not been so worked out as to insure so far as reasonably possible a strong and efficient management and a continuity of policy. Furthermore, none of these laws and ordinances are such as might be adapted for administration of a metropolitan area.None of the experiments in municipal ownership described above have been in operation on a large scale for as much as six years. The time is too short to prove much concerning the merits or demerits of public ownership. One thing is certain, however, and that is that no reduction of fares has resulted. The car rider must still pay as much as, or more than, he paid under private ownership. It should be remembered, however, that part of what he pays under public ownership goes toward the ultimate retirement of the debt incurred for the original purchase and for subsequent extensions and improvements. It is noteworthy that in all of the three cities cited the municipal systems are on a service-at-cost basis, and in none of them is a part of the cost of service met from taxes.B,ather than to plunge into a programme of complete public ownership, far more costly and presenting far greater operating and administrative difficulties than those in San Francisco, Seattle, and Detroit, it would appear to the Committee wise to watch for a longer period the experience of these cities. In the meantime, the option of purchase contained in the Public Control Act should be retained, so that, should complete public ownership be determined upon, the Commonwealth or district may have the choice of purchase under this option or of talcing and purchase by eminent domain.There are, however, several questions involving further steps toward public ownership which the Committee believes might have more study. Such study might be made in connection with the consideration of a metropolitan transportation district, for, if rapid transit extensions outside the city of Boston are to be publicly owned and the Commonwealth is not to lend its credit as it did in the case of the purchase of the Cambridge subway, a district must be formed with power at least to issue bonds and to acquire rapid transit lines. There is, also the suggestion, referred to in Chapter V, that the Commonwealth or a transportation district purchase some form of 6 per cent special preferred stock of the Elevated, and thus provide the capital required for future extensions or improvements. As to just how far, if at all, these or any other steps toward public ownership
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should be taken, the Committee from such study as it has been able to make is not prepared to express a matured opinion. On this question, and on the questions of a transportation district and of further extension of public control which are necessarily interwoven with it, for the reasons stated in the last chapter a majority of the Committee believes that more study should be made'.

Chapter VIII. The Advisability of Establishing a Metropolitan District for Financing Metropolitan Transit Lines and Other Metropolitan Improvements
For over thirty years we have had Metropolitan Districts for certain purposes. These now embrace parks, water supply, and trunk-line sewers. The management of these districts is in the hands of the Metropolitan District Commission, which is a department of the State government. The commission consists of a commissioner and four associate commissioners, all appointed by the Governor. Appropriations are made by the General Court, and come under the budget sj^stem. Capital expenditures other than those met from current expense appropriations are provided for by the issuance of bonds of the Commonwealth. Such bonds are issued by the State Treasurer when authorized by the General Court, in the same manner as bond issues for state purposes. The amount annually appropriated is assessed upon the district, and the interest and serial or sinking fund payments on the bonds issued by the Commonwealth on behalf of the district are likewise assessed upon the district. For these reasons the bonds so issued form what is known as the “ indirect debt” of the Commonwealth, as distinguished from the “direct debt,” which is issued for state purposes and the interest and serial and sinking fund payments on which are paid from the general state revenue.The parks and water and sewer systems in charge of the Metropolitan District Commission have been managed with a high degree of efficiency, and it is generally agreed that the method under which they are administered works well.When the Cambridge subway was purchased by the Commonwealth from the Boston Elevated Railway Company under chapter 369 of the General Acts of 1919, bonds of the Commonwealth were sold under authority of the General Court and the proceeds used to pay the purchase price. The subway was then leased by the Commonwealth to the Boston Elevated Railway Company, at a rental from which bond interest and sinking fund payments are made. These bonds are also treated as part of the indirect debt of the Commonwealth, as the interest and sinking fund payments are not taken from the general revenue of the Commonwealth .
As previously pointed out, the City of Boston has built and financed all subways within its limits, and it is now commencing the construction, equipment, and financing of the so-called Shawmut Branch Extension, most of which will run on the surface over specially acquired rights of way. Future rapid transit extensions in the City of Boston may be provided for in the same manner. But for construction and financing of rapid transit lines outside the city of Boston some other means must be found. This might be done by each city and town in which such extension is made. It is unlikely, however, that any of them would at present consent either to construct or to finance such extensions.If means were provided for raising the necessary capital, rapid transit extensions outside the city of Boston could be constructed, financed, and owned by the Elevated itself. The Committee believes, however, that the policy of public ownership of subways and such extensions as the Shawmut Branch (a policy consistently followed by the City of Boston) has proved its wisdom, and should be continued aln(‘ broadened. If this view is accepted, and the cities and towns outside Boston should decline, as they probably would, voluntarily to assume the burden themselves, it follows that the ownership and financing of such extensions must be undertaken either by the Commonwealth or by some district created for the purpose by the General Court.
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The finances of the Commonwealth have in no sense been weakened or strained by the Cambridge subway bond issue; and as to title or ownership, the Commonwealth is as trustworthy a custodian as any district could be, and no expense is caused thereby to the taxpayers of the State as a whole. Nevertheless, there has been a growing feeling that the Commonwealth should not be required to lend its credit upon further rapid transit extensions. If the cost of these should run into large figures, the bonds of the Commonwealth might be less attractive to investors than if issued in smaller amounts and on a more restricted scale for purely state purposes. If such extensions were owned and financed by a district rather than by the Commonwealth, it would keep the accounts and transactions of the district more distinct in the public mind from the operation by the Commonwealth of its own affairs. On the other hand, district bonds do not as a rule stand as high with investors as state or city bonds, and probably could not be sold at 

as low an interest rate.If a district is to be formed, it would seem advisable to confine its geographical limits and operations, for the present at least, to the cities and towns now served by the Elevated system, namely, Arlington, Belmont, Boston, Brookline, Cambridge, Chelsea, Everett, Malden, Medford, Newton, Revere, Somerville, and Watertown. It so happens that these cities and towns embrace all those within the metropolitan area to w'hich rapid transit extensions are seriously under discussion. Other cities and towns could be added later if necessary.Such a district, if formed, should be empowered to own and probably also to construct rapid transit extensions, and lease them on terms similar to those on which the existing subways have been leased. The commissioners or trustees of the district should have the power to issue bonds on the credit of the district in such amounts and for such purposes as the General Court might from time to time authorize. In order to avoid the creation of a new board or commission and a division of authority in transportation matters within the district, it might be advisable also to give to the district commissioners or trustees all the powers of the Elevated trustees under the Public Control Act, and to provide that upon the establishment of the district the district commissioners or trustees should succeed to all the powers and duties of the Elevated trustees. Such a plan would involve a thorough revision of the Public Control Act.While submitting these suggestions for consideration, the Committee has not gone far enough in its studies to make definite recommendations with respect to them, or with respect to other matters relating to the powers, political structure, and control of a transportation district if created. For reasons stated in the concluding chapter of this report, a majority of the Committee believes that these questions should be the subject of further study.

Chapter IX. Changes at the Egleston Square Elevated Station
The subject matter of the following order offered at the last session of the General Court was referred to this Committee for consideration:
Ordered, T h a t the General Court hereby respectfully requests the board of trustees of the Boston E levated  Railw ay Com pany to abolish the surface structure  in the center of Egleston Square, which is utilized as a means of exit from the elevated station  a t th a t point, and which is an obstruction  to traffic and a constant source of danger to  the large number of persons who travel through and across said square during the day and evening. Said board of trustees are fu rther requested to  construct, in lieu of the present facilities, new exits from the elevated  station  at said square in  locations which will protect th e  public from the existing dangerous conditions at th a t point. Said trustees are requested t.o take action on this m a tte r  forthw ith.

Se n a t e , June 3 (a .m .), 1924.
Subject m atte r of th e  above order referred to  th e  jo in t special com m ittee to  be appointed to  consider w hat additions, extensions and im provem ents in the road and equipment of the
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railway system  m anaged and operated by the board of trustees of th e  Boston E levated  Railway are necessary or desirable.Sent down for concurrence.

The order contemplated the removal of the stairways and posts from the island in the center of Egleston Square, and it has been maintained by the proponents of the order that this change was necessary or important as a measure of safety in this particular locality.
According to the estimates of engineers the cost of removing the stairways and structural supports from the island would be 175,600, to which has not been added any land damages which might be recovered by owners of abutting property because of the construction of new staircases on the sidewalks.It is our understanding that the Jamaica Plain Improvement Association was the original complainant and that it was mainly through their efforts that the above order was offered in the General Court.
Since the question of alterations at this station was first proposed, changes and repairs have been made, meeting in part, at least, if not wholly, the objections of those who have complained of the conditions at this point. The changes made have resulted in considerably reducing the area occupied by the stairway, so that in the east and west line the space occupied by the island has been cut from fifteen to eight feet.
Members of the Committee have personally visited the station and investigated the situation, considering the changes proposed, and conferences have also been held with officials of the Elevated relative to the subject matter of the order. The major repairs which the order contemplates would not in the opinion of the Committee result in removing any possible hazard to pedestrians which may exist at this point. On the other hand, there is some reason to believe that the present island serves, in some measure, as a safety zone for those crossing the street at that point.
The Committee, therefore, does not advise at this time requiring the Elevated to make such major repairs as the removal of the so-called island would involve, nor does it believe an expenditure of such a sum, as would be necessary, justified until evidence has been presented that the present situation constitutes a menace.

Chapter X. Conclusions
The following are the conclusions of a majority of the Committee.In the preceding chapters the Committee, after giving some history of the Elevated prior to public control and under public control, has discussed the needs of the Elevated for improvements requiring new capital, and various methods by "which such new capital might be raised, and has also discussed questions relating to the termination, modification, or continuance of public control, relating to public ownership, and relating to the creation of a metropolitan transportation district.In brief, the Committee has concluded that there are a number of desirable improvements for which capital should be available within the not remote future 1 he method by which such needed capital is to be raised, if a far-sighted plan is to be adopted, involves at one and the same time the questions of termination modification or extension of public control, of complete public ownership or further steps toward public ownership, and of the creation of a transportation district, these questions are interrelated and inseparable. They involve problems of great complexity and of the highest statecraft. No decision concerning public control should be made without the fullest examination, from every angle, of complete public ownership and of further steps toward public ownership; and no decision on either public control or public ownership should be made without the most careful consideration of the need for a transportation district and of the powers duties, and political structure and control of such district if created. These are some pretty tough questions. Within the time available, the Committee has not had opportunity to pass a considered judgment on all of them, and the Committee
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believes that it would be most unwise to attempt to pass on any one of them without the fullest study and consideration of all.If the fixed term of public control is extended, various amendments to the Public Control Act should be made, and if a transportation district is established to take over the control of the Elevated system and provide for the ownership, construction, and financing of rapid transit lines, the Public Control Act must be so revised as to make it fit the district plan. In carrying out any such changes, and in the financing of any capital expenditures which may be required, the stockholders of the Elevated should give their hearty cooperation.No plans for raising capital in any considerable amount on satisfactory terms pending further study of these questions as a whole have been suggested to the .Committee except such as might greatly hamper, if not hamstring, a wise, long- range solution of these questions. The Committee therefore looks with disfavor on the adoption of any palliative, which in no way strikes at the root of the difficulty.The proposal that the fixed term of public control be extended for twenty years, if adopted, would give no assurance that new' capital could be raised through the sale of Elevated stock. In fact, the income vield at present market prices of standard investment stocks such as American Telephone & Telegraph and Edison of Boston indicates that even with a twenty-year extension of the fixed term of public control, the Elevated could not raise new capital by sale at par of its common stock 
or of any other class of stock limited to 6 per cent.We now have public control. The fixed term does not expire until July 1. 1928. Until that date, unless complete public ownership intervenes, public control must continue, and it will continue thereafter, without further legislative act, until the end of time, unless the General Court terminates it by affirmative action taken two -years in advance. The principal advantage, so far as the public is concerned, of extending the fixed term of public control beyond 1928 is to enable the company to raise new capital at reasonable rates. If this object is not attained, the principal argument for an extension of the fixed term falls. Before making any extension of this fixed term we should be very sure that such extension will make possible the accomplishment of this object. As previously stated, there is no such
assurance. . ,Furthermore, if the twenty-year extension were granted and if the question ol establishing a metropolitan transportation district were postponed, it might be much more difficult, if not impossible, to obtain the required assent of the Elevated stockholders to such changes in the Public Control Act as might prove advisable in connection with the establishment of the district.Another objection to rushing into any extension of public control is that certain plans have been submitted to the Committee (outlines of which will be found in Chapter V) for financing capital needs without any extension of public control. These plans should be further studied before any final commitment is made on 
this question. .For the reasons stated above, the only recommendation which the Committee makes at this time is that these questions of public control, public ownership, and transportation district be further studied. And the Committee submits herewith (Appendix E) a resolve to carry out this recommendation.The Committee believes that no vital public needs will be imperiled by the delay caused by further study. An extension of the new Everett repair shop is doubtless desirable, but the company has got along for many years with the old equipment and can get along for another year or two. The proposed power- plant improvements, while also desirable, are not a pressing necessity. As tor cars, the company through replacement of old and worn-out cars from the depre
ciation reserve can meet all imperative needs. , ,More important at the moment than new capital is the balancing of the budget. That must come before any considerable capital expenditure can be thought
° As previously pointed out, there has been a great change since July, 1923 Then, receipts were running at the rate of over a million a year above expenseŝ
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and the margin of receipts over expenditures was increasing. In October, 1923, came a wage award which increased annual expenses by about $1,800,000, and the year ending June 30, 1924, closed with an operating deficit of $144,202.44, which was wiped out only by a fortunate settlement of old claims. Since then, every month from July to October has shown a deficit, and in October, 1924, came another wage award, increasing the annual wage expense by about $500,000 more. Following this, the five-cent fare went by the board. No one knows now whether fares must be further increased to meet expenses. No one knows whether wages will be lower or higher this year. Much depends upon the wage settlement to be made for the year beginning July 1, 1925. The Committee repeats that the question of revenue and expense is the question of the hour. Further capital expenditures must and can wait. HENRY L. SHATTUCK,Vice Chairman.

EDWARD ,J. COX.FRANCIS W. K. SMITH.FRANCIS X. COYNE.WILLIAM P. HICKEY.
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STATEMENT OF SENATORS CHARLES C. WARREN, 
JAMES G. MORAN, AND REPRESENTATIVES 
GEORGE LOUIS RICHARDS AND HARRISON H ATWOOD.

. rHle majority of the Committee has stated as its conclusions that this session
e v16 „  n®ra  ̂ Court should take no action whatever as to the recommendations of the Public Trustees of the Boston Elevated Railway for additions and improve- ments; that no authority should be given to the Trustees to obtain further capital, and that it is unnecessary to settle at this time the question of the continuance or discontinuance of public control. They believe that further time should be allowed for study of the whole problem, including that of the formation of a transportation district, and advise delay.
The minority of the Committee agrees with the majority, in its recommendation for a further study of the formation of a transportation district (see resolve, Appendix F), but opposes the remainder of the conclusions, and will undertake, as briefly as possible^ to set out its reasons why it believes that in place of a suggested policy of procrastination and delay, it is necessary that the questions of continuance or discontinuance of public control, the needs of the Road for additions and improvements, and the financing of the same, are subjects that should be presented to this session of the General Court for discussion and debate, and an opportunity be then given to remove the uncertainty that surrounds the future of the Company.
When the Trustees came before the Committee at the first Public Hearing and presented a statement of their requirements, they filed with it a schedule of plant improvements, the construction of which was to cover a period of ten years and was estimated to cost twenty million dollars (see page 12 of this report). Whether every item listed in said schedule is imperative we do not undertake to say, but from our investigation of the plant made by visiting and examining places where improvements were contemplated, it was obvious that many are needed, and that some should be made in the near future in the interest of economy of operation; the latter include the completion of the Everett repair shops, the'installation of new boilers and incidental equipment for the power plant at South Boston, and the purchase of additional cars. Having been impressed with the great need of certain improvements in the near future, we will now discuss the method by which we think capital may be obtained.
The law puts restrictions on the sale of Elevated stock. It does not allow the issue of that stock at less than par, and the common stock of the Company under present conditions has lately been selling in the market around 76 and the 7 per cent preferred at 94, so it is clear that raising capital by this method is out of the question. I t does not seem advisable for the Trustees to issue stock bearing 8 per cent dividends, as they have authority to do, as this would place an unfair burden on the car-rider. (See page 15, chapter 5 of this report.)Under the present law the Trustees may issue notes that are made payable not more than twelve months from date of issue, but special legislation would be necessary to enable them to issue notes for a longer period. The Trustees have already borrowed on short time notes the sum of $5,200,000, and believe they have approached the limit with notes of this character, to borrow further on short time securities would in their opinion seriously affect the general credit of the Company.It is tru e jh a t under the provisions of section 3 of chapter 373 of the Special Acts of 1917 the Company is authorized to issue bonds or coupon notes to an amount not exceeding 20 per cent of the cash paid in by its stockholders, but any funds obtained under this provision must be applied to replacing present equipment and other property, or to the reconstruction of existing property, and the principal of any obligations issued under the foregoing provisions must be retired out of
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earnings. Because of these restrictions, the Trustees have deemed it inadvisable to attempt to raise money under this act, and for the same reason we do not advise it. The amount of stock and bonds of the Elevated now outstanding is nearly equal, there being $47,145,500 in stock and $49,819,000 in bonds. By law no greater amount of bonds can be issued than the amount which has been paid in in cash for stock. The Department of Public Utilities now has before it the petition of the Trustees for authority to issue $2,141,000 more in bonds which if allowed will bring the total amount of bonds outstanding to practically the limit allowed by law which is $52,085,405.15.As obtaining capital by the sale of stock is impossible, and an issue of bonds or short time notes inadvisable, how, then, are the Trustees to get capital to the amount recommended?Public control was established by chapter 159 of the Special Acts of 1918 and may come to an end in a little more than three years. The stockholders have no authority to terminate the control, but the Legislature may do so by a two year notice. Our investigation, however, revealed no strong disposition on the part of any one for a return to private management. Public control has been in operation sufficiently long to impress the public with its practical success. Those who appeared and spoke at the public hearings of the Committee were practically unanimous in recommending a continuance of public management. All were agreed that the affairs of the road had been administered by the Public Trustees in an economical and business-like manner. Its efficiency has been restored, and satisfaction with the service rendered prevails to a greater extent today than for some time past.With the possible end of public control so near and that fact well known and recognized, uncertainty prevails. This is having a marked effect upon the development and expansion of the Company. The price of the common stock on the market is a strong reminder of the present situation, and a true indication of how uncertainty will affect the standing of a large corporation. The Trustees are fully alive to this state of affairs and have convinced us of the necessity of removing as soon as possible this state of doubt, so that the credit of the Company will not continue to be adversely affected.We therefore recommend that the Act be extended for a further period of twenty years together with amendments that are advisable and submit an Act (see Appendix G). We believe an extension for that period will provide such assurance as to the future of the road as will enable it to finance itself. Such an extension will also afford reasonable permanency and permit broad plans for development extending over a period of years.

We have been assured by officials of the Company that when the improvements are made, and securities are issued to pay for them, the interest on these securities will be more than saved by the economy resulting; that by the completion of the Everett car shops alone an annual saving of $500,000 will be made; and with the boilers and incidental equipment at South Boston and a purchase of four hundred new surface cars further annual savings of $500,000 can be made. The net saving that would result after allowing for interest on securities issued to finance above improvements would be equivalent to about $50,000 per annum upon each million dollars expended. This fact alone furnishes a strong argument in support of our recommendations. And should the Legislature authorize an extension of public control as suggested we feel confident in predicting that the common stock will rea,ch par, within a reasonable time, thereby allowing further financing to be provided for by the sale of stock.
We further point out in support of our position that the Trustees have already 

+ deiay?d over one session of the Legislature, having first presented their needs at the session of 1924, and if they are now compelled to wait further study and a report, upon all the questions in the order, any action in their behalf will be delayed until the session of 1926. I t  is not at all clear that if the formation of a transportation district is further studied and recommended that it will ever be established- it may appear that the towns and cities adjacent to Boston are not yet ready to
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become united in a plan of this kind. The fact that a Metropolitan Transportation District may be established at some future time does not justify delaying action as to the extension of public control. In any event, with the future so uncertain as to a district and the needs of the Elevated so apparent further delay would be a mistake.The policy of the Commonwealth toward the Elevated and the duty of the Trustees in carrying out that policy is clearly defined in the Public Control Act of 1918. There they are directed to maintain the property “ In good operating condition and to make such provision for depreciation, obsolescence and rehabilitation that upon the expiration of the period of public management and operation, the property shall be in good operating condition.”We believe that our recommendation is in strict accord with the above well thought out policy, and are convinced that the Boston Elevated Railway must not be hampered nor obstructed in its progress and operation. The ability of this public service corporation to continue to furnish adequate service to a community constantly growing and developing depends not only upon its operating efficiency, but also upon its ability to obtain new capital. If the community expands, this utility must expand. If this utility is to be restricted, then the community in which that utility operates will be restricted to that degree. The relation of the railway to the development of business, to the building up of our waste places, to the increase of taxable property in values, to the development of public revenues, and as a source of pleasure and comfort to the people is such that we must recognize it for what it is — a means of transportation which must be preserved, encouraged and allowed to expand as conditions demand.We therefore reiterate that improvements should be permitted and capital provided, and that this Legislature at the present session should extend such assistance to the road as will enable the Trustees to maintain the railway in such operating condition that it can render efficient service to the public at a minimum cost.

We are not in accord with the conclusions of the majority in Chapter X and take exception to the following statements in Chapters I to IX.In Chapter IV of the report the majority of the Committee state, on page 14, referring to the schedule of improvements and extensions which the Trustees submitted to the Committee, that “ Desirable as many of these improvements and extensions may be, a majority of the Committee believes that no substantial capital expenditures should be made at this time if they can possibly be avoided.” We cannot subscribe to this opinion, for we take the position in our conclusions that many of these improvements are of such a nature that their early construction and completion is imperative, not only in the interest of increased efficiency, but also as a measure of economy.In the last part of the same chapter the majority state that “ little can be done in the way of increased facilities or extensions without a further increase in local fares, if not also in the basic fare now fixed at ten cents. For these reasons the committee believes that any increased capital expenditures should be made only with the utmost caution.” We see no reason for drawing such a conclusion from the present condition of the finances of the Elevated. Recent reports of the Trustees indicate a marked improvement in the affairs of the Company, and, in our opinion, every indication points to a continued improvement, providing the road is not unduly restricted in securing needed capital.In view of the fact that we recommend an extension of public control for a period of twenty years, we do not subscribe to the statement of the majority on page 17 of Chapter V of the report, viz.: “ Perhaps if public control were continued fora long period, say thirty or fifty years, or were continued without a fixed term until such time as terminated by mutual consent of the Company and the Commonwealth, the common stock or some form of preferred stock carrying a six per cent dividend could be marketed at par.” Neither do we subscribe to suggestions elsewhere in the report as to the extension of public control for a period longer than 
twenty years.
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On page 3 of Chapter VI of the report the majority state that “ The question of extending the fixed term of public control depends on what plan is adopted for raising the additional capital which will be required from time to time, and upon the policy to be followed with respect to public ownership.” In our opinion these questions are not so interrelated as to require one to wait upon the determination of the other, for the reasons already set forth. We do not share the opinion expressed later in the same chapter as to the purchase of capital issues by the Commonwealth.
In Chapter VII of the report the majority of the Committee take occasion to express themselves as believing “ that future rapid transit extensions such as the Shawmut Branch should be publicly owned.” We are not ready at the present time to assent to this opinion.
At the end of Chapter VII the majority of the Committee state that the questions of public ownership, the establishment of a transportation district and a further extension of public control are so “ necessarily interwoven” that more study should be made of them. We find ourselves unable to concur with this statement for the reasons already set forth in our conclusions.

CHARLES C. WARREN Chairman.JAMES G. MORAN.GEO. LOUIS RICHARDS.HARRISON H. ATWOOD.
I am not in accord with the conclusions reached in Chapter IX of the Report regarding the proposed changes at the Egleston Square Elevated Station. I t is my opinion that conditions are such that extensive repairs should be made at this station at the earliest date possible, in order to remove what seems to me to constitute a traffic menace.

EDWARD J. COX.
Appendix A

B oston E lev a ted  R a il w a y  —  T o ta l  R e c e ip t s , Y e a e s  e n d in g  D e c e m b e r  31.
1910 ......................................................................$15,630,562 171911 ...................................................................... 16,404,294 201912 ...................................................................... 16,400,084 661913 ......................................................................17,510,545 941914 ......................................................................17,910,175 201915 ......................................................................17,971,012 911916 ...................................................................... 19,376,357 381917 ......................................................................19,818,407 011918 ...................................................................... 21,062,692 821919 ...................................................................... 29,498,582 821920 ...................................................................... 34,031,636 441921 ...................................................................... 33,277,025 531922 ...................................................................... 32,699,176 371923 ...................................................................... 34,096,813 26

Appendix B
B oston  E l e v a t e d  R a il w a y  —  T o ta l  W a g e s  c h a r g e d  t o  O p e r a t in g  E x p e n s e s , 

Y e a r s  e n d in g  D e c e m b e r  31.191019111912191319141915

$4,311,424 55 4,337,713 76 4,704,878 19 4,877,337 00 5,419,262 75 5,508,051 71
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19161917191819191920192119221923

$8,802,256 11 8,988,580 99 11,007,362 35 15,539,105 59 17,216,445 20 15,563,255 53 14,772,340 42 16,224,275 94

Appendix C
B o s t o n  E l e v a t e d  R a il w a y , D e c e m b e r  31, 1923. 

Summary of Property subject to Depreciation,.

ScheduleNo. D e s c r i p t i o n . Book Value. E stim atedLife(Years).
Per Cent Yearly Depreciation.

Amount of Yearly Depreciation.

1 T rack  and  roadway tools $ 1 7 9 ,5 3 6  6 6 10 10 $17,953 65
2 T unnel and  subw ay equ ipm en t . 4 4 8 ,8 5 9  31 2 5 4 17,954 37
3 Structures and  foundations . 1 7 ,6 2 1 ,2 0 4  6 8 75 i  X 234,949 40
4 Bridges . . . . . . . 1 4 4 ,5 7 1  2 0 2 5 4 5,782 84
4 Bridges . . . . . . . 1 ,7 7 6 ,7 1 4  8 5 t o i  X 23,689 53
5 Signals and  telephones 9 1 6 ,4 1 3  91 2 0 5 45,820 70
6 Shops and  carhouses . . . . 5 ,8 1 0 ,8 5 4  19 4 0 m 145,271 35
7 S tation  miscellaneous buildings andstructures . . . . . . 3 ,8 9 8 ,8 6 5  2 4 5 0 2 77 ,977  30
8 Wharves . . . . . . 3 9 ,3 7 8  9 5 5 0 2 787 58
9 Cars and  car equ ipm ent 1 9 ,3 1 5 ,3 4 4  5 6 2 0 5 965 ,767 23

10 Shop equipm ent . . . . . 4 8 7 ,8 0 5  9 2 2 0 5 24,390 30
11 F urn itu re  . . . . . . 9 9 ,7 9 8  9 4 2 0 5 4,989 95
12 Miscellaneous equ ipm ent 1 9 7  0 0 10 10 19 70
12 Miscellaneous equipm ent 3 8 2 ,9 9 5  3 8 5 20 76,599 08
14 Power p lan t buildings . . . . 5 ,7 0 5 ,1 9 4  2 3 4 0 2 M 142,629 86
15 Sub-station buildings . . . . 5 1 0 ,5 7 9  5 5 4 0 2 K 12,764 49
16 Power p lan t equipm ent 3 ,6 2 3 ,4 8 S  19 15 241 ,565 88
17 Sub-station  equipm ent 1 ,5 3 9 ,3 2 3  2 4 15 liH 102,621 55
2 0 Line equ ipm ent . . . . . 7 ,4 8 8 ,9 2 0  7 7 3 0 3  X 249 ,630 69

T otal . . . . . . $ 6 9 ,9 9 0 ,0 4 6  78 3 . 4 2 $2 ,3 9 1 ,1 6 5  46

Allowance to provide for tracks and  other property , th e  use of which m ay be discontinued and  for the depreciation on which no provision has been m ade above . . . .  250,000 00A nnual accrual necessary to provide for depreciation of property  a n d  for obsolescence and losses in  respect to property  sold, destroyed or abandoned, as requ ired  by section 6 of P ublic  C ontrol A ct . . . . . . . . . . . . . .  §2,641,165 46

Appendix D
B o s t o n  E l e v a t e d  R a il w a y .

Special Acts of 1918, chapter 159, section 16, provides for the option of the Commonwealth of Massachusetts to purchase all the assets, property and franchises of the Boston Elevated Railway upon the assumption by the Commonwealth 
of all the Railway Company’s(а ) Outstanding indebtedness.(б ) Outstanding liabilities.(c) Redemption of capital stock.
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The amount the Commonwealth would pay to the Railway Company under option to purchase would be as follows:

June 10, 1922. Oct. 1, 1924.

Capital stock . . . . . . . . §52,249,155 15 §52,086,642 07
Outstanding indebtedness:Funded debt unm atured . . . . . $47,046,000 00 $49,944,000 00Unfunded debt unm atured . . . . . 3,450,000 00

Total outstanding indebtedness $47,046,000 00 §53,394,000 00
Liabilities:Current liabilities:Audited accounts and wages payable §973,749 95 §1,143,673 91M atured interest, dividends and rents unpaid 781,955 14 986,279 50Accrued in terest on funded debt 264,541 12 637,141 68Accrued rent of leased roads . . . . 452,202 88 197,149 50Accrued rent of subways and tunnels 66,273 34 166,920 85

Total current liabilities . . . . $2,538,722 43 §3,131,165 44
Deferred liabilities:Punch, badge and button  deposits $29,609 80 §30,732 19Deposits of tenants for guarantee 150 00 425 00W ater bills — power stations . 11,437 64 3,835 83Outstanding tickets and checks 92,563 18 59,329 78

Total deferred liabilities . . . . $133,760 62 §94,322 80
Accrued taxes . . . . . . . . $1,'505,346 25 $1,528,447 87
Injury and damage liability  . . . . . $911,035 18 §941,947 64

Total liabilities . . . . . . $4,888,864 48 §5,695,883 75

Appendix E
R esolv e  p r o v id in g  f o r  f u r t h e r  I n v e s t ig a t io n  o f  Q u e s t io n s  p e r t a in in g  

to  t h e  F u t u r e  o f  t h e  B o sto n  E l e v a t e d  R a il w a y  C o m p a n y .
Resolved, That a joint special committee is hereby established, to consist of three members of the Senate to be appointed by the president thereof and of six members of the House of Representatives to be appointed by the speaker thereof. Said committee shall further investigate and consider the subject-matter of House Document 1180 of the current year, and particularly the questions of termination, modification, or extension of public control of the Boston Elevated Railway Company, of public ownership of the Boston Elevated railway system, and of the creation of a metropolitan transportation district and the powers, duties, political structure and control of such district if created.
Said committee shall report its findings, with such recommendations as it may deem expedient, together with drafts of any legislation it recommends, to the General Court by filing the same with the clerk of the House of Representatives on or before December fifteenth, nineteen hundred and twenty-five. The committee shall be furnished with rooms in the State House, may require by summons the attendance and testimony of witnesses and the production of books and papers before it relating to any matter under investigation, and may administer oaths to witnesses testifying before it. Such summonses shall be issued and such oaths administered by the chairman of the committee. The committee may expend such sums tor expenses and clerical and other assistance, not exceeding five thousandollars, as may be appropriated by the General Court and approved by the governor and e n n n m l  J b
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Appendix F

R e s o l v e  p r o v id in g  f o r  I n v e s t ig a t io n  a n d  C o n s id e r a t io n  o f  t h e  E stab
l is h m e n t  o f  a  M e t r o p o l it a n  T r a n s p o r t a t io n  D is t r ic t  including  its 
M e m b e r s h ip , G o v e r n m e n t , P o w e r s  a n d  D u t ie s  a n d  O t h e r  Questions
A RISIN G  T H E R E IN .

Resolved, That a special commission is hereby established to consist of two persons to be appointed by the Governor, three members of the Senate to be appointed by the president thereof and of six members of the House of Representatives to be appointed by the speaker. Said commission shall investigate and consider all questions arising out of or connected with the establishment of a Metropolitan Transportation District or area including the method and form of government and control thereof, the powers and duties which should be conferred thereon and the cities and towns or area which should be included therein. Said commission shall report its findings, with such recommendations as it may deem expedient together with a draft of an act to establish such a district, to the general court by filing the same with the clerk of the House of Representatives on or before January fifteen, nineteen hundred and twenty-six. The commission shall be furnished with rooms in the state house, may require by summons the evidence and testimony of witnesses and the production of books and papers before it relating to any matter under investigation and may administer oaths to witnesses testifying before it. Such summonses shall be issued and such oaths administered by the chairman of the commission. The commission may expend such sums for expenses and clerical and other assistance not exceeding five thousand dollars as may be appropriated by the general court and approved by the governor and council.
Appendix G

A n  A c t  t o  p r o v id e  f o r  t iI e  C o n t in u a t io n  o f  P u b l ic  O p e r a t io n  o f  the  Boston
E l e v a t e d  R a il w a y  C o m pa n y  a n d  M o d if ic a t io n  o f  t h e  T e r m s  thereof.

Be it enacted, etc., as follows:
Se c t io n  1. Public management and operation of the railway system and properties of the Boston Elevated Railway Company and said company under the provisions of chapter one hundred and fifty-nine of the special acts of the year nineteen hundred and eighteen, as amended and as modified by this act, shall continue until July first, nineteen hundred and forty-eight, and from year to year thereafter unless terminated by the Commonwealth as provided in said chapter.
Se c t io n  2. Subsequent to May first, nineteen hundred and twenty-eight the governor shall, with the advice and consent of the council, appoint, to succeed the members of the board of trustees of the Boston Elevated Railway Company, hereinafter called the board, five trustees, one for a term of two years; one for a term of four years; one for a term of six years; one for a term of eight years; and one for a term of ten years from July first, nineteen hundred and twenty-eight, who shall serve for said terms and until their successors are appointed and qualified. Subsequent to May first in the year in which the term of any trustee expires a successor shall in the same manner be appointed for a term of ten years from July first of said year. The term of all the trustees shall expire upon the termination of public management and operation.
Se c t io n  3. This act shall not in any respect impair the right of the commonwealth or any political subdivision or other licensee of the commonwealth at any time to take the property and franchises or any part thereof of the Boston Elevated Railway Company through the exercise of the power of eminent domain, nor the rights contained in section sixteen of said chapter one hundred and fifty-nine. In the event of such taking the compensation to be paid to the company shall not be enhanced or affected by reason of the passage of this act.
S e c t io n  4. This act shall take effect upon its acceptance by the holders of not less than a majority of all the stock of the Boston Elevated Railway Company given at an annual or special meeting called for the purpose and the filing of a certificate of acceptance with the secretary of the commonwealth, but not in any event earlier than ninety days after it has become a law.


