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To the Honorable Senate and House of Representatives of the
Commonwealth of Massachusetts, in General Court assembled :

The Committee appointed under chapter 88 of the Resolves
of 1874, relative to the use of South Boston Flats as terminal
grounds for railroads, and to the interest of the Common-
wealth in the matters referred to in the petition of Edward
Atkinson and others, submit the following

The Resolve under which they were appointed was ap-
proved June 30, 1874, and is as follows :

Resolve relating to the use of South Boston Flats as terminal grounds for
Railroads.

Resolved , That the petition of Edward Atkinson and others,
relative to the construction of a railroad to connect the several rail-
roads leading from Boston to the West with the flats in South Boston
belonging to the Commonwealth, and to the preparation of said
flats as terminal grounds for said railroads; and the petition of
Edward Atkinson and others that some action be taken for the
further improvement and further sale of the Commonwealth’s flats
at South Boston, be referred to a joint special committee of the
two branches of the legislature, to consist of two on the part of the
senate and three on the part of the house, with instructions to
consider and report to the next general court what is the interest
of the Commonwealth in the matters contemplated, and alsQ to
report estimates, conclusions and recommendations in relation to
the whole subject; and that said committee be authorized to sit
during the vacation, and have authority to send for persons and
papers and to employ clerical assistance.

tHommomumltl) of ittassacljusctte.

REPORT:
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The Committee, soon after their appointment, gave public
and extended notice of the time and place for their public
hearing, and have heard all who appeared and desired to be
heard, whether they favored the plans of the petitioners before
mentioned, or had any views in opposition thereto, or any
plan for a different use and occupation of the territory under
consideration. Believing the proper settlement of this matter
to be of great importance to the Commonwealth, and the time
to be near at hand when some policy must be finally and
definitely settled for the future use and improvement of the
flats in question, and believing further, that upon the plan
now adopted will depend, in a great measure, the future com-
mercial prosperity of Boston and the amount of benefit to
accrue to the Commonwealth from the sale of this territory,
the Committee have given to the subject much thought and
deliberation, and have gathered together from all sources at
their command, whether public or private, all the information
which could throw any light upon their investigations. They
now submit to you, as the result of their labors, the following
estimates, conclusions and recommendations in relation to the
use and improvement of the Commonwealth’s flats at South
Boston as terminal grounds for railroads. In their investiga-
tion of the subject, their attention was first called to the title
of the Commonwealth to the flats under consideration, and as
this is an interesting question which has in times past given
rise to great discussion, and bearing upon which there have
been many decisions of our supreme court, perhaps a brief
statement of the grounds of the title may not be thought
superfluous in this connection.

Commonwealth’s Title.

By the common law of England, which our fathers brought
with them as their inheritance, the title to the soil under the
sea and over which the tide ebbs and flows, including flats or
the sea-shore lying between high and low water mark, is in
the sovereign ; the well-settled rule being that the king owns
all the navigable waters and the land under them to high-
water mark, for the use and benefit of his subjects.

In 1(120, James I. granted, by letters-patent, all that section
of North America between the fortieth and forty-eighth par-
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allels of latitude, from sea to sea, to the " Council established
at Plymouth, in the comity of Devon, for the Planting, Rul-
ing, Ordering, and Governing, of New England, in Amer-
ica.” This council, in 1628, conveyed, by a contract of sale,
so much of the territory included in their patent, as was
between lines three miles north of Merrimack River, and
three miles south of Charles River, running from sea to sea,
to Sir Henry Roswell and others, their heirs and assigns.
A year afterwards, in 1629, these grantees obtained from
Charles I. a confirmation of this sale in a charter which gave
them and their successors, and assigns, "all lands, grounds,
places, soils, havens, ports, rivers, waters, jurisdiction, rights,
preeminences, hereditaments, and commodities whatsoever,”
within the limits set forth in their charter. They were given
ample legislative and other powers, and were invested with
full sovereignty in the lands granted, with a few trifling
reservations. The colonists accepted their charter, and pro-
ceeded under it to exercise the functions of government, to
grant titles to lands, and to assume, in regard to the territory
within the limits of the charter, all the rights which formerly
vested in the British sovereign and nation. The title to all the
soil between high and low water mark being vested by the com-
mon law in the sovereign, was, by the charter, vested in the
colonial government; and the general court of the colony, in
1641, or, as is now generally admitted, in 1647, in order to
encourage the building of wharves for the benefit of commerce,
passed the famous ordinance which declares that, "in all creeks,
coves, and other places, about and upon salt water, where the
sea ebbs and flow's, the proprietor, or the land adjoining, shall
have propriety to the low-water mark where the sea doth not
ebb above a hundred rods, and not more wheresoever it ebbs
further, provided that such proprietor shall not, by this lib-
erty, have power to stop or hinder the passage of boats or
other vessels, in and through any sea, creek, or coves, to
other men’s houses or lands.” This ordinance, being a grant
from the sovereign power, vested in the owner of the upland
the title to the flats appurtenant thereto, to the extent of one
hundred rods, or low-water mark, as the case might be.

The charter of Charles I. was annulled in 1684, by a decree
of the English court of chancery, notwithstanding the velie-
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ment protests of the colonists, and the effect of this revoca-
tion has been the subject of much curious conjecture. The
validity of the decree was never admitted by the colonists.
But, whatever may have been the effect of that revocation,
the charter of 1691, granted by William and Mary, created a
province which included the old colonies of Massachusetts and
Plymouth, and by its terms expressly confirmed all grants of
lands made by the general court of the colony, and the Com-
monwealth, which succeeded to all the territorial rights of
the province at the revolution, provided in the Constitution
(chap. YI. art. VI.) that "all the laws which have hereto-
fore been adopted, used, and approved, in the Province, Col-
ony, or State of Massachusetts Bay, and usually practised on in
the courts of law, shall still remain and bo in full force, until
altered or repealed by the legislature.” The Commonwealth,
then, is seized of all the lauds, whether upland, flats, or laud
under navigable waters, within the bounds of the State, which
have not been heretofore granted by the colony, province, or
Commonwealth. The Hats under consideration have never
been sold or granted, and the Commonwealth remains the
owner, with authority, in the legislature, to make such dispo-
sition of them as, in the exercise of the best judgment and
discretion, may seem most for the interest of the people of
Commonwealth. The Commonwealth’s title to these flats is
discussed at considerable length by Chief Justice Shaw, in
the cases of the Commonwealth v. Alger, 7 Cush. 53, and
the Commonwealth v. City of Roxbury, 9 Gray, 451.

Riparian Title.
The riparian owners hold, under the ordinance of 1647, the

flats appurtenant to their upland to the extent of one hundred
rods, or low-water mark. The precise rights of these propri-
etors in regard to the use of the'r water-front has never been
definitely settled. It is still an open question whether the State
has not the right to fill her flats, and entirely cut oil’ the riparian
owners, without making any compensation therefor. The State
has, however, avoided raising this issue by providing in all plans
for the occupation of the flats for a reserved channel, which
preserves to the riparian owners a means of access, by water,
to their property. That any obligation exists on her part to
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provide such a channel, the State has never admitted. The
courts have already decided that the legislature has power to
establish harbor lines beyond which no structure shall be
erected, within the line of riparian ownership, without making
an}' provision for compensation to the riparian proprietors.
(Commonwealth v. Alger, 7 Cush. 53.)

The State has purchased a tract of flats from the riparian
owners lying between B and E Streets and containing about
2,159,000 square feet, with the exception of one undivided
seventh of a lot of 165 feet on First Street, bounded on B
Street, now, or formerly belonging to Mrs. William Cains,
and three undivided eightieths of the so-called " Fan piece.”

A list of the parties from whom the purchase was made
may be found in the Fifth Annual Report of the Harbor
Commissioners. (House Doc. No. 53, 1871.)

Use of the Flats.
The Committee, after their appointment, took an early

opportunity to make a personal examination and inspection
of the flats in question, and to go over the route of all
desirable approaches thereto. They consulted with some of
the most prominent and energetic business men of Boston
as to the most advantageous use to which the flats could be
applied, and the best method of making the application,
and had long and frequent consultations on the subject
with those who, either by previous experience or superior
means of forming an opinion, had a special knowledge with
regard to the present and prospective needs of Boston as
affecting this large tract of land capable of being added to
the area of the city at so comparatively small an outlay of
money and in so short a period of time. The almost unani-
mous opinion of those appearing before the Committee, even
where they differed as to the details, was, that no action
should be taken which would interfere with the develop-
ment of this territory on some general and comprehensive
plan for railroad and commercial purposes; and that no
sales or grants should be made by the State except in pur-
suance of and for the object of carrying out such a plan.
With this view of the case the Committee unanimously
agree. They question the policy which has been adopted
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of making sales and grants of small parcels of those flats
whenever wanted or asked for, and which, if adhered to,
would render impossible any plan for utilizing them for
railroad purposes, except in a very limited manner.

The subject of cheap transportation is, at present, agitating
the public mind throughout the whole country. It is a problem
which will require the exercise of the wisest statesmanship
to solve; and it is a subject of such paramount importance
to the welfare of the nation as to be worthy the attention
of the best statesmen of the land. With the purpose of
providing cheaper transportation for her people, the State
has expended $12,000,000 and more to tunnel the Hoosac
Mountain; and if the result does not promise a fulfilment
of the glowing anticipations entertained by the projectors
of the enterprise, the intent with which the expenditure
was made cannot be questioned. But one great element in
the problem of cheap transportation—an element of greater
force than rival lines of railroad, and without which the
establishment of such lines will be of no avail—is an ade-
quate provision for the cheap and rapid handling, storing
and shipping of merchandise at the end of the railway route.

Cheap terminal facilities, on the most liberal scale, will
do more in the present state of railroad development to
bring about cheap transportation than any plan for boring
solid mountains, or for operating lines of railroad along
the shores of Lake Ontario to the West, although all may
be made to contribute to the desired result. Without such
facilities first provided, any attempt to compass cheap trans-
portation will surely fail.

It is not from the competition between rival lines of rail-
road that we are to look for any permanent reduction in
the cost of transportation. Competition between railroads is
sure, sooner or later, to end in combination, leaving the
public worse off than before, inasmuch as their freighting
business must then pay the interest on an increased capital.

And further, statistics show conclusively that it is wiser,
within certain limits, to develop to the utmost a single line
of railroad than to build a parallel competing line. Mr.
Joseph D. Potts, president of the Empire Transportation
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Company, in his evidence given recently to a committee on
transportation of the United States Senate, says :

“I had occasion to investigate two roads some three years ago
and compare them. The one did a business, I think, of some
400,000,000 of tons one mile in a year; the other about 15,000,000,
if I recollect right. The difference was very great. The cost per
ton per mile on the road that did the large business was about one
cent; on the route that did the small business, it was about Sy
cents. The difference is explained by the large amount of fixed
expenses and the small amount of tonnage moved. Out of every
hundred tons of engines, cars and freight moved over the smaller
road, only 19 per cent, paid any money. I judge that the kind of
lading was light and bulky, and perhaps in very small quantities,
while their fixed expenses were probably large. It was a road that
ran into New York. The road that did the large business—the
Philadelphia & Reading—charged the public about a cent and
three-quarters per ton per mile for doing the work. On the other
it was 7.6 cents, and I think the Reading made the most money on
its capital.”

The business of Baltimore with the West is increasing so
rapidly that already the merchants of New York are consider-
ing whether the business of their city is not to suffer as a
consequence, and this has been brought about, not by the
competition between rival lines centering in Baltimore, but
by the development of the single line of the Baltimore &

Ohio Railroad in connection with ample accommodations at
Baltimore for taking care of the freight on arrival.

An element of equal force 'with the competition between
different railroads, in deciding the rates at which freights can
be fixed, is the competition between the various states and
countries for the sale of the surplus of their productions in
the principal markets of the world, and this competition can
only in a very limited manner be controlled by the railroads.
Take, for example, the article of grain. As a nation, we
usually produce a surplus of bread-stuffs, and whether this
surplus shall be exported or not, depends, in a great measure,
on the price at which we can lay it down in Great Britain,
the great market of the world. If we can transport and sell
it at a pi ice about equal to that at which other food-producing
nations can furnish their products, our grain will be sent from

2
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the West and exported, and not otherwise. The rate of
freight which our railroads can charge on produce for export
is always limited by this ; and now that Russia, our great rival
as a grain-growing country, is moving so rapidly in the direc-
tion of improved facilities for transportation, this competition
will bo most sensibly felt. This same competition also affects
the price of grain brought to the East for consumption ; for so
long as we raise a surplus as now, the price for home con-
sumption will bo fixed, as at present, almost absolutely by the
ruling prices in Liverpool and London, less the cost of the
ocean freight. These facts are cited merely to show that
other elements control the price that can be fixed for trans-
portation besides the competition between rival routes.

In the last report of the Directors of the Boston & Albany
Railroad, while speaking of the fact that the New York Cen-
tral Railroad has laid four tracks of steel from Lake Erie to
the Hudson, they say, referring to the Hoosac Tunnel line of
railroads:—

“ But some say this is not all to inure to the benefit of the Boston
& Albany Railroad, since the Tunnel route will soon be in condi-
tion to divide with you the through Western traffic. This, to a lim-
ited extent, we admit, and we welcome them to the field, for, by
their coming, we look for an element of reasonable conservatism,
rather than of profitless competition. The laborer is worthy of his
hire, and when we shall become co-laborers, the efforts of both, we
believe, will be better appreciated than ours have been in the past.
Let the merchants and capitalists ol - Boston now turn their attention
to the improvement of their facilities for receiving and distributing
the products of the West, which the Boston & Albanjr and Tunnel
routes will bring to their doors, and they shall reap a richer and
more enduring harvest than can be realized by spending their own
and the state’s money in extending new roads oyer untried terri-
tory.”

Competition on a broader and more certain basis than that
between private corporations is to decide the points at which
business shall be done, as well as to largely contribute to
working out the question of cheap transportation.

This competition, already at work, is the rivalry between
the principal cities on the seaboard, as to which shall furnish
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the best facilities for the rapid and cheap handling, storing,
or shipping of freight arriving over the different railroads.

It is here that a saving can be made, rather than in the
item of through rates of freight from the West, which are now
almost as low as can be at present afforded. Other lines of
railroad to Boston, while they may develop and add to the
business of the city, cannot essentially reduce those rates.
Terminal charges, on the other hand, are high, and addi-
tional facilities in this direction could very materially reduce
such charges.

The produce of the West is continually seeking tide-water,
and will, by an inflexible law of trade, find its way, other
things being equal, to that city which offers the greatest and
cheapest facilities for its proper and speedy storage or ship-
ment. Offer cheap and abundant storage, rapid handling,
and quick despatch in shipment or distribution, and, whether
you have one or two lines of railroad, the merchandise will
come to your port for export or distribution; and if in such
quantities as to overload the roads, private enterprise will
build other lines, without the aid of state or city. Create a
valuable domain that it is for the interest of all to reach, and
the road to reach it will not be long in building.

In support of the views of the Committee, that terminal
facilities on a large and liberal scale are one of the pressing
wants of the times, and are a necessity at all ports which hope
to do a large and increasing export trade, they desire to quote
from the able and exhaustive report of Hon. William Win-
dom, the chairman of the select committee on transportation
routes to the seaboard, presented to the United States Sen-
ate and ordered to be printed on the 24th of April, 1874,
being Report 307, 43d Congress, Ist Session. This report
states that—-

“A very effective means of cheapening the cost of transport by
rail lias j'et to be provided, viz., the establishment of adequate ter-
minal facilities at the chief exporting ports. It is only within the
last five years that the most important railway companies have
regarded the grain traffic as a source of sufficient profit to warrant
them in establishing it as a distinct branch of their business, by
setting apart the requisite number of cars specially adapted to the
carriage of grain in bulk, together with the necessary terminal facil-
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ities. Such facilities embrace extensive water-fronts, in or adjacent
to the large ports, with commodious structures built upon piers or
bulkheads, and provided with the necessary machinery for unloading
railroad cars, and for loading sea-going vessels. In relation to this
subject, the general freight agent of the Baltimore & Ohio Rail-
road stated that, previous to January, 1872, all grain shipped to
Baltimore, lin bulk,’ was unloaded by hand, at an expense of
from four to five cents a bushel. At that time the company com-
pleted an elevator of 600,000 bushels capacity, and reduced the
charge for receiving, weighing, wharfage, delivery to vessels, and
storage for ten daj’s, to one and three-fourths cents per bushel, by
which means, also, the detention to vessels in loading was reduced
from five or ten days to as many hours. This is a fair index of the
saving effected by proper terminal facilities. This company is now
building an elevator of 1,250,000 bushels capacity, in order to
accommodate its rapidly increasing grain business. The freight
agent of the Grand Trunk Railway, at Portland, Maine, states that,
previous to the burning of their elevator, in August last, the charge
for elevating and ten days’ storage was one cent a bushel. Mr.
Edwin D. Worcester, secretary of the New York Central & Hud-
son River Railroad, states that his company has an elevator at
Buffalo of 600,000 bushels capacity. He also states that, within
the last }T ear, negotiations have been entered into to secure a large
plat of ground, situated on the water-front at New York, on which
to erect capacious elevators, yards, and all the appendages to a com-
plete freight establishment. These arrangements are to be carried
into effect at the earliest practical moment. It is understood that,
since this statement was made, the New York Central Railroad
Company has completed the arrangements referred to, and that the
erection of the required structures will proceed at once. The Penn-
sylvania Railroad Company has an elevator at tide-water, in the
city of Philadelphia, of 480,000 bushels, and another elevator, of
800,000 bushels capacity, in the course of construction. The same
company is also making preparations for the construction of an

elevator on the Hudson River, opposite the city of New York, of
between 3.000,000 and 4,000,000 bushels capacity. The Erie Rail-
road Company is also making efforts in the same direction.”

To give some idea of the scale on which efforts are now
being made for providing terminal facilities at New York
and vicinity, it may be interesting to give some facts in ref-
erence to the Pennsylvania Railroad before mentioned. This
road has at South Amboy 463 acres, with a water-front of
6,000. feet. On this territory, in 1873, they laid twenty
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miles of double track and sidings, and built storage bins for
coal with a capacity of storing 170,000 tons. Their total
shipping frontage at this place is 7,490 feet, with a trans-
shipping capacity of 2,000,000 tons per annum. All this
has been done at an expense of $563,449. The same com-
pany has, on the North River, a tract of land containing seventy-
five acres, on which wharves can be built, giving a wharf front-
age of three miles in extent. On this property has been-
built a large pier, 2,200 feet long and 320 feet wide, which
is mainly used by the Central Stock-Yard and Transit Com-
pany for abattoir purposes and as a stock-yard. There is
also built here another wharf, on which has been erected a
freight shed 1,000 feet long by 120 feet wide, and a covered
pier for shipping grain 500 feet long by 42 feet wide. In
and about these improvements five miles of track are laid.
The.cost of these improvements to June 1, 1874, has been
$726,475. A committee appointed by the stockholders of
this road to examine its affairs, say in their report, while
referring to these improvements :

It is in contemplation to erect a large elevator and warehouse
for storage purposes on this property, which will add largely to the
facilities for handling the grain and other traffic that may come to
New York over your road, and save in the cost of handling the same.”

To show what are the possible results of an increase in the
facilities for the transportation and shipment of merchandise,
the statistics of the imports of wheat from Russia and America
into the United Kingdom for two periods of five years each,
furnish a striking example. To quote from the report of
Hon. Mr. Windom before referred to :

“America and Russia are the great food-producing nations of the
world. Great Britain is the principal market. For many j-ears
America and Russia have been active competitors for the supply of
that market. Until recently, the farmers of the West have had the
advantage of the wheat-producers on the Don and the Volga; but a
few years ago Russia inaugurated a system of internal improvements
by which the cost of transporting her products from the interior to
the seaboard is greatly reduced. The result is shown by the im-
portations of wheat into the United Kingdom during two periods of
five years each :
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“ Imports of Wheat from Russia and America into the United King-
dom from 1860 to 1864, compared with the imports from 1868
to 1872.

ISOO TO 1864, INCLUSIVE. 1808 TO 1878, INCLUSIVE.

From Wheat—Bushels, From Wheat—Bushels,

Russia, . . . 47,376,809 Russia, . . . 117,967,022

United States, . . 127,047,126 United States, . . 116,462,380

“ An increase during the latter period, as compared with the
former, of 70,590,213 bushels from Russia, and a decrease of 10,-
584,746 from the United States.

“ The cheaper mode of handling grain by elevators has not yet
been adopted by Russia, but doubtless will be very soon. When
this shall be done, and her wise system of internal improvements,
which have already turned the wavering balances in her favor, shall
be completed, she will be able to drive us from the markets of the
world, unless wiser counsels shall guide our statesmanship than
have hitherto prevailed.”

In the report of the United States Consul at Odessa, Russia,
dated May 4, 1872, it is stated that—-

“ The grain exportation, 34,000,000 of bushels, has surpassed by
2,000,000 in quantitjr that of last year (1870), which was the
largest by twenty per cent, ever before known. The great industry
of South Russia is agriculture, which the past year has been very
successful, as shown by the exportations from Odessa and other ports.

“At Odessa, improvements are going on. The harbor is to be
deepened and widened; new custom-house and store-houses to be
built; also an elevated railway track, with apparatus for loading
and unloading ships directly from and upon the trains. Private
houses are going up without precedent in all parts of the town;
building materials are four times the prices of three or four years
ago.”

The merchants of all the principal ports on the Atlantic
seaboard are beginning to realize the importance of this sub-
ject, and in some of the cities are moving vigorously to supply
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the requisite terminal facilities adapted to the new order of
business.

The chairman of a special committee of the New York
Produce Exchange, in a report to that body on this matter,
says:—

“ The trunk lines have taken in hand a vast grain trade without
terminal facilities adapted to such traffic. Should New York trunk
lines provide as ample and as well-adapted terminal facilities as
have the Western roads for the transaction of their business, ter-
minal expenses wouldbe reduced to a fraction of the present cost.”

A leading journal of New York, in calling attention to the
need of action on the part of the merchants of that city to
secure proper terminal facilities at tide-water for the reception
of Western freight, says:—

“ The terminal facilities enjoyed b}’ the Baltimore & Ohio Railroad
are probably the most complete of any railroad in existence. Their
cars run directly to the most convenient point in the harbor of
Baltimore, the grain is emptied directly into the elevator, and the
cost of handling and transhipment reduced to a minimum. Grain
exports from Baltimore have increased from a small amount in 1870,
to 3.001,866 bushels in 1871, 5,232,163 in 1872, 7,251,717 in 1873 ;

and, notwithstanding the depression in the export trade, the export
of grain to November 21, 1874, was 8,767,788 bushels, as compared
with 6,329,980 bushels for the same period in 1873, and this before
the new Chicago road was opened for business.”

The Committee, regarding Baltimore as at present the
leading port in furnishing a complete system of improved
terminal facilities, and one whose example was already stim-
ulating other ports to action in this regard, visited that city
and made a personal inspection of its terminal facilities.
They found extensive piers, with ample freight-houses for
the reception and delivery of freight from and to vessels,
and with a depth of water in the docks sufficient to accom-
modate their largest steamers. Upon other piers were situ-
ated large and convenient elevators for the storage and
delivery of grain.

Portions of the warehouses on the piers were set apart as
bonded warehouses, in which goods could be stored and sub-
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sequently sent to the AYest in bond. There is ample ground
space for making up freight trains, and the wharves, ware-
houses and elevators are all connected with the railroad
train in the most convenient way, so that the utmost de-
spatch and least possible handling is attained. All these
facilities the Committee were assured had been the means of
largely increasing the business of the Baltimore & Ohio Rail-
road Company and of building up the commerce of the
city. These grounds were situated at Locust Point. On
the opposite side of the harbor the Northern Central Rail-
road is preparing to make extensive additions to its terminal
facilities. The vice-president of that road, in an interview
with the Committee, expressed his regret that the company
had not sooner commenced the work, and bore testimony to
the absolute necessity of extensive facilities at tide-water,
and the folly of undertaking to build trunk lines without first
providing such facilities. He also stated to the Committee
that his road had expended over a million and a half dol-
lars in tunnelling the city to reach the terminal ground at the
harbor without grade crossings, and that he considered the
money to be well expended.

Not only has the commerce of Baltimore received an
impetus from these improvements, but the general business
of the city has all been more or less benefited. A leading
journal of New York says, referring to this subject:—

“As the export trade—whose increase was the logical result of
an enterprising perfection of terminal facilities—increased, in the
same ratio grew in value all kinds of property in Baltimore. The
citizens had, at one time, fancied that the terminal improvements
would only enrich railway companies, without aiding the city, but
they discovered that they were mistaken. The total exports for the
six months, ending on the Ist of July, 1874, exceeded by three
million dollars the entire exports of 1870, and bj r six millions those
of the corresponding six months of 1873. And this growth still
goes swiftly and steadily forward. The investments made by the
Northern Central Railroad, at Canton, on the harbor, and their prop-
osition there to erect spacious piers, wharves, and elevators, indi-
cate that Baltimore does not propose to be outdone by any of her
neighbors or rivals. The trade of the port in sugar, tobacco, lum-
ber, iron, cotton, coffee, and petroleum, is rapidly increasing; and
it is no small commontan- on the beneficial influence of fine terminal
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facilities, to note that Baltimore is fast becoming an important cot-
ton port, despite her northern situation.”

And in a recent commercial paper of Boston may be found
the following paragraph :

“Baltimore is making tremendous exertions to obtain a larger share
of the foreign trade of the country, the leader being the Baltimore
and Ohio Railroad Company. That corporation has issued a circu-
lar offering great inducements to importers in the interior to bring
their goods into the country by way of Baltimore. The circular
says that all merchandise shipped in care of the company on through
bills of lading issued bj- the North German Lloyd or Allan steam-
ship lines, from ports in Europe to points in the interior of the
United States, will not be subjected to charges at Baltimore, for
either wharfage, transfer, custom-house fees, brokerage, or other
ordinary charges, excepting only small consignments, the weight or
measurement of which is not in excess of two tons or two cubic
meters, and even these small shipments will be exempt from the
charges before mentioned, excepting custom-house and brokers’
charges, which will, in future, be charged forward on such ship-
ments. It is reported that some of the largest importing houses of
Chicago hare closed with this offer, and made contracts for this year
on these terms. The ‘ Chicago Times ’ says that the importers of
that city have had ‘ a sore experience of the exorbitant special
charges which have been imposed at such points of entry as New
York and Boston.’ ”

The Committee believe that the rapid growth of the busi-
ness of Baltimore is due—

First. To an improved system of terminal facilities,
developed to an extent far exceeding that of any other
Atlantic city.

Second. To the belief, on the part of the citizens of Bal-
timore and of the State, that there is a unity of interest
between them and the railroads ; which belief leads them to
impose no unnecessary municipal or legislative restrictions
upon the corporations, but to give them all the aid which
lies in their power.

The Committee have referred at such length in this Report
to the condition of Baltimore, because it seemed to them
that that city furnished a striking example of the benefits

3
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resulting from extensive and well adapted terminal facili-
ties, combined with the full development of a single line of
railroad; and that it was an example in every way worthy
of imitation.

New 1 ork and other ports admit their great need of
improved terminal facilities for the transaction of a great
export business, and are laboring strenuously to provide
them. Are such facilities a necessity in Boston? Certainly
not, if we can trust the self-complacent statement of the sec-
retary of the Board of Trade, who says in a recent report:

“No city in the country, perhaps none in the world, possesses such
conveniences for moving merchandise from place to place within its
limits from one railway line to another, and from railway freight
train to vessel, or the reverse, as Boston is now favored with.”

If the Board of Trade of Boston is satisfied that no city
in the world possesses equal facilities with Boston for moving
merchandise from the railroads to vessels, or the reverse,
then, indeed, any attempt to convince its members that in
this regard Boston is now far behind many of the cities on
the Atlantic seaboard, would be a most hopeless task.

Unless the merchants of Boston can be aroused to the
importance of this subject, and can be made to realize that
upon them rests the duty and responsibility of securing for
the Boston of to-day, and of the future, an honorable rank
among the commercial cities of the world; unless they can
be made to see clearly that there is a present existing neces-
sity for prompt and vigorous action on their part, to pro-
vide the proper facilities for the transaction of commercial
business, and that their present means are totally and wholly
inadequate to meet the demands of the times; then they may
be sure that the days of the commercial prosperity of Bos-
ton are on the wane, and that soon she must take her place
with those other cities of the Commonwealth whose com-
merce has dwindled to the mere supplying of local needs.

Nothing that can be done by the State will avail for the
development of the business of Boston, unless the mer-
chants themselves take the lead in the matter. They must
be self-reliant and not expect the State to furnish them with
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facilities for doing business which it is their duty to furnish
for themselves.

Already the State has been called upon to subscribe to such
enterprises as the Hoosac Tunnel, Hartford & Erie Railroad,
Western Railroad, and the like, and has done so in so many
instances, that at last it seems to be thought that no business
enterprise can be started unless the merchants can first put
their hands deep in the state treasury. This is all wrong,
and eventually stunts and dwarfs the enterprise of the indi-
vidual. Boston capitalists have invested too much of their
money in Western railroad enterprises, which have contributed
much more largely to developing the business of other cities
than they have to that of Boston. Instead of investing their
money in Western railroad bonds, where simply draw the
interest, and others get the benefit arising from the use of the
capital, they could, by a judicious use of it at home, get a
fair return for their money, have their investments where
they could, to a certain extent, exercise a personal supervision
over them, thus assuring an additional degree of safety, and
at the same time aid greatly in promoting the business
interests of their city and State.

Examples of the benefits resulting to a city from the invest-
ment of the money of its citizens in home enterprises are not
wanting in this State. The increasing business prosperity of
the cities of Worcester and Fall River is due, in the main, to
the investment there of the capital of their citizens in the
various branches of industry. The policy of the savings
banks in those places of investing the greater part of their
funds in home securities has contributed largely to this most
desirable result. If the savings banks fulfil the purpose of
their organization, their deposits come largely from the labor-
ing classes of the community, and it is greatly for their
advantage that their earnings should be invested at home.
Even if the rate of interest obtained be lower, the impulse
given to business creates the very demand for labor by which
they obtain their livelihood. And to the rich depositor, if he
be the holder of real estate or have any direct interest in the
city, the increased value of such property incident to such
action on the part of the banks is a greater benefit than a rate
of interest a fraction higher.
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While the cities before mentioned show the results of an
investment of home capital in home enterprises, there are
other cities of our State where the result of an opposite policy
is clearly manifest.

While the Committee have felt it to be their duty to call
attention to the seeming inability of Boston merchants to
comprehend the present needs and requirements of a first-
class commercial city, and their apparent apathy, even when
the subject is pressed upon their attention, they are well
aware that among the number are some who are fully alive to
the importance of the matter, and are using their utmost
endeavors to infuse into their associates a full appreciation of
the demands of modern commerce.

Is there not, we ask again, need of additional terminal
facilities in Boston at present, or likely to be in the
near future? Upon this point the Committee have con-
sulted with some of the most far-seeing and enterprising
business men of Boston, and with many of the managers
of the railroads centering in that city. They have care-
fully considered the present facilities for the transaction
of a large export business, and the probable and prospec-
tive needs and demands of the city if her development is
to be what her capabilities and geographical position will
assure her, provided her business men will awake to the re-
quirements of the changed condition of trade incident to the
rapidly increasing production of the country. They have also
kept always in mind the fact that terminal facilities must pre-
cede the consignment of freight from the West, and the estab-
lishment of steamship lines to foreign countries, and should
be coincident with, if not precede, the opening of other lines
of railroad. They believe the universal testimony, borne out
by undisputed facts; to be, that business will largely follow the
increase of facilities for its transaction. And after much
deliberation, they have been brought, unanimously, to the
conclusion that there is a present existing and pressing
necessity for additional and extended terminal facilities in
Boston. Let us examine, somewhat more in detail, the
wants of Boston in this particular.

If Boston is to compete successfully with the other Atlantic
cities for the trade of the West, it must be by offering
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superior, or at least equal, advantages for distribution or
shipment at her end of the route.

Boston needs to-day better facilities for the storage and
shipment of grain. It was in evidence before the Committee
that large quantities of grain Avere only waiting the time
when Boston should bo able to provide for its cheap trans-
shipment to come to this port for export. The only facilities
at present are in the hands of the Boston & Albany Rail-
road, unless shippers are content, as they have been in
some feAV instances, to load their grain in sacks and Avhecl-
barrows.

The Committee are pleased to be able to say, in this con-
nection, that since they commenced the consideration of this
subject, one of the most energetic business men of Boston
is making provision for one or more floating elevators for
the rapid transfer of grain. These elevators have proved a
great success in other places, and will do much to insure
the quick despatch of business in that branch of trade.

The geographical position of Boston makes her the natural
winter-port for Montreal, and if proper inducements could
be held out by affording facilities for lauding merchandise
from there directly at deep water, with ample provision for
its being handled or stored at cheap rates, there can be no
doubt that the trade from that quarter Avould rapidly increase,
greatly to the advantage of the foreign commerce and interior
trade of Boston. The Canadian trade is destined to increase
largely in the future. Already ucav lines of transit, by rail-
road and canal, are in process of construction, to connect
the grain-fields of the West with Montreal and the ports of
Canada; and as for a large portion of the distance the
freight can be water-borne, the cost of forwarding it must
be materially reduced. The grain-growing regions of the
West have been rapidly receding from the Atlantic seaboard,
and the importance of natural and artificial water-Avays for
cheap transportation has become more and more apparent.

As shoAviug the great 'difference between the cost of transit
by rail and Avatcr, General Stark, the manager of the
Lowell Railroad, said, in speaking of the cost of transport-
ing grain from Chicago to Boston ;
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“Our rates rail are mills per ton per mile for tlie distance

ot four hundred miles. The balance of the distance to Chicago
(some thirteen hundred miles) by water is just about equal to the
rail transport, or equal to the rate per ton per mile given for eight
hundred miles ; or about 3J- mills per ton per mile for the seventeen
hundred miles. When grain is brought all rail from Chicago,
the rates are about 6xBff8ff mills per ton per mile.”

The completion of these lines, consisting so largely of
water-ways, must bring to Montreal large quantities of foreign-
hound produce.

The chairman of the Montreal Corn Exchange, in a recent
report to that body, while speaking of the winter blockade of
that port, says :

“ Your committee are of opinion that Montreal merchants must
look to Boston as an outlet for a large share of their freight.”

Within a few weeks, a delegation from the business men of
Montreal have visited Boston to see what arrangements could
be made for doing their winter exporting business from the
latter city. But Boston had no facilities to offer for the proper
reception and care of their freight on arrival, and this fact
must prevent, for the present, the tide of business from that
quarter from setting in the direction of Boston. One of the
leading commercial papers of Boston, referring to the offer of
the Montreal merchants, and commenting on the fact of the
want of terminal facilities, says, with truth and earnestness ;

“ But the merchants of Boston are not in a position to grasp this
great commercial opportunity which is almost thrust upon them.
While our produce merchants are anxious to meet these overtures
from their Canadian friends, they are unable to give them satisfac-
tory assurances, in the present undeveloped condition of our railroad
terminal facilities, for the handling, storing and shipment of grain,
that full justice will be done to their consignments. It is to be
hoped that the commerce of Boston will not much longer he com-
pelled to labor under this mortifying and injurious disability.”

As an indication of the amount of business that might he
expected from Montreal, it may be stated that on Decem-
ber 15, 1873, there was in store at that city, waiting export,
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765,000 bushels of wheat and 90,000 barrels of flour. While
the total export from Boston, by the Cunard line, for 1873,
was 263,611 bushels of wheat and 12,964 barrels of flour, the
total export, by all vessels, of wheat (including wheat flour)
for the year ending June 30, 1873, was only 984,017 bushels.

There seems to be no reason why, with the proper terminal
facilities, Boston should not become one of the principal grain-
exporting cities on the Atlantic seaboard. Of course, a good
deal depends on the amount of tonnage at the port seeking
outward freights, and this in turn depends on the amount
of importations. The value of the foreign imports of Boston
for 1873, was $68,083,307; exports, about $29,500,000.
These values do not convey much idea of the weight and
bulk of the imports or exports, but it would seem that, with
such a large excess of imports over exports, there would be
a large amount of fonuage offering for outward-bound freight,CO O 7

and this is one of the conditions necessary for a grain-export-
ing port.

Another inducement for Boston to seek to provide for an
extensive export traffic is, that such a business would, of
necessity, help all other commercial interests. If vessels
could be sure of an outward freight, the rates on imports to
Boston could be reduced, and the whole business of the port
built up. In this regard, all freight which passes through
Boston to Liverpool on a through bill of lading from the
West, is a great advantage to the place. The Cunard steam-
ers are now obliged to provide for their outward cargoes by
arranging with the Boston & Albany Railroad to procure the
shipment of grain on through bills of lading from Chicago.
Of 263,611 bushels of wheat shipped by the Cunard steamers
in 1873, 117,786 bushels were shipped from Chicago on
through bills of lading.

The agents of the steamer "Dominion” are reported to
have purchased quite recently in Chicago, one hundred car-
loads of wheat and provisions to enable them to load their
vessel, and will send it to Liverpool on a through bill of
lading.

While it is not much to the credit of the business men of
Boston that foreign-bound vessels should be obliged to seek
for themselves in the West for their outward freight, yet it is
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better so tlmu that no exports should be made. If the following
figures from a recent journal are correct, there was shipped
from Chicago to Europe, on through bills of lading, during
the years 1871, 1872, and 1873, from—
Bostoll 101,113 tons.
New York, 80,704 “

Portland, 33,505 “

Philadelphia, 20,553 “

Montreal, ........ H 923 “

Baltimore, 4,054 “

showing that from Chicago more merchandise was shipped
abroad on through bills of lading via Boston than by any
other route. These figures, if accurate, would seem to
indicate that no insuperable obstacle stands in the way
of making Boston one of the principal exporting cities, if
facilities at least equal to those offered by other cities are
provided at this end of the route.

It is vital to the commercial interests of Boston that pro-
vision should be made at once for the cheap reception and
shipment of Western produce. Already her merchants are
obliged to pay increased rates to Boston, because the im-
porting vessels must go to New York for their outward
freight.

How long will the merchants of Boston allow vessels to
seek outward cargoes at their port, and go away empty?

Another branch of trade which needs increased facilities in
Boston is the cotton business. A large number of the prom-
inent representatives of that trade appeared before the Com-
mittee and urged the immediate necessity for better terminal
facilities for the handling of cotton.

It was stated that cotton, being bulky, required a large
space on which to handle it; that a large proportion of the
cotton arriving in Boston came by steamers, and the wharves
at which they could discharge were contracted and crowded.

In 1852 about sixty bales an hour could be handled, at an
expense of from seven to ten cents a bale. Now it takes
double the time, and costs thirty-seven and one-half cents
per bale. It is estimated that eighty cents a bale could be
saved on the cotton, in handling and truckage, if the
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proper connection between steamer, warehouse, and railroad
could be provided. If cotton could be brought to this port,
and stored at a cheap rate, it would be sent here, and, if not
sold, be exported. With the manufactories of New England
as purchasers, Boston should be second only to Liverpool as
a cotton market.

Over 800,000 bales of cotton are consumed in the New
England factories. At present, only about 150,000 bales are
bought and sold in Boston. Reduce the terminal charges,
and there is no reason why Boston should not largely increase
her sales of cotton.

Representatives of the other leading branches of commer-
cial business came before the Committee, and urged the neces--7 O

sitv of increased facilities for handling: and receiving; their
goods, and for the transfer of their different kinds of mer-
chandise from vessel to railway train and warehouse, and the
reverse.

The present wharves of Boston, though sufficient in num-
ber, are not adapted to the present needs of trade, and the
expense of altering them would exceed the cost of building
anew. When these wharves were built, the carrying trade
was confined, almost exclusively, to small sailing vessels,
and the wharf accommodations were arranged for their
reception.

This is all changed, and steam is everywhere superseding
the use of canvas. The steamboats in our coasting; trade to-
day Avill each do the work of twenty-five of the former sail-
ing-vessels. Under the old system there Avere forty barks
running between Boston and Philadelphia. Noav the busi-
ness has doubled, and three steamers do it all.

The number of Avharves in Boston adapted to the uoav order
of trade is small, and they are crowded to overflowing. The
wharfinger of one of the principal Avharves told the Committee
that, "double the business could be done at his Avharf if there
Avas more room”; and said, further, that, " avo cannot get a
sufficient depth of Avater on account of the Avay our Avail is
built. We are afraid to dredge beyond a certain depth.”
The same gentleman, Avhose long experience in everything
relating to Boston Avharves entitles his opinion to great
weight, said:—

i
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“ I think that, in the future, more business will be done by the

steamers, to the exclusion of coasting-vessels. The facilities for
quick handling of freight must increase in Boston, and the wharf ac-
commodations must be adapted to it. It is very difficult to provide
for such facilities at the old wharves. Cheap handling can’t be done
here now. We must have more space,—-more depth of water at the
wharves, —and better mechanical facilities for handling.”

From this evidence, and from facts within the knowledge
of every one, it is evident that the present wharves of Boston
are not such as are required by the modern methods of doing
business, and the fact that some of them are at present a poor
investment is due to their non-adaptation to the wants of
trade, and not to an excess of wharf accommodations.

There were entered at the Boston custom-house, during
the year ending June 30, 1873, in the coastwise trade, 808
steamers, with a registered capacity of 1,008,718 tons, and
536 sailing-vessels, 135,317 tons ; and there were cleared, 854
steamers, with a registered capacity of 1,044,935, and 1,072
sailing-vessels, 246,932 tons. The coastwise arrivals for the
year ending December 31, 1874, including not onty the ves-
sels that entered at the custom-house, but also some of those
not obliged by law to make such entry, were 1,475 steamers,
6 ships, 42 barks, 134 brigs, and 6,221 schooners. The
coastwise clearances for the same period, which probably in-
clude very few except those actually clearing at the custom-
house,—thus explaining the discrepancy between the number
of arrivals and clearances,—were 829 steamers, 25 ships, 64
barks, 99 brigs, and 1,219 schooners. The foreign arrivals and
clearances arc given in a table in the Appendix. This change
from sail to steam necessitates a change in the wharf accom-
modations. The sailing-vessels would remain at the wharf a
week or more, discharging their cargo as it was called for.
The steamers must discharge at once, and they carry the car-
goes of many sailing-vessels, and require a very much larger
land space on which to discharge.

Another of the demands of the times is the connection of
wharves directly with railroads, thereby avoiding, not only the
delay, but the great expense incident to trucking goods about
the city. This item of trucking is an important one.

A member of a Boston firm stated to the Committee that
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his annual bill for trucking amounted to from twelve to fifteen
thousand dollars, and that, with better facilities for railway
connection, he could save seventy-five per cent, of that bill.
Business calculations are made so closely now that a large
saving in this item would decide whether certain kinds of busi-
ness should be done in Boston or elsewhere.

Thus far we have discussed the need of increased terminal
facilities in Boston, from a commercial point of view, with
reference mainly to the export trade. But the prosperity of
Boston in the future is to depend in an equal, perhaps in a
greater degree, upon her manufactures ; and, in order to foster
this branch of industry, it is equally as important that im-
proved terminal facilities should be provided.

Very few persons, with the exception of those who have
had occasion to look into the subject, would regard Boston
as a great manufacturing centre.

When we speak of manufacturing places, we naturally
think of Lowell and Lawrence and Fall River, where lar^e7 O

and extensive buildings appeal directly to our senses, and
we can hardly believe that in the last report of the industry
of Massachusetts, made in 1865, the aggregate value of
articles produced in Suffolk County was greater than in any
other county in the State, not excepting the manufacturing-
counties of Bristol, Essex, Middlesex and Worcester—while
in the census of 1870, the value of the articles produced in
Suffolk was but a small proportion less than that of Middle-
sex, and exceeded that of every other county. The manu-
factures of Suffolk County are returned, in the census of 1870,
under nearly two hundred different heads. They furnish
employment to 43,143 persons. The value of materials
used was $59,384,305, and of the products, $111,380,840.
The wages paid amounted to $22,748,730, and the number
of establishments was 2,546. These factories furnish em-
ployment to the highest class of operatives. The skilled
artisan, the intelligent mechanic, the cunning craftsman;
men whose daily work requires the exercise of the brain
equally with the hand, are to lie found largely in the small
workshops and factories of Boston. These industries are
not all of them apparent to the eye in passing about the city.
Summer Street is the centre of one of the great manufactur-



Jan.COMMONWEALTH FLATS.

ing interests of the State. A large proportion of the ready-
made clothing manufactured in the State is made in this
vicinity. Ot $17,743,894 worth of clothing made in the
State in 1865, $15,186,833 was the product of Suffolk
County. From these clothing factories garments partly made
are sent out in large quantities, wherever the rail can carry
them, to be finished in the families of the farmers and others,
whose circumstances compel some such means of eking out
a livelihood, and are returned again by rail to the factory in
the city. The finished clothing is then distributed to all
points of the West and South in large and bulky packages.

The manufacture of pianofortes and furniture is largely
carried on in Boston.

All these various industries, so important to the welfare of
the city and State, and upon whose successful prosecution so
much depends, stand in need to-day of better and cheaper
facilities for the handling of freight.

The raw material for the various factories is, in many
cases, bulky, and needs space for its proper handling and
railway connections for its cheap delivery. The products of
the factories are often sent away, in large packages, and
should have the least possible handling and the greatest
attainable facilities for shipment. Our railroad commission-
ers say, with much force : "It cannot be too closely pressed
on the public mind that the cost ofall transportation is a tax ;

freights on raw materials, on their way to the workshop,- are
a tax on production; freights on the manufactured article on
its way to the salesroom, are a tax on consumption; every
handling imposes new charges, every break in the machinery
of transportation exacts an additional payment.”

The present terminal facilities in Boston are not adequate
to furnish the cheapest handling of her manufactures.
Truckage is in some cases a severe tax. The truckage of
sugar from the two large sugar refineries of South Boston is
said to amount to about $50,000 annually.

The manufacturing industries of the entire State have
increased at an almost incredible rate during the past ten or

»

fifteen years.
In comparing the census report of 1870 with that of

1860, we find that during the period of ten years, the number
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of industrial establishments of Massachusetts increased more
than fifty per cent., the amount of capital employed increased
by one hundred millions of dollars, and the annual product by
three hundred millions of dollars. In 1870, there were over
thirteen thousand manufacturing establishments in Massa-
chusetts. The capital employed in them, amounted to over
two hundred and thirty-one millions of dollars ; the value of
the materials used was three hundred and thirty-four millions
of dollars; and the total products for that year reached the
enonnous sum of five hundred and fifty-four millions of
dollars. (See Appendix, Table No. 16.)

The production of the leading industries was as follows :
I «

Boots and shoes, §88,399,583 00
Leather, 83,685,055 00

§122,084,638 00

Cotton goods, 856,289,880 00
Cotton thread and yarns, . . . 8,009,643 00

§59,299,423 00

Woollen goods, §39,839,498 00
Worsteds 8,337,637 00 ■

§48,177,185 00

Manufactures in iron of all kinds, ..... §26,767,486 00
Ready-made clothing, men’s, ... . . . 20,212,407 00
Printing cotton and woollen cloths, .... 17,326,150 00
Machinery of all kinds, 16,445,542 00
Paper and paper-hangings, 12,741,266 00
Furniture, 11,369,148 00

A further comparison shows that the production of ready-
made clothing, iron, hardware and machinery increased each
threefold, the leather and woollen products each more than
twofold, boots and shoes gained eighty-three per cent., and
cotton goods about fifty per cent.

A large proportion of the imports of Boston consists of raw
materials for all these manufacturing establishments, and
the development of the export trade tends directly to reduce
the cost of importation by furnishing outward freights for the
importing vessels. (For a 'list of the principal articles
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imported and .exported at Boston during 1873, see Appendix,
Tables Xos. 14 and 15.)

The Committee are agreed that both the commercial and
manufacturing interests of Boston require, at the present
time, additional and extended terminal facilities.

Where and how shall those facilities be provided ? For-
tunately for the future welfare of Boston, the means of provid-
ing unsurpassed facilities for receiving, handling and shipping
merchandise, and of furnishing unequalled terminal grounds
for railroads, are close at hand. The Commonwealth’s flats
at South Boston are admirably adapted to furnish ample
accommodations for such terminal grounds, if they are availed
of at once for that purpose, and their conversion to other
uses prevented. Within a mile of the business centre;
easily accessible by railroads; with ample ground for
freight-houses on the most liberal scale; situated so that
docks can be constructed, which the largest ocean steamers
may conveniently use; with space enough to provide for
warehouses and all the facilities necessary for the rapid
and cheap handling, storing and shipping of merchandise;
and capable of being developed on a scale commensurate with
the largest demands of business, —these fiats offer to Boston
an opportunity to place herself at once, in this regard, in
advance of any city on the Atlantic coast, and to assure her
future commercial prosperity. This property now lies
unimproved. There is nothing to tear down, and nothing to
interfere with the construction of wharves and warehouses of
the most modern and improved style; and the extent of
the flats is such, that wharves may be extended along the
water-front almost without limit. As much of the material
for fillin'* is to be dredged from the harbor, a still further
benefit to commerce will be derived. The improvement and
occupation of these flats for business purposes will in no way
affect injuriously any other plan already undertaken or
projected by any railroad, or in any other section of the city.
Whatever aids in the development of one section, cannot fail to
incidentally help all other sections. Whatever tends to build
up the business of a city, cannot fail to benefit all the property
comprised within its boundaries. W hen these flats of the
Commonwealth shall be improved on some plan similar to the
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one proposed later in this Report, the business of the city will
be so much increased as a consequence, that all will be
benefited. While the Committee are glad to learn of
proposed improvements elsewhere, and would recommend
nothing to injure or interfere with them, they cannot help
reaching the conclusion that to this territory, now .owned
by the State, by the natural laws of trade and the force of
geographical position, will sooner or later be drawn all the
railroads entering Boston from the South and West, leaving
for the Northern roads the facilities to be had at East Boston
and the Mystic flats.

In the course of the different hearings, it appeared to the
Committee that citizens from various sections of the city
thought the State was considering where best to expend her
money in furnishing terminal facilities. Such was not the
question before the Committee, The Commonwealth is the
owner of a certain tract of flats on the water-front of Boston,
and the question was, whether those flats could be used for
the purpose of providing better terminal facilities for Boston,
in such a manner as to advance the business interests of the
city and aid in replenishing the state treasury.

Any proposition to furnish facilities elsewhere than on the
land of the State must be decided by private enterprise alone.
The discussion of whether the Commonwealth’s flats could be
profitably used for terminal purposes opened the whole ques-
tion of the need of additional terminal facilities in Boston, and
the Committee are of opinion that there is a present pressing
need for such increased facilities, and that an arrangement can
be made by which these flats can be developed to the mutual
advantage of the State, the city, and the individuals entering
into the arrangement, the details of which will be hereinafter
set forth.

Will the different railroads use these flats for their freight-
houses and as their freight terminus?

The Committee have the assurance of the managers of the
Boston & Albany Railroad, which road already owns fifty
acres of these flats, purchased from the State, that they are
ready to transfer their local freight to this territory at once,
and devote their present grounds to passenger uses, setting
back the depot to Kneeland Street, thereby greatly facilitating
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llic business of that section of the city, and subsequently the
Western freight business of this road would be moved there,
and the facilities at East Boston given up to the Northern
roads.

The occupation of these flats by the Fitchburg Railroad
Avould offer a solution of the problem of how to avoid the
dangerous grade-crossings at the northern side of the city.
If that road could be induced to move its freight business toO

these flats, and the Eastern Railroad occupy the present
Fitchburg station, all the present grade-crossings in that
section would be done away with. The Fitchburg road must
have extensive facilities at tide-water, if the tunnel business
be what some predict, and is to come over this road, and no-
where can better accommodations be found than on these flats.
The New York & New England Railroad already passes over
this territory to its depot, at the foot of Summer Street. An
enterprise is projected, and has recently received much atten-
tion in Boston, to bridge the Hudson River at Poughkeepsie,
and by way of the New York & New England, to connect
Boston more directly with the coal-fields of Pennsylvania,
and with some of the Southern railroads. The movers in this
project feel confident of sending a large quantity of freight to
Boston, estimated by them at over 200 car-loads a day. With
the opening of this new road; the New York & New England
road will need largely increased terminal facilities in Boston.

The Boston & Providence Railroad can change its freight
O O

business to the flats, and, by so doing, the necessity of widen-
ing Tremont Street would be avoided. The Old Colony Rail-
road would eventually find it for the interest of the road to
move its freight-houses to this locality.

Whatever may be thought of the merits or defects of any
particular plan for utilizing the flats of the Commonwealth at
South Boston, the Committee are confident that all will agree
with them in the following recommendations :

First. That some general and comprehensive plan be
adopted by the legislature for the use and occupation of a
large portion of these flats as terminal grounds for railroads,
with provision for a series of deep-water docks, and ample
and spacious warehouses for the storage of merchandise; and
they submit hereinafter a plan which seems to the Committee



1875.] HOUSE—No. 100.

to meet the requirements of the present system of transpor-
tation.

Second. That no sales or grants of any portion of these
flats be made by the State, except with reference to and
with a view of carrying out this plan, and that all exist-
ing authority to make any different disposition of them be
revoked.

The plan they submit for the use and occupation ofthe flats,
is not made with reference to the wants of any particular rail-
road, nor in the interest of Mr. Atkinson and others, the
petitioners, but is one which it seems to the Committee should
be adopted, whatever may be thought of the merits of any
proposed project to connect these flats with the different rail-
roads. The Committee do not advise any expenditure on the
part of the State to carry out the plau. Certainly not at
present. But whenever the merchants of Boston shall see
that unless some such plan is adopted, Boston must fall behind,
and lose all her commercial prestige, and are ready to
come forward with liberal hands to further the project, the
State should be in a position to meet them on such terms
as should be mutually advantageous and profitable. Until
that time comes, as it must in the near future, the State should
consent to no alienation of her flats, but should hold them, so
that no acts of hers should deprive Boston of the chance to
hold her rank among the commercial cities of the world.

The following plau, submitted by the Committee, seems to
them to furnish an admirable arrangement of terminal
grounds for railroad uses; to meet the requirements of
modern commerce; and to be the most feasible and advan-
tageous plan that can be suggested for the use and occupancy
of the flats held by the Commonwealth at South Boston.

Plan for Development of the Flats.

The flats at South Boston, belonging to the Common-
wealth, contain about 800 acres. The portion shown and
colored on the accompanying plan, comprises about 3G6
acres. The remaining portion is situated southerly and
easterly of the reserved channel and extends as far as Castle
Island.

5
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The Commonwealth is the owner, by purchase, of the riparian
flats between B and E Streets ; and the Committee, in making
their plans, have assumed that other riparian rights could be
purchased if it became desirable or necessary, and that the
Boston & Albany Railroad would consent to any arrangement
which would assist in the full and convenient development of
this territory, and which would be for the mutual advantage
of the railroad and the State. In making their plan, there-
fore, they have extended, in dotted lines over the flats belong-
ing to that railroad, the various improvements suggested.

Several hundred soundings have been made on this
territory, and the result shows that a good foundation may be
obtained in almost any locality, and that no arrangement
of plan need be made with especial reference to the char-
acter of the bottom, though it may be found expedient to
make slight variations in the location of pier-walls. The
Committee are agreed that these flats should be utilized
for railroad and commercial purposes, and their plans have all
been drawn with this end in view. In all plans hitherto made
for the improvement of this territory, it has been assumed
that the New York & New England Railroad must of
necessity furnish the line of communication with the railway
system of the city. To this method there are three serious
objections.

First. It will interpose dangerous grade-crossings between
the entire district, as well as South Boston itself, and the city
proper by way of the avenues and bridges which the city is
now building. The track of the railroad would of necessity
cross Eastern and Northern Avenues at grade, and occasion
a serious and constantly increasing interruption ot travel.

Second. Although the present line of rails through South
Boston might for awhile accommodate the business, it
could not do so for any considerable time, and it would be
necessary to widen the location, which, with its consequent
land and grade damages, bridges and construction, would
cost, to get to South Bay, not far from $850,000.

Third. At the point where this road crosses the Old Colony
Railroad, the track is several feet below high-water mark,
and for this there appears to be no remedy.

By the plan suggested by the Committee, the main ap-
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proach by rail is placed beyond the easterly limits of Section 1,
thus avoiding grade-crossings on the territory south of Eastern
Avenue, while between Eastern and Northern Avenues, a
large space, comprising fifty-five acres, can be devoted to
freight-houses and yards without being intersected by streets.
The tracks would be laid parallel with the two main avenues,
and could be used to their utmost capacity without obstructing
public travel. This plan, if acquiesced in by the Boston &

Albany Railroad, as it doubtless would be, would obviate the
dangerous grade-crossings which must follow the use of
tracks laid out on the flats now belonging to that railroad,
which would run longitudinally through this territory.

Freight-houses can be constructed, according to the plan of
the Committee, capable of discharging 600 cars at one time,
and the yards would provide ample room either to set out or
discharge 1,200 cars more.

A comparison of the relative freight accommodations of the
several railroads entering the city is suggestive :

Approximate Area of Freight-houses of the different Railroads.
Old Colony, 48,000 feet.
Hew York & Hew England, 27,800 “

Boston & Albany, . .

/Bonded, .214,2541 376 776 “

v. General, . 162,631 J
Boston & Providence, .

.

/Old, , . 28,5001 107 250 “

I Hew, . . 78,760 /
Boston, Lowell & Hashua, 131,815 “

Fitchburg, 100,730 “

Eastern, .... (East Boston, 22,6301 g ..

1Charlestown, 16,6507
Boston & Maine, 74,700 “

Total 905,861 feet.

There are four freight-houses on the plan, each containing
293,163 square feet, or a total of 1,172,652 square feet;
being 25 per cent, more than the area of the freight-houses
ofall the railroads, including the extensive freight and bonded
warehouses of the Boston & Albany Railroad at East Boston.

The Committee recommend as the best method of approach-
ing these flats, the construction of a tunnel of 2,640 feet in
length, from the corner of Second and II Streets in South
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Boston, through Telegraph Hill to the corner of Old Harbor
and Eighth Streets. From this point, southerly and westerly,
the country is sufficiently open for the selection of several
lines ot communication with the railroads running south and
west. Fortunately for the execution of this plan, the land
necessary for both approaches to the tunnel is now unoccu-
pied, and its use for such a purpose would not involve the ex-
pense of destruction of buildings. Between the termini of the
tunnel, the ground rises to the height of 135 feet above mean
high-water mark, and so abruptly as to place the line of the
tunnel so far below the surface as to obviate the possibility
of annoyance or disturbance from the passage of trains.
South of Eighth Street there is now no public highway, so
that the only crossing at grade would be at First Street,
between H and I Streets, which at this point is not likely to
ever become a great thoroughfare, and where the obstruction
or danger to public travel can never become so serious as at
the grade-crossing of the same street by the New York &

New England Bail way near B Street.
The material of which the hill is composed is a very hard

pan or bowlder clay, not too hard to be readily excavated
with the pick and shovel, but sufficiently firm to retain its
form and position while the excavation is being made, with-
out unusual means being employed for bracing and supports.
The earth will be worth about one-half the cost of excavating
for the purpose of filling.

The tunnel can be readily located, so that its enlargement
could be made at any time, without needless expense, either
for land damages or for destruction and reconstruction.
From the northerly entrance of the tunnel, the line passes by
an easy curve to a line parallel with I Street. One great
advantage of this method of communication will be, that
the first section of this territory will be subjected to no
annoyance from grade-crossings on the main avenues fox-
travel. The whole of South Boston now occupied would be
connected with the city proper by broad avenues in direct
lines and fx-ee from obstructions.

The grades of this terx'itory must be fixed as low as is
consistent with proper drainage, and exemption from over-
llow by storm tides, and not so high as to make the wharves



1875.] HOUSE—No. 100.

on the exterior line inconvenient for the loading and dis-
charge of vessels. The grade hitherto established, is grade
16 for the land and wharves, or six feet above mean high-
water mark, ten feet being the mean rise and fall of the tides.
This grade is ample to secure proper drainage. Any lower
grade might be in danger of occasional overflow from stormO o O

tides. For the purpose of the estimates, grade 16 for the
wharves and 18 for the streets have been assumed.

By the contract for filling the flats now in process of im-
provement, under the direction of the harbor commissioners,
the material to grade 13 is to be obtained bv dredging in the

>— J O O

channel of the harbor. The character of the material thus
obtained is very uncertain. The depth of gravel in the
streets would be but five feet, and all the water-pipes, gas-
pipes and sewers laid in those streets, must rest upon an
extremely uncertain bed. For the purposes of the estimate
of quantities and cost, grade 11 has been assumed as the
extreme height to which the filling should be carried with
dredged material. The exterior line along the main ship-
channel is designed to be occupied with wharves and docks,
having sufficient accommodation for the largest ocean steam-
ers, with a depth of twenty-three feet at mean low-water.
There will be ample space for the secure mooring of vessels,
and for store-houses, light and inexpensive, adequate for the
reception of entire cargoes, both in loading and unloading.
Railroad tracks can bo brought beside these store-houses, and
in some cases beneath their roofs, and upon each wharf build-
ings of a more permanent and substantial character can be
erected for the storage of merchandise.

A dock has been drawn in the centre of the flats
now being filled by the Commonwealth. Work upon this
area has not proceeded so far but that this change of
plan can be made without greatly adding to the expense,
and by such alteration the value of this territory would be
much increased. Eleven wharves are shown upon the plan,
and ten docks, with ample dockage for seventy first-class
steamers. There will be ample room in the centre of the
wharves for warehouses of suitable size for the storage of
goods. Upon the tracks shown upon these wharves 1,260
eight-wheeled cars can be placed at one time, and these
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tracks are so arranged that whole trains can be placed upon
them or taken away at once.

The piers and docks of the Baltimore & Ohio Railroad
are, in number, two piers and three docks. The piers
are in reality freight-houses about one hundred feet
wide and nine hundred feet long, built of wood, set on
piles, and having a platform six feet wide on each side,
from which to moor vessels securely. A double track
extends through the centre of each house, freight being
loaded and unloaded to and from the cars and discharged
into or received from the houses by the vessels alongside.
The docks are about one hundred and twenty feet in width,
extending the whole length of the houses, with a depth of
water of from twenty to twenty-five feet, the rise and fall of
the tide being slight. These houses are admirably
adapted for the purposes for which they were intended,
but would need some modifications when adapting them to
the business which will be done at South Boston.

The shortest pier on the proposed plan would be 900 feet,
and the longest 1,100 feet, in length, and 375 wide at the
widest portion, and 300 feet wide through the central and
main portion of the pier. They are designed to be filled
solid, and inclosed by proper sea-walls, erected in a firm and
substantial manner, and to have a depth of twenty-three feet
at mean low water.

In the middle of the pier is a space one hundred feet in
width for permanent warehouses for the storage of mer-
chandise. On each front of these warehouses a street is
laid out, fifty feet in width, on the opposite side of which,
upon either side of the pier, is a range of freight warehouses
forty-four feet wide, in which goods can be deposited, secure
from the weather, either for the loading or unloading of ves-
sels. Between the side of these storehouses and the edge of
the pier is a platform six feet wide, which is ample for all the
purposes required. A double track is designed to be laid
in the street by the side of these store-houses, one of
the tracks to be partially covered by a projecting roof.
A more complete protection against the weather, and a

more perfect security for all classes of merchandise, would
be attained by laying one track within the store-house and
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the other in the street beside it, where empty cars could be
placed or loaded ones discharged either into the warehouse or
teams. These tracks are all designed to connect with a
double line of rails to be laid in a street one hundred feet
north of Northern Avenue, arranged expressly for their
location and uninterrupted use by day or night, so that the
free and unrestricted movement of freight could be carried
on at all times. The width of the central or main portion of
the dock or basin being two hundred feet, will afford ample
room for floating elevators to be brought alongside of steam-
ers or vessels while they are loading with a general cargo of
merchandise, and this cannot be conveniently accomplished
without ample width of dock. These piers as arranged should
be provided with travelling cranes for the easy and safe
movement of heavy goods from teams or cars to vessels, or
the reverse ; and also with the most improved arrangement of
hydraulic machinery, the use of which for hoisting purposes
is stated to be a great improvement over the ordinary method
of hoisting by steam-power, both as regards safety from fire
and economy in cost and expenditure.

This plan submitted by the Committee can be more readily
comprehended by an inspection of the map hereto annexed
than by any further attempt at description. Of course, a
large latitude can be allowed as to details, but the Committee
believe that the general features of the plan are such as will
commend it to the judgment ofall who make a thorough study
of the subject. The following are estimates of areas, amount
of filling required, cost of filling, and cost of sea-walls :

Estimated Areas of Territory to he Improved.
Section 1. West of the Extension of E Street.

Area in streets, 1,260,018 sq. ft.
in wharves and lots, . , . 6,048,933 “

7,308,951 sq. ft.

Section 2. East of the Extension of E Street.
Area in streets, 1,984,521 sq. ft.

in wharves and lots, , . . 6,439,307 “

8,423,828 “

Total, ......... 15,732,779 sq. ft.
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Estimated Amount of Filling Required.
Section 1. West of Extension of E Street.

6,048,933 square feet to Grade 16, 3,584,653cu.yd5,
1,260,018 “ to Grade 18, 840,014 “

4.424.567 cu. yds.

Amount below Grade 11 to be filled with materials to be
obtained by dredging, 2,977,720 cu. yds.

Amount above Grade 11 to be obtained from other
sources, 1,446,847 “

4.424.567 cu.yds.

Section 2. East of Extension of E Street.

6,439,307 square feet to Grade 16, 3,815,886cu.yd5.
1,984,621 “ to Grade 18, 1,323,013 “

5.138.889cu.yds.

Amount below Grade 11 to be filled with materials ob-
tained by dredging, 3,464,296 cu.yds.

Amount above Grade 11 to be obtained from other
sources, 1,684,603 “

5.138.889 cu.yds.

Cost of Filling.
Section 1. West of Extension of E Street.

2,977,720 cubic yards dredged material at
87| cents, f 1,116,645 00

1,446,847 cubic yards gravel or good
earth, at 46 cents, 651,081 15

§1,767,726 16

Section 2. East of Extension of E Street.
8,454,296 cubic yards dredged material,

at cents, §1,295,361 00
1,684,603 cubic yards gravel or good

earth, at 46 cents, 768,071 35
2,053,432 36

Total for filling, f3,821,158 50
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Cost of Sea-walls.
Setcion 1. West of Extension of E Street.

1,060running feet extension wall on Com-
missioners’ line at $286 per foot, . . $250,160 00

6,370 running feet dock and pier walls, at
$165 per foot, 1,051,050 00

Ballast, 60,764 tons, at 75 cents, . . 45,573 00
51,346,783 00

Section 2. East of Extension of E Street.
3,105 running feet exterior wall on Com-

missioners’ line, at $236 per foot, . $732,780 00
16,856 running feet dock and pier walls,

at $165 per foot, 2,781,025 00
8,700 running feet light wharf wall, at

$75 per foot, 652,500 00
Ballast, 178,000 tons at 75 cents, . . 133,500 00

4,299,805 00

$5,646,588 00

Railroad to connect the Flats with the different

Railroads.
Upon the petition of Edward Atkinson and others, "rela-

tive to the construction of a railroad to connect the several
railroads leading from Boston to the West with the flats in
South Boston belonging to the Commonwealth,” the Commit-
tee report that they have fully considered the subject.

Under the laws of the Commonwealth no special charter
for such a railroad is required. It can be organized under
existing statutes. Such a corporation has already been organ-
ized under the corporate name of the"Boston & North-Western
Railroad Company.” The statement of the president of this
company, accompanied by the engineer’s report and a map of
the proposed route, may be found in the Appendix, marked B.

This road commences at the north-east corner of the land of
the Boston & Albany Railroad, will pass under the high land
of South Boston through a tunnel, will cross and may con-
nect with the Old Colony Railroad, the two branches of the
New York & New England Railroad, the Boston & Provi-
dence Railroad, and when it reaches the town of Weston may
connect with the Boston & Albany Railroad, the extension of

6
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the Hopkinton Railroad and the Massachusetts Central Rail-
road. A short branch may be built so as to connect the new
railroad with the Fitchburg Railroad.

This railroad, when constructed, will thus connect all the
railroads leading to Boston from the West and South-west with
the flats belonging to the Commonwealth in South Boston.

Energetic and influential men, who fully appreciate the
opportunity now offered to Boston by the proper use of the
Commonwealth’s flats in South Boston, are interested in this
new railroad, and are active in its management. By con-
structing their railroad, they will give to the Boston &

Albany Railroad a suitable and convenient access to their
property in South Boston, and will connect the whole
property of the Commonwealth with all existing railroads
leading from Boston to the West. They will make the whole
property accessible to railroad business, and will add much to
its value. It will be for the legislature to determine how,
and to what extent, not by payment of money, but by gift or
sale of land (at present of little value), this railroad may be
aided so that its construction, without unnecessary delay, may
be assured.

The statement of the president of the railroad, and the
accompanying documents, show most clearly what may be
secured by its use. Its easy grades and freedom from grade-
crossings, add very much to its usefulness, and the many con-
nections which may be secured by its construction increase
its value.

The Committee ask of the legislature a careful study of
the statement and map.

Eastern Avenue Bridge.

The attention of the Committee, upon their first visit to the
flats, was called to the bridge in process of construction over
Fort Point Channel in continuation of Congress Street. The
grade (26) at which the bridge was to be built appeared to
the Committee unnecessarily high, and the attention of the
harbor commissioners and of the city authorities of Boston
was called to the subject. Although, at first, there seemed
to be no one responsible for fixing so high a grade, it turned
out, on investigation, that the city had fixed that grade at the
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suggestion of the harbor commissioners ; and further research
developed the fact, that the only reason assigned for fixing so
high a grade was, that steam-tugs, without a vessel in
tow, might pass through the unopened draw by lowering
their smoke-stacks.

In view of the fact that raising the grade of this bridge
would be of little avail unless that of the seven other bridges
above was also raised, which, as two of them are railroad
bridges, could hardly be done, it seemed to the Committee that
the reason assigned did not justify placing such an impedi-
ment in the way of travel between the flats, when filled, and
the city proper. The grade to which the flats are to be
filled being fixed at 16, it would seem that grade 21 was as
high as should be fixed for the bridge, and that building it

O O 1 o

any higher than is absolutely necessary to the proper work-
ing of the draw, would create an artificial obstacle to the use
of the flats, thereby greatly diminishing their value for com-
mercial purposes, without, in the opinion of the Committee,
any sufficient reason therefor.

It would be a severe tax on the heavy teaming which
wmuld naturally be done in this vicinity if an artificial
elevation were interposed between these flats and the city
proper, and the slight detention incident to the occasional
passage of a steam-tug would be a small grievance in com-
parison.

Holding these opinions, the Committee called the atten-
tion of the governor and council to the matter, who gave
several hearings to the parties in interest, and finally adopted
the following order :

“ Ordered, That the council recommend to the harbor commis-
sioners to arrange with the city of Boston to change the grade of
the bridge in Eastern Avenue, over Fort Point Channel, from
twenty-six to tw'enty-one feet above mean low water, provided the
alteration can be made without expense to the State. ”

The joint committee on streets, of the Boston city council,
on October 10, 1874, passed the following vote :

“ Voted, That, if it appears that the representatives of the State
and the other parties interested, desire a reduction of the grade,
and the city will be fully indemnified for any expense growing out
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of the same, this committee will recommend the city council to
reduce the grade to twenty-one feet above mean low water at the
centre of the draw.”

The attorney of the Boston Wharf Company has offered,
in behalf of that company, to pay all expenses incident to
the change, and the Committee hope that there will be noth-
ing to prevent the proposed reduction of grade, which it
seems to them is for the interest of all parties.

South Bat and Fort Point Channel.
While considering the matter of bridging Fort Point

Channel, the Committee were brought unanimously to the
conclusion that, at no very distant day, the whole area of that
channel and of South Bay would be filled, and better accom-
modations for what commercial business is now done there, be
provided elsewhere. The old theory, so long and tenaciously
adhered to, that the existence of this bay and channel was
essential to " scour ” the main channel of the harbor, has been
abandoned, and takes its place with the other exploded
theories which state boards have, from time to time, employed
themselves in inventing and promulgating. In the sixth
annual report of the board of harbor commissioners, they
say:—"We have no objection to this project of filling up
South Bay and Fort Point Channel, on the ground of their
physical relation to Boston harbor, for the reason that this
relation is not so important that it should control the decision
of the question,” and they base their opposition to the filling
solely on the ground of the " sacrifice of commercial facili-
ties.”

With the development of South Bostou flats, on some plan
similar to that before proposed, all the commercial facilitities
which are needed in this vicinity would be furnished, and
that without the necessity of passing through seven or eight
bridges.

Owners of property in this region are now moving their
business to Dorchester Bay and other points, where they can
avoid the tax, in the shape ofincreased freights, which vessels
charge for delivering merchandise above draws.

When all the bridges now projected across Fort Point
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Channel shall be built, the cost of delivering merchandise in
South Bay will be largely increased. The inevitable ten-
dency, when the accommodations shall be offered, will be
for those now located on South Bay to seek tide-water below
the bridges. The land acquired by filling the bay and channel
would be more valuable as land than as water, and the addition
of South Boston to the city proper, by means of solid ground,
would greatly increase the value of property in that section
of the city.

Another reason for the filling, and one more important,
perhaps, than all others, is the sanitary reason. The death-
rate of Boston is very large. As the population of the
territory drained by South Bay increases, the sewerage
emptying here, with no strong current to carry it off, must
become a source of foul exhalations, spreading sickness and
disease. This condition is unavoidable, and the remedy is to
fill the bay and channel, leaving a culvert sufficiently large to
receive the sewage matter and convey it to deep water in the
harbor.

By making solid land of this channel the expense of
maintaining the numerous bridges across it would be
avoided, and this expense must increase year by year. The
land thus obtained, situated near tide-water and railroads,
would be very valuable for manufacturing and other pur-
poses. Two very able committees of the legislature have care-
fully considered this subject, and unanimously recom-
mended such action. Their views given at some length,
may be found in House Documents, No. 76, of the year 1868,
and No. 240, of 1870. The first committee, consisting of
Messrs. J. N. Marshall, S. W. Bowerman and George O.
Brastow, of the Senate; and F. W. Bird, Joshua C. Stone,
Avery Plumer, George Hey wood, Levi Stockbridge and
W. J. E. Evans, of the House. The second was a commit-
tee of the House only, and comprised Messrs. F. W. Bird,
Moses Kimball, John I. Baker, T. L. Nelson, Avery Plumer,
A. G. Fay, S. M. Crosby, J. A. P. Allen and Linus M.
Childs.
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List of Tables embraced in the Appendix.

The Committee have appended hereto a number of tables
which are valuable as illustrating different parts of their
Report:—

Table No. 1. Shows the total shipment of grain east from Buffalo
and Suspension Bridge, by the New York Central
and Hudson River Railroad Company, during the
year 1872, destined to Albany, Troy, Schenectady,
New York, Boston and other New England points.

No. 2. Shows the portion of the above shipment delivered at
New York.

No. 3. Shows the portion delivered at Albany, including
Schenectady and Troy.

No. 4. Shows the portion sent into New England by rail.

No. 5. Shows the portion shipped eastward from Albany by
the Boston & Albany Railroad.

No. 6. Shows the portion delivered at Boston by the Boston
%

& Albany Railroad.

No. 7. Receipts of grain at Boston, showing the change in
the course of the grain trade from vessel to rail.

No. 8. Amount of wheat (including wheat flour) and corn
exported at the principal and other ports of the
United States to foreign countries, during the year
ending June 30, 1873.

No. 9. Total exports of grain from the United States to for-
eign countries, during the 3T ear 1873.

No. 10. Amount of wheat (including wheat flour) and corn
imported into the United Kingdom, from 1860 to
1872 inclusive.

No. 11. Number of arrivals from, and clearances to, foreign
ports, from the port of Boston, from 1865 to 1874
inclusive.
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Table No. 12. Value of imports at the port of Boston, from 1870
to 1874.

No. 13. Value of exports from the port-of Boston, from 1870
to 1874.

No. 14. Articles imported into the port of Boston, during
the year ending June 30th, 1873, where the value
exceeded $250,000.

No. 15. Articles exported from the port of Boston, during
the year ending June 30th, 1873, where the value
exceeded $160,000.

No. 16. General statistics of manufactures in the State of
Massachusetts, from the ninth United States census.

No. 17. Receipts of different articles of merchandise named
at the port of Boston for periods of ten years.

List of the previous reports of commissioners, committees,
&c., having reference to the Commonwealth flats
at South Boston, marked A.

Statement of the president of the Boston & North-Western
Railroad Company (accompanied by the engineer’s
report) in relation to the location and objects of
that railroad, marked B.

Summary of Conclusions and Recommendations.
In conclusion, the Committee present the following sum-

mary of their conclusions and recommendations :

First. That a general and comprehensive plan he adopted
by the legislature, for the utilization of the Commonwealth’s
flats at South Boston, and that the portion thereof, as shown
in the accompanying plan, be reserved for terminal grounds
for railroads, with provision for a series of deep-water docks
and ample and convenient wharves and warehouses for the
storage of merchandise; and that the remaining portion of
the Hats, south of Congress Street extended, he devoted to
those general purposes for which they will be required, at
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constantly-increasing values, if the northerly portion shall be
devoted to and fully develojsed by railroads, docks and
wharves, as indicated upon the plan hereto annexed.

Second. That all sales or grants of any portion of these
flats be made with reference to such general plan, and that
all existing authority to make any different disposition of
them be revoked.

Third. That the Commonwealth should be ready at all
times to treat, upon the most liberal terms, with any parties
desiring to improve these flats for the purposes heretofore in-
dicated, and should encourage every effort to concentrate
there the receiving and delivery of merchandise transported
by railroad or vessel.

Fourth. That no expenditure should at present be made
by the Commonwealth on any portion of these flats, except
upon the twenty-five acres now under contract for filling.

Fifth. That these flats should at once be placed in the
hands of a competent commission, organized for the purpose,
who should be authorized, under proper restrictions, to dis-
pose of portions of the property, to be utilized in accordance
with the general plan which may be adopted.

Sixth. That the most feasible way of connecting the flats
with the various railroads from the West, is by a tunnel
under the high land of South Boston; and that their most
advantageous use may be secured by the adoption (substan-
tially) of the plan submitted with this Report.

Seventh. That at no distant day the area of South Bay
and Fort Point Channel will be filled, and the merchandise
now lauded and shipped by vessels from the wharves
within those areas will be delivered and received at wharves
to be constructed upon the South Boston flats or in Dor-
chester Bay.

Eighth. That the early construction of a railroad sub-
stantially upon the proposed route of the Boston & North-
Western Railroad should be encouraged, and that to secure
its early construction, a sale at a low rate, or even a gift, of
some portion of the Commonwealth’s flats at South Boston
should be made to it, but that, in no event, should the Com-
monwealth aid that or any other railroad by a money grant
or by the issue of its bonds.
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Ninth. That the money value of these flats to the Com-
monwealth will be very large; that the proper use of them
will add largely to the commercial prosperity of Boston, and
will secure to her, if her capitalists and business men will
promptly avail of their opportunities, better terminal facilities
for railroads, and more convenient and spacious wharves for
the receipt, delivery and transfer of water-borne merchan-
dise than are now, or are likely to be hereafter, possessed by
any city in the Union.

All of which is respectfully submitted.

HORACE C. BACON,
FRANCIS A. NYE,
WILLARD P. PHILLIPS,
GEORGE O. FAIRBANKS,
HENRY W. WILSON,

Committee.
State House, Boston, January 12, 1875.
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Table No. 1.

Wheat, Wheat-Flour, Corn, Oats, Barley and Rye, shipped East
from Buffalo and Suspension Bridge, by the New York Central &

Hudson River Railroad Company, during the year 1872, destined
to Albany, Troy, Schenectady, New York, and Boston and other
New England points.

Wheat, bash. heat-Floar, Corn, bush. Oats, bush. Barley, bush. Eye, bush,bbl.

2,244,634 ; 2,234,115 15,036,400 8,081,786 642,469 52,684

Total number of bushels of grain, ....36,111,490
Number ofbushels in summer, 23,507,156
Number of bushels in winter, 12,604,334
Average per month, summer, 3,358,179
Average per month, winter, 2,620,866

Table No. 2.
Wheat, Wheat-Flour, Corn, Oats, Barley and Rye, shipped from

Buffalo and Suspension Bridge, and delivered at New York by the
New York Central & Hudson River Railroad Companydurina the
year 1872.

Wheat, bush. I Wheat-Flour, I Com, bush. Oats, bush. Barley, bush. Eye, bush,bbl.

1,544,991 j 742,368 ! 2,051,006 1,774,879 223,023 1,593I I
Total number of bushels of grain, ....8,936,148
Number of bushels in summer months, . . . 6,390,356
Number of bushels in winter months,.... 2,545,793
Average per month, summer, 912,908
Average per month, winter, 509,158

APPENDIX.
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Table No. 3.

Wheat, Wheat-Flour, Corn, Oats, Barley and Rye, shipped from
Buffalo and Suspension Bridge, and delivered at Albany, including
Schenectady and Troy , 6?/ the New York Central & Hudson River
Railroad Company, during the year 1872.

Wheat, bush. Wheat-Flour, corn, bush, j Oats, bush. Barley, bush. Eye, bush.

265,837 118,661 542,398 667,466 334,832 21,407

Total number of bushels of grain, ....2,365,914
Number of bushels in summer months, . . . 1,655,339
Number of bushels in winter months 710,675
Average per month, summer, 286,477
Average per month, winter, 142,115

Table No. 4.

Wheat, Wheat-Flour, Corn, Oats, Barley and Rye, shipped from
Buffalo and Suspension Bridge into New England by rail from
the New York Central & Hudson River Railroad Company, during
the year 1872.

"Wheat, bush. Wheat-Flour, Corn, bush. Oats, bush. Barley, bush. Rye, bush.DDI.

433,806 1,373,086 12,442,996 6,639,441 84,614 29,684

Total number of bushels of grain, ....24,809,428
Number of bushels in summer months, , . . 16,434,462
Number of bushels in winter months, . . . 9,374,966
Average per month, summer, 2,204,923
Average per month, winter, 1,874,993
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Table No. 5

Wheat, Wheat-Flour, Coto, Gate, Barley and ifye, shipped East-
ward from Albany, by the Boston & Albany Railroad, during the
year 1872.

Wheat, bush. Wheat-rtour, Conli bush . Oats, bush. Barley, bush. Bye, bush.

449,448 1,668,240 11,332,269 6,435,255 132,622 36,350

Total bushels of grain, 24,893,024

Table No. 6.

If heat, Wheat-Flour, Corn, Oats, Barley and Rye, delivered at
Boston, by the Boston & Albany Railroad, during the year 1872.

Wheat, bush. Wheat-Flour, . Corn
, bnsh . oats, bush. Barley, bush. Bye, bush.

245,733 911,124 4,514,012 2,136,784 118.395 6,684

Total bushels of grain, 11,121,666

Note. By the preceding tables, it will be seen that a very large pro-
portion, about seventy per cent., of the grain shipped eastward from
Buffalo by the New York Central Railroad already comes into New
England, By means of recent arrangements of railroads entering Boston,that city stands even with New York in the cost of transporting grainfrom the west, and the shipments and engagements of grain to Europesince these arrangements were made have largely increased.



Table No. 7.

Receipts of Grain at Boston, showing the change in the course of the grain trade from vessel to rail.

Floue. Corn. Oats. Barley.

56

COMMONWEALTH
FLATS.
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YEAE.

J

Coastwise. By
Kail
from
the

West. Coastwise. By
Rail
from
the

West. Coastwise. By
Rail
from
the

West. Coastwise. By
Kail
from
the

West.
1868, .... 701,727 733,956 1,847,169 483,875 656,037 606,033 64,039 197,951

1869, .... 606,458 818,827 1,065,676 1,384,284 388,766 1,076,676 118,173 122,713

1870, .... 658,714 995,950 945,981 1,370,421 423,853 1,676,108 106,536 254,370
1871, .... 569,303 1,052,042 481,303 3,156,800 179,807 2,244,086 84,559 228,811

1872, .... 493,258 988,491 320,755 6,119,749 82,767 2,384,699 85,408 288,488
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Table No. 8.

Wheat ( including Wheat-Flour) and Corn, exported at theprincipal
and otherports of the United States to Foreign Countries, during the
year ending June 30, 1873.

POETS. Wheat, bush. Corn, bush.

New York, 21,221,254 20,211,612
San Francisco, 17,156,104
Lake ports, 6,596,786 7,408,706
Baltimore, 1,651,411 6,869,519
Astoria and Portland, Oregon, . . . 1,079,604
Philadelphia, 984,017 2,909,150
Boston, 948,633 947,584
New Orleans, 243,027 946,457
Portland, 39,394
All other ports, ...... 814,442 249,002

Grand total, 50,733,672 88,641,930

Table No. 9.

Statement of the total Exports of Grain from the United States to
Foreign Countries, during the year ending June 30, 1873, includ-
ing Wheat, Wheat-Flour, Corn, Rye, Oats and Barley.

Countries to which Exported. Bushels. Per cent.
\

Great Britain,* 78,313,336 84.1
West Indies, Central and South America, . . 8,596,968 9.3
All other countries, 6,170,710 6.6

Total 93,080,413 100

� Exports to Canada are included in exports to Great Britain, as the exports of grain
from the West to Canada are almostentirely exported to that country.

8
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Table No. 10.

Summary Statement of Wheat (including Wheat-Flour) and Corn
imported into the United Kingdom , from 1860 to 1872, inclusive.

Percentage Percentage
of total of total

Countries whence IMPORTED. Wheat, bush. imported Com bush. imported
from each from each
country. country.

United States, . . . 257,852,380 28.655 123,278,007 37.32
Russia, .... 224,036,760 24.786 26,380,477 7.74
Germany, .... 164,761,283 17.206 797,082 .24
France, .... 70,166,789 7.706 6,281,208 1.92
British North America, . 66,440,657 6.665 17,777,509 6.42
Egypt, .... 32,282,606 3.485 4,426,151 1.84
Turkey, .... 26,636,830 2.855 107,581.577 82.85
Denmark, .... 16,906,758 1.826 108,192 .04
Chili, .... 15,854,994 1,766 -

Wallachia and Moldavia, . 11,048,665 1.226 80,086,171 9.25
Austria, .... 9,678,485 1,076 2,044,696 .62
Spain, .... 7,905,813 .785
Australia 4,728,839 .526
Italy, 8,110,929 .846 4,585,566 1.39
India, .... 1,004,721 .115
Holland, .... 691,942 .075
Sweden, .... 670,646 .065 - -

Belgium, .... 626,461 .065 -
-

Brazil, .... 116,496 .015 - -

Portugal, .... 101,800 ,015 481,722 .14
Syria and Palestine, . . 98,136 .015 - -

Italy and Greece, . . 70,477 .013 - -

Argentine Confederation,. 46,567 .012
Morocco, .... - - 2,640,861 .95
Azores, .... - - 167,771 .05
Other countries, . . 7,266,674 .810 2,896,219 .73

Total,
....

899,848,608 100. 827,920,068 100.
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Table No. 11.

Table showing the number of Arrivals from and Clearances to
Foreign Ports, from the Port of Boston, from 1865 to 1874,
inclusive.

Arrivals

YEAR. Steamers. Ships. Barks. Brigs. Schooners. Total.
1865, 82 86 360 711 1,982 3,221
1866, 116 117 406 760 1,507 2,9141867 121 133 386 707 1,397 2,744
1868, 94 98 805 781 1,854 3,0771869, 187 113 403 763 2,018 3,434
1870, 132 108 363 710 1,944 3,247
1871, 107 130 494 787 2,200 3,7181872, 139 117 455 608 1,918 8,287
1873, 160 76 386 637 1,768 2,927
1874, 225 55 819 440 1,509 2,648

Clearances.

1865, 83 76 352 681 2,078 3,266
1866, 118 100 401 744 1,627 2,9851867, 119 104 347 684 1,478 2,731
!868 79 80 289 695 1,874 8,016•‘■B69, 140 75 812 756 2,047 3,8271870, 156 78 287 706 2,077 3,3001871, 93 77 355 664 2,203 3,3951872, 125 91 361 642 1,966 3,085
1873, 152 63 293 402 1,944 2,8541874, 197 38 295 410 1,561 2,501

Table No. 12.
Statement of the Declared Value of Goods, Wares and Merchandise

of the Growth, Produce and Manufactures of Foreign Countries,
imported into the District of Boston and Charlestown during the
Years ended Dec. 31, 1870 to 1874, inclusive.

YEAR ENDED. Value.

Dec. 31, 1870, $48,499,767B*, 1871, 61,627,31681- 1872, 72,635,620
"I- 1873, 61,562,39681- 1874 49,782,660
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Table No. 13.

Statement of the Declared Value of Goods, Wares and Merchandise,
both Foreign and Domestic, exported from the District of Boston
and Charlestown during the Years ended Dec. 31, 1870 to 1874,
inclusive.

YEAR ENDED. Value.

Dec. 31, 1870, $12,092,643
31, 1871, 19,610,553
81, 1872, 23,700,366
81, 1873, 32,610,288
31, 1874, 31,348,665

Table No. 14.

Statement of Articles, the Growth, Produce and Manufacture of
Foreign Countries, Imported into the District of Boston and
Charlestown during the Year ending June 30, 1873, ichere the
Value exceeded $250,000.

ARTICLES. Value.

Free of Duty.
Chemicals, etc., $369,974
Coffee, 769,126
Cutch or Catechu, and Terra Japonica or Gambier, .

.

- 489,031
Gums, 249,489
Hides and Skins, 2,519,622
India-rubber and Gutta-percha, 355,262
Ivory, 287*701
Jute Butts, 388,843Oils, fixed or expressed, 323,034
Paper material, 1,664*016
Tin, in blocks and pigs, 1*437*039

Dutiable.
Chemicals, 692 276Coal, bituminous, 281 172
Copper, unmanufactured, 266*691Cotton, manufactures of, 1 924*668
Earthen, stone and china ware, *815*506Fancy goods, 251*891
Fish, foreign, 625,163Flax, raw, 886,298

manufactures of, 2,095,656Frmts . 1,110,236
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Table No. 14—Continued,

ARTICLES. Value.

Glass and glass-ware, $826,679
Hemp, raw, 880,492
Hides and Skins, 360,059
India-rubber, manufactures of, 429,250
Iron and Steel—pig iron, 609,831

bar-iron, 2,643,603
band, boop, etc., 479,782
sheet-iron, 280,798
old and scrap iron, 882,189
machinery, 1,179,482
steel ingots, bars, etc., 1,224,380
steel rails, 678,907
other manufactures of, 895,150

Jute, raw, - 262,780
manufactures of, 297,514

Lead, bars and pigs, 276,412
Leather and manufactures of, 653,213
Marble and Stone and manufactures of, . . . 243,185
Seeds (flaxseed or linseed), 711,424
Silk, manufactures of, 1,156,162
Soda and Salts of, 529,616
Spices, 469,010
Sugar and Molasses—brown sugar, 9,411,239

molasses and melado, 1,944,216
Tin, in plates, 1,485,417
Wine, 572,284
Wood, boards, etc., 822,891
Wool, raw, 8,539,873

manufactures of, 6,139,644

Total value of imports for year ending June 30,1873, $68,083,307
Total value of dutiable imports, ....66,063,237
Total value of imports, free of duty, . . . 12,020,070
Entered for immediate consumption, . . . 34,580,806
Entered for warehouse, 32,286,101
Entered for immediate transportation, . . . 1,216,900
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Table No. 15.

Statement of Articles, the Growth, Produce and Manufacture of the
United States, Exported to Foreign Countries from the District of

Boston and Charlestown during the Year ended June SO, 1873,
where the Value exceeded 8150,000.

ARTICLES. Value.

Agricultural Implements, $335,515
Bread and Breadstuffs—corn, 669,682

corn-meal, 272,164
wheat, 263,009
wheat-flour, 1,311,852

Cotton, manufactures of, 1,218,243
Fruits, 205,889
Gold (coin), 208,100
Hemp, manufactures of, 164,131
Hides and Skins, 167,616
Iron, manufactures of, 1,260,044
Leather and manufactures of, 1,239,447
Oil-cake, 386,877
Oil, mineral, 498,442

animal, 160,977
Ore, silver, 621,861
Provisions—bacon and hams, 7,931,604

beef, 167,648
butter, 84,583
cheese, 61,351
fish 573,597
lard, 1,519,330
preserved meats, 62,444
pork, 652,012

Stearine, 198,505
Sewing-Machines and parts of, 199,973
Spirits, distilled from molasses, 456,898
Sugar, refined, 268,416
Tallow,
Tobacco, leaf, 635,311

manufactures of, 136,254
Vessels sold to foreigners, sailing vessels, .... 261,182
Woods—boards, etc., , ■ 2^,603shocks and staves, 678,918

household furniture,
wooden-ware, 139,640
other manufactures of, 251,419

Total value of Domestic Exports for the year end-
ing June 30, 1873, $27,038,925

Total value exported in American vessels, . . 5,717,032
Total value exported in Foreign vessels, . • 21,321,893



Table No. 10.

General Statistics of Manufactures in the State of Massachusetts, from the United States Census of 1870. 1875.]

HOUSE—
No.

100.

63

STATE AND COUNTIES. Number
of
estab- lishments.

Steam-Engines. Water-wheels.

:

Hands Employed.

Capital. Wages. Value
of
Mate-

rials. Value
of

Pro-
ducts.Total. Males

above
16. Females above

15.

Youth.Horse- power,
j

Number. Horse- power. Number.
State, . . . 13,212 78,502 2,390 105,851 3,157 279,380 179,032 86,229 14,119 #231,677,862 #118,051,886 #334,413,982 #553,912,568

Barnstable, . . . 182 80 2 176 10 819 679 78 62 #668,365 #267,305 #359,654 #1,358,613
Berkshire, ... 517 2,194 81 10,748 380 9,841 5,830 2,916 1,089 11,306,213 3,689,001 13,650,547 20,444,225
Bristol 681 16,578 252 5,343 148 22,048 13,372 6,357 2,319 22,930,528 8,941,489 25,604,345 41,721,955
Dukes 15 10 1 15 1 86 85 1 - 96,000 28,850 47,152 105,300
Essex 2,821 12,523 421 11,236 184 48,158 30,680 15,701 1,777 29,777,160 21,360,153 63,203,907 96,990,868
Franklin, . . . 372 1,037 23 5,532 284 3,249 2,704 474 71 2,620,381 1,296,766 2,366,576 4,937,002
Hampden, . . . 687 2,264 97 13,627 262 17,119 9,192 6,593 1,334 16,942,490 6,878,516 17,749,440 30,008,006
Hampshire, ... 433 1,266 43 6,834 249 7,575 4,038 2,545 992 7,053,085 2,747,131 7,115,453 13,445,772
Middlesex, . . . 1,878 i 14,566 436 17,474 351 49,822 30,697 17,752 1,373 43,528,466 20,767,865 72,988,301 113,147,270
Kantucket, ... 51 - - - - 117 95 22 - 66,900 13,165 43,470 96,768
Norfolk, ... 658 4,025 109 3,514 179 18,545 11,015 6,837 693 9,548,750 6,333,067 15,353,969 25,836,394
Plymouth, . . . 608 3,642 111 5,218 243 11,267 9,836 1,154 277 5,992,500 4,876,066 12,415,216 19,859,796
Suffolk 2,546 11,933 485 307 13 43,550 31,221 11,922 407 47,311,906 22,748,730 59,384,305 111,380,840
'Worcester, . .

. 1,863 8,384 335 25,830 853 47,184 29,582 13,877 3,725 33,835,118 18,103,782 44,131,647 74,579,759
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Table No. 17.
The following figures show the Receipts of different Articles of Mer-

chandise named, at the port of Boston, for periods of ten years.
Coal.

YEAR. Foreign, Domestic, YEAR Foreign, Domestic,
tons. tons. tons. tons.

1874, . . 61,438 1,125,616 : 1860,. . 110,469 764,017
1873, . . 87,700 1,076,673 j 1868,. . 103,001 742,481
1872, . . 90,739 1,068,781 1867,. . 117,440 680,221
1871, . . 109,013 822,808 1866,. . 159,380 676,376
1870, . . 116,022 819,890 1866,. . 209,225 638,917

Cotton.

Bales. Bales.

Receipts for 1874: Boston & Lowell E. R., 483
New Orleans, . . 89,834 Grand Junction R. R., 856
Mobile, .... 16,806 Other places, . . 146
Charleston, . . . 26,158
Savannah, . . . 42,685 1874, .... 370,372
Galveston, . . . 14,473 1873, .... 322,869
Norfolk, . . . 94,886 1872 *282,095
Baltimore, . . . 1,268 1871, .... 312,827
Philadelphia, . . 14,051 1870, .... 265,026
New York, . . , 61,836 1869, .... 249,299
Boston & AlbanyR. R. . 26,828 1868, .... 233,262
Old Colony R. R.,. . 997 1867, .... 280,456
N.York&N. Eng. R.R. 1,960 1866, .... 226,609
Providence R. R.,. . 27,606 1865, .... 162,428

Grain.

Barley,
YEAR. Corn, bush. Oats, bush. Rye, bush. Shorts, bush. Wheat, bush. bush.

1874, . 3,303,641 3,037,269 34,273 1,096,126 1,362,017 418,615
1878, . 3,558.353 3,663,304 33,335 1,428,430 880,747 382,849
1872, . 5,090,755 2,725,641 13,989 1,233,612 402,426 539,038
1871, . 8,814,729 2,416,273 36,384 1,309,981 492,429 403,869
1870, . 2,429,042 2,166,603 84,480 1,301,690 213,471 390,514
1869, . 2,343,840 1,400,412 32,992 970,969 369,053 316,871
1868, . 2,470,148 1,294,446 27,714 645,356 165,240 212,167
1867, . 2,361,318 1,411,176 24,311 672,492 169,421 317,911
1866, . 2,157,292 1,219,717 37,864 526,684 16,637 190,660
1866, . 1,738,817 2,126,356 32,808 442,828 499 194,409
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Hides.

YEAR. Bales. Number. YEAR. Bales. Number.

1874, . . 4,461 1,249,365 1869, . . 5,027 915,807
1873, . . 2,595 1,064,818 1868, . . 4.208 870,916
1872, . . 4,779 1,108,119 1867, . . 4,611 867,899
1871, . . 4.556 986,084 1866, . . 2,629 811,564
1870, . . 8,800 1,006,873 1866, . . 1,058 794,803

Leather.

YEAR. Sides. i liundies. YEAR. Sides. Bundles.
I !

1874, . . ' 1,440,254 j 655,523 j 1869,. . 709,181 294,927
1873, . . 1,379,818 ! 583,917 j 1868,. . 661,707 317,755
1872, . . 1,327,107 436,629 I 1867,. . 634,907 277,671
1871, . . ! 852,382 386,564 I 1866,. . 474,253 316,403
1870, . . 763,170 333,360, 1865,. . 484,015 297,014

Molasses.

Y EAR. Hhds. Tierces, j Barrels. YEAR. Hhds. Tierces. Barrels.

i I I
Foreign,. 41,386 : 2,832 1,695 1870, . 60,141 4,431 4,176
Coastwise, 9,267 1 218 4,912 1869, . 60,136 8,901 5,225

— 1868, . 65,216 5,056 5,615
1874,

. 50 603 3,050 6,607 1867, . 78,114 8,042 3,965
1873, . 53,546 3,452 , 4,683 1866, . 68,445 6,736 2,981
1872, . 57.!-: 9 3,948 ' 4,842 1865, . 61,305 5,136 2,737
1871, . 62,216 : 3,384 , 6,159

Provisions.
The receipts of Provisions for two years past have been as follows:

1573. IS7I. 1*73. I*7l.

Beef, bbls., . 31,080 24,376 Butter, pkgs, . 474,067 521,925
Pork, bbls., . 38,538 36,526 Cheese, cases, . 264 166
Bacon, boxes, . 74,216 64,524 ' Cheese, boxes,. 158,094 154,127
Hams, casks, . 8,289 9,183 j Cheese, tons, , 72 80
Hams, bbls., . 7,411 3,442 ; Dres’d hogs,No. 79,924 79,511
Lard, tierces, . 49,760 2,811 I Live hogs, No. 821,213 534,363
Lard, kegs, . 2,814 2,759 !,

9



66 JanCOMMONWEALTH FLATS

Sugar.

The imports have been as follows:

YEARS. j Il0°
Shea(* 3 Barrels. Bags, etc. Boxes.I and Casks.

Foreign, .... 79,196 2,823 897,865 13,552
Coastwise, .... 6,542 28,779 33,231 787

1874, 85,738 26,602 431,096 14,289
1873, 64,295 31,711 639,453 11,476
1872, 84,262 24,938 603,312 29,092
1871, . . . . . 83,887 32,491 593,894 41,921
1870, 83,894 43,125 274,513 24,704
1869, 74,340 61,213 282,911 48,559
1868, 77,610 23,658 100,129 84,860
1867, 48,771 26,241 21,975 33,988
1866 65,327 10,136 69,792 70,492
1865, 50,697 22,068 15,814 . 87,165

Wool.

The stock of domestic, December 31, was as follows;

1874. 1873. 1872.
Pounds. Pounds. Pounds.

Fleeces, 5,786,900 4,712,500 2,332,000
Pulled, 1,380,600 849,600 511,000
California,. .... 4,232,000 1,807,800 663,000
Oregon, 743,000 229,000
Tub and scoured, . . . 526,900 219,700 156,000
Texas, 25,000 64,000
Colorado, 44,000

Total 12,788,400 7,882,600 3,662,000
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The stock of foreign wool, December 31, in importers, dealers and
speculators’ hands, was as follows :

KIND.
IS7a - 1 IS7< -

| Pounds. I Pounds.

Cape, 2,146,500 505,000
Buenos Ayres, etc., 2,132,600 47,000
Australia, New Zealand, and Port Philip, . 656,000 40,500
West Coast South America, .... 1,400,000 750,000
Peruvian, etc., 70,000 16,000
Mediterranean, 313,700 60,000
East India, ....... 215,550 -

Sandwich Islands, 72,000
African 50,000 -

Mestiza, pulled, 193,000 40,000
Cape, pulled, 57,300
Montevideo, pulled, .....

- 26,000
Spanish, - 4,500

Total, 6,207,050 1,489,000

The imports have been as follows:

j Domestic. Foreign'. Domestic. Foreign'.

YEARS. , ! YEARS. j
| Bales, j Bales. Quintals. Bales. Bales. jQuintals.

j [ j
1874, . . 272,724 32,774 - 1869,. . 216,320 27,399 7,176
1873, . . 221,159 45,912 - 1868,. . 236,970 17,418
1872, . . : 157,741 88,157 - 1867, . . 196,431 23,994
1871, . . 204,697 56,772 - 1866,. . 177,346 34,218
1870, . . 1185,015 j26,193 - j 1865, . . 180,760 21,001



Jan.COMMONWEALTH FLATS.

[A.]

LIST OF THE PRINCIPAL REPORTS OF COMMISSIONERS. COMMIT-
TEES, ETC., HAVING REFERENCE TO THE FLATS OF THE COM-
MONWEALTH AT SOUTH BOSTON.

1. Report of Commissioners (L. Baldwin, S. Thayer and James
Hayward) appointed by a Resolve of the legislature of 1835 to fix
harbor lines in the harbor of Boston. (Senate, No. 47, 1837, and
House, No. 63, 1837.)

2. Report of Commissioners (H. A. S. Dearborn, James F. Bald-
win and Caleb Eddy) appointed to fix additional harbor lines in
Boston harbor. (Senate, No. 8, 1840, and Senate, No. 37, 1840.)

3. Report of the Committee on the Judiciary on encroachments
on flats belonging to the Commonwealth. (House, No. 58, 1845.)

4. Report of the Committee on Mercantile Affairs on the petition
of B. V. French for a grant of flats between South Boston and the
channel. (Senate, No. 59, 1846.)

5. Report of Commissioners (James Hayward and Ezra Lincoln,
Jr.,) appointed by chap. 109 of the Resolves of 1845 to survey
south bay, etc. (Senate, No. 64, 1846.)

6. Report of the Committee on Mercantile Affairs, recommend-
ing the appointment of a commission to ascertain the private rights
in south bay, etc. (Senate, No. 117, 1846.)

7. Memorial of William Appleton and others in relation to the
flats in Boston harbor. (House, No. 58, 1846.)

8. Report of Commissioners (Thomas G. Cary, Simeon Borden
and Ezra Lincoln, Jr.,) appointed under a Resolve of April 16,1846,
to examine the position of the flats in Boston harbor, between South
Boston and the channel. (Senate, No. 25, 1847.)

9. Report of the Committee on Mercantile Affairs, to whom was
referred the last-named report. (Senate, No. 87, 1847.)
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10. Report of the Committee on Mercantile Affairs on a petition
for a survey ofBoston harbor. (Senate, No. 63, 1847.)

11. Report ofCommissioners (Joseph Bell and Ezra Lincoln, Jr.,)
apppoiuted bjr chap. 128 of the Resolves of 1846, to examine the
position of the flats in Boston harbor. (Senate, No. 11, 1847.)

12. Report of the Committee on Mercantile Affairs on that por-
tion of the Governor’s address relating to the flats at South Boston.
(Senate, No. 117, 1848.)

13. Report of the same Committee in regard to trespassers on
Boston harbor flats. (Senate, No. 134, 1848.)

14. Report of Commissioners (Samuel S. Lewis and Ezra Lin-
coln, Jr.,) appointed under Resolve of April 7, 1847,relating to a
survey ofBoston harbor. (Senate, No. 53, 1849.)

15. Report ofCommissioners (Richard Fletcher, David Cummings,
Geo. S. Boutwell and Charles Hudson) appointed under a Resolve
of May 10, 1848, relating to the flats in Boston harbor. (Senate,
No. 54,1849.)

16. Report of the Committee on Mercantile Affairs, to whom was
referred the last-named report. (Senate, No. 119, 1849.)

17. Report of Commissioners (John M. Williams, David Cum-
mings, Thomas Hopkinson, George S. Boutwell and Charles Hud-
son) appointed under Resolve of May 10, 1848, in relation to the
flats in the harbor ofBoston. (Senate, No. 3, 1850.)

18. Report of Committee on Mercantile Affairs, to whom was
referred the last-named report, together with a report from James
Hayward, on the flats in Boston harbor. (Senate, No. 119, 1850.)

19. Report of Commissioners (Simon Greenleaf, Joel Giles and
Ezra Lincoln) appointed under Resolve of May 3, 1850, in relation
to Boston harbor. (House, No. 106, 1851.)

20. Report of the Committee on Mercantile Affairs, to whom was
referred the last-named report. (Senate, No. 126, 1851.)

21. Report of Commissioners (Simon Greenleaf, Joel Giles and
Ezra Lincoln) appointed under a Resolve of May 3, 1850, concern-
ing Boston harbor. (Senate, No. 45, 1852.)
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22. Report of the Commmittee on Claims, in relation to compen-
sation for land included within the commissioners’ lines at south
baj'. (House, No. 246, 1862.)

23. Report of the decision of the supreme judicial court, in the
case of Commonwealth v. Alger, concerning obstructions in Boston
harbor. (Senate, No. 109, 1853.)

24. Memorial of the city government of Boston, for the protec-
tion ofBoston harbor. (Senate, No. 41, 1854.)

25. Remonstrance against filling the South Boston flats.
(House, No. 177, 1854.)

26. First, Second and Third Annual Reports of the Commis-
sioners (John A. Bolles, S. Hooper and Giles H. Whitney) on
Boston harbor and back baj’. (Senate, No. 62, 1855.)

27. Report of the Committee on Public Lands, on the last-named
reports. (Senate, No. 115, 1855.)

28. Report of Commissioners (Henry W. Kinsman, Charles H.
Davis and Edward H. Eldredge) on Boston harbor and Dorchester
bay. (Senate, No. 63, 1855.)

29. Report of the Joint Special Committee, to whom was referred
so much of the Governor’s address as relates to the flats on the
northerly shore of South Boston. (Senate, No. 149, 1856.)

30. Report of Commissioners (Samuel S. Lewis and Ezra Lin-
coln), relating to a survey of Boston harbor. (Senate, No. 28,
1858.)

31. Report of Commissioners of Public Lands in relation to
certain flats in south bay. (Senate, No. 19, 1862.)

32. Report of Commissioners (F. W. Bird and Horace Gray) on
the harbor and flats of the Commonwealth. (House, No. 10, 1863.)

33. Second Report of the Commissioners on Harbors and Flats.
(Senate, No. 125, 1864.)

34. Supplementary Report of the Commissioners on Harbors and

Flats. (Senate, No. 244, 1864.)
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35. Third Report of the Commissioners on Harbors and Flats.
(Senate, No. 58, 1865.)

36. Fourth Report of the Commissioners on Harbors and Flats.
(Senate, No. 11, 1866.)

37. First Annual Report of the Harbor Commissioners. (House,
No. 20, 1867.)

38. Second Annual Report of the Harbor Commissioners. (House,
No. 10, 1868.)

39. Report of Committee (J. N. Marshall, chairman) appointed
under chap. 93 of the Resolves of 1867 in relation to the Common-
wealth flats near South Boston. (House, No. 76, 1868.)

40. Third Annual Report of the Harbor Commissioners. (House,
No. 13, 1869.)

41. Report of Committee (F. W. Bird, chairman) relative to the
flats and water-areas of the Commonwealth, appointed by an order
of the House of Representatives, June 17, 1869. (House, No. 240,
1870.)

42. Fourth Annual Report of the Harbor Commissioners. (House,
No. 55, 1870.)

43. Report of the Committee on Harbors, on the nature and
amount of the yearly traffic through the drawsofFort Point channel.
(Senate, No. 193, 1871.)

44. Fifth Annual Report of the Harbor Commissioners. (House,
No. 53, 1871.)

45. Communication from the Harbor Commissioners. (House,
No. 169, 1871.)

46. Supplementary Report of the Harbor Commissioners, in rela-
tion to the use of south bay. (Senate, No. 234, 1871.)

47. Report of the Committee on Harbors, on petition of the city
of Boston, to be relieved from payment for tide-water displaced
with the arguments of D. E. Ware and J. L. Stackpole before the
committee. (House, No. 413, 1871.)
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48. Special Message of the Governor in relation to South Boston

flats. (House, No. 475, 1871.)

49. Sixth Annual Report of the Harbor Commissioners. (House,No. 56, 1872.)

00. Seventh Annual Report of the Harbor Commissioners.
(House, No. 65, 1873.)

51. Eighth Annual Report of the Harbor Commissioners. (House,
No. 65, 1874.)



proposed Mftm JuNcrip Line^—- -

Fg

* 1 »■»' P FOR THE CONNECTION OF THE
**

• BOSTON & NORTHWESTERN
RAIL"°aDS WESTIMaw TOmWESraKI IMIIILIS®M>S. ST..m ~L [S.

INCLUDING THE 3° CURVED »,s ..

""•

| HOOSAC TUNNEL LINES, i
Mm= WITH DEEP WATER at SOUTH BOSTON on the LANDSof the COMMONWEALTH. "° GRADE CROSSmGS

« i 1 i iiv ) EDWARD ATKINSON &

• ( HERBERT F. KEITH C.E.
<- o< v SEPTEMBER, 7<3 70 . J? A <?■

<o £ C °

o0
*

*. 4-' F F y <£■ cf' 0^*o* A <3 A x.. ,0+ o v A." <f.

// / / /A / V A' / ///// //»D /
C O <&V / F * j r *°

n.B M,ue r — | • m y s a? a° y y * yI rVFI
* n 26.4- FT. PER MILE /T\ -■ ■■■— —T- ■■ ■■’ ~[ F~-» tt “T~ I fWILE fP -A°r~n —1 / 0 oi M T

„„

J = s 4 PROFILE OF TRUNK L NE. 42 ' FF— o
'

§
§ ? | U

Jc / If (9 IP ___i__ X— »3

600 590 5001 570 560 550 540 530 520 510 500 4-30 400 470 460 450 440 430 420 410 400 390 380 570 360 330 340 330 330 3XO 300 I 290 260 270 260 250 [240 230 220 210 200 190 100 1 0 30 9<> j BOSTON
WESTON 1 NEWTON IwROXBT! BROOKLINE I WEST ROAHUKI t





731875.1 HOUSE—No. 100.

[B.]

STATEMENT OF THE PRESIDENT OF THE BOSTON & NORTH-
WESTERN RAILROAD COMPANY IN RELATION TO THE LOCATION
AND OBJECTS OF THAT RAILROAD; ACCOMPANIED BY THE RE-
PORT OF THE ENGINEER.

Hon. Horace C. Bacon, Chairman, and Gentlemen of the Committee.

In accordance with jour request, we beg leave to present the
following engineer’s report and a statement on behalf of the Boston
& North-Western Railroad Company.

The report of the engineer, Mr. H. F. Keith, is the result of
surveys originally entered upon by a few gentlemen, at whose
instance the Boston & North-Western Railroad Company has since
been organized. Their object, in the first place, was to see if it
might not be possible to construct a short branch from the Provi-
dence Railroad, north-westerly, for’ the sole purpose of opening a
large unoccupied territory lying near the city of Boston. From
this small beginning the matter has grown into one of great public
as well as private interest; and it is believed that it will be found
both fit and profitable for the State, as well as all other parties con-
cerned, to cooperate for the purpose of accomplishing the final ob-
jects aimed at, to wit: the construction of a line of railroad by
which all the western and north-western traffic of the several rail-
roads named hereafter may be concentrated upon the South Boston
flats, on lands now belonging to the Commonwealth, not yet im-
proved, but which may be made of value by this connection.

In regard to the report of the engineer, it needs to be stated that,
while the surveys thus far made have been carried to a point far
beyond a mere preliminary survey, they have not yet been fully
perfected or verified, as it is intended they shall be hereafter.

The instructions that have been given to the engineer, since it
first became evident that the railroad, if constructed, would reach
far beyond, the merely .private purposes of those who first undertook
the matter, have been, “to seek the true line for a great trunk road,
wherever it should lie, without regard to the private interest of any
person whatever, whether a subscriber or not”; and, in obtaining
subscriptions to the corporation, all offers of subscription have been
rejected that were coupled with conditions as to the precise route to
be taken. In the articles of association the two termini are defi-
nitely fixed according to law; but the line between may yet be

10
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somewhat varied, if it shall hereafter appear that we have not now
found the very best route.

Report of 11. F. Keith, Engineer.
The line oi the railroad proposed to be constructed by the Boston

& North-tV estern Railroad Company is described in their articles of
association, as follows :

“Beginning at a point on the South Boston flats, in the city of Boston,
County of Suffolk, in said Commonwealth, upon the Harbor Commissioners’
lino, at the north-east corner of flats owned hy or bargained to the Boston
& Albany Railroad, which point shall he the easterly terminus of said rail-
road; thence running south-westerly and parallel to the northerly line of
said flats of the Boston & Albany Railroad, to a point near the line of East-
ern Avenue, so called ; thence on a suitable curve easterly, on or near the
line of Eastern Avenue; thence on a suitable curve southerly, by a proposed
tunnel under South Boston, to Dorchester Bay; thence south-westerly,
crossing the Old Colony Railroad, and also crossing the Boston & Providence
Railroad, between the Jamaica Plain and Forest Hill stations, to the town
of Brookline, in the County of Norfolk; thence through the southerly part
of said town to the city of Newton, in the County of Middlesex; thence
westerly through said city, crossing the Woonsocket division of the New
York & New England Railroad, and also crossing the line of the Boston &

Albany Railroad, into the town of Weston, in the County of Middlesex, to a
point near the house owned or occupied hy F. T. Bush, convenient for a
connection with the Plopkintou Railroad or the Massachusetts Central Rail-
road, which point shall be the north-western terminus of said railroad.”

This line will be about fifteen miles in length ; 70 per cent, or 10|
miles will be straight; in the remaining 4J miles there will need to
be no curve of less than 1,910 feet radius. One-half the line or 7£
miles will be level; in the remainder the maximum grade going
west will be forty (40) feet per mile, in three different sections of
about one mile each. The maximum grade coming east—the direc-
tion of the heaviest traffic—will be twenty-six and four-

tenths feet per mile.
It is estimated that the line may be constructed in the best man-

ner, with a double track laid with steel rails, but witli a right of
way sufficient for four tracks, including the cost of a short tunnel
under South Boston and the filling of such portions of the flats as
maj’ be required for immediate use, for the sum of $2,500,000.

It needs, however, to be said that, in making these estimates, and,
in fact, in laying out the work, it has not been thought best to seek
either the exact line or the method which would give the very least
cost of construction at the beginning, since, in the process of con-
struction through a country that consists largely of gravel, it may
be best to incur the cost of very heavy cuts for the sake of material
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that, while it may not be called for on the road, will surely be needed
at its easterly terminus in filling flats. lienee it will appear that
many considerations affect this problem which do not enter into an
ordinary case of railway construction. The line chosen does not
necessarily involve the crossing at grade of any railroad or of any
principal highway whatever.

The Possible Connections of the Boston & North-Western
Railroad.

It will first be observed that the places where we propose to pass
over certain railroads above grade—that may or may not connect
with us, as they may elect-—are at points where short inclined spurs
for connections can be constructed over territory now substantially
unoccupied.

Ist. A connection may be made with the Old Colony Railroad,
near Crescent Avenue, whereby they may send to or receive freight,
upon piers, on the main ship-channel outside of the numerous
bridges that now obstruct Fore Point channel.

2d. A connection will be established with the Blackstone division
of the New York & New England Railroad ; and it is expected that
all passengers who may come over our line will pass over the New
York & New England Railroad to and from their station, at the
foot of Summer Street.

Sd. A connection may be made with the Boston & Providence
Railroad, whereby that corporation may, if it so elects, send its
merchandise to an ample and more fit place of delivery, near the
heart of business and upon the harbor front,—to the great saving
of truckage and of the wear and tear of streets.

4th. A connection will be made with the Woonsocket division of
the New York & New England Railroad, near Newton Upper Falls,
whereby this corporation will be enabled to concentrate all its traffic
in its own Boston stations, instead of being obliged to make traffic
arrangements over the Brookline branch of the Boston & Albany
Railroad for all the business of this division.

sth. A connection will be established with the Boston & Albany
Railroad, by the construction of a short spur from Newton Upper
Falls to Wellesley, across a part of the town of Needham. It is
believed that this will be the best and cheapest route by which the
Boston & Albany Railroad can reach its own flats at South Boston,
to which it is of the utmost necessity that its Boston freight busi-
ness should be carried, in order to make room at its present Boston
terminus for its ever-increasing passenger business. It may also
happen that, if the traffic of the Woonsocket division of the New
York & New England Railroad should be diverted at Newton Upper
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~ ~

’' J lnain jllo ’ le s* x miles of road between Newton Upper
,

,10°kline would become of more use and value to the
on & Albany Railroad than to its present owners ; and, if it

slum d be sold or leased to the Boston & Albany Railroad, it would
Cna ’ ' ,^K 111 exlencl their Brookline branch over the same branchthat will connect them with our road, to a point of junction withtun main line in Wellesley. This would give them an additional
hue, shorter than their present main line, to South Framingham,though not on so easy a grade; but it could not fail to be of greatvalue. The connection between the North-Western Railroad, the
W oonsocket division and the Albany roads, will be made at points
east of which there is very little freight traffic.

Cth. It is expected to establish a connection with the FitchburgRail load by a spur one and one-half miles in length, near the termi-
nus of our road in Weston, to the point on the Fitchburg Railroad

Roberts in the town of Waltham, by 7 which means
that corporation may send freight to the South Boston flats, by a
line but little longer than the route to its present terminus.

ith. It is expected to establish a connection with the Massachu-
setts Central Railroad, whenever that line shall be put in working
order, by an extension of our road three miles to Weston Centre.
East of this point nothing has been done upon the Massachusetts
Central Railroad ; west of it, ninety-two miles to Northampton are
two-thirds done, and can be completed in eight months, including
a branch from Amherst to the Troy & Greenfield Railroad,
whereby7 a very direct line from the South Boston flats to the
Hoosac Tunnel will be established.

Bth. A connection may 7 be made in Weston with the proposed
Hopkinton Railroad, extended from Hopkinton and Ashland, by
which a further connection will be established with the Boston,
Clinton & Fitchburg Railroad.

It will be observed that the Boston & North-Western Railroad
and the Massachusetts Central Railroad combined, in a distance of
one hundred and seven miles from South Boston to Northampton,
intersect and may 7 connect with seventeen different railroads.

It therefore follows that the larger portion of the merchandise
now.coming to Boston, together with the vast increase that must
follow when Boston shall possess the cheapest, most ample and
most convenient terminal grounds of any7 city in the Union, may
find its -way 7 to South Boston, and be there discharged upon the har-
bor front, at the most convenient point for shipment, within a short
distance from the new post-office, and scarcely7 a stone’s throw from
the very7 business centre of Boston.

I append hereto a table of distances to certain points :



1875.] 77HOUSE—No. 100.

Table of Distances from South Boston by way of the Boston and
North-Western Railroad, in connection with Roads completed and
in process of construction.

Distances
be-

tween. Totals
on

main
line. Totals

to
con- nections.

Miles. j Miles. Miles.
South Boston to Boston & Providence, . . 5. 5.
Boston & Providence R. R. to Woonsocket

Div. N Y. & X. E., 5.4 i0.4
Newton Upper Falls to Wellesley, ... 3,2 - ,8'
Woonsocket Div. to Boston & Albany crossing, 8.2 13.6
Branch toFitchburg R. R. at Roberts’crossing, 1.8 13.6 15.4s
Boston & Albany crossing to terminus of Bos-

ton & North-Western, 1,4 15. -

Weston, terminus, to connection with Mass.
Central, 2.6 17.6 17.63

Total miles of main line and branches to
construct, 22.6 -

Boston to Schenectady & Binghamton
through the Tuunel:

Fitchburg R. R. to Bardwell’s Ferry, .114.
Boston & North-Western and Mass. Cen-

tral toBardwell’s Ferry, . . . 113.6
Bardwell’s Ferry to Schenectady, . . 86.5 200.
Schenectady to Binghamton, .

*

. . 130. 830,

Boston to Chicago and Cincinnati: 1 Chlcago. Clnciu.atl ,
Boston & Albany and N. Y. Central and

Michigan Central, j 1,019. 927.
Boston & Albany and N. Y. Central and j

Lake Shore, j 1,038.
Boston & North-Western, Mass. Central

and N. Y. Central and Michigan Cen-
tral, | 1,000. 1Boston & North-Western, Mass, Central i I
and N. Y. Central and Lake Shore,

. j 1,019. j 908.
Boston & North-Western, Mass. Central j

and Erie, connecting at Binghamton, 1,072.4 977.° 1Boston & North-Western, Mass. Central I
and Erie, connecting at Binghamton, 1,077.5 953.1 JBoston & North-Western, by Poughkeep-
sie and Penna. Central, . . . , I 1,121. 966. _

Boston & North-Western, by Poughkeep-
sie and Baltimore & Ohio, . . . j 1,240. 1,013.

1 Using .08 mile of WoonsocketDiv., 14.4 to 1 Michigan Central.Jr & A. t Michigan Southern.
• To Fitchburg R. K. ' A. & 6. W.3 To Mass, Central connection. r Lake Shore.

All of which is respectfully submitted.

H. F. KEITH, Engineer ,

Boston & North-Western Railroad.
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STATEMENT OF THE PURPOSES OF THE BOSTON & NORTH-WEST-
ERN RAILROAD COMPANY.

The articles of association of this Company having been
subscribed by a very large number of, the active business men of
Boston and vicinity to the amount required by the general railroad
law of the State, to wit, 815,000 per mile, or 8225,000 in all, the
necessary preliminary measures to secure a charter will be taken at
once. An assessment of ten per cent, will be laid, and permanent
officers will be chosen. It is then the intention of the promoters to
secure the services of the ablest railway manager that can be found,
and to perfect their surveys and estimates with a view to the final
location of the line.

They will expend such portion of their first assessment as majr be
required in maturing plans for the most fit construction of their
line, and also for the filling and use of that portion of the South
Boston flats (called in most of the plans Section 1) which lies
inside of a line drawn from the northerly end of Dorchester Street
to the harbor front at right angles with the line of sea-wall that has
been established by the harbor commissioners.

Inside of this line, and between it and Fort Point channel, there
will be about two hundred and fifty acres belonging to the State,
fifty acres belonging to the Boston & Albanj l' Railroad and fifty acres
belonging to the Boston Wharf Company. This section needs to be
treated as a unit, upon a single and comprehensive plan, although
it may not all be filled and put to use at one time, or any faster than
it is required.

Beyond such plans and estimates, coupled, if possible, with pro-
posals from railroad constructors to do the work, this Corporation
will not proceed until the legislature has decided what action the
State will take in the matter. It would be useless for them to
construct their line upon any ample scale or for any purpose beyond
the private ends contemplated when they first entered upon the
matter, unless they have the cooperation of the State; for the
simple reason that the State owns the only possible terminus fit for
the purposes contemplated.

It may also be said that it would be of little use for the State to
proceed with the filling of the flats without a comprehensive plan for
their use and for their connection with railroads.

Our Corporation will therefore simply prepare for work, confident
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in being able to increase its capital to the sum necessary for the
construction of its line, if the State shall desire to cooperate with it.
It will ask of the State no loan of money or credit.

It will in due time appear by its officers or counsel before any
committee of the present legislature to whom your report may be
referred, and will then present detailed plans, maps, estimates and
proposals for the work.

If the legislature shall then find a better method for accomplishing
the purpose which all desire, the members of this Corporation will
place their plans at the service of the State and dissolve the partly-
formed organization; and they will then feel that the assessment
they may have paid and the money and labor thej’ may have
expended will have been well spent in the public service.

Reference may be had to the map which accompanies this mem-
orandum, of which we can furnish more copies if desired.

Respectfully submitted, by order of the Directors of the Boston &

North-Western R. R. Co.,

EDWARD ATKINSON,
Presidentpro tem.

Boston, January 7, 1875.




