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REPORT

To the Honorable the Senate and House of Representatives of the Com'

monwealth of Massachusetts.

The Directors of the Port of Boston respectfully submit this

report for the year ending Nov. 30, 1914.

SUMMARY OF THE ANNUAL REPORT AND RECOMMEN-
DATIONS.

Subsidy vs. Extending Public Credit.

The purpose for which it may be wise to spend public money

in connection with the development of Boston harbor and the

improvement of its water-front facilities should be divided into

two classes. First, improvement which cannot be expected to

yield any adequate direct return, or even any direct return at

all, upon the money expended, such as a dry dock. In these

cases the justification for the expenditure must be found in

some important general benefit to commercial or industrial

interests, in which benefit the whole community shares to

some extent at least, such as the Hoosac Tunnel. Second,

objects of expenditure, probably more numerous, which require

only the use of the public credit, but on liberal terms as to

time and rate of return on money expended. These may be

classed as directly productive expenditures, because some

private interest is willing to pay a direct return, by way of

rental, upon the public money expended. The State can afford

to be reasonably liberal with the use of its credit for the borrow-

ing of money for such productive purposes wherever private

capital stands ready to pay for the new facility which is to be

constructed a rental adequate to meet the interest charge

which the State has to pay, and to make a small payment toward
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a sinking fund. If, for instance, the State could borrow money

at 3 per cent, it might well afford to be satisfied with a rental to

yield a net return of 4 per cent, if the work to be constructed is

of such a character that it will also be of general benefit to the

community. Such use of the credit of the State, upon liberal

terms, in water-front and harbor projects should be clearly

distinguished from such expenditures as will remain a permanent

charge upon the taxpayers of the Commonwealth.

Indiscriminate subsidy, in the hope of indirect return, in

addition to increasing taxes, may easily be carried to the extent

of stifling private or corporation enterprise.

The extension of public credit on a business basis will not

increase taxes, and if properly used will encourage investment

in projects of public advantage which otherwise could not

attract capital.

The Board propose, further, to investigate the resources and

possibilities of the harbor, and will make a separate report, to be

presented to the Legislature, in which a definite financial polic^^

in regard to future development will be submitted.

Commonwealth Pier No. 5. Monumental vs. Utility

Construction.

Commonwealth Pier No. 5, South Boston, as originally

planned in October, 1912, was estimated by the chief engineer

to cost, for the completed structure, including a viaduct to

Summer Street, $1,267,400.

This structure has been enlarged and amplified as a pier and

as a monument to advertise Boston until it is now estimated

that it will cost over $3,598,000, which does not include pay-

ments made by the Harbor and Land Commission for the

original solid filled pier with its pile platform, or interest on the

cost of the same.

The pier has been reconstructed and equipped by the Di-

rectors largely under one contract. This contract has expanded

from the original bid of $896,813.20 on items used in con-

struction until there has been approved for payment at the end

of the fiscal year $3,121,086.45. Of this amount, $2,224,273

has been included on a basis of cost plus 7| per cent. The con-

tractor has filed additional claims amounting to $194,091.55.
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The total cost of this pier, including value of site and accrued

interest during the construction, is estimated to be $4,453,048.45.

Considering this pier as a business investment, it is estimated

that the net loss to the State, after deducting all income, is

$339,000 annually.

This trebling of the estimated cost of the pier was due in

part to the haste in which the work was commenced; to the

change in plans after work was started; and to the hurry to

get the pier ready for the first vessel of the Hamburg-American

Line in the spring of 1913; but above all and inevitably, to the

system under which the main contract was conducted.

The experience of this construction should teach definitely the

extravagance and waste of the cost plus a percentage method.

Future construction should be by competitive bidding under

approved up-to-date restrictions, for unit prices, with verifica-

tion of quality and quantities similar to the contract require-

ments of the Boston Transit Commission in Massachusetts and

the board of water supply in the city of New York.

Dry Dock.

The Directors are most earnestly in favor of the building of a

dry dock in South Boston. They believe that the cost of this

project in excess of income is a justifiable subsidy which will at

the beginning be about the amount of interest on the cost of

construction, and is reasonably certain to decrease from year to

year. While the benefits from a dry dock are indirect, they

are none the less certain. When built it will encourage the

coming to this harbor from time to time of all the larger vessels

needing repairs which come to the Atlantic seaboard. It will

compel the United States government to build and main-

tain in Boston harbor deeper channels. It will create on the

South Boston side of the harbor an industrial center which will

provide employment for machinists and laborers and stimulate

the use of the Commonwealth lands in that whole territory.

Cost of Dredging.

The practice of dumping valuable filling material at sea is so

wasteful that the Directors will grant no further permits to do

this unless absolutely necessary because of inability otherwise

to dispose of the material.
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The prices received for dredging in Boston harbor are so

extremely variable, and are so high as compared with prices at

other ports, that unless reasonable bids can be secured for dredg-

ing and disposing of the material as filling the Directors propose

to install and operate a dredging plant similar to that now

operated by the city of Philadelphia.

The records show that on one dredging project the lowest bid

received for dredging and disposing of 950,000 cubic yards of

material was $360,937.50. After re-advertising, this work was

awarded two ^months later for $232,375, at a resulting reduction

in price of $128,562.50.

The approach to Commonwealth Pier No. 5, South Boston,

was dredged for 21f cents per cubic yard on a cost plus percentage

basis, while the approach to Commonwealth Pier No. 1 at East

Boston, directly opposite and under similar conditions, was being

dredged for 16 cents per cubic yard, as a result of obtaining com-

petitive bids. In other words, the Directors have paid $42,134.97

for dredging 193,724 cubic yards at South Boston, while the

corresponding price for the same amount of dredging at East

Boston was $29,058.60,— a difference of $13,076.37.

Under these conditions it is obvious that the purchase and

operation of a State dredging plant may become a simple

matter of self defense.

Land Holdings.

Considered as a business the Port Directors have assets, in-

cluding land and buildings, of $15,000,000.

South Boston.

The development of the South Boston water front from the

fish pier to the dry dock must, because of existing rock about

15 feet below mean low water, be restricted to vessels of less

than this draft. All the back lands are ready for industrial de-

velopment. Between Summer Street and Piers Nos. 5 and 6

are 15 acres suitable for a great public market. On the south

side of Summer Street is land valuable for warehouses, factories,

etc. With the building of the dry dock the land along the

Reserved Channel will become valuable and marketable for
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development. Across the Reserved Channel, between the dry

dock site and Castle Island, are some 80 acres of flats under

water which should be made available by building a bulkhead

on the Reserved Channel side, and this space used to receive

all the filling from dredging, and other miscellaneous material

now carried to sea. The 80 acres thus proposed to be reclaimed

will have physical connection with South Boston and will

undoubtedly become very valuable.

East Boston.

Contingent upon the success of negotiations under way the

Eastern Railroad site in East Boston will be utilized as a pier,

to be constructed on a basis of return which will pay an

amortized interest on the investment. If this project is not

consummated, other tenants must be sought who will use the

pier on a business basis, or effort should be made to dispose of

the property. The best proposition which has been made to

the Directors to date in regard to this property is that they

should erect a pier for a prospective tenant who asks the privilege

of using it only as wanted, which would result in the Directors,

depending, for any further revenue from this property, upon

such occasional vessels as might have no regular pier connections.

Such a revenue would be an entirely inadequate return for the

expenditure involved.

Regarding other East Boston Commonwealth lands : for

ocean-going ships, the cost of blasting rock to a sufficient depth

on the South Boston frontage is prohibitive. New piers with

deep water alongside are financially possible only on the East

Boston side. Industrial development in this section, which is most

important, is held up because of the failure of the parties to

agree on the price for the takings from the East Boston Com-
pany m 1898 and in 1913. Of the amount set aside from the

fund to pay for the 1898 taking S64,915.73 now remains, and

for the 1913 taking the Port Board set aside as an obligation

about $250,000. During the sixteen years since 1898 the East

Boston Company has been relieved from taxes on one parcel

in dispute, and likewise since 1913 on the parcel taken that

year. Before the end of the present fiscal year an effort
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was made by the Board to get a definite proposal as to

the price on these takings, but the only figures mentioned were

so high that no public official would be justified in accepting'

them.

Failure of the East Boston Company to meet the Port

Directors on a basis of settlement just to the Commonwealth

and the company is damaging to the development of East

Boston as a great industrial and maritime center. Both the

interest of the East Boston Company and good public policy

by the State demand the closing up of this matter on a

fair basis, thus releasing East Boston so that it may share in

the future progress of the port.

Control over Water-front Property.

The great port problem of Boston is to make the merchandise

handled on the piers or wharves pay the cost of providing the

facilities, and to see that enough and no more facilities are pro-

vided to properly carry on the maximum business. To do this

it is necessary to have all the wharf facilities under State control

and uniform regulations.

The Merchants and Miners Transportation Company are now

moving to Pier No. 2, South Boston, leaving Battery, Consti-

tution, and Fiske's wharves practically vacant. The Province-

town and other harbor boats are being crowded out near North-

ern Avenue bridge. India Wharf furnishes a greatly needed

accommodation for this class of business, and the boats now

berthing there could be as well accommodated at Battery

Wharf.

Some of the piers on the harbor front can do much more work

than they are now preforming without injury to the vessels now

using such piers, and the authority to prevent the holding of

wharf property for speculative purposes, or to stifle competition,

as well as the right to prevent an improper or uneconomic use of

piers, should be vested in the Port Directors, subject to the

right of appeal to the Supreme Judicial Court, and the Directors

request authority to this end.
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Switching Charges.

A flat railroad rate which will enable New England shippers

to send or receive goods from any pier in Boston, public or pri-

vate, over any railroad, is the fundamental need of the port

to-day.

Under present conditions Boston is divided into as many

competitive ports as there are railroad terminals. The making

of a uniform rate and agreement will be the test whether the

Boston railroads are working for the port as a whole, or each

road for its selfish ends.

There are many technical difficulties in the way of a correct

settlement, but the Directors have sought and hope to obtain

the co-operation of all concerned to solve this problem.

Publicity.

A port of Boston publicity system has been established

which will not duplicate or conflict with any of the Boston

publicity plans now in operation or contemplated. It is in-

tended to provide information for, aiid stimulate interest in,

such matters as "sailing from Boston," opportunities for com-

mercial and manufacturing projects on the water-front, the

extended use of sea food, the importance and economy of con-

centrating on the water-front a market or markets for the dis-

,

tribution of food not produced in Massachusetts, and, in general,

such information and publicity as will supplement and not

interfere with the work of the other agents of publicity now

being carried on by commercial or private organizations or

individuals.

Subsidy.

In all matters where a port improvement involves a con-

tinuing subsidy from the Commonwealth, to wit, when the

improvement contemplated cannot be guaranteed to pay, under

proper safeguard as to bonding, etc., the interest on the loan

and in addition an amortized interest of at least 1 per cent., the

Directors propose to hold a public advertised hearing prior to

taking or recommending action.
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The Panama and Other Canals.

The Panama, Cape Cod, Erie and other canals now com-

pleted or contemplated are intended to facilitate trade and

generally to cheapen the cost of transportation. The trade of

the entire country is expected to be benefited by these canals,

but certain ports and favored localities have natural advan-

tages over others. It is the purpose of the Port Directors to

keep informed on these matters as they affect Boston commerce,

and to take such action to benefit the port as is within their

power; to keep the public informed on these particular matters

by bulletins from time to time, and when necessary to make

recommendations to the Governor and Legislature.

Fish Pier, Trolley Freight and Market.

The Directors propose to construct railway tracks from the

fish pier and Commonwealth Pier No. 5 to Summer Street

under a lease to the Boston Elevated Railway Company to rent

and maintain same, and further to encourage and assist in the

establishment of a trolley freight service which will distribute

fresh fish throughout New England, and thus enlarge, for the

benefit of all, a business in which Massachusetts has a peculiar

advantage and interest.

The Directors are now considering a plan to assist in estab-

lishing under private control, on State lands near the fish and

Commonwealth piers, a fish, vegetable, provision and fruit

market, which by concentration and economy of administration

will help to reduce the cost of living.

South Bay.

By the provisions of chapter 134 of the Resolves of 1914, a

joint board, consisting of the State Board of Health, the

Directors of the Port of Boston and the Commissioner of

Public Works, on June 29, 1914, was appointed to investigate

the practicability and advisability, and estimate the cost, of a

method or methods of preventing the nuisance now existing in

South Bay, so called, in Boston harbor.

The report of this committee will be presented to the Leg-

islature not later than January 15, as required by law.
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Anchorage Basin.

There is urgent necessity for increased facilities for mooring

vessels in Boston harbor, and the Directors recommend that an

appropriation of $145,000 be made for the construction of a pile

tie-up pier on the northerly edge of the anchorage basin on

Bird Island shoal.

Weecks and Obstructions.

The harbor master has called the attention of the Board to

the necessity for more stringent legislation to prevent the

obstruction of the harbor by abandoned wrecks, and the neces-

sity for the removal of certain wrecks in the harbor which are

liable to be a serious obstruction to navigation. The Directors

recommend that an appropriation of $10,000 be made for the

removal of old wrecks which are, or are liable to become, obstruc-

tions to navigation, said amount to be taken from the Harbor

Compensation Fund; and also recommend that chapter 595 of

the Acts of 1908, in relation to the breaking up of old vessels,

be amended so as to enable the harbor master to enforce the

law more effectively in the future.

In General.

The State can build piers and warehouses, dredge channels,

build junction and belt line railroads, and establish lighterage

systems, but unless the merchants furnish business to keep

them busy, unless the wealth, culture and great army of skilled

workmen in New England work together loyally to keep its

chief port busy, this section must give way in commercial rank

to the sections which do work together. If costly mistakes have

been made in our own port work they are the same mistakes

that have formerly been made in every port in Europe, where

people had the courage to accept the lessons of experience, with

the result that these ports have grown great, and the people

around them busy and prosperous.

No man or State ever gained anything by futile and un-

remunerative regret. All that the Boston Board of Port

Directors asks of the people of Massachusetts is team play

behind the port, and judgment according to results.
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Introduction.

At the close of the fiscal year the present Board of Directors

of the Port of Boston had been in office less than four months,

a period barely sufficient to gain an insight into the organiza-

tion of the department, acquire knowledge of its financial

resources, and the methods used in the development of the

port.

The experience of these three months and the study of the

conditions existing at the time the new board assumed office

have convinced the Directors that a plain statement of facts

as they are found to exist should be presented to the Legis-

lature; for the Directors inherited contracts, unfinished work

and policies from their predecessors representing conditions for

which they are not called upon to accept the responsibility.

For some years prior to the passage of the act creating the

Boston Board of Port Directors, who assumed office in Decem-

ber, 1911, there had been a continuous, State-wide discussion

over the question of the unification of the New Haven, and

Boston & Maine railroads, commonly called the "merger."

At the time that the Port Directors actually took office this

merger had been in efi^ect for two years. A traffic arrangement

between the New Haven and the Boston & Albany railroads

existed which in addition to the merger amounted substan-

tially to a unification of all the railroad lines which entered

Boston. As a result of the action on the "merger," and the

creation of the Board of Port Directors, the people of the Com-

monwealth were encouraged to expect through the forthcoming

co-operation and assistance of the New England railroads that

the port of Boston was to be made second only, in its facilities,

to the port of New York. The plan of port development entered

upon was necessarily based on this merger of the New Haven

and Boston & Maine, and the traffic agreement with the Boston

& Albany. Under these conditions the vexatious questions of

transfer and terminal charges, of absorption of switching

charges, etc., became comparatively easy of solution, because

the relations between the various lines made it possible to

offset a loss to one road by the gain which would come to the

others.
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One of the improvements of the Harbor and Land Commis-

sion was the erection in South Boston of a pier foundation

without superstructure, 400 feet wide and 1,200 feet long,

now known as Commonwealth Pier No. 5, practically completed

in the year 1900, but allowed to remain unused. Three hun-

dred and eighty-one thousand eight hundred and seventy-seven

dollars and nine cents with added interest had been spent on

this project by the Commonwealth. In 1910 (His Excellency

the late Eben S. Draper then being Governor) an agreement

was entered into between the New Haven road and the Com-

monwealth whereby the New Haven agreed to pay a rental of

$70,000 a year for the use of this pier foundation with 13.7

acres of land on the southerly side of Northern Avenue.

During the time that the lease of Commonwealth Pier No. 5

to the New Haven Railroad was in effect (Nov. 1, 1910, to

July 1, 1912) practically no use was made of the property by

the railroad company, although it had paid $110,833.33 rental

for it to the Commonwealth.

On July 1, 1912, the Board of Port Directors, by an agree-

ment with the New Haven Railroad, duly approved by the

Governor and Council on Nov. 6, 1912, took back Common-

wealth Pier No. 5 from the railroad company, which action

thereby relieved the New Haven Railroad of the $70,000 yearly

payments that the company had been making to the Common-
wealth as rental for the property, and secured for the Port

Directors the possession of Commonwealth Pier No. 5. Sub-

sequent to this agreement on the part of the Directors on

July 1 to take over the Commonwealth Pier, the records show

that the negotiations between the New Haven road and the

Hamburg-American Line to have this line come to Boston to

Pier No. 4 were in progress.

After July 1, before the formal approval of the cancellation

of the lease by the Governor's Council, the Directors proceeded

to consider plans for a superstructure to be erected on the

Pier No. 5 foundation, no particular tenant for this pier being

in mind.

As then contemplated, this pier was to cost not more than

$1,300,000, with a grain elevator to cost $1,200,000 in addition.

The estimate submitted by the chief engineer to the Board in
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October, 1912, for Pier No. 5, contemplated a structure entirely

different from the pier as finally built. This estimate covered

an ordinary type of two-story shed with something more than

one-half the area of the present pier.

It further appears in connection with the cancellation of the

lease of Pier No. 5 that in April, 1912, an application was made

to the General Court by the Port Directors asking for certain

authority to the end that a swap be made with the New Haven

road, whereby the New Haven would secure certain lands to

the south of Summer Street, paying therefor the same rent,

$70,000 per annum, that was paid for Pier No. 5. It was

alleged in opposition that such an arrangement would block the

proposed plan of the Grand Trunk to come to Boston, and no

legislative action was taken.

Some time after the cancellation of the New Haven lease of

Pier No. 5, it is alleged that the Hamburg-American Line noti-

fied the New Haven road that negotiations were off, and before

the contract to build the pier described above had actually been

let, the Port Directors took up with the Hamburg-American

Line the matter of bringing a regular service to Boston.

The chairman of the former Board states that the pier as

contemplated not being satisfactory to the line, the plans were

changed and the pier enlarged, and this was the justification of

the added cost of the pier as now shown.

The dissolution of the "merger" has residted in the decision

by the Public Service Commission that this absorption of

transfer charges to the Commonwealth Pier is "discriminatory"

as regards one dock in East Boston, and a period of ninety days

from Dec. 16, 1914, has been allowed to those interested to

adjust this matter to conform to the law. Inasmuch as the

Boston & Maine officials claim that since the separation from

the New Haven the absorption of transfer charges under the

agreement has resulted in great loss, this decision by the Public

Service Commission means that the vexing question of switch-

ing rates and terminal charges is again open as the fundamental

obstacle to port progress to disturb conditions until it is settled.

The railroads having terminals in Boston must agree to a flat

rate, which with the approval of the Public Service Commission

can be worked out, and which will be fair to all interests. The
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solution of this problem, which is full of technical difficulties,

is not easy, but other ports have met and overcome greater

obstacles. A satisfactory adjustment of this matter will be

the test whether the railroads are willing to help Boston to

become a really important port or to make it a harbor divided

into as many ports as there are terminals of the different rail-

road lines entering the city, each pulling for its own selfish

ends, and disregarding the interests of the port as a whole.

In October, 1912, the Port Directors began preparations to

erect a superstructure on the pier built in 1900 by the Plarbor

and Land Commission, and instructed the chief engineer to

make an estimate of the cost of the contemplated work. He

submitted his estimate Oct. 7, 1912, which embraced the cost

of the structure, paving the lower floor of the shed, building

railroad tracks, building a street through the pier, paving

Northern Avenue, and other details, the total amounting to

$1,127,400. In addition to this he estimated the building of a

million-bushel grain elevator at $1,207,000, and an elevated

roadway to Summer Street and a ramp to Northern Avenue at

$140,000, and this $1,347,000 added to the $1,127,400 for the

superstructure made an estimated expenditure of $2,474,400.

From the annual report of the Port Directors for 1912 it is

evident that the engineer's estimate was accepted as the basis

of action, as $2,500,000 was set aside for the projected work;

and the program of contemplated improvements indicated in

that report were :

—
1. Dredging the berths to depth of 40 feet below mean low

water.

2. Covering the entire pier (which is 1,200 feet long by 400

feet wide) with two-story fireproof sheds supplied with the best

facilities for handling both freight and passengers.

3. Laying railroad tracks on the pier.

4. Providing necessary highway connections.

5. Viaduct for passenger traffic from the second story of the

sheds to Summer Street.

6. Building a grain elevator.

In 1913 an expert was employed to prepare plans and speci-

fications for a grain elevator and grain conveyors at Pier No. 5,

the estimated cost of which, $1,207,000, w^as included in the
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sum set aside — $2,500,000 — the year previous; but the ele-

vator was never built. Later, the Directors contracted for the

purchase and transformation of two vessels into floating grain

elevators, at a cost of about $30,000 each. One of these

is being operated under an agreement with the Boston Tow
Boat Company, and the other, which was delivered to the

department Sept. 19, 1914, has not been used, owing to the

lack of business due to the European war.

Meantime, and after the submission of the engineer's esti-

mates, the Port Directors voted to proceed with the work of

construction and development at Commonwealth Pier.

Cost of Commonwealth Pier No. 5.

A contract for the reconstruction and equipment of Com-
monwealth Pier No. 5 was awarded to H. P. Converse & Co.

on Dec. 9, 1912, based on an itemized bid, covering thirty-

seven different classes of work and material. This contract

included under "Item 26" a provision for the doing of other

specified work and the furnishing of material, subject to defi-

nite, specified limitations, on a basis of cost, plus 7| per cent.

In their advertisement and in the "Information for Bidders"

the Directors gave no estimate of the amount of work to be

expected under the above provision in the contract. The con-

tract also included an "Item A" for any extra work or ma-

terial, for which the contractor should receive the reasonable

cost as determined by the engineer, plus 7^ per cent, of such

cost. Under neither "Item 26" nor "Item A" is it indicated

or described just what should not be included under these

items; and it is left to the engineer to determine the actual cost

of the work. No special provision was made in regard to pay-

ment of percentage on work that was sublet.

The bid of the contractor, based on the assumed quantities,

amounted to $1,017,258.78. During the progress of the work

only tM'enty-eight of the regular classes of work and material

given in the original bid were used. The total of the con-

tractor's bid for these items was $896,813.20.

The present Board of Port Directors, when they assumed

office on Aug. 7, 1914, found that while this contract was sub-

stantially completed, it was still incomplete in a large number of
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small details. Despite the efforts of the Board to close the

matter, this contract was still unfinished at the end of the

fiscal year.

Financial Statement of the Cost of Commonwealth Pier No. 5,

South Boston.

Contract loiih H. P. Converse & Co. for Reconstruction and Equipment

of Pier.

Amount of bid on items used in construction, . . . $896,813 20

Payments made under above

items, .... Sl,032,673 13

Payments at actual cost plus

7| per cent., . . . . 355,882 41

Payments at lump sums or at

agreed prices largely from

subcontractors, all plus 7\

per cent., 1,660,553 92

Payments for miscellaneous

work plus Ih, per cent., . . 10,459 60

Total pa^TOients made to Nov. 30, 1914, $3,059,569 06

Chief engineer's estimate to complete, . . 10,984 47

Claims approved by chief engineer, not paid, 50,532 92

Estimated amount of completed contract, .... 3,121,086 45

Excess of cost over amount of original bid and done on a

basis of cost plus 7^ per cent., $2,224,273 25

In addition to this amount, bills and claims not approved

by chief engineer have been filed by the contractor

amounting to $32,221 86

Total Cost of Commonwealth Pier No. 5.

Contract with H. P. Converse & Co., .... .$3,121,08645

Miscellaneous contracts for dredging, steel for viaduct,

engineering, etc., 477,186 49

SoUd filled pier built by Harbor & Land Commission, . . 381,877 09

Value of site at 20 cents per square foot, .... 177,600 00

Accrued interest during development, 295,298 42

Total cost, $4,453,048 45

In addition to the above cost of $4,453,048.45 a railroad

yard has been built in connection with the pier development
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at a cost of $100,049, exclusive of eiigineermg, which amount

was paid from the Commonwealth Flats Improvement Fund,

although its principal function was to serve as a storage yard

for the pier, and at least two-thirds of its cost should be added

to the cost of the pier.

It is of interest to state in this connection that the records

show that before the pier is finally completed the contractor

has been paid $14,971.69 for repairs on the structure, which

were charged to the cost of construction, as will be observed

in Table I.

In reference to the engineering and other aspects of the busi-

ness administration of the port board, it appears by record

that on Feb. 14, 1914, the Port Directors employed Mr. Guy C.

Emerson, consulting engineer for the Boston Finance Commis-

sion, to look into matters and make a report. Mr. Emerson

did not carry his investigation to a conclusion, but he did make

a report on certain phases. He criticised the method of organ-

ization in detail and called attention to the danger of the situa-

tion in regard to a straight contract to erect the pier which had

been made for about $900,000 and allowed to expand into some

$2,200,000 additional on a cost plus percentage basis. He called

attention very particularly to the opportunity for wrongdoing

offered by this contract, and the way the work was being done,

in regard to which there appeared to him to be reasonable

room for suspicion.

The following extract from a report made to the Directors of

the Port of Boston by Mr. F. R. Harris, civil engineer, U. S. N.,

as to the form of contract and specifications for the dry dock,

is pertinent and illuminating in this connection: —

Organization.

A cost plus percentage contract, I believe, is the most indefinite and

extravagant form of contract that can be employed, removing, as it

does, the incentive to do work economically, in which respect it differs

absolutely from other forms of contract, because the more expensive the

work the more money the contractor makes. I need not remark upon the

complications and even positive dangers growing out of such a form of

contract on public work. If the work were to be performed by day labor,

the State would have to find some one to control and direct this labor,

and I am doubtful if it could secure men as capable and experienced as

will be found in the organization of a contracting firm having facifities
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and experience on this class of construction. It has been my experience

that work performed by day labor under the Federal government — and

presumably tliis would be so under the Commonwealth of Massachusetts

— is not as economically or expeditiously performed as by contract, the

reason being an evident one, that the incentive to efficiency and economy

existing in every contractor's organization would not be present; the

contractor attempts to work expeditiously and economically in order that

he may make his profit; his subordinates and the workmen under them

are in harmony with this spirit in order that thej^ may ingratiate them-

selves with the contractor, earn promotion, and that he may continue to

remain in business and employ them. However, even so, this method of

performing the work is preferable to that of giving it to a contractor at

cost plus 10 per cent., because in that case the incentive for economy is

not alone not present, but is replaced by quite the contrary spirit, as the

more the work costs the more the contractor earns, and no matter how
earnest and honest the contractor himself may be, the spirit will per-

meate his organization that this is a cost plus 10 per cent, job, and the

more you loaf the larger the profit for the company. Furthermore, this

type of contract places temptation at the door of the contractor and all

of his material men, with the result of possible overcharge for material,

or, as has been the case in some instances, the rendering of duplicate bills,

oiie to be actually paid and the other one to be charged to the work.

This form of contract is especially undesirable on public work, as it

opens wide the purse strings of the public treasury. There is no assur-

ance or promise that the work will be completed within any specified

sum; temptations are all in the direction of increasing the cost, and the

public official being responsible for such a contract is indeed vulnerable

to attack, no matter how careful and conscientious he may be in the con-

duct of the work. From experience I may state that his reputation is

entirely in the keeping of the contractor.

As far as the accounting system of the organization of the

office is concerned, the totals are probably correct, but it was

difficult to obtain an accurate and informing statement of the

distribution of the funds among the various projects. It appears

that projects were entered into without any understanding of

what they were ultimately to cost. In other details there were

instances of faulty organization. Expenses properly chargeable

to the Commonwealth Flats Improvement Fund were charged

to the Development of the Port of Boston Loan Fund and

vice versa, and there was, in general, a failure at the beginning

of the work to estimate, on any project, the ultimate cost and

to determine the account to which this particular item should

properly be charged.



24 DIRECTORS OF THE PORT OF BOSTON. [Jan.

How did this unbusinesslike and loosely-drawn contract work

out in practice at Pier No. 5? In the construction and equip-

ment of the pier superstructure the utilized items of the con-

tract which in the original bid amounted to $896,813.20 in-

creased to $1,032,673.13, or nearly 15 per cent. The sum of

$2,224,273.25 was subsequently estimated and appropriated to

meet the expense of extra work done and equipment furnished

on a basis of cost plus 7^ per cent. Certain portions of the

Avork amounting to $446,848.11 were done by the contractor's

own forces, and the cost of the work, including the rent of ma-

chinery, etc., was checked by the field organization of the

Directors; but the greater portion of the $2,224,273.25 —
specifically $1,569,588.22 — was in payment for work done for

lump sums or for prices agreed upon in advance of its per-

formance, in each case plus 7^ per cent. Usually these per cent,

prices were based on bids made to the contractor by subcon-

tractors, and these bids served as the basis of cost upon which

the allowance of 7| per cent, was paid to the contractor. That

is to say, the actual cost of the work plus the profit on it of

the subcontractor became the cost upon which the Common-
wealth paid the allowance of 7| per cent., yet it is to be as-

sumed that "reasonable" actual cost was what was contemplated

in the contract, and the 7^ per cent, allowance Avas fully to

indemnify the contractor.

Unlike many specifications in which provision is made for

doing such work and furnishing such materials as are not spe-

cifically mentioned in the contract on a percentage basis, this

contract entered into by the Directors did not specify in detail

what would be approved as cost beyond stating that the con-

tractor should be paid the "reasonable" actual cost of work and

materials as determined by the engineer, plus 7| per cent.

This specification differs materially and significantly from the

form used in connection with the construction of recent public

and private works. It differs particularly from the form used

by the Boston Transit Commission and the Public Service Com-

mission of New York, First District.
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The Income of Commonwealth Pier No. 5.

This statement of the cost of the construction of the Com-

monwealth Pier from its inception naturally suggests that a

consideration of the amount and sources of income to be derived

by the Commonwealth from this public utility may be inter-

esting and instructive.

In the agreement made by the Directors with the steamship

companies it was stipulated that they should pay to the Di-

rectors 6J cents per passenger, provided in each case that such

annual charge amounted to at least $2,500 and did not exceed

$5,000. The Commonwealth thus could not benefit with the

lessee in any increase in passenger business beyond the fixed

amount of $5,000. The railroad companies agreed to pay to

the Directors a wharfage charge of ten cents per ton on all

goods taken to or from the pier by them, and in addition there

is collected a wharfage charge similar to that collected on other

piers in the harbor upon all goods destined for local delivery.

No additional charge was made for the heated and lighted

ofiices used by the steamship and railway companies and others

at the pier. Electric elevators used in the transfer between

floors have been put in commission, the operating forces and

power being furnished by the Commonwealth free to the steam-

ship and railroad companies. In compliance with the terms of

the Hamburg-American agreement, twenty-four electric winches,

rotary converter and power wiring, for use in transferring cargo

between ship and pier, were purchased, although no agreements

were made for any charges for the same. These winches were

purchased on or before December, 1913, and had not been

used up to the end of the fiscal year 1914, being stored on the

pier. The total cost of these winches, together with the wiring,

is $114,209.05, and the annual carrying charge of these winches,

which would appear on the books of any properly conducted

private enterprise, including interest, repair and replacement,

based on a life of fifteen years, is $13,419.23.

During the fiscal year 1914 there was earned at Pier No. 5

from all sources $36,850.70, which is below the normal amount
of expected receipts, due to the fact that the White Star Line

was an occupant only during the latter part of the year, its
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sailings having been more or less interrupted by the war. The

sailings of the Hambiirg-iVmerican Line since x\iigust 1 have

been totally discontinued on account of the European war.

Two vessels of the Hamburg-American Line, the "Amerika"

and the "Cincinnati" being held in this port due to the war,

are occupying a part of the westerly berth at Pier No. 5, for

which they are paying a dockage charge of $37.50 a day each.^

(For detailed statement as to revenue from Pier No. 5 see

Table IL)

It is estimated that the maximum average income of Pier

No. 5 under the present leases during normal conditions would

amount to possibly $54,000 a year gross. This must be under-

stood as gross income, the estimated annual cost of heating,

lighting, power, supervision and maintenance of the pier and

its supplies being $88,248. Under the most economical and

efficient administration and operation of this pier, it appears

that, considering Pier No. 5 as a business proposition, and

figuring interest, operation, upkeep and replacement charges,

and estimating income at the maximum average, the annual

deficit to the Commonwealth for this single project will be

$339,000 (see Table III.), which is about the same as the

annual expense account for 1913 for the combined departments

of the State Board of Conciliation and Arbitration, Industrial

Accident Board, Board of Labor and Industries, Joint Board of

Industrial Accidents and Labor and Industries, Homestead

Commission, Free Employment Offices, Commissioner of

Weights and Measures, Bank Commissioner, Board of Bank

Incorporation and Insurance Commissioner. If this pier were

operated by the city of Boston as a municipal enterprise it

would add in taxes approximately twenty-two cents to each

thousand dollars of valuation. On this basis this pier consti-

tutes an additional annual taxation burden on every family in

the Commonwealth of 50 cents.

1 Since December 1 three of the smaller ships of the North German Lloyd are occupying the

rest of the space on the westerly side of the pier, for which they are paying S75 a day, or $25

each, making a total of S150 a day income from this side of the pier for the storage of these

German ships.
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Duty of the Future.

The tremendous investment made by the State in Boston

harbor development cannot be abandoned without loss in

prestige and an actual handicap to the business of New Eng-

land. Continuity of plan and policy must be substituted for

fugitive, sporadic attempts of poHtical or ambitious adminis-

trations. The only guarantee for persistency is the establish-

ment of a comprehensive plan, which, once accepted by the

public, cannot easily be changed.

The history of port development in Liverpool, Bristol,

London, Havre, iVntwerp, Rotterdam, Bremen and Hamburg-

was a long series of failures, until wisdom, learned the lesson of

these mistakes and laid down a system on a broad and com-

prehensive scale, under which each unit of development was

planned and carried out with regard to the work of five or ten

years hence, and every dollar spent made to count. We regret

to be obliged to say that the history of Boston port develop-

ment for forty years has been largely patchwork. We fail to

find any comprehensive plan that looked into the future and

provided accommodations just far enough ahead of the need

to meet the increasing demand as it came. We do find a large

number of elaborate plans for the development of portions of

the port, but no permanent policy established for the port as a

whole, intended to be carried to a successful conclusion within

the resources of the State.

The cost of expert service from December, 1911, when the

Board of Port Directors took office, to the end of this fiscal

year 1914, was $83,888.02, of which amount $650.07 was con-

tracted by the present Directors. (For details of such expert

service see Table VI.)

The theory on which the Commonwealth of Massachusetts

has acted in its harbor development is similar to that for con-

structing bridges, streets, public parks, playgrounds, etc. It is

predicted that such expenditures help the trade and industry of

the Commonwealth to increase and prosper, and consequently

all the citizens benefit indirectly. When improvements are

designed especially to affect the health, education, comfort

and enjoyment of the people, the benefit is direct, but when
the improvement is to make transportation easier, the benefit.
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generally speaking, is indirect. While it is undoubtedly true

that such improvements benefit citizens indirectly, undertakings

such as the development of water-front property are more to

the advantage of some classes of the community than to others,

and it is therefore only equitable that a fair division of the

burdens of maintaining such docks and harbors in proportion

to the interest of the various citizens should be secured.

It is merely business prudence to insist that no action should

be taken which does not contemplate making these undertakings

self-supporting and conducted to pay their own way if possible.

When this is not possible, because of the greatness of the capital

expenditure involved or the cost forced by the competition of

other harbors, such as the construction of a dry dock, the question

of State subsidy involved should be clearly understood by the

citizens generally, and by the Legislature especially.

As matters stand to-day, the annual net subsidy cost to the

Commonwealth above the income for the results of the work on

both sides of the harbor by the Board of Port Directors created

in 1911 is $405,151.40. This is in addition to the cost of the

Port Directors' office expenses, rent, salaries, etc. If this annual

loss continues, such an amount, placed at interest at 4 per cent.,

which is about what the State pays for the money borrowed by

it to make this development, would in twenty-five years amount

to a tax burden on the Commonwealth of more than $16,800,-

000. If this is not a subsidy to burden the future, which the

Commonwealth has obligated itself to pay for port development

it will be interesting to know what the advocates of this method

of port development call it.

Subsidy Table showing the Annual Cost to the Commonwealth

of the Various Projects.
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Port of Boston — Resources of the Commonwealth.

Pier No. 5,

Pier No. 6,

Balance of South Boston lands excluding Pier No. 5 and 135,-

000 feet of wharf front, 18,060,901 square feet, minimum
value.

Eastern Railroad Pier,

Dry dock balance, East Boston lands, . . _

.

Cost.

S4,453,048 45

1,437,361 54

725,000 002

60,399 08

$6,725,809 07

Present
Business
Value.

$2,250,000 001

1,500,000 00

9,859,280 00

500,000 00

60,399 08

814,169,679 08

1 S2,250,000 represents the cost of a pier structure and the land which would satisfactorily

do all the work of Pier No. 5. The balance of $2,203,048.45 represents the monumental value of

this project. In other words, the Commonwealth has built, in addition to a business pier, an

architectural monument of which this sum represents the cost.

- 8725,000 was paid by the Port Directors for this taking, but, in the opinion of the Directors,

$500,000 would have been an adequate price to have paid for it at the time of the taking, and it

could not be sold subsequently under normal conditions for that sum. Other East Boston takings

• cost $60,399.08. Mr. Conry dissents from this opinion. This property was assessed at the time

of the taking at $693,000, as follows: —
171,300 feet of solid land at $1.75, $299,800

134.600 feet of pile structure at $1, 134,600

151,200 feet of docks at $1.25, 188,600

Buildings, 70,000

$693,000

The property of the Boston & Albany next adjoining Pier No. 1 is assessed as follows: —
Sohd land at $2.75 per square foot, pile structure at 81.50 per square foot, docks at $2 per square

foot.

The same assessment applied to Pier No. 1 would result: —

171,300 feet of solid land at $2.75 $471,075

134,600feetof pile structure at S1.50, 201,900

151,200 feet of docks at $2, 302,400

$975,375

Unoccupied real estate is of no value to the individual or the community. If this property

were utilized as a terminal, as it should be, it is fair to presume that it would be assessed on the

same basis as its next door neighbor, the Boston & Albany.

The advantage of having these facts in the open is that it

enables the people to study the matter fairly. If a subsidy

must be paid by the State to benefit railroads and foreign

steamship lines in order that New England business may be

done through the port of Boston, it might be claimed that it

would help business more directly to pay this subsidy in some

more direct way, such as by open contributions to the steam-

ships and railroads.
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During the past few years there has been a tremendous

interest in the extension of port facilities. The underlying

reason probably is that the nation has just begun to realize

that it has entered upon the industrial export stage of develop-

ment, and unless a port is able to provide sufficient articulation

of traflfic for the receipt and shipment of raw materials, fuel

and efficient exchange of products between factories and

terminals, it will be handicapped in the struggle for industrial

supremacy. The motto of the successful trader of to-day,

whether he be manufacturer or merchant, must be economy

and despatch. If he is deprived of these, his chances of success

are destroyed or at least gravely jeopardized.

The functions of the Boston Board of Port Directors are

twofold, commercial and industrial. The commercial function

has to do with the transhipment in the port of Boston, between

rail to water lines and between the water lines, of freight not

destined to, or originating in, the port of Boston itself. This

commercial phase of port work is simply a matter of efficient

connection between transportation lines at the water's edge.

The industrial function deals particularly with local freight

destined to or originating in the territory under the jurisdiction

of the port and contributory to it. This is a much more

complex matter, and its solution demands direct transportation

connections at an equitable flat rate between the local in-

dustrial distributing houses and the wharves; sufficient ware-

houses and storage facilities on the water front, where local

freight may be assembled in car-load lots, and where, after

unloading, freight may remain for assortment and local distri-

bution. While local pride is greatly concerned in the com-

mercial function of the home port, taken as a whole, ocean-

borne commerce is of much less advantage to the port city than

is popularly thought. A large investment is necessary to

create the facilities to accommodate this commerce, and a large

percentage of the cargoes is distributed by rail directly to

interior points, with small direct benefit to the port of entry.

On the other hand, the business and financial progress of the

port of Boston, and indeed of all New England, is much more

at stake in the development of the industrial function, which

has to do with making manufacturing and commerce easier and

more profitable.
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Under present conditions of railroad finances and of business

conditions generally, private enterprise has been discouraged

from creating or even co-ordinating the functions of an in-

dustrial seaport in Boston on any great scale. Total de-

pendence upon private enterprise will to-day place Boston at a

disadvantage, but the difficulty at this, as at other ports of

entry, has been the mistake of spending too large a proportion

of funds available for providing facilities for passenger steam-

ship lines, and not enough for the accommodation of freight

lines. This would be true even if the extravagance in the

construction of Pier No. 5 had not been shown. The first port

board came into office in 1911 at a time when there was a

great popular excitement about port development, and the

pressure of public opinion was no doubt largely responsible for

causing them to specialize on the spectacular features connected

with the conduct of great passenger steamers, which center this

class of commerce in the public mind.

The present Port Directors intend to follow the policy that

the freight carrier on land and sea forms the industrial corner-

stone of the community, and should be most encouraged.

Practically all of the numerous plans for metropolitan develop-

ment and improvement which crop up year after year, and

would, if adopted, involve millions of expense, are based on

improving transportation facilities for the passenger, forgetting

that the passenger service may be deficient in spots or less

comfortable at times than it might be; but, after all, the

passenger can find ways to move about and reach his desti-

nation, while the case of shoes or the box of machinery must

be carried and guarded.

While accepting the proposition that port developm-ent,

except under unusual conditions, cannot be conducted at a

profit, there is no reason why it should not be organized on

business lines. The taxpayer has the right to ask: "Is the

port being administered on a sound financial basis? Is the

rental and leasing policy adopted an equitable one?" Piers

should not be erected which will not be at least self-supporting,

in interest and maintenance charges, unless for good and suffi-

cient reason, after advertised public hearings so that the public

may be informed in advance. The financial position of each
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enterprise, the debt charges in respect to capital expenditures

^

should be caref jlly, accurately and intelligently kept, and open

at all times to the public.

As railroad facilities in the United States have increased in

efficiency and extended in scope, the natural advantage formerly

held by harbor cities has been offset. The competitive struggle

for port business has enabled transportation interests, both rail

and water, to play ports against each other, so that when one

port makes a certain concession the next port is urged and

expected to do the same thing. Once this is begun, the ex-

penditure goes on until the vicious circle is completed, and after

a certain number of years all the ports are precisely at the

same point where they started. But it must be here emphasized

that in no other port in the United States has there been such

a plan of subsidizing for trade as that started at the port of

Boston, as will be shown in the chapter on the cost of Pier No.

5 and a comparison of Atlantic port facilities and income, etc.

The golden mean between unwise State expenditure and un-

wise conservatism is in co-operation between public credit and

private enterprise, which permits a reasonable partnership be-

tween private capital and the Commonwealth or the munici-

pality. This plan is feasible and possible in the development

of the Commonwealth land on the south and east shores of

Boston harbor. As soon as Commonwealth land is sold or leased

as an industrial site it becomes taxable, and enterprises thus

utilizing State land can properly be encouraged during the

development stage by the employment of municipal or State

credit. This credit, however, should always be so exercised as

to return at least interest on the investment. Success in the

operation of such enterprises in Europe has been more marked

than in this country, but the general scheme here outlined is

the only one that is at all practicable. By it the municipality

or the Commonwealth is not called upon to bind itself for an

undue amount, and at the same time this is encouragement for

the investment of private capital, with its greater efficiency in

management. In this connection it is of supreme importance

that the control of water-front development should be under

the authority of the Commonwealth.

The future as regards the port of Boston is just as promising
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as it was three years ago. Boston has a wonderful port, which

is the center of the richest and most intelligent manufacturing,

commercial and wage-earning community in the United States.

With the increase in business certain to come when the

European war ceases, this port is likely to have a prosperity it

has never before experienced. During the months of August,

September, October and November, 1914, there was a decrease

in the value of imports, as compared with the same months of

1913, of $681,926, which was to be expected. Since the war the

exports from Boston have increased in value in August, Sep-

tember, October and November over the same months in 1913

by $1,717,039, and this is only an indication of what will come

with the end of the present conflict.

If the present Board of Port Directors had had the oppor-

tunity to start anew, with the experience of the past three years

to guide them, they would not have released the New Haven

road from its lease of the Commonwealth Pier No. 5; a public

opinion would have been created to force that company to

carry out its plans to provide pier accommodations for the

Hamburg-American Line, which would also serve the purpose

of the White Star Line, and the Eastern Railroad Pier site in

East Boston would not have been purchased. These acts, as

it now appears, will probably mean the expenditure of about

five and a half millions of the nine millions given to the port

board by the Legislature. The present Board believes it is in

the interest of the port to construct the dry dock as proposed by

the former Board, and that the subsidy, which the Common-
wealth must contribute for this improvement, will be more than

repaid in the indirect benefits which will ensue therefrom.

The Port Directors believe it is their function, as the repre-

sentatives of the Commonwealth, to be an active agency for

the promotion of business, to make business easier, and to

encourage private capital to engage in commerce. The brief

length of time the Directors have been in office has been in-

sufficient to enable them to assemble with finality the various

plans for port development. The lands of the Commonwealth

at East Boston and South Boston should be developed and

made productive. When there appears to be a necessity for

water-front pier development, private capital should be en-
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couraged by building docks under an arrangement which will

insure the State an adequate return on the capital invested,

on the plan followed by the Transit Commission in Boston

subway development. If any business cannot be successful

with such assistance, it would not be likely to be successful

under any bounty or subsidy which might be granted.

Unfortunately for South Boston's water-front development,

the fish pier, which only required a depth of water for vessels

of a reasonable draft, might have been constructed 500 yards

farther to the east and still offer sufficient draft for all the

fishing vessels that come to this port. East of the fish pier

the bottom at a depth of 15 to 20 feet at mean low water is

ledge. Any development here to a depth sufficient to take care

of deep-draft transatlantic vessels would be prohibitive in cost.

South Boston development, therefore, must, unless for vessels

of small draft, be along the site of the Reserved Channel.

In the land holdings of the Commonwealth on the South

Boston side are many desirable locations for business, which,

with the building of the dry dock and some needed improve-

ments, will sooner or later be taken up. Practically all the

Commonwealth land in South Boston can have direct rail

connection, and is suitable for business purposes. On the East

Boston Commonwealth lands there can ultimately be developed

new channels from the sea, which will open up miles of develop-

ment, and permit direct loading onto cars without switching

service, wdiich will save towing expenses by enabling vessels to

come with their own power alongside the quay wall. The eco-

nomics of the business of the future will not be in the reduction

of labor wages, but in the saving of handling cost. There is

ample opportunity for terminal yards in East Boston, which

would make possible the economical handling of freight.

If the harbor on both sides offers the inducement, industrial

organizations will seek it. The nearer the manufacturer gets

to the means of transportation, and the less handling is required

in the moving of freight, the greater the incentive to business.

This means increased commerce, concentration of industrial

plants at terminal sites, — the ideal condition for efficient,

economical and profitable trade activities.

Behind the factories and warehouses, which under such con-
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ditions will grow up in East Boston and South Boston, will

come the residences of the workers, taken from the congested

centers to enjoy better working and living conditions. It is

wholly feasible, without burdening the State by tremendous

appropriations, to encourage, by the help of State credit, the

erection of suitable warehouses, where the products of the

world may be stored subject to demand. Such a storage section

under State supervision would bring more and more raw ma-

terials to this port; it would enable the factories to obtain

material and make deliveries in a shorter time. Production

would be made cheaper by the reduced carrying charge for

storage and the eliminating of the middle man.

An important steamship line, carrying cargo to and from the

Pacific coast via the Panama Canal, has recently been es-

tablished at Charlestown without any subsidy from the State.

With the encouragement and growth of such business we can

hope to eventually make the port of Boston a great storage

place for wool, cotton, surplus grain, hides, pig-iron, pulp,

rubber, chemicals, minerals, etc., thus producing the business

for shipping, and helping our wage workers, bankers, merchants

and manufacturers.

In this connection Mr. Conry desires to incorporate the

following statement :
—

The Board of Port Directors was established by the Legislature over

the head of the Harbor and Land Commission, with the distinct purpose

of assuring the inauguration of an entirely new, forward pohcy with re-

spect to port development.

We were charged with certain explicit, specific duties enumerated in

the statute creating our Board, namely, "to build adequate piers and in

connection with such piers suitable highways, waterways, railroad con-

nections and storage yards and sites for warehouses and industrial estab-

hshments."

The fixed theory of port development was that it should be treated

largely as a question of improved terminal facilities. The Legislature

was so determined that the old, stagnating caution of this community,

which allowed us to be outstripped by other more courageous cities,

should no longer restrain our enterprises, that in the act creating this

Board (chapter 748, Acts of 1911) that provision of a former port devel-

opment act (chapter 648, Acts of 1910) that no work should be done

until the business should be found in advance, was stricken out of the law,

and the Directors of the Port were required to proceed forthwith with the
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work enumerated above, and the amount assigned to the work was in-

creased from three miUion to nine miUion dollars.

We have been in existence now about three years, and we have yet to

do any important work of construction in that section of the city wliich

all competent to judge recognize as the proper place for a great rail and

water terminal, together with convenient sites for new manufacturing

plants which could avail themselves of the new terminal facilities there

created.

The Board has done important construction work on the Common-
wealth Pier at South Boston, and took up that work first, not because

this location was regarded as the more important, but because it was the

only property of the Commonwealth available at that time for immediate

development. This work has been completed, and Massachusetts has in

the Commonwealth terminal, without exception, the finest pier in the

world.

With the completion of this pier the constructive work of the Board

has almost entirely come to a standstill. The mandatory act of the Legis-

lature says "it shall be the duty of the directors to build adequate piers

and in connection with such piers suitable highways, waterways, railroad

connections and storage yards and sites for warehouses and industrial

establishments . '

'

I agree with my associates in building a dry dock, with the full knowl-

edge that such a project commits the Commonwealth to a large annual

deficit which will be met by an appropriation in the nature of a subsidy.

I go farther than my associates, and strongly advocate the pubhc

ownership of piers and terminals to be operated for the general public

benefit, involving, if need be, a deficit on precisely the same grounds and

for the same reasons wliich warrant the building of a dry dock;

Chapter 748, Acts of 1911, does not direct the Port Directors to build

a dry dock. It is an open question as to whether or not said act even

authorizes the building of a dry dock. But in the only view which can

be taken of the subject a dry dock must be regarded as part of a great

water-front development by which a vigorous seaport determines to place

her harbor among the leading ports of the world.

A dry dock has many advantages. It is a form of insurance, and be-

cause of its existence ship o^vners will be inclined to look with a favorable

eye on a port which is so equipped; but a dry dock will never attract a

new line of steamers or additional service on existing lines. Next to

freight, piers and terminal facilities offering superior accommodations are

the principal attractions which can be held out to secure additional or

improved steamship service. The question is virtually one of policy and

ought to be definitely settled.
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Commonwealth Pier No. 6 (Fish Pier) and Proposed

Market in South Boston.

Commonwealth Pier No. 6, South Boston, occupied by the

Boston Fish Market Corporation, has cost the Commonwealth

for the solid filled pier, dredging docks and making adjacent

street improvements, occupying 1,020,000 square feet of land,

— including accrued interest during development, — $1,041,-

171.54. This amount does not include the cost to the Harbor

and Land Board of filling 177,100 square feet of land leased, to

the south of Northern Avenue, the cost of which it is not now

possible to obtain.

The fish pier, not including interest on land, except the

amount spent for its improvement, costs the Commonwealth

annually for interest, and a 4 per cent, sinking fund to meet its

bonds at the end of forty years, $50,833.63. In addition, the

annual charge to cover repairs, operations and general super-

vision, which is paid by the Commonwealth, is $5,520.70, as

per Table V. annexed, making an annual total charge of

156,354.33.

Under the terms of the lease to the Boston Fish Market

Corporation, it pays to the State for this property $35,000 a

year during the first fifteen years, and $45,000 a year for the

next fifteen years, making an average revenue from this project

to the Commonwealth during this term of $40,000. Consider-

ing the charges for interest, sinking fund, repairs and necessary

operation and maintenance, it appears that the subsidy paid

by the Commonwealth to the fish pier corporation, over and

above income received as rent from the fish pier corporation,

and not including revenue from value of land, is $16,354 a year.

The fish pier project at South Boston was inaugurated by

the Board of Harbor and Land Commissioners in 1910 and

taken over by the first Board of Port Directors. The pier

foundations were not put down to bed-rock, but laid on clay.

As a consequence, while the pier was being constructed the

foundation wall moved, entailing considerable delay, which has

involved the Commonwealth in claims for loss by the contractor

and also a claim for damages from the fish pier corporation,

which at the close of the fiscal year had not been settled.

The Boston Fish Market Corporation moved from T Wharf
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to the pier on April 6, 1914. This great business enterprise

conducted under the patronage and by the subsidy of the

Commonwealth has suffered severely from lack of railroad

facilities for passengers and freight to and from the pier. The

records show that a proposal by the Boston Elevated to erect

tracks for trolley car connections to the fish pier from Summer
Street was considered in February, 1914, by the Port Directors,

who were unable to agree, and subsequently the paving of the

viaduct and ramp was completed. The present Board of Port

Directors believe that railroad connection with the fish pier

building should be made, which entails considerable additional

expense, as paving laid only a few months ago will have to be

taken up and relaid. However, since physical connection with

Summer Street is absolutely necessary, the Board proposes that

tracks shall be laid at the earliest opportunity, and has sub-

stantially concluded negotiations with the Boston Elevated

Railway Company whereby the corporation w^ill rent and

maintain the tracks.

Between Commonwealth Piers Nos. 5 and 6 and Summer
Street there are about 15 acres of valuable land. This seems

to be an ideal location for the establishment of a great market

district such as is found in many of the cities of Europe. On
this side of the harbor practically all the fruit coming to Boston,

except bananas, is landed, while the railroads bring to this

point all the southern food products.

In anticipation of the completion of the tracks to the fish

pier, arrangements are already being considered to create a

trolley freight service, which will make possible the delivery of

fresh fish to all parts of New England immediately after its

receipt from the fishing boats at the pier. Supplementing this

trolley fish freight, it is proposed to work out a scheme whereby

the returning trolley fish freight cars will bring back to Boston

for distribution, dairy, vegetable and other farm products, thus

establishing on the South Boston Commonwealth lands a great

market which will serve the section of Boston southeast of city

hall. The saving in transportation by concentration at this

point would insure the possibility of organization of such an

enterprise on a business basis wh'ch would return a fair interest

on the State's investment.
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Dry Dock.

The development of a port is based largely on the problem of

increasing its maritime commerce through competition with

other ports. To be successful in this, the equipment and

facilities of a port should be as complete as possible. Some

parts of the necessary port equipment may not be self-sustaining

and must be subsidized in order that the benefits of increased

commerce and the indirect returns growing out of the port

development may be realized.

One of the first and greatest needs of any port is that of

proper facilities for the overhaul and repair of vessels. This

need increases rapidly as the port develops, and the number of

ships and possibility of accidents increase. Many vessels have

been abandoned because of lack of facilities for repair, and a

single such circumstance might cause a loss far greater than the

cost of a proper dry dock. Knowing these facts, owners and

insurers of vessels will naturally be prejudiced against a port

which lacks suitable repair facilities. They will not be inclined

to develop their trade from such a port, nor send to it their

largest and most modern ships.

The foregoing is true, regardless of the precise method of

port development which may be adopted. The dredging of an

interior channel may directly benefit only a limited area

and interest. The construction of a terminal may be of little

direct benefit to transportation lines not accommodated by it,

but a dry dock is an improvement for the benefit of shipping

generally,—• not alone for all the vessels trading to the port

where the dry dock is located, but for all shipping which trades

in that general vicinity or at nearby ports where suitable repair

facilities are not available.

Many ports have developed dry dock and repair facilities

through a regular and natural growth, smaller docks having

been built first and larger and larger ones successively con-

structed as the sizes of ships and the work to be done increased.

In this way and in connection with shipbuilding and repair

plants it is possible to make dry docks directly self-supporting.

The present situation in Boston is unusual in that there are

no docking facilities that will accommodate any but com-
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paratively small vessels. A single dry dock, to answer all

requirements, should therefore be of sufficient size to accommo-

date not only the largest vessels now coming to this port, but

large enough to dock the largest vessels now constructed, with

a reasonable margin for future increases. By building to such

dimensions Boston will be at once placed, in docking facilities,

ahead of every port on the Atlantic coast. Even the port of

New York has no means of docking many of the largest ships

regularly running to that city.

Such an improvement would not be likely to earn enough

income to pay all the fixed charges. Charges for docking ships

are based on their gross tonnage. If a dry dock could be

continuously used in docking the largest ships it could ac-

commodate it would net good returns on the investment, but

where the larger part of the work will be on ships of moderate

size the earning power will be greatly decreased. This w^ill be

the case at Boston for some time, at least.

In estimating the returns on a large dry dock at Boston the

first item to be considered is the agreement which has been

entered into between the Commonwealth and certain steamship

companies whereby a gross revenue of at least $50,000 per year

is guaranteed for twenty years after the completion of the dry

dock and appurtenances. This is a most valuable asset. There

will also be a considerable but more indeterminate income from

those steamship lines not a party to the above agreement but

whose ships trade to Boston. There would be a further source

of income from docking battleships which are built at the Fore

River shipbuilding plant located in Boston harbor, and possibly

from the shipbuilding plants on the Delaware River. Boston is

not far from the Rockland and Cape Cod trial courses for

United States battleships, and it would be very advantageous

to builders of battleships to have them overhauled here before

going out on their trial trips.

In addition to the above is the possibility of revenue from

docking battleships of the United States Navy after they have

left the builders' hands. At the pi-esent time a large proportion

of the battleships of the first line built, under construction or

authorized, are too large to be accommodated at the largest

dry dock at the local naval yard. The proposed dry dock will
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add very materially to the facilities on the east coast of this

country and should be of great value to the federal govern-

ment. It is felt that the naval authorities are interested in the

project and that when it is completed it may be needed for

regular dockings of some of the largest ships, which would very

materially increase the net revenue.

The net receipts from the above sources should increase

r-apidly as the business of the port, the number of ships and

their average size increase. The revenues will probably be

sufficient to pay all operating, maintenance, repair and renewal

expenses and to provide a sinking fund for extraordinary re-

placements leaving only the interest on the original investment

unprovided for. In other words, the subsidy which the Com-

monwealth mu:st pay for a dry dock in Boston harbor will not

be more than the interest on the bonds, or approximately

$140,727.05 a year.

Summing up, an absolutely essential feature of the develop-

ment of the port of Boston is the providing of an adequate dry

dock. If such an improvement would be a direct paying

proposition from a strictly commercial standpoint, private

capital could undoubtedly be obtained for it. The returns,

however, are largely indirect, though none the less real, con-

sisting as they do of the inducements to increased commerce,

with the resulting increase in manufacturing and business

generally, the enlargement of existing and the establishment of

new ship repair plants, the expenditure for coal and supplies for

vessels, for labor in handling material, and in many other ways.

The indirect returns from a great dry dock should and will

be the justification of the Commonwealth in providing this

improvement in the same way that they have been, on a larger

scale, the justification of the federal government in the con-

struction of the Panama Canal.

Plans and specifications were prepared for a stone and

concrete dry dock to be built on a ledge situated northeasterly

of the northeast corner of the filled land of the Commonwealth.

The dry dock as planned is to be 1,200 feet long over all, 120

feet clear width at entrance and with 35 feet of water over the

sill at mean low tide.

Bids were received June 15, 1914, and, subject to the ap-
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proval of the Governor and Council, a contract was awarded

June 22 to the lowest bidder, the Holbrook, Cabot & Rollins

Corporation, for the construction of the dry dock with the

walls all faced with granite, the estimated cost being $1,846,-

582.50. The caisson for closing the entrance, the pumping

plant and buildings were not included in this contract.

This contract was sent to the Governor and Council on June

26, 1914, and on Sept. 2, 1914, was referred back to the

Directors for further consideration and report.

The present Board since receiving the contract back, has

conferred with the Secretary of the Navy, and secured the

assignment of Civil Engineer F. R. Harris, U. S. N., Public

Works Office, at the Brooklyn Navy Yard, under whose super-

vision the large dry dock at that yard was successfully com-

pleted, to look into the plans and contract for the proposed dry

dock, and advise the Directors in regard to them.

The Board at the end of the fiscal year awaits the report of

Mr. Harris, on the receipt of which a special report on this

matter will be made to the Governor and Council as directed.

Commonwealth Pier No. 1, East Boston (Eastern Rail-

road Pier).

In 1913 the Board of Port Directors acquired by right of

eminent domain property in East Boston containing 450,000

square feet owned by the Boston & Maine Railroad, formerly

the terminal of the Eastern Railroad. This property was

assessed for $690,000 which is undoubtedly much more than

could have been received for the property at any time since its

ownership by the Boston & Maine. It is probably true under

present conditions that the Commonwealth cannot dispose of

this property for a price near that which it paid for it.

A small parcel of 16,500 square feet was taken at the same

time from the National Dock and Storage Warehouse Company,

which has refused to accept the award made. This matter is

still unsettled.

A few weeks before the former Board went out of ofiice,

plans were hurried through, bids advertised and received, and

a contract awarded to the firm of Woodbury & Leighton for

building a structure on this site, intended for the purposes of

the Cunard Line. The property taken is not wide enough to
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give adequate space for a pier with facilities for docking ocean

steamships on both sides. In addition, if the westerly side of

this pier was dredged to a depth of 40 feet for a width sufficient

to accommodate ocean steamships, it would undermine the

foundations of the property of the city of Boston adjoining,

and involve large damages. The records of the Port Board

show that the Cunard Line had made certain objections to the

kind of structure contemplated to be built, and had assured the

Board that they preferred a pier at South Boston. The con-

tract was nevertheless awarded and was before the Governor's

Council when the present Board came into office. This con-

tract was returned by the Governor's Council to this Board

for consideration and report Sept. 17, 1914. (A copy of the

report of the Board to the Governor's Council on this East

Boston matter may be found in Table IV.)

The investment of the Commonwealth in this East Boston

property approximates $800,000, and an annual interest carry-

ing charge of about $32,000 would make it necessary that some

use be made of the property. An effort has been made to get

a tenant to lease this property at a rental which will insure the

State's getting back at least the interest on its bonds, but no

such tenant has been found to date. At the end of the fiscal

year negotiations to this end, which the Directors hope may be

successful, are under way with the representatives of a line

engaged in Panama-Pacific trade.

There is no doubt that a freight pier built on this East

Boston site would be used more or less by cargo vessels coming

into this port, especially because of its excellent railroad con-

nections; yet while it is important that pier construction should

always be a little in advance of present need there is not

sufficient evidence that at this time a pier should be built to

justify the expenditure, and especially since, if a one-story

freight pier is constructed, it would involve a money cost to

the Commonwealth of some $60,000 a year over and above the

maximum revenue to be expected.

Port of Boston Dredging.

Dredging done by the Directors of the Port of Boston in

Boston harbor during the fiscal year ending Nov. 30, 1914, has
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been accomplished under various contracts or agreements with

contractors who have used various plants in the performance of

their work. During the year twelve dredges have been engaged

on this work. One of these, the "Tampa" of the Atlas Dredg-

ing Company, a suction dredge with 22-inch discharge pipe, was

employed under a subcontract of H. P. Converse & Co. on

dredging for the Reserved Channel and filling of bulkhead for

the dry dock at South Boston. The others were dipper dredges.

The total quantity and cost of dredging and disposing of the

material dredged was as follows :
—

Desckiption.
Quan-

tity (Cubic
Yards).

Cost.

Average
Price paid
per Cubic

Yard.

Material dumped at sea,

Material used for filling,

Total, .

1,061,230

539,456

$194,041 19

133,515 36

1828

2475

1,600,686 8327,556 55 SO 2050

The total quantities, prices and total costs during the fiscal

year for dredging done under the several contracts, the per-

formance of each dredge on the several contracts under which

it was employed, and the continuity of operation of each of the

dredges as employed on dredging for the Commonwealth are

shown in Tables VII., VIII. and IX.

The quantity of material dredged, towed to sea and dumped
during the fiscal year was sufficient for the reclamation of

about 47 acres of flats now under water.

The disposition of good filling material by dumping at sea is

an inexcusable blunder and an economic waste allowed to

persist at this port for years, which, as far as the Directors of

the Port are able to control, will no longer be permitted.

The available sources of filling material in Boston are getting

scarcer year by year and the supply is fast being exhausted.

The flat lands owned by the Commonwealth, the city and

private owners have long needed this filling which has been

taken out and dumped into the ocean.

The prices paid for dredging during the year have varied

from 14 cents to 26 cents per cubic yard. The average price

paid for all dredging done by the Directors was 20| cents per

cubic yard, although 432,165 cubic yards of material have been
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removed by suction dredge and deposited directly within the

bulkheads at the site of the dry dock.

It is interesting to note in this connection that Philadelphia

maintains a municipal dredging plant which accomplishes all

the dredging from the municipal docks and channels, and in

addition is employed by private parties for dredging docks

from which a profit is realized. The material dredged is towed,

in some cases long distances, — 25 miles, -— to locations near

impounding basins, where a suction dredge rehandles the

material and pumps it into this land which is being reclaimed.

There is a saving to the city in the operation of its own dredg-

ing plant, and also there is the advantage that it can be put

in operation at any locality in emergencies without the delays

attendant upon advertising and awarding contracts.

The cost to the city of Philadelphia for dredging during the

vears 1912 and 1913 was as follows: —
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Land Holdings under the Control of Directors of the

Port of Boston.

The Directors of the Port of Boston present for the first time

the following table, showing the property comprising filled

land, flats and docks under their control.

The State now owns the water front of South Boston flats

east of the New York, New Haven & Hartford Railroad piers

and freight yard, the Eastern Pier property, so called, at East

Boston, and a very large area of flats northerly and easterly of

Jeffries Point, East Boston, payment for some of which taken

by the State in 1898 and again in 1913 is in dispute. The

State also owns Bird Island shoal and all the water area of the

harbor below the line of riparian ownership.

Acres.
Assessors'
Valuation.

South Boston, .....
Commonwealth's Fl.ats, East Boston,

Pier No. 1, East Boston, .

Bird Island Flats, ....

435 001

658.992

10.703

122.82'i

58,058,001

480,700

691,500

1,227.51 $9,230,201

1 Includes 161,000 square feet or 3.7 acres, comprising the finished area of Northern Avenue,

and also includes about 66 acres of flats south of the relocated Reserved Channel and north of the

approach to Castle Island.

2 Includes 95 acres taken in 1S9S and 1913, amount of payment for which is in dispute.

3 Includes 16,500 square feet, formerly the property of the National Dock and Warehouse

Company, amount of payment for which is in dispute.

* Released to the Commonwealth by the city of Boston.

Commomvealth Flats at South Boston.

The Commonwealth owns a large tract of land at South

Boston, commonly known as the "South Boston Flats," shown

on plan annexed.

The development of these flats is due to a scheme originating

in 1859 and carried on by various boards of Harbor and Land

Commissioners. On the organization of the Directors of the

Port of Boston in 1911 this territory was placed under their

control.

The primary purpose of the original scheme was a harbor and

health improvement measure, development of the land being

considered secondary.
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At the present time the purpose of the Directors is the

further development of this land and its adaptation for com-

mercial purposes.

The following figures give the areas and values. These values

are conservative and based upon the assessed valuation and

information derived from experts.

Description.
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For purposes of comparison the following table was prepared

from figures taken from the assessors' books for the year

1914:—

Description.

Filled land, i

Docks,

Flats

Pile wharves, with flats underneath.

Total,

* Includes Northern Avenue.

Square Feet. Value.

7,011,755

1,078,000

10,897,530

205,870

19,193,1552

S5,734,734

1,111,600

944,660

267,007

$8,058,001

2 440.6 acres.

Estimate of the Value of the Commonwealth's Property at South Boston in

1896.

Name op Expert.



PLAN OF SOUTH BOSTON FLATS

DEVELOPMENT WITH CHANGES OF TITLE
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The Commonwealth filled the 25-acre lot (2) and sold it in

1880 for $1,000,000, and also the 12-acre lot (4), partly filled,

for $108,165, to the New York & New England Railroad

Company. The Commonwealth also sold the unfilled 50-acre

lot (3) to the Boston & Albany Railroad Company in 1869 for

$430,000. The Commonwealth sold the lot (7) between B and

C streets and Anchor and Fargo streets, including B Street,

after filling it, to the Old Colony Railroad in 1902 for $1,-

000,000.

The Commonwealth sold other small lots, marked (6), at

various times for amounts aggregating $1,750,609.52.

The Commonwealth still owns 163 acres filled, including

Piers Nos. 5 and 6 and five small pile piers, and is filling large

areas at the site of the proposed dry dock.

Riparian owners released to the Commonwealth, in 1888 and

subsequently, all their flats north of the south line of Reserved

Channel from E Street to P Street. In consideration, the

Commonwealth agreed to dredge the Reserved Channel to the

depth of 12 feet at mean low water, and not to make any

charge for tidewater displaced by any structures placed on the

grantees' adjoining flats.

Commomvealth Flats at East Boston.

At the end of the fiscal year the Directors of the Port of

Boston had under their control, in the vicinity of Jeffries Point,

East Boston, about 659 acres, not including the Bird Island

Flats.

Prior to 1898 the Commonwealth owned about 500 acres.

It acquired the balance by direct purchase or by right of

eminent domain. This was taken originally by the Harbor and

Land Board as a beginning in obtaining control of so much of

the water front as would make the public practically dictate

a reasonable operation and fix the charges on a living basis.

Payment on 95 acres of the land acquired by right of eminent

domain has never been made as the former owners are contest-

ing the amount of the award.

The Commonwealth has never settled with the East Boston

Company for the property taken by eminent domain from it in

1898, nor has the East Boston Company been paid for the land
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taken under the same conditions in 1913. No settlement as

to the price has been possible with the East Boston Company
although negotiations to that end are now under way. The

whole water frontage on the East Boston side of the port and

the flats and upland owned by the Commonwealth and private

companies and individuals offer exceptional opportunity for

industrial development which, for almost a generation, has

attracted the attention of the Legislature, various improvement

societies, etc.

In the limited time which the present Board of Port Directors

has had to give consideration to this matter, it has collected

from the records on file in the offices of the Harbor and Land

Commissioners and the Directors of the Port of Boston and

from other sources thirty-five elaborately worked out schemes

for the development of the East Boston side of the harbor and

there are in existence still more to be collected. Copies of all

these development schemes have been made on a uniform scale.

The whole territory from East Boston to Lynn is a fertile field

for study and future development, and the Directors hope to

be able, within a reasonable period, to submit for the con-

sideration of the Legislature a comprehensive plan for the

development of this section which shall be within the resources

of the Commonwealth.

Wharf and Pier Frontage of Boston Harbor below

Bridges from Jeffries Point to Neponset, but in-

cluding Short Section of the Reserved Channel
above L Street Bridge.

Classification of the various wharves as follows :
—

I. Wharves developed so as to be available for large vessels in for-

eign commerce.

II. Wharves developed so as to be suitable for smaller vessels, more

particularly in coastwise commerce.

III. Dry docks, marine railways and wharves used for sliip building,

laying up and repairing vessels other than yachts.

IV. Wharves or areas developed for public recreation purposes or as

landings for yachts.

V. Frontages practically undeveloped.
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Class I. Wharves developed so as to be available for Large Vessels in Foreign

Commerce.

East Boston:—
Grand Junction piers, Boston & Albany Railroad, . . 3 piers

National Docks, 2 piers

Qharlestown:—
Mystic Wharves, Boston & Maine Railroad, .... 2 piers

Hoosac Tunnel Docks, Boston & Maine Railroad, . . 3 piers

Boston proper :
—

Long Wharf, 1 pier

Portions of the following wharves now used for large coast-

wise vessels which might be used for the smaller class of

foreign vessels :
—

Fiske's Wharf; Constitution Wharf; Battery Wharf; Union

Wharf; Lewis Wharf; Commercial Wharf; Central

Wharf and India Wharf, 8 piers

South Boston:—
New Haven Railroad, 3 piers

Commonwealth Pier No. 5, 1 pier

Fish Pier (which might be used for the smaller class of for-

eign going vessels), 1 pier

In all, 24 piers

Class II. Wharves or Piers developed so as to be suitable for Smaller Ves-

sels, more particularly in Coastwise Commerce.

East Boston :
—

At Jeffries Point, 3 piers

At Grand Jimction Wharves, Boston & Albany Railroad, . 2 piers

Between National Docks and Atlantic Works, ... 6 piers

Between Atlantic Works and Meridian Street, ... 10 piers

Chelsea :
—

Between Meridian Street and Chelsea Bridge, ... 4 piers

Charlestown :
—

Charlestown Bridge, 1 pier

Boston proper:—
18, of which 9 are included in Class I., 18 piers

South Boston :
—

East of Fish Pier, 3 piers

In Reserved Channel, 18 piers

In Dorchester, at end of Calf Pasture, 1 pier

At Commercial Point, 5 piers

At Neponset, 3 piers

In all, ^74 piers

1 Nine of which are included in Class I.
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Class III. Dry Docks, Marine Railways and Wharves or Piers used far

Ship Building, laying up and repairing Vessels Other than Yachts.

East Boston :
•—

At Jeffries Point, 3 piers

Simpson's dry docks, .
' 3 dry docks

East of North Ferry, 2 piers

Marine railway, . 1 railway

North Ferry to Central Square, including—
Atlantic Works, 3 piers

Marine Railwaj'^s, 2 railways

Central Square to Meridian Street, .... 7 piers

In all, 15 piers

3 marine railways

3 dry docks

Class I V. Wharves, Piers, or Areas developed for Public Recreation Pur-

poses or as Landings for Yachts.

East Boston: —
Jeffries Point Yacht Club, 1 pier

Chelsea :
—

Chelsea Yacht Club, 1 pier

Charlestown :
—

Bimker Hill Yacht Club, 1 pier

Boston proper :
—

North End Park, 2 piers

South Boston:—
Murray & Tregurtha Yacht yard, 1 pier

Marine Park and Strandway, including yacht club and public

landings, 7 piers

Cow Pasture, Borden Yacht Club, ...... 1 pier

Savin Hill, 2 yacht clubs and Tenean Beach, .... 3 piers

Commercial Point, 2 yacht clubs and public landing, . . 3 piers

Neponset :
—

Lawley's Yacht Basin, 1 pier

In all, '...... 21 piers

Class V. Frontages undeveloped.

East Boston: —
Eastern Railroad Pier and near Meridian Street bridge, . 1,500 feet

South Boston :
—

Between P Street and Farragut Road, 500 feet

And in addition about 225 acres of South Boston Flats in

process of development.
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Dorchester :
—

South side of Old Harbor, 6,000 feet

Between Cow Pasture and Savin Hill, 4,500 feet

South side of Savin HiU, 1,500 feet

Left bank of Neponset River, 3,000 feet

In all, U7,000feet

Rivers, Estuaries and Tidal Inlets of Boston Harbor.

An important part of any port, and contributing greatly to

its business and prosperity, are the rivers and estuaries leading

into and from the main harbor, offering, as they do, by means

of both water and rail connections, valuable locations for

industrial establishments.

The port of Boston, extending from Point Shirley on the

north to Point Allerton on the south, with a lineal water front

below the bridges of 141 miles, is particularly fortunate in

having eleven rivers and tidal inlets branching from it, all

navigable and important, the tonnage of some of which is equal

to or exceeds that of many of the fair sized ports.

As no summary or chart of these facilities has heretofore been

made, the Directors of the Port of Boston have compiled the

information in the following tables showing the number of tons

and the value of freight transported during .the calendar year

1912: —
Table I.

Rivers and Estuakies.

1912.

Tons. Value.

Chelsea Creek, lower portion, .

Chelsea Creek, upper portion, .

Mystic River, south channel.

Mystic River, north channel, .

Mystic River, above railroad bridges.

Maiden River, .....
Charles River, above dam,

Fort Point Channel and South Bay,

Neponset River, ....
Weymouth Fore River,

Weymouth Back River,

394,805

14,053

1,600,000

3,671,242

41,372

80,949

400,000

1,101,374

196,177

170,266

241,984

,906,779 30

46,335 95

,000,000 00

,000,000 00

180,791 81

437,304 36

,000,000 00

,500,000 00

,366,000 00

,281,053 16

,187,732 00

1 In addition to the 225 acres of South Boston flats.
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Table II.

Rivers and Estuaries.

Channel, 1912.

Length
(Feet).

Width
(Feet).

Depth at
Mean Low

Water
(Feet).

Chelsea Creek, lower portion,

Chelsea Creek, upper portion

Mystic River, south channel,

Mystic River, north channel

Mystic River above New England Gas and Coke Com-
pany.

Maiden River,

Charles River, below dam, ......
Charles River, above dam,

Miller's River,

Fort Point Channel, below Federal Street, . " .

Fort Point Channel and South Bay, i

Neponset River, ........
Weymouth Fore River

Weymouth Back River

5,200

5,600

3,500

2,800

20,000

8,000

2,500

7,500

5,000

4,000

6,500

20,000

30,000

20,000

300

100-150

200-300

300

50-300

100

50-300

80-100

100-200

175

75-100

50-100

50-300

150-200

22

6-16

18-25

30

4-10

2-H

25

12-18

8-12

23

6-12

6-15

3-18

1-12

For detailed statement of these estuaries and tidal inlets see appendix.

1 By chapter 134, Resolves of 1914, entitled "A Resolve to provide for an Investigation of South

Bay in Boston Harbor," a Joint Board, consisting of the State Board of Health, the Directors

of the Port of Boston, and the Commissioner of Public Works of the city of Boston, were appointed

to investigate the practicability and advisability, and estimate the cost, of a method or methods

of preventing the nuisance now existing in the South Bay, so called, in Boston harbor.

The Board thus constituted has been formed and will make a special report to the General Court

not later than the second Wednesday of January, 1915, on the South Bay.

Switching Charges.

The position taken by the Public Service Commission, that

owing to the separation of the Boston & Maine and the New
Haven railroads, the agreement between the Commonwealth

and the New Haven Railroad, which provided for free switching

from the Boston & Maine Railroad to the Commonwealth Pier,

South Boston, is an illegal discrimination against private dock

owners in East Boston, opens up the whole question of switch-

ing and freight charges in the port of Boston. Under present

conditions all "through" import and export freight, from

points west of the Hudson River, is delivered at any designated

terminal without additional charge. The railroads claim that

the railroad rate to Boston from points east of the Hudson
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River is so low that, even with the addition of a switching

charge, the cost is less to the New England shipper than the

rate via New York; but this is not true in all cases, and it is

absolutely necessary that the railroads should, at the Boston

rate, make deliveries to, or receive freight from, any pier or

station in Boston to which freight may be routed. If individual

rates are too low to allow this, they may be changed on petition

to the Public Service Commission, but taken as a whole, the

average rate should permit such delivery without additional

charge. This delivery should cover all freight, whether export,

import or domestic and whether the pier or station to which

the goods are routed is located on the road originally moving

this freight or not.

The settlement of this question, to give New England

shippers the same right to a Boston rate to enable goods to be

shipped to or from any pier without an extra charge which is

given to shippers west of the Hudson River, is the most im-

portant single problem to be solved if Boston is to get full

advantage of the increase of business to be expected when the

present war ceases. This is essentially a matter for the rail-

roads to settle between themselves.

The three railroads coming into Boston, only two of which are

really export and import carriers, are interested in the develop-

ment of the port because every dollar spent by the State means

an addition to the terminal facilities which Would otherwise

have to be provided by them; and, because this is so, they

should be expected, in their own interest as well as in the

general interest of the Commonwealth, to make every sacrifice

to render transportation easy for freight. Under present con-

ditions the railroad companies which own and maintain piers

with railroad connections, with low rates on goods going over

their own lines, do not encourage to come to Boston goods

routed over other railroads. The same condition occurs in the

case of goods shipped at stations on one railroad destined to a

station on another road.

The Directors have invited the railroads, the Chamber of

Commerce and other business organizations to act with them

to consider this most important and technical matter, and they

hope and expect to work out a satisfactory settlement. If
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selfish or other considerations are interposed to block a fair

solution, the Directors will report the facts fully to the Gov-

ernor for the consideration of the General Court, and recommend

action to bring relief.

Boston as a Transfer Port.

The growth of Boston as a transfer port depends in its

analysis on whether sufficient ships can be induced to come to

the port, and secondly, whether the business men of New
England are sufficiently interested to encourage the port of

Boston by sending their goods via Boston, and thus co-operate

in the establishment at this port of steamship lines carrying

cargoes to and from various ports of Europe, the United States,

South America, the Pacific coast and the West Indies.

Boston's Handicap in the Differential Rate.

The greatest handicap under which the commerce of the port

of Boston suffers is the so-called differential system which

provides lower rates to and from the west to Philadelphia and

Baltimore than apply to Boston. The effect of this differential

is seen in the import business to points west of Buffalo and

Pittsburgh; the railroads from Baltimore average to carry about

24 per cent, of this traffic, while the Boston railroads carry

about 12 per cent. Baltimore railroads carry about 19 per

cent, of the grain exported from the Atlantic seaboard while

the Boston railroads carry about 10 per cent. A striking

instance of the effect of the differentials is the fact that since

the present Board of Port Directors came into office, during

the months of September, October and November, there were

chartered from Baltimore 96 vessels for full cargoes of grain,

while at Boston only 2 such vessels were chartered.

These differentials in favor of Baltimore and Philadelphia

were established some thirty years ago as a compromise to

settle the unrestricted and ruinous competition then existing

between the railroads. To show the technical difficulty of

making direct recommendations for relief, it may be said that

east-bound differentials are given to Baltimore and Philadelphia

because the distance from Chicago to these points is less than

the port of Boston distance, while, on the other hand, the
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Boston & Maine and the Grand Trunk have a differential rate

from Boston to Chicago because the route by the Boston &
Maine is a longer one.

Representatives of Boston organizations have appeared

before the Interstate Commerce Commission several times to

secure the abolishment of these unjust differentials which are

working so severely against Boston, but with only partial

success. Some minor modifications of the amount of the

differentials have been made, but no substantial relief has been

secured.

Belt Lines.

Elaborate studies were made by the former Board for an

outer belt line service to be paid for by the Commonwealth to

connect the various railroads. After an examination of these

reports, the Directors find that the cost of any belt line built

and operated by the Commonwealth, according to the plans

drawn, would be enormous, and this cost would necessarily

have to be paid through the taxation of the citizens of the

Commonwealth, in addition to the tax paid by the shipper and

the connecting carrier. A State-owned belt line is a luxury

which it would be well to defer until it appears, after full

and conclusive investigation, that the railroad companies

which should provide a satisfactory service as an integral part

of their regular business are neither willing nor able to do this.

The State should not spend the taxpayer's money providing

facilities for transportation companies unless it can be assured

of a satisfactory return on the money invested to pay interest

and maintenance.

The function of a junction or belt line railroad is to transfer

cars from stations on one side of the city to those on the other;

to receive all cars from a number of trunk railroads and dis-

tribute them to their destinations at any wharf on either side

of the harbor or at the siding of the consignee or to the general

delivery station nearest to the store or warehouse of the con-

signee; and, vice versa, to collect the various cars and deliver

them to the several trunk lines.

A combination extension and rearrangement of existing facili-

ties and methods of doing transfer and terminal business can be
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made which will accomplish an economical solution of this

problem, and the Directors are at work on plans to this end.

Manufacturing establishments will be attracted to some of the

large vacant areas near the city if they can be assured of direct

connection for their cars from their factories to all the trunk

lines and to the various piers in the harbor at reasonable cost.

The main difficulty with the Port of Boston is that the com-

mercial function of the port, — the transfer of long-haul freight

to the water edge, which is there to be placed on a water carrier

for shipment out, — has been amply provided for, while the

industrial function of the port, which provides for the quick and

efficient transfer of products of our Massachusetts manufac-

turers to points within the Commonwealth which have to be

reached through Boston, and for the shipment by water of

goods out of or into the port of Boston, has been neglected.

Boston is to-day divided into three competing ports, parcelled

out between the three railroad companies entering this city.

The cost of shipping products manufactured or received by rail

or water on the south side of Boston to the north side of Boston,

and, vice versa, from the north side to the south side, has been

excessive, and the delay and annoyance irritating and costly.

This has constituted a serious handicap to the growth of exist-

ing business, and offers no inducement to any business to enter

the State, and especially within the metropolitan district.

The amount of business in transferring cars from the rail-

roads on one side of the city of Boston to the railroads on the

other side, and to the various docks, is, at the present time, so

small as not to warrant comparison with any other belt line

operated in any other of the large cities of this country. In

their own protection, to relieve themselves from the handicap

of a similar condition, other cities have forced existing railroad

companies to organize terminal companies adequately to serve

the business around the port, or have established such belt line

service as a municipal function.

Chicago, Kansas City, New Orleans and St. Louis found it

impossible to make business progress until this question was

solved, and the Directors are of the opinion that a solution of

this matter of switching and transfer must be found here in

Boston before the condition of port affairs will ever be in the
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least satisfactory, and to this end are making investigation and

study, which, as soon as possible, will be reported to the Gov-

ernor and the General Court.

What is true about State-owned belt lines is equally true

about a proposed State-owned lighterage service, which, while it

undoubtedly would be a great help to existing conditions,

would be too expensive to construct and maintain, and not be

a source of direct profit to the State. The business of the

Union Freight line, which runs along Atlantic Avenue, is

largely delivering to the provision stores located in this section.

This line should be extended to South Boston, and its manage-

ment and operation vitalized. There is no doubt that the

Union Freight line at the present time is not being utilized to

the best advantage of the business of Boston.

Pier Rentals in Boston and Other Cities.

A movement is taking place in the seaports along the Atlantic

coast toward the construction and control of water-front

property by public authority. The advisability and the

necessity of so controlling the gro'^i;h of the water front is

beyond question. It is fully as important as the establishment

of planning boards to guard against the abnormal and anoma-

lous growth of the cities themselves. In most of the cities of

Europe, in Montreal, Quebec, New Orleans, San Francisco and

in New York, public or corporate control of water-front prop-

erty has been so complete that proper charges can be made for

the use of property and facilities.

With the exception of the port of New York, the terminals

occupied for transatlantic service along the Atlantic coast have

in general been constructed and operated by the railroads.

These railroads have provided the steamship lines with ter-

minals for docking and discharging passengers and cargo, and

have made little, if any, direct charge for their use. This

arrangement was undoubtedly established in the endeavor of

the railroads to secure water-borne business for their lines, with

the direct profit therefrom.

The city of New York has, at the present time, control of a

large proportion of its water front. There have been issued since
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the establishment of the Department of Docks and Ferries, May
1, 1870, to date, dock bonds and corporate stock for dock im-

provement aggregating a total of nearly $130,000,000. The

receipts of the department for the year 1913 amounted to more

than $6,000,000. The ability to obtain such rentals is due to

the great natural demand for port accommodations in New
York, and to the fact that the city so largely controls such

property. Therefore, it is possible to make such favorable

contracts and leases with steamship and other owners that the

cost of operation and maintenance of the system of docks and

ferries is generally self-sustaining.

The Appellate Division of the Supreme Court of New York

has exempted $70,000,000 of the dock investment from the

debt limit of the city on account of this fact that the property

was self-sustaining, and that the revenues of the department

were sufficient to show the payment of interest charges together

with an amount sufficient to create a sinking fund and a margin

of profit on this amount of investment.

Philadelphia and Baltimore are showing great interest in the

development of their ports and have recently appropriated large

sums for this purpose. In each of these ports, although rail-

road terminals predominate, the public improvements are

considered to be on a self-sustaining basis.

In 1910 Commonwealth Pier No. 5 and the two adjoining

docks, together with about 600,000 square feet of land lying

between Summer Street and Northern Avenue was leased to

the Old Colony Railroad Company for a term of thirty years,

the rental being at the rate of $70,000 per annum, the lessee

to pay to the city of Boston the taxes on the leased premises.

This rental, including the use of docks and land, was on a

basis of about 15 cents per square foot per year.

Structures similar to this pier are rented in the harbor of

Baltimore at 36 cents per square foot per year.

Commonwealth Pier No. 5, at South Boston, as reconstructed

and equipped by the Directors at a total cost of about $4,-

500,000, is not on a self-sustaining basis. This pier is assigned

to the use of the Hamburg-American and the White Star lines

upon terms which do not much more than reimburse the State

for salaries paid to its operating force at the terminal.
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Under these terms a revenue of approximately one half the

sum paid by the Old Colony Railroad for the pier foundation

was earned during the fiscal year of 1914, as follows: —
Freight, .

•
. . . $21,341 55

Passengers, 2,207 26

Other sources, 13,301 89

Total, $36,850 70

Railroads during the past year have received 40,902 tons of

water-borne freight at the pier and have brought 50,238 tons

of freight to the pier for transshipment by water, making a total

of over 90.000 tons of freight handled by them to and from the

pier.

In addition to the freight handled, the steamship companies

have brought 17,648 passengers to the pier, and 12,435 passen-

gers have sailed. The railroads receive a revenue for the

transportation of a large portion of these passengers.

Of the total earnings of the terminal, the amounts chargeable

to railroads, steamships and others are as follows :
—

Railroads, $9,682 34

Steamships, 14,658 01

Other sources, 12,510 35

Total, . $36,850 70

A detailed analysis of business transacted at the pier is given

in the appendix.

In an article in the Appendix entitled " Commonwealth Pier

No. 5 " may be found the cost of the various parts of the

structure and its equipment, together with estimated annual

amounts for interest, repairs, operation and replacement, based

upon a long period. These amounts reduced to a square foot

of pier are as follows :
—

Interest, _ . . . $0 337

Repair, 120

Supplies, 040

Operation, 140

Replacement, 180

Total annual cost, . . . . $0 817 per square foot of pier

Estimated annual return, ... 11 per square foot of pier

Estimated annual deficit, . . . 707 per square foot of pier
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The total deficit for the structure is approximately $339,000

annually, under normal conditions of operation.

By operating and maintaining the terminal for its occupants

at the existing rates the Directors have obligated the State to

an estimated annual expenditure of 30 cents per square foot

more than has been the custom at Boston's competitive ports.

This feature in the lease is estimated to involve the State in an

annual expenditure of $144,000.

The following table is intended to show rental policies applied

to representative municipal piers in the cities of New York,

Philadelphia and Baltimore as compared with that adopted by

the Port Directors in the leasing of the piers at South Boston.
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This table shows that while, at Boston, Pier No. 5 cost from

25 to 50 per cent, more, and is equipped, operated and main-

tained by the State, and in the competitive ports these expenses

are borne by the lessee, the rental per square foot received for

Pier No. 5 averages less than one-quarter of the rental paid

for piers at these other ports.

Publicity Bureau.

Chapter 712 of the Acts of 1914, approved June 29, 1914,

provided for a publicity bureau and the appropriation of

S10,000 from the Port of Boston Fund for this work during

the current fiscal year.

Only five months have elapsed from the authorization of this

bureau to the end of the present fiscal year (Nov. 30, 1914).

The amount appropriated was not sufiicient to conduct an

extended paid advertising campaign, which would have to be

repeated continuously to bring results, even if the Directors

thought such a campaign advisable. It was thought best not

to expend the appropriation available for costly advertising,

but for publicity instead, which is much more economical and

if well directed very effective. An attractive booklet calling

attention to the advantages of the port of Boston and its

steamship and railroad lines was prepared and issued, and the

demand for it was so great that the issue was soon exhausted.

A new edition, illustrated, is now being prepared for the

Panama-Pacific Managers for Massachusetts, to be published

at their expense, to be distributed at the Exposition in San

Francisco from February to December of next year (1915).

In addition to setting forth the advantages of shipping and

sailing via the port of Boston, the booklet particularly solicits

business between New England and South America.

When the supply of booklets for the Panama-Pacific Man-

agers shall have been printed, the Directors propose to secure

several thousand more at a minimum cost for distribution

among manufacturers, shippers, exporters and importers, rail-

road and steamship companies, and trade bodies throughout

New England.

The Commonwealth naturally has, through its investment
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of $1,000,000 in providing the largest and most sanitary fisli

pier in the world (to which the fishing interests of the port

have added $2,000,000 more in erecting buildings for fish stores,

cold storage and ice-making plant), a very close interest in the

success and development of this important industry of the port,

and the Directors have issued the first of a series of bulletins

entitled "Fish as a Food — An effort of the Directors of the

Port of Boston to increase the business of the Commonwealth

and reduce the high cost of living of the people of Massa-

chusetts and New England by calling to their attention the

benefits of fish as a food, especially important in these days of

high prices."

Seventy thousand copies of this Bulletin No. 1 were printed,

of which 20,000 copies were distributed by the wholesale fish

dealers to the combination meat and fish dealers and general

storekeepers throughout the entire territory from Chicago to

Boston and New England, and the balance sent to all the daily

and Sunday newspapers in New England, State officers and

members of the State Legislatures of all the New England

States, and to the mayors, aldermen, councilmen, selectmen,

physicians, school teachers, boards of health and medical

examiners of all New England cities and towns. Thousands of

copies have also been sent to schools, libraries and private

individuals requesting same, and clippings have been received

to date printing the bulletin either as news article or editorial

in various New England newspapers having a combined circu-

lation of about 2,500,000. The success of this attempt to boom

an existing Massachusetts industry encourages the Directors to

take up other industries in like manner.

Public Hearings.

The law in certain cases, and public policy generally, in

matters concerning the rights of individuals or the expenditure

of State or municipal funds, require that advertised public

hearings be held in order that the taxpayers may have an

opportunity to express approval or disapproval, and that the

newspapers may be enabled to get the facts for the considera-

tion of the public. In the matter of port development, the
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Directors of the Port of Boston have the power, without

notification to the pubHc, to involve the Commonwealth in

projects which may or may not be wise fundamentally, which

may or may not be based on business principles, and the con-

sequences may involve the Commonwealth in tremendous

carrying charges.

The present Board of Port Directors proposes to follow the

rule that in all matters which involve the payment of a continu-

ing subsidy, i.e., when the project proposed to be established

cannot be justified on a business basis and a return guaranteed

which will cover interest and sinking fund charges, there shall

always be held advertised public hearings.

Erie Canal.

Inquiry has been made of the Directors as to the possible

efl^ect of the lowered cost of transportation due to the opening

of the Erie Canal and the Panama Canal in their relation to

Boston, and the Directors wish to say that as far as they can

ascertain it is impossible at this time to tell how the operation

of the Erie Canal will affect the Boston traffic situation. As

a matter of historical interest, however, it may be well to state

that as long ago as 1852 the Hon." DeWitt Clinton of New York

at the time of the opening of the Erie Canal in competition

with the New York Central Railroad complained to the Legis-

lature that the railroads attracted an undue amount of business

from the canal because they had their rail rates as low as 3

cents per ton a mile. Goods transferred by water generally

carry a rate so low that they cannot profitably be carried by

the railroads. When the canal rate to New York begins to

affect the business of the railroads it may be expected that

arrangements will be made by the railroads to meet this

competition, but at the present moment the situation as regards

Boston in connection with the enlargement of the Erie Canal is

not of sufficiently pressing interest to occasion any great

concern.

Panama Canal.

Regarding the Panama Canal there is no doubt that for New
England business with the Pacific coast, the west coast of

South America and that part of the Orient nearest the Pacific
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coast, the Panama Canal offers a great opportunity from which

the port of Boston will reap at least a part of the benefit

anticipated from the canal.

Cargo from as far west as Cleveland may be carried from

Boston through the canal in competition with the gulf ports.

The lines which have begun to operate to the Pacific coast

from Boston have already carried heavy cargoes of steel from

Pittsburgh.

From points west of Cleveland, the gulf ports will have an

advantage in rates over the eastern Atlantic ports. The

Mississippi is available to carry to and from the gulf the

cheaper classes of freight, and the railroads are making great

preparation for a north and south expansion to anticipate this

demand.

There is no doubt that there are unreasonable anticipations

of the business boom to be expected to Atlantic ports from the

opening of the Panama Canal. Only certain parts of the

oriental trade will come to the United States or Europe via the

Panama Canal, because for the territory west of Hongkong it

will be nearer to ship via the Suez, which has certain ad-

vantages, such as a frequency of coaling stations, etc., in

comparison with the Panama Canal.

Taken as a whole, however, the New England manufacturer

now has in the Panama Canal route an opportunity to send

goods by Boston ships to the Pacific coast and to the west

coast of South America and the Orient in competition with

manufacturers in the central part of the United States which he

did not previously enjoy.

Whether the Panama Canal will be of maximum possible

benefit to Boston or not depends entirely on the ability of New
England manufacturers to enter into competition for the trade

of the Pacific coast, and willingness to patronize Boston vessels;

the courage of financiers to back our water-carriers so that

they may profitably enter this field; the desire, backed by

deeds, of the New England railroads to help our merchants and

manufacturers to secure some of this trade in competition; and

the co-operation of New England people taken as a whole.

Unless all these factors can be organized with enthusiasm to

fight for our own section, we will not get the full benefit which

is possible from this great national expenditure.
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Anchorage Basin.

The necessity of providing more adequate anchorage facilities

in Boston harbor has been urged upon the Directors of the

Port of Boston, particularly for vessels engaged in the coastwise

trade. These vessels are placed in a serious position because

of the necessity of anchoring so that the vessels tail over the

edge of the main ship channel, thus obstructing free navigation.

The Directors have had three studies made, the estimated

cost being as follows :
—

1. For extending the existing anchorage basin at a depth of

20 feet in front of Governors Island, securing an increase of

area of about 110 acres, approximately 582,600 cubic yards,

estimated cost of dredging, supervision and incidental expenses,

$346,520.

2. For constructing a new anchorage basin of about 74 acres

on the southerly side of the Reserved Channel, approximately

1,963,600 cubic yards, estimated cost of dredging, supervision

and incidental expenses, $427,720.

3. For building a timber tie-up pier along the northerly edge

of the present anchorage basin about 3,500 feet long and 30

feet wide, approximately 105,000 square feet, estimated cost of

construction, supervision and incidental expenses, $144,250. '

The Directors of the Port of Boston find that there is no

money available for making this improvement.

After consulting with the harbor master, who concurs with

its views, the Board is of the opinion that the desired results

should be obtained by building a timber tie-up pier on the

northerly edge of the present anchorage basin, and therefore

suggests that an appropriation of $145,000 be made for this

purpose.

Wkecks and Obstructions.

Each winter a number of complaints are made in relation to

old hulks which are lying in various parts of the harbor. Ice

forms on them at low tide, and as the tide rises they are floated

and drift out into the harbor, where they are liable to sink in

the channels, and cause serious danger.

Last Februarv the harbor master called the attention of the
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Board to this danger, and investigation showed that the only

feasible way of removing the obstructions was to break up the

hulks and place the material on shore where it can be burned or

cut up for firewood, but there was no appropriation available

for doing this.

Section 22 of chapter 97 of the Revised Laws provides for

an appropriation for removing wrecks or obstructions which are

liable to become a menace to safe and convenient navigation,

but while an appropriation was made annually to enable the

Harbor and Land Commissioners to carry out the provisions of

the statute in the harbors under their jurisdiction, no appro-

priation has been made since the organization of the Directors

of the Port of Boston to be expended by them for this purpose.

It is therefore recommended that an appropriation of not more

than $10,000 be made from the Harbor Compensation Fund, to

be expended by the Directors in removing from tidewater such

old hulks or similar obstructions as in their opinion are or are

liable to become a menace or an obstruction to the navigation

of Boston harbor.

By chapter 595 of the Acts of 1908 provision was made for

regulating the disposition of old vessels, but the harbor master

states that the provisions for enforcing the same are not such

as will enable him to prevent the abandonment of old wrecks,

and he recommends that legislation be enacted by which the

police are given the necessary authority to enforce the pro-

visions of the statute as a criminal rather than as a civil

offense.

It is respectfully suggested that sections 1, 2 and 5 of chapter

595 of the Acts of 1908 be amended to read as follows: —

Section 1. The owner or owners, master or agent of any vessel, scow,

lighter or similar floating structure lying within the limits of any harbor

of the commonwealth shall not, without first obtaining a license therefor

from the board of harbor and land commissioners, or in the port of Boston

from the directors of the port, abandon, cause or permit the same to be

broken up or altered to such an extent that it will not keep afloat with

ordinary care; nor shall he or they ground any such craft within any such

harbor or permit other persons so to ground the same, or, if it be so

grounded by weather or other cause, no part thereof shall be removed.

Such license shall be shown to any police officer on application.

Section 2. Upon the application of the owner, agent or master of any
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vessel, scow, lighter or similar floating structure, the board of harbor and

land commissioners, or in the port of Boston the directors of the port,

may issue a license, authorizing him to break up such vessel or other float-

ing structure upon the following conditions : first, that the consent of the

owner of the premises where the work is to be done shall first be obtained

in writing and filed with the board or the directors of the port; second,

that all the material composing the vessel or other structure shall be re-

moved wholly from tidewater, to the satisfaction of the board or directors

of the port; third, that the work shall be completed within a certain fixed

time, which may be extended if deemed best by the board or directors of

the port; fourth, if the work is not completed at the time fixed in the license

or as extended by the vote of the board or directors of the port, the board

or directors of the port may cause the work to be completed at the ex-

pense of the licensee; and fifth, such other conditions as the board or

directors of the port may deem proper in any case.

Section 5. Whoever violates the provisions of section one of this

act may be arrested without a warrant and be subject to a fine of not less

than one hundred dollars or more than five hundred dollars, or may be

imprisoned in the house of correction for not more than six months, or by

both such fine and imprisonment.

Sections 3 and 4 to be left unchanged.

Impoeting and Exporting Commission Houses.

There is a great need and a great opportunity for importing

and exporting commission houses at this port whose sole or

main oflEice shall be in Boston and which will be known as

Boston houses.

There is a great volume of freight traffic in and out of New
England, which, together with other available business to and

from the west, should, but does not, go through the port of

Boston, because it is handled by commission houses located at

other ports. The saving on the inland rail rate to and from

Boston that can be made on most New England shipments

would mean larger profits to a commission house trading at

Boston and better prices to the manufacturer, shipper or con-

sumer, all of which means more orders, more business and more

prosperity.

It is not generally understood or appreciated, even among

shippers and people in the trade, that Boston and New York

have practically the same railroad rates on all import and
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export merchandise to and from the west and other competitive

territory.

There are plenty of instances of importing and exporting

commission houses once thoroughly Bostonian, but now main-

taining merely branch offices, or no offices at all, in this city.

What is greatly needed at the port of Boston is Boston

commission houses soliciting export and import business via

Boston. Those which establish or re-establish here should, and

undoubtedly will, receive encouragement and support.

Mystic River Channel near Malden Bridge.

By chapter 777 of the Acts of 1913, the Directors were

directed "to order and make" a relocation of the channel of

Mystic River at and in the vicinity of Maiden bridge so that

said channel will at said point be nearer the middle of the

river.

On Sept. 11, 1913, the Directors voted to order and make a

relocation of said channel as instructed by the statute. In the

same statute the Directors were instructed to take such steps

as might be necessary to secure the approval of the Secretary

of War to the proposed relocation of said channel.

On Sept. 17, 1913, the Directors wrote to the Secretary of

War asking his approval of said relocation.

On Jan. 27, 1914, a document was received from the Secretary

of War authorizing the dredging of the channel of Mystic River

in the new location as fixed by the Directors on Sept. 11, 1913.

This authority was construed to be the approval of the proposed

chagne in the channel required by section 4 of the statute.

The change in the location of the channel is a part of the

plan for the construction of the bridge of the Boston Elevated

Railway Company across Mystic River.

Provision was made in the statute that the railway company

should pay for its own railroad bridge and the necessary changes

in the highway bridge known as Maiden bridge, owned by the

city of Boston, but did not provide who should pay for dredging

the channel in the new location, which must be done in order

to provide for navigation.

The matter was referred to the Attorney-General, who states
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that "it is my opinion that the statute does not define or indi-

cate what party or parties shall bear the expense of dredging

the new channel," and suggests that further legislation be

sought with the purpose of clearing up the matter and of fixing

definitely the responsibility for the expense of dredging the new

channel.

The Directors respectfully request that such legislation be

enacted as will definitely provide by whom the work of dredging

the channel shall be paid for and under whose direction the

work shall be done.

By chapter 555, Acts of 1914, the Directors were directed to

extend, deepen and improve the channel of Mystic River above

Island End River, provided they are satisfied that the owners

or lessees of Waterman's Wharf will build a terminal suitable

for ocean going steamers.

Various inquiries have been received as to the probabilities

of having this improvement made, but up to the present time

no assurances have been received by the Directors that such a

terminal as is prescribed by the statute will be built.

New STEAMSHii> Lines at Boston.

Much of the public interest in port development which

culminated in the passage of the $9,000,000 appropriation in

1911 was due to the agitation to make Boston a great passenger

port, particularly in the transatlantic trade. It appears that

very little consideration was given to the ocean freight business

which was expected to follow as a matter of course.

The apparent theory was that by providing the most up-to-

date passenger facilities money could buy, much of the trans-

atlantic passenger business of the country which had been for

years going through the port of New York would be attracted

to the port of Boston.

The experience of the Hamburg-American Line, the first

steamship company to use the new facilities provided by the

State, was, however, to the contrary, passenger business b.eing

below and freight business above expectations.

The following story of the steamship situation at the port of

Boston in July, 1914, prior to any interruption on account of
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the war in Europe, will be of interest when contrasted with the

first chapter of the report of the Directors for 1913.

The Cunard Line, with a passenger and freight service to and

from Boston for over forty years, was in 1913 building the

"Aquitania" for their New York-Liverpool service, which

boat, together with the "Lusitania" and the "Mauretania,"

could well take care of the Cunard Line business at that port.

In the fall of 1913 the Cunard Company announced that the

"Caronia" and "Carmania" would be transferred from the

New York service to Boston, making, with the "Franconia"

and "Laconia," a weekly in place of a fortnightly service to and

from this port. Application was unsuccessfully made to the

Port Directors for use of Commonwealth Pier No. 5, South

Boston, to accommodate the improved service. The new

sailings started in the spring of 1914 were disarranged in

August, when the "Carmania," "Caronia" and "Laconia"

were requisitioned by the British government for war services,

forcing the "Franconia" to the New York trade, so that the

service at Boston is now entirely a fortnightly freight one,

maintained by vessels chartered by the Cunard Line. The

boats dock at the Boston & Albany Railroad terminal, East

Boston.

The White Star Line, with services fortnightly to Liverpool

and every three weeks to the Mediterranean, had been docking

at the Hoosac terminal of the Boston & Maine Railroad in

Charlestown for years. The piers and sheds used were in very

bad condition and the docking accommodations too small and

crowded to permit larger boats being put on by this line at the

port of Boston.

Accordingly, the White Star Line niade application in the fall

of 1913 for the use of the east half of Commonwealth Pier No.

5, South Boston, which was then nearing completion. The

Cunard Line also made application, but the Directors of the

Port decided in favor of the White Star Line, and entered into

a contract whereby that line agreed to place in service at

Boston within two years large boats of their line of the "Celtic"

type (680 feet long), which they never would have been able

to put on at Boston had they remained at the Boston & Maine

Railroad terminal at Charlestown.
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In 1912, the Hamburg-American Line had been running a

triangular freight service, Hamburg-Boston-Baltimore, for about

ten years, and was building the world's largest ship "Im-

perator" for its New York service. Negotiations had been

started by the New York, New Haven & Hartford Railroad

Company the year before to have this line inaugurate a direct

passenger and freight service between Hamburg and Boston.

Meanwhile, the Directors of the Port began arrangements with

the New York, New Haven & Hartford Railroad Company for

the release to the State of Commonwealth Pier No. 5, South

Boston, and with the Hamburg-American Line for the use of

this pier. Both became a matter of contract in the fall of

1912. The new Boston service of this line was to start in the

spring of 1913, at which time the "Imperator," (900 feet long)

was to make her maiden trip in the New York service. The

passenger piers at the port of New York were then about 800

feet in length and therefore unable properly to handle a ship

of this size. Petition had been made to the War Department

for a 100 foot extension of the pierhead line so that extra

temporary accommodations might be built, but without avail.

The Secretary of War refused to allow further encroachment on

the navigable waters of the Hudson River. The Hamburg-

American Line having secured the lease of Commonwealth

Pier No. 5, South Boston, 1,200 feet long, where the "Im-

perator" could be docked and have 300 feet to spare, sent the

ranking captain of the ship to this port to look the ground

over. When these facts were brought to the attention of the

New York press and it seemed as though the world's largest

ship would enter the Boston service on her' maiden voyage

rather than New York, public opinion and pressure at that

port became so strong and insistent that the War Department

finally granted the extension. The Hamburg-American Line

being able to secure at New York the desired accommodations,

the steamships "Cleveland" and "Cincinnati," supplanted on

the New York service by the new "Imperator," were transferred

to Boston, and, likewise, when the yet larger steamship "Vater-

land" came to New York in the summer of 1914, the

"Amerika" from New York was added to the Boston service.

The Boston boats berth at Commonwealth Pier No. 5, South
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Boston. The service is at present entirely discontinued, the

"Amerika" and "Cincinnati" being tied up at this port on

account of the war in Europe.

The North German Lloyd and Hanaburg-American Line

agreement regarding the division of passenger business to and

from American and German ports expired in the spring of 1913,

and temporary agreements were made from time to time until

the matter could be more definitely settled. The Hamburg-

American Line claimed that they were entitled to a better divi-

sion of the passenger business than under the previous contract

on account of the new large ships they had brought out. The

North German Lloyd then invaded the field of the other

company by inaugurating a passenger and freight service to

Boston in September, 1913, and the Hamburg-American Line

made a like entry at the port of Baltimore, hitherto the ex-

clusive passenger territory of the North German Lloyd Line for

German business.

The service to Boston started without any preliminaries, and

although the two companies afterward came to an agreement

the North German Lloyd to Boston continued sending a boat

every three weeks, Bremen-Boston-New Orleans-Bremen, up

to August of this year, when the service was interrupted on

account of the war in Europe. The North German Lloyd

boats, when coming to Boston, docked at the Boston & Albany

Railroad terminal in East Boston. Four North German Lloyd

steamships are now interned at this port on account of the war

in Europe, the "Willehad" and "Wittekind" from Montreal

together with the "Koeln" of the Boston service, at Common-
wealth Pier No. 5, South Boston, and the " Kronprinzessin

Cecilie" at the site of Commonwealth Pier No. 1, East Boston

(old Eastern Railroad Pier).

The Russian-American Line has come to Boston only twice

in recent years, once in October and again in December, 1913.

The Port Directors became interested in a Russian line to

Boston in the spring of 1912. The matter came up again in

the summer of 1913 through the foreign representative of one

of the Boston railroads, who had interested a director of the

Russian-American Line in Boston.

The Port Directors induced the New York agents of the line
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to come to Boston in October, 1913, for a conference, and as

a result a boat was sent to Boston that month and again in

December. These two were the only sailings made. The boats

docked at the Mystic and Hoosac terminals of the Boston &
Maine Railroad, and brought each time only a small number of

passengers and a small amount of freight for this port.

Four of the six Italian steamship lines trading to New York

were controlled by the Navigazione Generale Italiana Company,

and the six or seven sailings a month from that port often con-

flicted with one another, making unnecessary duplicating of

service and expense, with no additional revenue therefor.

During the winter of 1912-13, the Port Directors tried to

interest the Italian lines in Boston again. They had been here

for the three years previous to 1912, at which time their boats

in service to this port had been requisitioned by the Italian

government for war purposes.

The Hamburg-American Line, in its contract with the Port

Directors, had reserved the right to inaugurate a Mediterranean

service from this port, and when a prominent member of the

Boston Chamber of Commerce while in Europe took up the

matter of a resumption of its Boston sailings with the directors

of the Italian line, the effort was successful, and the Navi-

gazione Generale Italiana resumed its Boston service in July,

1913, continuing the same with four boats during the balance

of that year and with four boats during 1914 to date. The

service is a valuable addition to our otherwise single direct

Mediterranean connection. The boats dock at the Boston &
Albany Railroad terminal in East Boston.

The action of the Warren Line to Liverpool in fitting up their

Boston vessels during the spring of 1913 to carry passengers as

well as freight was due to the many inquiries made of the

company from time to time by individuals wishing to sail

abroad by this line. The Warren Line vessels dock at the

Hoosac terminal of the Boston & Maine Railroad at Charles-

town. The service has not been appreciably disturbed on

account of the war, only one of the boats trading to Boston

having been requisitioned by the British government. How-

ever, the lines of this company running to other ports have

been so disturbed that the services ,have had to be rearranged,
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and the Boston sailings have been taken by the purely freight

boats of the line, most of which are larger than their predeces-

sors.

The improvement in the Boston service of the Allan Line to

Glasgow by the addition of the large steamship "Pretorian" in

the summer of 1914 was due to the bringing out of the two new

boats "Alsatian" and "Calgarian" in the Montreal-Glasgow

trade, which allowed the transfer of the "Pretorian" from

Montreal to Boston and the disposal by sale of the old Boston-

Glasgow boat "Parisian."

The closing to navigation of the St. Lawrence River in

Canada forces the extensive Montreal sailings of this line to

St. John, N. B., and to Portland, Me., for the winter, and the

requisition of boats for war service by the British government

has resulted in changing around the boats of this line so that

the Boston service is now maintained by one regular and one

chartered vessel, with a sailing once a month instead of fort-

nightly. This line docks at the Mystic terminal of the Boston

& Maine Railroad in Charlestown.

In October, 1912, representatives of the Sweden-Norway Line

were in Boston and called at the Port Directors' offices for

information. This company controls the Norway-Mexico-Gulf

and the Swedish-America-Mexico lines operating from the

Scandinavian Peninsula to Newport News, Galveston, Mexican

ports and Cuba.

The company at the time was engaged in constructing new

oil-burning boats for its Gulf of Mexico service, and con-

templated running the coal-burning boats in a Boston-Phila-

delphia-Newport News trade from Christiania, Norway, and

Gothenburg, Sweden. The plans materialized, and in January

1914, the line started monthly sailings to and from Boston,

taking passengers and freight both ways. The advent of the

war in Europe and the interruption of the business of the

German lines has so boomed the ocean carrying business of

this company that the monthly sailings to and from Boston

have been increased to more than one a week, and the regular

passenger and freight boats have been augmented by purely

freight boats. This line docks at Hoosac terminal of the

Boston & Maine Railroad in Charlestown.
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The United Fruit Company in November, 1913, announced

a new weekly service from Boston to Jamaica, Panama and

Costa Rica, sailings to begin in January, 1914. The company
was at the time building or bringing out in their New York
service the three new boats "Pastores," ''Calmares" and

"Tenadores," making it possible to transfer the large combi-

nation passenger and freight steamships "Sixaola," "Carrillo"

and "Tivives" from New York to Boston, to take the place of

the purely freight boats running to this port from the West
Indies and Central America. In April, 1914, the company was

forced, on account of lack of business originating at Boston, to

change their Jamaica-Panama-Costa Rica service to a Havana-

Costa Rica service, and in October, 1914, on account of lack

of passenger support at Boston, the new boats were sent back

to New York to inaugurate a new service to Santiago, Cuba.

Boston still has the weekly United Fruit service to and from

Havana and Costa Rica, but has lost the direct sailings to and

from Jamaica and Panama and must again be content with the

slower boats carrying freight only. This line docks at Long

Wharf, Atlantic Avenue.

The effect of the war in Europe and the suspension of the

former rigid navigation laws of the United States by Congress

have resulted in the abandonment of the British registry by the

boats of this line, and they are now all sailing under the

American flag.

The Boston-Pacific Line through the Panama Canal to

Pacific coast ports is a tribute to the enterprise of an old time

Boston shipping concern, John S. Emery & Co., Inc. Two
ocean-going steamers built at For§ River, Quincy, and one

steamship chartered from the Porto Rico Steamship Company,

are maintaining the sailings of the line, giving a distinct service

to New England manufacturers and shippers by opening to

them the markets of the Pacific coast and of the northwest,

from which they have hitherto been almost excluded on account

of either a long and costly overland rail haul, or steamship

services necessitating many rehandlings and delays.

Request was made to the Port Directors in September, 1913,

by the promoters of this line to call a meeting of New England

manufacturers and shippers to see what tonnage was available
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from this part of the country to support such a line, if es-

tablished. A conference of manufacturers, shippers and traffic

men was held at the office of the Port Directors, at which was

presented a report of a canvass made by the Boston Chamber

of Commerce, showing the tonnage of freight that could ad-

vantageously be forwarded by the individual shippers to and

from New England via this service.

The establishment of the Boston-Pacific line is a concrete

example of what the construction of the Panama Canal means

to New England, and how it has opened and made available

to New England by means of cheap direct water transportation,

Tvith the minimum amount of costly rehandling, the markets of

the Pacific coast and of the northwest. This line is an im-

portant factor in New England's prosperity and industrial

supremacy, and deserves the united support of this section of

the country. Its presence at this port brings other lines to

Boston in competition with it, providing additional services of

which the New England shipper can take advantage.

The first sailing of the Boston-Pacific Line from Boston was

in September, 1914, and a regular monthly service to and from

Boston and the Pacific coast is now established. The boats

dock at the piers of the Terminal Wharf and Railroad Ware-

house Company in Charlestown, on the Mystic River.

As a result of the formation in 1913 of the Boston-Pacific

Line, the American-Hawaiian Line from Pacific coast ports of

the United States extended their services to Boston in December

of that year, and ran boats monthly to this port until March,

1914, when the service was discontinued on account of the

Mexican revolutions, which interfered with the transshipment

of freight via this line across the Tehuantepec Railroad in

Mexico. Until September, 1914, the service to Boston was one

way only, bringing freight to this port but taking no cargo on

the return voyage. With the Panama Canal opened for traffic,

and the Boston-Pacific Line thoroughly established, a regular

schedule of monthly sailings, carrying freight both in and out of

Boston, was inaugurated. This company gains no particular

advantage in coming to Boston, but the New England manu-

facturers and shippers gain a decided advantage by means of

the lower inland railroad rate to and from Boston and New
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England points, and also by the direct and expeditions delivery

of their goods with the minimum amount of handling and re-

handling. The boats of this company dock at Pier No. 4,

New York, New Haven & Hartford Railroad, in South Boston.

They have announced three sailings a month for 1915.

This line, with the Boston-Pacific, is Boston's contribution to

the Panama Canal trade, offering Massachusetts and New
England manufacturers and shippers four boats a month at

least to and from the markets of the Pacific coast and the

northwest.

The improvement in the Savannah Line service to and from

Boston in September, 1913, by the addition of the 5,000 ton

steamship "City of Atlanta" was due to the coming out in 1912

of the new steamer "St. Louis" of this line in the New York-

Savannah service, forcing the "City of Atlanta" to lay up at

New York in reserve.

A change of policy in the company in 1913 to abandon hold-

ing an emergency ship in reserve at New York released the

"City of Atlanta" and made her available for the Boston-

Savannah service, in which she was placed in September of that

year. The two boats running in the Boston trade were trans-

ferred to the New York-Galveston Line, and afterwards

requisitioned by the United States government to carry troops

to Mexico.

The steamers "Nacoochee" and "City of x\tlanta" give

Boston two sailings a week to and from Savannah, Ga., carrying

both passengers and freight. The boats dock at Lewis Wharf,

Atlantic Avenue.

Another line to increase its sailings at the port of Boston in

1913 was the Clyde Line to Charleston, S. C, and Jacksonville,

Fla., which in November of that year inaugurated biweekly in

place of weekly sailings.

This was due to the natural increase of business to and from

this port, to the heavy movement of potatoes from State of

Maine points southbound via Boston, and to a very good

business in lumber and cotton northbound that year. The

improved service lasted until the spring of 191-4, when it was

reduced to one boat a week on account of the falling off of

the southbound food-potato business from Maine, because the
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northbound business was greatly affected by the poor market

for himber, and finally to the war in Europe, which greatly

injured the movement of cotton from the south, much of which,

particularly from the southeast, comes to Boston via the coast-

wise steamship lines for export to Europe.

This line is now maintaining a weekly service to and from

this port. The boats dock at Lewis Wharf, Atlantic Avenue.

The Plant Line to and from Boston and the Canadian

provinces, in the natural growth and extension of its business,

brought out from Scotland in 1912 the new 5,000 ton steam-

ship "Evangeline," and chartered her for the winter of 1912-13

for southern service, using her for the regular Boston-Halifax

sailings in the summer of 1913. The same procedure was fol-

lowed through the winter of 1913-14 and the summer of 1914.

The Company maintains one sailing a week during the winter,

with more frequent sailings in the summer. The boats dock

at Commercial Wharf, Atlantic Avenue.

It has been felt necessary to publish the above information,

giving the facts in each case, in order to point out the real

causes and conditions governing the improved and new services

at Boston, calling particular attention to the intense competition

among American North Atlantic ports, and the strategy of the

transatlantic steamship companies in taking advantage of

the same.

A particularly flagrant instance of the playing of ports one

against the other by the steamship companies in order to

force concessions to be given them is that of the Fabre Line

in 1913.

This line had been running a service to Providence, R. I.,

for some few years, and was negotiating with the Rhode Island

State Harbor Commission for accommodations at a new State

pier being built at Providence. The steamship company

wanted certain concessions in connection with the use of this

pier which the State harbor commission did not feel like grant-

ing. So, in October, 1913, the Fabre Line sent one of their

Providence boats into the port of Boston, announcing that

they were to make Boston rather than Providence their ter-

minus thereafter as the facilities offered here were better. A
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director of the line, accompanied by the agent, came to Boston

to confer with the Port Directors and Boston merchants about

a Fabre Line service from Marseilles to this port. The very

same day a Fabre Line boat was sent to Boston, took on a

few passengers, and sailed. She was in port only a few hours.

Publicity was given to the arrival of another new line at Bos-

ton and the Providence papers printed the news and entered

the discussion. Editorials were published criticizing the Rhode

Island harbor commissioners for driving the Fabre Line out

of Providence, for building a new State pier and then losing

the prospective tenant, until finally public opinion and pres-

sure became so strong in the matter that the harbor commis-

sion was forced to accede to the demands of the steamship

company, and the Fabre Line went back to Providence for

the next sailing and has not been seen at the port of Boston

since.

The above shows the competition to which American North

Atlantic ports are subjected and how it is taken advantage of

by the steamship companies. It results at Boston in a non-

revenue-producing port development, because of the custom of

giving transatlantic steamship lines the free use of piers and

water-front terminals costing millions, — either millions of pub-

lic money directly appropriated, if a public port authority is

in control, or millions of public money indirectly appropriated,

where there is railroad or private ownership of the piers. In

either case, the public eventually bears the burden.

Taxation of Waterfront Property.

The Directors are strongly of the opinion that there is an

obligation upon the city of Boston to reduce the assessed value

for taxation of water-front lands, the sale value of which has

been very much reduced by State ownership of a part of the

pier frontage, and by the lack of return of privately owned

waterfront in general. It is good business policy for the city

to reduce the taxes on water-front values to the minimum;

the values should be computed on only the real test of values,

the property's earning power. In the long run this action will
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prove to be profitable, because the city will be compensated

by the greater increase in the value of the back lands, which,

as the port increases in trade, will become valuable for indus-

trial establishments and the building of homes which will

follow.

EDW. F. McSWEENEY, Chairman,

JOSEPH A. CONRY,
LOMBARD WILLIAMS,

Directors of the Port of Boston.
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REPORT OF THE CLERK OF THE BOARD.

Directors of the Port of Boston.

Gentlemen :
— I have the honor to submit herewith report

for the year ending Nov. 30, 1914.

During the period from Dec. 1, 1913, to Aug. 1, 1914, thirty-

eight meetings have been held and twenty-one conferences held

with public officials, business corporations and business men.

Twenty-seven public hearings have been given.

Tv/elve licenses have been granted for structures in Boston

harbor and for other privileges; a list thereof is appended

hereto.

Twenty-five permits have been issued; a list thereof is ap-

pended hereto.

A list of contracts for construction work entered into, com-

pleted and in force is appended hereto.

A list of other agreements entered into is appended hereto.

A schedule of leases in force is appended hereto.

Pursuant to the provisions of section 1, chapter 712 of the

Acts of 1914, on Thursday, Aug. 6, 1914, the Governor ap-

pointed, with the advice and consent of the Council, Edward

F. McSweeney, chairman, for the term of three years, Joseph

A. Conry for the term of tw^o years, and Lombard Williams for

the term of one year from the first day of July, 1914, — Di-

rectors of the Port of Boston.

On Friday, Aug. 7, 1914, at 11 o'clock, the above named

met at the Governor's office, State House, for the purpose of

qualifying.

The Governor administered the oath required by law to

Edward F. McSweeney, Joseph A. Conry and Lombard Wil-

liams.

During the period from Aug. 7, 1914, to Nov. 30, 1914, in-

clusive, sixty-two meetings have been held and forty-eight con-

ferences had with public officials, business corporations and

business men.
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Fourteen public hearings have been given.

Eight licenses have been granted for structures in Boston

harbor and for other privileges; a list thereof is appended

hereto.

Seven permits have been issued; a list thereof is appended

hereto.

A list of contracts for construction work entered into, com-

pleted and in force is appended hereto.

A list of other agreements entered into is appended hereto.

JAMES T. MacDONALD,
Clerk of the Board.

Dec 1, 1914.

Licenses granted during the Year.
Nos.

84. Petition of the Metropolitan AVater and Sewerage Board for license

to construct a tunnel and do other work necessary to lower its

water mains in Chelsea Creek in the cities of Boston and Chelsea.

Granted Dec. 4, 1913.

85. Petition of the Bay State Street Railway Company for hcense to erect

and maintain seven poles on the westerly side of Neponset River

in the city of Quincy. Granted Dec. 18, 1913.

86. Petition of the Boston Elevated Railway Company for license to

dump snow and ice into the Reserved Channel at South Boston

from L Street bridge. Granted Dec. 23, 1913.

87. Petition of Francis W. Lawrence and Harry H. Wiggin, doing busi-

ness under the firm name of Lawrence & Wiggin, for license to

build a pile pier and to dredge adjoining dock in Mystic River,

Charlestown. Granted April 23, 1914.

88. Petition of George E. Muirhead for Hcense to build a boat landing

on the northerly side of Houghs Neck in the city of Quincy.

Granted May 14, 1914.

89. Petition of J. P. Reynolds and J. Morris Meredith, trustees, for

license to construct a timber bulkhead and to fill solid the area

enclosed by the same at their premises at 400 Atlantic Avenue,

Boston. Granted May 14, 1914.

90. Petition of the Metropolitan Water and Sewerage Board for hcense

to build sewerage works in Boston harbor in the city of Quincy.

Granted June 2, 1914.

91. Petition of Nantasket Beach Steamboat Company for license to

build an extension to its wharf at Pemberton landing in the town

of HuU. Granted June 2, 1914.

92. Void.
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Nos.

93. Petition of the Boston Elevated Railway Company for approval of

plans showing structure to be erected over Mystic River in the

city of Boston. Granted May 25, 1914.

94. Petition of the Fore River Shipbuilding Corporation, for license to

build five dolphins in Weymouth Fore River in the city of Quincy.

Granted June 29, 1914.

95. Petition of the Boston Elevated Railway Company for license to

install and maintain two submarine cables across the draw-way
of Meridian Street bridge in Chelsea Creek between East Boston

and Chelsea. Granted July 16, 1914.

96. Petition of the Fore River Shipbuilding Corporation, for license to

construct new launchways and fill flats on Weymouth Fore River

in the city of Quincy. Granted July 16, 1914.

97. Petition of the Metropolitan Park Commission for approval of plans

for reconstruction of a portion of WelUngton bridge over Mystic

River between the cities of Somerville and Medford. Granted

Aug. 8, 1914.

98. Petition of the city of Boston, by its commissioner of public works,

for approval of plans for construction of East First Street across

the pubhc dock at the foot of Dorchester Street in South Boston.

Granted Aug. 21, 1914.

99. Void.

100. Petition of the citj'' of Boston, by its commissioner of public works,

for approval of plans for construction of a high-pressure fire pump-
ing station on Fort Point Channel, between Summer Street and

Mount Washington Avenue bridge. Granted Sept. 2, 1914.

101. Void.

102. Petition of the city of Boston, by its commissioner of pubhc works,

for license to reconstruct the draw fender pier and fender guard

and build a wharf for draw tender's house at Broadway bridge

over Fort Point Channel in the city of Boston. Granted Sept.

2, 1914.

103. Petition of the Boston & Albany Railroad Company for license to

rebuild portion of its railroad bridge between Boston and Chelsea.

Granted Aug. 20, 1914.

104. Petition of the Boston Elevated Railway Company, for license to

dump snow and ice into tidewater. Granted Oct. 13, 1914.

105. Petition of the city of Boston, by its commissioner of public works,

for hcense to dump snow and ice into tidewater. Granted Oct.

21, 1914.

106. Petition of the city of Boston, by its commissioner of public works,

for hcense to reconstruct the draw fender and fender guard at

Broadway bridge over Fort Point Channel in the city of Boston.

Granted Nov. 9, 1914.
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Miscellaneous Permits.

Boston Fish Market Corporation, to lay and operate railroad tracks

across Northern Avenue and a portion of D Street on the Common-
wealth Flats at South Boston. Granted Dec. 4, 1913.

Boston Fish Market Corporation, to construct, maintain and operate

underground conduits across Northern Avenue and a portion of D
Street on the Commomvealth Flats at South Boston. Granted Dec.

4, 1913.

Boston Terminal Refrigerating Company, to lay and maintain two
12-inch cast-iron pipes within the premises of the Commonwealth
Pier No. 1, East Boston. Granted Dec. 18, 1913.

Crane Company of South Boston, to dump clean ashes on the Common-
wealth Flats at South Boston. Granted Dec. 23, 1913.

Boston Fish Market Corporation, to erect buildings on the easterly

side of Commonwealth Pier No. 5 along the northerly side of Northern

Avenue. Granted Dec. 23, 1913.

N. McCabe of Boston, to deposit on the Commonwealth Flats at South

Boston cinders taken from the Edison Electric Illuminating Com-
pany's power station on Atlantic Avenue, Boston. Granted Dec. 30,

1913.

Eastern Drebging Company, to dredge material in Boston harbor be-

tween Gallops Island and Nix's Mate. Granted Jan. 8, 1914.

Eastern Dredging Company, to dredge not exceeding 15,000 cubic yards

of coarse gravel from Great Brewster Spit in Boston harbor. Granted

Jan. 8, 1914.

Eastern Dredging Company, to dredge gravel from the Weymouth Fore

River at the mouth of Town River near Germantown Point in the

city of Quincy. Granted Jan. 8, 1914.

American Agricultural Chemical Company, to dredge area in Wey-
mouth Back River. Granted Jan. 15, 1914.

H. P. Converse & Co, to use material dredged in portions of the harbor

other than the Reserved Channel. Granted Feb. 26, 1914.

Edison Electric Illuminating Company, to lay and maintain electric

conduits extending from its existing conduit in Fargo Street, South

Boston, across said street into the premises of the New England Iron

Works. Granted March 12, 1914.

Frank Rose, to use and occupy Quarantine Rock in Boston harbor for

one year. Granted March 12, 1914.

Postal Telegraph-Cable Company, to erect, maintain and use five poles

on the Commonwealth's property at South Boston on a line on the

westerl}' side of the existing ramp or road leading from Summer Street

to Northern Avenue, opposite D Street. Granted March 19, 1914.

Frederick D. Fisk and others, trustees under a deed of trust, to dredge

not exceeding 150,000 cubic yards from their flats in Charles River on

the Cambridge side of the channel, near Cambridge bridge. Granted.

March 26, 1914.
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George Lawley & Son Corporation, to dredge three berths at its prem-

ises on the soutliwesterty side of Neponset River in the city of Boston.

Granted April 2, 1914.

Fore River Shipbuilding Corporation, to dredge two areas in front of

its premises in Weymouth Fore River. Granted April 9, 1914.

City of Boston, by its pubhc works department, to lay a 16-inch water

pipe with hydrants in D Street, South Boston, from the southerly line

of Cypher Street to Fargo Street, and also lay a 16-inch water pipe

with hydrants through the portion of Fargo Street lying between B
and C streets. Granted April 16, 1914.

New England Telephone and Telegraph Company, to construct,

maintain and use a conduit from Summer Street and across Northern

Avenue along the line of the viaduct between said street and Com-
monwealth Pier No. 5. Granted April 23, 1914.

Nantasket Beach Steamboat Company, to remove accumulation of

sand in and around Pem.berton Pier in Hull Bay near Pemberton

Point, Hull. Granted April 30, 1914.

Tarrant P. King, trustee of the Putnam Stores, to build, maintain and

operate a steam railroad track from the erdsting track of the New
York, New Haven & Hartford Railroad Company to the premises of

the licensee. Granted May 7, 1914.

Dorchester Ice Company of Boston, to erect, maintain and operate a

set of wagon scales on the Commonwealth Flats at South Boston.

Granted May 7, 1914.

Postal Telegraph-Cable Company, to construct, maintain and use a

metal conduit from Suimner Street to Northern Avenue, with branch

conduit extending from the ramp across D Street to a connection

with a manhole pre^dously constructed by said company; and a second

branch to be extended from the northerly end of the m.ain duct into

the buildings on Commonwealth Pier No. 5. Granted Maj^ 21, 1914.

Edison Electric Illuminating Company, to lay and maintain electric

conduits for temporary use across Northern Avenue underground to

a manhole to be built on the northerty side of Northern Avenue,

thence from said manhole into Comm.onwealth Pier No. 5. Granted

May 28, 1914.

The Bowker Torrey Company, to dump refuse from its factory, consist-

ing of particles of marble and granite, cinders and sand, on the Com-
monwealth Flats at South Boston. Granted June 25, 1914.

Western Union Telegraph Company, to install at its booth on Common-
wealth Pier No. 5, South Boston, one illuminated sign. Granted

Sept. 28, 1914.

Boston Fish Market Corporation, to construct graving blocks on piles

in the angle between the easterly end of Northern Avenue and the

bulkhead along the northerly face of the filled flats easterly of the

portion of Northern Avenue already constructed. Granted Sept. 28,

1914.
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Boston Elevated Railway Company, to dump snow and ice on Common-
wealth Flats at South Boston. Granted Oct. 5, 1914.

Boston Fish Market Corporation, Approval of location of tracks of

said corporation across Northern Avenue and a portion of D Street on

Commonwealth Flats at South Boston. Granted Oct. 13, 1914.

Edison Electric Illuminating Company, to lay and maintain electric

conduits in Northern Avenue. Granted Nov. 13, 1914.

Edison Electric Illuminating Company, to lay and maintain electric

conduits in that section of D Street on the Commonwealth Flats at

South Boston opposite Pier No. 6 and extending from the south line

of Northern Avenue to the foot of the ramp leading to the viaduct.

Granted Nov. 13, 1914.

N. McCabe, to deposit on the Commonwealth Flats at South Boston

cinders taken from the Edison Electric Illuminating Company's

power station on Atlantic Avenue, Boston. Granted Nov. 13, 1914.

Agreement — Directors of the Port of Boston with

Boston Fish Market Corporation.

Agreement made this fourth day of November, A.D. 1914, by and be-

tween the Commonwealth of Massachusetts, acting through the Directors

of the Port of Boston, party of the first part, hereinafter called the Com-
monwealth, and the Boston Fish Market Corporation, organized and

existing under the laws of the Commonwealth of Massachusetts, and

having its usual place of business in Boston in said Commonwealth, party

of the second part, hereinafter called the Corporation.

Witnesseth: that whereas the Commonwealth, by indenture dated Sep-

tember 24, 1910, executed to said Corporation a lease of a certain parcel

of the property of the Commonwealth at South Boston, a part of which is

designated as Commonwealth Pier No. 6, for a period of fifteen (15) years,

with the privilege of extension for fifteen (15) years thereafter;

And whereas the said Commonwealth, acting through the Directors of

the Port of Boston, agreed to a further extension of said lease to said Cor-

poration on December 30, 1913;

And whereas said Corporation has requested said Directors of the Port

of Boston to build a breakwater parallel to the easterly side of said Com-
monwealth Pier No. 6 about three hundred ninety-six (396) feet distant

therefrom, and about thirteen hundred and twenty-five (1,325) feet in

length as shown on a plan accompanying this agreement.

Therefore, be it known that the Boston Fish Market Corporation, in

consideration of the agreement of the Directors of the Port of Boston to

build said breakwater, hereby agree that upon the completion of said

breakwater, in accordance with the request of said Corporation, which

breakwater shall be properly and substantially constructed, and sufficient

and adequate for the uses and purposes required, it will execute an agree-

ment in the form hereto armexed, and pay to said Commonwealth, in addi-
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tion to the rent specified in the existing lease hereinbefore referred to, a

sum equal to five per cent. (5%) yearly upon the cost of said breakwater,

according to the figures conapiled by the Chief Engineer of the Directors

of the Port of Boston, and approved by said Directors of the Port of

Boston; and said sum of five per cent. (5%) is to be paid throughout the

continuance of said lease hereinbefore referred to, and on the same day

that payments are made under said lease; and said Corporation further

agrees to maintain and keep said breakwater in serviceable condition.

In consideration of the agreement of said Boston Fish Market Corpora-

tion hereinbefore contained, the said Commonwealth hereby agrees to

forthwith construct and build said breakwater, in accordance with the

request of said Corporation, sufficient and adequate for the uses and

purposes required, and in accordance with plan accompanying this

agreement.

In witness whereof said Commonwealth of Massachusetts, acting through

said Directors of the Port of Boston, by the power and authority conferred

on said Board by law, and every other power and authority it hereto

enabling, has caused these presents to be executed and delivered, under the

seal of the Commonwealth, and said Boston Fish Market Corporation, by

its President and Treasurer, duly authorized, has caused these presents

to be executed and its corporate seal to be hereto affixed, the day and

year first herein written.

COMMONWEALTH OF MASSACHUSETTS

By Edward F. McSweeney, Chairman

Joseph A. Coney
Lombard Williams

Seal BOSTON FISH MARKET CORPORATION

By W. J. O'Brien, President

Maurice P. Shaw, Treasurer

The Commonwealth op Massachtjsetts

Boston, November 11, 1914.

Approved by the Governor and Council

E. F. HAMLIN
Executive Secretary

The Commonwealth of Massachusetts,
Office of the Secretary, Boston, November 11, 1914.

Witness the Seal of the Commonwealth
FRANK J. DONAHUE

Seal Secretary of the Commonwealth
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Commonwealth of MASSACHUSBTTa
Suffolk, ss. Boston, November 4, 1914.

Then personally appeared Edward F. McSweeney, Joseph A. Corny

and Lombard Williams, Directors of the Port of Boston, and acknowl-

edged the foregoing instrument to be the free act and deed of the Common-
wealth of Massachusetts.

Before me,

JAMES T. MacDONALD
Justice of the Peace

FOEM.

Whereas the Commonwealth of Massachusetts has completed the break-

water herein described, at a cost of The Bos-

ton Fish IMarket Corporation hereby agrees to p&y the Commonwealth of

Massachusetts, for the benefits of said breakwater, five per cent. (5%) of

the cost of construction each year during the term of the lease on the

amount of , said sum being the cost

of said breakwater, payments to be made at the same time as pajnments

under the lease of the premises occupied by the Boston Fish Market Cor-

poration.

In ivitness whereof said Boston Fish Market Corporation by

its President, and its Treasurer, hereto duly author-

ized, has caused these presents to be signed and its corporate seal to be

hereto affixed, this day of A.D. nineteen

hundred and fourteen.

A proposed agreement between this Corporation and the Commonwealth of

Massachusetts, dated November 3, 1914, for the construction of a breakwater, on

the easterly side of Commonwealth Pier 6, in accordance with the request of said

Corporation, and with plan accompanying said agreement, being read, on motion

duly seconded, it was—
Voted:— That the President and Treasurer of this Corporation be and they

hereby are, authorized to execute said agreement, in the name and behalf of and

under the corporate seal, of this Corporation.

I, Maurice P. Shaw, Clerk of said Boston Fish Market Corporation, do

hereby certify the foregoing to be a true copy of proceedings taken, and of

a vote passed, at a meeting of the Board of Directors of said Corporation,

duly called, notified and held, and at which a quorum was present on the

third day of November, 1914, and I do hereby further certify the agree-

ment to which this certificate is annexed, to be the identical agreement

referred to in said vote.

MAURICE P. SHAW,
Clerk.
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Agreement —- Directors of the Port of Boston with

Boston & Albany Railroad.

Directors of the Port of Boston,

Boston, January 5, 1914.

Boston & Albany Railroad, South Station, Boston.

Gentlemen: — Referring to recent conferences between the Boston &
Albanj^ Railroad represented by Mr. Biscoe, Vice President, and the

Directors of the Port of Boston represented by the writer, on the subject

of dehvering grain to steamers using the Commonwealth's piers at South

Boston, it is understood that the Directors of the Port of Boston are wiUing

to postpone the building of a grain elevator at South Boston for the pres-

ent, and the Boston & Albany Railroad will allow the Directors of the

Port of Boston one half a cent a bushel for transferring grain from its ele^

vator at East Boston to the Commonwealth's piers at South Boston,

which charge shall be absorbed by the Boston & Albany.

This arrangement is to continue until terminated by either party on

one year's notice.

Will you confirm this arrangement and take all necessary steps so tliat

the allowance may be made from and after May 1, 1914.

Very truly yours,

HUGH BANCROFT,
Chairman.

Boston & Albany Railroad,

Boston, Mass., January 6, 1914.

General Hugh Bancroft, Chairman, Port Directors, Jfi Central St., Boston,

Mass.

Dear Sir: — Yours of the 5th inst. received and you have correctly

stated the understanding as to the hghterage of grain at the Common-

wealth Piers at South Boston as we understand it.

Yours truly,

H. W. BISCOE.
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Agreement — Directors of the Port of Boston with

Boston & Maine Railroad.

Directors of the Port of Boston,
Boston, January 5, 1914.

Boston & Maine Railroad Co., South Station, Boston.

Gentlemen :
— Referring to the obligation of the Boston & Maine

Railroad under the agreement of July 1, 1912, to apply the same rate on

grain to a Commonwealth grain elevator, South Boston, as to its own ele-

vators at Charlesto\\Ti, and referring to recent conferences on the question

between the Boston & Maine Railroad represented by Mr. Campbell,

Traffic Vice-President, and the writer, representing the Directors of the

Port of Boston, it is imderstood that the Directors of the Port of Boston

will postpone the construction of a grain elevator at South Boston for the

present, and the Boston & Maine Railroad will allow the Directors of the

Port of Boston one half a cent a bushel for floating grain from its Charles-

town elevators to the Commonwealth's piers at South Boston, which

charge shall be absorbed by the Boston & Maine.

This arrangement i^to continue until terminated by either party on

one year's notice.

Will you confirm this arrangement and take all necessary steps so that

the allowance" may be made from and after May 1, 1914.

Very truly yours,

HUGH BANCROFT,
Chairman.

Boston & Maine Railroad,

Boston, January 16, 1914.

General Hugh Bancroft, Chairman, Directors of the Port of Boston, 40

Central Street, Boston, Mass.

Dear Sir :
— Your letter of January 5th directed to the Boston and

Maine Railroad, relative to absorption of lighterage charges on grain from

Charlestown elevators of the Boston and Maine Railroad to the Common-
wealth piers at South Boston is at band.

In reply I would beg to say that the Boston and Maine Railroad will

agree, subject to cancellation upon one year's notice to allow to the Di-

rectors of the Port of Boston not exceeding one hah cent per bushel for

transferring grain from its elevators at Hoosac or Mystic wharves to said

Commonwealth pier when for export or for vessels sailing therefrom.

It must be understood, however, that this agreement is not to be con-

strued as in any way ratifying the agreement made between the Common-
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wealth of Massachusetts, the Old Colony Railroad Company, The New
York, New Haven and Hartford Railroad Company, and The Boston

and Maine Railroad dated July 1, 1912.

Yours truly,

MORRIS McDonald,
President.

Agreement — Directors of the Port of Boston with

Hamburg-American Line.

Dock Dues Steamship " Amerika" and Steamship "Cincinnati"

while laid up at Commonwealth Pier.

Patterson, Wylde & Co.,

Boston, Mass., October 24, 1914.

Mr. E. F. McSw^EENEY, Chairman, Directors of the Port of Boston, Jfi

Central St., Boston, Mass.

Dear Sir :
— Confirming our telephone message of yesterday we beg

to inform you that we are authorized to accept the proposition which

your Board made to us oh the 19th instant, namely that during the time

the service of the Hamburg-American line is suspended the above steam-

ers pay to you the sum of $75.00 per day, that is S37.50 each, same being

retroactive and taking effect on the dates of the original bills which you

sent to us.

Kindly confirm this arrangement to us officially and send us statement

which will be adjusted promptly and on the fu'st day of each month there-

after. Perhaps it would be advisable, but of course this rests with j^ou,

to make the first biU as at the 31st of this month and then render monthly

statements from that time on.

Referring to the other part of our conversation in which we agreed to

put at the Pier to discharge such other steamers as we can in considera-

tion of which you agreed we should have the first call on the berth, that

is to say that you will not grant its use to others \\ithout the request

having been first submitted to us, as otherwise we might have prepared

to put a steamer there and then to fuid that the berth had been granted

to others would cause unpleasant complications. Will you, therefore,

also confimi this.

Yours very truly,

PATTERSON, ^^^XDE & CO.
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Directors of the Port of Boston,
Boston, October 28, 1914.

PatteesoN; Wylde & Co., Chamber of Commerce Bldg., Boston, Mass.

Gentlemen :
— I beg to advise you that your letter, dated Oct. 24,

1914, in relation to dock dues against the steamship "Anierika" and

steamship "Cincinnati" now at Commonwealth Pier 5, South Boston,

was presented to the Board at meeting of October 26, 1914, and the follow-

ing votes were taken:—

It was Voted to render bill to the Hamburg-American Steamship Company
account dock dues steamship "Amerika" and steamship "Cincinnati" up to and

including October 31, 1914, at the rate of seventy-five (75) dollars per day, that is

thirty-seven and one-half {37 i) dollars each for steamships "Amerika" and

"Cincinnati".

It was Voted that Patterson, Wylde and Company be granted the first privilege

for the use of the unoccupied portion of the west side of Commonwealth Pier 5,

and that the Board will not grant its use to others without the request having been

first submitted to Patterson, Wylde and Companj-.

Very truly yours,

JAMES T. MacDONALD,
Clerk of the Board.

Agreement — Directors or the Port of Boston with

North German Lloyd Steamship Company.

Directors of the Port of Boston,

Boston, November 24, 1914.

Mr. C. KuHLEWEiN, Manager, North German Lloyd Steamship Co., Boston,

Mass.

Dear Sir :
—

^ As a result of the conference held this noon between the

representatives of the North German Lloyd Steamship Cohipany and the

Directors of the Port of Boston, the Directors have agreed to allow the

North German Lloyd Steamship Company space for berthing the Kron-

prinzessin Cecihe at the Commonwealth Pier 1 at East Boston.

It is understood that the North German Lloyd Steamship Company

will pay to the Commonwealth of Massachusetts the sum of $500 for the

use of the berth until the first of April, 1915.

It is further understood that the Steamship Company ^vill remove all

the pihng and timber which may be used in the construction of dolphins

to protect the ship while in the berth and that this timber pihng, etc.,

will become the property of the Commonwealth of Massachusetts, except-
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ing the iron mooring posts and such material as may properly be described

as the ship's equipment.

It is distinctly understood that the Commonwealth assumes no liabihty

or responsibility for the ship while in this berth.

Very truly yours,

JAMES T. MacDONALD,
Clerk of the Board.

North German Lloyd Steamship Co.,

Boston, November 25, 1914.

Directors of the Port of Boston, 40 Central St., Boston, Mass.

Attention of Mr. MacDonald.

Gentlemen :
— On behalf of the North German Lloyd Steamship

Company I beg to acknowledge receipt of your letter of November 24,

1914, and to accept its terms as therein stated, in regard to space at the

Commonwealth Pier 1 at East Boston.

We are entering into an agreement with H. P. Converse & Co., in re-

gard to construction of dolphins, etc., and expect that they will be ready

to start work on Friday, the 27th inst. If this necessitates any further

formalities between you and our Company, we should appreciate being

advised of it immediately.

Yours very truly,

NORTH GERMAN LLOYD STEAMSHIP COMPANY,
By Chas. Kuhlewein.
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Value of Domestic and Fokeign Exports, Four Months (August,

September, October and November, 1913 and 1914).
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REPORT OF THE CHIEF ENGINEER.

Directors of the Port of Boston.

Gentlemen :
— I submit the following statement of the work

done by the engineering department for the year ending Nov.

30, 1914.

The reconstruction of the Commonwealth Terminal has been

practically completed; the paving and draining of the Common-
wealth Pier No. 6, known as the fish pier, has also been com-

pleted; a freight yard capable of accommodating from 400 to

500 cars has been built between Northern Avenue and Summer
Street west of the lot leased to the Staples Coal Company;

plans were prepared for the construction of a new pier, to be

known as Commonwealth Pier No. 1 at East Boston, on the

site of the Eastern Railroad Pier, Mdiich was acquired by taking

last year; surveys and estimates were completed and reports

made on the construction of a junction railroad from East

Boston to South Boston, and for a system of tunnels under the

harbor as an alternative for a junction railroad.

In addition to these, many studies and estimates have been

made in connection with the development of the Common-
wealth's property and for the construction of a dry dock and

the filling of the land adjoining the site of the dock.

Commonwealth Pier No. 6.

Under the contract with the Northern Construction Com-
pany the construction of sewers and drains, the laying of water

pipes, and the paving of the surface of the pier and a portion

of Northern Avenue and D Street connecting with the pier

have been completed. The plans for this work were neces-

sarily changed in many details to conform to the changes made
in the buildings and plans of the Boston Fish Market Cor-

poration, which has leased the premises.
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As finally completed, the pier is equipped with a main 12-

inch cast-iron water pipe extending the whole length of the

pier, with eight hydrants for fire protection, surface water

drains built in Northern Avenue and D Street, and in the cen-

tral street, with the necessary catch basins, the surface water

being discharged into the harbor at the outer end of the pier.

House sewers have been built on both sides of the central street

on the pier, discharging into the main city sewer in Northern

Avenue. The surface of the central street has been paved with

granite blocks on a gravel base, and the open portion of the

wharf between the buildings and the dock has been paved mth
vitrified brick on a concrete base, with the exception of about

300 feet in length on the westerly side of the pier adjoining

Northern Avenue, which was paved with granite block at the

request of the lessees. The portion of Northern Avenue in

front of the premises leased was paved with granite blocks on

a concrete base, curbstones set and the sidewalks paved with

brick. In front of the pier itself the sidewalk on the northerly

side of the street was omitted and the granite block paving

was carried up to the face of the building, in order that teams

might back up and receive and deliver goods to the cold-

storage building. The section of D Street lying between the

two lots leased to the Boston Fish Market Corporation on

the southerly side of Northern Avenue has been paved and

sidewalks built in the same manner as on Northern Avenue.

Early in the fall it was found that the brick pavement ad-

joining the sea wall on the easterly side of the pier had settled

to such an extent for a distance of about 400 feet that it

formed basins which collected stagnant water, and created a

nuisance which was found to be objectionable by the board

of health. At the request of the lessees about 1,640 square

yards of this pavement were taken up and relaid, at an ex-

pense of $2,282.31. This Mork was contracted to be completed

Oct. 1, 1913, but owing to the fact that it had to be done at

the same time that the buildings of the Fish Market Cor-

poration were being constructed, it was a physical impossibility

to complete the work at that time, and the work was finally

completed on Sept. 21, 1914.

Plans and specifications were prepared for a wooden break-
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water to be built along the easterly and northerly sides of the

dock on the easterly side of Pier No. 6, leased to the Boston

Fish Market Corporation, to protect the fishing vessels lying

on the easterly side of the pier. The inner half of this break-

water consists of oak piles with creosoted southern pine string-

ers and planking, the planks being spaced 8 inches apart.

The outer half of the breakwater along the northerly side of

the basin is to consist of a double row of piles, each row being

spaced about 1 foot apart and each pile being situated opposite

the space between the piles in the other row, the heads of both

rows being brought together and bolted with three lines of

creosoted pine stringers. At the outer end higher piles are

being placed to form a beacon. On Oct. 29, 1914, a contract

was made with W. H. Ellis & Son, the lowest bidders, to build

the breakwater, the contract price being $10.83 per lineal foot

for the inner portion of the breakwater and $19 per lineal foot

for the outer portion. Work on this has not yet been com-

menced, the contractor being engaged in securing material for

the same.

Commonwealth Pier No. 5 (known as the Commonwealth
Terminal) .

The work on the construction of this pier and shed was

prosecuted under the general contract with H. P. Converse &
Co., dated Dec. 9, 1912. The work under this contract was

finally completed Dec. 1, 1914.

In addition to the pier itself a building for the heating plant

was constructed of light brick with stone trimmings, and a

radial brick chimney 125 feet high. In this have been in-

stalled four tubular boilers of 200 horse power each, supplying

the heating system for the building on the pier.

At the time of the last report the work was well advanced,

and the work done during the year 1914 has consisted of the

erection of a portion of the westerly shed, the westerly portion

of the headhouse and the installation of the interior partitions

and fittings.

The contract provided that the work should be completed

April 1, 1914, and the work was so far advanced that the first

steamship was docked on the westerly side of the pier on June
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22, 1914, while the berth on the easterly side had been in use

more than a year.

The work since that date has been the completion of the

structures provided for in the general contract and additional

work not originally contemplated, the building of the viaduct

connecting the pier with Summer Street extension and with a

ramp to D Street.

In connection with the equipment of the pier, twenty-four

electric winches are provided, ten of these being double-drum,

ten single-drum winches for handling cargo, and four lighter

double-drum winches for handling bunker coal.

Six elevators have been provided for raising and lowering

cargo between the upper and lower floors of the shed in the

easterly and westerly sections, and tw^o elevators in the cen-

tral section to handle passengers and baggage.

Plans and estimates were prepared for constructing a num-

ber of cargo chutes for lowering cargo from the second floor to

the first floor, but it was decided not to install them at present.

The buildings as constructed are practically fireproof, but

in order to furnish protection against fire in the cargo, the

pier has been equipped throughout with a sprinkler system

and provision made for connecting it with both the high and

low^ pressure systems of the city water supply. • It is already

connected with the low^-pressufe syst-em and will be connected

with the high-pressure system as soon as the pipes are laid in

the street. The pipes for the high pressure system are now

being laid, and it is anticipated that they will be ready for

furnishing the high-pressure service in the spring of 1915.

The electric service is furnished by the Edison Electric Il-

luminating Company at a voltage of 6,900, delivered to a

transformer station situated about in the middle of the pier,

w^here are located, in addition to the transformers, the neces-

sary switchboards, meters and rotary converters for transform-

ing the alternating current into a direct current for use with

the electric winches.

In the headhouse at the inner end of the pier are located

the offices . for the employees of the Commonw^ealth, the rail-

road clerks and the steamship offices, and just back of the

headhouse on the lower floor are two large rooms, one on each
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side of the pier, which are provided with steam heat, for the

keeping of goods which would be injured by frost, and where

valuable goods can be kept under lock and key.

On the second floor of the central shed are located the rooms

and accommodations necessary for the convenience of pas-

sengers and for the examinations required by the Immigration

and Customs Departments of the United States government.

In connection with these are baggage rooms and waiting

rooms for the friends of the passengers, and at the outer end

of the pier, across the full width of the building, is a balcony

20 feet wide for the accommodation of friends of the passen-

gers.

In the central portion of the headhouse on the second floor

is constructed a carriage concourse to be used in connection

with the passenger business, and the balance of the building

is devoted to the handling and storing of freight.

At the time the building was originally planned it w^as de-

signed so that a grain conveyor could be built along the two

sides, from which grain could be spouted into steamships lying

in the berth alongside. It having now been decided inadvisable

to construct a grain elevator at present, the building of the

conveyor galleries has been postponed, and in order to furnish

proper attachments for hoists to handle freight and baggage,

a portion of the attachments provided for the grain conveyor

galleries have been utilized for attaching a framework or cargo

hoist to which can be attached the various falls for handling

cargo. The contract for the cargo hoists was made on June

22, 1914, with the Phoenix Iron Company, the lowest bidder,

and the work was satisfactorily completed on Dec. 2, 1914, at

an expense of S12,042.

At the time the arrangements were made for installing the

heating system on the pier, it was found that it was prac-

tically impossible for the contractors who were to furnish the

steam pipe covering to estimate with any reasonable degree of

accuracy the value of this portion of the work. For that reason

it was omitted from the general contract, and on Oct. 13, 1914,

a contract was made with Morris E. Curtis, the low.est bidder,

to furnish and install the necessary steam pipe covering, the

contract price being $3,930. This work is now well under way

and it is expected that it will be completed about Jan. 1, 1915.
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Studies are now being made as to the best method of in-

stalling an electric supervisory system or watch clock to con-

trol the work of the watchmen and other employees on the pier.

No provision was made in the general contract for final

painting of a large part of the pier, principally exposed iron

work, and the large freight doors, as it was deemed better to

wait until the structure was erected and then have the paint-

ing done at a time when it w^ould not be injured by other

work. The main work having been nearly completed on June

22, 1914, a contract was made with the General Waterproofing

Company, the lowest bidder, to do the necessary painting in

the sheds outside of the headhouse for the sum of -18,540.

This work is now approaching completion.

Plans were made for both iron and wooden fences to be

erected along the northerly line of Northern Avenue to pro-

tect the public from the danger of falling off the sea wall into

the docks on either side of the Commonwealth Terminal, and

an agreement was made on Oct. 7, 1914, with Messrs. Rendle

& Stoddard, whose proposal w^as the lowest, for erecting a

fence consisting of 134-inch iron posts set in holes drilled in

the stone capstone, with wooden stringers and palings. Gates

are provided at the sides of the headhouse on the pier for the

passage of railroad cars on the tracks along the edge of the

pier. This work is practically completed with the exception

of the painting, the contract price being S700.

In order to comply with the terms of the agreement with

the Hamburg-American Line, bids were received on Sept. 10,

1913, for dredging the area between the main ship channel and

the Commonwealth Terminal to the depth of 40 feet at mean
low water. The bids not being deemed satisfactory, all bids

were rejected and the work readvertised. These bids also be-

ing deemed unsatisfactory, H. P. Converse & Co., the con-

tractors for the reconstruction of the pier, were directed to do

the work on the basis of cost plus 73^2 per cent, as part of their

contract, with a stipulation that the work should not cost more

than 21^ cents per cubic yard. This work was completed

in April, 1914, with the exception of a few small shoals which

were found after the dredge left. These shoals have since been

removed.
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Viaduct.

The work of building the viaduct 1,180.5 feet long and 60

feet wide, connecting the second floor of the Commonwealth

Terminal with Summer Street, together with a ramp 50 feet

wide leading from its easterly side to D Street at the southerly-

side of the lots leased to the Boston Fish Market Corpora-

tion, has been completed.

The viaduct and upper portion of the ramp consist of a steel

frame resting on spruce pile and concrete foundations and sup-

porting a reinforced concrete slab. The sidewalks are on

brackets and have a granolithic surface. The fence or railing

is built of concrete plaster on wire lath, except where, for a

short distance the viaduct abuts on private property, there is

a pipe rail fence. The roadway has a slab 7 inches thick on

which is a filling of lean concrete 1-4-8 mixture forming the

crown of the roadway, and in which it was designed to imbed

the ties for street railway tracks. On this is placed the wear-

ing surface of 4-inch granite block grouted. Iron poles to sup-

port the electric lights are placed along the curb and the elec-

tric wires are in fiber ducts imbedded in the concrete slab of

the sidewalk. The surface water is conducted to a drain in

the ground under the viaduct, which discharges into the dock

between Piers Nos. 5 and 6.

The lower portion of the ramp is on solid filling between

the concrete side walls, the paving being 5-inch granite blocks

on a gravel base, and the sidewalks paved with brick on a

gravel base. Drainage is provided for by a pipe sewer laid in

the ground discharging into the head of the dock, through the

drains in D Street. A pipe rail fence has been built on both

sides of this portion of the ramp.

The pile and concrete foundations and the surface-water

drains were constructed by H. P. Converse & Co. as part of

their contract for the reconstruction of the pier. The steel

frame was constructed under a contract with the Boston Bridge

Works, Inc., dated Sept. 13, 1913, and the concrete floor, rail-

ings and paving were built by H. P. Converse & Co. as part

of their contract for the reconstruction of the pier.



1915.1 APPENDIX. 113

Repairs to Bulkhead.

Early in the year it was found that the bulkhead which was

built in 1889, supporting the northerly edge of the solid filling

on the South Boston flats for a distance of about 900 feet, was

so badly decayed that the filling was being washed out, and

that in order to support the filling and keep it from being

washed into the docks used by the lessees of the Common-

wealth, it was necessary to repair it.

Plans and specifications were prepared for driving a line of

4-inch sheet piling just inside the old bulldiead and supporting

it by tie rods back into the filling. Bids were received for do-

ing the work on March 18, 1914, and a contract was made with

the John P. Cavanagh Company, the lowest bidder, for doing

the work, the contract price being $4.64 per lineal foot. This

work was satisfactorily completed on June 20, 1914, 900 lineal

feet having been constructed at a cost, including the necessary

changes in the surface-water drains which discharge through

this section, of $4,307.50.

Railroad Freight Yard.

On Jan. 22, 1914, a contract was made with the Hanscom

Construction Company to build a railroad freight yard on the

Commonwealth Flats lying between Northern Avenue and Sum-

mer Street and between the railroad yard and the lot leased

to the Staples Coal Company. The yard consists of about 6

miles of track as accommodations for between 400 and 500

cars. In connection with the yard two main drains with catch

basins were built to drain the territory covered by the yard,

discharging into the docks on either side of the fish pier. Work
was commenced as soon as the frost was out of the ground and

the yard was completed on Aug. 19, 1914. The temporary

tracks leading into the Commonwealth Terminal and the fish

pier, as well as the temporary railroad tracks used by the rail-

road for supplying the needs of the Staples Coal Company,

the Metropolitan Coal Company and the Boston Molasses

Company were removed when they interfered with the general

layout of the new yard, and these tracks were replaced by the
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new permanent tracks which are laid with 80 pound steel rail

on chestnut ties with cinder ballast, the frogs, switches, bridge

warning and other portions of the equipment being built in

conformity with the standards of the New York, New Haven

& Hartford Railroad Company, with whose railroad the yard

is connected.

Grain Elevator.

In the original plans for the improvements on the Common-
wealth Flats at South Boston was the construction of a grain

elevator in connection with the development of the Common-
wealth Terminal. The buildings on Pier No. 5 were designed with

provisions for constructing a conveyor gallery on either side of

them, and a railroad freight yard was laid out and the tracks

arranged so that the grain elevator could be built and be prop-

erly served by the tracks, and studies and plans were made

for the elevator itself. Mr. Isaac Thompson, Jr., of Chicago,

who had had a large experience in the planning and construc-

tion of grain elevators, was engaged to make the necessary

plans and specifications. These were completed and turned

over to the Directors on Sept. 1, 1914. The plans provide for

a working house having a capacity of about 500,000 bushels of

grain, with a storage annex also having a capacity of 500,000

bushels, the design being so arranged that the working house

can be built and operated at first, and if it is found necessary

later to have the additional storage capacity, the annex can

be built without interfering with the operation of the original

working house, the working house being arranged to receive

grain at the rate of 100 cars per day, and with a capacity to

ship grain to four vessels at once at Pier No. 5 at the rate of

15,000 bushels per hour to each vessel, and to do this without

interfering with the receiving of grain at the same time. The

working house also provides for loading grain into cars if it

should be found desirable at any time. It also provides facili-

ties for cleaning and drying grain, the whole system to be oper-

ated by electricity, except that the steam for heating and for

drying is to be furnished from the heating plant provided in

connection with the pier. The estimated cost, in addition to

the structures already built, is $799,000, but this price does
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not include the railroad tracks; the whole structure to be

built of reinforced concrete, no wood being used except where

absolutely necessary in connection with the machinery. The

plans and specifications are complete, so that contract forms

could be prepared and bids advertised for at any time.

Dry Dock.

The work under the contract with H. P. Converse & Co. for

building bulkheads to enclose areas which are to be filled on

the two sides of the proposed dry dock site has continued dur-

ing the year, and on Nov. 30, 1914, the work was about 90

per cent, completed, and would have been wholly completed

if it had not been necessary to delay building across the tem-

porary entrance to the Reserved Channel until the excavation

of the main Reserved Channel had proceeded far enough so

that vessels formerly using the temporary entrance could use

the main channel. On November 30 the main channel had

been excavated sufficiently so that there was a clear channel,

for the use of vessels, 20 feet deep at mean low water and not

less than 150 feet wide on the bottom, and arrangements were

being made to shift the buoys marking the temporary entrance

so as to mark the new channel. It is proposed to at once fill

in the temporary entrance and construct the bulkheads across

it.

The work under the contract with H. P. Converse & Co.,

dated Oct. 27, 1913, for dredging the outer portion of the Re-

served Channel and filling the areas enclosed by bulkheads on

either side of the proposed dry dock site, was started on June

30, 1914, at which time the work of building the bulkhead

had proceeded far enough to protect the filling. At the end of

the fiscal year 540,303 cubic yards had been excavated, of

which 1,140 cubic yards had been taken to sea and the remain-

der deposited as filling.

The work is being done mainly by the hydraulic process,

but the material deposited on the outside of the bulkheads to

stiffen and strengthen them has been excavated by scoop

dredges and deposited by scows.

In prosecuting the work the contractor has been required to

first excavate a channel having sufficient width and depth to
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enable the vessels which were using the temporary entrance

to safely use the new channel. On Nov. 30, 1914, the new-

channel had been excavated for its full length to a width of

not less than 150 feet on the bottom, with a depth of 20 feet

at mean low water, and preparations were being made to close

the temporary entrance, requiring vessels to use the new chan-

nel. The lighthouse establishment has agreed to place the

necessary buoys to mark the new channel, and the contractor

is proceeding to complete the channel to its full width of 300

feet and depth of 30 feet at mean low water, in accordance

with the contract.

Up to the present time most of the filling has been placed

in the enclosed area on the northerly side of the proposed dry

dock site, and in a few places the timber bulkheads provided

to retain the filling have been displaced to some extent. The

contract for this work provides that the contractor shall make

good at his own expense any damage caused by his W'Ork. The

damages so far caused have not been sufficient to interfere

with the present contracts or the construction of any future

work, and by allowing time for the material to settle, it is not

anticipated that any material damage will be done.

Plans and specifications for a masonry dry dock, to be lo-

cated on the ledge lying just northeasterly of the northeast

corner of the filled flats on the Commonwealth Flats at South

Boston, were prepared by the engineering department under

the immediate supervision of Civil Engineer DeWitt C. Webb,

U. S. N., who had been detailed to assist the Directors in this

work. The plans provide for a dry dock 1,200 feet long over

all, with a minimum width at the entrance of 120 feet and a

depth over the sill of 35 feet at mean low water, built mainly

of concrete but having the side walls faced with granite. The

floating steel caisson for closing the entrance, the pumping

plant, buildings and some other appurtenances were not in-

cluded in this work.

Bids W'Cre received on June 15, 1914, for the forty-five items

making up the cost of this w'ork. The lowest bid, that of Hol-

brook, Cabot & Rollins Corporation of Boston, based upon the

estimated quantities of materials to be used, is as follows: —
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1. For a dock built of concrete, with the altars, coping

and entrance faced with granite, $1,616,307 50

2. For a dock built of concrete, with the upper portion

of the walls faced wdth granite in addition to the

amount included in the first item, .... 1,694,592 50

3. For a concrete dock having all the walls faced with

granite, 1,846,582 50

The preliminary estimate of the cost of the dry dock built

as per item 1 was, 1,922,650 00

The award of the contract for the dock is still pending.

Development of the South Boston Flats.

In connection with the development of the Commonwealth

property at South Boston, numerous studies have been made

as to the best way of laying out the property so that it can

be developed as a warehouse and manufacturing district, with

railroad connections as well as highways. For the land lying

between Summer Street and the railroad yard, built in 1914,

studies have been made for a system of tracts leading into the

area as well as a system of streets, so that there would be lots

from 75 to 100 feet deep lying between the street on one side

and the railroad track on the other, and so arranged that grade

crossings of streets and tracks would be reduced to a minimum.

A similar study has been made for developing the land south of

Summer Street. At the present time the tracks of the New
Haven Railroad cross West First Street at South Boston at

grade, and the plan proposed is to carry a double track along

Cypher Street, which is to be widened to 100 feet, from which

four tracks will branch off, two between C and D streets and

two between D and E streets, — these tracks to be carried up

through to Fargo Street, and in the center of each block a

50-foot street is to be built from Cypher Street to Fargo Street.

^At each side of each branch track will be placed another track

to be used for standing cars, while the central branch track will

be used for operating, being connected with each side track by

two cross-overs. By this arrangement cars can be placed and

unloaded at the different warehouses and factories wdth the

least interference with cars at other parts of the property.

Before either the section north of Summer Street or the sec-
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tion south of it can be utilized to advantage, it will be neces-

sary to lay sewers and water pipes in the streets, as well as to

pave the streets and build the track system.

Studies were also made for the construction of an industrial

track from the tracks of the New Haven Railroad at the corner

of B and First streets through or near First Street and Cypher

Street to City Point, in order to furnish railroad accommoda-

tions to the various industries on the northerly shore of South

Boston. The city of Boston has taken and is now building a

connection between East and West First streets across what

was known as the public dock, which will furnish a location

on which such an industrial track can be built.

Junction Railroad.

The making of studies, plans, surveys and estimates for a

junction railroad to connect the wharves at East and South

Boston w4th the various railroads that enter the city was con-

tinued and a final report made on this subject to the Legislature,

being House Document No. 2091, 1914. Estimates were made

for a double track line extending from East Boston to South

Boston, using for a great part of the distance existing rail-

roads. The estimates include only the cost of acquiring the

necessary land not already in use for railroad purposes, and

the construction of the necessary additional tracks and per-

manent w^ay equipment, but include nothing for the use of the

existing lines. The lines in general extended from East Boston

via the Grand Junction Railroad to Everett; thence across

the marshes and the Medford Branch to ]\Iedford Center;

thence following Mystic River and across a section of Arlington

to Massachusetts Central at West Cambridge, thence follow-

ing the Massachusetts Central to its intersection with the

Fitchburg Railroad in Weston; thence following a new line

through Weston, Wellesley, Needham, Dedham and Westwood

to Readville, and thence following the New England Railroad

to South Boston. The estimated cost of new work was from

$7,093,000 to $7,112,000. As an alternative, an estimate of

cost was prepared for a tunnel line from the Huntington

Avenue yards of the Boston & Albany Railroad under South
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Boston flats and Boston harbor to East Boston, with branches

to the New Haven Railroad in the South Bay and to the South

Boston flats, and on the East Boston side to the flats off Jef-

fries Point. The total cost of these tunnels is estimated at

$18,826,000.

Dredging Minor Channels.

Under vote of Aug. 7, 1914, authorizing an expenditure of

$3,000 for dredging the channel at Cottage Park, Winthrop,

J. P. O'Riorden, the lowest bidder, was engaged to do this

work, cutting off a corner at the entrance to the channel lead-

ing to Cottage Park, Winthrop, and re-excavating the basin

at the inner end of the channel to the depth of 6 feet at mean
low water. In all, 11,242 cubic yards of material were ex-

cavated, at a cost of $2,922.92.

Under vote of April 2, 1914, arrangements were made foj

J. P. O'Riorden to widen the channel in Neponset River op-

posite the yacht basin of George Lawley & Sons, so that it

would have a width of 280 feet. The cost of this work was

16 cents per cubic yard, and in all, 10,514 cubic yards were

excavated, at a cost of $1,682.24.

In accordance with the vote of the Board of -June 25, 1914,

arrangements were made with the Eastern Dredging Company,

the lowest bidder, to dredge a shoal which obstructed the en-

trance to the channel leading to the Point Shirley Yacht Club,

for the lump sum of $1,150. In all, 4,320 cubic yards of ma-

terial were removed from this shoal.

In accordance vrith the vote of Jan. 15, 1914, arrangements

were made with the Eastern Dredging Company, who T\'^ere

engaged in excavating the adjoining main channel for the

United States government, to dredge a small neck of flats lying

between the channel dredged for the government and the basin

dredged by the owners in front of the wharf of the Terminal

Wharf & Railroad W^arehouse Company adjoining the Mystic

Wharf of the Boston & Maine Railroad on Mystic River. This

channel was desired in order to give a direct entrance to the

basin from the main channel so that large steamers might

reach the wharf, the cost being 15.3 cents per cubic yard, the

same price the government was paying for its dredging. In
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all, 9,406 cubic yards of material were dredged to give a chan-

nel 150 feet wide and 20 feet deep at mean low water, at a

cost of $1,439.12.

On April 16, 1914, a contract was made with J. P. O'Riorden

to dredge a channel 300 feet wide and 30 feet deep through the

shoal lying between the main channel in Mystic River above

Chelsea Bridge and the channel dredged by the Boston &
Maine Railroad along its wharf front. This work was done in

response to the complaint from various ship owners that owing

to the increased size of vessels it was practically impossible to

dock the vessels now in use at the Boston & Maine wharf

through the existing channel. The contract price for this work

was 16 cents per cubic yard, and 90,740 cubic yards of material

were excavated, the material being taken to sea. The work

was completed Aug. 4, 1914, at a cost of $14,518.40.

Complaint having been made that the United Fruit Steam-

ship Company's boats grounded on a shoal between the main

ship channel and the dock at Long Wharf, and that there were

shoals in front of the National Dock & Storage Warehduse

Company's wharf near the South Ferry, East Boston, so that

it was impossible to get steamers into these docks, — in ac-

cordance with' instructions of April 16, 1914, arrangements

were made with the Eastern Dredging Company to dredge

the shoal off Long Wharf to the depth of 26 feet at mean low

water and the shoal off the National Docks to the depth of

30 feet at mean low water, for 15 cents per cubic yard, this

being the price which was being paid at the time for dredging

off Pier No. 1 at East Boston, formerly known as the Eastern

Railroad Pier. Owing to the low rate at which the work was

done, arrangements were made with the Eastern Dredging

Company that they might remove their dredges from time to

time during the progress of the work to do other small jobs.

For this reason the work has been delayed, but it is now nearly

completed, and it is expected that it will all be finished before

spring. Up to Nov. 30, 1914, 44,713 cubic yards had been

dredged off Long Wharf and 25,450 cubic yards off the National

Docks.

The Metropolitan Coal Company having notified the Di-

rectors that the channel leading to the wharf on South Boston
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flats, which it had leased from the Commonwealth, was too

shoal to accommodate the large vessels which were now com-

ing to the wharf, a contract was made with J. P. O'Riorden,

the next to the lowest bidder, for deepening the channel to

the depth of 24 feet at mean low water for a width of 100 feet,

at a contract price of 16f cents per cubic yard of dredged

material. This work was completed April 3, 1914, 48,182 cubic

yards of material having been taken out, at a total cost of

$7,769.35.

Upon the completion of this contract it was found that at

one point about midway in the length of the channel a ledge

projected into the channel for a width of about 40 feet with

a least depth of 20.8 feet, requiring the excavation of about

85 cubic yards of ledge to give the full width and depth re-

quired. Plans and specifications were made for the removal

of this ledge, and on May 13, 1914, one bid was received, a

lump sum of S2,450, which was about $30 per cubic yard of

rock removed. The Directors thought this an excessive price

and rejected the bid. No further action has been taken.

The Directors having received a number of requests for the

improvement of the channel of Weymouth Fore River through

and just above the Quincy Point drawbridge, investigation

showed that the United States government had dredged the

channel below the bridge to the full width of the draw and to

the depth of 18 feet; that in the westerly draw-way there was

a depth of 18 feet at mean low water, but in the easterly draw-

way the depth was so small that it was impossible for large

vessels to use it. After a conference with the towboat people

and the officers of the Fore River Shipbuilding Company, it

was decided that the easterly draw-way should be excavated

to the depth of 18 feet at mean low water in the draw-way and

for a distance of 750 feet above the bridge and to the full width

of the draw opening. This required the excavation of about

30,000 cubic yards. On Sept. 14, 1914, a contract was made

with the Eastern Dredging Company to do this work, the con-

tract price being 19% cents per cubic yard, the work to be

completed on Jan. 1, 1915. It was found that the New Eng-

land Telephone and Telegraph Company and- the Bay State

Street Railway Company had electric cables across this draw-
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way and arrangements were made for removing the cables in

order that the dredging might be properly carried out. It is

anticipated that the work will be completed within the con-

tract time.

Complaints having been received from captains of towboats

and others that an obstruction, probably a rock, existed in the

channel of Weymouth Fore River, obstructing the passage of

vessels to Patch's wharf, investigation was made and it was

found that a rectangular block of granite was lying on the

bottom in this locality. The Eastern Dredging Company was

employed to remove this rock for the sum of $25, the work to

be done when the dredge was engaged in widening and deepen-

ing the channel at and above the Weymouth Fore River bridge.

It is expected that the rock will be removed before the first of

the year.

Many requests having been made from time to time for in-

creased width and depth in the Reserved Channel, in order

that larger vessels might be brought to the wharves along the

northerly shore of South Boston, and the Directors having

provided, in connection with the filling of the flats on either

side of the proposed dry dock, for dredging the outer section

of the channel from a point about opposite O Street to the

main ship channel to the depth of 30 feet at mean low water

for a width of 300 feet, plans and specifications were prepared

and bids received for dredging the channel from O Street to

the L Street bridge. Bids were received on Oct. 15, 1913, and

were rejected, and on Dec. 4, 1913, a contract was made with

J. P. O'Riorden to do the work at a contract price of 14 cents

per cubic yard, the same price as the lowest bid received on

October 15. This work is now in progress, 71,659 cubic yards

having been excavated up to Nov. 30, 1914.

By chapter 602 of the Acts of 1914, the Directors were di-

rected to widen and deepen the Commercial Point channel in

Dorchester, and were authorized to expend for the purpose

$58,000 from the $9,000,000 appropriated by chapter 748 of

the Acts of 1911. Plans and specifications were prepared and

bids received on Aug. 21, 1914, and on August 24 a contract

was made with Charles M. Cole, the lowest bidder, to do the

work for the sum of 23 cents per cubic yard. The work is well
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advanced, 209,061 cubic yards having been excavated up to

Nov. 30, 1914, and it is anticipated that the work will be com-

pleted on or about Jan, 1, 1915. By the work under this

contract the anchorage basins previously dredged by the Com-
monwealth will be deepened to 12 feet at mean low water, and

the middle ground lying between the old channel of Neponset

River and the new channel dredged by the United States will

also be excavated to the depth of 12 feet at mean low water.

The channel leading along the wharves on the northerly side

of Commercial Point will be widened and deepened so that it

will have a depth of 12 feet at mean low water, a width of

100 feet, and will be extended so as to afford a deep-water

approach to all wharves on the northerly side of Commercial

Point. In connection with this work a short channel has been

dredged 50 feet wide and 6 feet deep at mean low water to

the landing of the Dorchester Yacht Club.

In February, 1914, a petition was received from the inhabit-

ants of Wollaston asking that the channel leading to the land-

ings at the Wollaston and Squantum Yacht Clubs be excavated

to the depth of 6 feet at mean low water. Surveys were made
and plans and specifications prepared for such a channel, and

an allotment of $10,000 was made bj' the Directors for this

purpose. The lowest bid received, 32}^ cents per cubic yard,

brought the cost of the M^ork to over .$16,000. Efforts were

made to secure proposals which would bring the cost of the

work within the allotment, but it was impossible to do this,

and the petitioners stated that they were unable to secure any

contributions toward the cost of the work. For this reason

nothing further has been done in response to the petition.

Floating Grain Elevator.

The work of building the floating grain elevator No. 2 by

the Richard T. Green Company of Chelsea, under the contract

made with the Directors, has been supervised to see that the

work was properly carried out in accordance with the terms of

the contract. The work was completed on Sept. 19, 1914, in

a satisfactory manner. Payment of the reserve held under the

contract has been withheld pending the testing of the elevator
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with grain. Owing to the small amount of grain now being

handled into vessels at the Commonwealth Terminal, there

has been no opportunity to make such a test up to the present

time.

East Boston Flats.

Studies have been made from time to time of various plans

for developing the Commonwealth Flats at East Boston, and

after the buildings on the land taken last year were sold and

removed, a fence was built along the northerly line of Maverick

Street to keep the public from trespassing and from liability

to accident on the old wharf and piers. Some studies have

been made of plans for filling a portion of these flats near Jef-

fries Point.

Commonwealth Pier No. 1.

Specifications were prepared and bids received on Dec. 3,

1913, for removing the wharf and buildings located on what

was known as the Eastern Railroad Pier at East Boston, which

had been taken by the Commonwealth. The contract was

awarded to Thomas A. Elston, Inc., the highest bidders, they

to remove all the buildings and M-ooden pile wharf from the

premises and pay the Commonwealth the sum of $3,500 for

the material removed. The work was satisfactorily completed

April 4, 1914, except that a small section of the wharf adjoining

the coal pocket of the city of Boston at the South Ferry slip

was left to enable the public works department of the city to

receive and unload coal for the use of the ferries, the contractor

agreeing to remove this small section of wharf at any time in

the future upon the request of the Directors.

While this work was in progress plans and specifications

were being prepared for the construction of a new pier on the

premises, and on Jan. 7, 1914, bids were received for dredging

the docks and approaches to the new pier to the depth of 40

feet at mean low water, and included in the contract was a

provision for dredging the approaches to the Cunard Pier to

the depth of 35 feet at mean low water. The contract was

awarded Jan. 15, 1914, to the Bay State Dredging Company,

the lowest bidder, the contract price being 15 cents per cubic

yard for all material in the area lying outside the harbor line
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and 16 cents per cubic yard for all material in the docks along-

side the proposed pier. Work was at once started, and up to

Nov. 30, 1914, 81,688 cubic yards from outside the harbor

line and 262,856 cubic yards from the docks had been dredged.

The contract was to have been completed by Oct. 1, 1914, but

owing to the delay in deciding as to the kind of pier to be built

on the premises, the contractor was allowed to delay the work.

The work was pressed during its early stage until it had ad-

vanced so far that the future work could be carried on without

interfering with the construction of the pier, when the con-

tractors were allowed to remove their dredges temporarily to

other work, and it is anticipated now that the work will be

pushed rapidly to completion.

The work of preparing plans and specifications for a pier

was continued, and many conferences were had with the rep-

resentatives of the Cunard Steamship Company and others as

to the various arrangements and details of construction. The
plans and specifications provided for a pier about 925 feet long

and 175 feet wide, the main portion to be on creosoted pine

piles with a concrete floor slab, the inner end of the pier for

about 150 feet to be of solid filling supported by a creosoted

timber bulkhead. On the pier was to be erected a two-story

steel framed shed 880 feet long and 159 feet vdde, with a plank

roof covered with asphalt and gravel waterproofing; the sides

of the building to be covered with galvanized corrugated sheet

iron; the windows to have steel sash and wired glass; the

large doors to be partly rolling steel shutters and partly wooden

sliding doors covered with sheet metal; the smaller doors on

the second floor to be swinging wooden doors covered with

metal; the second floor to be a reinforced concrete slab on

the steel frame with a wooden wearing surface; the central

section of the upper floor at the outer end of the wharf not

to be built, as it was not required for the passenger business

to which the upper floor was to be wholly devoted, but pro-

vision was made for installing it later if it was required; the

lower floor to be a plank wearing surface on the concrete slab

of the wharf. The shed was to be equipped with a sprinkler

system for fire protection and was to be lighted by gas, was to

have the necessary toilet accommodations, and was to be
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heated by steam. Grain conveyor galleries were to be built

on the wharf and connected with the conveyor system on the

Boston & Albany Grand Junction wharves adjoining, so that

grain could be delivered to vessels lying at the new pier from

the elevator of the Boston & Albany Railroad.

Bids for the construction of this pier were received on June

16, 1914, and the contract for the construction was awarded

to the lowest bidder, the Woodbury & Leighton Company, on

June 22, 1914. As this contract was not approved by the

Governor and Council, some further studies are being made

for the reconstruction of a wharf on this site.

In General.

Studies and estimates have been made at various times

throughout the year on small improvements, among them the

extension of the anchorage basin in the harbor, the construc-

tion of proper facilities for the sale of gasolene to vessels, and

the construction of street railway tracks on the viaduct be-

tween the Commonwealth Terminal and Summer Street, and

various inspections have been made in relation to petitions for

the building of structures in tidewater and in connection with

other incidental matters.

Respectfully submitted,

FRANK W. HODGDON,
Dec. 30, 1914. Chief Engineer.
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LETTER FROM UNITED STATES ENGINEER
OFFICER.

War Department, United States Engineer Office,

Room 1015 Barristers Hall, 25 Pemberton Square,

Boston, Mass., Dec. 23, 1914.

Directors oj the Port of Boston, J^O Central Street, Boston, Mass.

Gentlemen: — 1. In accordance with your request of the

23d inst. for statement showing the work which has been done

in Boston Harbor during the past year by the United States

Government, I extract the following from the Annual Report

submitted by this office for the fiscal year ending June 30,

1914: —
Mystic River below the Mouth of Island End River.

During the fiscal year, all work embraced in the project for a channel

30 feet deep from the mouth of Island End River to Chelsea bridge, with

a width of 600 feet at the upstream end, gradually narrowing to 300 feet,

including a widening of the entrance channel leading to Mystic Wharf,

was completed by the removal of 245,439 cubic yards of material at the

upstream end of the channel (in widening to 600 feet) and 293 cubic yards

of ledge, place measurement, from the north side of the channel just above

the Chelsea bridge pier. Expenditure during the fiscal year, $49,984.78.

Improving Harbor at Boston, Mass.

General Improvement. — The repairs to sea waU at Georges Island were

completed. Expenditure during fi-scal year, $172.43.

Thirty-five-foot Channel. — Work was continued on removal of ledge.

On the northerly side of the channel from about opposite Coimuonwealth

Docks to a point opposite Castle Island, in the upper harbor, the removal

of seven ledges, containing 28,825 cubic yards, under contract of April

25, 1912, was paid for; and drilling, blasting and dredging of blasted

material were in progress on other ledges of this contract. Expenditure

during fiscal year, $263,870.98.

The U. S. hydraulic dredge ''Atlantic," temporarily loaned to this

district from the Second New York District, continued the dredging of

shoals from the outer channel in Broad Sound until Dec. 13, 1913, 358,839

cubic yards of material being removed. Expenditure during fiscal year,

191,160.52.
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Removing Sunken Vessels or Craft obstructing or endmigering Navigation,

(a) Wreckage on Beach at Deer Island, Boston Harbor, Mass. — The
removal of two pieces of wreckage supposed to be from the schooner-

barge "Whitman" (which was wrecked March 6, 1913, on Devils Back,

a ledge in Broad Sound, Boston harbor) , found floating in the harbor and

beached on Deer Island, and a small fishing vessel (name unknown)

beached on the inner shore of the same island, work on which was begun

in the preceding fiscal year, was completed in July, 1913.

(b) In October, 1913, another piece of wreckage from the barge "Whit-

man" was landed on the beach at Deer Island, and destroyed in Novem-
ber by burning.

(c) Wreckage on Beach at LovelVs Island, Boston Harbor, Mass. — Other

pieces of wreckage from the barge "Whitman" and from a scow belong-

ing to the Great Lakes Dredge and Dock Company, sunk on Rams Head
Shoal, Broad Sound, Boston harbor, in October, 1913, were cast on the

beach at Lovell's Island in January, 1914, and were destroyed in the same

month by hired labor.

2. Similar information as to the work for the fiscal year end-

ing June 30, 1913, will be found in the annual report of the

Harbor and Land Commissioners of the State for 1913, Public

Document No. 11.

3. Report on the survey of Boston harbor, completed in the

spring of 1914, with a view to securing increased width and

depth in the channel from President Roads to the sea; also

with a view to providing deep-water connection with such suit-

able terminals as may be established by the Directors of the

Port of Boston (40-foot channel), — was submitted by this

office on April 4, 1914, and will be found in Document No.

931, House of Representatives, 63d Congress, 2d Session, copy

of which was furnished you with letter of this office of May
28, 1914.

4. The following work has been done since June 30, 1914: —
Thirty-five Foot Channel, Boston Harbor. — Drilling, blasting

and dredging of blasted material has been in progress, and six

ledsfes, aggregating 42,033 cubic yards, have been removed.

Weymouth Fore River. — Several small bowlders in the chan-

nel have been removed.

Wrecks. — The masts of the fishing schooner "Alma E. A.

Holmes," sunk in Massachusetts Bay, off Philipps Point,

Swampscott, were removed from the wreck, leaving a least
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depth of 57 feet over the highest mast stub. The wreck of

the fishing schooner "Annie Perry," sunk near the entrance to

the 27-foot channel at Boston Light, was removed entire.

^'ery respectfully,

W. E. CRAIGHILL,
Lieutenant Colonel, Corps of Engineers.
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REVENUE FOR USE OF COMMONWEALTH
PIER NO. 5, DEC. 1, 1913, TO NOV. 30, 1914.

During the year ending Nov. 30, 1914, there were handled

at Commonwealth Pier 29,683 passengers and 131,580 tons of

freight. Of this number of passengers 17,648 were landed from

foreign ports and 12,035 were taken from here to foreign ports.

The Commonwealth received 25 cents for each of the 1,877

passengers landed here bound for points west of the Hudson

River and 6J^ cents for each of the 27,806 passengers bound

for points east of the Hudson River and for all outward bound

passengers.

For the 91,140 tons of freight brought to or taken from the

pier by the New York, New Haven & Hartford Railroad, or

teamed to or taken from the Boston & Maine Railroad, the

Commonwealth received 10 cents per ton. The wharfage

charges for the local freight were divided into six different

classes. The six different classes and the rates are given in

the following table :
—

Wharfage Rates at Commonwealth Pier No. 5.

Class.
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Of these wharfage charges for local freight the various agents

received 25 per cent, for collection.

The tonnage of the local freight, 40,440 tons, was obtained

by assuming that the average wharfage for this freight was at

the rate of 40 cents per ton.

The charge for water taken to sea by the Han3.burg-Amer-

ican Line, under their original contract, is at the rate of 8

cents per hundred cubic feet. While, however, their ships are

in dockage, a charge at the rate of 12 cents per hundred cubic

feet has been made, which is the city price for the quantity of

water used.

The White Star Line, under their contract, pay according to

regular city rates, which vary according to amounts used. Lines

with which no contract has been made pay at the rate of 15

cents per hundred cubic feet, with a minimum charge of $10.

Charges for electricity have been made at the rate of 10

cents per hour for each cluster of not more than four 100-

Watt lamps. For power used by winches, including labor, a

charge of $1.30 per hour has been made. The Fore River Ship-

building Corporation paid a dockage fee of $50 per day for

the battleship "Rivadavia," and the Hamburg-American Line

is paying $37.50 per day for each of the steamships "Amerika"

and "Cincinnati." Other lines have been charged in like pro-

portion.

Miscellaneous charges are practically all for cleaning, etc.,

at the rate of 31 cents per hour plus 10 per cent for supervision.

The following tables give in detail the number of passengers

and the tons of freight, inward and outward bound, handled

at Commonwealth Pier No. 5, and the revenue received :
—
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INCOME OF HARBOR COMPENSATION FUND.
Amount in fund Dec. 1, 1911 $631,513 06

Balance of income Nov. 30, 1911, $757 09
Accrued, Dec. 1, 1911, to Nov. 30, 1912 22,823 03

$23,580 12

Expenditures, 1912 . 19,768 53

Balance of income Nov. 30, 1912 $3,811 59

1913.

Accrued, Dec. 1, 1912, to Nov. 30, 1913 23,533 55

$27,345 14

Expenditures, 1913, 6,734 35

Balance of income, Nov. 30, 1913 •

. . $20,610 79

1914.

Accrued, Dec. 1, 1913, to Nov. 30, 1914 22,047 64

$42,658 43

Expenditures, 1914, 25,366 46

Balance of income Nov. 30, 1914, $17,291 97

Amount in fund Dec. 1, 1914, $649,156 18

Expenditures.

„ , ^. , 1912. 1913. 1914. Total.
Construction work :

—
Dredging opposite Leyland

Line pier,.... $19,232 03 - - $19,232 03

Dredging berth for training

ship 446 50 - -. 446 50

Dredging opposite Grand
Junction wharves, . .

— $6,734 35 - 6,734 35

Dredging Mystic River, .
- - $1,439 12 1,439 12

Dredging Mystic River near

Mystic wharf, ... - - 14,518 40 14,518 40

Dredging opposite Long and

Central wharves and Na-
tional docks, ... - - 7,456 84 7,456 84

Engineering, .... 90 00 - 1,952 10 2,042 10

$19,768 53 $6,734 35 .$25,366 46 $51,869 34

OWigations Dec. 1, 1914: 'Contract work, $3,793.16.

EXPENSES OF DIRECTORS OF THE PORT OF BOSTON.

Appropriations :
—

Chapter756, Acts of 1911 and chapter 46, Acts of 1912, . . . $25,000 00

Expenditures, salaries and expenses, 1912, ..... 24,999 93

Unexpended balance, ........ $0 07
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PORT OF BOSTON FUND.

1912.

Transfer from Commonwealth Flats Improvement Fund, receipts

Dec. 1, 1911, to June 13, 1912 (chapter 663, Acts of 1912), . $71,654 01

Income June 13, 1912. to Nov. 30, 1912, 37,445 25

$109,099 26

Appropriation (chapter 663, Acts of 1912), . . $60,000 00

Expenditures, salaries and expenses, . . . 42,771 69 42,771 69

Unexpended balance of appropriation, . . i $17,228 31

Balance in fund Nov. 30, 1912 $66,327 57

1913.

Income, Dec. 1, 1912, to Nov. 30, 1913, 54,128 91

$120,456 48
Appropriation (chapter 283, Acts of

1913), $85,000 00

Expenditures, salaries and expenses, 80,973 92 $80,973 92

Unexpended balance of appro-

priation, .... $4,026 08

Expenditures from fund at large: —
Operation and maintenance Commonwealth Pier

No. 5 (chapter 663, Acts of 1912), . . . 7,671 43

Reimbursement to Old Colony Railroad of over-

payment of rent (chapter 31, Resolves of 1913), 11,666 67

Total expenditures, ...... ' 100,312 02

Balance in fund Nov. 30, 1913 $20,144 46

1914.

Income, Dec. 1, 1913, to Nov. 30, 1914 118,391 81

$138,536 27

Appropriation (chapter 303, Acts of

1914) $80,000 00

Expenditures, salaries and expenses, 74,794 71 $74,794 71

$5,205 29

Expenditures, pubhcity (chapter 712, Acts of 1914), 663 84

Expenditures from fund at large (chapter 663, Acts

of 1912) : Operation and maintenance. Com-
monwealth Pier No. 5 35,814 62

Total expenditures, 111,273 17

Balance in fund Nov. 30, 1914 $27,263 10

Expenditures, grand total, ........ $254,356 88

' Receipts from transactions of Directors as per schedule below; other receipts from operations

of State Treasurer: —
Rent, under leases and permits, $73,19090
Dumping inspection, ............. 1,467 00
Operation Commonwealth Pier No. 5 29,941 44
Operation grain lighter, ............ 3,216 34
Commonwealth Pier No. 1, . . . . ... . . . . . . 7,632 18

Maverick Street property, ............ 1,407 28

Sales of old material, 292 05

Certified copying, ............. 12 00

Miscellaneous, 182 99

$117,602 79

November receipts appear in State Treasurer's 1915 fiscal year, §10,152.04.
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BOSTON HARBOR MINOR CHANNELS.

Appropriation (chapter 635, Acts of 1913),

Appropriation (chapter 48, Acts of 1914),

Expenditures.

Contract work: —
.Jeffries Point Channel,

Winthrop Channel, .

Houghs Neck Channel,

Elks Club Channel, Win
throp, .

Cottage Park, .

Neponset River,

Point Shirley, .

Engineering,

1913.

$1,000 00

4,761 63

9,472 84

2,070 29

1914.

$4,000 00

2,922 92

1,682 24

1,150 00

272 11

Total.

$1,000 00

4,761 63

9,472 84

4,000 00

2,922 92

1,682 24

1,150 00

2,342 40

S25,000 00

25,000 00

$50,000 00

$17,.304 76 $10,027 27 $27,332 03

Unexpended balance Dec. 1, 1914 $22,667 97

Obligations Dec. 1, 1914: Contract work $5,925 00

PUBLICITY.

Appropriation (chapter 775, Acts of 1914) $10,000 00

Expenditures, . . . . . . . . . 663 84

Unexpended balance Dec. 1, 1914, $9,336 16

Bills outstanding Dec. 1, 1914, to be paid from above appropriation, 1,504 93

Unexpended balance of appropriation, ..... $7,831 2.3
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TABLES OF HIGH AND LOW TIDES

-

BOSTON HARBOR.

Abnormally high tides in Boston harbor are principally ac-

counted for by onshore winds or winds from a northeasterly and

easterly direction, and abnormally low tides by offshore winds

or winds from a westerly direction.

In order to obtain the height reached by these abnormal tides

and the frequency with which they occur, a thorough search of

existing records was made, from which the following data and

tables were prepared.

The high tide of Dec. 26, 1909, occurred with a heavy and pro-

longed storm from the northeast. The highest recorded tide

during this storm reached elevation 15.44 at Granite bridge,

Dorchester, and the general maximum elevation of tide during

this storm was slightly over 15.10 in Boston harbor.

The average maximum elevation reached by the "Minot's

Light" tide, April 16, 1851, was 15.12, and by the "Portland"

tide, Nov. 27, 1898, was 14.44. An elevation of 15.50 was ob-

tained by comparisons for a high tide occurring on Feb. 24,

1722 or 1723.

There are instances in the records of two tides in the year 1913 having

reached a maximum elevation of 13.0; two tides in 1912, elevation 12.50

and 12.85; and two tides in 1905 slightly over 14, from which it may be

concluded that maximum high tides may ordinarily be expected to reach

an elevation of 13 or slightly over; but searching back through the records

to 1722, no tide should be expected in excess of the height of 15.5, and

that such unusual tides might possibly prevail at intervals over fifty

years apart. ^

1 From report of Civil Engineer F. R. Harris, U. S. N., on Dry Dock in Boston Harbor.
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Table I. — Heights of Various High and Low Tides Recorded
IN Boston Harbor.

High Tides.

Feet.
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WIND DIAGRAM FOR BOSTON HARBOR.

A wind diagram for Boston harbor was prepared in connection

with studies for the proposed dry dock. The data for this dia-

gram, covering a period of five years, from 1909 to 1913, was

obtained from the Boston office of the Weather Bureau. During

this period no wunds of over 48 miles per hour were recorded.

The winds have been divided into four groups as follows :
—

(1) Those over 24 miles per hour, "fresh breezes."

(2) Those over 28 miles per hour, "strong breezes."

(3) Those over 34 miles per hour, "moderate gales."

(4) Those over 40 miles per hour.

The frequency or the prevalence of winds in each one of the

four cases is plotted on the polar ordinate of its direction. The

figures given on these ordinates show the number of hours per

year in each group in which there were periods of at least five

minutes during w^hich the wind blew with velocities as shown.

On an inspection of this diagram it is seen that the prevailing

winds for Boston harbor are westerly, that is, from northwest-

erly to southwesterly.
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WIDTHS OF DRAW OPE^NINGS IN BRIDGES.

Bridges, etc.

Watebway. Bridge.
Clear Width
of Opening.
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Bridges, etc.— Concluded.

Waterway. Bridge.
Clear Width
of Opening.
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STATISTICS.

Pier Accommodations.

The port of Boston has 141 miles of waterfront, with a Hneal

frontage of over 40 miles of berth space, of which over 6 miles

fronts on a depth of 30 feet at mean low water, and 9| feet

more at high-water mark.

Statistics of the more important terminals are as follows: —

Commonwealth Piers, South Boston and East Boston.

Piers Nos. 1, 2, 3 and 4 (see New York, New Haven & Hart-

ford Railroad terminal, South Boston, originally Commonwealth
piers)

.

Pier No. 5 (South Boston), length, 1,200 feet; width, 400

feet; depth alongside, 40 feet at mean low water. The second

story shed is connected with Summer Street by a viaduct, for

the use of passengers. The viaduct is connected with the streets

on the lower level by means of a ramp. The western half of

this pier is assigned to the Hamburg-American Line. The White

Star Line (to Liverpool and the Mediterranean) has a prefer-

ential assignment of the eastern half of the pier.

Pier No. 6 (South Boston): length, 1,200 feet; width, 300

feet; depth alongside, 23 feet at mean low water. A wooden

breakwater is being built just below the fish pier to protect the

fishing vessels docking there from the easterly storms, and to

provide a haven for them when in port. Leased to the Boston

Fish Market Corporation.

Pier No. 1 (East Boston): site of the old Eastern Railroad

Pier, which has been torn down. Approaches to the main ship

channel and docks for berthing vessels have been dredged to

40 feet at mean low water, and the plans for a new pier pre-

pared.
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Boston & Albany Railroad Terminal, East Boston.

Pier No. 1 (see Commonwealth Pier No. 1, East Boston).

Pier No. 2: length, 610 feet; breadth, 200 feet.

Pier No. 3: length, west side, 610 feet; east side, 781 feet;

breadth, 240 feet.

Pier No. 4: length, 777 feet; breadth, 240 feet.

Pier No. 5: length, 460 feet on west side, 620 feet on east

side; breadth, 29 feet at harbor line, 102 feet 6 inches at shore

line.

Pier No. 6: length, 568 feet; breadth, 51 feet.

There is in general a depth of 35 feet alongside these piers at

mean low water.

Boston & Maine Railroad— Hoosac Terminal, Charlestoivn.

Length of piers and docks :

—
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New York, New Haven & Hartford Railroad Terminal, South

Boston.

Pier No. 1, about 770 feet long by 700 feet wide along Northern

Avenue; depth of dock on east side only, 25 to 30 feet at mean
low water.

Pier No. 2, about 800 feet long by 250 feet; depth of dock,

30 to 35 feet at mean low water.

Pier No. 3 (site used for car float landing stage).

Pier No. 4, about 1,050 feet long by 170 to 220 feet wide;

depth, 30 feet on east side 30 feet on west side, at mean low

water.

Privately owned Piers.

In addition to these ocean terminals, ocean-going ships are

received at the piers of the National Docks and Storage Ware-

house Company in East Boston, and at the pier of the Terminal

Wharf and Railroad Warehouse Company on the Mystic River

in Charlestown.

The piers and wharves along the Atlantic Avenue waterfront

of the city proper are used by near-by foreign lines, coastwise

lines and local harbor and excursion boats.

Grain Elevators at Boston. •

The grain elevators at Boston are located at the three rail-

road terminals for ocean-going steamers, — the Hoosac terminal

of the Boston & Maine Railroad at Charlestown, the Mystic

terminal of the Boston & Maine Railroad at Charlestown, and

the Boston & Albany Railroad terminal at East Boston. Their

capacities are as follows :
—

Bushels

Boston & Albany elevator at East Boston, 1,017,190

Boston & Maine elevator at Hoosac terminal, Charlestown, . 1,000,000

Boston & Maine elevator at Mj^stic terminal, Charlestown, . 500,000

Each of these grain elevators is supplied wdth a belt-conveyor

system by which it can deliver grain to a vessel at any berth in

the terminal.

There are three floating grain elevators at the port of Boston,

each of about 30,000 bushels' capacity; two of them are owned

by the Directors of the Port of Boston and one by the Boston

Tow Boat Company.
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Dry Docks at Boston.

The principal dry docks at Boston are the following :

—

Length on
Blocks.

Breadtli at
Entrance.

Depth at
H. W.O. S.T.

United States Navy, No. 1,

United States Navy, No. 2,

Simpson's No. 1,

Simpson's No. 2,

Simpson's No. 3,

Ft.
3751

725

465

245

150

Ft.
542

Ft.
20

303

19

19

15

In.

1 Length of vessel capable of being docked.

2 Breadth of vessel capable of being docked.

' Draft of water available, mean low water.

The Directors of the Port of Boston are preparing the site

for a large dry dock on the Commonwealth's land in South

Boston, to be 1,200 feet long over all, 120 feet 3 inches wide at

entrance, and 35 feet deep over the sill at mean low water.

Tonnage of Shipping entering the Port of Boston in the

Foreign and Coastwise Trade.

Marine Department, Boston Chamber of Commerce.

Fiscal Year ending
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Comparison of Entrances^ and Clearances^ at the Port

OF Boston.

In the Foreign Trade.

[United States Custom House, Boston.]

Fiscal Yeak ending November.

1914,

1914,

s

1913,'

1912,2

1911,8

1910,

»

1909,3

1908,3

Entrances.

Number.

1,689

1,679

1,478

1,402

1,367

1,155

1,416

1,453

Net Registered
Tonnage.

3,161,271

3,360,499

3,039,312

2,946,806

2,836,611

2,714,391

2,852,016

2,864,912

Clearances.

Number.

1,251

1,309

1,158

1,098

1,135

1,136

1,167

1,212

Net Registered
Tonnage.

1,987,740

2,278,830

1,903,891

1,880,734

1,842,673

1,828,887

1,981,811

2,075,743

1 "Entrances," — a ship bound from a foreign country "enters" at the first United States port
to which it comes to discharge cargo. It is not an "entrance in the foreign trade" at other United
States ports to which it may thereafter go, on the .-ame trip, to discharge cargo.

- "Clearances," — a ship bound to a foreign country "clears" at the last United States port
from which it leaves, after loading cargo thereat. It is not a "clearance in the foreign trade" at
other United States ports from which it may have previously sailed, on the same trip, after loading
cargo thereat.

3 Year ending June.
Note. — "Entrances" and "clearances" are technical terms, and denote the filing of "mani-

fests" at the Custom House, necessary before vessels in %h.e foreign trade are allowed to "enter at"
or "clear from" that particular port. For this a fee is charged. There are "entrances and clear-

ances, coastwise," so called, applied to vessels in the foreign trade, but they are terms used merely
for convenience.
There are no charges exacted by the Federal Government from shipping in the coastwise trade,

hence the United States customs authorities exercise no jurisdiction over "entrances and clear-
ances, coastwise." The Federal navigation laws forbid vessels flying a foreign flag to engage in
the coastwise trade of the United States.

Customs Duties collected at Boston.

Fiscal Year ending June. Duties.

Percentage of
Total Duties
collected at all

United States
Ports.

1914

1913

1912

1911

1910

1909

1908

$15,017,308 60

23,733,450 37

23,243,110 80

22,698,219 30

29,630,173 00

26,667,185 86

21,871,478 00

5.18

7.59

7.77

7.32

9.07

9.05

7.74
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Percentages of Duties collected at Other Ports with Relation to Total Duties

collected at All United States Ports.

Pour.
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Domestic and Foreign Exports and Iviforts.

Exports: including domestic exports and merchandise in transit through the port, of Boston from

one foreign country to another.

Imports: including actual imports for domestic consumption, merchandise coming into the port

of Boston and then transported ;o other customs districts for appraisal, and merchandise in

transit through the port of Boston from one foreign country to another.
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GRAIN EXPORTS AT BOSTON
2 1
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Rates of Pilotage for Boston Harbor.

Draft Water (Feet).

7,

8,

9,

10,

11,

12,

13,

14.

15,

16,

17,

18,

19,

20,

21,

22,

23,

24,

25,

26,

27,

28,

29,

30,

31,

32,

33,

34,

35,

Outward Rates.

Rate per
Foot.

$1 65

1 66

1 67

1 70

1 74

1 78

2 00

2 00

2 10

2 25

2 50

2 75

3 00

3 25

3 50

3 75

4 00

4 25

5 00

5 00

5 00

5 00

5 00

5 00

5 00

5 00

5 00

5 00

5 00

Amount.

$11 55

13 28

15 03

17 00

19 14

21 36

26 00

2S 00

31 50

36 00

42 50

49 50

57 00

65 00

73 50

82 50

92 00

102 00

125 00

130 00

135 00

140 00

145 00

150 00

155 00

160 00

165 00

170 00

175 00

Inward



1915.1 APPENDIX. 177

Steamship Lines at the Port of Boston.

In the Foreign Trade— 4-0 Lines.

Lines and Sbbvice.

Sailings
for Year
ending
Novem-
ber, 1914.

1. Allan Line to Glasgow, ' . . . .

2. American and Cuban Line from Cuban
ports.

3. American & Indian Line from Calcutta
and East Indies.

4. American & Levant Line from Smyrna,
Turkey, etc.

5. American & Manchurian Line from the
Far East.

6. American & Oriental Line from China
and Japan.

7. Austro-Americana Line from Trieste,
Adriatic and Italian ports.

8. Barber Line from South American ports,

9. Chalk Line from London,

10. Clay Line from Fowey, Eng.,

11. Clyde-Santo Domingo Line from Santo
Domingo.

12. Cunard Line to Liverpool,!

13. Eastern Steamship Corporation, Interna-
tional Line to St. John, N. B.,i

14. Eastern Steamship Corporation, Yar-
mouth Line to Yarmouth, N. S. i

15. Federal & Shire Line from New Zealand
and Australia.

16. German & Australian Line from Aus-
tralia.

17. Hamburg-American Line to Hamburg, i

18. Havana Line to Havana,

19. Holland-America Line from Rotterdam

20. Houston Line from South American
ports.

21. Italian Lines to the Mediterranean, i

22. Leyland Line to Liverpool, ^ .

23. Leyland Line to Manchester, .

24. Leyland & Wilson's & Furness-Leyland
Line to London.

25. Munson Line from Cuban ports,

26. Norton Line from South American ports

27. North German Lloyd Line from Bremen,

28. Plant Line to Halifax, N. S.,i

29. Porto Rico Line from Porto Rico, .

30. Red Star Line from Antwerp, i

31. Russian-American Line from IAbau,i

32. Scandinavian-American Line to Copen-
hagen.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

American Sugar Refining Company,
South Boston.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

New York, New Haven & Hartford
Railroad terminal. South Boston.

National Docks and Storage Ware-
house Company, East Boston.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Hoosao terminal and the Boston &
Maine Railroad terminal, Charles-
town, and the Boston & Albany,
East Boston.

Boston & Albany Railroad terminal.
East Boston.

Central Wharf, Atlantic Avenue, city
proper.

Central Wharf, Atlantic Avenue, city
proper.

Boston & Albany Railroad terminal.
East Boston.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Commonwealth Pier No. 5, South
Boston.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

National Docks and Storage Ware-
house Company, East Boston.

Boston & Albany Railroad terminal.
East Boston.

Boston & Albany Railroad terminal.
East Boston.

Boston & Albany Railroad terminal,
East Boston.

Hoosao terminal of Boston & Maine
Railroad, Charlestown.

American Sugar Refining Company,
South Boston.

National Docks and Storage Ware-
house Company, East Boston.

Boston & Albany Railroad terminal.
East Boston.

Commercial Wharf, Atlantic Avenue,
city proper.

American Sugar Refining Company,
South Boston.

Hoosac terminal of Boston & Maine
Railroad, Charlestown.

Mystic terminal of Boston & Maine
Railroad, Charlestown.

Hoosac terminal of Boston & Maine
Railroad, Charlestown.

22

22

149

177

5

2

24

13

24

23

5

36

20

26

26

1

14

67

5

20

1

27

! Sixteen of the lines in the foreign trade carry passengers as well as freight.
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In the Foreign Trade — 40 Lines — Concluded.

Lines and Service.
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Harbor Excursion Lines.

In addition to the lines mentioned above, there are the follow-

ing summer lines operated to points in the harbor or the bay :

—

Bass Point and Nabant Line, Otis Wharf, Atlantic Avenue, city proper.

Cape Cod Steamship Company, Bay Line Wharf, Atlantic Avenue, city

proper.

Nantasket Steamship Company, Rowes Wharf, Atlantic Avenue, city

proper.

Services by Ports.

In the Foreign Trade.

Between Boston and —
Sailings for Year ending

novembeb, 1914.

To Boston.
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In the Coastwise Trade.

Besween Boston and —
Sailings for Year ending

November, 1914.

To Boston.
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2. American & Cuban Line from Cuban Ports (7 Boats) — 8 Sailings.
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S. American Indian Line from Calcutta and East Indies (4^ Boats)

— 44 Sailings— Concluded.



1915. APPENDIX. 183

6. American & Oriental Line from China and Japart {25 Boats)

SO Sailings.
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8. Barber Line from South America (9 Boats) — IB
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11. Clyde-Santo Domingo Line from Sanio Domingo (7 Boats)

8 Sailings.



186 DIRECTORS OF THE PORT OF BOSTON. [Jan.

15. Federal & Shire Line from New Zealand and Australia {5 Boats) —
5 Sailings.



1915.] APPENDIX. 187

18. Havana Line to Havana {11 Boats)
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21. Italian Lines to the Mediterranean (3 Boats) — 5 Sailings.
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25. Munson Line /
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27. North German Lloyd Line from Bremen {9 Boats) — 14 Sailiiigs.

(Service interrupted in August by war in Europe.)

Steamer.

Brandenburg (Ger.),

Breslau (Ger.), .

Cassel (Ger.), .

Frankfurt (Ger.),

Hannover (Ger.),

Koln (Ger.),

Kronprinzessin Cecilie (Ger.),

Willehad (Ger.),

Wittekind (Ger.),

Trip.
Length
(Feet).

429.3

429.3

428.1

429.0

429.1

428.9

685.4

383.4

383.4

Breadth
(Feet).

54.3

54.3

54.3

54.3

54

54.3

72.2

46,0

46.0

Depth
(Feet).

39.6

39.6

39.7

39.4

39.5

39.4

40.5

27.2

27.2

Tonnage.

Gross.

7,532

7,524

7,642

7,431

7,305

7,409

19,503

4,761

4,640

28. Plant Line to Halifax, N. S. (3 Boats) — 67 Sailings.

A. W. Perry (Br.), .
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Scandinavian-American Line to Copenhagen {15 Boats)

27 Sailings.
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84' Sweden-Norway Line from Gothenburg and Christiania (7 Boats) —
11 Sailings.
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36. United Fruit'Line from West Indies {22 Boats) — 90 Sailings

— Concluded.
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In the Coastwise Tkade — 16 Lines.

1. American-Hawaiian Line to Pacific Coast Ports (6 Boats) —
7 Sailings.

{Service interrupted— March to September— hy Mexican Revolutions.)
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6. Eastern Sieamship Corporation, Iniernaiionai Line to State of Maine

Ports {4 Boats) — 149 Sailings.
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IL Lynn & Boston Line to Lynn, Mass. (2 Boats) — 312 Sailings.



1915. APPENDIX. 197

16. Savannah Line to Savannah, Ga. (5 Boats) — 111 Sailings.
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Boston Harbor, rates of pilotage,

Boston Harbor, tides, high and low,

Boston Harbor, tides, high and low, table,

Boston Harbor, wharf and pier frontage, below bridges,

Boston Harbor, wind diagram, ....
Boston Harbor, wind diagram (chart), .
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June 30, 1914; letter from United States engineer officer,

Boston & Albany Railroad, agreement relative to lightering grain,

Boston & Albany Railroad terminal. East Boston, statistics,

Boston & Maine Railroad, agreement relative to lightering grain,

Boston & Maine Railroad, Hoosac terminal, statistics,

Boston & Maine Railroad, Mystic terminal, statistics,

Boston's handicap in the differential rate, ....
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nding

57

59

56

92

144

176

161

162

50

163

164

127

95

168

96

168

168

56

Canals:—
Erie Canal, . . . . . - .

Panama Canal,

Panama and other canals, ....
Commercial Point, Dorchester Bay, expenditures.

Commission houses, importing and exporting, .

Commonwealth Flats at East Boston,

Commonwealth Flats at South Boston, .

Commonwealth Flats at South Boston, experts' valuation, 1896,

Commonwealth Flats at South Boston (plan), .

Commonwealth Flats Improvement Fund,

Commonwealth Pier No. 1 (Eastern Railroad Pier), .

Commonwealth Pier No. 1 , agreement with North German Lloyd Steamship

Company m re docking "'Kronprinzessin Cecilie,"

Commonwealth Pier No. 1, report of chief engineer, ....
Commonwealth Pier No. 5:—

Agreement with Hamburg-American Line in re docking steamships.

Annual charges, estimated, ....
Annual cost, subsidy table, . .

Cost, .

Cost and present value, resources of Commonwealth,
Income, . . .

Maintenance and repair charges in H. P. Converse & Co.'s estimate for

work,...........

66

66

14

. 143

70

49

46

48

facing 48

138

42

124

97

137

28

20

29

25

130
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elative to break-

Commonwealth Pier No. 5— Concluded.

Monumental r. utility construction,......
Number of passengers and tons of freight handled during the year,

Report of chief engineer, ....
Revenue from freight, passengers and other sources.

Revenue from use during the year, .

Wharfage rates, ......
Commonwealth Pier No. 6: —

Agreement with Boston Fish Market Corporation r

water,.......
Annual charges, estimated, ....
Annual cost, subsidy table, ....
Cost and present value, resources of Commonwealth,
Report of chief engineer, ....

Commonwealth piers, agreement with Boston & Albany Railroad

lightering grain.

Commonwealth piers, agreement with Boston & Maine Railroad

lightering grain, .....
Commonwealth piers. East Boston, statistics, .

Commonwealth piers. South Boston, statistics,

Commonwealth Terminal. (<See Commonwealth Pier No.

Construction and operation of piers in various cities.

Contracts awarded and in force during the year.

Control over waterfront property, .

Customs duties collected at Boston, statistics,

Customs duties, percentages collected at other ports

United States ports, statistics,

•5-)

with relation to total at

Development of Port of Boston Loan Fund,

Differential rate, Boston's handicap,

Draw openings in bridges, widths, .

Dredging, cost of, ....
Dredging, log of dredges on work of directors (chart)

Dredging minor channels, report of chief engineer.

Dredging, port of Boston,

Dredging record by contracts.

Dredging record for each dredge,

Drj' dock, ......
Annual cost (estimated) subsidy table.

Cost and present value, resources of Commonwealth,
Expenditures (see Development of Port of Boston Loan Fund, Dry

Dock), ....
Report of chief engineer.

Dry dock at Boston, statistics,

Dr>' docks, marine railwaj^s and wharves used for shipbuilding, repairing, etc.

Duty of the future, . . . . . . .

East Boston: —
Commonwealth Flats, .......
East Boston Flats, report of chief engineer.

Eastern Railroad Pier (Commonwealth Pier No. 1), .

Expenditures (see Development of Port of Boston Loan Fund)

,

Land holdings, ........
Cost and present value, resources of Commonwealth,

Takings, annual cost, subsidy table, ....

8

135

108

136

133

133
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PAGE
Eastern Railroad Pier, .......... 42

Annual cost, subsidj- table, ........ 28

Cost and present value, resources of Commonwealth, . . . 29

Employment:—
Special and consulting services, ....... 147

Total number of employees in various departments per month (chart), 155

Total of salaries paid to employees in various departments per month
(chart), 156

Total of salaries paid to directors and employees per month, including

special services (chart),........ 157

Entrances and clearances at Boston, comparison, statistics, . . . 171

Erie Canal, 66

Expenditures (see Statement of Port Funds), ...... 160

Expenses of Directors of Port of Boston, ...... 140

Exports, grain, at Boston, statistics, ....... 173

Exports, principal commodities, value for 1913 (chart), .... 160

Exports and imports at Boston, statistics, . . . . .172
Exports and imports, domestic and foreign, value of (August-November,

1913, 1914), 105

Exports and imports, value for twenty-eight years (chart), . . . 158

Fish piei. (See Commonwealth Pier No. 6.)

Fish pier, trolley freight and market,

Fish pier and proposed market in South Boston,

Floating grain elevator, report of chief engineer.

Frontages practicallj' undeveloped,

14

37

123

General, .......
General, report of chief engineer.

Grain elevator, report of chief engineer, .

Grain elevator, floating, report of chief engineer.

Grain elevators at Boston, statistics.

Grain exports at Boston, statistics,

Grain exports at Boston, statistics (chart).

15

126

114

123

169

173

174

Hamburg-American Line, agreement in re docking steamships at Common
wealth Pier No. 5, .....

Harbor Compensation Fund, income of, .

Hearings, public, .

Importing and exporting commission houses.

Imports, principal commodities, value for 1913 (chart).

Imports and exports at Boston, statistics.

Imports and exports, domestic and foreign, value of (August-November
1913, 1914),

Imports and exports, value for twentj'-eight year.s (chart),

Introduction, ........

97

140

65

70

159

172

105

158

16

Junction railroad, report of chief engineer, 118

Land holdings :
—

Commonwealth Flats at East Boston,

Commonwealth Flats at South Boston,

East Boston,......
South Boston, .....
Under control of Directors of Port of Boston,

49

46

11

10

46
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Liceiirics granted during the year, .....
Lightering grain, agreement with Boston & All>any Railroad,

Lightering grain, agreement with Boston & Maine Railroad,

PAGE
88

95

96

Minor channels, dredging, report of chief engineer,

Miscellaneous permits granted during the year.

Mystic River channel near Maiden bridge.

119

90

71

Ne\ York, New Haven & Hartford Railroad terminal. South Boston,

statistics, . . . . . . . . . 169

New steamship lines at Boston, ......
North German Lloyd Steamship Company, agreement in re docking '

prinzessin Cecilie" at Commonwealth Pier No. 1,

Panama Canal, .....
Panama and other canals,

Passenger business, transatlantic, at Boston, statistics,

Permits granted during the year,

Pier rentals in Boston and other cities.

Piers, construction and operation in various cities.

Piers, privately owned, statistics, .

Plan of South Boston Flats, .

Port funds, . . . . .

Port of Boston :
—

Dredging, .....
Publicity, .....
Publicity Bureau, ....
Resources of Commonwealth, .

Subsidy, .....
Port of Boston Fund, . .

Public hearings, . . . .

Publicity Bureau, ....
Publicity, port of Boston,

Railroad freight yard. South Boston Flats, report of chief engineer,

Rates of pilotage in Boston Harbor,

Recapitulation of fimds, . .

Rent roll, ......
Repairs to bulkhead. South Boston Flats, report of chief engineer.

Report of chief engineer, ....
Report of clerk of the Board,

Rivers, estuaries and tidal inlets of Boston Harbor,

Salaries paid to employees (charts).

Shipping, tonnage entering Boston, statistics, .

South Bay, .......
South Boston:

—

Commonwealth Flats, ....
Commonwealth Flats, experts' valuation, 1896,

Commonwealth Flats (plan), .

Development of the South Boston Flats, report of chief engineer.

Expenditures (see Development of Port of Boston Loan Fund),

Fish pier, trolley freight and market, ....
Fish pier and proposed market,

Grain elevator, report of chief engineer.

Kron-

72

98

14

175

90

59

63

169

facing 48

138

43

13, 144

64

29

13

141

65

64

13, 144

113

176

145

102

113

106

87

53

156, 157

. 170

14

46

48

facing 48

117

142

14

37

114
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South Boston

—

-Concluded.

Land holdings, ......
Repairs to bulkhead, report of chief engineer,

Special and consulting services, ....
Statistics, ........
Steamship lines (new) at Boston, ....
Steamship lines at the port of Boston, statistics: —

Berths and sailings, ........
Services by lines:—

Register of vessels, with dimensions and tonnage,

Services by ports, .........
Subsidy, port of Boston, ........
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vSubsidy v. extending public credit,.......
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Tides, High and Low, Boston Harbor,

Tides, High and Low, Boston Harbor, table.

Tonnage of shipping entering Boston, statistics,

Town River, Quincy, .....
Transatlantic passenger business at Boston, statistics,

10

113

147

67-180

72

177

180

179

13

28

7

7

13.54

82

161

162

170

139

175

United States work done by government in Boston Harbor; letter of United

States engineer officer, ....... 127

Viaduct, report of chief engineer, 112

Water-front property, control over, .......
Water-front property, taxation of, .......
Wharf and pier frontage of Boston Harbor, below bridges,

I. Wharves developed so as to be available for large vessels in

foreign commerce, ........
II. Wharves developed so as to be suitable for smaller vessels, more

particularly coastwise commerce, ......
III. Dry docks, marine railways and wharves used for shipbuilding,

repairing, etc., .........
IV. Wharves or areas developed for public recreation purposes or as

landings for yachts, ........
V. Frontages practically undeveloped, ......

Widths of draw openings in bridges, . . . . . ...
Wind diagram for Boston Harbor, ........
Wind diagram for Boston Harbor (chart), ......
WoUaston channel, ..........
Wrecks and obstructions, ....... . . 15

12

82

50

51

51

53

165

163

164

139^

,
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