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DESCRIPTION ' 

CONDITION CHECK ONE CHECK ONE 

—EXCELLENT X DETERIORATED X_UNALTERED X_ORIGINAL SITE 

—GOOD —RUINS ALTERED —MOVED DATE 

—FAIR —UNEXPOSED 

DESCRIBETHE PRESENTAND ORIGINAL (IF KNOWN) PHYSICAL APPEARANCE 

In 1909-1910, when the P.B.& C. changed from the AC power 
system, i t constructed a new depot/substation to replace the 
" o r i g i n a l " b u i l d i n g s . The new s t r u c t u r e , ITS S t a t i o n #572, was 
b u i l t to standard McKinley Lines b l u e p r i n t s . (Note: See ITS 
E l k h a r t Depot/Substation drawings f o r s i m i l a r a r c h i t e c t u r a l 
d e t a i l s — I T S / I T C Mackinaw Depot F l o o r Plans.) The S p a n i s h - s t y l e 
T r a c t i o n depot/substation was constructed of red b r i c k , p i t c h -
faced, nine courses high around the base of the b u i l d i n g , b u f f 
b r i c k w a l l s to the roof l i n e , and red Spanish t i l e (Ludowici) 
hip r oof. To support the weight of the r o o f , s t e e l t r u s s e s were 
u t i l i z e d i n the roof s t r u c t u r e s . The Mackinaw Depot/Substation 
(27' X 93') c o n s i s t e d of a w a i t i n g roomticket o f f i c e (25'3" x 
16'6"); a machinery room or s u b s t a t i o n (53'4" x 25'3"); a f r e i g h t 
room (18' x 24'); and a lineman's room (7'3" x 24'). The machinery 
room (substation) i n c l u d i n g the tower contained a General E l e c t r i c 
500 k i l o w a t t s i x - r i n g r o t a r y DC converter w i t h three Westinghouse 
transformers w i t h a primary f i e l d of 33,000 v o l t s and a secondary 
f i e l d of 443 v o l t s each. The e n t i r e depot/substation contained 
2396 square f e e t of space. The i n t e r i o r w a l l s were l a t h and 
p l a s t e r except f o r the f r e i g h t and lineman's rooms which were 
of b r i c k . The b u i l d i n g was amply i l l u m i n a t e d w i t h standard 
wooden casement windows some of which were replaced i n the 
machinery (substation) area w i t h louvers f o r b e t t e r c i r c u l a t i o n 
around the e l e c t r i c a l equipment at a l a t e r date. The machinery 
tower contained c i r c u l a r p o r t s (2'4" diameter) to a l l o w f o r 
entrance and e x i t of the i n t e r - u r b a n power supply w i r e s . E l e c t r i c i t y 
f o r the depot proper was wired through conduits. Heat f o r the 
depot was provided from coal/wood stoves. The f l o o r s of the 
s t r u c t u r e were made of f i v e i n c h concrete. On the t r a c k s i d e of 
the s t r u c t u r e there was a 11' x 109' passenger p l a t f o r m (north 
s i d e ) . On the east end and southeast corner there was a concrete 
f r e i g h t p l a t f o r m s e r v i n g the f r e i g h t room, lineman's room and 
the Mackinaw s t a t i o n t r a c k . The name of the depot, "Mackinaw," 
was prominently d i s p l a y e d on the east and west ends of the 
b u i l d i n g as w e l l as i n the center of the machinery (substation) 
tower on the t r a c k s i d e (north). To the rear of the depot (south) 
was l o c a t e d Mackinaw s i d i n g t r a c k some f i v e hundred f i f t y f e e t 
long w i t h a c a p a c i t y of ten c a r s . This t r a c k connected w i t h the 
main t r a c k j u s t to the east of the depot. 
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STATEMENT OF SIGNIFICANCE 

ITS/ITC - MACKINAW DEPOT PRESERVATION PROJECT 

The I l l i n o i s T r a c t i o n System ( I T S ) / I l l i n o i s Terminal R a i l r o a d 
Company (ITC), which was a five-hundred f i f t y route mile e l e c t r i c a l l y 
operated i n t e r u r b a n , constructed a l a r g e b r i c k depot/substation 
l o c a t e d at Mackinaw, I l l i n o i s . The depot/substation i s one of a 
few s u r v i v i n g examples of ITS/ITC (McKinley System) Spanish S t y l e 
a r c h i t e c t u r e i n I l l i n o i s . I t was constructed i n 1909-1910 and 
u t i l i z e d by the ITS/ITC from 1910 to 1953 as a passenger-freight 
agency s t a t i o n . A s u b s i d i a r y , the I l l i n o i s Power and L i g h t Company, 
from 1927 to 1955, used i t as an e l e c t r i c a l s u b s t a t i o n f o r con­
v e r s i o n of a l t e r n a t i n g current (AC) to d i r e c t c u r r e n t (DC) which 
supplie d power f o r oper a t i o n of the i n t e r u r b a n on th a t s e c t i o n of 
the system. Personnel operating the depot/substation were r e s p o n s i b l e 
as w e l l f o r neighboring i n t e r u r b a n p r o p e r t i e s at the Gravel P i t , 
Cash S i d i n g , and Evan's P i t to the West and P o r t e r S i d i n g t o the 
East. Seven-tenths of a mile west of the Mackinaw Depot, the 
ITS/ITC l i n e from Bloomington t o P e o r i a connected w i t h i t s l i n e 
to L i n c o l n , S p r i n g f i e l d , and St. Louis. At that l o c a t i o n , c a l l e d 
Mackinaw J u n c t i o n , o f f i c e s were b u i l t f o r a d i s p a t c h e r and super­
intendent to operate the Northern D i v i s i o n of the ITS/ITC. While 
the successor r a i l r o a d c o r p o r a t i o n u t i l i z e d the P e o r i a - L i n c o l n -
S p r i n g f i e l d segment u n t i l October of 1977, a l l of the Mackinaw 
Ju n c t i o n b u i l d i n g s have been t o r n down. Hence, the Mackinaw depot 
becomes s i g n i f i c a n t as a remarkable example of the i n t e r u r b a n 
p e r i o d of our l o c a l , s t a t e and n a t i o n a l development. The Mackinaw 
ITS/ITC depot/substation i s a p r i s t i n e s u r v i v o r of W i l l i a m B. 
McKinely's I l l i n o i s T r a c t i o n System and i t s successor c o r p o r a t i o n , 
the I l l i n o i s Terminal R a i l r o a d Company. The i n t e r u r b a n , the 
b u i l d i n g , and i t s personnel c o n t r i b u t e d to the development of 
Mackinaw, Taxewell County, and c e n t r a l I l l i n o i s , as w e l l as the 
na t i o n . The ITS/ITC provided t r a n s p o r t a t i o n , employment, i n d u s t r y , 
and e l e c t r i c i t y f o r the l o c a l area. While a few other examples 
of t h i s a r c h i t e c t u r a l s t y l e s u r v i v e i n the s t a t e , the Mackinaw 
Depot i s the l e a s t a l t e r e d from i t s primary f u n c t i o n as an i n t e r ­
urban depot/substation; and, deserves and needs r e c o g n i t i o n as 
a N a t i o n a l H i s t o r i c a l Place i n order to guarantee i t s p r e s e r v a t i o n 
and s u r v i v a l f o r fut u r e generations. 
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As the designated State Historic Preservation Officer for the National Historic Preservation Act of 1966 (Public Law 89-665) , I 
hereby nominate this property for inclusion in the National Register and certify that it has been evaluated according to the 
criteria and procedures set forth by the National Park Service. 
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DESCRIPTION OF PRESENT PHYSICAL CONDITION OF THE I L L I N O I S TERMINAL 
DEPOT, MACKINAW, I L L I N O I S 

INTERIOR 

Doors and Windows: I n t e r m i t t e n t d e t e r i o r a t i o n ranging from p a r t s 
t o t a l l y i n t a c t to absolute r o t t i n g of wood. 
I n t e r i o r Walls: P l a s t e r f a l l i n g i n spots. 
F l o o r s ; Baggage room f l o o r - d i f f i c u l t to determine c o n d i t i o n due 
to snow cover from holes i n roof at the time the i n s p e c t i o n was 
made. Machinery room and t i c k e t - w a i t i n g room area - the f l o o r 
appears to be s t r u c t u r a l l y i n t a c t . 
Wainscoating and O r i g i n a l T i c k e t Counter: Could be r e s t o r e d . 

EXTERIOR 

Brickwork: Needs major r e p a i r s or replacement i n spots. 
G u t t e r i n g : Needs to be r e p a i r e d . The g u t t e r i n g i s galvanized 
and i n remarkable shape c o n s i d e r i n g the age of the b u i l d i n g . 
S o f f i t : Rotted, needs replacement. 
Braces on roof l i n e : Need replacement or r e p a i r . 
Roof: Roof over baggage area i s about 4 0% damaged. Roof 
d i r e c t l y over w a i t i n g room area i s about 2 0% damaged. 
Loading Dock: Concrete d e t e r i o r a t e d ; f r o s t damage. 
S t a t i o n P l a t f o r m ; S a t i s f a c t o r y c o n d i t i o n c o n s i d e r i n g age. 

Photographs of i n t e r i o r and e x t e r i o r of the depot r e v e a l d e t a i l e d 
explanation of the b u i l d i n g ' s d e t e r i o r a t i o n and the l o c a t i o n of 
th a t d e t e r i o r a t i o n . 
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The r e a l e s t a t e s i t u a t e d i n the County of Tazewell, State of 
I l l i n o i s and described as f o l l o w s , t o - w i t : 

Beginning at a po i n t 11.9 f e e t south of (measured at r i g h t 
angles to) the center l i n e of the s i n g l e main t r a c k of Grantor, 
as s a i d t r a c k i s now loc a t e d and constructed over and across the 
Northwest Quarter of the Northwest Quarter of Section 17, Town­
ship 24 North, Range 2 West of the Thi r d P r i n c i p a l M e r idian, 
Tazewell County, I l l i n o i s , s a i d p o i n t being 1110.9 fe e t East, 
measured along the center l i n e of sa i d main t r a c k , from the 
i n t e r s e c t i o n of s a i d center l i n e w i t h the West l i n e of s a i d 
Northwest Quarter of the Northwest Quarter of sa i d S e c tion 17; 
thence South at r i g h t angles to s a i d center l i n e of sa i d t r a c k 
30.5 f e e t ; thence West at r i g h t angles 99.3 f e e t ; thence North 
at r i g h t angles 30.5 f e e t ; thence East, p a r a l l e l to and 11.9 
fe e t South o f , s a i d center l i n e of s a i d Track (measured at r i g h t 
angles thereto) a di s t a n c e of 9913 fee t to p o i n t of beginning. 

Containing s i x t y - n i n e thousandths (.069) of an acre, 
more or l e s s ; a l l s i t u a t e d i n sa i d County of Tazewell, State 
of I l l i n o i s . 
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BOX 534 
MACKINAW, ILLINOIS 61755 

Honorable Adlai Stevenson I I I 
United States Senate 
Senate Office Building 
Washington, D.C. 205IO 

Dear Senator Stevenson; 

October 20, I978 

Subject: I l l i n o i s Traction System Depot. Kackinaw. I l l i n o i s  
Historic Site Designation 

Our depot has been nominated as a National Historic Site. We are 
anxiously awaiting the news that we have been entered on the National 
Register. I t i s our understanding that your office w i l l be notified 
approximately a month before we are notified. We would appreciate 
i t greatly i f you could l e t us know when you receive your notification 
thus saving us an additional month of suspense. 

Thank you for your cooperation i n this matter. 

Sincerely, 

4 
Corresponding Secretary 

BOIMiii yOuliOl l i . . 





NOV 9 W 

QlCwicb ^ictie^ ^^ertaie 
Offics of Swulor Slwtflaon 
456 Old SflMto OMn BuiMing 
WasMî tpa. fi-C 2051O 

ATTH: LYNNGLMW 

Respectfully referred to: 

or: 

Congr^sional Liaison Office 
Department of the Interior 

Jnterijor Building 
fj^ashif^ton, D.C. 20240 

4 > 

Because of the desire of this office to be 

responsive to a l l inquiries and communications, 

your consideration of the attached i s 

requested. Your findings and views, in 

duplicate form, along with return of the 

enclosure, w i l l be appreciated by 

U.S.S. 

Form #2 



MOV 14 

^Cmicb ^ictie& Senate 

OffiM of Sttilar ^ W M W - >.., '7;̂  

Washmgloii. O.GL » » ) 

Arm: LYNinajuiK 
Respectfully referred to: 

C o n g r e s s i o n a l L i a i s o n O f f i c e 
Depar tment o f the I n t e r i o r 
I n t e r i o r B u i l d i n g 
W a s h i n g t o n , D . C . 20240 

Because of the desire of this office to be 

responsive to a l l inquiries and communications, 

your consideration of the attached is 

requested. Your findings and views, in 

duplicate form, along with return of the 

enclosure, will be appreciated by 

U.S.S. 

Form #2 



TELEPHONE REPORT 
OFFICE OF ARCHEOLOGY AND HISTORIC PRESERVATION 

PROJECT: / / j f/tiJlj^ 

To/F^/^^ ^ i ^ j ^ ^ DATE: / / / Z ^ / ? ^ 

ADDRESS: ( ^-Ifi^ PHONE: 

STAFF MEMBER: yi/f^l^ DIVISION: p^fi^ 

^Lt^iL ^ ^^uJ?iMtt^ /ryuxdhnMy ^^^^^ 



EHTRIES IW THE fOiTKMKL REGISTER 

STATE ILLIMOIS 

Date Entered NOV . ,978 

Maae 

Illinois Traction System Maekinsw Dspot 

Bown, Jossph T.» Country Club 

Lyons Township Hsll 

Dsnvills Public Library 

Grigss, Clark R., Bouse 

Location 

Mackinaw 
Tazewell County 

Waukegan 
Lake County 

LaGrange 
Cook County 

Danville 

Vendlion County 

Urbana 
Champaign County 

Also Notified 
Honorable Adlai E. Stevenson 

Honorable Charles H. Percy 
Honorable Robert H. Michel 
Honorable Robert McClory 
Honorable Edward J. Derwlnski 
Honorable George E. Shipley 
Honorable Edward R. Madigan 

State Historic Preservation Officer 
Mr. David Kenney 
Director, Department of Conservation 
602 State Office Building 
400 South Spring Street 
Springfield, Illinois 62706 

NR Byers/bjr 12/13/78 



B(morabla Adlai Stevenson 
QEoited States Senate 
456 Old Senate Offiee Building 
Washington, D.C. 20510 

Dear Senator Stevenson: 

1v( 

J 

Thank you for your Inqviiriea of SoveaiMbr 9, aad 14, 1978, on behalf 
of Ms. Geraldine E. Kaffziger conceming the aominatiea ef the 
TTijt««<<ff fr*<̂ *'<«« Sywtan Dffipo*-, Wîf;]r4w«i»̂  Tllinois^ Co the Hatienal 
Segister of Historic Places. 

We are pleased to inform you that the Illinois Traction System 
Depot was entered in the National Begister on Severer 30, 1978. 

If I can be of further assistaaee pl«ise do net hesitate te let 
me know. 

Sincerely, 

Cary R. Catron 
Assistant to che Secretary 
and Director ef Gongreseioaal 
and Legislative Affaire 

cc: Mr. David Kenney 
Director 
Department of Conservation 
60ft State Office Building 
400 South Spring Street 
Springfield, I l l i n o i s 62706 

bcc: Secretary's File 
Secretary's Reading File (2) 
FW / ES 
Director's Reading File 
Associate Director, Connally 
Chief, OAHP / FHR-Lumpkin / FHR-CL 

FHR:B Frandsen:lw:343-6401:11-30-78 
/ CL / NR / BOR's - 44978 and 44973 

BASIC FILE RETAINED IN NR 
TAZWELL COUNTY, 111, 



Wot afi ' - l l iated v i th tho 
Illin.ote Tornlnal ruiilroac; Coapâ xv 

HISTORICAL RESKRCH PROJECT 

ITEM #8 - PART II 

THE ILLINOIS TRACTION SYSTEM: 

A BRIEF HISTORY* 

y^^^l>.\im;r^ 

(ilium:, -nmKM, 

BY 

. A. Gi l l Siepert 
Assistant Professcr of History 
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For forty-six years, the electric interurban rumbled past the Mackinav/, Illinois 

depot. Today, only automobiles travel there while the Traction's still-operating 

descendant travels a block to the south using the trackage of the old Vandalia (PRR) 

which the existing Illinois Terminal Railroad now ovms. 

The Illinois Traction System (ITS), or simply "the Traction" as i t was called by 

many, was built during the boom decade, 1900 thru 1910, of interurban construction in 

the United States. Electric interurban service on the ITS ending in 1955, long after 

most similar companies had been abandoned. 

The Traction had the distinction of being the largest (in mileage) and the longest 

(in mainline) interurban to operate under one management in the State of Illinois. It 

survived longer than most because i t very early diversified its business into freight 

of all kinds which enabled i t to remain solvent through several troubled periods as 

passenger revenues declined in the face of paved highways and the automobile. 

The Traction's route southward through Mackinaw Junction to Springfield v/as more 

direct than competing steam railroads principally the Illinois Central and the Chicago, 

Peoria and St. Louis and offered better service out of Peoria. Good management 

capitalized on the advantage. The Traction developed and encouraged on-line industry 

to build up its freight business (e.g. sand, gravel, coal and grain). The Traction 

constructed "belt lines" around most major cities v̂ 'hich provided for easy entrance and 

exit without vehicular competition from running on city streets (like in Morton). The 

construction of a high-speed entrance into St. Louis made the Traction competitive with 

the steam passenger trains and the paved, all-weather road .system in that part of the 

State. 

Basically, the interurban thrived due to a need for short-distance intercity travel 

As technolony was changedj many railroad companies went into bankruptcy. Like the 

long-haul steam railroad passenger trains the electric interurban was a victim. The 

forner was a victim of the airplane and the inter.state highway; the latter (electric) 

was a victim of Illinois' pioneering in paved highways. For example, by 1926, of the 
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550 miles of mainline ITS track, approximately 515 miles were paral leled by hard-

surface highways. 

The developm.ent and construction of the Traction was very much the product of 

i t s founder, William Brown McKinley. In a rapidly developing career, he went from 

the farm into banking and investments, e lec t r ic u t i l i t i e s , street railv/ays and 

interurbans to Congressmen and f ina l l y United States Senator from I l l i n o i s . 

William B. fIcKinley was born in Petersburg, n i i n o i s , on September 5, 1856. 

1/hen his family moved to Ch'am.paign, he attended public school and la ter spent two 

years at the University of I l l i n o i s . At sixteen he went to work in a drug store in 

Springf ield, He entered intc his uncle's business, a farm mortgage brokerage, at 

Champaign. Eventually, he became a partner and then the entire business passed to 

him. By 1855 he had entered public u t i l i t i e s by building a water v;orks treatment 

f a c i l i t y ' f o r the Champaign-Urbana area. 

The Urbana and Champaign horse-drawn street railway was absorbed by McKinley in 

1890 and the following year he e lec t r i f i ed that system. In 1899 McKinley expanded 

his e lectr ic u t i l i t y holdings again by purchasing the Danville Street Railway. From 

these small l i nes , William McKinley than developed the e lec t r ic system, known in the 

beginning as t.he "McKinley Lines," between 1900 and •'911. 

The e lect r ic interurbrxn was not hcKinley's only interest. He WaS described as a 

"I'^fe-long Republican wlio consistGnlily adliared to tha major pr inciples of his party . . 

Ke served as a trustee of tiie Un1ver; ]ty of r i l i iu. ' is from 1..^02-190J. Citizei-.s of 

Champaign-iii^bsiiih area olecL.ed hirn l:o represent them in the House of Representatives in 

Congress from 1905 to 1913 and agai.'; from 1916 to 1921. In 1920^ after a hotly con­

tested race> Hiniai i i '6. McKlriley v.'as selected lO ? term 1n the Unifc'id States Senate. 

He served in a l l of tne:̂ G public ofvices. concuri ^ntly contvoll ing l i is public u t i l i t y 

and interurban em.p1 res unt i l his daot'i on Decepiber 7, 1926. 

At the turn of the present century, "trust-bu.sting" became pol i t ical l .v strong. 

Partly for this reason, tfie founder of the Traction scight to develop his street 
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railv/ay and interurban holdings under separa.te corporate identities to forestall any 

"trust-busting." This practice also limited the liability for such speculative enter­

prises. Most competing steam railroads were already well established and the autom.o-

bile was in its infancy. Building electric railways was risky and costly. By creating 

separate corporation to build the interurban, the hazards were far less formidable. 

The coming of tiie interurban to Morton was a part of the whole Traction network. 

The "McKinley Lines" began in Danville vnth the incorporation of the Danville, Paxton 

and Northern Railroad (D.P.fr N.) on December 2, 1899. The line operated between 

Danville and Westville, located to the south. 

Encouraged by the success of this operation, the Danville, Urbana and Champaign 

Railroad (D.U.C.) was incorporated and opened between Champaign and St. Joseph in 1902 

with the remainder between St. Joseph and Danville being completed in 1903. This 

company also extended the Danville-Westvllle lina to Georgetown further south. 

Early in 1903, the McKinley associates organized the Illinois Central Traction 

Company (ICT) to buHd betv/cen Decatur and Springfield. The St. Louis and Springfield 

Railway (St.L.?! SP.) I'as ir.ccrpar-ited in 1903 to build between Springfield and Carlin­

ville to the south. Thp.̂ ê two segments were opened in 1904. In May, 1904, all of the 

McKinley interests v̂ ere placed in control of, and operated by, a holding company called 

the II11 non; Tractlcin Cor-pany, 

Construction .south of Ctti'lInvHle towards Edwardsville, Granite City and St. 

Louis was begun, but avi completed by the St.. Louis and Staunton Railway until 1905-

1906. Operation to Gnvnite City and East St. Louis was accomplished by obtaining 

trackage rights, over another interurban company, the East St. Louis and Suburban. 

This service lasted four years. 

Recognizing the vnportapce of a di^-act St. Louis entry, a bridge was constructed 

by the Sl. Louis Electric Terminal Cornnaro/, a McKinley operation, cross the Missis­

sippi River at a cost of $4.5 million. The steel bridge was the only independently-

owned railroad bridge across ihe. Mississippi River. It was 2450 feet long and at its 



center was fifty feet above the high water mark. The bridge was dedicated on 

November 10, 1910. The Illinois Traction gained access to downtown St. Louis. In 

retrospect, this costly bridge proved to be extremely beneficial to the Traction's 

economic survival. 

In 1904, the McKinley interests purchased the Peoria Street Railway Company. 

This company operated Peoria's streetcar system of over fifty miles serving the city 

and its suburbs. Entrenched in Peoria, McKinley began discussion about a proposed 

electric line to connect with his interurban system which v/as being assembled between 

Danville, Springfield and St. Louis. 

To accomplish this proposal, the Chicago, Bloomington and Decatur P̂ ailway 

(C.B.?! D.) was incorporated in 1904 to build northward between Decatur and Chicago 

via Clinton and Bloomington. (The citizens of Clinton also had similar ideas but had 

been unable to adequately finance the proposed line until McKinley came along.) The 

C.B.f'. D. opened the section from Decatur to Clinton in 1905. 

Entry into Bloomington was accomplished by July 4, 1906. Operating into Bloom­

ington required negotiating from the City of Bloomington a franchise to utilize the 

city streets. The street trackage in Bloomington retarded easy movement through tov/n 

due to tight radius curves. The franchise also restricted speeds. All freight move­

ments were limited to the hours of 10 P.M. to 5 A.M. These arrangements \;ore not 

untypical, but Bloomington'.? regulations restricted its effective use for mainline 

passenger and freight trains. 

lo get around restrictive franchise agreements, the Traction constructed freight 

belt lines outside Springfield, Decatur-, Edv/ardsv1lle and Granite City* but not 

Bl oomi ngtot)̂  between 1905 and 1911. In sny event, th-ise restrictive factors partially 

led to the Bloomington line's abandonment effective on February 21.. 1953, just one 

year short of the original franchi£e f:;:pirat1on datf̂  of fifty years. 

The Springfield and Northeastern Traction Company (S.&. H.E.) was incorporated on 

April 27, 1906, to build from Springfield northv.-ard to Bloomington by v;ay of Lincoln, 



roughly paralleling the Chicago and Alton Railroad (and later U.S. 66/1-55). Work 

was started from Lincoln to Bloomington, with franchise agreem.ents negotiated at 

Atlanta, but that portion was never built, Lincoln developed an interurban outlet 

to the north when the Peorla, Lincoln and Springfield Traction Company (P.L.& S.) v/as 

begun in 1907. Service was opened from Lincoln to Mackinaw Junction in 1908. 

Construction of the P.B.&, C. in 1905 and 1907 preceded from Bloomington towards 

Peoria by way of Lilly and Mackinaw. In order to avoid steep grades to descend into 

the Mackinaw River Valley and because of the location of the Vandalia's trackage in 

tcwn, the Traction passed through the north edge of Mackinaw. Eventually a large, 

red-tiled, buff brick depot was located at Main Street. This building s t i l l stands 

today, and is the structure nominated for special consideration in this application. 

Heading down a 2.4 to 1.1% grade, the ITS crossed the Mackinaw River and pro­

ceeded up Herberger Hi l l . Of particular note was the practice of the P.B.?'. C. to 

name its "stops" for the adjoining property ov/ners. This particular P.B.?; C. right-

of-way v/as purchased from George Herberger for $650.00. "Herberger Stop" was located 

where the Traction right-of-v/ay crossed a public road now called Herberger Road. 

The designation of this stop v/as by two small signs approximately eight inches 

wide and 24 inches long with black lettering cn a white background with black trim 

around the edge. The signs were attached to one of the interurban line poles so that 

they could be read by approaching interurban trains from either direction. This pro­

cess of naming locations for adjunct property owners v/as continued all along the 

interurban. At the top of Herberger H i l l , the Traction passed by Clyde Siding and 

entered Allentown. From Allentown, the Traction proceeded v/estv/ard to Morton, East 

Peoria and Peoria. . ' 

Since the trains of tlie McKinley Lines v/ere designed tc be propelled electrically, 

design and construction usually followed the latest that the technology of the day had 

to offer. Up to the coiistrur.iicn of the lines north of Springfield and west of Bloom­

ington, the McKinley interests had chosen the standard low voltage direct current (DC) 

system. The interurban properties as well as the city street railways operated on 650 

volts DC. 
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In the later decades of the 19th Century, the Westinghouse Company had developed 

the high voltage, single phase, alternating current (AC) system. The McKinley manage­

ment decided to experiment with this system on its lines to be constructed v/est of 

Bloomington through Mackinaw and Morton to Peoria and on its line north of Springfield 

through Lincoln to Mackinaw Junction where connections were m.ade with the Peoria-

Bloomington lines. 

The value of this system v/as to be realized in better power distribution and 

lower cost of construction and operation. The Traction chose a 3300 volt, single 

phase, AC system with the power being generated in Peoria for the entire Northern 

Dvision of the railroad. 

Hopefully the A.C system was chosen to eliminate the costly direct current (DC) 

sub-stations located every eight to ten miles and for lessening of problems from 

voltage drop and power loss inherent with the DC system. 

This is not to say the AC system did not have its shortcomings. Because the 

Peoria, Bloomington and Springfield street railway systems all used 650 volts DC, 

the Traction had to purchase interurban cars and freight motors which could be operated 

on either AC or DC depending on the portion of the line they v/ere on at the time. 

The Traction wished to have access over the trackage of the street lines into 

the downtown parts of the cities. Upon entering the cities, the Motorman and Conduc­

tor v/ould have to change the operation from AC to DC and reverse the process upon 

leaving. The AC-DC equipment installed in special cars to operate on this part of 

the line, v/ere more costly to install and added a great deal of v/eight to the cars. 

The entire overhead system of the Peoria, Bloomington and Champaign Company, the 

Peoria, Lincoln and Springfield (Mackinaw Junction to Lincoln) and the Springfield 

and Northeastern (Lincoln to Springfield) were constructed to 3300 volts AC operation 

with 650 volts DC available for city street operation in Peoria, Bloomington and 

Springfield. The McKinley Lines operated with this dual system from 1906 to 1909. 

The Tl action's pov/er plant at Peoria provided the current for both AC and DC 

operations. The current was delivered to the railside by copper feeder wires which 



were attached to the line poles which paralleled tho interurban right-of-way. These 

line poles v/ere generally 40-50 foot northern \/h1te cedar or butt-treated western red 

cedar or ful ly creosoted yellow pine. The feeder wires would tap into the overhead 

trolley wire at regular intervals. The overhead trolley wire was suspended on brackets 

some 18-22 feet above the top of the rai l over the center of the track. 

Overhead v/ire distribution was found in tv/o types. One type was "Direct Suspension" 

system consisting of a single hard drawn cooper trolley wire supported at intervals of 

about 100 feet from either metal bracket arms mounted on the line pole or on insulated 

span wires suspended between poles mounted on cither side of the track. 

The other type cf overhead distribution system was called "Catenary". In this 

system, the trolley wire was suspended from a messenger wire by hangers of varying 

lengths. The messenger was hung betv/een bracket supports or on span wires as mentioned 

under the "Direction Suspension." "Catenary" was slightly more costly to install and 

to maintain but more economical to operate. Catenary was used through .Mackinaw. 

Power collection on most interurbans required the use of the trolley pole mounted 

on the top of the car on either end or only one end depending on the operating controls 

\/ithin the car. The trolley pole was held against the wire by the tension of springs 

mounted in a swiveling fcase. At the end of the pole was a "wheel." which could rotatt-: 

cr a "shoe" which would .slide along the wire. 

In the case of a dewirement while operating, a "trolley retriever" retr^^cttd thi 

trolley pole. T!ie "retriever" was located on tha end of the car to which the troTii-y 

pole was att.c;,ched„ 

The requirements of tfie heavy voltage AC system f i r s t used through Hackinav: required 

the use of a "pai-.cograph." The par.tograph ."onsisted of a f l a t surface area v/hich vvas 

held against the overhead wire by a collector supported by springs and lowered \>y c i r 

pres;-ure. The m^or f.dvanLaye of "che pantograph v/as tfie ease with v/hich backward aiid 

forward switching operatioi'S would be r/iads. It did not require manipulation of the 

collecting device pole. It would take less time to complete a switching move using 

a pantograph collection -̂ .ystcrii. 
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Hov/ever, pantographs were more expensive to install and maintain properly. Current 

from the overhead wire was transmitted to the Hotonnan's controller which could 

regulate his speed, then v/as sent to the electric traction motors which v;ere mounted 

on the axles of the v/heels. The electric circuit was returned via the rails v/hich v/ere 

bonded together to complete and provide an adequate electrical connection. 

Most of the main track of the Traction was constructed of AC catenary for panto­

graph operation. Sidings, tracks and station tracks were typically constructed using 

the direct suspension system which could use either collection system. 

Operation from one track to another, such as a train taking the siding for a "meet" 

with another train approaching in the opposite direction, required the conductor to 

lower the trolley pole to allow the "wheel" or "shoe" to make contact with the over­

head wire on the track that the train was then entering. At first, there were no 

"switches" in the overhead wire that allowed the interurban car trolleys to follow 

automatically. In the thirties the Com.pany v.'ould install som.e overhead devices to 

accomplish a part of this switching which was othen-zise costly and time-consuming. 

All this electrical overhead system v/as quite susceptible to the changing weather 

of central Illinois. Wind, show, sleet and ice were always problems for the electrical 

circuits on the interurban. 

The McKinley Lines right-of-way construction work from the beginning was planned 

by the highest grade of engineering ability. Since tha Traction v/as constructed in 

stages, each successive stage allov/ed tho builders to combine the experience gained 

in earlier work with the highest knovm theoretical advancement in the art of electric 

railway building. 

The general construction plan included the building of track and roadway, com;parable 

in every respect with that of the steam roads, and so designed for heavy freight and 

passenger usage. The duration of the Traction intc the 1950's shov/ed how far-sighted 

the builders and designers had been. 

Practically the entire mileage of the Illlnois Traction System was on private 

right-of--\/oy. The greater part averaged 56 feet or more in width and sometim.es extended 
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to 80 or 100 feet. Rail weighing 70 pounds per lineal yard v/as spiked to standard 

ties. In general the crossties were the standard 6"x8"x8' spaced on 22-24 inch 

centers. After 1909 the Traction installed only creosoted ties of red oak and other 

similar hardwood to help maximize their life expectancy. The crossties and rail were 

ballasted with crushed rock (usually limestone), gravel or cinders to facilitate v/ater 

drainage. 

Starting in the 1920's the Traction gradually replaced most of the 70 pound 

rail v/ith 90 pound rail which v/as more suited to heavier traffic requirements of the 

system. Such rail replacements were mainly confined to the Peoria-Springfield-St. 

Louis line. The upgrading continued through the 1950's. 

According to contemporary sources, the average construction cost for right-of-

V:'ay and overhead for interurbans in 1909 v/as $60,000 per mile. W.A. McCuney, chief 

engineer on the construction of the P.B.h C., stated that i t cost approximately $37,000 

per mile to build the line from Peoria through Morton to Bloomington (1906-1908) while 

the rest of the Northern Division from Mackinaw Junction southward to Lincoln and 

Springfield (1906-1908) cost on the average $25,000 per mile. 

The McKinley Lines was v/ell under the national average, i t would appear, except 

that in late 1907, there was a severe national financial panic which drove construction 

costs upward dramatically and also helped to end the "interurban building boom." 

By April 13, 1907, the interurban through the Village of Mackinaw was ready. 

Extensive tests of the AC-DC equipment was conducted by Company officials and repre­

sentatives from the manufacturers of the interurban equipment on the thirteenth. The 

tests were conducted between Mackinaw and East Peoria. For the first tim.e, electric 

powered interurban equipment operated in Mackinaw. 

The tests were very successful, so the following day, the Traction took its first 

local revenue passengers betv/een Mackinaw and East Peoria, stopping some 400 feet 

south of Farm Creek near the yet uncompleted Illinois River bridge. Excitement must 

have been great, for one account of that day stated that "... nearly everyone in 

the vol 1 ages of Morton and Mackinaw rode the Traction ..." 
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Clean-up work and finishing touches to the nov/ly constructed line v/ere completed 

over the next few days. At approximately 3:00 P.M. on April 17, 1907, the first 

McKinley AC-DC car made a trip across the newly-com.pleted Illinois River bridge, going 

west from East Peoria into Peoria. 

The powerhouse had been completed by construction crews in February* 1907, and 

v/as located at the v/est end of the bridge with the interurban line actually passing 

through i t . The completion cf the crossing of the Illinois River by the Traction had 

taken a l i t t l e longer. Including its approaches, the bridge was about 1600 feet long 

and was made up of four through-truss steel spans, four through-oirder steel spans, 

six deck-girder steel spans and one double-lead steel l i f t span 100 feet long that 

extended over the river channel. T'he l i f t span was necessary to allow river traffic 

to pass under the bridge. Construction difficulties had delayed the overhead power 

system installation. 

Local revenue service over the line from Mackinaw to Peoria was begun on April 

20, 1907, with full service officially com.mencing the following day for the rest of 

the P.B.& C. from Peoria to Bloomington. This was an important day for the Village 

of Mackinaw. 

Originally, the P.B.?* C. constructed a crude depot at Mackinaw. The "depot" 

was an old boxcar nine feet wide and forty-one feet long. Adjacent to this "depot" 

v/as a shelter shed twelve feet wide and twenty-tv/o feet long; and a tool house 

approximately nine feet by twelve fe^t, (See ITS Station Grounds Map - 1908/Aug/19, 

Map # ) These structures v.'ere to serve the village until the construction of a 

standard ITS combination station/substation in the electrical modernization program 

of 1909. 

The ITS schedule for 1903 called for seven westbound limiteds and seven east-

bound limiteds and ten westbound and ten eastbound locals daily through Mackinaw 

between Pecria and Decatur. The Vandalia only offered three trains each direction, 

while the Peoria and Eastern only offered two trains daily in each direction. On the 

ITS, limiteds stopped at major stations only, but locals would stop at any location 
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in addition to regular stations. One of the real advantages for the people who lived 

near v/here the Traction passed v/as that they could simply stand along the right-of-way 

and hail the passing train, and i f i t were a local, i t would stop and pick them up. 

Such service afforded passengers access to the major cities and toms for a relatively 

small cost (tv/o cents per mile) and with l i t t l e expenditure of time. 

As long as the Traction was able to offer frequent service, the line W2s a m.ajor 

asset to those v/ho v/ould benefit from i t . The Traction's frequent service v.'as difficult 

to maintain as revenues fell below operating expenses. Patronage would dropp off 

corresponding to the encroachment of the automobile and the paved highway. 

As mentioned earlier, the last part of the system to be completed v/as the line 

northv/ard from Lincoln. The Traction interests incorporated to become the Peoria, 

Lincoln and Springfield Traction Com.pany on April 16, 1907. The right-of-way v/as 

procurred and construction from Lincoln passed through Union, Mindale and affected a 

junction with the Feoria-Bloomington line just to the west of Mackinaw at a place 

called Mackinaw Junction. 

With the completion of the P.L.?; S. the McKinley interurban system was basically 

completed. A passenger could travel from Peoria through Morton to Mackinaw Junction. 

From there the passenger could go to Mackinaw, rloomington, Decatur and beyond or he 

could go south to Lincoln, Springfield, Granite City or St. Louis (after 1910). 

The P.L.S S. linkage at Mackinaw Junction caused many changes. The number of 

trains through the town increased. To better facilitate the dispatching of trains, 

the dispatchers and the superintendent of the P.B.ft C. relocated from Bloomington to 

a newly constructed facility at Mackinaw Junction. At this location a wooden structure 

was built to serve as a central dispatching location and to provide.a place for pas­

sengers to transfer trains from the Peoria-Bloomington line and the Lincoln-Springfield 

line. 

Using the telephone, dispatchers operating out of the second story of the building, 

supervised the ope*̂ ations of the lines v/est of Blooniington and north of Springfield, 



Related to demands caused by the increased traffic, the experiment with an AC-DC 

electrical pov/er system proved unsatisfactory. The McKinley management decided in 

March, 1909, to change the entire ilorthorn Divi.si on over to 650 volts DC. The Company 

invested $350,000 for new equipment to provide ths DC power and for renovation of the 

AC equipment. 

Since i t takes a greater amount of energy to transmit lower voltages, transmission 

of the current was to be 33,000 volts AC but the Com.pany would construct substations 

every 8 to 10 miles to convert the high voltage AC current into 650 volts direct current. 

In the 1920's, the Traction began to add an additional transmission line of 66,000 

volts AC at 25 cycles, three-phase. This system v/as carried on specially designed 

steel high, tension tov/ers which paralleled the right-of-v/ay. 

Substations were to be constructed at Morton, Mackinaw, Danvers, Union, Mindale, 

Elkhart, Ridgley Junction and Emergy, a station located betv/een Decatur and Clinton. 

Basic substations v/ere usually equipped -.vith trar)sformers to reduce thg voltage of alt. 

current from the transmission lines and either motor generator sets of synchronous or 

"rotary" converters (v/hich had a loud, whining noise) to change alternating current 

to direct current. 

When a train entered the "electrical section" supplied by one of these substations, 

the resulting voltage v/ould be recognized by a substation attendant. He would turn on 

the substation's equipment to supply the needed voltage. Later technological develop­

ments oermitted the utilization of "automatics" v.'hich did not require constant attention. 



As mentioned when the P.B.?-. C. changed frcrn the AC power system, i t constructed 

a new depot/substation to replace the "original" buildings. The new structure, ITS 

Station /?572, v/as built to standard McKinley Lines blueprints. (Note: See ITS Elkhart 

Depot/Substation drawing' for similar architectural detailS--ITS/ITC Mackinaw Depot 

Floor plans.) The Spanish-style Traction depot/substation was constructed of red 

brick, pitch-faced, nine courses high around the base of the building, buff brick walls 

to the roof line, and red Spanish tile (Ludowici) hip roof. To support the weight of 

the roof, steel trusses were utili?:ed in the roof structures. The Mackinaw Depot/ 

Substation (27' x 93') consisted of a waiting room tich't office (25'3" x 16'6"); a 

machinery room or substation (53'4" x 25'3"); a freight room (18' x 24'); and a line­

man's room (7'3" x 24'). The machinery room (substation) including the tower contained 

a General Electric 500 kilowatt six-ring rotary DC converter with three Westinghouse 

transformers with a primary field of 33,000 volts end a secondary field of 443 volts 

each. The entire depot/substation contained 2396 square feet of space. The interior 

walls v/ere lath and plaster except for the freight and lineman's rooms which were of 

brick. The building was amply illuminated with standard wooden casement windowns some 

of which were replaced in the machinery (substation) area with louvers for better 

circulation around the electrical equipment at a later date. The machinery tower 

contained circular ports (2'4" diameter) to allow for entrance and exit of the inter­

urban power supply wires. Electricity for the depot proper v/as v/ired through conduits^ 

Heat for 1:he depot was provided from coal/wood stoves. The floors of the structure 

were mde of five inch concrete. On the trackside of the structure there was a 11' x 

109' passenger platlorin (nortli side). On ih" east c'd and southeast corner there was 

a concrete freight platform serving the freiglrl roorn, lineman's room and the Mackinaw 

station track. The name of the depot, ''Mackin.c!Ws'̂  was priminantly displayed on the 

east and vierA ends of the building as v/c-11 as in the center of the m.achinery (substation) 

tower on the trackside (north), To the rear of the depot (south) was located Mackinaw 

siding track some five hundred fifty feet long with a capacity of ten cars. This track 

connected with tho main track just to the east of the depot. 
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Between 1910 and 1923 many corporate chr̂ nges were to effect the development and 

success of the ITS. On December 1, 1909, the McKinley interests organized the St. 

Louis, Springfield and Pecria Railway, a corporate arrangement to manage all of the 

Traction properties between St. Louis and Peoria. The lines wouth of Springfield v/ere 

merged into this structure. 

From 1911 through 1913, other mergers organized the rest of the lines and all 

of the McKinley interurban lines were operated as part of the Illinois Traction System. 

For administrative purposes, they were officially divided into six divisions. The 

line running through Morton from Peoria to Mackinaw Junction (eastward to Bloomington 

and southward to Lincoln and Springfield) was called the Northern Division or sometimes 

the "Peoria Division." 

On April 1, 1910, a new service was begun with the overnight sleeper train from 

Peoria to East St. Louis. The 164-mile trip was made from each city leaving in Peoria 

at 11:30 P.M. and East St. Louis at 11:.̂9 P.M. and arriving before 7:00 A.M. respec­

tively. In November, 19-10, this service was extended into St. Louis, a distance of 

172 miles. This service met with instant success and lasted until 1940. 

The Traction v/as not without difficulties. The lines of the Northern Division 

(as well as the rest of the system) were slow in developing freight business due to 

poor cooperation by the steam railroads and the lack of on-line industries. The 

Traction dealt with this by attracting a number of industries to its line. 

In the Northern Division the first on-line industry v/as the McGrath's Sand and 

Gravel plant located between the Mackinaw station and Mackinaw Junction on the Northside 

of town. Similarly, the Company constructed or assisted private individuals in the 

building of a num.ber of grain elevators. 

Elevator;, were located at Burt^ Walnut-Wood, Mindale, Sutter, Union, Wilmert, and 

Belsley. The elevator at Belsley Siding, two miles east of Morton, was operated for 

a time by J.C. Moore and later as the Turner Hudnut Grain Com.pany. Over the years, the 

Traction continued to expand its freight business, an effort v/hich ultim.ately prolonged 

its life. 
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The Traction managed to develop a considerable charter business. Local clubs 

and groups often chartered interurban cars for their occasions. Public school athletic 

teams often journeyed to play opponents using the Traction. Businesses sometimes 

chartered trains to encourage shoppers to utilize local establishm.ents. Such a train 

v/as chartered by Bloomington businessmen and stopped in Mackinaw in 1909. 

Another major problem that faced most interurbans was their relationship with 

steam railroads. Primarily, the steam railroads would not allow the interurbans to 

cross their tracks unless they built bridges overhead or subv/ays underneath. They 

also refused to interchange electric road freight cars with their railroads. 

In some cases, the question of interchanging cars with a steam railroad made 

the difference in a freight contract. Without joint tariffs and interchange agree­

ments, freight had to be reloaded to affect an interchange with the steam railroads. 

This was costly in time and labor. 

The Illinois Traction was particularly successful in negotiating such aggrements 

with the Chicago and Eastern Illinois Railroad in 1910. A physical connection v/as built 

at Glover, Illinois located between Chamipaign and Danville. 

The Chicago, Rock Island and Pacific Railway negotiated a similar agreement 

through Peoria in 1910, followed shortly by the Iowa Central (Minneapolis and St. 

Louis Railroad) in 1911. Ey 1916, the Southern, Chicago and Alton, Wabash, Chicago, 

Peorla and St. Louis, Peoria, and Pekin Union and the Terminal Railroad of St. Louis 

had made physical track connections with ths Traction at various locations along the 

interurban. 

Of these, the Peoria and Pekin Union (P S PU) was the most difficult. The United 

States Interstate Commerce Com,mission finally had to order the P t PU to establish 

rates and an interchange with the ITS in 1913. 

By 1919, McKinley had negotiated agreements v/ith every steam railroad except the 

Pennsylvania and the New York Central System. These two railroads were reluctant to 

cooperate. For example, the Vandalia, owned by the Pennsylvania, which passed through 
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Mackinaw just South of the Traction Depot v/ould not allow the P.P,?; C. to come any­

where close to the Russell grain elevator which s t i l l stands (1977) in Allentown. 

The Traction's right-of-v/ay had to jog out and av/ay from this elevator, also known as 

the Mackinaw Grain Company, v/hich was serviced by the Vandalia. 

Similarly, v/hen the P.L.?t S. was constructed southward to connect with the 

McKinley lines at Lincoln in 1908, the Traction had to dig an underpass(called a 

subv/ay) under the Vandalia and also the Peoria and Eastern, v/hich was part of the New 

York Central System, just south of Mackinaw. 

Further to the south, at Mindale, so named by the Traction since i t was located 

half-way between Minier and Hopedale, the Traction construction crews had to build a 

ramp and bridge to cross the Chicago and Alton tracks. Illinois Route 122 also passes 

under this structure. The structure is often referred to as the "".indale Hump". All 

of these difficulties made constructing the Traction more costly and difficult. 

By August 1911, the Illinois Traction System inaugurated an expanded parlor car 

service on all lines of the system v/ith the arrival of five new parlor-buffet cars. 

Each division originally operated two parlor trains a day but by the mid-teens, only 

the St. Louis-Peori a parlor trains mianaged to survive and thrive. 

The parlor-buffet was a reserved seat, extra-fare service that rivaled anything 

that the steam railroad competitors had to offer. Parlor buffet trains were also run 

as limited service, so that they were kept on fairly tight time schedules, stopping 

at major designated stations. 

Between 1911 and 1914, the ITS made a major commitment to improve safety and 

reliability of the movem.ent of its trains. All trains, in 1914 were operated under 

orders transmitted to the train crews by telephone from divisionally centered dispatcher 

locations. For the Northern Division, dispatching wes controlled from Mackinaw Junction. 

A complete system of Blake Dispatchers' Signals was installed at sidings and other key 

locations to enable the dispatcher to notify an approaching train crew that they have 

a telephone message or train order. In addition to the train order telephone dispatching 

system, the Traction installed automatic block signals cn the m.ainline between Granite 
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City and Springfield and betv/een Springfield and Peoria where sucli protection was 

required. 

The major portions were between Peoria and Mackinaw Junction and from Springfield 

northv/ard to Selbytov/n which was located tv/o miles south of Williamsville. These 

signals of the semaphore-type v/ere powered by a separate electrical circuit supplied 

from a 2300 volt AC line carried on the line poles. 

In the 1920's, the semaphore signals v/ere replaced v/ith the three-position, 

colored light signals (red, amber, and green). Color position lights have a higher 

visibility for trains approaching them. 

The ITS made the first extensive use of autom.atic block signals on a single track 

electric interurban railroad in the United States. While the system made operations 

safer, it did not prevent accidents caused by mechnaical failures or human errors. 

There were few accidents of this nature during the 48 years of electric operation of 

the ITS. (This aspect of the ITS story is st i l l being researched at this time.) 

However, it would appear that travel on the ITS was as safe, i f not safer, than com,-

parable travel on the steam-powered railroads. 

Service on the ITS remained pretty much the same for the next decade to about 

1923. The impact of America's involvement in the "Great War" v/as a boon to the ITS 

profit sheets. (Luckily, the Traction avoided being swallowed up in the 1917 national­

ization of the nation's railroads under the United States Railway Administration.) 

The war 3ffort greatly increased passenger business and freight traffic so the cost 

of operating fell well below the income. 

In July, 1919, the Adam.s E.xpress Company was replaced by the Traction's ov/n 

express service which charged rates 25̂ ' lovs'er than the former company. Gy 1921, i t 

became necessary for the Traction tc supply drayage in major communities to support 

this vital service. In smaller communities, like Mackinaw, private companies v/ere 

contracted to provide drayage for the Traction's express service. 

Soon the Traction v/as able to boast that express packages brought to a depot by 

5:00 P.M, could be delivered anywhere on the system by the next morning. It was 
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advertised as "express service at freight rates." During the 1920's, the Traction 

developed the slogan "the road of personal service" to describe its concern for 

passenger as well as freight customers. 

When William B. McKinley v/as elected to the United States Senate, he had to 

miake a decision as to how the affairs of the Traction could best be managed. During 

the time since the completion of the Traction (ca, 1911-1913), the Company had not 

occupied the major interest of the interurban leader. 

On May 23, 1923, a dramatic corporate reorganization took place. All McKinley 

corporations were merged into Illinois Traction, Incorporated, which v/as a subsidiary 

of the Illinois Pov/er and Light Company (I.P.& L.). All the capital stock of the 

I.P.& L. v/as owned by the Illinois Traction Company. The interurban properties were 

operated as the Illinois Traction System: "Main Division." 

The Illinois Power and Light Company and Illinois Traction, Incorporated were 

all controlled by the North American Light and Power Company, a holding company. It 

directly (or through its subsidiaries) served the populations of 520 municipalities 

in Illinois, Iowa, Missouri, Kansas, and Nebraska. 

To manage this vast system, Clement Studebaker, Jr., of South Bend, Indiana, 

automobile fame was chosen to act as President of the Illinois Power and Light Comp.iny 

in April 28, 1923. On November 12, 1924, he vvas elected President of Illinois Traction, 

Incorpor'ated. (He also v/as chairman of the North American Light and Power Company.) 

Stiideb.3ker's im.mediate response was to change the image cf the Traction. Service 

and condition on the Traction's equipment v.'as not up to what i t had been at the 

beginning of the decade. The old paint scheme of pullman green sides, terracotta red 

or black roof, maroon wir.dow trim^ and gol-1 lettering enscribing the Traction's vme 

on interurban passenger and freight motors was gradually replaced. The new color 

scheme was a bright orange exterior, black or terracotta red roof, niaroon window trinij. 

and black lettering. 

[Jew trains were added to the schedules. The newly painted and remodeled mainline 

limiteds v/ere called "Tangerine Flyers" because of their paint schema. The sleeping 



trains were given names ... the Peoria-St, Louis sleeper was called "The Owl" while the 

St. Louis-Champaign sleeper was called the " I l l i n i . " 

In addition, there was new mid-moining limited service provided in the form of 

the "Capitol Limited." The Peoria-St. Louis "Flyers" or "Tangerines" miade the run of 

172 miles daily in each direction in five hours and fifteen minutes or a rate of 

about thirty-five miles per hour. While this does not seem too fast in 1978, i t was 

a good average speed from Peoria to St. Louis including all station stops. 

Sometime between 1910 and 1924, the village of Mackinaw began to purchase elec­

tricity from the Traction. Many comm.unities benefited from the Traction's electric 

power. Some other examples were Tremond, Minier, Hopedale, Armington, and Morton. 

Lc'te 1924 and early 1925 presented real difficulties for the Traction. In 

December of 1924 the Traction's line through Mackinaw from Peoria, Bloomington, and 

Springfield was closed by an ice storm. The ice broke overhead wires and put communi­

cations systems out of order. It took several days for the Traction to get back on 

the published time schedule after this ice storm. It is interesting to note that 

advertisements were placed in the Morton and Peoria papers announcing the resumption of 

normal interurban service. 

On Thursday, January 8, 1925, at about 6:00 A.M., the dispatching office at 

Mackinaw Junction burned to the ground. The weather caused a telephone line to corne 

into contact v/ith one of the 33,000 volt AC transmission lines. The resulting short-

circuit set the facility on fire. 

The dispatcher, William L. Knowles, was on "third trick" from 11:00 P.M. to 

7:00 A.M. When the building caught fire, the dispatcher attempted to remove company 

records, but barely escaped from the structure due to his having a cork leg. The 

northbound St, Louis-Peoria sleeper train, "The Ov/1" arrived as the building became 

engulfed in flam,es. The crew of "The Ov/l" managed to assist Knowles, but all of the 

Company records were destroyed along with the Mackinaw Junction building. 

For about fourteen days, the Northern Division operations were controlled from 

tv/o locations. The old P.B.& C. line from Peor-ia tc Bloomington through Morton was 
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dispatched from a temporary facility erected at Mackinaw Junction. This was an old 

interurban car which was set on the ground after its wheels had been removed. The 

line south of Mackinaw Junction v/as dispatched from Elkhart. In late February, all 

operations were centered in the temporary facility at Mackinaw Junction. 

By March of 1926, the ITS opened a new brick building at Mackinaw Junction. This 

structure was twenty-two feet six inches square, tv/o stories t a l l , and was made of 

buff colored brick walls, dark red brick base, and a red Spanish tile roof. The 

windows and doors v/ere trimmed in dark green paint. The facility contained the dis­

patcher and division superintendents offices in addition to a waiting area for trans­

fer passengers betv/een the Bloomington line and the Springfield line. Dispatching 

continued at this location from 1926 to 1929. 

In late 1929, the Traction concentrated all dispatching and supervision for all 

divisions on the m.ain interurban lines to Springfield. This v/as an economy move 

prompted by the stockm.arket crash and the ensuing depression of economy v/hich followed 

in the 1930's. Given the enroads of the automobile and the impact on service, the 

relocation of the dispatching function to Springfield was probably a good move for the 

economic stability of the Company. 

On December 7, 1926, William B. McKinley died. The leadership of the McKinley 

lines fell into a struggle as to who would be in control of the vast public utility 

holdings and interurban system. The struggle centered around the North American Com­

pany and Samuel InsuU's utility group both of v/hom wanted to take control. 

Samuel Insull of Chicago controlled many public utilities and particularly som.e 

Chicago-area interurbans. The real issue appears to have been InsuU's fear of com­

petition in the Chicago area i f the Traction managed to affect its long-talked about 

line between the mainline trackage and its Illinols Valley Division. 

As early as 1905, discussion had taken- place about buildinq northward from Peoria 

to Bureau or from Peoria to Washington and Eureka where a connection was to be made 

with the Santa Fe using its tracks to get to Streator. The Traction had planned to 
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electrify the route to Streator. The Illinois Division of the ITS served Streator 

which would have been ideal for a connection using the Santa Fe. 

In addition, there was talk of extending the electrification from Eureka to 

Morton over the Santa Fe tracks or to Mackinaw over tracks that were to be constructed. 

Early system maps showed these "proposed" lines. The discussion persisted as late as 

1927 concerning the possibility of building such a linkage to develop an entrance 

into Chicago from downstate via the Traction. 

In 1927, James V/alker, a consulting engineer, v/as hired to study the feasibility 

of making such a connection as well as an overall analysis cf what the ITS needed to 

do to improve service. This report suggested a connection of l i t t l e over a mile in 

length running from where the Traction entered the east corporate limits of the village 

to a point running due north to intersect with the Santa Fe tracks. This connection 

approximately would have been made near the 1-74 Santa Fe overpass on the north side 

of Morton. 

The "Chicago Connection" never m.aterialized because of the power struggle betv/een 

Insull and the North American Company. The power struggle resulted in agreeing to split 

control CT the Traction between these two groups. Apparently, Insull was able to block 

further consideration of "Walker Plan" even though the Santa Fe had agreed to allow 

the Tra-tion to construct the necessary overhead power distribution system on their 

line between Morton and Streator. Without new business, the ITIincis Valley Division 

lines were abandoned gradually from 1929 to 1934. The Traction concentrated its avail­

able capital on construction of four new passenger and f, eight depots. Such facilities 

were constructed at Walnut and Adams in Peoria (1930), Decatur (1931), St. Louis 

(1931), and Springfield (1937). 

In 1927, the Walker Report also mentioned that the livelihood of the Traction 

was in freight business and not in carrying passengers. This v/as due to a straiglt-

forward recognition of the impact of the paved road and availability of the automobile. 

While the Traction would continue to. ri^intain a high degree of service in its pas-
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senger cperationSj i t pursued freight business ruthlessly and successfully. The 

freight business v/ould sustain the Traction into the present. 

By 1927, the ITS owned some 285 pieces of pas.~enger and freight equipment. Of 

this total 69 were passenger m.otors, six were sleeping or parlor cars, 30 were pas­

senger trailers, 51 were express motors, 91 v/ere express trailers, and 30 were 

freight motors. The Traction also ov/ned some 884 freight cars of various types and 

84 other pieces of miscellaneous equipment. 

As the Traction attempted to increase tonnage of the freight trains, the limita­

tions of the existing power system in relation to grade considerations became evident. 

Typically, the average freight train would consist of about eighteen to tv/enty cars, 

each car weighing approximately 100 tons. Due tc grade considerations from East 

Peoria to Caldwell west of Morton, southbound from Mackinaw Junction to Summit and 

Mackinaw Junction to Porter on the Bloomdngton line, and northbound from Wilmert north 

of Lincoln to Union, and Mackinaw Junction to Clyde Siding (Herberger Hill), "doubling 

the h i l l " v/as often necessary. "Doub"'ing" m.eant taking the freight train up a steep 

grade in tv/o sections or parts. This process v/as costly and time consuming. It 

also created traffic congestion on a single track interurban line. The old 1909 

vintage overhead system was a limiting factor to the success of this endeavor. The 

Traction continued to explore many possibilities of getting more out of the 650 volt 

DC system, but in the end it will not be until the arrival of the dicscl-electric 

locomotive in the 1950'E tk,at tonnage grade limitations would cease to be as much of 

an obstacle.. 

In early 1930, Illinois Power and Light Corporation decided to change the trans­

mission system from 25-cycles to 60-cycles. To accomplisy this change, crews working 

at various points along the system shut off substation power and made the necessary 

alterations in equipment. 

Beginning at Mackinaw and ending at Fmery, which is just north of Decatur, on 

March 2, 1930, each substation along the line v.'as converted. The job was completed 
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and the entire system v/as activated for 60cyclss on March 9, 1930. In Mackinaw, a 

second-hand rotary converter of 500 kilowatts was installed to replace the 25-cycle 

model installed in 1909. The three original 1909 Westinghouse transformers were 

used with slight modifications. 

Most public utilities and interurban properties who generated electricity for 

sale, converted to the 60-cycle system with the widespread adoption of house-hold 

electrical appliances at the frequency in the 1920's. 

By 1929, the "Flyers" time between Peoria and St. Louis was reduced to five 

hours. Other adjustments were made to the schedule to effect a miore balanced u t i l i ­

zation of the lines equipment. Tv/o new name trains were added. In March 1928, the 

"Illmo Limited," a reserved seat parlor-buffet car train was added, soon follov/ed by 

the "Peorian." Most of these trains continued to operate as "limited" until the 

outbreak of World War II. 

During the decade ending in the 1920's, the McKinley interests had been buying up 

and leasing small steam railroads around East St. Louis, creating a small network of 

switching roads. In the 1923 reorganization of the corporate properties, these v/ere 

collectively knovm as the "Steam Division" of the Illinois Traction System. 

In 1928, all interurban and steam properties v/ere reorganized as the Illinois 

Terminal Railroad System. The interurban properties were called the "Electrified 

Lines" while the other was called the "Steam Division." With this corporate change, 

the Illinois Terminal Railroad System logo replaced the ITS logo as equipment and 

Company property v/ere repainted. 

The net effect of the consolidation of these freight lines was to make the freight 

business of the Illinois Terminal Railroad System very profitable in the St. Louis 

area, which in turn, had an effect on the freight business over the mainline from 

St. Louis to Peoria through Mackinaw Junction. From 1928 onward, people referred to 

the interurban as the "Illinois TerminaV or the "Terminal" or just "IT" as well as 

s t i l l calling i t the "Traction." 
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The impact of the automobile and declining passenger patronage is evident in 

some of the decisions made by the Tenninal in the 1930's. One of the reasons that 

the Terminal decided to build new passenger and freight stations in some of the 

major cities was to avoid the automobile congested streets. 

The Walnut and Adams Street station in Peoria eliminated costly and time-consuming 

operations over city street car lines to get to the Peoria County Courthouse "loop." 

While access to the new Peoria depot s t i l l required street running at Walnut and 

V.'as hi ngton, expense and v/as ted time were reduced. 

The trying years of the Depression and World Vfar II also brought about many 

changes for the interjrban. In 1935, the Terminal introduced ice-activated air-

conditioning on some of the St. Louis-Peoria limited trains. Ey 1937, eight limiteds 

a day betv/een these tv«'o cities offered "reserved seat," air-conditioned comfort. To 

accomplish moderniz-Htion, som'e of the open-ended observation parlor cars had their 

observation platforms enclosed. These cars continued in service until the arrival of 

new equipment in 1948-49. The sleeping cars v/ould not be as fortunate since they 

v/ere retired from service in 1940. 

In May of 1937, the Illinois Power and Light Com.pany changed its naire to Illinois-

Iowa Power Company. On October 18, 1937, the railroad properties v/ere reorganized as 

the Illinois Terminal Railroad Company controlled by the II1inois-Iov/a Power Company. 

During the last 1930's, the Traction constructed additional substations to provide 

better power distribution for the overhead system. 

Under the New Deal leadership of President Franklin D. Roosevelt, Congress passed 

the Public Utility Holding Company Act of 1935. The Securities and Exchange Commission 

(SEC) ruled that this legislation applied t.') holding companies which were com.prised of 

electric pov/er companies and electric railways. As a consequence, street railway and 

electric interurbans were separated from the public utility portion of .their operations. 

Many such separations resulted in the demise of the electric railway or interurban 

operation while the electric utility continued to prosper. 
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While the Illinois Terminal Railroad Company was ultimately affected by this 

legislation in 1945, i t appears that the interurban properties and the public utilities 

functions already had made a partial separation. In 1930 the Illinois Pov/er and 

Light Company had taken over ownership of all electrical power generation, the trans­

mission lines to the substations, and the substations proper. The Illinois Terminal 

purchased electric power which was metered at the substation. In 1927, the Mackinaw 

Depot/Substation was owned by Illinois Traction, Inc., with I.P.?i L. having a trans­

former and rotary converter in the machinery section of the building and paying rent 

to I.T., Inc. for the space. 

The Substations and depots com.bined were transferred to the Illinois Power and . 

Light Company with the railroad retaining rights to occupy and use the space as con­

trolled by Illinois Traction, IiTcorpcra-ted v/ho controlled the entire capital stock of 

Illinois Power and Light Company (as of 1923). In Mackinaw's combination depot and 

"sub" this arrangement allov/ed the Terminal use of the ticket agent, vaiting room and 

freight room, while the rest of the space was utilized by the Illinois Power and Light 

Company and the building owned by LP.*!; L.(as of 1945). 

The reorganization continued in 1943, the controlling com.pany, the Illinois-

Iowa Pov/er Company v/as renamed the Illinois Power Company. In turn, on September 21, 

1945, a purchaser railv/ay corporation was established to separate the Illinois Pov/er 

Company interests in the railroad effective December of 1945. At this time, the 

railroad became a separate entity from the public utility. The Illinois Terminal 

Railroad Company did continue to purchase power at the substation from the public 

utility. The effect of these corporate transactions v/as to remove a valuable finan­

cial investment from the railroad and to situate the railroad to a "make i t " on its 

own merit merits basis. (Note: This is why the Mackinaw Depot is s t i l l owned by 

the Illinois Power Company long after the railroad was abandoned.) 

High density passenger traffic had been deceiving on the electric lines as i t 

had been on the steam railroads curing World War II. Anticipating continued public 
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utilization of the railroads after the wartime restrictions had been ended, nearly 

all railroads made heavy investments in new passenger equipment. 

The Illinois Terminal in June 1S4S made the decision to purchase new equipment. 

President of the Illinois Terminal, A.P. TituSj ordered from the St. Louis Car Comoany., 

eight PCC-type streetcars for the East St. Louis-Granite City lines, and three com­

plete streamlined electric interurban passenger trains. One was to be utilized on 

the Decatur to St. Louis service, v/hile the other tv/o were to be placed on the Peoria 

to St. Louis runs. The cost of these improvements v/as in excess of $1.5 million. 

These trains consisted of a m.otor-baggage chair car car, a reclining chair car, 

and a coach-dinette car at the rear of the consist. The exterior of the streamliners 

was a natural polished aluminum trim,med in brilliant blue with silver lettering 

"Illinols Terminal" on the side of each car. The roof was aluminum colored also. 

These cars v/era advertised as "all reserved seat coach" with individual reclining seats 

and ''a-la-carte" dining service. 

Due to the operational problems, the Terminal spent over $100,000 to construct 

a new passenger facility at 111 West Washington Street, East Peoria. Upon completion 

of this facility, the Peoria Depot, freight house, power house, and the Illincis 

River Bridge were abandoned on June 8, 1950, All operations after that were out of 

East Peoria. This decision probably cost the railroad passengers, since going to 

East Peoria was more "out of the way." 

By August, 1950, the "City of Decatur" v;as re-assigned to a Peoria-St. Louis run. 

Shortly thereafter, this new assignment was called the "Sangamon." In September, 

1951, all "namies" v/ere dropped from the stream.l incrs. The last car of the three-

car trains were taken out of service and piaced in storage. All "reserved seat" 

service was dropped on September 30. 19B1, As 1951 ended, the Peoria-St, Louis service 

consisted of four t^^^ins in each direction daily and four trains each v/ay daily to 

Bloomington and Decatur by way of the Mackinaw Depot. All of these runs were now clas­

sified as "locals." 
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The end of the electric interurban operations began in April, 1952, when service 

was abandoned between Danville and Watkins, just east of Champaign-Urbana. Lack of 

business and more highway construction in Danville caused this original section to be 

abandoned. 

In 1953, on February 21, the old P.B.?̂  C. "main" through Bloomington between 

Mackinaw and For.sythe just north of Decatur was abandoned. Due to problems with 

governmental regulatory agencies, the Terminal was forced to continue "service" on 

the stubs of line between Mackinaw snd East Peoria and Forsythe and Decatur. Even 

that "service" was abandoned cn April 26, 1953, and with i t the Terminal's usage of 

the building. 

On June 14, 1954, the Illinois Terminal petitioned the Interstate Commerce Com­

mission and the Illinois Commerce Commission to discontinue all remaining passenger 

operations effective March 13, 1955 (except the St. Louis Granite City line). Com­

munities had an opportunity to protest, but after several delays, the Terminal was 

allowed to cease passenger operations on the Northern Division and the Central Divi­

sion (east of Springfield) effective June 12, 1955. 

The end of the interurban era v/as in 1955 and 1956. On June 10, 1955, the 

Terminal was purchased by a corporation made up of eleven competing railroads for 

$20 million dollars. By March 3, 1956, all remaining electric service was abandoned. 

(Only the St. Louis-Granite City service continued until 1958). In less than fifty 

years, the Traction had come and gone with only a few artifacts rem.aining. 

But the Terminal is s t i l l around the the thriving today as a diesel-powered 

freight railroad. Its predecessor, the Traction, has left a legacy of development 

and contribution to the people and the .tov/ns which i t served. Certainly the develop­

ment of the village of Mackinaw was assisted by its forty-eight year presence. 



BOX 534 
MACKINAW, ILLINOI5 6 1755 

Honorable Adlai Stevenson I I I 
United States Senate 
Senate Office Building 
Washington, D.C. 20510 

Dear Senator Stevenson: 

October 20, I978 

Subject: I l l l n o i s Traction System Depot, Mackinaw. I l l i n o l s  
Historic Site Designation 

Our depot has been nominated as a National Historic Site. We are 
amxiously avfalting the news that we have been entered on the National 
Register, I t i s our understanding that your office w i l l be notified 
approximately a month before we are notified. We would appreciate 
i t greatly i f you could l e t us know when you receive your notification 
thus saving us an additional month of suspense. 

Thank you for your cooperation i n this matter. 

Sincerely, 

gs Correspoading Secretary 

BUI ^ hi). 


