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DESCRIBE THE PRESENT AND ORIGINAL (IF KNOWN) PHYSICAL APPEARANCE

In 1909-1910, when the P.B.& C. changed from the AC power
system, it constructed a new depot/substation to replace the
"original" buildings. The new structure, ITS Station #572, was
built to standard McKinley Lines blueprints. (Note: See ITS
Elkhart Depot/Substation drawings 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
utilized in the roof structures. The Mackinaw Depot/Substation
(27' x 93') consisted of a waiting roomticket office (25'3" x
16'6"); a machinery room or substation (53'4" x 25'3"); a freight
room (18' x 24'); and a lineman'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 and a secondary
field of 443 volts each. The entire depot/substation contained
2396 square feet of space. The interior walls were lath and
plaster except for the freight and lineman's rooms which were
of brick. The building was amply illuminated with standard
wooden casement windows 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 was wired through conduits. Heat for the
depot was provided from coal/wood stoves. The floors of the
structure were made of five inch concrete. On the trackside of
the structure there was a 11' x 109' passenger platform (north
side). On the east end and southeast corner there was a concrete
freight platform serving the freight room, lineman's room and
the Mackinaw station track. The name of the depot, "Mackinaw,"
was prominently displayed on the east and west ends of the
building as well as in the center of the machinery (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 the
main track just to the east of the depot.
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STATEMENT OF SIGNIFICANCE
ITS/ITC - MACKINAW DEPOT PRESERVATION PROJECT

The Illinois Traction System (ITS)/Illinois Terminal Railroad
Company (ITC), which was a five-hundred fifty route mile electrically
operated interurban, constructed a large brick depot/substation
located at Mackinaw, Illinois. The depot/substation is one of a
few surviving examples of ITS/ITC (McKinley System) Spanish Style
architecture in Illinois. It was constructed in 1909-1910 and
utilized by the ITS/ITC from 1910 to 1953 as a passenger-freight
agency station. A subsidiary, the Illinois Power and Light Company,
from 1927 to 1955, used it as an electrical substation for con-
version of alternating current (AC) to direct current (DC) which
supplied power for operation of the interurban on that section of
the system. Personnel operating the depot/substation were responsible
as well for neighboring interurban properties at the Gravel Pit,
Cash Siding, and Evan's Pit to the West and Porter Siding to the
East. Seven-tenths of a mile west of the Mackinaw Depot, the
ITS/ITC line from Bloomington to Peoria connected with its line
to Lincoln, Springfield, and St. Louis. At that location, called
Mackinaw Junction, offices were built for a dispatcher and super-
intendent to operate the Northern Division of the ITS/ITC. While
the successor railroad corporation utilized the Peoria-Lincoln-
Springfield segment until October of 1977, all of the Mackinaw
Junction buildings have been torn down. Hence, the Mackinaw depot
becomes significant as a remarkable example of the interurban
period of our local, state and national development. The Mackinaw
ITS/ITC depot/substation is a pristine survivor of William B.
McKinely's Illinois Traction System and its successor corporation,
the TIllinois Terminal Railroad Company. The interurban, the
building, and its personnel contributed to the development of
Mackinaw, Taxewell County, and central Illinois, as well as the
nation. The ITS/ITC provided transportation, employment, industry,
and electricity for the local area. While a few other examples
of this architectural style survive in the state, the Mackinaw
Depot is the least altered from its primary function as an inter-
urban depot/substation; and, deserves and needs recognition as
a National Historical Place in order to guarantee its preservation
and survival for future generations.
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DESCRIPTION OF PRESENT PHYSICAL CONDITION OF THE ILLINOIS TERMINAL
DEPOT, MACKINAW, ILLINOIS

INTERIOR

Doors and Windows: Intermittent deterioration ranging from parts
totally intact to absolute rotting of wood.

Interior Walls: Plaster falling in spots.

Floors: Baggage room floor - difficult to determine condition due
to snow cover from holes in roof at the time the inspection was
made. Machinery room and ticket-waiting room area - the floor
appears to be structurally intact.

Wainscoating and Original Ticket Counter: Could be restored.

EXTERIOR

Brickwork: Needs major repairs or replacement in spots.
Guttering: Needs to be repaired. The guttering is galvanized
and in remarkable shape considering the age of the building.
Soffit: Rotted, needs replacement.

Braces on roof line: Need replacement or repair.

Roof: Roof over baggage area is about 40% damaged. Roof
directly over waiting room area is about 20% damaged.

Loading Dock: Concrete deteriorated; frost damage.

Station Platform: Satisfactory condition considering age.

Photographs of interior and exterior of the depot reveal detailed
explanation of the building's deterioration and the location of
that deterioration.
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The real estate situated in the County of Tazewell, State of
Illinois and described as follows, to-wit:

Beginning at a point 11.9 feet south of (measured at right
angles to) the center line of the single main track of Grantor,
as said track is now located and constructed over and across the
Northwest Quarter of the Northwest Quarter of Section 17, Town-
ship 24 North, Range 2 West of the Third Principal Meridian,
Tazewell County, Illinois, said point being 1110.9 feet East,
measured along the center line of said main track, from the
intersection of said center line with the West line of said
Northwest Quarter of the Northwest Quarter of said Section 17;
thence South at right angles to said center line of said track
30.5 feet; thence West at right angles 99.3 feet; thence North
at right angles 30.5 feet; thence East, parallel to and 11.9
feet South of, said center line of said Track (measured at right
angles thereto) a distance of 9913 feet to point of beginning.

Containing sixty-nine thousandths (.069) of an acre,
more or less; all situated in said County of Tazewell, State
of Illinois. ‘
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PHOTO #2 ITS/ITIC

Mackinaw Depot/Substation
Mackinaw, IL Photographer:
Unknown ca. 1910 Postcard
Copy Neg: A, G111 Siepert
Postecard view showing the
northside(trackside) of the

building. AUG 1 1978
NOV 3 0 1978






PHOTO  # B ITS/ITC Mackinaw (2 )
Depot/Substation=-Mackinaw,IL
John Harrigan Photo(Peoria)

Copy: A, Gill Siepert
1952/November/30

Eastbound ITC# 282(orange)
leaving Mackinaw Depot as
Train 43 on 1952/Nov/30,
Shows east end with freight
platform and machinery tower.

AUG 1 1978
NOV 3 01978
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PHOTO# 3 IES/ITC Mackinaw

Depot/Substation=-1978/March
Photographer: Howard Eveans

Mackinaw Historical Society
Mackinaw, IL

View shows westend(Ill.Power
sign)and northside(trackside)
as taken from NorthMain St,.
Notice concrete passenger
platform and damage to dark

brick base(northside)and
tile roof on the westegd ™
AUR 1 497 :

NOV 3 0 1978
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PHOTO # 4 ITS/ITC Mackinaw Q
LDepot/Substation-1978/March
Photographer: Howard Eveans
Mackinaw Historical Society
Mackinaw, IL

View taken from SW of North
Main St, of the southside of
the building. Note roof : =
damage to leftside and right-
side on the structure.

AUG 1 1978

NOV 3 0 1978
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PHOTO # & ITS/ITC Mackinaw

Depot/Substation=-1978/March
Photographer: Howard Eveans
Mackinaw Historical Society

Mackinaw, IL

View taken from NorthMain
shows the westend(I1l Power
sign) and the rear(southend)
of the building.

AUG 1 1978
NOV 3 0 1978
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PHOTO #bITS/ITC Mackinaw
Depot/Substation-1978/March
Photographer: Howard Eveans
Mackinaw Historical Society
Mackinaw, IL

View from North Main(Looking
NE) at the SW corner. Note
the damage to the tile roof.

No\l 30 \9\79

.
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PHOTO# 7 ITS/ITC Mackinaw

Depot/Substation-l978/March
Photographer:Howard Eveans

‘Mackinaw Historiecal Society
Mackinaw, IL

AUG 1 1978

View looking #W at the SE
corner showing the freight
platform, freight and line=-
man's end of the building,
Note the extensive roof
damage on the lefts e 0

- Byeyrswe. NOV 308
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PHOTO # @ ITS/ITC Mackinaw
Depot/Substation-1978/March
Photographer:Howard Eveans

Mackinaw Historical Society
Mackinaw, IL

View of the northside(track-
side) looking towards the NE
corner of the freight room
portion of the building. Note
the extensive damage to roof
(eastend) as well as red base
brick on Northside of building

AUG 1 1978
NOV 3 0 1978
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PHOTO# @ ITS/ITC Mackinaw
Depot/Substation-1978/March
Photographer:Howard Eveans
Mackinaw Historical Society
Mackinaw, IL

View of the SE corner of the
building showing the damaged

» freight room roof on the east
end and the rear of the ‘
building(southside),

AUG 1 19;;9
NOV 30 1978
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Machiriaw Historical Society, Inc,

BOX 534
MACKINAW, ILLINOIS 61755

October 20, 1978

Honorable Adlai Stevenson III
United States Senate

Senate Office Building
Washington, D.C. 20510

Dear Senator Stevenson:

Subject: Illinois Traction System Depot, Mackinaw, Illinois
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. It 1s our understanding that your office will be notified
approximately a month before we are notified. We would appreciate

it greatly if you could let us know when you receive your notification
thus saving us an additional month of suspense.

Thank you for your cooperation in this matter.

Sincerely, (///( o 2
/‘ 7 oad Pt & ﬁ:-f et i f— /
,/ s .¢/;/’v/-°7'*"' -0 /,/ /
gs Corresponding Secretary
np PR oA

3 Bdad B
V{ SRR 53
U Lidd Wi i,
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NOV ¢ W%

AVlnifed Hiates $ena{e

Office of Senator Stevenson
456 Otd Senate Office Building
Washington, D.C. 20510

ATTN: LYNN CLARK

Respectfully referred to:

Congressional Liaison Office
- Depaxtment of the Interior
- Interior Building
f@ashfﬁgton, D.C. 20240
. g |

-

Because of the Aesire of this office to be
responsive to all 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

Form #2



Alnifed States Henale
Office of Senstor Stevenson . '/
Washington, D.C. 20810

ATTN: LYNN CLARK

Respectfully referred to:

Congressional Liaison Office
Department of the Interior
Interior Building
Washington, D.C. 20240

Because of the desire of this office to be
responsive to all 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

Form #2



TELEPHONE REPORT

OFFICE oF ARCHEOLOGY AND HisTORIC PRESERVATION

ADDRESS : /[[/ 6#’@ PHONE :
STAFF MEMBER: WB’&/ DivISION: >
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ENTRIES IN THE NATIONAL REGISTER

STATE ILLINOIS

Date Entered NOV - : ig78
Name Location
Illinois Traction System Mackinaw Depot Mackinaw
Tazewell County

) Bowen, Joseph T., Country Club Waukegan
Lake County

Lyons Township Hall LaGrange
Cook County

Danville Public Library Danville

Vermilion County

Griggs, Clark R., House Urbana
Champaign County

Also Notified
Honorable Adlai E. Stevenson

Honorable Charles H. Percy State Historic Preservation Officer
Honorable Robert H. Michel Mr. David Kenney

Honorable Robert McClory Director, Department of Conservation
Honorable Edward J. Derwinski 602 State Office Building

Honorable George E. Shipley 400 South Spring Street

Honorable Edward R. Madigan Springfield, Illinois 62706

A

LN/R’// Byers/bjr 12/13/78




Honorable Adlai Stevenson
United States Senate

456 0ld Senate Office Building
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For forty-six years, the electric interurban rumbled past the Mackinaw, I11inois
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 I1linois Terminal Railroad now owns.

The I11inois Traction System (ITS), nr simply "the Traction" as it was called by
many, was built during the boom decade, 1200 thru 1910, of interurban construction in
the United States. Electric interurban servfce 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 Tongest
(in mainline) interurban to operate under one management in the State of I11inois. It
survived longer than most because it very early diversified its Lusiness into freight
of all kinds which enabled it 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 was more ‘
direct than competing steam railroads principally the ITlinois Central and fhe Chicacgo,
Peoria and St. Louis énd offered better service out of Peoria. Gocd management
capitalized on the advantage. The Traction developed and encouraged on-line industiry
| to build up its freight business (e.a. sand, gravel, coal and grain). The Traction
constfucted "belt lines" around most majo% citiee which provided for easy entrance and
exit without vehicular competition from vunning o city strects (like in Morton). The
construction of & high-speed entrance into St. Louis made the Traction competitive with
the steam passenger trains and the paved. aii-weather road zystem in that part of the
State.

Basically, the interurban thrived due io a nced for shert-distance intercity travel.
ks technolony was changed, many railroad companies went into bankruptcy. iike the
long-haul steam railroad passenger train, the electric interurban was a victim. The
former was a victim of the airplane and the interstate highway; the latter (electric)

was a victim of I1linois' pioneering in paved highways. For erample, by 1926, of the
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550 miles of mainline ITS track, approximately 515 mi]és were paralleled by hard-
surface highways.

The development and construction of the Tvaction was very much the product of
its founder, William Brown McKinley. In a rapidly developing career, he went from
the farm into banking and investments, electiric utilities, street railways and
interurbans to Congfessman and finally United States Senator from Il1linois.

William B. McKinley was born in Petersburg, I11inois, on September 5, 1856.
When his family moved to Champaign, he attended public school and later spent two
years &t the University of Illinois. At sixteen he went to work in a drug store in
Springfield, He entered inte 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 utilities by building a water worké treatment
facility for the Champaign-Urbana area.

The Urbana and Champaign horse-drawn street railway was absorbed by FcKinley in
1890 and the following year he electrified that system. In 1899 McKinley expanded
his electric utility holdings again by purchasing the Danvilile Street Railway. Frem
these small Tines, William McKinley than developed the electric system, known in the
beginning as the "Mcliniey Lines," between 1600 and 1911,

The electric interurban was not MeKinley's only interest. He was described as a

"Tife-Tong Republican who consistenily adhaved to the mejor principles of his party . . .

Fe served as & trustec of the University of Iilineis from 1202-1805. Citizens of

| 34

Champaign-Urbaiia avea elected him to vepresent them in the
Congress from 1905 to 1613 and ag&ia from 1915 to 1921, 1In 1920, atter a hotly con-
tested race, William 8. McKinley was sclected to 2 term in the United Stales Senate.
le served in all of these public ofTiczs. concurvyntly contvolling lids pubiic utility
7, 1926,

and interurban empives untii his dzath on Decembor 7,

At the turn of the present century. "trust~busting” became politically strong.

Partly for this reason, the *ourd of the Traction sought to develop his street

House of Representatives in

i




®

railway and interurban holdings under separeie corporate identities to forestall any
"trust-busting." This practice also limited the 1iability for such speculative enter-
prises. Most competing steam railroads were already well established and the autome-
bile was in its infancy. Building electric railways was risky and costiy. By creating
separate corporation to build the interurban, the hazards were far less formidable.

The coming of the interurban to Morton was a part of the vhole Traction‘network.
The "McKinley Lines" began in Danville with the incorporation of the Danville, Paxton
ard Northern Railroad (D.P.& N.) on December 2, 1829. The line operated between
Danville and Westville, located to the south.

Encouraged by the success of this operation, the Danville, Urbana and Champaign
Railread (D.U.C.) was incorporated and opened between Champaign and St. Joseph in 1902
viith the remainder between St. Joseph and Danville being completed in 1€03. This
company also extendecd the Danville-Westville lina to Georgetown further south.

Early in 1903, the HMcKinley associates organized the I11inois Central Traction
Company (ICT) to build between Decatur and Springfield. The St. Louis and Springfield
Railway (St.L.& SP.) was iceorparated in 1903 to build between Springfield and Carlin-
ville to the south. These two segments were opened ir 1904, In May, 1904, all of the
McKinley interests were placed in contrel of, and cperated by, a holding company called
the I1linois Traclion Company. |

Construction south of Ceriinvilie towards FEdwardsville, Granite City.ahd 8t
Louis was beuun, but not complelzd by the St. Louis and Staunton Reilway until 1905-
1906, Operation to Granite City and East St. Louis was accomplished by obtaining
trackage rights over ancother interurban company, the East St. Louis and Suburban.

This service Tasted four years. |

»Rec09nizing the importance of & divect St. lLouis entry, a bridge was constructed
by the St. Louis Ejectric Terminal Company, a McKinley operation, cross the Missis-
sippi River at a cost of $4.5 miliion. The steel bridge was the only independently-

owned railroad Lr1dge across the Mississippi River. It was 2450 feet long and at its
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center was fifty feet above the high water mark. The bridge was dedicated on
November 10, 1910. The I1linois Traction gained access to downtown St. Louis. In
retrospect, this costly bridge proyed to be extremely bencficial to the Traction's
economic survival,

In 1504, the McKinley interests purchased the Peoria Street Railway Company.
This company operated Peoria's streetcar system qf over fifty miles serving the city
and its suburbs. Entrenched in Peoria, McKinley began discussion about a proposed
electric Tine to connect with his interurban system which was being assembled between
Danville, Springfield and Sf. Louis.

To accomplish this proposal, the Chicago, Bloomington and Decatur Railway
(C.B.& D.) was incérporated in 1204 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 propésed Tine until McKinley came along.) The
C.B.% D. opened the section ¥rom Decatur to Clinton in 1905.
| Entry into Bloomington was accomplished by July 4, 190€. Operating into Bloom-
ington required negotfating from the City of Bloomington a franchise to utilize the
city streets. The street trackage in Bloomington retarced easy wmovement through tovn
due to tighi radius curves. The franchise also restricted speeds. A1l freight move-
rents were Timited to the hours of 10 P.H. to § A.M. These arrangements were not
untyéica?, but Bloomington's regulations restricted its effective use for main?ine'
bassenger and freight trains.

To get avound restrictive f}anchise agrecments, the Traction constrg;ted freight
belt 1ine§ outside Springfield, Decatur, Edwardsville and Granite City?fﬁut not
B]oomingtg}~between 1906 and 1911. In any evenl, thase restrictive factors partially

led to the Bloomington line's abandonment effective on February 21, 1953, just one
year short of the original Tranchice evpivation date of fifty years.
The Springfield and Novtheastern Traction Company (5.& H.E.) was incorporated on

Ppril 27, 1906, to build from Springfield northward to Bloomington hy way of Lincoln,




&)

roughiy paralleling the Chicago and Alton Railroad {and Tater U.S. 66/1-55). ‘ork
was started from Lincoln to Bloomington, with franchise agreements negotiated at
Atlanta, but that portior was never built. Lincoln developed an interurban outlet
“to the north when the Peoria, Lincoln and Springfield Traction Company (F.L.& S.) was
begun in 1907. Service was opened from Lincoln to Mackinaw Junction in 1908.
”/ébnstruction of the P.B.& C. in 1906 and 1907 proceded from Bloocmington towards
Pcoria 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
tewn, the Traction passed through the north edge of Mackinaw. Eventually a large,
red-tiled, buff brick depot was located at Main Street. This building stiil stands
today, and is the structure nominated for special consideration in this application.

Heading down a 2.4 to 2.7% grade, the ITS crossed the Mackinaw River and pro-
ceeded up Herberger Hill. Of particular note was the practice of the P.B.& C. to
name its "stops” for the'adjoining property owners. This particular P.BE.& C. right-
of-way was purchased from George Herberger for $650.00. "Herberger Stop" was located
where the Tracticn right~of—way crossed @ public road now called Herberger Road.

The designation of thic stop was by iwe small signs approximately eight inches
wide and 24 inches lonc with black lettering on 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 cwners was continued all along the
intevurban. At the top of Herberger Hi?i, the Traction passed by Clyde Siding and
entered Allentown. Frem Allentown, the Traction proceeded westward to Morton, fast
Peoria and Peovria.

Since the trains of the McKinley Lines were designed te bé propelled electrically,
design and construction usually foliowed the latest that the technology of the day had
to offer. Up to the conétruciion of the iines north of Springfield and west of Bloom-
ington, the McKiniey intevests had chosen the standard low voltage divect curvent (DC)
system. The interurban properties as well as the city street railways operated on €50

volts DC.
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In the Tater decades of the 19th Century, the Westinghcuse Company had developed
the high voltage, single phase, alternating current (AC) system. The McKinley manage-
ment decided to experiment with this s&stem on its Tines to be constructed west of
Bloomington through Mackinaw and Morton to Peoria and on its line north of Springfield
through Lincoln to Mackinaw Junction where connections were made with the Peoria-
Bloomington 1ines.

The value of this system was to be_rea]%zed in better power distribution and
lower cost of construction and operation. The Traction chose a 3200 volt, sing]e_
phase, AC system with the power being generated in Peoria for the entire MNorthern
Dvision of the railroad.

Hopefuily the AC system wvas 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 carg and freight motors wvhich could be-operated
on either AC or DC depending on the portion of the line they were on at the time.

The Traction wished to Eave access over the trackage of the street lines into
the downtown parts of the cities. Upon entering the cities, the Motorman and Conduc-
tor viould 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 Tline, were more costly fo install and added a great deal of weight to the cars.

The entire overhead system of the Péoria, Bloomington and Champaign Company, the
Peoria, Lincoin and Springfield {Mackinaw Junction o Lincoln) and the Springfield
and Northeastern (Lincoln to Springfield) were constructéd to 3300 volts AC operation
with 650 volts DC available for city stréet operation in Peoria, Bloomington and
Springfiela. The McKinley Lines operated with th%s dual system from 1906 to 1909,

The Traction's power plant at Peoria provided the current for both AC and DC

operations. The current was delivered to the railside by copper feeder wires which
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were attached to the line poles which paralleled the interurban right-of-way. These
Tine poles were generally 4C0-E0 focl northern vhite cedar or butt-treated western red
cedar or fully creosoted yellow pine. The feeder wires would tap into the overhead
trolley wire at regular intervals. The overhiead trolley wire was suspended on bracketls
some 13-22 feet above the top of the rail over the center of the track.

Overhead wire distribution was found in two types. Cne 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 mecunted on the Tine pole or on insulated
span wires suspended betwsen poles mounted on either sicde of the track.

The other type of overhead distribution system was called "Catenary". In this
syster, the trolley wire was suspended from a messenger wire by hangers of varying
lengtihs. The messenger was hung between bracket supports or on span wires as mentioned
under the “Direction Suspension.” "Catenary" was slightly more costly to install and
to maintain but more econcmical to operate. Catenary was used through Mackinaw.

Power collection on moest interurbans required the use of the trolley pale mounted
on the top of the car on either end or ornly one end depending on the operating contiols

within the car. The trolley pcle was held against the wire by the tensicn of springs
mounted in a swiveling base. At the end of the pole was a "wheel" which could votate
or a "shoe" which weuld slide along the wire.

In the csse of a dewiremert while operating, a "trolley retriever" retvacted the

o

L1 L

troliey pole.  The "retriever" was located on the end of the car to which ihe froticy
pole was attached.

The requirements of the heavy voltage AC system firsi used bhro'ﬂh Mackinaw reguired
the use of a "pantogrash." The paniograbh sonsisted of a Tlat surface area which was
held against the averhead wive by a collector supported by springs and Towered by tiv
prescure.  The wajor advaniage of the pantograph was the ease with which backward s
forward switching operations would be made. It did not require manipulation of the

)

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

a pantegraph collection systen,




(8)

However, pantographs were more expensive to install and maintain preperly. Current
from the overhead wire was transmitied to the Metorman's controller which could
regulate his speed, then was sent to the electric traction motors which were mounted
on the axles of the wheels. The electric circuit wes returned via the rails which vere
bonded together to complete and provide an adeguate electrical connectioﬁ.

| Most of the main track of the Traction was constructed of AC catenary for pantc-
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 troliey pele 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 overhzad wive that aliowed the interurban car trelleys to follow
automatically. In the thirties the Company would install some overhead devices to
accomplish a part of this switching which was otherwise costly and time-consuming.

A1l this electrical overhead system was quite susceptible to the changing weather
of central ITiinois. Wind, show, sleet and ice uéfe aiways problems for the electrical
circuits on the interurban.

The McKinley Lines right-of-way construction work from the beginning was p1anned
by the hicghest grade of engineering ahility. Since the Traction was constructed in
stages, each successive stage allowed the builders to combine the experience gained
in ear1iér work with the highest known theoretical advancement in the art of electric
railway buildinag. |

The general construction plan inc?uded the building of track and roadway, comparakle
in every respect with that of the steam roads, ard so designed Tor heavy freight and
passenger usage. The duration of the Traction inte the 1950's showed how far-sighted
the builders and designers nad hecen.

Practically the entire mileage of the 111inois Tracticn System was on private

right-of-vay. The greater part averaged &€ Teet cor more in width and sometimes extended
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to 80 eor 160 feet. Rail weighing 70 pounds per lineal yard was 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 hardwocd to help maximize their 1ife expectancy. The crossties and rail were
ballasted with crushed rock (usually limestone), gravel or cinders to facilitate water
drainage.

Starting in the 1920's the Traction gradually replaced most of the 70 pound
rail with 90 pound rail which was more suited to heavier traffic requirements of the
system. Such rail replacements were mainly confined to the Peoria-Springfield-St.
Louis 1ine. The upgrading continued through the 1950's.

According to contemporary sources, the averége construction cost for right-of-
way and overhead for interurbans in 1909 was $60,000 per mile. W.A. 'icCulley, chief
engineer on the construction of the P.B.% C., stated that it cost approximately $37,000
ver mile to build the line from Peoria through Moriton to Bloomington (1976-1908) while
the rest of the Northarn Division from Mackinaw Junction scuthward to Lincoln and
Springfield (1906-1908) cost on the average $25,000 per mile.

The McKinley Lines was well under the national average, it would appear, except
that in late 1907, there was a severe national financial panic which drove construction
costs upward dramatically and also heiped to end the "interurban building boom."

By April 13, 1807, the interurban through the Villace 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 time, electric
powered interuvban equipment operated in Mackinaw.

The testis vere very successful, so the following day, thg Traction took its first
loca® revenue passengers between Mackinaw and East Peoria, stopping some 400 feet
south of Farm Creék near the yet uncompleted IT1incis River bridge. Excitement must

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

the vellages of Morton and Mackinaw rode the Traction . .
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Clean-up work and finishing touches to the newly constructed line were compieted
over the next few days. At approximately 3:00 F.K. on April 17, 1907, the first
McKinley AC-CC car made a trip across the newly-completed Iilinois River bridge, going
west from East Peoria into Peoria.

The powerhouse had been completed by construction crews in February, 1907, and
vas located at the west end of the bridge with the interurban Tine actually passing
through it. The completion of the cressing of the ITlineis River by the Traction had
taken a little longer. Including its approaches, the bridge was about 1600 feet long
and was made up of four through-truss steel spans, four through-cirder steel spans,
six deck-girder steel spans and one double-lead steel 1ift span 100 feet long that
extended over the river channel. 7he 1ift span was necessary to allow river traffic
to pass under the bridge. Construction difficulties had delayed the overhead pover
system installation.

Local revente service over the 1ine from Mackinaw to Peoria vas begun on April
20, 1907, with full service officially commencing the following day for the rest of
the P.B.& C. from Peoria to Blcomington. 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"
was a shelter shed twelve feet wide and twenty-two feet long; and a tool house
approximately nine feet by twelve feet. (See ITS Station Grounds Map - 1908/Aug/19,
Map # ) These structures viere to serve the village until the construction of a .
standard ITS combination station/substation in the electrical modernization program
of1909. |

The ITS schedule for 1908 called for seven westbound limiteds and seven east-
bound 1imiteds and ten westhound and ten eastbound locals daily through Mackinaw
between Pecria and Decatur. The Vandaiia only offered three trains each direction,
while the Peoria and Fastern only offered two trains daily in each direction. On the

ITS, Vimiteds stopped at major stations cnly, but locéls 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 where the Traction passed was that they could simpiy staend along the right-of-way
and hail the passing train, and if it were a local, it would stop and pick them up.
Such service afforded passengers access to the majer cities and towns for a relatively
small cost (two cents per mile) and with Tittle expenditure of time.

As long as the Traction was able to offer frequent service, the line wes a major
asset to those who would benefit from it. The Traction's frequent service vas difficult
to maintain as revenues fell below operating expenses. Patronage would dropp off
corresponding tc the encroachment of the automobile and the paved highway.

s mentioned earlier, the last part of the system to be completed was the Tine
northward from Lincoln. The Traction interests incorporated to become the Peoria,
Lincoln and Springfield Traction Company on April 16, 1907. The right-of-way was
procurred and construction from Lincoln passed through Union, Mindale and affected a
Junction with the Feoria-Bloomington Tine just to the west of Mackinav at a place
called Mackinaw Junction.

With the completion of the P.L.& S. the McKinley interurban system was basicé?ly
completed. A passenger could travel from Peoria through Morton to Mackinaw Junction.
From there the passenger could go to Mackinaw, Rloomingteon, Decatur and beyond or he
could go south to Lincoln, Springfield, Granite City or St. Louis (after 1910).

The P.L.& S. Tinkage 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 spperintendent of the P.P.& 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 Tocation and to provide a place for pas-
sengers to transfer trains from the Peoria-Bloomington 1ine and the Lincoln-Springfield
line., | |

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

supervised the onerations of the lines west of Bloomington and riorth of Springfield.
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Related to demands caused by the increased traffic, the experiment with an AC-DC
electrical power system proved unsatistactory. The McKin]ey management decided in
March, 1909, to change the entire Forthern Divisien over to 650 volts DC. The Company
invested $350,000 for new equipment tc provide the DC power and for renovation of the
AC equipment.

Since it takes a greater amcunt cof energy to transmit lower voltages, transmission
of the current was to be 33,000 volts AC but the Company would construct substations
every 8 to 10 miles to convert the high voltage AC current into €50 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 was carried on specially designed
steel high tension towers which paralleled the right-of-way.

Substations were to be constructed at Morton, Mackinaw, Danvers, Union, Mindale,
Elkhart, Ridgley Junction and Emerqgy, a station located between Decatur and Clinton.
Basic substations were usually equipped with transformers to reduce the voltage of alt.
current from the transmission lines and either motor generator sets of synchronous or
"rotary" converteré {vhich had a Toud, whining noise) to change alternating current
to direct current. |

fhen a train entered the "electrical section" supplied by one of these substations,
the resulting voltage weuld be recognized by a substation attendant. He would turn on
the substation’s equipment to supply the nceded voltage. Later technological develop-

ments permitted the utilization of "automatics" which did not require constant attention.
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As mentioned when the P.E.& C. changed frem the AC power system, it constructed

" a new depoi/substation to replace the "eriginai®™ buiidings. The new structure, ITS
Station #572, was buiit to standard Mclintey Lines bHlueprints. (Note: See ITS Elkhart
Depot/Substation drawin¢ for similar architectural deteils--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 reof, steel trusses were utilized in the rcof structures. The Mackinaw Depot/
Substation (27' x 93') consisted of a waiting room tickrt ofiice (25'3" x 16'€"); 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 Vestinghouse
transformers with a primary field of 33,000 volts and a secondary field of 443 volts
each. The entire depot/substation containea 2396 square feet of space. The interior
wails vere lath and p]aster except for the freight and 1ineman's rooms which were of
brick. The building was amply illuminated with standard wooden casement windowns some'

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

circuiation around the electrical equipment at a Tater date. The machinery tewsr

contained circular ports (2'4" diameter) to 27low for entrance and exit of the inter-

2

urban power supply wirves. Electricity for the depot proper was wired through conduits.

Heat for the depol was provided frowm coal/wood stoves. The floors of the structure

were made of five inch concrete. OCn the trackside of the structure there was a 11' x
109" passenger platiorm (north side}. On the east erd and southeast corner there was

a concrete freight platform servine the freight rowm, lineman's room and the Mackinaw
station track. The name of ihe depot, "Mackinsw,” was priminantly displayed on the

east and west ends of the building as well as in the center of the machinery {(substation)
tower on the trackside [novth)., 7o the rear of the depct (south) was located Mackinaw
siding track some five nhundraed fifty feet Tong with a capacity of ten cars. This track

~

connected with the main track jusi to the east of the depot,
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Between 1910 and 1923 many corporate changes were to effect the deveiopment and
success of the ITS. On December 1, 1902, the Mchinley interests organized the St.
Louis, Springfield and Pecria Railway, @ corporate arrangement to manage all of the
Traction properties between St. Louis and Peoria. The lines wouth of Springfield were
merged into this structure.

From 1911 through 1913, other mergers organized the rest of the 1ines and all
of the McKinley interurban lines were cperated as part of the I1Tinois Traction System.
For administrative purposes, they wefe officially divided into six aivisions. The
Tine running through Morton from Peoria to Mackinaw Junction (eastward to Bioomington
and southward to Lincoln and Springfield) was called the Northern Divisicn 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:£% P.M. and arriving before 7:00 A.M. respec-
tively. In November, 1910, this service was extended into St. lLouis, a distance of
172 miles. This service met with instant success and lasted until 1940.

The Traction was not without difficulties. The lines of the Northern Divisien
(aslwe11 as the rest of the system) were slow in developing freight business due to
poor ccoperation by the steam railrcads and the Tack of on-Tine industries. The
Traction dealt with this by attracting a number of industries to its line.

In the MNorthern Division the first on-Tine industry was the McGrath's Sand and
Gravel plent Tocated between the Mackinaw staticn and Mackinaw Junction on the Northside
of town. Similarly, the Coumpany consfructed or assisted private individuals in the
building of a number of grain elevetors.

| Elevator. were jocated at Burt, Yalnut-Vood, Mindale, Sutter, Union, Witmert, 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 Company. Over the years, the

©y

Traction continued to expand its freight business, an effort which ultimately prolonged

its Vife.
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The Traﬁtion managed to develop a considerable charter business. Local clubs
and groups often chartered interurban cars for their occasions. Public school athletic
teams often journeyed tc play opporents using the Traction. Businesses sometimes
chartered trains to encourage shoppers to utilize local establishments. Such a train
vas 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 subways underneath. They
also refused to interchange electric road freight cars with their railroads.

In some cases, the question of interchanging cars vwith a steam railrcad made
the difference in a freight contract. Without joint tariffs and interchange agree-
ments, freight had to be reloaded to affect an interchange vwith the steam railroads.
This was costly in time and labor.

The I11inois Traction was particularly successful in negotiating such aggrements
with the Chicaco and Eastern I11inois Railrcad in 1910. A physical connection was built
at Glover, I1linois located between Champaign and Danville.

The Chicago, Rock Island and Pacific Railway neqotiated a similar agreement
through Peoria in 1210, followed shortly by the Iowa Central (Minneapolis and St.
Louis Rai]road)‘in 1911. By 1916, the Southern, Chicago and Alton, Wabash, Chicago,
Peoria and St. Louis, Peoria, and Pekin Union and the Terminal Railrcad of St. Louis
had made physical track connections with the Traction at various locations along the
interurban. |

0f these, the Peoria and Pekin Union (P & PU) was the most difficult. THe United
- States Interstate Commerce Commissfon finally had to order the P & PU to establish
rates and an interchange with the ITS in 1913.

By 1919; McKin]ey had negotiated agreements with every steam railroad except the
Pennsylvania and the New York Central System. These two rajlroads were reluctant to

cooperate. TFor example, the Vandalia, owned by the Pennsylvania, which passed through



&)
Mackinaw just South of the Traction Depet would not allow the P.P.% C. to come any-
where close to the Russell grain elevator which stiil stands (1977) in Ailentown.
Thke Tracticn's right-of-way had to joou cut and eway Trom this elevator, alzo known as
the Mackinaw Grain Company, which was serviced by the Vandalia.

Similarly, when the P.L.& S. was constricted soulhward to connect with the
icKinley lines at Lincoln in 1908, the Traction had to dig an underpass(called a
subway) uﬁder the Vandalia and also the Peoria and Eastern, which was part of the New
York Central System, just south of Mackinaw.

Further to the south, at Mindale, so named by the Traction since it was Tocated
half-way between Minier and Hopedale, the Traction construction crews had to build a
ramp and bridge to cross the Chicago and Alten tracks. Illinois Route 122 alco passes
under this structure. The structure is often referred to as the "'lindale Hump". AN
of these difficulties made constructing the Traction more costly and difficult.

By August 1911, the I11inois Traction System inaugurated an expanded parlor car
service on all lines of the system with the arrival of five new parlor-buffet cars.

Each division origina?iy operated two parior trains a day but by the mid-teens, only
the St. Louis-Pecria parlor trains managed to survive and thrive.

The parlor-buffet was a reserved seat, extra-fare service that rivaied anything
that the steam railroad competitors had to offer. Parlor buffet trains were also run
as limited service, so that they were kepl on fairly tight time schedules, stopping
at major cesignated stations.

Between 19171 and 1914, the ITS made a major commitment to improve safety and
reliability of the movement of its trains. A1l trains, in 1914 were operated under
orders transmitted to the train crews by telephone fiom divisionally centered dispatcher
Tocations. For the Northern Division,‘dispatchﬁhg was controlled from Mackinaw Junction.
A complete system of Blake Dispatchers' Signals was finstalled 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 bleck signals cn the mainline between Granite
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City and Springfield and between Springfield and Peoria where such protection was
required.

The major portions were between Peoria and Mackinaw Junction and frem Springfield
northviard to Selbytown which was.1ocated'two miles south of Williamsville. These
signals of the semaphore-type were powered by a separate electrical circuit supplied
from a 2300 volt AC Tine carried on the 1ine poles. _

In the 1920's, the semaphore signals were replaced with the three-position,
colored light signals (red, amber, and green). Color position lights have a higher
visibility for trains approaching them.

Thé ITS made the first extensive use of autcmatic block signals on a single track
electric interurban railreoad in the United States. While the system made operations
safer, it did not prevent accicdents 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 still being researched at this time.)
However, it woulcd appear that travel on the ITS was as safe, if not safer, than com-
parable travgl 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" was 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 =ffort greatly increased passenger business and freight traffic so the cost
of operating fell well below the income.

In Ju}y, 1919, the Adams Express Company was veplaced by the Traction's own
express service which charged rates 75¢ Jower thar the former company. DBy 1921, 7t
became necessary for the Traction to supply drayage in mejor communities to support
‘this vital service. In smaller communities, Tike Mackinaw, private companies were
contracted to provide drayage for the Traction's express service.

~ Soon the Traction was able to boas* 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 és vell as freight customers.

When William B. McKinley was elected to the United States Senate, he had to
make 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 Teader.

On May 23, 1923, a dramatic corperate reorganization took place. All McKinley
corporations were merged into I1lincis Traction, Incorporated, which was a subsidiary
of the I17inois Power and Light Company (I.P.& L.). AlT the capital stock of the
I.P.& L. was owned by the ITlincis Traction Company. The intevurban properties were
operated as the ITlinois Traction System: "Main Division."

The I11inois Power and Light Company and I1linois Traction, Incorporated were
all controiled hy the Morth American Light and Power Company, a holding company. It
directly (or through its subsidiaries) served the populations of 520 municipaiities
in I1linois, lowa, Missouri, Kansas, and Nebraska.

To manage this vast system, Clement Studekaker, Jr., of South Bend, Indiana,
automobile fame was chosen to act ac President of the I1linois Power and Light Company
in Rpril 28, 1823. On November 12, 1924, he was elected President of ITlincis Traction
Incorporated. (He also was chairman of the MNorth American Light and Power Company.)

Studebaker's immediate response was to change the image cf the Traction. Service
an& condition on the Traction's equipment was not up to what it had been at the
beginning of the decade. The old paint scheme of pullman green sides, terracotta red
or black voof, marcch window trim, and gold lettering enscribing the Traction's rame

on interuvban

i s

passenger and freight motors was gradually replaced. The new color
scheme was & bright orange exterior, black or terrecotta red rocf, maroon window Trim,
and bilack lettering.

Hew trains were added to the schedules. The newly painted and remodeled mainiine

Timiteds weve called “Tangerine Flvers" because of their paint scheme. The sleeping




trains were given names ... the Peoria-St. Louis sleeper was called "The Owi" while the
St. Louis-Champaign sleeper was called the "i1Tini."

In addition, there was new mid-moirning Timited service provided in the form of
the “Capitol Limited." The Peoria-St. Louis "Flyers” or "Tangerines" made 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, it was
a good average speed from Peoria tc St. Louis fincluding all station stops.

Sometime between 1910 and 1924, the village of Mackinaw began to purchase elec-
tricity from the Traction. Many communities benefited from the Traction's electric
power. Some other examples were Tremond, Minier, Hopedale, Armington, and Morton.

Lite 1924 and early 1925 presented real difficuities for the Traction. In
December of 1924 the Traction's Tine through Mackinaw from Peoria, Bleomington, 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 anncuncing 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 come
into contact with 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.¥. 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-Feoria sleeper train, "The Owl" arrived as the building became
engulfed in flames. The crew of "The Owl" managed to assist Knowles, but all of the
Company records were destroyed along with the Mackinaw Junction building.

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

two locations. The old P.B.& C. line from Peoria tc Bloowington through Morton was




dispatched from a temporary facility erected at Mackinah Junction. This was an old
interurban car which was set on the ground after its wheels had Leen removed. The

Tine south of Mackinaw Junction was 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, two stories tall, and was made of
buff colored brick walls, dark red brick base, and a red Spanish tile roof. The
windows and doors were trimmed in dark green paint. The facility contained the dis-
patchér and division superintendents offices in addition to a waiting area for trans-
fer passengers between 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 main interurban lines to Springfield. This was an economy meove
prompted by the stockmarket crash and the ensuing depression of economy which 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 lefadership of the McKinley
Tines 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 Insull's utility group both of whom wanted to take control.

Samuel Insull of Chicago controlled many public utilities and particularly some
Chicago-area interurbans. The real issue appears to have been Insull's fear of com-

- petition in the Chicago area if the Traction managed to affect its long-talked about
line between the mainline trackage and its ITlinois Velley Division.

As early as 1905, discussion had taken place about building northward from Pecria
te Bureau or from Peoria to Washington and Eureka where a cornection 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 Livision of the ITS éerved 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
Yorton over the Santa Fe tracks or to Mackinaw over trecks 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 Tinkage to develop an entrance
into Chicago from downstate via the Traction.

In 1927, James Walker, a consulting engineer, was 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 little over a mile in
Tength running from where the Traction entered the east corporate Timits of the vi]]aée
to a point running due north to intersect with the Santa Fe tracks. This connection
. approximately would have been made near the I-74 Santa Fe overpass on the north side
of Morten. |

The "Chicago Connection" never materiaiized because of the power strugale between
Insull and the Morth American Company. The power struggle resulted in agreeing to split
control o1 the Traction between these two groups. Fppavently, Insuli was able to block
further consideration of "Walker Pian" even though the Santa Fe had agreed to allow
the Traztion to construct the necessary overhoad power distribution system on their
Tine between Merton and Streator. Without new business, the IlTlincis Valley Division
Tines were ebandoned 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 (1630}, Decatur (1931), St. Louis
(1931), and Springfield (1937).

-

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

was in freight business and not in carrying passengers. This was due to & straight-
i

forward recognition of the fmpact of the paved rcad and availability of the automobile.

While the Traction would continue to. rzintain a high degree of service in its pas-
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senger operations, it pursued freight business ruthlessly and successfully. The
freight business would sustain the Traction into the present.

By 1927, the ITS owned scme 285 pieces of peszenger end freight equipment. Of
this total 69 were passenger motors, six were sleeping or parler cars, 3€ were pas-
senger trailers, 51 were express motors, 81 were express trailers, and 20 were
freight motors. The Traction also owned some £84 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 weuld consist of abcut eighteen to twenty cars,
each car weighing approximately 100 tons. Due to grade considerations from East
FPeoria te Caldwell west of Morton, scuthbound from Mackinaw Junction to Summit and
Mackinaw Juncticn to Porter on the Bloomington Tline, and rorthbound from Yilmert north
of Lincoln to Union, and Mackinaw Junction to Ciyde Siding (Herberger Hill), "doubling
the hi11" was often necessary. "Coubling" meant taking the freight train up a steep
grade in two sections or parts. This process was costly and fime consuming., It
also created traffic congestion on a single track interurban Tine. The old 190¢
vintage overhead system was a limiting factor to the success of this endeavor. The
Traction continued to explore many possibilities ¢f getting more out of the 650 volt
DC system, but in the end it will not be until the arrival of the diesel-electric
Tocomotive in the 1350's that tonnage grade Timitations would cease to be a&s much of
an obstacle.

In early 1930, I1linois Power and Light Corporation decided to change the trans-
mission system irom 25-cycles to €0-cycles. To accomplisy this change, crews working
at various points along the system shut off substation power and made the necessavy
alterations in equicnent.

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

March 2, 1930, each substation along the Tine was converted. The job was completed
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and the cntire system was activated for €0cycles on March 9, 1930. In Mackinaw, a
second-hand rotary converter of 5G0 kitowatts was installed to replace the 25-cycle
model installed in 1909. The three original 1809 Westinghouse transformers were
used with slight modifications.

Fost 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 1520's.

By 1929, the "Flyers" time between Peoria and St. Louis was reduced to five
hours. Other adjustments were made tu the schedule to effect a more balanced utili-
zation of the linec equipment. Two new name trains were added. In March 1928, the
"ITlmo Limited," a reserved seat parlor-buffet car frain vas added, socn followed by
the "Peorian." Most of these trains continued to operate as "limited" until the
outbreak of World VWar II.

During the decade ending in the 1920's, the McKinley interests had been buying up
and Teasing small steam railroads around East St. Louis, creating a small network of
switching roads. In the 1923 reorganization of the corporate properties, these were
collectively known as the "Steam Division" of the I1l1inois Traction System.

In 1928, all interurban and steam properties were reorganized as the Illinois
Terminal Railroad System. The intevurban properties were called the "Electrified
Lines" while the other was called the "Steam Division." With this corporate change,
the IT1inois Terminal Railroad System Tego replaced the ITS logo as equipment and
Company property were repainted. |

The net effect of the consolidation of these freight lines wés to make the freight
business of the I1linois Terminal Railroad System very profitabie 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, peopfe referred to
the interurban as the "I1linois Terminal™ or the "Terminal" or just "IT" as well as

still calling it the "Traction."
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The impact of the automobile and deciining passenger patronage i{s evident in
some of the decisions made by the Terminal in the 1920'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 statinon 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 stf]l required street running at Walnut and
Hashington, exnense and wasted time were réduced.

.The trying vears of the Depression and World ¥War II also brought absut many
changes for the interurban. In 1935, the Terminal introduced ice-activated air-
conditioning on some of the St. Louis-Peoria 1jmited trains. By 1937, eight limiteds
a day between these two cities offered "reserved seat," air-conditioned comfort. To
accomplish modernization, some of the open-ended observation parlor cars had their
observation platforms enclosed. These cars contirued in service until the avrival of
new equipment in 1948-49. The sleeping cars would not be as fortunate since they
vere retired from servfce in 1940,

In May of 1837, the I11linois Power and Light Company changed its name to I11incis-
Towa Power Company. On Cctober 18, 1937, the railroad properties were reorganized as
the I11inois Terminal Railroad Company controllec by the Iilinois-Iowa Power Company.
During the last 1930's, the Traction constructed additional substations to provide
better power distribution for the overhead system.

Under the Mew 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 app?ied t2 holding companies which were comprised of
electric power companies and electric railways. As a consequence, street railway and
electric interurbans were separated from the pub1ﬁc utility portion of their operations.
Many such separations resulted in the cdemise of the electric railway or interurban

operation while the electric utility continued to prosper.
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While the IT11inois Terminal Railroad Company was ultimately affected by this
legislation in 1945, it appears that the interurban properties and the public utilities
functions already had made a partial separation. In 1930 the I1linois Power and
Light Company had taken over ownership of a1T electrical power generation, the trans-
mission lines to the substations, and the substations proper. The I11inois Terminal
purchased electric power which was ﬁetered at the substation. In 1927, the Mackinaw
Depot/Substatiqn was owned by I11inois Traction, Inc., with I.P.% 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 combined were transferred to the I11inois Power and .
Light Company with the railroad retaining rights to occupy and use the space as con-
trclled by Illinois Traction, Incorpcrated who controlled the entire capital stock of
I114nois Power and Light Company (as of 1923): In Mackinaw's combination depot and
"sub" this arrangement allovied the Terminal use of the ticket agent, waiting room and
freight room, while the rest of the space was utilized by the I1lincis Power and Light
Company and the buiiding owned by I.P.% L.(as of 1945). |

The reorganization continued in 1943, the controlling company, the I1linois-
Iowa Power Company was renamed the I11inois Power Company. In turn, on September 21,
1945, a purchaser railway corporation was established to separate the I1lincis Power
‘Company interests in the railroad effective December of 1945. At this time, the
railroad became a separate entity from the public utility. The ITlinois Termfnal
Railroad Company did continue to purchase power at the substation from the public
~utility. The effect of these corporate transactions was to remove a valuable finan-
cial investmeﬁt from the railroad and to situate the railroad to a "make it" on its
own merit merits basis. (Note: This is why the Mackinaw Depot is still owned by
the I11inois Power Company long after the railroad was abkandoned.)

Hich density passenger traffic had been deceiving on the electric liues as it

had been on the steam railroads curing Vorld War II. Anticipating continued public



utilization of the railroads after the wartime restrictions had been ended, nearly
all railrecads made heavy investments 1in new passenger equipment.

The I1linois Terminal in June 1946 made the decision to purchase new equipment.
President of the I1linois Terminal, A.P. Titus, ovdered from the St. Louis Car Company,
eight PCC-type streetcars for the East St. Louis-Granite City Tines, and three com-
plete streamlined electric interurban passenger trains. One was to be utilized on
the Decatur to St. Louis service, while the other two were to be placed cn the Peoria
to St. Louis runs. The cost of these improvements was in excess of $1.5 million.

These trains consisted of a motor-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 trimmed in brilliant blue with silver lettering
"I1linois Terminal™ on the side of each car. The roof was aluminum colored also.
These cars were 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 I11incis
River Bridge were abandened on June 8, 1950. A1l operations after that were out of
Fast Pecria. This decision probably cost the vailroad passengers, since going to
Fast Peoria was more "out of the way."

Ry August, 1950, the "City of Decatur" was re-assigned to a Peoria-St. Louis vun.
Shortly thereafter, this new assignment was called the "Sangamon." In September,

1951, ail "names" were dvopped from the streamliners. The Tast car of the three-

car trains were taken out of seirvice and piaced in storage. A1l “reserved seat"

service was dropped on September 3C, 1951, As 1951 ended, the Peoria-St. lLouis service

<.

consisted of four traing in each direction daily and four trains each way deily to
Rloomington and Decatur by way of the Mackinaw Depot. A1l 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. tLack of
business ana more highway construction in Danvilie caused this original section to be
abandoned. o

In 1952, on February 21, the old P.B.& C. "main" through Bloomington between
fackinaw and Forsythe just north of Decatur was abandoned. Due to problems with
governmental regulatory agencies, the Terminal was forced to continue "service" on
the stubs of 1ine between Mackinaw and East Peoria and Forsythe and Decatur. Even
that "service" was abandoned cn April 26, 1953, and with it the Terminal's usage of
the building.

On June 14, 1954, the I1linois Terminal petitioned the Interstate Commerce Com-
mission and the I11inois Commerce Commission to discontinue all remaining passenger
operaticons effectiva March 13, 1955 (except the St. Louis Granite City line). Com-
munities had an opportunity to protest, but after several de1ays, the Terminal was
allowad to cease passenger operations on the Northern Division and the Central Divi-
sion‘(east of Springfield) effective June 12, 1655,

The end of the interurban era was in 1955 and 1956. On June 10, 1955, the
Terminai was purchased by & corporation made up of eleven competing railroads for
$20 million dollars. By March 3, 1956, all remaining electric service was abandoned.
(0Q1y the St. Louis-Granite City service continued until 1958). 1In Tess than fifty
years, the Traction had come and gone with only a few artifacts remaining.

But the Terminal ic still around the the thriving today as a diesel-powered
freight railrcad. Its predecessor, the Traction, has left a legacy of development
and contribution to the people and the .towns which it served. Certainly the develop-

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



Machivicw Historical Sociely, Ine.

BOX 534
MACK INAW, ILLINOIS 61755

October 20, 1978

Honorable Adlai Stevenson III
United States Senate

Senate Office Building
Washington, D.C. 20510

Dear Senator Stevenson:

Subject: Illinois Traction System Depot, Mackinaw, Illinois
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. It 1s our understanding that your office will be notified
approximately a month before we are notified. We would appreciate

it greatly if you could let us know when you receive your notification
thus saving us an additional month of suspense.

Thank you for your cooperation in this matter.

Sincerely, />

/;//’4 ».{/%/)C,[/ G -

gs Corresponding Secretary
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