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Proposed New Belt Railroad for Chicago.

A committee has recently submitted to the Board of
Directors of the Chicago Union Transfer Railway Com-
pany a report on the location and construction of a belt
railroad, which will be acted upon at a meeting of stock-
holders in October. The list of stockholders comprises
the following railroad companies together with several
Chicago capitalists : Baltimore & Ohio; Pennsylvania;
Chicago & Northwestern: Chicago, Milwaukee & St.
Paul; Chicago, Rock Island & Pacific; Illinois Central;
Chicago & Eastern Illinois; Northern Pacific; Chicago
& Great Western, (Chicago, St: Paul & Kansas City)
Atchison, Topeka & Santa Fe, and the Chicago, Bur-
lington & Quincy.

The following is an abstract of the report :

The general location is shown approximately on the
accompanying map and explains itself. The right of
way is to be generally 200 ft. wide, being less than ft.
only at such points where it is reasonable to suppose
that industries will not be located. In no place will the
right of way be less than is required for eight tracks.
A double-track railroad from the Milwaukee division of
the Chicago & Northwestern to the Wisconsin Central,
a four-track road from the Wisconsin Central to the
New York, Chicago & St. Louis, and a double track
road from the New York, Chicago & St. Louis to the
Baltimore & Ohio Railroad are proposed, it being the
intention to furnish such facilities as are required at the
present time to transact the business that all railroads
may desire to do over the proposed line, leaving the
additional facilities which shall be required in the
future to be provided for when necessary.

The width of embankment for double track railroad is
to be 28 ft., and for four track railroad 56 ft, The width
of excavation for double track is to be 32 ft., and for
four track 60 ft. Slopes in earth 15 to 1, and in rock ex-
cavation ) to 1. Culverts to be of stone, or stone and
iron. Bridges to be constructed with masonry abut-
ments, and steel superstructure. Crossings, where pos
sible, are to be overhead or under. Crossings at grade
are to be interlocked. Overhead railroad and highway
cmssin?s are to be carried on steel columns, with ma-
sonry piers and steel superstructure. The track is to be
laid ~ with 80-1b. steel and
oak ties, and gravel ballast.

The principal features of the proposed line are as fol-
lows :

Total length of line from the C. & N.
Ry toh & O. R R

t pattern of rail joint,

W

24 . 60.3 miles.
Straight line. 58.07 -
Curved line. 2.23 60.3 **

353 deg.
3
16 fL
1.6 miles.
13.7 -
17.6 “
29.0 60.3
Maximum elevation above Lake Mich- _—
...................................... T .
T
60 ft.
200 -

| 1
Qverhead crossings 2
Grade railroad crossings (at points where

thera are existing railroad crossings)... 5
New grade rajlway crossings... . 5
Overhead highway crossings 8
Sub-grade highway crossings 3
Grade highway crossings . 8
River and creek crossings .. 7
Feet of iron bridging on pro 200
Feet of iron bridging on other road: 00
Feet of iron bridging on highways.. 20
Feet of iron ng on other small

openings

Total iron bridging. ft.

Arch culverts..........
Iron pipe and box culver
Tom}) estimated cost of line
lake..... $5,500,000

The total length of the line from lake to lake will be
63.78 miles. The distance from Chicago & Northwest-
ern Railway to Chicago Union Transfer Railway Yards
is 25.9 miles, and from Baltimore & Ohio Railroad
crossing to Chicaﬁo Union Transfer Railway Yards,
32.9 miles. The line will connect with twenty-three
main lines of railroad entering the citg of Chicago.

The distance a car will have to be hauled in making
transfers isin one case twelve miles farther via the
proposed line than via any cther proposed route, and in
one case ten miles. Out of 572 possible transfers, the
distance over the proposed line exceeds the distance via
other lines in 166 cases, but the total of the distances via
the proposed line is 308 miles less than the total of the
averages via the other lines, which shows a saving of an
average of 27 3-10 miles per car transferred. The low
grades, light curvature, few important highway cross-
ings, numerous overhead and sub-grade railroad
crossings, will admit of the handling of heavy trains at
high speed and with reduced operating ex'penses.

%he distance from any junction point of any railroad
with the progvosed line to the Union Stock Yards by way
of the U.S. Y. & T. Co. averages 18} miles; via the
C. & C. T. Co. and C. & N. P. Co., 21, miles; via the C.
& W. 1. Belt, 2354 miles, and via the proposed line,
27 %> miles, the greatest difference of distance in any one
instance being 19 miles, while in 13 cases it isshorter via
the proposed line than via the other routes; but the
advantage of this line is not so much the distance to be
traveled as the freedom from annoying delays. The
chances for delay in making transfers from Kinzie
street, by way of the Union Stock Yards to the Illinois
Central, a distance of about nine miles, can be readily
appreciated from the fact that the route crosses
G‘F highways, 8 horse car lines, three cable lines and
eight lines of railroad on which are operated the trains
of 16 railroads runmning 456 passenger trains daily. On
three of these highways 5,442 vehicles and 12,193 pedes
trians cross the tracks in thirteen hours; on one of
these cable lines 716 cars in 13 bours; and on one of
these eight lines of railroad 173 trains and engines in
11 hours and 40 minutes, while a safe estimate of the
number of engines and trains crossing over this route
would be 2,000 per day, orabout threetrains every two
minutes; horse and cable cars, 366 per hour ; vehicles,
3,000 per hour; pedestrians, 5,000 per hour, making a
total aggregate per hour of 8,449, or an average of 140
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15.31 re Miles.
770,54 Population.

50,398 are Mile.

- ,mnt"c'eff';; Entire Pop-
wation.

\84 Per Cent. of Fntire Area.

385,025 Population.

{ 30,92 Square Miles.
12,778 per Square Mile.

Total Population,
School Census, 1,438,050,

In Shaded Districts, 1,165,-
358, which ia 81 Per Cent, of
Total Population.
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Proposed Belt Line of the Chicago Union Transfer Railway Company.

Owing to the fact that so many of the railroad ter-
minal yards are now located within or near the city
limits, and in many cases are so crowded that it seems
to be impossible therein to provide for the ever-increas-
ing business, new yards must be provided, on less ex-
pensive land, where the public and the movement of the
cars will less embarrass each other, and old yards gradu-
ally abandoned, for the following reasons :

(@) The constant menace of the street crosainﬁ prob-
lem, which is rapidly cubcingbnll yards into smaller and
smaller sections, rendering them less and less useful on
account of the increased expense and delay y to

The ity for taking i diate stepe in some defi-
nite direction, looking to the construction of an ade-
quate transfer system, may be more readily realized by
a consideration of the growth of the railroad systems
which terminate in Chicago. Theincrease in mileage of
ten leading roads terminating in Chica%o, between the
years 1870 and 1890, was 370 per cent.; the increase in
tonnage was 490 per cent. The tonnage of all roads en-
tering Chicago increased from 1880 to 1880, 131 per cent.,
and from 1883 to 1899, 72}¢ per cent., reaching a total of
119,284,935 tons, whictt‘l was 1‘7,3,, ger cent. of the entire

n the

operate them.

(b) The increasing danger to life and property, com-
pelling the construction of expensive additional
viaducts.

(¢) The increased switching mileage rendered necessary
on account of the present location of the yards.

(d) The crowded condition of the main tracks of all the
railroads, cansed bly; their through and suburban pas-
senger traffic, together with the necessary freight house
and team track switching, rendering any additional
switching slow and expensive, and in many cases caus-
ing serious and nnne{mg delays. As bearing thereon
attention is called to the distribution of the population
of Chicago as shown by the shaded portions of the map.
Within the limits of the heavyshading is contained more
than 50 per cent. of the entire population of the city,
and in this district all the railroads have their passenger
and freight terminals, while in the lighter shaded dis-
trict, nearly all the transfer work is accomplished.

In view of the above and many other considerations,
the line has been 8o located that each railroad can secure
yard room and facilities ample for its probable future
requirements at & minimum expense. The railroads ter-
mipating here have, within the limits of the city, 246.5
miles of main track, 230.5 miles of second main, and
about 900 miles of yards and sidings, a total of 1,377
miles of track covering about 7,000 acres.

Many'railroads, already recognizing the necessity ot in-
creasing yard facilities, are now seeking new locations
at points beyond the busy districts; and if there is no
concerted action new yards will be located only with
reference to some specific requirement, dictated by the
business of the line so locating; overlooking the neces-
sity of a comprehensive system which should simplify
all transfer and terminal work, A few years ago a ma-
Jjority of the railroads eutering Chicago made all freight-
car transfers via the main lines of other railroads, send-
ing their own switching engines and crews over miles of
the main tracks of foreign roads. The business has now
outgrown this method and roads begin to recognize the
necessity of having facilities at common points at which
transfers may be m This improvement on the older
plan is apparent to all. Transfers made by the old way
cost and still cost, where permitted, much morc than a
profitable swit,ch‘mg charge even on the existing belt
lines, and subject the cars so transferred to anever in-
creasing delay.

This company having already acquired the necessary
yard facilities for sorting and delivering to the various
railroads the mixture of cars it may receive from the
various yards, we think this or sume similar line an
absolute ” necessity, and the earlier it is secured the
cheaper and better for the interests of the railroads ter-
minating here, their patrons, and Chicago.

Among the advantages of locating and securing right
of way for this belt railway before the country through
which it passes is populated will be: The present value
of the land, the concessions that would probably be made
on account of the increased value it wirl give to the ad-
Jjoinin property b‘v creating desirable locations for
manufacturing and industrial purposes, and that it
makes known to the world its location and object, so
that all future platting of the territory aftfected th
will be made in conformity withits known and i

eby
intended
use, and all streets, buildings and improvements will
naturally adjust themselves to this known condition,

of all the United States. We
find that the an of a few di
ties at Chicago during the year 1890 agregntad 1,664,000
car loads. There being about an equal number of emp-
ties handled makes an ag%:egace of 3,383,000 cars.
It seems from the data we have been able to collect
that about 40 per cent. of the entire tonnage of the roads
terminating here is handled in Chicago, or nearly 50,000,-
000 tons for the year 1890; this would make about 6,000,-
000 carloads.

During the year 1801 the C. & W. I. Belt transferred
580,871 cars, the Chicago Railway Transfer Association
582,487 carn, the St. Charles Air Line 180,837 cars. Of the
direct transfers the C. & N. W. made 404,551, the C., B.
& Q. 150,608, which aggregates 1,809,352 transfers. From
other data an the direct f made by
other roads would, in our opinion, reach about 2,500,000
cars, making the total for 1891 nearly 4,400,000 cars
handled.

Another reason for taking some steps looking to the
relief of the railroad business here, is the constant, and
at present unavoidable, delay in h cars, led
with the unnecessary delays on team and industrial
tracks. The delays from this last cause will aggregate
1,500,000 car-days per annum, while delays arising from
existing yard locations, inadequate and expensive trans-
fer facilities, will reach, at a low estimate, 5,000,000
car-days per annum. The average earnings per car-day
in the United States, as deduced from the reports of
, is $1.90, the average time consumed in loading,
shipping and unloading a car is 4/ days for each ] N
which would make the earning capacity of a caron a
long baul, or during the husy season, over $8 per day.
it is not claimed, however, that all this could be saved,
but we leave it to the operating departments of the va-
rious railroads to make their own estimates from the
above data.

We believe that the construction and use of this or
some other similar s{stem of transfer would not only
have the effect. of facilitating transfer and reducing de-
lays, but it would also result in rclievinﬁ from active
service from 25 to 50 per cent. of the switching engines
and crews now in use, thereby effecting a large saving
to the roads annually. One manager says that if a gen-
eral systemn of transfer, such as herein contemplated,
were adopted, more than 25 per cent. of the swilching
engines now in use on his road would be relieved, there-
by effecting a saving of $100,000 per year to his compuﬁ.

The report is signed by Messrs. ‘H. H. Porter, J. M.
‘Whitman and Andrew Crawford, Committee, and W. S.
Jones, Chief Engineer.

The New Fast Passenger Ships.
The contracts have been let to the Globe Iron Works, of
Cleveland, to build the two passenger ships, heretofore
referred to, which are expected to make the run from
Buffalo to Duluth in 50 hours. The iron and steel for
most of the large ships built on the Great Lakes has
been made at the Carnegie and other Pittsburgh mills,
but the orders for the steel for these new ships have
been awarded to Cleveland firms. The Otis Steel Co.
has the contract for all the steel, the Cleveland Rolling
Mill Co. for rolling the plates, and the Cleveland City

Forge for the heavy shafting.
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