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Abstract 

 This paper will discuss the history of transportation in the United States from the 

national, state, and local view.  This paper‟s primary focus is on the Twin Cities 400, a passenger 

train that ran through Eau Claire from Chicago on its way to Minneapolis.  The paper will focus 

on the process of the discontinuation, the arguments from the city‟s point of view as well as the 

Chicago and North Western Railroad Company‟s point of view, and the ruling by the Interstate 

Commerce Commission on the proposed discontinuation.  The paper will conclude talking about 

the possible future of passenger railroads in Eau Claire. 
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Introduction 

 All over the United States, iron beasts roared into stations, letting off thunderous blows 

from their whistles and billowing clouds of steam from their powerful engines.  Those were 

some of the sights and sounds from the glory years of the American Railroads.  Once seen the 

backbone of the American industries, trains powered the American economy into the frontiers of 

the United States.  These sounds can still be heard today; however, our nation has lost the lost the 

“oohs” and “ahhs” of our youth as well as the sounds of emotions expressed when people were 

reunited with a loved one who had returned home.  Consequently, these were the sounds of 

America‟s disappearing passenger trains and deserted train stations.  In the opinion of some 

critics, the passenger train aspect of our nation‟s extensive transportation system was 

prematurely removed despite public necessity and demand.  Specifically, the Chicago and North 

Western‟s Twin Cities 400 was forced to discontinue its passenger service that passed through 

Eau Claire, Wisconsin, due to various economic and social developments including competition 

from other methods of transportation.  

 The United States train traffic exploded onto the scene in the 1830‟s and continued to be 

used extensively during the Civil War in the 1860‟s.  However, the demand for passenger trains 

did not become apparent until the late 1800‟s.  Moreover, between the years of 1896 and 1916, 

passenger travel via railways nearly tripled.
1
  Similarly, during this time the automobile 

immerged and would eventually prove to be the railroad‟s biggest competitor in terms of 

passenger travel.  However, it still seemed as if the railways were going to be the future of 

passenger travel.  Rather, passenger participation and interest began to decrease at a steady pace 

in the years that followed.  Passenger success would peak sharply during the Second World 

                                                        
1
 Donald M. Itzkoff, Off the Track: The Decline of the Intercity Passenger Train in the United States 

(Westport, CT: Greenwood Press, 1985), 8. 
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War.
2
  However, passenger traffic on railroads after WWII began to decrease much like it did in 

the years following 1916, but at a more rapid pace.
3
 

 The progress of Airlines as a form of passenger transportation began to increase in 

popularity during the early and mid 20
th

 century and would establish itself as another lethal 

alternative to passenger trains.  Air travel presented a quicker alternative to travel than trains, 

especially at longer distances.  Even bus travel, which once acted as an essential component to 

the success of the railroads, began to provide a scapegoat for the railroad industry.  Even though 

the ICC permitted it as an alternative method of transportation, bus travel was deemed as 

uncomfortable by train travelers. 
4
   

The inventions of alternative methods of transportation ultimately phased out the need for 

passenger railroads.  The personal automobile provided consumers with freedom to travel where 

they wanted, when they wanted. Coincidently, railroad companies began to suffer substantial 

losses in revenue from their passenger trains.  This, coupled with the railroad‟s discovery that the 

demand for shipping via rail stayed relatively consistent, led to numerous pleas for 

discontinuation of passenger services by railroad companies.  The government attempted to 

hasten the discontinuation process by implementing the Transportation Act of 1958.  As a result, 

nearly a thousand trains were discontinued in the first few years after the Transportation Act of 

1958.
5
  By the mid 1960‟s, most of the passenger trains in the United States had been 

discontinued.  These discontinuations affected the United States at both national and state levels.   

In the mid-19
th

 century, the state of Wisconsin designed its railroad industry to serve its 

thriving lumber industry.  As the years progressed, certain railroad companies such as the 

                                                        
2
 John F. Stover. American Railroads, 2

nd
 ed. (Chicago: The University of Chicago Press, 1997) 218-219. 

3
 Ibid. 

4
 Interstate Commerce Commission Reports: Volume 320 (Washington, DC: U.S. Government Printing 

Office, April 1963-October 1964) 96. 
5
 Stover, 228. 
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Chicago & North Western, the Soo Railroad Company, and the Chicago, St. Paul, Minneapolis 

& Omaha Railroad Company helped revolutionize the passenger industry in Wisconsin.  

Wisconsin‟s progress in the passenger railroads in its early years mirrored the national level.  

Consequently, Wisconsin‟s highest level of productivity was in 1920, just four years after the 

nation‟s highest numbers.
6
  The C&NW Railroad Company was one of the pioneers in the 

industry and it helped connect most major cities in Wisconsin during the 1930‟s and 40‟s. This 

was primarily thanks to the companies revolutionary 400 line.  The most famous of these famed 

400s made its 406 mile journey from Chicago to St. Paul-Minneapolis via Milwaukee, Madison, 

and Eau Claire.  It was dubbed the 400 since it made the 406-mile journey in approximately 400 

minutes.  Not only did it transfigure one of the most popular routes in the Midwest, but it did it in 

record time.  This earned it the title of the “fastest train on the American continent”.
7
  

Not originally known for its passenger trains, Eau Claire was primarily a lumber industry.  

The first use of trains was to compliment the lumber industry.  They became so popular that in 

1883 the C&NW Railroad Company built the Omaha station in Eau Claire.
8
  Soon after, Eau 

Claire converted itself into a prosperous industrial town.  The industry soon shifted its attention 

from freight traffic to passenger traffic.  This was directly influenced by the emergence of the 

companies 400 line.  About twenty years after its ascension to the top, the Twin Cities 400 

discontinued its service.  Consequently, the Twin Cities 400 was the last passenger train to serve 

the city of Eau Claire. 

                                                        
6 Ibid., 205. 
7
 Jim Scribbins, The 400 Story (Park Forest, IL: PTJ Publishing, 1982) 10, 39. 

8
 Kevin Eudaly ed. North Western Lines: Eau Claire, Altoona part 1 (Official Publication of the Chicago & 

North Western Historical Society 2008, No. 1) 27.    
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On October 30
th

 of 1961, the C&NW Railroad Company proposed the discontinuance of 

its train the Twin Cities 400.
9
  In Eau Claire alone, thirty-three citizens testified against the 

discontinuance of the Twin Cities 400.  The city itself raised around five thousand dollars to 

refute the company‟s proposal.
10

  Those who opposed the discontinuation were largely university 

students, people who sought medical services in larger cities and their corresponding hospitals, 

and local businesses.  The university students and businessmen relied on the trains to provide 

safe and comfortable transportation for themselves and their clients.  In addition, hospitals 

stressed the importance of the Twin Cities 400 to their clients who had limited mobility.
11

  Their 

testimonies failed to sway the ICC and on July 22
nd

 of 1963 the ICC ruled in favor of the 

C&NW, permitting the discontinuance of the Twin Cities 400.   

 In the remainder of the 1960‟s, countless other passenger trains were discontinued.  The 

future of passenger transportation in the United States looked grim at both the state and national 

levels.  Following legislation in 1971, a conglomerate called Amtrak was formed.  Amtrak 

allowed for railroad companies to abandon their passenger services as long as they donated their 

tracks and equipment to the newly formed Amtrak.  Amtrak provided the United States with a 

fraction of the overall passenger service during the passenger train‟s peak years.  Today, due to 

the outcome of the presidential elections in 2008, newly elected president Barack Obama 

proposed an economic stimulus plan of $787 billion in 2009.  Of the $787 billion, $8 billion 

dollars has been allotted for the improvement of the railroads.
12

  Consequently, the United 

State‟s plan to catch up to the highly developed and successful European systems is underway. 

                                                        
9
 Finance Docket No. 21814, undated, The Chicago and North Western Railway Company. Twin Cities 400 

Records. 
10

 “Loss of „400s‟ Creates Grave Hardship for Eau Claire Area,” The Eau Claire Leader, July 25, 1963. 
11

 Interstate Commerce Commission Reports, 96. 
12

 CNN Politics, “Biden rolls out $1.3 billion for Amtrak,” March 13, 2009. 

http://www.cnn.com/2009/POLITICS/03/13/biden.amtrak/index.html (accessed November 1, 2009).   

http://www.cnn.com/2009/POLITICS/03/13/biden.amtrak/index.html


 5 

History of Passenger Transportation in the United States 

 The transportation industry in America was and is ever changing.  When the colonists 

first arrived in the 17
th

 century, they relied heavily on the river systems and horses for 

transportation.  After the construction of roadways, the United States citizens began to use land 

transportation such as the two-wheeled Chaise, among various other carriages.  Similarly, the 

introduction of ferries and multi-passenger carriages in New York in 1820‟s led to the rise of 

mass public transportation.
13

  This concept of mass transportation became the backbone for 

travel in the United States. 

The American railroad was born in the 1830‟s.  At first trains were horse drawn.  The 

first engine-powered-train was put into service in 1831.  In the 1950‟s, the Californian gold rush 

lured Americans and foreigners alike to California.  Consequently, the United States government 

issued a new land-grant policy around the same time.  The new land-grant policy and the 

prospect of a gold rush accelerated the railroad industry into their first major expansion boom.   

In 1861, a war broke out that separated the nation.  Railroad companies gladly welcomed 

the government‟s business during the American Civil War.  A mist the bloodiest war ever fought 

on American soil, the nation began its quest for the Pacific.  The Pacific Railroad Bill was passed 

in 1862.  It stated that the Union Pacific Railroad was to build from Nebraska westward and the 

Central Pacific Company was to build from San Francisco eastward.  The two companies were to 

meet in the middle at a spot that was yet to be determined.
14

  The desire to reach the Pacific coast 

first employed a large population and numerous resources.
15

   As a result of these events the 

1850‟s and 60‟s, investments in the railroad industry nearly tripled.  Due to an immense effort on 

                                                        
13

Clarence P. Hornung, Wheels Across America, (New York: A.S. Barnes & CO., 1959) 23-24, 34). 

14
 Ibid., 110-111.  

15
 Stover, 64-66.  
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the part of the railroads and the government, the Golden Spike Ceremony on May 10
th

, 1869, 

marked our country‟s success in unifying the first transcontinental railway.
16

    Specifically, 

while certain companies benefited from bloodiest war fought on American soil, others aided in 

United States expansion westward.
17

  Moreover, in the next twenty-five years twelve different 

lines streamed across the North American continent, connecting the western frontier with the 

eastern seaboard.
18

  

The completion of a transcontinental railroad turned inventors‟ attention to inner-city 

travel.  The streets began to become over laden with carriage traffic.  The crowded streets urged 

the need for alternative transportation and city planning.  The growing city traffic forced city 

planners to institute alternatives to street travel.  In the late 1860‟s, the first elevated railway was 

completed, decongesting transit traffic on the streets below.  Shortly after, in 1870, New York 

City provided its travelers with an underground railway option.
19

    

 It was not until the final years of the 19
th

 century that intercity passenger traffic began to 

take off.
20

  Consequently, it was around this same time that inventors in the United States raced 

to build America‟s first automobile.  The first automobiles could either be gas, electric, or steam 

powered; however, automobiles were restrictive in that they were only able to carry a limited 

number of passengers.
21

  In addition, the lack of developed roads hindered the advancement of 

the automobile in intercity travel.  Consequently, to further complicate the situation, the Wright 

brothers made their first flight in 1903 and established the basic shape of the airplane.  The 

Wright brothers‟ historical flight went 40 feet; this record was shattered in 1910 when Glenn 

                                                        
16

 Hornung, 118.  
17

 Stover, 35, 36, 55.  
18

 Stover, 79. 
19

 Hornung, 187, 194, 204, 218. 
20

 Itzkoff, 8. 
21

 Hornung 278-288. 
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Curtiss flew 150 miles from New York to Pennsylvania.
22

  Initially, neither the advancement of 

the automobile nor the invention of the airplane affected passenger transportation at the time.  

Quite the contrary, in 1916 the railroads reached their national peak operation, which made up 

98% of the total passenger traffic.
23

 

In 1916 Congress passed the Federal Aid Road Act.   The Federal Aid Road Act allotted 

$75,000,000 to cooperate with states in order to create rural post roads.
24

  During the 1920‟s the 

United States registered 8,131,522 autos as compared to a population of 105,710,620, creating a 

ratio of cars to people of 1:13.
25

  Likewise in 1920, the first passenger flight flew from New 

York to Boston and involved two passengers and a pilot.  To further the, the U.S. Post Office 

decided to carry its mail by airplane.   The first commercial airliner Aeromarine operated seven 

planes.  In Aeromarine‟s first year, its planes flew 95,000 miles and carried 6,814 passengers.  A 

one-way ticket cost $40 at a distance of 112 miles.  The flight made the 112-mile distance in 90 

minutes, a distance that it would take a train 5 hours.
26

   

This should have created heavy competition for trains, but was far too expensive for the 

majority of the public.  However, air travel in the United States was growing in popularity.  To 

try to keep up with the recent trend, the railroads began to incorporate air travel into their 

services.  Shortly thereafter the railroad industry created the Transcontinental Air Transport in 

attempt to create the first continental air voyage.  They used train travel during the night to 

complement air travel in the afternoon.
27

   

                                                        
22

 Carl Solberg, Conquest of the Skies: A History of Commercial Aviation in America (Boston, MA: Little, 

Brown and Company, 1979) 7-8. 
23

 The tracks in 1916 in the United States totaled about 254,037 miles. Stover, 205, 218-219. 
24

 Ralph C. Epstein, The Automobile Industry: Its Economic and Commercial Development (New York: 

Arno Press, 1972) 17. 
25

 John B. Rae. The Road and the Car in American Life (Cambridge, MA: MIT Press, 1971) 50.   
26

 Solberg, 30-31, 32. 
27

 Solberg, 210. 



 8 

Incidentally, the government began to play a significant role in the railroad industry in 

the 1920‟s.  The government passed the Transportation Act of 1920 to insure that railroad 

companies could not abandon their services without approval of the government.
28

  This caused 

great concern for railroad companies.  Six years late, the automobile posed a serious threat to the 

livelihood of the passenger train.  In the global outlook in 1926, the United States produced 85% 

of the worldwide motor vehicle production.  Not to mention, the number of motor vehicles 

registered in United States was nearly 25 times the amount of its nearest competitor, the United 

Kingdom.
29

  In 1927 the government began to construct state and Federal highways with the 

expectation to connect almost every city or town in the United States with a population greater 

than 5,000 people.   

In 1936, the Air Transport Association was formed.  The ATA is credited for the creation 

of the first credit card, the Air Travel Card.  Furthermore, the first jet plane to fly was in August 

of 1939.
30

  In the years during WWII the United States saw a significant decrease in production 

of cars and trucks.  This was due to the automobile industry‟s involvement in the production of 

tanks, engines, jeeps, and trucks for the war effort. This led to an increased interest and necessity 

for passenger transportation through alternative methods, specifically trains.  Passenger trains 

played a significant role in the movement of troops in the United States.  Coincidently, after the 

war ended in 1945, the automobile industry expanded its production from three to six million 

units a year.
31

   In addition, the war generated 1.5 million trained American pilots; however, 

                                                        
28

 Paul Stephen Nadler, “The Abandoned Railroads of Wisconsin” (Master‟s thesis, University of 

Wisconsin, 1953) 137. 
29

 Epstein, 20, 320, 321. 
30

 Solberg, 209, 254. 
31

 John B. Rae, The American Automobile Industry (Boston: G.K. Hall & Company, 1984) 91-94, 181. 
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America‟s 397 airliners were responsible for only an eighth of the passenger traffic in the United 

States in.
32

 Particularly, problems continued to grow for passenger railroads in the 1950‟s. 

In the spring of 1953, the National Association of Railroad and Utilities Commissioners 

“claimed that passenger deficits nationwide had equaled over 42 of the net freight earnings.”
33

 

Also in 1953, the first nonstop transcontinental flight with room for sixty passengers was 

completed and the following year produced the first jet plane.
34

  Due to the railroad deficits 

generated by increased transportation alternatives, the Congress passed the Transportation Act of 

1958.  The Transportation Act of 1958 gave the ICC control over the discontinuance of trains.
35

  

This led to the discontinuance of nearly a thousand trains in the next few years.
36

  Moreover, in 

1960, the railroads made up only 27.2 percent of the total passenger traffic in the United States.  

In addition, the railroads accounted for only 21 of the 78 billion passenger miles traveled.  

Likewise, the number of cars registered in the United States skyrocketed to 61,430,862 in 1960 

for a population of 179,323,175. This comprised a ratio of cars to people of 1 car for every 2.3 

people.
37

  This led to a steady increase in the production of automobiles.  This resulted in a 

steady decrease in the number of miles of railroad dedicated to passenger travel. In 1965, there 

were only 77,000 miles of passenger tracks remaining, a 65 percent decrease from 1920.
38

 

 

 

 

 

                                                        
32

 Solberg, 323. 
33

 Scribbins, 77. 
34

 Solberg, 353, 390. 
35

 Itzkoff, 58. 
36

 Stover, 228. 
37

 Rae, The Road and the Car in American Life, 50. 
38

 Stover, 220. 
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History of Passenger Transportation in Wisconsin 

Wisconsin entered into the railroad picture in1860, twelve years after Wisconsin became 

a state until.  However, the railroads in Wisconsin experienced a significant amount of growth in 

the next four of decades, as they added nearly 6,500 miles of tracks.
39

  This increase in 

productivity was most likely attributed to the success of Wisconsin‟s thriving lumber industry 

during this time.  Automobiles and planes appearances in Wisconsin followed the national trend.   

In 1909, a pilot from Wisconsin assembled and piloted the first plane ever purchased by a private 

individual.
40

    

Parallel to the national trend, Wisconsin reached their highest level of railway mileage in 

the 1920‟s. 
41

  During the peak year of the passenger lines in 1920, there were only 277,093 

automobiles and 8,002 motorcycles registered in Wisconsin.
42

 As early as 1926, Wisconsin 

boasted the 11
th

 highest registration of cars in the United States, accounting for almost 3 percent 

of the nation‟s overall registrations.  Of the 22,101,393 motor vehicles registered in the United 

States in 1926, 662,282 were registered in Wisconsin.
43

  On the other hand, the number of 

abandonments by railroads in Wisconsin during the 1920‟s exceeded new construction.  This 

trend increased in severity in the decades that followed.
44

  Coincidently, between 1920 and the 

beginning of the Second World War about 50 trunk lines in Wisconsin were permitted to be 

abandoned by the I.C.C.  These lines were discontinued due to exhaustion of resources as well as 

increased competition from other methods of transportation, mainly highway traffic.
45

  

                                                        
39

 Stover, 205. 
40

 George. A Bechtel,  History of Wisconsin Highway Development: 1945-1985 (Madison: Wisconsin 

Department of Transportation, 1989) 29. 
41

 In 1920, the total mileage of tracks in Wisconsin was 7,554 miles. Stover, 205. 
42

 Wisconsin Blue Book: 1968, 657. 
43

 Epstein, 317-318. 
44

 Bechtel, 32. 
45

 Trunk lines were the lines that connected the main line to the timber companies. Nadler, 139, 139-142. 
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Furthermore according to Bechtel, the “rails lost the competition with the automobile as early as 

1929 when more than 75 percent of intercity travel was by car.”
46

 

However, in 1934 the Chicago, Burlington & Quincy and the Union Pacific railroads 

created the nation‟s first “streamliners.”  This put Wisconsin at the summit of railroad expansion.  

Wisconsin made use of the fast “streamliners” on the highly vital route connecting Chicago, 

Illinois to Minneapolis, Minnesota via multiple Wisconsin towns.  In addition, the CB&Q 

railroad began using a diesel-powered Zephyr train that incorporated the new lightweight, 

stainless-steel cars.  Coincidently, in 1935 the C&NW Railroad Company made national news 

boasting the “fastest train on the American Continent” on its Chicago-Minneapolis route.  Not 

only was it fast, but it also provided its passengers a smoother, more comfortable ride due to its 

ability to pull heavier cars.
47

   

During the war, in concordance with the rest of the nation, Wisconsin relied heavily on 

train travel for its passengers as well as alternative methods of transportation.
48

  However, when 

the war was over, car and airplane travel began to increase.  Wisconsin alone in 1945 contained 

27 publicly owned airports, 660 registered aircraft and 2,343 pilots.  These statistics 

distinguished Wisconsin as one of the best air-marked states (in terms of number of airports, 

aircrafts, and pilots) in the nation.
49

  Likewise, registration of autos during the war years and a 

couple of years after displayed a rollercoaster of numbers, breaking the million mark 

immediately after the war in 1946.  In 1945 there were 1,505,700 licensed drivers and only 

860,031 registered vehicles.  However, in 1946 there were 1,547,100 licensed drivers and 

                                                        
46

 Bechtel, 32. 
47

 Scribbins, 9, 10.  
48

 During the Second World War there was a significant drop in registered autos of about 100,000 from 

1941 to 1945.  Wisconsin Blue Book, 657.   
49

 Bechtel, 30. 
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1,202,509 registered vehicles.
50

   This is an increase in the number of vehicles of about 650,000 

from 1945 to 1946. Directly following the war, many passenger trains throughout Wisconsin 

began to file for abandonment.  This was due largely to the planning of the Interstate in 

Wisconsin.  In 1954, the State Highway Engineer submitted a tentative plan to connect 

Wisconsin cities via an interstate.
51

   

Thirteen years later, the Transportation Act of 1958 was passed.  Beginning in 1959, the 

Wisconsin interstate system was under intense construction.  In the 10 years that followed, more 

than three-fourths of the Wisconsin interstate system was built.
52

  It was during the last year of 

that period, from 1962 to 1963, that the number of registered autos made its most significant 

jump in years, nearly tripling its yearly average.   Furthermore, representation of multi-passenger 

transportation in Wisconsin was about 31,668 between busses and municipals.
53

  In 1964 there 

were about 8,500 licensed pilots in Wisconsin, a number up nearly 6,000 from 1945.  In addition, 

the first bicycle trail was completed in 1964 using an abandoned rail line of the C&NW between 

Elroy and Sparta.
54

 

  

 

History of Passenger Transportation in Eau Claire  

 The city of Eau Claire was founded in 1856 and incorporated in 1872. It was originally 

founded as a lumber town and thrived as such. The first train arrived in Eau Claire on August 11, 

1870. Consequently, lumber companies found it to be cheaper to float lumber down the river and 

                                                        
50

 From 1945 to 1946 there was an increase in registered autos from 693,666 to 1,012,845, Wisconsin Blue 

Book, 657. 
51

 Bechtel, 58. 
52

 Ibid., 59. 
53

 See Footnote F. 
54

 Bechtel,139. 
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the West Wisconsin Railway went bankrupt in 1877.
55

  Shortly after the West Wisconsin 

Railway went bankrupt, the Eau Claire Street Railway began in 1879.
56

  It served a route 

between Eau Claire and Chippewa Falls, as well as transportation through the city of Eau Claire.  

However, due to the limitations that seasons put on river travel, lumber companies had to resort 

to a more dependable method of transporting their lumber.  As a result, the Shaw Lumber 

Company was founded in 1883 and served northwestern Wisconsin, including Eau Claire.
57

  Due 

to the increased rail traffic through Eau Claire, the Chicago and Northwestern Depot, known as 

the Omaha Depot, was built in 1883.
58

   

 The first trains that traveled through Eau Claire were used to ship lumber.  However, as 

early as 1884 there Eau Claire was being serviced by three separate railroads that operated a total 

of 14 passenger trains per day between Eau Claire and Chippewa Falls.  Likewise, the Omaha 

Road operated six passenger trains a day through Eau Claire en route between Chicago and St. 

Paul.  Based upon the popularity of the route the North Western Limited sleeper was introduced 

in March of 1886.
59

  Eau Claire and Chippewa Falls began to experiment with electric powered 

rails and the Chippewa Valley Electric Railway Company began in 1898.
60

   

Eau Claire also became swept up in the tempest that was the airplane.  In 1919 Guy 

Wood, Leo McDonald and M.A. Sine formed the Eau Claire Airplane Corporation.
61

  Soon 

afterwards a rich proprietor and owner of the Eau Claire Rail and Power Company purchased the 

Chippewa Valley Electric Railway Company, creating the Eau Claire Rail Light and Power 

                                                        
55

 Eudaly, 20-23. 
56

 Robert E. Epp, “Chippewa Valley Electric Railway Company” (An Independent Study, Wisconsin State 

University Stevens Point, 1965) 9.   
57

 Eudaly, 27. 
58

 Michael Klein, “Waiting for a Station,” Leader Telegram, February 9, 2003.  
59

 Eudaly, 29, 30. 
60

 Epp, 8. 

 
61

 Lois Barland, The Rivers Flow On: A Record of Eau Claire, Wisconsin from 1910-1960 (Stevens Point, 

WI: Worzalla Publishing Co., 1965) 259. 
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Company.  This line served the route between and through Eau Claire to Chippewa Falls.  

Adding competition, the Willette and Agnew brothers of Chippewa Falls formed the Motor Bus 

Company in 1920.  This posed serious competition for the Eau Claire Rail Light and Power 

Company and in 1926 the interbank car made its last run.
62

   In addition to busses, the first long 

distance flight using the Eau Claire airfield was completed to Marshfield from Eau Claire in 

1929.
63

   

For the next decade Eau Claire transportation patterns mimicked those of Wisconsin.  In 

January of 1935 the Chicago & Northwestern launched a train that revolutionized the train 

business by creating a train that would soon become the “fastest train on the American 

Continent”.
64

  This was the franchise train that gave the Chicago & North Westen‟s 400 fleet a 

strangle hold on Wisconsin‟s passenger traffic.  The Twin Cities 400 was the originally known as 

the 400 due to its ability to complete the 408.6 mile journey between Chicago and St. Paul in a 

little over 400 minutes.  On its inaugural voyage, the 400 steamed into St. Paul a minute early.  

The 400 contained five standard heavyweight passenger cars, which were different from the new 

lightweight streamliners.  The 400 was a luxurious frontrunner for the 400s.  It boasted a cooling 

system that provided pure and clean air as well as parlor and dining cars.  In addition, the heavy 

weight of the cars made for a smoother and more tolerable ride.  Steam locomotives pulled the 

heavy cars that were outfitted for more the more expensive diesel engines.
65

   

The 400 ran from January 1935 until January 1942, when its name was changed to the 

Twin Cities 400.  In the first two months of operation, the 400 and its counterpart the 401 served 

approximately 160 people per trip.  Compared to their first two months in which the 400s were 

                                                        
62

 Epp, 9, 11-12, 18, 13-14. 
63

 Barland, 259. 
64

 Scribbins, 10. 
65

 Ibid., 10, 18, 19. 
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faced with stiff competition and served about 128 people per trip.  However, even with the 

average loss of 32 people per trip, the 400s operated with a net revenue of $33,000.
66

 Towards 

the end of 1938, the C&NW railroad purchased 20 streamlined cars and four diesel-electric units 

for the 400 for $2,320,000.  They revolutionized the industry with these additions, even though 

they were bankrupt.  The new additions to the 400 line provided the train with 10 cars in total.  

The new diesel-electric engines and the luxurious cars provide passengers with a ride that 

encouraged comparisons of a voyage on a plane. In the two years following the new additions to 

the 400s, the lines experienced net revenues of $600, and$1,288,080 respectively, and it was 

estimated that the 400‟s newly acquired equipment would be paid off within the next three 

years.
67

  In September 1939, over 4,000 people turned out to witness the new streamlined 400.
68

  

At this time, the 400 was dubbed ads the “fastest train in the American Continent.”  In 1941, the 

C&NW railroad decided to change the name of the 400 to the Twin Cities 400.  

In 1945, the former airport in Eau Claire was abandoned and the new Municipal Airport 

was opened.  A pioneer in the commercial airline industry, Northwest Airlines started its service 

through Eau Claire in 1945.
69

   In 1946, the C&NW christened twenty new coaches to the tune of 

$74,000 per coach, adding three coaches to each consist of the Twin Cities 400.  This brought the 

total number of cars to thirteen.  In the next couple of years significant advancement was made to 

the Eau Claire area transportation system.  This included the addition of a federal weather station 

at the Municipal Airport in 1948.  Likewise, there were a total of 1,790 flights served in the 

airport in 1950.  Through the next decade the citizens of Eau Claire were conveniently served by 
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three major methods of transportation: automobiles, airplanes, and railroads.
70

  In 1954 the state 

announced plans for Wisconsin interstate.  The interstate was planning to connect Eau Claire 

with the rest of the state through three major highways, including Interstate 94, which connected 

Chicago with the Twin Cities.
71

   

In 1958 the Twin Cites 400 remodeled and shortened of the number of cars the train 

would transport.  In addition, in 1959 the North Western Limited, the Twin Cities 400‟s 

overnight train, made its final trips.  Following the discontinuance of the North Western Limited, 

the Twin Cities 400 had reduced its fares to comparable prices of buses and served meals at 

almost 50 percent less than before.  The price cut increased patronage about 50 percent. 
72

 The 

air travel industry experienced positive revenues and in 1961 built a modern terminal in the 

outskirts of the city of Eau Claire.
73

   

On October 30
th

 of 1961, the C&NW Railroad Company filed for the discontinuance of 

its Twin Cities 400 line due to losses it had experienced in the last 3 years of service.  The ICC 

ruled for a four-month continuance of the Twin Cities 400 in order for hearings to be held.  The 

hearings were held on January of 1962 and in March of 1962.  The ICC decided that the Twin 

Cities 400 was to continue their operation another year.
74

  The C&NW Railroad Company was 

determined to succeed and petitioned the ICC to discontinue the Twin Cities 400 again in 

January of 1963.  On July 23
rd

 of 1963 the C&NW Railroad Company was granted the 

discontinuance of the Twin Cities 400 by the Interstate Commerce Commission, ending railroad 

passenger service in Eau Claire.  The Twin Cities 400 ran from January of 1942 until its date of 
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discontinuation.  It made a total of 10 stops (excluding Chicago and St. Paul) between Chicago 

and St. Paul, including Milwaukee, Wyeville and Eau Claire.   

  

  

The Interstate Commerce Commission  

The government passed the Interstate Commerce Act in 1887.
75

  This led to the 

establishment of the Interstate Commerce Commission in 1887.  The Interstate Commerce 

Commission was created in order to protect and represent the interest of the public in matters 

involving transportation in the United States.  The agency of experts known as the ICC totaled 

eleven members.  This agency was required to have a six to five person split based upon political 

affiliation.  The government‟s interest in the transportation of interstate commerce stemmed from 

the importance of transportation and our Gross National Product.  Furthermore, transportation 

accounted for about 25% of the United States GNP.
76

  According to the act, the ICC was created 

in order to monitor railroads unjust rates and tariffs.
77

  The new regulations forced freight trains 

to submit their prices to the commission and ask permission before changing them.
78

   

 In the years that followed, the ICC passed numerous rules.  Consequently, the ICC gutted 

and rebuilt much of the former Interstate Commerce Act.  In 1903 Congress passed the Elkins 

Act, which prohibited the railroads from offering discounted tariffs to any property transported 

by a common carrier.
79

 The Hepburn and Mann-Elkins acts were passed in 1906 and 1910 

respectively.  These two acts involved the ICC‟s ability to set maximum rates and allowed it to 
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investigate rate discrimination.  In 1920 the Congress passed the Transportation Act of 1920, 

which gave the ICC complete control over every aspect of the railroad shipping industry.
80

   This 

gave the federal government complete control of the freight business.  In addition, Congress 

passed the Transportation Act of 1940, which forced the railroads to maintain artificially high 

rates.  It also prohibited railroads from establishing competitive rates with other companies.
81

 

   In 1954 President Dwight D. Eisenhower appointed an advisory committee under 

the Secretary of Commerce, Sinclair Weeks.  Under Weeks, the ICC implemented several 

changes, including a maximum-minimum rate control, a suspension procedure for rates, 

establishment of the ability to set long and short haul rates, and the establishment of volume 

freight rates.  Sinclair Weeks passed several rules in the next couple of years.  Consequently, the 

Transportation Act of 1958 was a bill proposed by Weeks following worsening conditions of the 

railroads in 1957.  This bill contained legislation regarding loans to railroads, the shipping of 

frozen foods, and the discontinuance of passenger trains.
82

  Due to particular interest to my topic, 

I will only discuss the portion of the bill regarding the discontinuance of passenger trains. 

 Under the original law, the ruling in cases regarding the discontinuance of passenger 

trains was the responsibility of the state.  The Transportation Act of 1958 transferred the control 

over the discontinuance of passenger trains from the states to the ICC.
83

  This is described in 

section 13a of the Transportation Act of 1958.  Section 15a was created to allow the 

discontinuance of unprofitable trains without the biased approval of the states in which the trains 

operated.
84

  This resulted in faster ruling in the discontinuation of passenger service.
85
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Consequently, between 1958 and May of 1969, over a thousand passenger trains were 

discontinued through the ruling of the ICC.
86

  Specifically, section 13a states that the ICC must 

rule in favor of the railroad company involving the discontinuance unless if finds that the train is 

“required by public convenience and necessity.”
87

  This statement carried a significant degree of 

ambiguity.   

In addition, section 13a required the railroads to provide a thirty-day notice to the ICC 

regarding discontinuances.  The course of action that followed the proposed discontinuance 

included a hearing that would be scheduled for four months after the proposal, in which they 

would either discontinue the train or the ICC would require the train to continue its service for a 

year.  Section 13a had a few clauses built into it regarding circumstances that required the 

continuance of a certain line even if the line was deemed unprofitable.  These circumstances 

included if the line were needed for national defense, if it could provide direct or indirect 

improvement to the transportation system as a whole, or if it showed inconclusive evidence of 

unprofitability.
88

  In many instances, section 13a of the Transportation Act of 1958 lacked 

directive criteria for the discontinuance of passenger trains and drew a large amount of criticism. 

  This bill received most of its criticism due to the method chosen to calculate the loss in 

revenue to a line.  For instance, the formula calculated fuel, water lubricants, and supplies for the 

engine service based upon a system of averages.  Then, they took the number of miles that the 

train ran the previous year and multiplied them by the averages.  In addition, the formula 

required the C&NW to calculate the profit of the lines directly affected by the train known as the 

“feeder value”.  Due to the inaccuracy permitted by the formula, the data was very unstable.  

Other controversial expense documents included maintenance of the train‟s tracks and its 
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terminal expenses.  The controversy stems from the idea that even though the train would be 

discontinued, this would not reduce the cost of other lines the company owned that used the 

same tracks and terminals. 
89

  One cannot believe that the railroad company provided unbiased 

figures involving expenses and revenue knowing full well the importance of these financial 

figures on the outcome.
90

 

People against the discontinuance of railroads believed that the ICC should have taken 

into account the lack of effort that was put forth by the railroads that petitioned for 

discontinuation.  This category could have included the effort in service improvements, capital 

investment in research, and a sound analysis of the cost of providing passenger services at a rail 

plant as opposed to a depot.
91

   Many would protest that advertisement effort should be taken into 

account.  Moreover, in the years leading up to the Transportation Act of 1958, advertisement for 

aviation grew by 125 percent; whereas advertisement for railroads dropped 24 percent.  This 

statistic provides evidence of the railroad‟s lack of effort to salvage the industry. Moreover, 

certain critics‟ contest that section 13a ignored that there might be a great public need for a 

particular train even if the train was unprofitable.
92

   

 In addition to the cost analysis and the blatant ignorance of public need, many believe 

that the railroad companies had underlying motives to the discontinuation of passenger trains.  

Railroad companies possessed a substantial monopolistic power with freights that they did not 

experience with passenger services.  Therefore, many railroad companies wanted their passenger 
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lines to be discontinued because they could make a greater profit in the commercial shipping 

business with their freights.
93

  

 

 

 

The Discontinuation of the Twin Cities 400: Eau Claire’s Opposition 

 The C&NW Railroad Company petitioned the ICC for discontinuation of the Twin Cities 

400 on two separate instances in 1961 and 1963.  Both the Wisconsin and Minnesota agencies in 

charge of regulating public transportation opposed the abandonment of the lines.  Also, the 

C&NW was met with significant opposition from the Eau Claire community and the surrounding 

area served by the stop in Eau Claire.   In a combined effort to squander the railroad‟s attempt at 

a successful discontinuation, the city of Eau Claire put up about 50 percent of the $10,000 spent 

on the two hearings.  The communities of Chippewa Falls, Menomonie, and Merrillan supplied 

the other 50 percent.
94

  In addition, Eau Claire, Chippewa Falls, and Menomonie presented their 

cases at every hearing involving the discontinuation of the Twin Cities 400 except one.   

Furthermore, individuals and companies in the area opposed the discontinuation for individual 

reasons. A large portion of the population in this area, that included Mayo clinic clients and 

university students, relied on the passenger service provided by the Twin cities 400 for different 

purposes.
95

 

 The public voiced their need for the passenger service through Eau Claire in newspapers.  

Both the Telegram and the Leader (now known as the Leader Telegram) ran stories regarding 

individual reliance on the train.  Many people used the train for medical appointments in larger 
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cities.  The Mayo Clinic contended that the 400 directly served its clients in the surrounding area.  

In addition, some people needed the passenger service to travel to see specialists whose practices 

were located in larger cities.  One interviewee remembers when her father used to take the train 

to Milwaukee to see a specialist to treat his paraplegia.
96

  Consequently, train travel was more 

accommodating for people in wheel chairs. 

 Eau Claire citizens tried to do everything within their power to retain their last passenger 

train.  They even proposed newly created plans to the C&NW in order to cut back on costs and 

raise passenger patronage.  One suggestion was to use the Eau Claire station in Altoona as the 

train‟s final stop as opposed to St. Paul.  This would have saved the C&NW $400,000 on their 

yearly lease at the St. Paul Union Station.
97

  However, they would still be required to pay to use 

the Altoona station.  An additional suggestion was a change in the Twin Cities scheduling.  

Numerous individuals contested that a two to three hour delay in the Twin Cities departure time 

would benefit local businesses.
98

 

 Eau Claire‟s two major objections to the discontinuation of the Twin Cities 400 were 

personal and community based.  Personally, many patrons of Eau Claire preferred the service of 

the Twin Cities 400 to alternative methods of transportation.  The train provided comfort 

comparable to that of a corporate jet.  In addition, many people enjoyed the view that only a train 

could provide them.
99

  Others enjoyed the independence that trains provided them in terms of 

mobility and the availability of commodities such as air conditioning and drinking fountains.  

Many people enjoyed the social aspects that trains provided.  One person mentions how they 
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enjoyed checking out the other passengers of their train.
100

  Moreover, people would go to the 

depot to catch a few of the trains pulling into the station.  It even turned into a citywide pastime 

after the 400 was equipped with the new engines in 1939.
101

  A few were concerned that the loss 

of the Twin Cities 400 would make travel less convenient and more expensive.
102

 

 The second concern with the discontinuance of the Twin Cities 400 to the city of Eau 

Claire was adverse affect it would have on businesses in the area.  In Chippewa Falls, the mayor 

had expressed his citizens‟ discontent with the proposed discontinuation.  Many worried the 

discontinuation of the service would have an adverse affect on their businesses.  The citizens of 

Chippewa Falls feared that the discontinuation would negatively affect the city‟s industrial 

development and tourist trade.  Furthermore, the Twin Cities 400 served many of the local 

businesses in both Eau Claire and Chippewa Falls.  A Chippewa Falls businessman attested that 

the Twin cities 400 served many of his company‟s employees on a regular basis.  He also stated 

that the airlines were too expensive and that he was unsatisfied with the Soo lines that served 

Chippewa Falls.  Also, the Eau Claire stop served many outlying communities.  A Thorp 

businessman mentioned that the loss of the Twin Cities 400 would make it difficult for him to 

attract big city employees to his business.
103

  All in all, Eau Claire put up a valiant fight. 

Nevertheless, section 13a of the Transportation Act of 1958 stated that the ICC must have 

discontinued the passenger train unless it found that the line was “required by the public 

convenience and necessity”.
104

   The Eau Claire opposition failed to meet these requirements. 

 The city of Eau Claire strongly disputed the nature of the C&NW‟s attempt at advertising 

the Twin Cities 400.  After searching the Eau Claire Leader‟s online database from 1950-1955, 
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my search target just over twenty objects containing the phrase the Chicago and North Western 

and the 400 in Eau Claire.  Of these twenty some objects targeted, one was an article regarding 

the positive affect that the 400 has had on Eau Claire businesses, while only two were 

advertisements, and the rest involved train wrecks.  I took a more extensive look at the Eau 

Claire Leader and the early 1950‟s (1951, ‟52, and ‟53).  All I located were the two 

advertisements that I had previously found.  On the contrary, I found advertisements for 

automobiles on approximately ever fourth page.  Moreover, in comparing the contents of the ads 

I found, the automobile ads on average were twice the size of the C&NW‟s ads.
105

  In addition, 

the automobile industry‟s ads were more visually pleasing to customers by including a picture in 

its advertisement. 

Documentation provided by the C&NW Railroad Company claimed to have launched a 

promotional campaign for its 400-401 and 518-519 lines that went into effect in June of 1959.  

They focused primarily on four categories of advertisement: newspaper, radio, signs, and 

pamphlets.  However, they neglected to even mention the possibility to purchase advertisement 

time on the television.  The late 50s and early 60s was when television began to take over as the 

main media source in the United States.  Therefore, I question why the C&NW did not attempt to 

purchase television time to appeal to the public?  Moreover, it seemed as though the company 

was only trying to obtain prior passengers, not get new ones.  Many of their advertisements were 

placed at the stations and available upon request.
106

  If someone was already at a railroad station, 

he or she was most likely already a railroad patron.  With that said, the C&NW were not going 

after new clients with these advertisements. 
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 One of the other major concerns some citizens had revolved around weekend travel for 

college students attending the University of Wisconsin-Eau Claire.  UWEC‟s student newspaper, 

the Spectator, did not contain a single advertisement from the C&NW; likewise, the Spectator 

did not contain a single article about the line. There were no articles from 1935 to 1939 involving 

the 400s inaugural trip or from 1959 to 1963 during its discontinuation.  Hence I would say that 

the trains either way did not gravely affect the students.  Also, during the year of the 

discontinuation, fewer than 3000 students were enrolled at the college.
107

  This was about a 

twelfth of the population of Eau Claire at the time. 

 

 

The Chicago and North Western Railroad Company’s Position 

After the ICC determined that the C&NW had to continue with their passenger services 

for a minimum of a year, the C&NW petitioned the ICC for reconsideration.  The company filed 

on the grounds that the continued operations of their trains would constitute confiscation of 

private expenses contrary to the Constitution.  They mentioned the annual out-of-pocket loss of 

over a million dollars by the railroad as a main point.
108

 

The C&NW Railroad Company attacked the ICC‟s report, citing that the report was not 

supported by substantial evidence. Furthermore, the company believed that the report 

misconstrued the railroad‟s statistics in both the net loss of operations and depreciation charges 

of the company‟s cars.  Also, the company claimed the report contains countless errors regarding 

the availability of other methods of transportation as well as the revenue obtained by the feeder 
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services. 
109

  Consequently, due to the inaccuracy of the formula used to calculate these statistics, 

the C&NW Railroad Company made a very good objection. 

The C&NW Railroad Company did not refute the popularity of the Twin Cities 400 in 

Eau Claire.  The company acknowledged that the train was a good alternative during bad 

weather.  However, the C&NW believed that the trains were being operated largely to 

accommodate college students and travelers mainly on the weekend and holidays.  In addition, 

the company felt that this type of clientele was too inconsistent to ever make the Twin Cities 400 

profitable.
110

 

However, the C&NW Railroad Company did attest to the abundance of alternate services 

provided to its patrons.  A significant number of railroads traveled through nearby cities on 

similar routes from Chicago to Minneapolis-St. Paul.
111

  The C&NW was confident enough to 

admit, “there is more through railroad passenger service connecting these areas than any 

comparable areas in the country.”  Of course the key terms is in the previous statement were 

„comparable area‟.  Both are vague and ambiguous words.   

However, according to the C&NW Railroad Company, the Milwaukee Road and Soo 

Line operated 19 daily passenger trains between these cities.
112

  The interstate highway had 

planned construction in a manner that is paralleling the routes of the 400.
113

  The once speedy 

400 that could travel the 400 mile journey in 400 minutes was now being replaced by the 

airplane that could make the same run in a little under an hour.  Consequently, there were on 
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average 76 weekday airline flights serving Eau Claire, as well as 10 bus runs connecting the two 

metropolitan areas.
114

   

 The C&NW Railroad Company refuted and dissected Eau Claire‟s testimony.  The 

C&NW attested that Eau Claire‟s main protest was the inconvenience of the train schedule.  The 

train from the Minneapolis-St. Paul arrived in Eau Claire at 12:50 pm.
115

 Citizens of Eau Claire 

believed that patronage in Eau Claire would have been higher if the train would have arrived 

later or left earlier.  This was especially true for weekend riders.  Most people are working until 

three or four in the afternoon.  Therefore, they would have been unable to make the train at 

12:50.  They could have waited until Saturday morning, but they would not have arrived in 

Milwaukee until 4:20 pm or Chicago until 6:00 pm.  In addition, they would have had to leave on 

Sunday between 11 am and 1 pm to get back for work or classes on Monday.  Even though it 

was a valid argument, the C&NW believed that it would have been inconsiderate to other cities 

to change the schedule for the train to accommodate one city.   Furthermore, the C&NW 

affirmed that if the people of Eau Claire had desired a later departure time to Chicago, there were 

plenty of more accommodating alternative means of getting to Chicago available.
116

 

Regarding the alleged depreciation of services and facilities on the Twin Cities 400, the 

C&NW stated that only 15 of the 82 witnesses were not content with the train‟s facilities, while 

19 of those witnesses actually complimented the C&NW on its services.  The Twin Cities 400 

was even honored as one of the top passenger trains in the country by Trains magazine.  In 

addition to the accusations of a decline in services, many protesters mentioned the C&NW‟s lack 

of advertising regarding the 400 was at fault.  However, the C&NW stated that it had an 

extensive ad campaign regarding their reduced fair in a campaign that cost them $34,500.  The 
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C&NW contests that it did everything its power to make the trains look more attractive to 

consumers.
117

  They even reduced the ticket price of the parlor car to that comparable to a 

reduced coach ticket.
118

 

In reply to Eau Claire‟s second biggest reason for opposition to the discontinuation of the 

Twin Cities 400, C&NW contests that the testifiers who mentioned the hindrance of industrial 

development were not experts in the field and therefore their testimonies have no significance.  

Furthermore, the C&NW‟s expert in the field did not believe that a company would ever base its 

desired location on the presence of a passenger service.  The expert had determined that when 

choosing a location for a new industry, the access to a rail passenger service was not a 

criterion.
119

 

In a response by the C&NW Railroad Company regarding recent transportation 

legislations passed in Wisconsin, the C&NW attacked the states decisions in a manner that 

portrayed a bitter resentment for the state.  The C&NW made statements that cited Wisconsin‟s 

recent legislations regarding trains as ways in which Wisconsin was not proving that they wanted 

to retain the services of the Twin Cities 400.
120

  The C&NW conveyed the idea that the railroad 

industry has “done as much or more than any other single private agency to bring about greater 

industrial activity in Wisconsin and Minnesota.”
121

  They go as far to say that Wisconsin “public 

officials by their actions reflect the attitudes of the citizens, and it is obvious by this wide scale 

harassment that there is no public necessity for these trains in Wisconsin.”
122

  Regarding Eau 

Claire‟s opposition to the discontinuance of the Twin Cities 400, the C&NW stated that the only 
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reason for the opposition was civic pride.  Moreover, they were grateful that there were a number 

of responsible citizens that base their claims on public convenience instead of personal 

convenience.
123

    

The C&NW claimed in its first petition for discontinuance the company was 

experiencing substantial losses on a daily basis.  In the company‟s eyes, it should be allowed to 

discontinue its lines.  Coincidently, in the C&NW‟s petition for reconsideration, company 

believed that the petition should have been granted promptly since the “train… (was) not 

required by the public convenience and necessity.”  This was supported by the fact that the 

company claimed to have been losing approximate $3,000 in out-of-pocket losses.
124

   

 

The Twin Cities 400 Discontinued 

The Twin Cities 400 of the Chicago and North Western Railroad Company was granted 

discontinuance on July 22, 1963, after 28 years of passenger service via the Chicago-

Minneapolis route.  Consequently, the Interstate Commerce Commission: 

“Upon investigation. Found that the operation by Chicago 

and North Western Railway Company of passenger trains 

Nos. 400 and 401 between Chicago, Ill., and Minneapolis, 

Minn., and of passenger trains Nos. 518 and 519 between 

Chicago and Mankato, Minn., is not required by public 

convenience and necessity and that the continued operation 

thereof will unduly burden interstate commerce.  

Investigation discontinued.”
125
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However, had the mail from the U.S. postal service been carried on the Twin Cities 400 at the 

time of the request for discontinuation, the train would have been required to continue its service 

due to necessity.
126

 

According to the data provided by the company, its trains were operating at a deficit.  .  

The C&NW Railroad Company compiled the statistics according to the ICC‟s formulas; 

however, the formulas were used to calculate the separation of costs between freight and 

passenger services.  Even though the C&NW railroad contended that their statistics are correct, 

they ultimately conceded that their numbers did not necessarily measure actual savings that 

resulted from the discontinuance of the Twin Cities 400s.  Due to the nature of these formulas, 

the losses included substantial amounts of money that was still owed and therefore would not be 

saved in the event of the discontinuance.  In addition, the ICC acknowledged that the C&NW 

would have saved money on the St. Paul and Minneapolis terminals, due to the fact that the 

company would have had no other lines being serviced by those terminals.
127

       

 The necessity of the line would be largely determined on the public need in question 

based upon the alternative methods of transportation provided to the patrons.  In event of the 

discontinuance of the four trains involved in this hearing would eliminate passenger service 

between Milwaukee and Madison, as well as eliminate passenger service completely in the city 

of Eau Claire.  This posed substantial opposition to the proposed discontinuances in both Eau 

Claire and Madison.
128

  All in all, approximately 147 public witnesses testified against the 

proposed discontinuances and consequently the staunchest opposition was posed by Eau 

Claire.
129

  In Eau Claire alone, 33 parties testified against the discontinuance.  Many of these 
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passengers “testified that the trains were needed, used, and preferred over other available 

transportation because of economy, comfort, safety, convenience, time schedules, and, in some 

cases, fear of air travel.”
130

 

 During the hearing, the ICC found that Eau Claire was adequately serviced by a plethora 

of alternative methods of transportation and did not need the service of the Twin Cities 400.  The 

report stated that Federal highways served Eau Claire from north to south and an east to west.  In 

addition, when it was finished, the new interstate highway was going to serve Eau Claire.  

Besides personal automobiles, a total of 14 busses served Eau Claire: seven buses from Chicago 

to the Twin Cities, one via Milwaukee and Madison, and six others connecting one or the other.  

Similarly, a total of seven flights a day served Eau Claire.  Consequently, both the Morning 

Hiawatha and the Soo railroad provided rail-bus services to the Eau Claire community.  These 

services provided transportation by bus from Eau Claire to either Chippewa Falls, 11 miles away, 

or Wabasha, approximately 48 miles away.
131

 

 

 

 

Conclusion 

 

 Through careful and extensive research of the Transportation Act of 1958, the railroad‟s 

documents, and the passengers; oppositional statements, I can conclude that the ICC‟s ruling on 

the discontinuation of the Twin Cities 400 was made in accordance with policies in place at the 

time.  Due to advancements in alternative methods of transportation as well as the substantiality 

of these methods, the Eau Claire public was provided with adequate alternative modes of 

transportation.  However, these methods were not necessarily convenient nor did the Eau Claire 

public prefer them.  In addition, the 400s biggest concern, interstate 94, was not yet completed 
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by the 400s official discontinuation and therefore should have been insignificant regarding the 

decision.  Furthermore, I feel as though the C&NW would have been able to continue its 

profitable operation of the Twin Cities 400 had they made a few significant changes to their 

service.   

Primarily conglomerates dominated the remainder of the history of passenger railroads in 

the United States following the discontinuation of the Twin Cities 400.
132

  Just a decade later, the 

United States Congress passed the Railway Passenger Service Act of 1970.  This led to the 

creation of Amtrak in 1971.  According to the bill associated which created Amtrak, railroads 

were allowed to abandon all of their existing passenger services and hand over all of their 

equipment to the newly formed Amtrak.  The funding for Amtrak initially came from federal 

government subsidies, loan guarantees, and joining railroads in the sum of $337 million. 

Immediately following the allocation of the funding for the creation of Amtrak, Congress passed 

the Rail Passenger Act of 1972, stating that loans may not exceed $900 million at any one time.  

However, in 1976, Congress passed the Railroad Revitalization and Regulatory Reform Act, 

allocating $1.75 billion for the purchase and upgrade of the tracks in the United States northeast 

corridor.
133

   Amtrak continued to service much of the United States including Wisconsin.  

Amtrak still services a route from Chicago to Minneapolis; however, instead of going through 

Eau Claire it goes through Tomah and La Crosse.   

The future of the railroad looked grim for the next couple of decades until 2009 when the 

newly elected president of the United States, Barack Obama and the United States Congress 

passed economic stimulus plan.  The $787 billion stimulus plan allotted $8 billion to be used for 
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improvements to the railroad industry.
134

  The government‟s justification for the spending of 

billions on research, design, and construction of a railroad system that would be comparable to 

that of the highly successful European-style system would be to cut back on automobile travel 

and lesson our carbon imprint in history.
135

  On March 13
th

 of 2009, Joseph Biden, the Vice 

President of the United States, announced that Amtrak would be receiving $1.3 billion in federal 

funding.  This money will primarily be used to repair the infrastructure of Amtrak as well as 

contribute to the improvements on the system.
136

   

A new vision allotting $9.3 billion for the future of railroads was announced on April 8
th

 

of 2009.  The plan will focus creating high-speed rail systems in 10 regions in the country.
137

  

Due to existence and success of high-speed passenger models in other parts of the world, the 

United States government is making significant strides towards the creation of more 

environmentally friendly transportation methods as well as the creation of new jobs for the 

United States citizens.   

 Consequently, the main hub for the Midwest will be based out of Chicago.  By 

2030, Wisconsin is hoping to have an improved rail system to provide their citizens with 

alternative methods of transportation.
138

  One of the cities that are up for consideration for future 

route is Eau Claire.  Eau Claire is one of the fastest growing cities in Wisconsin.  Hopefully, Eau 

Claire will be chosen and begin a successful passenger line in Wisconsin, bringing economic 

                                                        
134

 CNN Politics, “Biden rolls out $1.3 billion for Amtrak,” (March 13, 2009).  

http://www.cnn.com/2009/POLITICS/03/13/biden.amtrak/index.html (accessed November 1, 2009) 
135

 S.E. Kramer, “Railroad Stimulus: How to Spend $14 billion to Improve U.S. Rail,” Popular Mechanics 

(April 9, 2009).  

http://www.popularmechanics.com/technology/transportation/4312648.html (accessed November 1, 2009). 
136

 CNN Politics. 
137

 Kramer. 
138

 “Long Range Transportation Plan Debated”, WEAU news, (Feb 12, 2009) 

http://www.weau.com/home/headlines/39530662.html (accessed December 8, 2009). 

 

http://www.cnn.com/2009/POLITICS/03/13/biden.amtrak/index.html
http://www.popularmechanics.com/technology/transportation/4312648.html
http://www.weau.com/home/headlines/39530662.html


 34 

growth and prosperity to the region.  Until then we must continue to advocate for a more 

environmentally friendly, sustainable, and enjoyable mode of transportation.   
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