





ABSTRACT

CHINA'S INTERNAL TRANSPORT PROBLEM: THE CASE
OF THE RAILWAYS' FIRST CENTURY, 1866-1966

by Chuen-tyl Chow

Transportation improvements, including the
reduction in shipping costs, lncreased speed of delivery,
and improvements in the nature and quality of service,
strongly influence the economic and social progress of
nations. By carrying more goods in less time and at a
cheaper rate, ralillways often prove more important to
developing nations than do other methods of transport.

In geographically extensive and overpopulated
mainland Chilna, railways were selected to stimulate eco-
nomic improvement as early as 1866, After a one-hundred-
year effort, however, Chinese rallways are still in a
primary stage of economic development. When the increase
in railway mileage 1in China 1is compared to population
growth, the 1nadequacy of rall coverage 18 very apparent.
The gaps in rall service magnify transport problems that
are already intractable. It 1s the purpose of this dis-
sertation to clarify, through an analysis of fourteen
raillway periods, the primary factors in the development

of the Chinese rallway system.
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Chuen-ty1i Chow

An historical overview and economic-geographic
analysis have been combined in this study with archival
research and personal interviews. Primary materials in
the Chinese language include sources from Taiwan, Hong
Kong, and mainland China. Materials from the latter
source were obtained through agencies in Hong Kong. Data
on the Communist rallway system originating in Taiwan
were primarily from the National Security Bureau which
regularly sends agents to mainland China to collect infor-
mation for use by the Nationallst government. These
materials, not avallable to the general public, were of
consliderable value in assessing the questions of why and
how the Communists bullt and administered their railways.
The informants interviewed were all individuals knowledge-
able of mainland Chinese railways. These retired ralilway
engineers and administrative officials are now living in
the United States, Taiwan, and Hong Kong.

The study demonstrates the following:

l. The entire period of Chinese railway develop-
ment is characterized by government participation and an
ever-changing and evolving rallway pattern.

2. Changes in national purpose and circumstances
resulted in fourteen distinct spatial railway patterns in
the century since 1866.

3. The correlation of geographic conditions,

colonial interests, political considerations, strategic
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Chuen-tyl Chow

concerns, avallabllity of capital, foreign trade ventures,
and domestic economic activities relate to each of the
fourteen rallway periods.

4. The spatial pattern provides external expres-
silon of economic policles, which at times weré mis-
directed, leading to an unequal distribution of railways
in China.

5. The century-old railway system's primary stage
of development was characterized prior to 1949 by contin-
uous political and military interruption. Errors of
design, location, management, technology, and investment
resulted in high-cost railway operations, low volume of
traffic, poor service, inadequate network connections,
low index of mobility, and contributed to the low market
value of commodities carried. These factors prevented
the Chinese railway system from becoming a viable national
transport system.

6. In a capital-poor country like China, procure-
ment of rallway capital is always difficult. Most of the
railways were built, however, for political and strategic
purposes rather than for economic reasons, and therefore
profit and loss considerations did not enter into the
development planning. Passenger traffic is more signif-
icant than freight traffic inasmuch as the lines were
constructed primarily to connect political, strategic,

and urban centers.
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Chuen-tyi Chow

7. From a centennial viewpoint, the railways of
China can best be evaluated when approached with an
understanding of thelr peculiar politico-economic pattern.
Only through appropriate restructuring and economic re-
emphasis of the railway function--as a major contributing
element in the national economy--can the railway system
take 1ts proper place in the total development scheme of

China.
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CHAPTER I

TRANSPORTATION AS AN ECONOMIC FUNCTION AND THE IMPORTANCE
OF RAILWAY TRANSPORTATION IN ASIAN COUNTRIES

The twentieth-century revolution in transport has
made the world aware of the relationship of immobllity
anaA poverty. It is sometimes difficult to realize that
tramnsport in the more developed parts of the world was
once no better, and frequently much worse, than it is in
MO 8 € underdeveloped countries today. Ailr transport has
reduced earth time-distances to less than a tenth their
Pre& wious size, and the jet era has reduced such distance
fa.c tors again by half. It was little more than a century
&Z S that the railway introduced cheap and rapid overland
tl"trlaport, and only in the past thirty to forty years
that mud roads have given way to all-weather pavements
fox motorized transport.

Appropriate transport facllities frequently have
PXroven that they are the key to a country's economic
dQVelopment. Indeed, one can observe many instances where
® <xritical 1ack of transport facilities has prevented a
c"‘llitry from achieving its economic goals. On the other
h‘hd, some countries that have impressive facilities
.1 B seem to be going nowhere. Transportation affords

u
DD aralleled opportunity to make mistakes, including
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errrorxrs of location, technology, design, administration,
1

and choice. Transportation 18, therefore, an essentilal

but not an exclusive condition for economic developmem:.2
Using the above criteria, mainland China is a

le = ser developed country with a dense population and an

ex €tensive national area.

i1its=s

China has attempted to develop

system of transportation for slightly more than a
century,3 but the railways, as developed, did not play

thhe& role that was expected of them as part of the total

Chhil mnese economic scheme. The characteristics of China's

ra.l lway pattern, therefore, are worthy of analysis. For
this purpose, it 1s necessary to examine the function of
Eransport, the economic significance of railways, the

recent trends of rallway transportation, and the role of

T&11ways in the overall economic development of Asia.

Economic Function of Transportation

Meaning of Transportation

From an economic point of view, there are two

types of tra.nl:]»cn-t:ai:i.on.l‘t The first 1s economic

D lyilfred owen, Strategy for Mobility (Washington,
«C.: fThe Brookings Institution, 1964), p. 19.

2
Ivid. . 18; also see Gary Fromm, ed.
Inveﬂtmgn ’ p E] ry ’ E}

Transport
t and Economic Development (Washington, D.C.:
he Brookings Institutlon, I§5§I, PP. 1, 5-6.

(w 3Edw1n T. Haefele, ed., Transport and National Goal
pp‘ﬂgéngton, D.C.: The Brookings Institution, 1963),
- - 9.

4

o John W. Alexander, Economic Geography (Englewood
L1grg, Prentice Hall, 1934), P. 05. L
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traean sportation, dealing with the movement of goods for

the purpose of economic profit. The second 1s noneconomic

trax sportation, and it deals with the movements for pur-

pose s other than economic profit (i.e., political, stra-
tesg ic, etec.).

The purpose of transportation is basically to

redAduce distances. The essential elements in this defi-

N1t l1on of transportation are: distance, speed and time,

cost, safety, and carrying capacity.

These are the

fa.c tors by which comparative economic values can be deter-
mined. In turn, the differences in economic value are

bamed on such variables in transportation as type of
carxiler, facilities, equipment, management, service,
8chedule arrangement, and the selected goods to be moved.
The natural environment which may affect the construction

&NA mgaintenance of the transportation system must also
be considered.

Transportation and Economic Progress

Man's economic activity depends mainly upon trans-
Portation.

Not only does man develop and operate systems

or Txransportation; man also determines the service fea-
tur" of transportation, for better or worse. Since man's
e<"°“0n:lc activities differ from region to region, his

Plttem. of transportation, viewed geographically, will
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also differ. A country's transportation system includes

the 1nterlocking network of highways, rallways, seaways,
airx1 ines, inland waterways, and pipelines as well as

simp le animal and human pathways. Although they are

mma twually dependent upon each other, usually one form of

tr&.x sport 1s dominant. The world's economy also depends

on ‘“ he interplay of all transportation systems.5

In economic geography, transportation is an impor-
taaaxx € geographic element--a spatial variable by which
re g lions can be delineated and their characteristics
STtudied, and in terms of which relationships can be ana-

ly zZzed, such as relationships among route location, traffic

rlo", and other phenomena. In addition, organized trans-

POortation is a geographic factor--an influence on the
loca tion of other economic activities; for without a
meansg of transport there would be no commercial coal
minlng, no production of surplus grains, and no commercial
lumbering. Without economic transportation, in fact, the
Yorla's economy would remaln at a subsistence level and

x'°310na1 specialization yielding exchangeable surpluses
woulq pe 1lponible.6

———

no 5ll'l.rvin L. Pair and Ernest W. Williams, Jr., Eco-
’gics of Transportation (New York: Harper Brothers Pub-
T Eerl, 1550), p. 12.

th Edward L. Ullman, "The Role of Transportation and
FPa. DBases for Interaction,” Man's Role in Changin

the
S€ of the Barth, ed. W. L. Thomas (Unlversity o% Chicago
"Te &%, 1957, 15, 862-877.
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There 18 no doubt that the services performed 1in
mowv ing goods, people, and services from one place to
ano ther are true forms of production because goods that
are moved from places of surplus to places of deficiency
no xrmmally have thelr value increased in that movement, and
in this case, as in others, transportation which increases
the value of goods may be ildentified as a form of produc-
t:l.on.7 These increases in value, these creations of
"D 1 ace utility” represent production activities just as
txrwaly as do the increases of "form utility" by the farmer
OXr manufacturer, or "time utility" by the warehouse man.
Tra-nsportation, therefore, 1s recognized universally as

& Productive activity.

Determinants of Transport Cost

Given the various modes of air, land, and water
Cranaport 1t 1s not always apparent which method provides
the most economical means of moving goods. To be sure,
Eome shipments even may use more than one mode of travel.
Use ©Of a particular form of transportation is determined
MOt only by its availability, but also by 1ts cost con-
aidgra.tiens. Though transport costs display great
e —

7John B. Lansing,

Transportation and Economic
lﬁuﬁ%gz.(mu York: Free Press, §§56i P. 13. Also see

» .
. McCarty, A Preface to Economic Geogra (Englewood
cliftsz Prentice- s s Do .
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var-1ation, depending on place, time, and type of transport,
cerxr~taln common factors can be identified. These include:
valwue of commodity to be shipped, size of shipment, dis-
tance to be covered, form of transport, regional con-
stCx& 1nts, terminal handling, and t:::-a.nsshipment;.8 These
8se ven determinants have a bearing not only upon the ex-
chamnge of goods, but directly influence production.
The xe 18, however, a direct relationship between cost and
Speed, flexibility, and serviceabllity of the form of
txransport. As a normal rule, air transport of commodities
is the highest in cost, as well as the most rapid and
flesxivle. Motor carriers are conslderably less costly,
but of necessity slower and otherwise constrained. Sim-
11arly, inland water carrilers, ocean carriers, and pipe-
lines reflect rates directly related to their service-
&b11 1ty, speed, and flexibility.

Many other points bear on the comparison of costs
for aQirferent types of transport, the many commodities
exXhibit physical limits which prevent competition of trans-
Port modes. Also, the advantage of a given form of trans-

Porg may be lost when seemingly unrelated circumstances
Chang, (i.e., interest rates, level of employment, etec.).
——

Wo 8m.cha.rd M. Highsmith, Jr. and Ray M. Northam,

o9 Economic Activities, a Geographic Analysis (New
E Tk : Harcourt, Brace & ﬁoria, Enc., 1968), pp. 436-u441,
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Furthermore, reduction in size of the shipment increases
the cost for certaln forms of transport. Thus, in gen-
era’l , the motor carrier has an advantage in the movement
of =sSmall shipments for relatively short distances while
the reallway has lower unit costs for long-distance ship-
mex ts of larger size,

the

The interrelationship of distance,

size of the shipment, and the form of transport is
no teworthy.

Choice of Transport Technology
Developing countries have access to new technology
tha&a t may enable them to break away from the slow evolu-
tlonary process of transport improvement and thereby to

reduce the time and resources needed to overcome time-

SP&ace barriers. In choosing an appropriate transport

te chnology countries should be guided by consideration

Of <the following: trends in transport methodology; com-

Parative transport costs; impact of transport costs on

Production and other distribution costs; the net effects
Of the several methods of transport on the development of
& tr&nsportatinn infrastructure; and potential transport
Innovations that may alter the cost and quality of trans-

Portation systems in the forseeable future.’ All of
\

Swilfred owen, op. cit., p. 86.
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the se factors need to be weighed in arriving at cholices

of Tt rxransport methods in order to promote maximum economic

prosrxess. The economic circumstances of a country also

mus Lt be fully understood before the choice 1s finalized.
Othe rwise, one can quickly learn that transport affords
unparalleled opportunity to make mistakes, including
erx™ors of location, technology, design, timing, or the

mi = take of investing in transport at all.

Function of Transport

The function of transportation is to move goods

&ndA people. Goods may be classified into three categories:

1ndustr1a.1, agricultural, and consumer. The uneven dis-

Eribution of natural resources makes it necessary to

CoOnnect such resources to the needs of production. Since

COmme rcial agricultural lands are almost always distant
from the populated areas, transportation is necessary for

the s8upply of foods. In addition, the distance between

pr°_duction centers and markets emphasizes the need for

tran mportation capabilities.l®
Appropriate transport facilities are the key to
e"""“Oln:lc development. Without transport, supply and

demang factors are restricted by the high cost of moving,
\

10

(c R. E. Caves, Trade and Economic Structure
|mbridge: s P. 3.

Harvard Unlversity Press,
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and Dy the law of supply and demand. Improvement in

11 wvAng conditions is dependent on the ability of people

to c<communicate and on their capacity to trade. Many

stwud 1les emphasize factors other than transportation as
be Imnag the primary elements necessary for economic develop-

mex €, including improved agriculture, industrialization,

the supply of capital, standards of education, and the

aveailability of a management system. The paucity of

de velopment literature on the role of transport can be
exXP lained in part by the failure to recognize that no
ma&a. €t ter whether agriculture, industry, power, capital, or
nNuman resources are stressed, the development of each 1s

Pa&xrtly dependent for its success on mobility and accessi-
b1] 3¢y, 1l

Transportation, then, 1s a necessary, but not a

Sufficient condition, for economic development. No

SOuntry where there is a critical lack of transport facil-

ltiem is advancing rapidly. Some countries that have

Tairiy impressive transport facilities also seem to be

WAarking time. It is apparent from figures of traffic

C&rxr3ed and the levels of national income, that the volume

or Transport operations is closely related to economic

pm&nu. Where a nation's economy is underdeveloped,

\

11

L]

o M. Beckmann, Studies in the Economics of Trans-
kppl‘ta.tion (New Haven: Yale University Press, 1956)
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the xre will be a low volume of movement and thus the

economic system appears reta.rded.12 The question to be

an sswered then is not whether transport is important or
mo x> 1important than something else; but rather, under

whasa €t circumstances and upon what basis transportation is

ar A ngredient for economic progress,

If there is to be a set of clear guidelines con-
Cce xrming the role of transportation in development policy,

the se guidelines must begin with an understanding that
the function of transportation 1s quite different from

Ot hexr economic activities. The importance of transpor-

Cat 1on is derived from its service function for other

a&ctivities. It 1s not a separate sector of the economy,

but 14 intricately linked to all other sectors within a
Eiven economy.l3

Economic Significance of
Railway Transportation

In the history of the world, land transport by

Mean s of human porters, pack animals, and animal-drawn

Vehicles has been significant. In some of the less

de"'eloped areas of the world, such means of transport

—

. 12k4ward J. Teaffe , Richard L. Morrill, and
c“ier R. Gould, "Transport Expansion in Underdeveloped
Ountries:

a Comparative Analysis,” Geographical Review
LXX]I, i (0October, 1963), 503. ’ ’

13y11fred Owen, op. cit., p. 20.
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st1 11 account for the greatest share of commodity
movement.lu Economic advancement, however, requires the
de ve lopment of systems of land transport beyond the capac-
1ty of the human or animal carrier, since these forms do
no t lend themselves to rapid, reliable transport of great
Vo luames. Thus, mechanized land transportation is a pre-
recqguisite for all economically developing ssociet:ies.:"5
Rallways have been an important form of mechanized
l&axxA transport since their earliest establishment.® a
Ce& rm tury ago railways were established as major carriers.
R.-ilways today remain the world's prime mover of com-
moaA ity t;orma.gol.17 The existence of railways 1s influenced
PX3Imarily by the location of points or regions to be
Jo© Anmed and the nature of the intervening surt‘a.ce.l8 Land-
ToOxrms in particular influence the direction and layout
© X xallway lines.
Economic development can be sald to be the growth

©OTX the aggregate output of & country, or the growth of

e ————

143, Promm, op. cit., pp. 18-21.
v 15y, Pabre, A History of Land Transportation (New

©OXlc: Hawthorne, 19637_1'53—_L_, P. 33.
16
G. B. Daggett, Principles of Inland Transpor-
% (New York: Harper, I§55;, p. b.
an TR, s. Thoman, The Geography of Economic Activity,
%Imtroductog World Survey ew York: cGraw- »
» P .

. 18 M. Highsmith, Jr. and Ray M. Northan, op. cit.,

43,

R R
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the out:put:.l9 The relationship of railways to economic
de ve lopment 18 a close one, for 1t is not only highly

sigrmificant in transporting goods and raw materials, but
the construction, maintenance, and operation of railway

20

linxe s also reflect the economic growth of a nation. In

gene xral, countries with low standards of living have low

s axidards of transport .21

Scilence, technology, and edu-
c&a.-t 1.on are essential components for the development and
OPPe ration of effective and efficient transportation sys-
tems, including railways. Once a soclety has achileved
Chhae me "essentials" for maintaining effective transport
Sy = tems, it will have entered into the "industrial age";
Oc cwupations will no longer emphasize agricultural pur-
S\ X ts; but will tend towards manufacturing and service
fleaias.

Industry is the key word in the relationship be-
t"een the economic development of a nation and its rail-
Y&y s. Countries with little or no industry--or little or
S potential for industry--will have few railways. If

railtuyl merely serve mining operations in countries rich

e ———

Cc 19ngconomic Development,” Encyclopedia Britannica
hicago, 1965), Vol. V, p. 358.
20

w @. Fromm, op. cit., p. 31. Also see George W.
ilaon, B. R. Bergmann, L. V. Hirsch and M. S. Klein, The

Ract of Highway Investment on Development (Washington,
it N e Brookings Institution, > P. 194,
2l o ric Jefferson, "The Civilizing Rails," Economic

G
SSSgrephy, v, 3 (July, 1928), 505-518.

A
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in m=natural resources, they will be connected only to cities
thea € export the mined products and will serve few other
Ppurxr"poses., Also, iIndustry 1s necessary in the construction
of" < he railway links, for the manufactured products that
O 1Into rallway construction are assoclated with heavy
&r2A 1ight industry. Accordingly, costs are high for a
na T 1 on when rallway builders must import these :Lt:ems.22
Ra-ilwa.ys, therefore, reflect the rate of economic develop-
ment of a na.tion.23

After the industrial revolution got underway,
& 1 JQway transportation formed one of the most outstanding
1= anrdmarks of economic-geographic significance on the face
O the earth. The primary reasons for supremacy of rail
t3'5‘.»nspor1: were the economic advantages of high capacity,
1°ng-distance, reliable (i.e., all-weather, few break-
do\'ns, etc.) movement--all factors necessary for industrial
®Xpansion.

In examining the distribution and significance of
rgil\vays in an economy, one can use various types of
l"°.~.1.11.‘es. One such measure--total mileage of track--is
= Nearly meaningless measure since it does not take into

e ———

T 223. R. Meyer, The Economics of Competition in the

<=1 sportation Industries (Cambridge, 1959), P. 67.

Ch 233. F. Stover, American Railrocads (University of
Lcago Press, 1961), p. 5
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accowunt the area of the nation under consideration or how

iIntensely the existing trackage 1s used. A more meaning-

ful measure is the density of railway tra.cka.ge.au

way =

Rail-

can also be considered in relation to population or

onn Tthe basis of the volume of traffic or movement per

ml1 ] e of line. This last measure is of particular impor-

Caxrce since it provides a statement of the comparative

imp o rtance of railways.

The characteristics of railways in developed and
1A e rdeveloped countries are different from each other.2d
The total length of railway lines of the world is somewhat

EXreater than it was before World War II. The mileage and

fre Aght traffic of railways in developed countries gen-
€ X =11y has decreased, but rallway expansion has increased
in most developing countries who use the train for short-

&X2A 10ng-distance travel more than do the developed

Countries.?’ The causes of the declining significance of

T& 1] traffic in developed countries may be sought by con-
B 1l dering the place of railways in the total market as

Qe 154 by the characteristics of the service (i.e., need,
———

-1

R. M. Highsmith, Jr. and R. M. Northan, op. c¢it.
. 431. g ) s Op. cit.,

256. Fromm, op. cit., pp. 73-80.
26
A. Hazlewood, Rall and Road in East Africa:
Tr‘-hs ort Co- ‘

re) ordination Tn Underdeveloped Countries
[ ao% UnIverlIEy Press, 1904), pp. 1-8.
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price, comfort, avallability, and comparative human
a.ccepta.nce).27

Given the lack of competitive transport systems,
ra il ]l passenger traffic in underdeveloped countries 1s

incxreasing as well as is the freight tra.ffic.28

More than
h&a3 £ of the railway lines of the United States today no
1°nger c#rry passenger trains.29 Broadly speaklng, the
fre A ght traffic in developed countries is comprised of
m&a.ruaaractured parts and products; whereas mineral and agri-
S\ A tural products dominate in underdeveloped countries.
Co m t considerations frequently cause manufacturing centers
to e built near to resources in developed countries. By
COx trast, the transportation of primary resources continues
to  reflect long-distance moves in the developing countries
T & movement frequently dependent upon railways.
Today, not only is there a relative decrease 1in

& 11ways (1.e., little new rallway construction) in devel-
SPeq countries, but the function of railways is changing
&3 well from one of collecting raw materials for factories

o one of distributing manufactured products. In the
e —

27:. B. Lansing, op. cit., pp. 383-384.
285 ;. Taaffe, R. L. Morrill, and P. R. Gould,

L. cit., pp. 505-518.

Eo 29Robert William Fogel, Rallroads and American
Shomic Growth (Baltimore: The Johns Hopkins Press,
» PP. - .
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deve loping nations the collective function dominates the
dis tributive function. In the United States, Japan, and
otlhrxe xr developed countries there 18 need to link production
cemnters to ports of entry for the import of raw materials.
Iry» +*Tthe underdeveloped nations the railways focus on the
PO Xt of export by contrast. Indeed, many railways in the
deve loping countries appear to be independent of one
&2 ther. In contrast to the developed countries, the rail-
W8y & in developing countries will probably continue to
€XP>aand in the forseeable future. This is not to suggest
thasmt these railways may not need to be subsidized as they
WM& ©be the only form of transportation and therefore for
BOme purposes not the least-cost type. This is especially
txrue of the Planned economy typical of a Communist
°°\-lntry.3°
The Recent Trends of Rallway
Transportation
Similar trends in transport prevail throughout

the world. In nearly all countries truck transport
AOminates short-haul and bulk shipments. For low-value

bulk commodities that move in large volumes, water

\

wo 3%. 5. Kansky, Structure of Transportation Net-
h:\ka (University of Chicago Press, 1963), pp. B1-0F.

<> see R. S. Thoman, op. cit., p. 115.
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tramn sport and rallways still provide the principal methods
of ggZetting things moved.31 Other trends that are becoming
gene xral throughout the world include the long-distance
mo vement of passengers by airplane and a reliance on pipe-
131 mnme transport for the movement of gas and oil. Such new
de velopments alter the interpretation of traditional
€ x~&x sport methods.

Three types of transport patterns have emerged
fxX~om these trends. One is characteristic of the econom-
1°a-lly advanced countries--United States and Western
Europc; another 18 found in lesser developed countries
8B8\ach as Japan, Soviet Union, India, and China; a third
1® typical of the less populated, underdeveloped countries.
Ixn Some respects, these patterns reflect different stages
i an evolutionary process. In others, geography, popu-
l®&.ti10on, and income levels provide the basis for the par-
€ 3 cular approach to meeting transport needs.3°

Trends in the United States illustrate the trans-
POxXrt matrix emerging in an affluent society. Freight
Cxrarsric in 1960 was double that in 1940. Every method of

———

- 313. L. Ullman , American Commodity Flow: Geo-
s\ggn‘l hical Inte%reta.tion of Rall and Water Tralllc Based
S rinciples of Spatia terchange (Seattle: Unlversity

"113" ngton Press, 1957), pp. -30. Also see G. W.

o on, B. R. Bergmann, L. V. Hirsch, and M. S. Klein, op.
Q‘ » po 194.

32?. Owen, op. cit., p. 87.
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t raxn sportation shared in this growth; but some methods

exp anded more rapidly than others. Rall transport in-

creased by 53 percent and water transport by 89 percent.
Mo xe dramatic was the 286-percent increase in pipeline
tTx&a £ fic and the 383-percent increase in truck transport.
AB @& result of different rates of growth, the railways'

SIha&axe of total freight movements dropped from 61 percent

Ixx 1940 to U4 percent in 1960. Similarly, while pipelines

&X2A trucks accounted for 20 percent of total ton-miles in
19210, by 1960 they were handling 40 percent of the traffic.

Wan tCer carriers showed a steady growth, but at the end of

the two decades accounted for nearly the same share of

Cxrarric as at the beginning. Technological changes in

P& s senger travel resulted in even greater shifts in

Awne rican transport methods. The automoblle greatly ex-

Panded total travel volume, and in 1963 accounted for
ne&rly nim' out of every ten passenger-miles. The volume
ST travel in public carriers also continued to rise, with
&  doubling of traffic between 1940 and 1960. The rail-
W&y 8 did not share in the expansion, however. Train travel
QAec] ined steadily, and the railway share of the passenger
bu'lnen dropped from 64 percent to 28 percent. Bus travel
in 1 960 was above the 1940 level but below that of 1950
fna was still declining. Air transport was the major

r
Re Tor in the expansion of passenger traffic. The volume
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of air travel was thirty-four times higher in 1960 than
it was 1n 1950.33 Trends of Canada3u and the Western
European countries were similar to those in the United
States and included a general increase 1in passenger and
freight traffic by all methods, the rapid growth of motor
truck transport relative to rail, the stable position of
water transport in the total picture, and the rapid shift
of energy resources to pipelines. The outstanding 4if-
ferences included a continuing rise in rall passenger
travel in places of high population densities, and limited
dependence on air travel where good rail service over
intermediate distances eliminated the time advantage of
air travel between city centers.

The Soviet Union35 and Japan placed much greater
reliance on railways for both passenger and freight traf-
fic, and they began to shift towards road, air, and pipe-
line transport much later than did the West. The Soviet

33pata for 1940 and 1950 on freight traffic from
Interstate Commerce Commission, Bureau of Transport Eco-
nomics and Statistics, "Intercity Ton-Mile 1939-1959,"
Statement No. 6103 (1961); 1960 data from Interstate Com-
merce Commission, Annual Report, 1960. For passenger
traffic: Interstate Commerce Commission, Annual Report,
1940, 1950, 1960. Also see G. Fromm, op. cit., pp. 75-75.

34%0y I. Wolfe , "Transportation and Politics:
tgg Example of Canada,” Annals, LII, 2 (June, 1962),
188-190. -

3SGeorge Kish, "Railroad Passenger Transport in
the Soviet Union,” The Geographical Review, LIII, 3
(July, 1963), 371-37Z2.
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rall system carried 77 percent of intercity freight, and
Japan's system wag largely railway-oriented.36 The freight
orientation of these countries reflected their industri-
alization. In other cases, the less developed countries
with dense populations and extensive areas remained rail-
oriented. In most developing countries rallway construc-
tion dominated the picture. China, as a lesser developed
country, was of special significance since 1t had different
characteristics of rallway construction.

In the third category of countries (i.e., Brazil,
Burma, Thalland, in tropical lands with low population
densities) the low level of economic activity has placed
more Iimportance on roads than on railways. These trans-
port trends are reflected, in part, in present and pro-
posed investment decisions of these countries.37

The Role of Rallways in Asian
Economic Development

Accessibility is a very lmportant factor in ana-

lyzing economics. Anything beyond subsistence livelihood

urgently requires trade and transportation. Vast areas

361n 1960, railways shared 47 percent of Japan's
total freight traffic. According to U.N. Economic Bul-
letin for Asia and the Far East, XI, 3 (December, 1960),

37q. Fromm, op. cit., p. 2.
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38 The

in Asia lie more than ten miles from rallway track.
coherence and strength of a continent are necessarily
dependent upon its individual internal accessibility, but
most of the Asian countries are 1naccessible in terms of
rall transportation. In recent years, the growth of
transport capacity in the developing countries has been
much more rapid than in the rest of the world. In the
decade of the fiftles, rall freight traffic increased

223 percent in Aslia, compared to 27 percent in Western
Europe.39 Plainly the above statistics oversimplify the
accessibllity situation since nation-to-nation differences
do exlist 1n Asia.

If one compares Indian rallways with American or
European systems the trains are few and slow. By con-
trast, if one compares them with the railways of the rest
of the underdeveloped countries in Asia, the trains are
many and frequent. Equipment 1; often 0ld fashioned and
schedules are slow, but the Indian railways put a remark-
able amount of traffic through, considering the amount of
track. The heaviest concentration of lines lies between

Calcutta and Delhi. From Delhi, main lines run south to

38There were no points farther than ten miles
from railway in Western European countries even as early
as 1928. M. Jefferson, op. cit., p. 217.

39w. Owen, op. c¢it., p. 93; also see United Nations,
Statistics Yearbook, 1961, p. 332.
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Bombay on the west or to Madras on the east, and another
goes northwest to Pakistan. A line runs down the east
coast from Calcutta to Madras, and from Bombay a route
crosses the Deccan to Madras, and from Madras there are
tracks south to Ceylon or west to Kerala. The major
routes are standard gauge, but there are also narrow-gauge
and meter-gauge lines. New lines of track are bullt on
standard gauge; diesel engines and in some places electric
engines are replacing steam locomotives, although the
latter are still dominant.*®
Economically, both India and China are lesser
developed countries in Asia and both of them are indus-
trializing, but their rallway patterns are quite different.
Both railway systems were built during the colonlial period,
but Indian systems were bullt entirely under British direc-
tion, whereas the Chinese systems were built with British,
French, German, Russian, Dutch, American, Belgian, and
Japanese assistance. The British-bullt rallways formed
& unified patterm in India serving British economic inter-
ests, but the eight powers responsible for the Chinese
railways built their rallways to serve their individual
colonial purposes, and thus left China with a fragmented

uowllter C. Neale, Indila: the Search for Unity,

Democracy, and Progress (New York: D. Van Nostrand Co.,
Inc., Iggg): PP. ’;'7§-
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rallway pattern. Many transshipment polints resulted from
gauge differences in the pre-Communist period of railway
construction and operation before 1949.

Historically, the function of the railways in
both India and China were the same--facilitating trade for
the colonizing nations and financiers. In Indla, railways
were bullt by British interests 1n an effort to extend
trade from the coastal areas into the subcon'cinent.ul
In China, the colonial powers bullt ralilways in exchange
for concessions, for trade and to establish themselves
politically. The British also bullt railways in China

%2 11 India,

to maintain thelr stronghold in the Far East.
nationalization of railways began about 1875, but in
China, the Imperial Government, although i1t began to exer-
cise control over its rallways at the turn of the cen-
tury,u3 did not nationalize its rallways as such.

The functlon of contemporary rallroads in India
facilitates movement of people and freight and especially

the movement of grains and other foods throughout the

ulwalter M. W. Splawn, Government Ownership and
eration of Railroads (New York: The Macmillan Co.,
1858;, P. 240; also see Wilfred Owen, Distance and Devel-
%ggent Transport and Communication in IndIa (WashIngton,
.C.1 The Brookings Institution, 1968), pp. 1-5.

%2p_tu Zen Sun, Chinese Railways and British In-
terests (New York: King's Crown Press, 1954), p. U.

831p14., p. 10.
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country.uu The function of China's railways has changed
from one emphasis to another under different political
regimes. In general, the welfare of Chinese people has
not seemed to be the direct concern of Chinese govern-
ments. Each government primarily has stressed its economic
well-being to the exclusion of other considerations. For
example, industrialization 1s being emphasized in Communist
China today. Under the present government railways have
the expressed function of carrying steel, armaments, iron
or minerals.us And, of course, the money obtained through
the use and sale of these products has not been distributed
among the people of China, but rather has been allocated
for military and political purposes.

China and the Soviet Unlon are the major Communist
countries in Asla, and both of them have emphasized rail-
ways in their economic development. Nevertheless, the
role of rallways in these two Communist countries differs.
In a large portion of its national territory in Asia, the
entire emphasis of Soviet transport policy has been to
extract as much service as possible by importing a minimal

capital investment into a single transportation system,

“uPeter T. Bauer, India Economic Policy and Devel-

opment (New York: Praeger, 1062), P. b; also see K. P.
BﬁaEnagar, Transport in Modern India (Kanpur, 1955),

pp. 61-73.

45Choh-m.ns Li, Industrial Development in Communist
China (New York: Frederick A. Praeger, 1904), PP. 3-1.
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the railways.u6 There 1s a necessary relationship in
long-run economic planning between decisions concerning
the location of industrial activity and decisions as they
relate to transportation. Broadly speaking, it was the
objective of the economic planners in the Soviet Union to
increase regional self-sufficiency by using railways as
the main tool.47 China's economic policy 1s concerned
with connecting seven newly-formed Economic Cooperation
Regions using railways as the major instrument. Six com-
modity groups--coal, petroleum, forest products, mineral
building materials, ferrous metals, and ores--account for
almost three fourths of rall ton-mileage in the Soviet
Union,us whereas in China, steel, armaments, and minerals
predominate. Among the important lines completed in
Soviet Asla, the primary emphasis of present rall construc-
tion is the Turkestan-Siberian route between Siberia and

Central Asia. The new railways in this area are designed

to relieve the traffic pressure on the Trans-Siberian

46Holland Hunter, Soviet Transport Experience:
Its Lessons for Other Countrlies !WasﬁIngEon, B.C.: The

BrookIngs Institutlon, 1968), pp. 5-21.
u7Holland Hunter, Soviet Transportation Polic
(Cambridge: Harvard University Press, 1957), PP. 1204-133.

naRobert C. Kingsburg and Robert N. Taffee, An
Atlas of Soviet Affairs (New York: Frederick A. Praeger,

> PP. « .
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rcmt:e.)"9 The recent construction of Chinese railways has
not been primarily for the purpose of relleving present
pressures as 18 the case with the new Soviet railways.
The Communist government invented a relatively well-
developed rall pattern from the Czarist regime. By com-
parison, the present regime in China had to begin their
development of railways from a more primitive pattern.
From the economic point of view, Communist China
in 1952°° was comparable to the Meijl Period (1868-1912)
in Japan and to contemporary Indla--perhaps somewhat
ahead of the former and slightly behind the latter, but
she lagged considerably behind the Japan of the early
1950's and the Soviet Union on the eve of her first Five-
Year Plan.sl
Among the Aslan countries, Japan, Indla, and the
Soviet Union can be used as yardsticks for comparing
transport development in China (Table 1). From the eco-

nomic and historical point of view, Japan serves as an

Le :93. Hunter, Soviet Transport E efience: Its
ssons for Other Countries, op. clt., Pp. 22-30; also
Roy 1. Wolle, Trans ortatlon and Polltics (Princéton:
D. Van Nostrand Co., 1963), pP. T1.

20p1exander Eckstein, "Conditions and Prospects
for Economic Growth in Communist China," World Politics,
VII, 2 (January, 1955), 258.

51
H. BRunter, Soviet Transportation Policy, op.
cit., pp. 272-282. S .
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TABIE 1

RAILWAY MILEAGE PER 100,000 PERSONS IN SELECTED COUNTRIES

Group I Group II Group III
Country Miles Country Miles Country Miles
Australia 4o4  Switzerland 78 Japan 12
Canada 378 PFrance 64 1India 11
U.S.A. 261 Germany 57 Thailand 9
New Zealand 254 United Kingdom 52 China 2

Spain 48
Italy 31
Soviet Union 28

Source:
Railway

International Union of Rallways, International
Statistics, Year 1961 (Parls:

enera

Secretariat, International Union of Railways,

1962).
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example of & country which started the process of
industrialization with the aid of railways in roughly the
same way as China did after 1949. 1India, on the other
hand, started from roughly the same base and at the same
time as China, but had fallen far behind in 1ts indus-
trialization. The Soviet Union, using a more or less
similar development model as China, started from a more
advanced base and is by now much more advanced than is

China.5?

Rallway transportation played the major role
in their economic development, but the function or char-
acteristics of the railway systems differ from each other
by virtue of differences in their individual economic
circumstances.

In general, the Asian countries including India,
Japan, the Soviet Union, and China have placed major
emphasis upon railway transport, but at different stages
in their economic development. The Soviet Union and
Japan placed much greater initial emphasis and reliance
on railways for both passenger and freight traffic, only
later shifting to road, air, and pipeline transport.
India, with a well-built railway-network inherited from

the colonial period, continued to accommodate heavy volumes

of passenger traffic, including substantial numbers of

520. Fromm, op. cit., p. 78.
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urban commuters. The advanced stage of the Indian rail
system, however, 1s only now approaching what might be
called a mature stage of industrial development. Among
the Asian nations, China, despite its one hundred years

of rallway experlence, can be considered to be in a primary
stage of economlic development. The rallway stage 1s
started, but the shifting to highways and alrways is far
behind (Table 2). The major characteristic of Chinese
rallways 1s their continually changing pattern. The
changing characteristics of China's rallways correlate to
the capital formation, colonlalism, political, strategilc,
foreign trade, geographic and domestic economy factors.
The unevenly distributed spatial pattern provides external
expression of such characteristics (Map 1). Moreover,

the spatlal pattern does not adequately represent China's
economic position. An uneconomical transport system was
the most important economic consequence of the influences

operative in China.

Summary -

In summarization, there may be two categories of
transportation--economic and noneconomic. The primary
purpose of transportation 1s to shorten distance (i.e.,
time, miles, or cost). The essential elements of trans-
portation, therefore, are speed, cost, safety, and capac-

ity. Because of increasing the value of goods through
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TABLE 2
COMPARISON OF FREIGHT VOLUME BETWEEN THE FIRST FIVE-YEAR
PLAN AND THE REHABILITATION PERIOD IN CHINA
(1952 and 1957)

Goods Carried Passengers Carried
(10,000 tons) (10,000 persons)
Transport Form Incrtase Incrgase
1957 from 1957 from
1952 1952
Rallway 24,550.00 85.9 24,700.00 51.3
Highway 6,749.30 225.8 11,414.60 159.1
%gi:?geragggzg 3,686.40 294.6  5,604.00 93.8
Coastal Seaway 1,146.10 195.1 147.00 110.0
Civil Air Line 0.56 175.0 5.44 145.6

Source: National Security Bureau, Report on Railway Con-
structions in Mainland China, Talpel, 1957,
pl 23.
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shipment, the form of transportation included is a true
form of production. The transport system of a country
embodies many modes of transportation. Although they are
mutually dependent upon each other, usually one type 1s
strongly dominant. Choice of a particular form of trans-
portation 1s determined not only by 1ts availability but
by 1ts cost as well. The major determinants of transport
cost are: commodity value, slze of shipment, distance,
region, form of transport, terminal handling, and trans-
shipment. The function of transportation i1s to move goods
and people, but is quite different from other economilc
activities. Its importance 1s derived from goals other
than those 1t 1s designed to service. It is not a separate
sector of the economy, but 1s intricately linked to sectors
of a nation's econony.

Railway transportation has both advantages and
disadvantages. However, 1t can promote economic develop-
ment by carrying a greater amount of goods in less time
at a cheap rate. As a form of mechanized movement rail-
roads are closely related to the economic development of
& nation. While differences will undoubtedly persist in
nation-to-nation economic comparisons, railways will pro-
vide a common opportunity for effectively developing
countries according to their individual economic and

social circumstances.
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In Asia, India, Japan, the Soviet Union, and

China, transport 1s railway-oriented; but each country
demonstrates a different stage of economic development.

In the extensive and overpopulated area of China, rallways
have been chosen as a basic ingredient in achieving eco-
nomic improvement. However, after a century of development
commencing in 1866, Chinese railways today remain in a
Primary stage of development. The unusual characteristics
of rallway development in China, often contrasted with
other Asian countries, provides the primary focus for this

study.
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CHAPTER II
THE CHANGING CHARACTERISTICS OF CHINA'S RAILWAY PATTERN

A changing pattern is the major characteristic of
China's rallways. The spatial expression of the rail
network developed to meet the changing needs of the nation.1

From 1865 to 1911 China supplied resources to
several colonial powers and became a market for finished
European products. Rallway construction thus served
colonlial purposes. After the Republic was established in
1911, China became politically aware of 1ts economic
position and attempted to develop railways to serve its
national and economic needs. This program was delayed by
both the First and Second World Wars. The Communist
regime was established in 1949, at which time the railway
policy attempted to develop interregional transport2 to
connect the Communist Aslan Bloc countries. Viewed his-
torically, strongly conflicting attitudes toward railway
building developed when foreign control ran counter to
Chinese ideas of economic self-improvement.

Fourteen periods of rall development are dis-

cernible during the one-hundred-year period, 1866-1966.

1

2%he Ministry of Rallways had divided administration
of the Chinese railway system into six major areas in 1953
based on the six economic regions in China.

34

Generally, the reasons were not economic ones.
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Each of these perlods has an ldentifiable set of charac-

teristics which differentiate 1t from others. The periods

can be grouped into three separate eras as follows:

FWMP

The Imperial Era, 1866-1911

Conservative Period, 1866-1894

Scramble for Concessions Period, 1895-1905
Self-strengthening Period, 1906-1910
Nationalization Period, 1910-1911

The Republic Era, 1911-1949

Dr. Sun Yat-sen's Planning Period, 1911-1914

Penetration of Japanese Capital Period,
1915-1920

New Four-power Consortium Period, 1921-1926

The National Government Control Period,
1927-1935

The Sino-Japanese War Period, 1936-1945

The Post-war Period, 1945-1949

The Communist Era, 1949-1966

The Rehabilitation Period, 1949-1952

The First Five-year Plan Perlod, 1953-1957
The Second Five-year Plan Period, 1958-1962
The Economlc Recovery Period, 1963-1966

The Characteristics of the Imperial

ﬁ‘aL -

This era marks the beginning of raillway develop-

ment in China. Aspirations of forelign mercantile inter-

ests and a desire of Chinese literatl and officials to

use rallways as a means of strengthening China in the late

nineteenth century, were some of the factors that gave

impetus to raillway construction. Following the turn of

the century certain sections of the Chinese gentry also

began to take an initiative in promoting rallway construc-

tion.
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Most of the railways of this era were owned by
foréeign interests and their construction was financed by
foreign capital. With foreigners monopolizing the highest
positions, the Chinese people did not gain the advantages
possible if the investment had been a national involve-
ment. It has been contended that more unification 1in
China was destroyed than was created during this forty-
five-year period of railway construction. The disruption
of traditional economic patterns without substitution of
adequate new ones was a primary characteristic of this
period.

Carts, porters, pack animals, and inland waterways
carried the greatest volume of goods before the railway
was introduced to China.3 In an economy as "enclosed,"

"pre-industrial,"u

and "intensively subsistent”" as was

China from 1866 to 1894, railway transportation was needed
to promote economic expansion. However, in a capital-poor
country as was nineteenth-century China, the heavy capital

investment necessary for railways was a major obstacle to

3Rhoads Mur?hey, "China's Transport Problem, and
Communist Planning,” Economic Geography, XXXII, 1 (Janu-
ary, 1956), 19-21.

u?ei Hsiao-tung, the famous anthropologist in
China, described the 0ld Chinese a%ricultural conditions
and practices as a "closed economy" or "economy of scar-
city.” It might also be called an economy of struggle
for physical survival.
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the development of transportation. Not to be overlooked
is the significant political reason for railway construc-
tion during this period.5 In addition to the lines con-
structed by the foreigners, many Chinese-owned lines were
built for political and strategic purposes rather than
economic needs.

This era can be characterized as one of passive,
forelgn controlled, poorly designed, and politically inter-
rupted rallway construction. Four periods are discernible
by their distinctive characteristics, Thesé include Con-
servative Period (1866-1894), Scramble for Concessions
Period (1895-1905), Self-strengthening Period (1906-1910),
and the Nationalization Period (1910-1911).

The Conservative Period, 1866-1894

The introduction of railways to China tended to
emphasize the differing psychological reactions of the
colonizer and the resident population. From the Western
point of view, the refusal by the Chinese to encourage
rallway construction was considered to be an unreasonable
and unrealistic attitude. From the Chinese point of view,
however, rail construction required a new psychological
commitment which involved the acceptance of a new and

incomprehensible way of life--a way of life entirely

5J. K. Pairbank, China and Unlted States Polic
(Cambridge: Harvard Universitly Press, 1960), DPp. -215.
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different from and counter to that of the colonizer.
Considering the psychology of nineteenth-century China,
it 1s not difficult to understand that there should have
been such strong opposition to railway construction. As
was the case elsewhere, such concern was explainable.
Watermen on the Thames in Shakespeare's London fought the
coming of the coaches; portagers on the Sault Ste. Marie
River fought the bullders of the first canal; canalers
fought the rallway; railwaymen are fighting the highway;
shipping interests are fighting the Jet plane. Those with
vested interests 1in older techniques are bound to fight
the introduction of new ones.6
Four different reactions to railway construction
represented by four different groups of Chinese people
are apparent. The railway construction during the Con-
servative Period suffered as the result of these widely
divergent psychological bases. The first and largest
group numerically were the common people. Their tradi-
tional position ran counter to acceptance of any new ideas
or development. Basically they opposed railway construc-

tion in China on the basis of equating mechanical civili-

zations with imminent bad fortune.7 The mind of the

6Roy I. Wolfe, Transportation and Politics
(Princeton: D. Van Nostrand Co., 1063), PP. 82-8B3.
7One of the messages from memorandums about rail-

ways submitted to the Imperial Court 1s quoted from Ching
Shih Kao: "Foreigners are mostly of Roman Catholic or
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common man was fettered by superstition. It was not
uncommon to regard interference with ancestral tombs in
the form of rallway tracks as an offense against the
"Feng-shul,” that is, the good fortune of their ancestral
spirits. Like home-loving peasantry everywhere, these
nineteenth-century Chinese were unwilling to suffer the
expropriation of their farms and homesteads for railway
purposes. The unprecedented speed of the locomotive was
feared as a source of danger to pedestrians and cattle

as well. In retrospect it is clear that the attitude of
the common people was the result of their 1solation, lack
of education and their inability to project the future

of rallways in terms of overall national economic potential

as the most practical means of affecting that potent1a1.8

Protestant faith and are ignorant of the spirits and gods
whose abodes are in the mountains and gorges. Where the
projected lives are interrupted by rivers and streams the
foreigners would sink huge blocks of stone and iron into
the bottom of the river and bulld iron bridges over the
top, paying no heed to the abodes of the nymphs, mermaid,
and spirits. The blasting of scenic mountains and the
interference with beautiful streams disturbs not only the
peaceful occupation of the people but also the tranquility
of the gods and spirits. It would only be natural that
such action should cause misfortune to the people and pro-
voke the wrath of the gods in the form of droughts, floods,
plaque, and pestilence." Chang Kia-ngau, g.m_qf&-. p.2.

8According to Ching Shih Kao, one of the memoran-
dums is quoted here: "Since our military strength is
inferior to that of the forelgners, it will be only logical
for us to make the best use of strategic positions like
mountain barriers to strengthen our lines of defense, a
Principle that has been followed by Chinese strategists
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The government was divided into three additional
groups of officlals who held different opinions about rail-
way construction. These groups included the Emperor and
his family, the Imperial Court (high-ranking Manchu advisors
in the palace whom the Manchu ruler trusted more), and the
progressive statesmen.

The Emperor and his family's decisions depended
somewhat upon the suggestions of the Imperial Court and
the progressive statesmen. The Emperors involved in this
era of railway construction are Emperor T'ung-chih (1862-
1874), Emperor Kuang-hsu (1875-1908), and Emperor Hsuan-
t'ung (1909-1911). The influences from Empress Dowager
Tz'u-hsil on the Emperors were significant since 1862. Thus
for a period of thirty years the titular rulers of China
were children, and the actual ruler was a woman.

The Imperial Court, on the other hand, having ex-
perienced years of acute diplomatic friction with foreign
powers, were Jjustifiably apprehensive over the ulterior
motives of the forelgners who, more or less arrogantly,
insisted on the adoption of various railway projects. Con-
servative by nature and more cautious than ever in conse-

quence of thelr bltter experlences, Court officilals

from time lmmemorial. The introduction of the railway will
deprive China of this natural advantage, for the rallways
will reduce all natural strategic positions to thoroughfares
for locomotives and wagons. Such a step may be likened to
removing the doors and leveling down the fences of our own
home, leaving its interior to the mercy of marauding rob-
bers. It would therefore be folly to deprive our nation of
its invulnerable position and thus to tempt the enemy to
ggigher attack by providing him with railway facilities."”
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determined to do nothing and allow nothing to be done which
might lead to additional foreign complications. They were
Manchus and had no educational background 1n science,
technology, and international understanding. Nevertheless,
they were representative of the group of high officials
who held power during the Manchu regime.

The progressive statesmen were Chinese elevated
administratively from their provinces. These men were
appointed by the Emperors to assume high positions in the
central government for two reasons. First, the Manchu
rulers wished to use a few high-ranking Chinese officials
in the central government iIn order to control the mass of
the Chinese people. Second, the statesmen had a better
educational background and were needed by the Manchu rulers
to solve the diplomatic problems in the changing world.
Some progressive statesmen such as L1 Hung-chang (1823-
1901), Tso Tsung-t'ang (1812-1885), Chang Chih-tung (1837-
1909), and Liu Ming-ch'uan (1844-1908) all recognized the
inevitability and desigability of the modernization of
China and were strong advocates of rallway construction.
Li, 1in his Memorial on Coastal Defense, stressed the im-
portance of national defense, ascribing primary importance
to the rallways in this matter.9 Tso proposed the building
of a rallway from Peking to the Yangtze valley along the

911 Hung-chang's opinion on railways can be found
in: Li Wen Chung Kung Chuan Chi, Vol. 11, p. 27; Vol. 12,
pp. 2, 25; Vol. §3, P. 8; Vol. Iﬂ, p. 24; Vol. 17, pp. 12,

53; Vol. 24, pp. 22, 26.
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Grand Canal as a matter of military necessity, and on his
deathbed memorialized the Emperor on the pressing danger
of forelgn aggression and the importance of railways as
one of the means of national defense to stop that aggres-
sion 1n China.gé

Thus, three groups of officials formed an atti-
tudinal balance-board during the Manchu Dynasty. The
Emperor sat at the pivotal position. The Imperial Court
officlals served as one plank, striving to influence the
Emperor, but they were conservative in attitude. The
Chinese progressive statesmen served as the other plank,
attempting to influence the Emperor with their radical
point of view. The efforts of these statesmen gradually
swayed the Court, and public opinion of the common people
was diverted from the theoretical issue of the advisability
of rallway construction to the practical question of
actually beginning construction on the first railway.

Accordingly, efforts by Westerners to introduce
railways to China were abetted by one set of Chilnese
officials, yet hindered by another. From the beginning,
officials of the central government looked to railways to
strengthen not only the country, but also their own hold
on vested interests in China. Later in this period, they
thought of railways merely in military and politlical rather

than 1n economic terms, golng so far as ta place the

g7°‘Ch9,ng Kia-ngau, China's Struggle for Rallroad
Development (New Yorks The John Day Co., 1943), P. 25.
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administration of national rallways in the hands of the
Bureau of Naval Affairs.gb The balancing movement of the
four groups created the basis for the characteristics in

rallway construction during this twenty-nine-year period.

Scramble for Concessions Period, 1895-1905

While the Peking Court continued to resist the
oncoming tide of allien influences, the leaders of Japan
were eager to accept new forelgn ideas and 1in particular
to remodel the Japanese army and navy along Western lines.
China assumed 1itself to be developing along similar lines.
However, in 1894 a clash over Korea revealed that she had
only been playing at military modernization. China was
defeated by her small neighbor, and under the conditions
of the Treaty of Shimonesekl, acknowledged the independence
of Korea, ceded Talwan and the Liaotung Peninsula to Japan,
and, in addition, was forced to pay a heavy indemnity.

The result was a conviction in foreign diplomatic
circles that the Manchu government was incapable of block-
ing their independent exploitations in China. France had
become entrenched in Southeast Asia in the annexation of
Annam in 1885. Russia, utilizing the Trans-Siberian

Rallway, pushed forward on the Manchurian border.lo

9bZen Sun, E-tu, "Rallway Development in China,"
Far Eastern Quarterly, XIV (1955), 183.

10Robert N. Taaffe, "rransportation and Regional
Specialization: the Example of Soviet Central Asia,"
Annals, LII, 1 (March, 1962), 80-98.
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11 as France

England wished to control the Yangtze Valley,
desired Yunnan Province, and Russia the area of Manchuria.
Germany, a very latecomer and all the more anxious to make
up for lost time, sought to control Shantung Province.
To balance the gifts to Germany and Russia, England secured
the Lease of Weihaliwel, France obtained Kwangchow, Germany
secured Tsingtao, and Russia was given Dairen.

These Leased Territories differed from the earlier
settlements and were more in the nature of colonles.
These were the days when the cry of "the white man's

burden”" was at 1ts maximum. 12

High-minded men were per-
suaded that the benefits of thelr material civilization
must be an unmitigated blessing to "the colored races."
Southern Asia as well as Africa suffered the benefits of
suchAthinking.l3 China did not escape from this movement.
Agents of railway and mining corporations flocked to
Peking. Through the acquisition of raillway and mining
concessions, spheres of economic influence could be estab-

lished and the question of political control could be left

to that convenient time when one's competitor was not

Nzen Sun, E-tu, Chlnese Rallways and British
Interest 1898-1911 (New York: Kings Crown Press, 1054),
pp. 7-11.

12

Ro I. w°1fe, OE- Cit., ppo 70-910
131p14,
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watching so carefully. The uncontrolled race for con-
cessions was on.

China was in no position to advance herself 1in
this period; she had conceded railway rights to every
soliciting power. The foreign concessionaires were allowed
to complete construction and begin operating their rail-
ways. Most of the main line rallways in China were built
at this time by forelgn engineers with foreign capital
and Chinese workmen. The contemplated mining development
did not occur because the Manchu dynasty fell out of power
before the raillways were completed and the country was
thrown into administrative confusion. British coal mines
at Kailan and Japanese coal and iron mines in Manchuria
were the most noteworthy exceptions. The Treaty of
Shimonoseki in 1895 conceded to Japan the right to build
factories in the Treaty ports. This right was conferred
on the British by a treaty in 1902. Cotton and flour
mills were opened by both the Japanese and British in
Shanghal and Tientsin.

In 1902 England allied herself with Japan. Both
nations feared Russia's advance into Manchuria, where she
controlled the newly bullt Chinese Eastern Railway. In
1904 the inevitable war between Japan and Russia began.
Russia was defeated, leaving Japan by the Treaty of Ports-

mouth heir to Russian interests in South Manchuria.
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Russia's loss was a momentary gain for China, for the
colonial powers insisted that the agreement which America
had sponsored in 1898 for an open-door policy in trade
should be applied to South Manchuria. To this suggestion
Japan submitted unwillingly; yet by so doing, the Con-
cesslons Perilod drew to a close.

On the part of the Chinese, Chang Chih-tung, the
Governor of Kwangtung and Kwangsi, played a major role
in railway construction during the Concession Period. The
new Imperial Rallway Administration Bureau was created by
his order in 1896 and Sheng Hsuan-huail (1861-1920) was
appointed as the director-general. Thilis organization
controlled rail construction from 1896 to 1905. Chinese
caplital for rallway construction was most difficult to
obtaln and foreign loans were needed. Because of the in-
put of foreign capital, the construction was dominated by
foreign interests and foreign control. China, accordingly,
lost her rights even for the railways constructed for her
own purposes.

This period commenced in 1895, the same year that
China was defeated by Japan, and ended 1n 1905 at the
termination of the Imperial Railway Administration. The

period marked a high point in Chinese railway hfLst:ory,ll4

4 pung-hsun Lin, History of Chinese Railways
(Taipei: World Press, 1963), pPp. 5-0.
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and was characterized by the great international scramble
for concessions. Much was done during this period to
shape the network of China's future rallway system and
numerous agreements for railway construction were con-
cluded with different powers.

In the face of the great disparity in military
strength between China and the colonial powers, the
Chinese were forced to give in, suffering in silent indig-
nation. The sporadic attacks of the Chinese upon indi-
vidual foreigners, culminating in the Boxer Movement, must
be regarded as spontaneous demonstrations of popular pro-
test against foreign intrusion. During this period China
suffered both from internal strife and external aggres-
sion. While China benefited from the mutual Jjealousy
among the colonial powers, which spared her the fate of
being partitioned and completely subjugated, the colonial

powers dealt Chinese national sovereignty a severe blow.

The Self-strengthening Period, 1906-1910

During the early twentieth century, the colonial
transportation system in China and elsewhere became an
expression for local national development. This interest
was firmly founded in economic accomplishments, and it
expressed itself as a national desire to achieve self-
sufficiency in transportation. When no such foundation

existed, the nation turned for help to other, richer
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nations to acquire transportation facilities. If China,
when turning to others for help, had full regard for its
economic needs, then it could place itself on the road to
self-control. If, however, China's new acquisitions were
totally unrelated to its economic needs and not Justified
in other real needs, such as strateglc ones, they then
proved to be merely an empty gesture, made in the interests
of an illusory prestige, and in the end led to harm. At
the same time, there was strong discontent within many col-
onles regarding the system of European political domination.
Revolutions had already occurred against European-based
colonlalism as & political and economic force. The re-
action in China was a part of this movement, and the pro-
vinclal officials formed the nucleus of this discontent.
Between 1906 and 1910, China began to move once
again towards self-strengthening. This period served as
the basis for self-strengthening of her railway develop-
ment.15 The economic and political aggressions of the
imperialist powers inspired the Chinese people. Thei<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>