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I. The General Situation

By the end of the Ch’ing Dynasty, several important railroads had been
constructed, such as the Peking-Moukden Line RHUZEPK, the Peking-Hankow
Line Z(i%, the Ticntsin-Pukow Line iRk, the Peking-Suiyuan Line 3¢
#nox the Shanghai-Nanking Line JE2EgK, the Canton-Kowloon Line &#,
#%, etc. Railroads in China have been studied in many respects, but few
dealt with the effects of railway transportation. (!’ Most materials con-
cerning railroads in China are available now, and it is time for us to evaluate
the effects of railroad transportation. This is the purpose of this paper. As |
the topic is too broad to be dealt with in a short paper, this paper confines its

purpose to evaluating only the direct effects of railroad transportation.

(1) Only two works in Chinese may bz mentioned regarding  railways in relation with
cconomic development, i.e.
FTFER @ PG T o FHk, 1979
IR ZEWENA B R » 250, 1980. (I REEWIIEDT » WikifinC o

— 301 —



SN AL L gt

Railroads are the world’s most efficient form of transportation(2, W.W.

Rostow emphasizes that “the introduction of the railroad has been historically

the most powerful single initiator of take-off.” The railroad has had three

major kinds of impact on economic growth:

1.

It has lowered internal transport cost, brought new areas and products

into commercial markets;

It has been a prerequisitc in many cases to the development of a
major new and rapidly enlarging export sector;

the development of railways has led on to the development of modern

coal, iron and engineering industries.

But Rostow also mentions that where the prerequisites have nét existed, very

substantial railway construction may fail to initate a take-off, as for example

in India, China, etc. ®® Therefore, railroad transportation in China is going

to be examined on the following two assumptions:

L

Impact of the railroad lies on its forwards linkage effects; 'tranépor—
tation is its forwards effects, through which social and economic de-
velopment is stimulated. ,

The development of its function dépends on the political, social and
economical situation of the area. It means that the society plays an

important role in using this new instrument for transportation.

Railroad transportation contains two parts, one is the passenger traffic,

the other is the freight traffic. Before examining their effects, it is necessary

(2) M.T. Farris and Paul. T. McElhiney: Modern Transportation Selected Readings (N.

Y., 1967), pp. 4-7. Six ways of the cfficiency of railroads are mentioned.

Rolling resistance of a steel wheel on a steel rail is fantastically low.
Manpower efficiency.

Near-invulnerability to weather.

Compactness-saves time and saves space.

Fuel economy.
. Riding the wind. —The wind pushes the train forwards.

*ﬁ?ppc‘m.

W W. Rostow: The Stages of Economic Growth (Cambridge, -1960), pp. 55-36.

MNioses Abramovitz: “The Economic Characteristics of Railroads and the Problem of
LEconomic Development, ” Far Eastern Quarterly, Vol. XIV, No.2 (Feb. 1955), pp. 169-
170. ' ' , N
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The Effect of Railroad Transportation in China

to outline the length, the equipment, and the location of the railroads, which

are shown in Table 1 and Table 2.

Table 1. Length and Locations of Railroads in Kms

Year 1912 % : 1927 9% Index number. | 1912=100.
North of the 4,188 7.6 5,485 . 57.3 131.0
Yangtzz R.
South of the 1,145 19.6 1,973 20.6 172.3
Yangtze R. .
Manchuria 516 8.8 2,114 2.1 309 7
Total 5, 849 100.0 | 9,572 100.0 163.7

Sources: &I : “SHEHPRZBH FE" THERZPRIR (XL, 1967) , pp. 11-36.

Note: - Railroads owned by foreign powers are not included.

Table 2. Equipment of the Railroads

Year 1912 1927 Index (1912=100)
Locomotive engines 600 807 188.5
Drawing Power 5,619 8293 | - 1486
Passenger Cars 1,607 1,355 : 127.0
Passenger Seats 45,177 78,371 173.5
Freight Cars 8,335 11,664 139.9
‘(’iﬁfig}fs)capadty : 183,224 304, 198 £ 166.0

Sources: AR 1 PEEIURIT AR (13, 1955) » pp. 194-19%.
Note: The number of Passenger Cars is for th¢ ycar of 1915, not for 1912.
For details, see Appendix 1 and 2.

From the two tables above, the capacity of the railroad ‘tfansportation in
1927 increased about 50-60 percent of that in 1912. As to the distribution in
regions, Manchuria owned only 8.8 percent in 1912 but , increasing rapidly,
it owned 22 per cent in 1927. If the Russian and Japanese owned railroads

in Manchuria were included, there were 4,248 kilometers of railroads. As to
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the region north of the Yangtze River, there was 57.3 percent of railroads
in 1927, but the area was much larger than Manchuria. The region south
of the Yangtze River owned the smallest amount of railroads in terms of
percentage of dehsity (length of railroads per thousand square kilometers).
So far as contributions rendered by the railroads go, Manchuria would take
the lion’s share, North China would take a fair share, and South China, the
least significant share.

The general development of railroad transportation is shown in the fol-

lowing table.

Table 3. vRailroad Transportation

1912-1927 (in million) Index 1915=100
Year Passenger-Kms Index Fﬂﬁgﬁfﬁrﬁgd Index
1912 1,623 163 2,432 108
1915 903 100 2,251 100
1916 ‘ 2,064 208 2,620 116
1917 2,128 214 2,767 123
1918 2,321 234 3,426 152
1919 ‘ 2,519 254 3,863 172
1920 3,162 318 4,541 202
1921 3,162 318 4,710 209
1922 3,321 334 3,982 177
1923 3,413 344 5,137 228
1924 3,582 361 4,572 203
1925 3,761 379 4,111 183
1926 2,596 261 2,422 108
1927 : 2,663 268 2,661 18

Sources: BRI PREL RIS E TR RERER » p. 206 5 BB —% » p. 224,

Note: Some of"the national railroads were not inclucded in some of the years.

(4) T TRHEAERER (B, 1969) ,p. 101.
2B (2T, 1936) , Vol. 1,pp.5-6.
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The Effcct of Railroad Transportation in China

Table '4. Railroad Reévenue

1912-1927- Index 1915=100.
yTotal 4 Passenger Receipts Freight Receipts -

Year . - : ; ] . . »
Revenuz. | 1,000.Chs | Index | %. 1,000.Chs | Index | . %,

1912 46,719 | 18,866 86 | 40.4 24,021 | s14
1915 57,062 22,044 100 | 38.6 33,841 100 | 9.3
1916 | 62,762 - 25,656 | 116 40,9 | 35,878 106 | 57.2
1917 63,784 | 25,749 117 | 40.3 | 36,951 109 | .57.9
1918 77,652 30,311 138 | 39.0 45,945 136 | 59.2
1919 83,047 | 32,612 148 .| 39.3 48,728 144 | 58.7
1920 91,444 36,814 167 | 40.3 52,450 155 | 57.4
1921 96,451 . 36,102 164 | 37.4 57,453 | 170 | 59.6
1922 99,556 37,650 171 | 37.8 55,732 | 165 | 56.0
1923 119,406 40,603 184 | 34.0 73,430 217 | 615
1924 | 118,511 44,824 203 | 37.8 68,609 | 203 | 57.9
1925 127,522 49,083 23 | 385 72,338 214 | 56,7
1926 99,342 | 42,600 193 | 42.9 54,587 | 161 | 54.9
1927 105,018 | 46,827 212 | 4.6 56,296 166 | 53,6

Sources: FErh7R%s ¢ FREUEAIR IR HETERERE » p. 208.

The general tendeﬁcy of the railroad . transportation indicators was on
the increase. However, passenger traffic decreased -in 1926 and 1927. Freight
traffic decreased greatly, beginning iﬁ 1924, two years earlier than that of
passenger traffic. So did the railroad receipts. It seems that. freight traffic is

easily disturbed by the political situation.

I1. Passenger Traffic
Sixteen railroads are taken for comparative studies. The name of the
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railroads are given in initial letters and marked with different numbers, ¢5) Number
of passengers per kilometer of each line are given in Table 5.

Table 5 shows that the prosperous lines are the first three lines, i.e.,
the Shanghai-Nanking Line, the Shanghai-Hangchow-Ningpo Line, and the
Canton-Kowloon Line. As the average number of passengers per kilometer
does not exactly reveal the prosperity of the line, the passenger receipts may be.
taken for consideration. Supposing that the fare rates did not differ much
from line to line, it would show more correctly the prosperity of the business

of the lines. The passenger receipts of each line was recorded in Table 6.

(s> )
No. Name of the Lines I Initials ’ in Chinese
1. The Peking-Moukden Line - P-M L. FERK
2. “The Peking-Hankow Line P-H L. BHM
3. The Chuchow—Pinghsiang Line C-P I.. Py SR
4. The Kiaochow-Chinan Line K-C L. B ke
5. The Peking-Suiyuan Line P-S 1. BREA T
6. The Taokow-Chinghwa Line T-C L. SEE
7. The Chengtien-Taiyuan Line C-T L. A
8. The Shanghai-Nanking Line S-N L. s
9. The Pien-Loyang Line P-L L. FIS-g =
10. The Shanghai-Hangchow-Ningpo Line S-H-N L. BAH
11 The Changchow-Amoy Line C-A L. ey
12. The Peking-Pukow Line P-P L. 28T s
13. The Canton-Kowloon Line C-K L. RAM
14. The Nanchang-Kiukiang Line N-K L. TR
15, The Canton-Hankow Line C-H L. W CHETED
16. The Chilin-Changchun Line C-C L. WM
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Table 5. Number of Passenger Per Km.

Lines 1915 Rank 1923 , Rank

1 P-M L. 2,004 4,001
2 P-HL. 2,249 3,385
3C-PL. ! 3,351 5 2,265 »
4 K-C L. 2,837 9,179 4
5 P-S L. 1,809 2,283

6 T-C L. 1,475 2,494

7 C-T L. 1,021 , ' 1,714

8 S-N L. 16, 561 i 3,143 I
9 P-L L. 2,829 5,211
10 S-H-N L. - 12,034 3 21,839 2
11C-AL 6,761 4 6,038

12PPL 3,156 3,75

13 CK L. 15,389 2 15,153 3
14 MK L. _ 1,502 2,276

15 C-H L.. 3,027 1,388

16 C-C L. A 1,046 7,720 5

Sources: Sec Appendix 3.
Note: when numbers for 1923 are not available, numbers for 1921 take their place.

As seen from Table 6, the most prosperous lines in passenger traffic are:
the Shanghal—Nankmg Lme, the Shanghal-Hangchow—Nlngpo Line, the Peking-
Pukow Line, the Peking-Moukden Line, the Peking-Hankow Line, and the
Chilin-Changchun Line. To rank them more exactly, the statistics of 1915
and 1923 of the average passenger kilometers per_-kilometer of each “line’ are
recorded in Table 7. b

upon comparison of Table 5 with Table 6, lines with comparatively smaller
passenger per kilometer volume but with larger recelpts are those lines of long
distance, such as the Peking-Moukden Line, the Pekmg-Hankow Line, and the
Pkin3 Pakow Lias. Coavarsely, there-are those lines of short distance, such
as the Changchow-Amoy Line, with larger passenger volmme but with smaller

receipts.
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Table 6. Passenger Receipts. Per Kilameter in-Ch §$.

. Lines 1915 ' rank 1923 ’ rank
1 P-M L. 6,291 2 6,619 4
2 P-H L. 5,009 3 5,996
3C-PL. 1,163 1,208
4 X-C L. » 3,298 ‘ 5,944
5P-SL 2,063 2,835
6 T-C L 843 ' 1,389
7C-TL , 1,846 2,700
8 S-NC 8,398 1 ‘ 17,472 1
9 P-L L. 3,437 5,458
10 S-H-N L. 4,757 4 10,645 2
11 C-A L. ' 1,523 1,406
12 P-P L. 4,017 ' 7,686 - 3
13 C-K L. 4,567 5 3,871
14 N-K L. | 895 ' 3,355
15 C-H L. 1,259 1,327
16 C-C L. 2,740 6,264 5

Sources: See Appendix 4.

Table 7. Passefiger~Kilométers Per Km.

Lines : 1915 1923 ] Rank
1 P-M L: 2196 515.2 3
2P-HL 127.0 474.2 4
8 S-N.L. 7,746.1 28,329.5 1
10 S-H-N- L
12 P-P L. _ o 1344 596. 8 2
15 C-K L. N 363.0. a02.4 5

‘Sources: See Appendix 3.
Note: Passenger-Kilometers of the Chilin-Changchun Line is not available.
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From the tables above and those in appendixes, - some: plienomena may be
traced as follows:
1. Passengers of most railroads increased gradually. It means the habi-
tants accepted the new kind of transportation gradually.’
2. According to the index number of the passengers of each line in 1923,
the railroads may be classified into three groups (Index 1915=100):

A. Passengers decreasing:

Lines Index number of 1923 Causes
3. TlflienéChuchow—nghsmng | 64 Short length.
i1. The Changchow-Amoy Line . 90 nN:{;vbel{oad and small base
13. The Canton-Kowloon Line 99 Wate.rway compettiion.
B. Passengers greatly increasing
Lines Index of 1923 Causes
4. the Kiaochow-Chinan L. 356 ) M'gration
15. the Canton-Hankow L. 363 New road
16. the Chilin-Changchun L. 737 nNuer::’bcr;)ad and small base
C. Passengers gradually increasing
Lines Index of 1923 I Causes
|
1. P-M L. 200 Migration
2. P-H L. 150
5. P-S L. 174
6. T-C L. 169
7. C-T L. 170
8. S-N L. 201 Populous arca
9. P-L L. - 184
10. S-H-N L. 130
12. P-P L. : - 119 Waterway competition
14. N-K L. ’ ' 151
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The normal case is the third group. The most prosperous lines are the
Peking-Moukden Line, due to migration, and the Shanghai-Nanking Line, due
to its locality in a populous area. Waterway competition prevented the Peking-
Pukow Line from increasing its passenger transport greatly. A

‘3. As to the classes of passengers, the percentage of each class of each

line is shown in 'fable 8.

Table 8. Percentage of Classes of Passengers

Ist & 2nd class 3rd & 4th class

Lines 1915 1923 ( 1915 1923
1. P-M L. ' 4 5 9% 95
2. P-H L. 1 ! 9 99
. CPL 2 — 98 100
4. K-C L. 2 2 98 98
5. P-S L. 3 2 97 93
6. T-C L. 2 1 98 99
7. C-T L. 2 3 93 97
8. S-N L. 4 5 9% 95
10. S-H-N L 4 4 96 9%
1. C-A L. — 1 100 99
2. P-p L. 1 2 99 93
13. C-K L. 4 6 9 94
14. N-X L. 1 2 99 98
15. C-H L. 2 - - 98 100

Note: *The percentage number is not available, that of 1921 is recorded for 1923.

Sources: See Appendix 3.

The great majority were the third and fourth class passengers. This
means that most people were poor.. Therefore, higher percentage of the first
and second class passengers occurred in those developed areas, the key regions

- of China.
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4, The passenger traffic of the railroads met with waterway competition

in different ways, as indicated in the following table for 1924:

Table 9. Fare of Railways and Steamships, in Ch$

Railway Classes " Steamships
Route ' :
1 2 3 One way | Round trip .
Shanghai-Narking 9 4.5 2,25 18 28
Tientsin-Pukow 40.9 27.3 13.6 90 140%
Canton-Kowloon 6.5 3.3 1.6 6.3 11.7

Sources: U.S.Department of Commerce: China, A Commercial and Irdustrial Handbook
(Washington D.C. 1926), pp. 499, 415, 530.
Note: *from Tientsin to Shanghai.

From th‘é' table above, the Canton-Kowloon Line met a vvery stl;ong
competiton from steamships. The fare of a junk was cheaper than that of a
steamship. However, the Shanghai-Nanking Railroad had a very advantageous
position in fare competition with that of steamships. It is no wonder that the |
Shanghai-Nanking Railroad was the most prosperoﬁs line in China. As to
the Peking-Pukow Line, it had to reduce its fare rates many times in order to
meet the competition from the steamship. For example, in 1913, the Peking-
Pukow Line reduced its third class fare from Ch$ 1.65 to 0.55, from Tientsin
to Ts’angchow g Jif in order to meet the competition of the Nien-hsien Steamer
Compahy S MEAALA T ) This is why the rates were different from line to
line and, even in one line, from section to section. ‘

Beside the fare competition, travelling on railroads was safer and faster.
This is also the reason why in 1925 and 1926, when the political situation was
chaotic, both the passenger and f feight traffic decliqéd; however, passenger

traffic did not decline as drastically as freight traffic.

(6) FEEBHEBGE» M= B 1695,1696.
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I11. Freight Traffic

Freight traffic of different lines arc compared in the following table for

the years 1915 and 1923 in tons per kilometer:

Table 10. Freight Traffic in Tons Per Km.

Lines 1915 Rank 1923 Rank
1. P-M L. 2,660 4 8,110 2
2. P-TT L. 2,458 4,337
3. C-P L. 6,238 1 4,219 - 5%
4. K-C I 2,021 4,648
5. P-S L. 1,358 3,515
6. T-C L. , 3,787 2 8,759 1
7. C-C L. 2,444 7,720 3
8. S-N L. 2,529 5 4,035
9, P-L L. 734 - 3,266
10. S-H-N L. 1,645 3,110
11. C-A L. 128 120
12. P-P L. 1,810 : 2,775
13. C-K L. 423 566 *
14. N-K L. 227 1,552
15. C-H'L. 1,505 . 627
16. C-C L. { 2,024 3 6,311 4

Sources: See Appendix 5. ,
Note: *Freight tons carried in 1923 is not availabl2, that of 1921 tak>s its place. -

Table 11 shows more exactly the prosperity of the freight transport of
each line. The most prosperous lines were the first six lines. The order of
priority changes between 1915 and 1923, but they all remain in the firsi
six. Some of these lines had their advantages .of long distance, such as the
Peking-Moukden Line, the Peking-Hankow Line, and tﬁe Peking—Suiyuan Line,

Almost all of them were in the inland area, without waterway competition,
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The Effect of Railroad Transportation in China

Lines 1915 Rank 1923 “Rank
1. P-M L. 4,352 5 10,748 6
2. P-H L. 9,459 1 17,048 1
3. C-PL. 5,639 4,578 x
. 4, K-C L. 6,994 2 14,366 4
5. P-S L. 6,187 3 11,163 5
6. T-C L. 3,397 6,953
7. C-T L. 6,044 4 14,954 2
8. S-N L. 2,688 8,116
9. S-L 1. 1,586 6,991
10. S-H-N' 2,009 4,627
1. C-A L. 51 98 x
"12. P-P L. 1,890 -8,427
13. CK L. 616 1,323
14, NK L. 336 3,043
15. C-H L. 342 2,400
16. C-C L. 3,949 6 13,880 4

Sources: See Appendix 4.

Note: *Freight receipts of 1923 are not available, those of 1920, or 1921 take their place,

As shown in Tables 10 and 11, all the lines increased their freight traffic

greatly, except the Chuchow-Pinghsiang Line, because of the instability of
local situation. ' |

Comparing Table 10 with Table 11, we find that some lines wére busy in
freight traffic, but did not have good receipts, such as the Chuchow-Pinghsiang
Line, the Taokow-Chinghwa Line, and the Shanghai-Nanking Line. The
causes for this were that freight fare rates were lower, or that the ca’rgbes
thejr carried were of low value, or for short distance. Conversely, and for
.reasons opposite to the foregoing, some lines had less freight traff ic, but did

have good receipts, such as the Kiaochow-Chinan _Line, and the - Peking-

Suiyuan Line.
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Some good lines, such ‘as No. 8, the Shanghai-Nanking Line,‘ No. 10,
- the Shanghai-Hangchow-Ningpo Line, No. 12, the Peking-Pukow Line, and
No. 13, the Canton-Kowloon Line, locating in economically developed as well
as urbanized regions, did not have much freight traffic. It is because they
met ‘with strong waterway competition in freight transportation. For example,
in 1915, the cost for transporting one ton of cloth (Chinese made) from
Tientsin to Pukow was Ch$ 16. 87. However, the waterways cost only Ch$ 5. 7.
Therefore, the officials of the Tientsin-Pukow Line first reduced the cost
to Ch$ 8.5 per ton., and later in 1919, again to Ch$ 7.0 a ton. (O In 1915,
" it cost Ch$ 12.27 to transport a ton of cotton by ship, but it cost Ch§ 14. 4
by train, a cost which was later seduced to Ch§ 8.5 ® |

The junks gave the railroads a very strong competition in fare rates. The

following table will provide an illustration:

Table 12. Freight Rates Per Ton-mile in Ch. Cents

Medium Narking Hankow Canton Chinan Ticntsin
Railways 2.3 ' 5.3 2.50 4 3.60
Junks 1.5 1.5 1.83 2.5 2.75

Sources: China, A Commercial and Industrial Handbook, pp. 415-713.

But there were some disadvantages in waterways transportation:
1. It was slower than the railways;
2. In winter, some rivers and ports froze and were closed to transporta-
tion;
3. Waterways transportation was less safe than that of railroads.
These were the reasons that railways gradually gained the upper hand in

competition with waterways, -

(7) ZSEBREBrE, Vol. 3, pp.2301,2304.
(8) Ibid. Vol. 3. p. 2298,
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As to the composition of freight carried by the railroad, Tables 13, 14, 15,

and 16 show the general development.

Table 13. Composition of Freight in 10,000 Tons. |

Year tl‘\ialcggzl:%d % %@Ln;‘fgtls % ::ggé%‘l:: % P]:géisctcs 9% | Cattle | % |Others % | Total
1916 162 |9.7 791 |47.5| 311 187 29 1.7] 46 | 2.8 325 [19.6] 1,664
1917 176 |10.7 839 [s0.9) 326 [19.8 33 2.00 41 |25 233 |14.1] 1,648
1918 196 [10.8 864 |47.6/ 491 21| 42 2.3 42 |2.3] 269 [14.9] 1,814
1919 216 l10.4] 1,027 l49.2] 419 01| 54 |2.6. 48 |2.3 32 |15.4) 2,086
1920 219 j1o.1] 1,057 8.9 518 4. S8 2.7 42 |19 269 |12.4 2,163
- 1921 233 9.6/ 1,130 [46.3] 56l 3.0 6 2.8/ 39 |l.6 406 [16.7 2,438"
1922 235 117 944 |46.8] 461 [22.9] 60 3.00 49 {2.4 268 [13.2] 2,017
1923 297 [1L.1] 1,383 [sl.e] 541 [20.2| 81 . |3.0 59 2.2 319 [11.9} 2,680
1924 237 Posl 1,173 g3l 4 D173 70 |29 50 |21 476 |19.¢] 2,427 .
1925 23 [9.5 1,027 |43.9) 367 (157 60 |2.6f 43 |1.8 622 [26.5 2,342

Source: Rirh7% 1 rHBINHREMEREERE » p. 211

Table 14, Composition of Freight in Million Ton-Kms,

Year »gé?ggéd % %{_L‘b‘gggs % :fgé%i;; % Pfgéi?ts 9% | Cattle | % |Others | % | Total
1916 | 310 [11.8| 1,006 [38.4 809 [30.9) 44 |17 126 |4.8 325|12.4 2,620
o7 327 g 102 87 sse [0 54 20 99 |36 32819 2,767
1918 | 408 1.9 1,369 [40.6 1,095 32.00 66 |19 97 [2.8 39214 3,426
1919 | 434 12| 1,705 (4.1 1,013 |20.2] 80 | 2.1 103 |27} 529 137} 3,863
1920 | 452 fio.0] 1,769 [39.0 1,650 {36.3] 93 |2.¢ 101 2.2, 415 10.5] 4,541
1921 | 455 |9.¢ 1,884 [C. 1,496 (3.8 107 |2.3 91 |19 677 (14.4 4,710
1922 s10 f12.8 1,624 0.8 1,132 8.4 102 |2.¢l 126 |3.2] 487[12.2 3,981
1923 | 600 1.7 2,582 [50.3 1,22 P3| 144 |28 143 |28 467 9.¢| 5,137
1924 | 518 1.3 2,138 6.7 910 |19.9] 125 |27 120 |26 765 168 4,572
1925| 499 li21| 142 pag 89 jpo.g| 120 |29 105 |2.6 1,107 [56.9] 4111

Sources: B 1 rHERIEREPLME TR  p.213.
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Table 15. Index Number of Freight Transport in Metric Tons.

1917=100.
Year | MR | Mt | “Piodvon | prodssis | Cale | Others
1916 T 94.3 S 95.4 87.9 1122 | 1010
1917 100.0 100.0 100.0 100.0 100.0 100.0
1918 1.4 103.0 123.0 127.3 102. 4 110.1
1919 122.7 ] 122.4 128.5 163.6 17.1 126.6
1920 124.4 126.0 158.9 175.8 102.4 131.3
1921 132.4 134.7 - 172.1 209.1 - 95.1 147.9
1922 133.5 112.5 141.4 181.8 119.5 122,4
1923 168.8 164.8 186.0 - 245.5 143.9 162.6
1924 134.7 139.8 129.1 212.1 122.0 147.3
1925 126.7 122.4 112.6 181.8 104.9 142.1

Table 16. Index Number of Freight Transport in Ton-Kms.

1917=100.
vor | Mufacwred | Minersl | Agricwwal | Fort | cawe | ot
1916 94.8 93.8 91.3 810 126.9 94.7
1917 100.0 100.0 100.0 100.0 100.0 | 100.0
1918 124.6 127.6 1235 120.9 97.8 123.8
1919 132.6 159.0 174.3 147.3 104.1 139.6
1920 138.2 165.0 186.2 171.6 102.3 164. 1
1921 138.9 175.7 | 168.8 198.2 92.1 170.2
1922 155.7 151.4 127.8 188.8 127.7 143.9
1923 1833 | 240.8 135.6 264.8 | 1441 185.7
1924 157.5 199.4 102.7 226.1 121.5 165.2
1925 152.5 132.6 97.0 220.6 105.9 148.6

Sources: Same as Tables 13,14, pp.216—217.
From the tables above, we find a general increase of all kinds of cargoes,
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except in the years of 1922, 1924 and 1925, when decreases appeared. This
was because of the civil wars at that time.

From table 13, The tonnage percentage of the heaviest cargoes stood
in the first place. For most of the years in the list, nearly 50%; was minerals.
Agricultural products Was in the second place; for most of the years in the
list, it stood over 20%. Manufactured goods came the third amounting to
about 10% of the total. ‘

As shown in Table 14, the composition of freight changes when ton-km
replaces ton as the unit for measurement. The percentage for minerals decre-
ased; while those for agricultural products, manufactures and cattle products
increased. This means. that the latter three kinds of cargoes were transported
by the train for longer distances than minerals. As for forest products, the
percentage remains unchanged. From the above tables, we may conclude that '
railways had contributed largely to transporting minerals for relatively shorter
distance, and agricultural products for relatively longer distance.

As to the composition of freight of some important railroads, Table 17

shows their differences in percentage.

Table 17. Percentage of Freight in Real Tons.

um Mineral Aol | Mo

1915 1923 1915 1923 1915 1923

8 S-N L. 8 2 o 49 10 15

10 S-H-N L. 6 19 47 35 25 26
I5C-H L. 81 60 3 16 13 15
14 N-K L. v 5 1 33 9. - 14 23
12 P-P L. 20 . 37 28 33 11 n
4KCL. o 59 2 14 R 17
2 P-HL. 43 63 13 1 T 9

_Sources: see Appendix 6.
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From the table above, we may find that:

1.

The Shanghai-Nanking Line, the Shanghai-Hangchow-Ningpo Line,

the Peking-Pukow Line and the Peking-Hankow Line increased their

~ transportation of minerals, because some lines near the mineral area

IV.

Let

reduced their coal fare rates and made it possible for coal transportation
to cover a longer distance. Then the Shanghai-Nanking Line and the
Shanghai-Hangchow-Ningpo Line increased their mineral percentage.
The Hupei-Hunan Section of the Canton-Hankow Line decreased its
transportation of minerals because of political. chaos at the time.

Some lines decreased their transportation of agricultural products in

percentage, such as the Shanghai-Nanking Line, the Shanghai-

Hangchow-Ningpo Line, and the Peking-Hankow Line. This was a

kind of decrease only in percentage and not in real quantities.

Comparison between Passenger Traffie and Freight Traffic

us start the comparison between passenger traffic and freight traffic

from the problem of receipts. The general receipts of the railroad transpor-

tationis s

from 51

hown in table 4. The receipts of freight transport usually ranged

to 60 percent of the total revenue. In ‘terms of receipts, the train

has transported more cargoes than passengers. However, table 18 contradicts

this gene

ral pattern. It seems they offered different services.

From Table 18, we may classify the railroads into three groups:

1. Those lines whose passenger receipts are more than their freight receipts.

Two

1)
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major factors may account for this phenomenon:

Those lines in a populous area, with a very strong competition from
waterways in freight transportation, such as the Shanghai-Nanking
Line, the Shanghai-Hangchow-Ningpo Line, the Canton-Kowloon Line,

and the Nanchang-Kiukiang Line, ‘carried more passengers than freight.
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Table [8. Receipts Per Km in Ch§.

1915 ’ 1923
7 I‘Wi?-uli A“" F-R F-RAR P-R | F-R ‘:')1(‘1/0'6-“
T T ; | ‘
1 P-M L. 2,749 432 | 158 6,610 10,748 163
2 P-H L. 3,575 9,459 266 5,548 17, 084 599
3C-P L. 1,115 5639 | 488 1,208 4,578 380
4 KC L 2,164 6,994 323 593 | 14,33 265
5 p-s L. 2,025 6,187 306 2,835 | 11,163 394
6 1-C L. 723 3,397 470 1,389 6,953 500
7 C-T L. 1,791 6,044 337 2,700 14,954 554
8 S-N L. 7,667 2,688 35 17,472 8,116 46
9 P-L L. 1,500 1,586 106 5,458 6,791 124
0 S-H-NL 4,753 2,009 42 10,645 4,627 43
11 C-A L. 1,299 51 4 . 1,406 98 7
12 P-P L. 1,712 1,890 114 7,686 8,427 113
13 C-K L. 4,717 616 13 3,871 1,323 34
14 N-k L. 895 - 336 37 3,355 3,043 91
15 C-11 L. 1,259 342 27 1,327 2,400 181
16 C-C L. 2,578 3,949 153 6,264 13,880 22

Sources: See Appendix 4.
Note: P—R stands for Passenger receipts. F—R stands for frcight receipts.
*Receipts of 1923 is not available, that of 1920 or 1921 take their place.

2) Those lines of short length, such as the Changchow-Amoy Line, or
newly built railroad, such as the Hupei-Hunan Section of the Canton- |
Hankow Line, offered passengers convenient transport.

2. For the lines whose freight receipts far exceed passenger receipts, such
as the lines from No. 2 to No. 7, we should take notice of two

phenomena.
1) These lines have been in existence for a longer period. This is also

apparently the case with lines of group one; as time went on, their

freight receipts increased too.
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2) The lines were in a mineral area, and some were constructed mainly
for coal transportation, e.g. the lines of No. 3, No. 6, and

No. 7.
3. For those lines whose freight receipts exceed their passenger receipts by
one to 50 percent, e.g. the lines of No. I, No. 2, and No. 16, we
" offer the following explanations: .
1) The lines covered a long distance.
2) The lines existed in an economically developing area, where migration
_bljought about large passenger receipts.

From the comparison above, we may conclude that railroads rendered -
their service differently from place to place, according to the economic

situation of the regions through which they passed.

V. The Effect of Railroad Transportation

Up to 1927, China had built 9,572 kilometers of railroads. In éddition,
foreign powers owned another 4,330 kilometers of railroads in China. The
total railroads were about 13,900 kms. Most of them were constructed in

North China and Manchuria. This really contributed a great deal to the
economic development in North China, especially ih Manchuria. It offered a
prompt and economic form of transportation. The fare of different mediums
for transportation in 1924 is given in table 19.

Except junks, no other means of transportation could give cheaper fare
rates than railroads. If ‘“social savings” are considered, there must be some
“social savings” for China in this form of transportation.

To e_valuafe, the effect of railroad transpo_rtavtion in Chin'a. during 1912~
1927, is not an easy task. This is the reason.why up to now, there have been

few works have dealt with it. The evaluation in this paper is a tentative one,
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Table 19. Rates Per Ton-mile

in Ch. Cents
Localities Shanghai Nanking Hankow Chinan Tientsin
Mediums (k# 452529 €V =D) (i) (ONG:))
Ratilroads 1.05 2.3 5.3 4.5 3.6
Junks 1.5 1.5 2.5 2.8
Carts 14.30 12.0 16.0 10.0 12.0
Pack Animals 33.0 40.0 25.0 29.8
Wheel Barrows 33.20 30.0 50.0 i7.0 15.1
Coolie Carriers : 81.40 40.0 80.0 31.5

Sources: China, A Commercial and Industrial Handbook, pp.501-713.
and centering on two aspects: one is the economic implication and the other is

the social impact.
1. Effects relating to Economic Aspect.

As to the economic aspect, the treatment is confined to foreign trade and
coal production, because the most valuable contribution of the railroad is its low-

priced fare rates for transportation. In general, its cheaper cost would stimulate

trade. In particular, its low rates for special heavy minerals would in-

their consumption as well as production. For coal, a commodity of consi-

derable bulk for little value, inexpensive fare rates were of more than usual '

importance.
A. Foreign Trade.

Many factors which may be ascribed to the increase of China’s foreign
trade. Among them, the railroad was one of the most important. Besides
there were artificial factors. Foreign exchange and price

when we calculate the volume

economic growth,
fluctuation should be taken into account,
of foreign trade over years. Therefore,
of foreign trade must be reckoned by foreign exchange rates and wholesale

price index number. The index numbers in the following table are reckoned

by price index numbers (1912=100; 1923=137; and 1926=145.). -

the real value or index umber
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Table 20. Index Numbers Reckoned

Year 1912 1923 1926

Freight carried by railways in million 2,432 5,137 2,422
ton-kms

Index number 100 228 108
Freight receipts in 1,000 Ch§. 24,021 73,430 54, 587
Index number 100 306 227
Index number reckoned 100 223 157
Foreign trade in million HK Tacls 8§44 1,676 1,989
Index number 100 199 236
Index number reckoned 100 145 162
Foreign trade in million U.S.§. 624 1,341 1,511
Index number 100 215 242
Index number reckoned 100 157 167

As to freight transported by the railroads in ton-kms, sce table 4.
Sources: HMiA 1 ANTIAENREBIERE BT (1931), pp. 1-3.

From the table above, we may see that the foreign trade of China
increased in correspondence with that of freight transport of railroads from
1912 to 1923. It seems that railroads were important to the growth of China’s
foreign trade. But in 1926, the index number of freight carried by railways
decreased greatly; so did the freight receipts. However, the foreign trade 6f
China still increased as compared with that of 1923. The explanations are as
follows:

1. Foreign trade greatly increased in Manchuria in 1926, about 52% of ‘
that of 1923, and that was 229 the total foreign trade of China in
1926. However, there was only one railway, the Chilin-Changchun

Line in the list of Table 11 for freight transport.

!\)

The freight transport of some railroads was not reported to the
Ministry of Communications, therefore the total freight carried by

railroads in ton-kilometers in 1926 is not available, and so the figures

— 322 —



The Effect of Railroad Transportation in China

in table 4 come some what below the actual volumes tranrported.
3. In comparing the foreign trade of 1926 of some ports with that of
1925, their increase and decrease correspond with the volume of their

freight transport of railroads in that area. Table 21 will ‘illustrate this

stiuation.

Table 21. Value of Foreign Trade in Comparison

with Freight Transport (in millions)

Export Import Ton-kms
Ports Railroads
1925 | 1926 | 1925 | 1926 1925 | 1926

Tientsin 62.2 60.6 85.1 84.4 P-M L. 1,017 810
Kiacchow 32.7 35.8 '35.7 37.1 P-H L. 850 485
Hankow 30.0 23.6 54.0 54,3 P-S L. 358 139
Shanghai 306.2 | 361.9 | 431.9 | 596.6 S-N L.

: 314 439
Nanking 3.4 4.3 4.3 S-H-N L.
Canton 89.8 45.2 40.4 67.2 C-K L. 99 74
Kowloon 12. 1 52 4.1 6.8

Source: % » AHAERFHBISHE S pp.73-94  Bebll) L PEBHS, pp.216-217.
Note: The freight transport of the Canton-Kowloon Line is in 1,000 tons.

The table above shows that foreign trade in Tientsin did not decline much;
however, the freight traffic of the three main lines declined very conspicuously.
This was the case-in Tientsin. Because of the difficulties in rail transporation,
huge consignments, already paid for, were held up in the interior, -and
imports accumulated at Tientsin awaiting an opportunity to proceed inland. In
consequence, several heavy losses were incurred and many firms had to
close down. (%

If we take a long tim2 survey, w2 recognizz that foreign trade had very
close relations with railroads. As most of th> railroads were constructed in

North China and Manchuria, foreign trade increased greatly in those areas.

(9) China Maritime Customs: Foreign Trade of China, 1926 (Shanghai, 1927), p.5.
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The distribution of foreign trade in China is given in the following table:

Table 22. Percentage of Foreign Trade in China

Central China | South China North-China Manchuria

Year Import | Export| Import| Export Import Export | Import | Export
1891-1893 56.5 46.8 40.2 47.1 30.0 4.9 0.3 1.2
1909-1911 50.1 49.9 29.2 28.1 10.9 5.2 938 16.7
1919-1921 52.1 40.5 18.6 2.9 13.1 10.7 16.2 25.9
1929-1931 57.4 37.1 15.5 14.6 12.4 15.0 14.7 33.3

Sources: B o sHIRITAKIHE 4 S ZEREME » pp. 67-68 o
~In North China, Tientsin was the most important port, where foreign
trade increased in percentage from 3.1% in 1891-1893 to 7.49% in 1919-
1921. In Manchuria the foreign trade of Darien increased from 4.99 in 1909-
1911 to 13.1% in 1919—1921.

When the foreign trade of some important ports is examined, the impact of

railroads revealed more clearly.

Average Value of Direct Foreign Trade at Each Port

Table 23.
in Million HK Taels. Index 1911-13=100
. Export Import

Ports 1911-1913 1924-26 Index 1911-13 ,’ 1924-26 Index
Antung 2.7 37.1 1374 4.4 .33.2 755
Newchwang 10.6 4.1 39 8.6 14.1 164
Dairen 24.9 136.6 549 26.6 85.8 323
Chcnwang;ao 1.2 3.4 283 2.6 2.4 92
Tientsin 8.3 56.8 684 39.4 81.9 208
Chefoo 5.3 7.7. 145 4.9 3.9 80
Kiaochow 11.3 35.1 3n 14.5 35.6 246
Shanghai 168.3 314.9 187 224.0 504.0 225
Chingkiang 0.4 0.08 2 4.3 4.8 112
Nanking 1.0% 4.0 400 1.8 4.2 233
Kiukiang 0.1 l 0.03 3 1.2 3.3 275
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Hankow 18.0 24.3 136 | 245 56.3 230
Hangchow — — - 3.7 0.1 3
Ningpo — - —_ 2.1 5.6 267
Foochow 6.8 9.8 144 7.0 7.6 109
.Amoy 2.6 4.9 188 1.7 | 15.6 133
Swatow 8.1 1.7 144 18.0 21.7 121
Canton 49.6 59.3 120 29.0 53.9 186
Kowloon 13.1 12.8 98 |- 25.7 30.7 119
Mengtsz 9.9 11.3 114 7.0 16.9 241
. Total 342.2 734.1 215 461.0 981.6 213

Sources: HiiA% | ATEGHPRIRETL T o pp. 73-93.
Note: The asterisk means that the figure is for the year of 1914,

From the table above, the ports may be divided into four groups:

Export Import

1. Index numbers decrecascd. -

Kowloon, Kiukiang Hankow, Chefoo,
Chingkiang, Newchwang. Chenwangtao.
Average Index 70 » 57

2. Index numbers were between 1090150,

Chefoo, Hankow, Foochow, Chingkiang, Foochow
Swatow, Canton, Mengtsz. Amoy, Swatow, Kowloon,

Average Index 127 121

3. Index numbers were between 150--300.
Shanghai, Amoy, ewchwang, Tientsin,
Chenwangtao. ) Kiaochow, Shanghai, Nanking,

Kiukiang, Hangchow, Ningpo,

Canton, Mengtsz.

Average Index 188 220
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4. Index numbers were above 300
Antung, Dairen, Tientsin, Antung, Dairen
Kiukiang, Nanking.
Average Index 559 v 384

The percentage of the export of each group may be tabulated as follows:

Groups 1911-1913 | % 192326 %
1 24.2 7.1 17.0 2.3
2 97.7 28.6 124.3 17.0
3 172.1 50.3 -323.2 4.0
4 48.2 14,1 269.6 36.7
Total 342.2 100.0 734.1 100.0

~ Groups 1 and 2 account for a small part of the total volume of exports.
Groups 3 and 4 take the main part of the total volume. In group 3, Chengwangtao
was opened as a port because of the railroad, and its exports increased. Amoy
increased its exports because of its locality. The volume of exports at these
two ports was small, or negligible. Shanghai is the main port of group 3,
which accomplished 49.29% of the total export of the average value of 1911-
1913, and 42.3% in 1923-26. Shanghai was certainly affected by the rail-
roads near by.
As to group 4, the volume of .ex'port inéreased greatly. It is obvious
that all of them were aided by railroads. The main part of this great increase
is accounted for by two ports in North China, Tientsin and‘Kiaochow, and

two ports in Manchuria, Antung and Dairen,
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The percentage of import of cach group may be tabulated as follows:

Groups 1911—1913 % 19231926 %
1 ! 1.2 2.4 6.4 0.7
- 66.7 14.5 80. 4 8.2
3 3521 76.4 775.8 79.0
4 31.0 6.7 119.0 12.1
Total 461.0 100.0 981.6 100.0

The most important group is group 3, which increased not onmly in value
but also in percentage. Almost all the ports in group 3, had railroads,
except Ningpo, whose percentage was: negligible, 0.5 and 0.6 respectively.
The four ports in the north of the Yangtze River, Newchwang, Tientsin,
Kiaochow and Hankow, doubled their value, but their percentage did not
increase much. The five ports in the south of the Yangtze River doubled their
import value, and increased their percentage. | |

From this analysis, it is apparent that the railroad, contributed to North
" China’s and Manchuria’s exports more than imports. South China, with compara-
tively fewer railroads, had more imports than exports. The basic reason is that
there were more railroads in North China and Manchuria, and railroads trans-
pqrted more minerals and agricultural products than manufactured goods. For
export, agricultural products played an important role. For import, manufac-
tured goods played an important role. In South China, waterways had existed
for a long time. This was a convenient way to transfer manufactured goods,
and gave a very strong competition to freight transportation on the railroad.

B. Coal Production

The need for transport facilities for coal and for other minerals was one

of the conditions that made the railroad a successful innovation in England. ¢!

To transport coal was one of the most important object for the construction

(10) G.R. Hawke: Railways and Economic Growth in England and Wales, 1840-1870
(London, 1970), p. 157.
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of railroads in' China. Some railroads, such as the Taokow-Chinghwa Line, the
Chengtien-Taiyuan Line, and the Chuchow-Pinhsiang Line in addition to some
special short coal lines, were purposely built for coal transportation. An
investigation shows that about 73 percent of the total coal output of 1921 was
produced in the coal fields near the railroads. (') The coal fields near the

railroads are enumerated in the -following table:

Table 24. Coal Fields Near the Railroads

— N | ST | g

1. P-M L. 3 447 !' 3,800
2. P-H L. a2 29,216 | 2,606
3. C-P L. 21 139 1,206
1 K-CL. 6 ? 1,400
5. P-S L. 9 155 146
6.T-C L. 5 108 1,460
7.C-T L. : 60 - > 1,380
12. P-P L. 6 26 | 14

Total | 213 20,270 12,412

Sources: ZMM ik Bchd Respecfive volumes.
Note: Somz coal ficlds and their output ware unknown,

The commodities carried by railroad indicate that railroads in North China
transported more minerals than other kinds of commodities. For example, the
Peking-Hankow Line and the Kiaochow-Chinan Line carried minerals amounting
to more than 50 per cent of the total tonnage carried by those lines. In South
China, only the Chuchow-Pinhsiang Line carried more minerals than other
kinds of commodities. This special goods (coal) amounted to about 80-99 per

cent of the total cargoes carried on that line. ' Hence, on the Changhsa-

(1) BrhE o REIT AR S BT PRk 3R, p. 102.
The total coal produced in China in 1921 was 20,507,390 tors. If the coal of
Manchuria was excluded, there was about 17,000,000 tors.

(12) ARPsEss, Vol. 11, pp. 3559-3560.
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Chuchow Section of the Canton-Hankow Line, about 60—98 per cent of its
freight transport was minerals. (%) As to the -percéntage of coal in the minerals,
an example of the Peking-Hankow Line shows that about 85 percent of the
minerals was coal.(!¥ An investigation of coal carried by railroads reveals
that about 92 per cent of coal was transported by rail in 1930—1932, %) All

figures of coal carried by different lines are shown in the table below:

Table 25. Coal Carried by Railroads, 1930—1932

in 1,000 tons

Lines Coal %
The Peking-Moukden L. 8, 004 1.6
The Peking-Hankow L. 2,475 10.1
The Kiaochow-Chinan L. 942 3.8
The Peking-Suiyuan L. . 1,246 5.1
The Taokow-Chinghwa L. 768 31
The Chengtien-Taiyuan L. 780 3.2
The Peking-Pukow L. 163 0.7
The Canton-Hankow L. (H‘upei-Hunan Sect.) 232 0.9
The Canton-Hankow L. (Canton Section) ) 15 0.1
The Lung-Hai Road 307 L2
The South Manchuria R. 7,598 30.9
The Antung-Moukden L. 365 1.5
The Chinese Eastern R. _ 824 3.3
The Haifong-Yunnaufu R. 26 0.1
Other ’Lines 824 3.4
Total 24,568 » 100.0

Sources: _|-¥gRFEKEHT, HEEE (LK, 1935, pp. 128-129.
Owing to the cheap cost of the railroads for transporting coal, Chinese

coal could be carried to some ports and exported to foreign countries. Therefore

(13) See appendix 6. )
(14) ZEMEMREE (#o, 1932) ,pp. 191-192. For 1915, the percentage is 75, and for 1923,88.

(15) The average annual production of coal from 1930 to 1932 was 26,552,517 tons.
See jitrhZ @ ARETETIL M BORLRAE, p. 102.
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the coal imported from foreign countries to China did not increase much. The

coal imported and exported is shown in Table 26.

Table 26. Coal Imported and Exported.

in 1,000 tons.
Year Import Index Export Index
1912 1,517 100.0 ' 681 100.0
1913 1,691 11.5 1,489 218.6
1914 1,601 105.5 : 2,006 294.6
1915 1,400 92.3 1,316 193.2
1916 1,422 93.7 1,315 ' 193.1
817 1,444 95.2 1,576 231.4
1918 1,075 70.9 1,708 250.1
1919 1,173 77.3 1,477 216.9
1920 1,255 82.7 1,970 289.3
1921 1,362 89. 8 1,886 276.9
1922 1,151 75.9 . 2,377 349.0
1923 * 1,366 90.0 3,109 456.5
1924 1,610 106. 1 3,202 470.2
1925 2,753 181.5 3,003 441.0
1926 2,898 191.0° 3,085 453.0
1927 2,319 152.9 4,014 589. 4

Sources: Hsiao Liang-lin, China’s Foreign Trade Statistics, 186 4-1949, pp. 43, 93.

From the table above, coal exported increased from 1912 to 1927 almost
five times. When we examine the import of native coal at each port,
recorded in the annual reports of the Fareign Trade of China, published by
the China Maritime Customs, we fin_d that in South China, in the Ch’ing Period,
there was little native coal imported. In the early Repubiican period, the na;ive
coal imported increased gradually. Some pc;orts, especially Nanking and Soochow,

decreased their native coal imports, because they could import “native coal

by way of rails instead of waterways.
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It was general that ports without rails increased their native coal imports.-

Chefoo was the notable one, so were the ports in South China. Those

ports with rails usually decreased their native coal imports, except Hankow,

whose native coal import increased because Hankow used much coal of Ping-

hsiang.

As to the native coal exported, the situation was usually the opposite.

‘Most foreign coal was imported into- the ports in Shanghai, Canton, Kow-

loon and Hankow. This case generally corresponded to the tonnages of steamers

entered and cleared

in those ports. But it was only thc case in the Yangtze

River and South China. In North China and Manchuria, only Chefoo imported

Table 27. Coal Produced in China

Year in 1,000 tons Index Number
1912 9,068 100
1913 12,880 142
1914 14,182 156
1915 13,497 149
1916 15,983 176
1017 16,982 187
1918 18,432 203
1919 20,147 2
1920 21,319 233
1921 20,507 226
1922 21,140 233
1923 24,552 271
1924 25,781 284
1925 24,255 267
1926 23,040 254
1927 24,172 267

Sources: BRI » BN SILBEE FUFLNAT > pp. 102-103.
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much more foreign coal than other ports. As to Tientsin, Dairen, foreigﬁ
coal imported was very small. After 1913, there was no foreign coal imported.
This means that railways supplied enough native coal for their consumers.

Owing to the cheap transportation cost of railroads, coal production
increased gradually. Figures of annual production is recorded in table 27.

From 1912 to 1924, coal production increased by 84 percent in thirteen
years. More than 80 percent of coal was transported by railroads. It is
easy to see that railroads had contributed greatly to coal production.
2. Social Impact

As to the social impact of the railroads, this paper confines its examin--
ation to the movement of population. Since the railroad changed the traffic
routes, new cities were built; some old cities increased their population greatly,
and some other declined in population. We may divide the cities whose
population figures are available into three groups. Their figures of population are

recorded in the following tables.

Table 28, Group 1.
in 1,000 persons. Index 1911-16=100

Cities Year | Population | 1911—1916 | 1921 1929—31 ' Index
Newchwang 2 1901 | 50 61 65 106 174
Dairen il 20 116 512 2560
Tientsin XK 1903 322 750 800 1,388 185
Kiaochow B . 34 240 400 1176

Hankow #nD 1901 850 826 1,468 1,788 216
Changhsa & 100 385 385
Nanking %21 1901 | 225 267 380 634 237
Shanghai |-# 1901 620 1,000 |1,50 | 3,156 316
Swatow 1|7 1901 | 38 66 85 181 274
Kiahsing E#® 40 102 255
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The cities listed - above increased their population enormously because of

the railway as well as their localities.

Table 29. Group 2.

in 1,000 persons.

Index 1911-16=100.

Citics

Chungking F5¥
Kiukiang SuiC
Wuhu ZERH
Chingkiang #1jT
Amoy "]

&

Chefoo 25t

Year

1931
1931
1901
' 1901
1901
1901

Population | 19111916 3 1921 1929--31 Index
300 598 497 499 83

62 36 53 80 222

102 122 126 140 115

149 184 10t 202 110

86 114 300 128 112

60 54 54 130 240

From the table above, population ,f igures of Chungking and Chefoo are

doubtful. We think it may be safer to put them into this group. In this group,

four of them had no railroads, this needs no explanation.

The othexf two had

railroads, but their localities were in the middle of waterways.

was also in the middle of the railroad.

and had a very strong competition from waterways.

Table 30. Group 3.
in 1,CCC Persons, Index 1911—16=100

Chingkiang

As to Kiukiang, its railway was short

Cities Year | Population | 1911—1916 | 1921 1929—31 Index
Soochow #fHI 1908 300 250 260 104
'Ningpo g 1901 2,552 350 270 212 61
Foochow i@ 1901 650 624 320 322 52
Canton JEH 1901 850 900 9Co 886 98
Yochow il 1901 20 20 4 ? 2

Sources for Tables 28—30.. China Maritimc Customs: Decennial Reports,
1892—1901, Appendix, 1902—I1911,p. 351, 1912—1921, p. 450,
1922—1931, see each port. sHERBRILARIRETR (A HMH
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In this group, two of the cities had no rails. Three of them had rails.
Soochow and Yochow was not in a good location. As to Canton, its population
had grown enomously before 1892. Since many new ports were opened, foreign
trade was diverted to other ports, but the population of Canton remained
the same.

From this comparison, we recognize that railways changed the traffic
routes, and so changed the city size.

As the railroad offered a faster and safer means of transporation, merchants
did their business far beyond their own native provinces. For example, among
the merchants in Honan Province along the Peking-Hankow Line, merchants
from other provinceé constituted the majority of the merchant circles in the

earlier period of the Republic of China. Table 31 will prove this statement.

Table 31. Merchant Circles along the Peking-Hankow Line in Honan

Native Provinces Percentage
Honan (ﬁ[ﬁ) 35
Shanhsi & Shenhsi (U ~ B 25
Hopei & Shantung (L ~ tED) 10
Kianghsi, Hupei & Hunan (LF ~ #idk ~ #8i#) ‘ 10
K\vantuﬁg, Kwanghsi & Chekiang. (FHD ~ J&F ~ #HT) 10
Other Provinces 10
Total © 100

Sources: HIGRAE | HHEARESHE (MSS). Vol. 11, No. 7, pp. 86—87.

Railroads stimulated migration. After some railroads had been constructed,
local authorities made request to the Central Government, especially the '
Ministry of Communications, to give migrant laborers free pass or reduced
rates. For example, in 1909, the Viceroy of Manchuria, and in 1913, fhe
Governor of Shantung, made such requests. The Ministfy of Communi-~

cations agreed to reduce by half the rates of the third class for the migrant
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laborers. In 1914, the Governor of Hei-lung-kiang made another application
for free passes for flood refugees migrating to Manchuria. The Ministry of
Communications again reduced the rates of the third class by five sixth. (8
When the Peking-Suiyuan Railroad was settled, special rates was arranged for
laborers migrating to North-west China. Other rails such as the Kiaochow-
Chinan Line, the Peking-Pukow Line, etc. made special reduced rates for
migrating laborers. !7

Railroads contributed greatly to the migration of people, especially in

Manchuria. The growth of population in Manchuria is shown in Table 32.

Table 32..
Year Population (in 1, 000) ' Index Yearly i.fx\cvrzraas%e(in 1,000)
1864 3,189 100
1884 4,737 148 + 1.4
1895 ‘ 3,025 95 — 1713
1898 5,413 170 +  800.0
1907 ' 14,457 453 + 1,004.9
1915 20,110 631 + 706.6
1924 25,706 806 + 621.8
. 1930 . 29,951 939 +  707.5

Sources: #AFE 1 “1920—3CERMESEBR” » -PRPIRBMRIIFILHHET Vol. 2 (1971), p.
328,

Most of the people moving into Manchuria were rhigrants from China
proper. (18) The peak was around the years from 1898 to 1907. ~ The Peking-
Moukden Line reached Sanhaikuan in 1894, Hsing-min in 1903, Huang-ku-ten
in 1907 (bought from Japan), and Moukden in 1912. It is apparent that the

increase of migration had a close relationship with the railroad. Besides, the

(16) ZSBREBE, Vol. 3, pp. 1761-1770.
(17) Ibid. Vol. 3, pp. 1771-1772. )
(18) China Maritime. Customs: Decennial Reports, 1922-1931 (Shanghai, 1933), p. 304.

It was estimated at about 500,000 a year,
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completion of the Kiaochow-Chinan Railroad in 1904 aiso contributed much
because many natives of Shantung Province first took the train to Kiaochow,
and then took steamships or junks to Dairen, where the Chinese Eastern
Railroad and South Manchuria Railroad had been finished by 1903. No wonder
that most of the migranis to Manchuria were natives of Shaﬁtung and Hopei,
and that most of the migrants spread along the rialroads in Manchuria,

There was another special phenomenon among migrants to Manchuria. Most
of these laborers, upon arrival, did not plan to settle down in Manchuria for
a long time. An investigation published in 1917 revealed that only about .one
-eighth of the migrants had planned to settle down in Manchuria. Most of them
planned to stay there only for a few years, (19 They hoped to go back to
their natiye places for New Year festivals. Table 33 shows the movement of

the people in and out of Manchuria.

Table 33. Movement of Population

Year 1. Moving in 2. Moving out | Stay 2/1

1921 208,940 109, 780 99,160 ; 47.5
1922 350, 000 (17%,000) (175,€CC0) 0.0
1923 341,368 240,565 100,803 70.5
1924 384,730 200, 046 184, 684 52.0
1925 472,978 237,746 235,232 50.3
1926 566,725 323,694 243,031 57.1
1927 1,050,828 341,599 709,229 2.5

Sources: firh ! “1920-3C4ERIGHSEBR” » hRFIFBLLAPIZEHTET » Vol.2 (1971), p. 330,

About 50 per cent of the migrants moved out every year, because half
of the migrants went back home in the winter and returned to Manchuria in
the spring. In the winter, waterway transportation was not available; the

railroad offered the only traffic service for the people.

19)  THWSEETRETR | MRS AR OB TR (BRADSAE » Jl) | Pp-26-28.
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In time of emergency or disaster, the train with high speed providedv
prompt delivery of food for the unfortunate, or moving ‘them to another
places; they were offered free passes or half-price of the third class ticket.
For example, in 1920 and 1921, the Peking-Moukden Line gave free passes to
more than 25,000 Chinese refugees returning home from Kyakhta (45 7aE)
and Urga (EE{R). ¢ In 1920 and 1921, because of the flood in Nortﬁ China,
the railroads transported 392,165 tons of food and hence lost Ch$ 8,686,500

of its revenue. (21

VI. Conclusion

China did have a number of efficient railroads and enjoyed their prompt
transportation, as discussed in the foregoing sections. However, the result was
far from being satisfactory. The total kilometers of railroads in China in
1927 was about 13,900. The table below shows that China was backward
in railroads in comparison with other nations.

The passenger-kms of some of the railroads in China in 1924 amounted

Table 34. Railroads in 1929

Countries | Lenath of Railroads | - Kms per 1000 | Km per 16,000
England 39,291 126.0 8.1
Germany 58,619 125.0 ’ 9.3
France 53,561 97.0 12.0
Ttaly 21,000 68.0 5.1
U. S. A. 402,859 ' 43.0 33.9
Japan* 25,324 37.0 2.9 .
Russia ' 77,035 4.0 5.4
China 15,232 1.4 0.3

Note. *Japan’s railroads includes those in Korea ahtl Taiwan at that time.

Sources: FHh# : YTfAr-hENHHEER, pp. 31-32 BiEEal ¢ SN (L¥91933) , pp. 89

(20) ASEHEHEG, Vol 3,pp. 1827-28.
(21) Ibid., Vol. 3, pp. 2240-224l.
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to 3,582 million. If the population of China at that time was about 400
million, each person could have enjoyed about ten kilometers of railroad trip
in 1924, The ton-kms of freight traffic of 1924 was 4,572 millions. Each
person could have sent about 15 tons of cargo for one kilometer, or one ton
of cargo for 15 kilometers. The figures are much lower than those for Taiwan
today. In 1980 in Taiwan, the average ton-kms of transport was 144 for
railroad and 417 for automobiles per capita, and the average passenger-kms

was 440 for rails and 1,507 for automobles. Private cars were not included. (22)

We may make a rough estimate of the contribution of the railrads in China
to the transportation of goods. In Manchuria, it would be the highest. Beans
for example, carried by the railroads in Manchuria increased gradually. After
1920, there was about 80 percent increase or more of soy beans was transported by
train. (3> In North China, cargoes carried to Tientsin by the rails also increased
gradually except after the year 1925. Table 35 shows the percentage of freight
carried to Tientsin by different routes:

The highest ‘was 74 percent in 1924, This was the contribution of the
railroads in North China.

The four big steam companies (The China Merchant’s Steam Navigation
Co., the China Navigation Co. of the Butterfield and Swire, the Indo-China
Steam Navagation Co. of the Jardine, Matheson & Co., and Nishin Kisen
Kaisha of Japan) transported 1,340,216 tons of cargo in 1927, and 1,615,269
tons in 1928, by the Yangtze River. (29 If we estimate it in toﬁ—kms, it would
be about 1,500 million. %) If freight carried by other means was the same,
it would be 3,000 million ton-kms, which equals a half of the ton-kms

carried by the rails. If all the inland trade of cargoes carried by other means

(22> WMER: PERBEWES 1981 (ks 1982) , pp. 459,461,

23) TER . wikMHTEES > 1907—1931 (ZjL» 1981) , pp. 170, 112-113,

Q4 Bh7F > FEIENEEEHALEE, p. 250. EIRRER ~ KHEA ~ GRS » BIEAT o

(25) The Length of the Yangtze River is 2,200 kms from Wu-Sung-Kow to Chungking.
Supposed the average mileage of the cargoes was 1,000 kms., the ton kms would be
1,500 million,
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Table 35. ‘Percentage of Cargoes Carried into Tientsin by Rails,

Boats and Other Mediums

Year By Rails By Boats By Other Mediums
1912 _ 53 ' 44 3
1913 55 24 3
1914 55 a1 4
1915 56 / 39 5
1916 60 36 4
1917 68 28 4
1918 65 ' 33 2
1919 64 : 3 3
1920 71 25 4
1921 71.5 25.5 4
1922 74 : 23 \ 3
1923 74 23 3
1924 74 B 3
1925 66 : 31 3
1926 43 54 3
1927 50 46 4

Sources: China Maritime Customs: Decennial Reports, 1912-1921, p. 160, 1922-31,p.377.

than railroads were put together, it would be equal to or hore than that of
the total freight carried by the train. At least, we may assume that the amount
of cargoes transported by rails might be the same as that by other means.
This result was not satisfactory veither. In 1890 in France, the quantity of freight
carried by the rails was four times larger than that by waterways, It was five

times larger in Germany ih 1890, and three times larger in Russia in 1913, 2%

(26) ZHE : SRR BTSSR SH TR P » UBUREAF » £2W— (Dec. 1951), p.22.
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The basic causes for this unsatisfactory result of the railroads in China
were the lack of enough facilities, the unsoundness of the management, as

well as the nonexistence of the socio-economic prerequisities. (27

Appendix 1. Cars and Locomotives of the Railroads, 1912-1927
Index 1915=100

Locomotives Passenger Cars Freight Cars
Year Number Index Number Index Number » lndex
1912 600 95 1,067 83 8,335 78
1915 629 100 1,280 100 10,625 | 100
1916 638 101 1,332 104 10,594 99
1917 648 103 1,315 103 10, 659 100
1918 653 104 1,231 9% 10,772 101
1919 707 112 1,323 103 11,273 106
1920 789 125 1,379 108 12,192 114
1921 884 141 1,345 105 13,206 124
1922 992 158 1,395 109 14,471 136
1923 1,130 180 1,698 133 16,768 157
1924 1,146 182 1,789 140 16,831 158
1925 1,131 180 1,803 141 16,718 157
1926 831 132 1,402 110 11,617 109
1927 807 128 1,355 106 11,664 110

Sources: Frb4* » FPEINTIRISW ST ZONRET (Shanghai, 1955),p. 194,

Q7 ZERBMRBEE, Vol. 1,pp.16-17.
Twenty-two factors were mentioned for the failure of the railroads. Among them,

eight factors belong to the facilities of the railroad, seven belong to the administration
and management of the railroad authorities, and seven to the sorio-economic situations.
R TR R R+ 1905-1937, pp. 32-70, mentions six factors for the
failure of the Peking-Hankow Line.
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Appendix 2. Numbers of Locomotive Engines Drawing P,bwer,Passenger
Seats, and Freight Capacity of the Railroads in China, 1912-1927

Drawing Power Passenger Seats Freight Capacity

Year Tons Index in 1,000 Index in 1,000 tons Index
1912 ? ? 45 74 183 75
1915 3,619 100 61 100 243 100

1916 5,719 102 62 102 241 99
1917 5,958 106 60 99 242 100
1918 6,030 107 62 102 243 100
1919 6,739 120 63 111 265 109
1920 7,917 141 70 114 301 124
1921 9,204 164 74 120 341 140
1922 10,796 192 78 128 . 393 162

1923 11.96! 213 9% 154 451 186 |
1924 12,156 216 99 163 453 - 186
1925 11,966 213 101 165 452 186
1926 8,416 150 81 133 310 128
1927 8,203- | 148 78 128 . 304 125

Sources: Firp7s + dHERITIOALEE SO HERT BT SR, p. 196
" Appendix 3. Passenger Traffic of the Railroads, 1922-1924
The Peking-Moukden Line

Ist class | 2ndclass | 3rdclass | 4thclass | Total Average | P-kms | -
Year Passengers| Index “t Index

Index| % | Index| % [Index | % |Index | % { in 1,000 perkm | in M.
1915 100 2| 100 2| 100 |96 1,980 100 2,004 217 100
1916 176 | 2| 182 2| 175196 3,495 177 3,538 516 |+ 238
1917 230 2 239 3| 18895 ] 3, 788 191 3,835 579 267
1918 212 2| 257 3| 17795 3,397 172 3,440 614 283
1919 200 2| 219 ‘ 3| 17495 3,503 177 3,546 596 275
1920 243 2| 254 2| 244 |96 4,854 245 4,913 856 394
1921 219 | 2 251 3| 225195 4,497 227 4,551 822 379
1922 214 2| 191 2| 176 |9l 100! 5 3,723 188 3,971 826 381
1923 | 248 2| 226| 3| 183 |88 | 132 7| 3,93 | o0 | 400 | 509 | 235
1924 201 | 2§ 184 | 2 167 |78 784 5 3,504 170 3,546 650 304

Sources: 35S HEEN :v vol.7, p.481. Length of the Line: 988 kms.
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The Peking-Hankow Line

1st class | 2ndclass | 3rd class | 4th class Total Average | P-kms
Year Passengers| Index Index
Index | % Index’ % Index’ % IndexJ % | in 1,000 per km | in M.
1912 101 135 2 97 | 98 2,188 80 1,804
1913 | 126 1577 2] 98|98 2,671 98 2,202
1914 | 130 ‘147 24 101 |98 2,766 102 2,281
1915 | 100 100 1} 100 |99 2,729 100 2,249 154 100
1916 | 106 1200 1| 11499 3,116 114 2,269 350 227
1917 | 107 128 1| 12499 3,383 124 2,789 352 229
1918 | 120 189 1| 13199 3,599 132 2,967 421 273
1919 172 2581 2 146 | 98 4,023 147 3,317 480 312
1920 77 1651 1| 137199 3,721 136 3,067 626 406
1921 53 1151 1] 121 | 99 3,300 121 2,721 527 , 342
1922 46 8| 1] 12999 3,525 129 2,906 490 318
1923 43 9% | 1| 15199 4,106 150 3,385 515 33-'4 .
1924 35 76| 1| 154 |99 . 4,173 153 3,440 560 364
Sources: Same as above, vol.8, pp.1346-47. Length of the Line: 1,213 kms
The Chuchow-Pinhsiang Line
Ist class | 2nd class | 3rd class | 4th class Total Average | P-kms
Year Index | % lndexl % IIndex! % [ndexl % Pi:;ss?flggés Index perkm | in M. ndex
1912 18 12 1 67 | 99 250 72 2,534
1913 101 81| 1) 105] 9 363 104 3,663
1514 —_ — 97 | 100 332 96 3,351
1915 100 100 | 2| 100 | 9¢ 347 100 3,505
1916 64 106 | 1| 108 9% 373 107 3,772
1917 89 88| 1 93 9 332 93 | 3,257
1918 - 1 38 | 10C 129 37 1,300
1919 3 — 97 | 100 332 96 3,349
1920 —_ — 84 | 100 289 83 2,901
1921 | — — 65 | 100 24 | 64 2,265
Sources: Same as above, vol. 11,p. 3598, Length of the Line: 99 kms

— 342 —



The Effect of R ilroad Transportation in China

The Kiaochow—Cl.linan Line

Ist class | 2ndclass | 3rdclass | 4thclass | Total Averago | P-kms
Year - - Passengers| Index ) Index
index | 9% [Index | % iIndex| % |Index| % | in 1,000 perkm | in M.
1915 100 100 2 100 9& 100 1,118 100 2,837
1916 | 237 2191 3| 164 | 97 340 1,667 148 4,231
1917 306 226 1 2 171 | 9¢1,586 2,065 185 5,243
i9]8 301 2021 21 191 9¢ 391 2,160 192 . 5,472
1919 330 2291 2 223 | 9y 709 2,545 227 6, 460
1920 398 277 2| 264 | 9t 180 2,945 263 7,475
1921 459 3321 2| 310 9¢ 109 ' 3,451 303 8,759
1922 '
1923 | 361 332 2] 326| 9 3,617 356 9,179
1924 | 399 2,990 | 23,597 | 9t 39,662 | 3,900 | 100,667

Sources: Same as above,

vol. 13, p. 526l.

. Length of the Line: 394 kms

The Taokow-Chinghwa Line

Ist class | 2nd class'| 3rd class | 4th class Total Average | P<kms

Year Passengers| Index Index
{ndex | % [ndexl % [ndex‘ % |Index | % | in 1,000 per km | in M.

1912 74 1l 154 111 | o¢ 246 111 1,647

1913 85 1| 140 100 | 98 221 100 1,474

1914 70 1} 128 96 | 9E 212 96 1,411

1915 | 100 1| 100 100 | 98 221 100 1,475

1916 90 11 86 103 | 98 229 103 1,524

1917 78 77 93| 98 216 .- 98 1,443

1918 87 11 103 111 | 98 246 111 1,637

1919 9 —| 95 131 ] 99 288 130 1,917 .

1920 | 78| —| 102 143 | 9 315 | 142 | 2,101

1921 79| —| 100 1331 99 294 133 1,963

1922 84 I 71| — 140| 99 308 139 2,055

1923 83 1 8| —| 170! 99 374 169 2,494

1924 64 11 62 —| 203] 95 445 201 2,965

Sources; Same as above, vol.13, pp.4942-43,

Length of the Line: 150 kms.
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The Chengtien-Taiyuan Line

vear !lst class | 2nd class | 3rd class | 4th class Pag:rfgérs Index Average | P-kms Index
,:nde‘(’ % I{ldexl % [ndexl % |Index | % | in 1,000 : per km | in M,
1912 76 831 1| 108] 98 264 108 1,088
1913 94 90| 2| 105| 98 258 104 1,063
1914 111 9% | 2| 106 | 98 263 106 1,083
1915 100 100 2| 100 98 249 100 1,021
1916 84 114 | 2 97.| .98 239 97 985
1917 105 121 2 110 | 98 273 111 1,123
1918 119 140 { 2| 412 ] 98 279 113 1,147
1919 157 160 2| 127 98 315 128 1,298
1920 133 22| 3| 145 362 147 1,489
1921 134 234 3 141 97 352 143 1,450
1922 129 261 | 31 1461 97 267 149 1,509
1923 | 202 2741 3| 167 97 416 170 1,714
1924 | 219 238 2| 204 98 507 206 2,085

Sources: Same as above, vol.12, p. 161-62.

Length of the Line: 243 kms.

The Peking-Suiyuan Line

Year Ist class | 2nd class | 3rd class | 4thclass Pag:;2£rs Index | Average | P-kms Index
Index| % Indexl % Indexl % [ndexl % | in 1,000 per km | in M.
79’13 814 1 68| 2 67| 97 489 67 1,405 — —_
1913 1281 1 1| 2 99 | 97 730 - 99 2,099 — —
1914 107 1 . 99 2 105| 97 769 105 1,900 — —
1915 100 1 ;-100| 2| 100 97 733 100 1,809 28 100
1916 1241 1 97 | 2 112} 97 820 112 1,774 56 200
1917 140 | 1 99| 2| 128 97 933 127 2,020 59 211
1918 | 124 | 1| 126 2| 118 | 97 869 119 1,882 58 207
1919 2251 1 159 2] 159 97 1,169 159 2,381 79 282
1920 188 | 1| 124 2| 142 97 1,040 142 2,117 85 304
921 | 185 1| s2| 2| 144| o 1,046 | 143 | 1,875 | 96 | 343
1922 161 | 1 65| 1| 149 | 98 1,078 147 1,932 88 314 ‘
1923 202 | 1 68 11 176 | 98 1,274 174 2,283 105 375
1924 145§ 1 571 1| 194 | 99 1,39% 190 2,502 114 407‘
Sources: Same as above, vol.9, Pp. 2042-43. .
Length of the Line: 1912-1913: 348 kms. 1914-1915: 405 tzz 1916-1918: 462 kms,
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The Shanghai-Nanking Line

Year 3 Ist class | 2nd class | 3rd class | 4th class Pas'l;grz?;lers Index Average | P-kms ‘ ndex
|Index| % |index | % |Index| % |Index | % | in 1,000 per km | in M.

1912 119 1 99| 2 91| 85 68| 12| 4,774 88 14, 600 |
1913 82| 1 88 2 100 | 84 82| 13 5,252 96 16, 062

1914 94| 1 87] 3| 100 82 92| 14 5,353 99 16, 369

1015 | 100( 1| 100| 3| 100/ 81| 100| 15 5,416 100 | 16,561
1916 108 | 1 115} 3| 104 80 110| 16| 5,706 105 17,448

1917 114 | 1 127 | 3| 108 | 70 133 | 18 6,124 113 18,730

1918 1121 1 144 3| 113| 78 135| 18, 6,377 119 19, 500

1919 119 | 1| 166 | 4| 126 | 78 144 18 7,087 131. 21,672

1920 130 1| 214 3} 142 78 172| 18] 8,051 150 24,521

1921 142 1| 214 | 4| 147 75 203 2¢; 8,580 159 26,238

1922 | 165} 1| 308 | 41 177 76/ 234 19| 10,270 190 33,408

1923 176 | 1] 204 | 4| 185| 75 269 20/ 10,838 201 33,143

1924 | 118 | 1| 257 4 162| 76/ 219 19| 9,334 173 28,667

Sources: Same as above,

vol. 11, pp.3336-37.

Length of the Line: 327 kms.

The Changchow-Amoy Line

Ist class | 2nd class | 3rd class | 4th class Total Average | P-kms

Year Passengers| Index Index
Index | % |Index | % [ndexl % |Index | % |in 1,000 per km | in M.

1912 — — 73| 100 139 74 4,953

1913 —_— — 102| 100 193 102 6,893

1914 - — 96; 100 181 96 6,477

1915 100 100 100{ 100 189 100 6,761

1916 | 316 4,338 1 108! 99 207 109 7,382

1917 | 627 5,896 1 106 95 202 106 7,225

1918 | 331 5,699 1 76| 99 145 76 5,186

1919 —_ — 28} 100 53 28 1,904

1920 — — 10/ 100 20 10 717.

1921 159 3,077, 1 88 100 169 90 6,038

Sources; Same as above,

vol. 13, p.5614.

Length of the Line: 28 kms.
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The Peking-Pukow Line

Ist class | 2nd class | 3rd class | 4thclass Total Average | P-kms
Year Passengers! Index Index
Index | 2 |index | % |Index | % |Index | % | in 1,000 par km | in M,
1912 65 — 133 1 118 | 98 1,l709 51 1,014
1913 120 —| 149 1| 156] 99 2,278 68 2,141
1914 184 | —| 175 1| 202 [ 9¢ 2,930 87 2,753
1915 100 —| 100 1 100} 6C| 100 | 3€ 3,156 100 3,156 143 100
1916 98 —| 104 1] 121 | 61} 106 32} 2,650 84 2,650 329 230
1917 99| — 99| 1 134} 7 71| 22| 2,690 80 2,529 338 236
1918 189 1, 169 1| 158 9C 6 22,51 75 2,360 389 272
1919 180 1§ 2131 14 166 91 5 2l 2,618 78 2,461 417 292
1920 150 —| 215} 1| 186 8€ 8 2t 3,083 92 2,868 513 359
1921 150 — 108 1| 165] 9z 8 32,574 77 2,420 466 326
1922 | 260 13371 21 195) 90 15 4 3,091 92 2,905 430 336
1923 | 227 | —| 361 | 2| 215 90| 26 5 3,99 119 3,756 635 444
1924 167 _i 281 1| 219 76/ 16 3 4,105 122 3,858 959 671
Sources: Same as above, v>l.10, p.2813. Length of the Line: 1,064 kms.
The Canton-Kowloon Line
’ Ist class | 2nd class | 3rd class | 4th class Total Avgrag§ P-kms
Year 2assengers| Indzx Ind:>x
[ndex’ % ilndex | % |Index | % [ndex( % | in 1,000 pzr km | in M.
1912 21 — 34| 2 9¢ 1,680 75 11,503
1913 43| — 51| 2 9¢ 1,84 | 81 12,493
1914 | 49| —| 65| 2 9; 1,796 80 12,299
1915 100 .1f 100 3 9 2,247 100 15,389 53 100
1916 61 1 74 2 97 2,114 94 14,477 98 185
1917 97 o103 3 96 2,051 91 14,050 103 194
1918 94 11 91} 3 96 1,793 80 12,279 98 185
1919 122 1] 106 4 9z 1,858 83 12,724 108 204
1920 118 1] 107 | 4 95 1,869 83 12,802 108 204
1921 153 1] 151} 5 94 2,212 - 99 15,153 133 251
Sources: Same as abave, vol.12, pp.4669-70, . Length of the Line: 146 kms,

— 346 -



The Effect of Railroad Transportation in China

The Shanghai-Hangchow-Ningpo Line

Ist class | 2nd class | 3rd class | 4th class Total ' Average | P-kms

Year Passengers Index . Index
Index‘ 9% |Index| % |Index | % |Index| % | in 1,000 per km | in M.

1914 52 -39 47| 62| 88 35 1,83 56 6,759

100} 74 100 | 22} 3,369 100 12,034
138 84 60| 11} 4,113 122 14, 689
157 | 84 67| 11 4,667 139 16, 666
171 | 84 73| 11} 5,067 i51 18,096
84 78| 11l 5,423 161 19, 368
190 | 8| 87| 11} 5,709 170 20,390
175 8% 77| 1ij 5,167 153 18,454
195 | 81} 117 | 14 6,002 178 21,435
200 | 81| 119 15 6,115 130 21,839
181 | 83 88| 13 5,393 160 19,259

1915 | 100 100
1916 | 104 163
1917 | 111 182
1918 | 132 189
1919 | 155 206
1920 | 196 238
1921 | 193 164
1922 | 219 203
1923 | 230 180
1924 | 170 v

H D U B N W
o
co
w

Sources: Same as above, vol.1l, pp.3933-34. Length of the Line: 280 kms.

The Nanchang-Kiukiang Line

Ist class | 2ndclass | 3rd class | 4th class Total Average | P-kms ‘
Year Passengers| Index Index
index | % {Index | % |Index| % {index | % | in 1,000 per km | in M.
1916 | 100 100 1} 100| 9% 192 100 1,502
1917 | 328 360 | 2| 148 | 98 280 146 2,189
1918 336 427} 21 137 98 259 135 2,026
1919 636 | . 569 3| 165 9 313 163 2,449
1920 | 502 saa| 2| 165 9 315 164 | 2,458
1921 539 574 3| 161} 97 4 307 159 2,393
1922 ‘ 486 | 523 2| 181 | 9 342 178 2,675
1923 | 365 463 | 21 154| 9§ 291 151 2,276
1924 272 4181 2| 172 9¢ 325 169 2,542

Sources: Same as above, vol.16, p.849. Length of the Line: 128 kms.
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The Canton-Hankow Line (Hupei-Hunan Section)

Ist class | 2nd class | 3rd class ' 4thclass | Total Ave'rage P-kms

Year - Passengers| Index Index
Index | % [ndcx] % Index, % ‘Index % | in 1,000: per km | in M.

1913 2] - 29 1 36| 99 58 36 1, 100

1914 106 | — 112 1] 130 9 209 130 3,934

1915 100 | —| 100 2y 100 | 9¢ 160 100 3,027

1916 8| —| 133 2 110 98 177 110 3,336

1917 | 98| 1] 107] 3 65| 9% 105 | 65 1,977

1918 —] = = — .18 100 27 17 515

w9 | 3 - —| - 6100 97 | 6 | 1,626

1920 —| — =1 —| 65]100 102 63 1,917

1921 135 Il 16 —| 2311 9 365 228 897

1922 } 249 ) —| 25| —| 266 79 100] 21 533 333 1,285

1923 1431 — 247 —| 233! 63| 189 37 580 363 1,398

1924 49| — 9| — 293 59 285| 41 781 488 1,883

Sources: Same as above, vol.14, p.378.

“The Pien-Loyang Line

Length of the Line: 53 kms.
. 1921-1924: 415 kms.

The Chilin-Changchun Line

Yecar ’I‘otailn P la,ssengcrs Average per km Totailn P ia,s(s)gggcrs Average per km
1915 521 2,829 134 1,046
1916 564 3,063 269 2,102
1917 559 3,037 287 2,244
1918 593 3,221 383 2,996
1919 768 4,173 384 2,997
1920 889 4,829 479 3,742
1921 890 4,839 431 3,364
1922 917 4,984 505 3,942
1923 959 5,211 988 7,720
1924 1,205 6,549 745 5,824

Sources: Same as above, vol.1l,pp.3933-34; vol.12, p.4489.
184. kms; of the C-C Line: 128 kms.

Length of the P-L Line :
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Appendix 4. Business Revenue of the Railroads, 1912-1924

The Peking-Moukden Line inChs
Year | Passenger Receipts .| Av. per km Freight Receipts Av. per km FR/PR' 100
1915 - 2,715,542 : 2,749 4,299,751 4,352 158
1916 6,215,460 6,219 7,670,444 7,764 123
1917 6,816, 388 6,899 9,299,285 9,412 k 136
1918 8, 368,845 ‘8,470 11,463,678 11,603 ‘ 137
1919 7,991,928 8,089 10,338,495 10, 464 129
1920 10, 198, 928 10,323 11,644, 586 11,786 114
1921 9,511,416 9,627 14,729,269 14,908 155
1922 8,427,956 8,530 10, 424,043 10, 551 124
1923 A 6. 330, 961 6,610 . 10,619,172 10,748 163
1924 7,231,871 7,320 . 8,648,584 8,754 120

Sources: ASESSREGR, vol.7, p.523.

The Peking-Hankow Line in Ch s
Yecar PaSsenger Receipts Av. per km Freigth Receipts Av. per km | FR/PR 100
1912 3,453,431 2,847 " 10,042,634 7,666 269
1913 4,183,438 - 3,449 11,909,073 9,091 264
1914 4,478,787 3,692 10,290, 620 7,855 213
1915 4,336,331 3,575 12,390,740 9,459 266
1916 6,075,707 5,009 14,170,818 10,817 216
1917 5,487,035 4,524 13,032, 464 9,948 220
1918 6,983,708 5757 | 16,651,130 12,710 21
1919 7,661,217 6,316 18,434,793 14,072 223
1920 7,663,439 6,318 17,580,020 13,649 216
1921 6,162,255 : 5,080 - 17,893,852 13,659 290
1922 5,902,625 4,866 16,647,240 12,708 282
1923 6,703, 387 5,548 22,333,301 17,048 599
1924 '7.272,930 5,996 19,266,262 14,707 265

Sources: Same as above, vol.8, pp.1444-1445.
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The Chuchow-Pinghsiang Line in Chs
Yecar | Passenger Receipts Av. . per km Freight Receipts Av. per km | FR/PR 100
1912 77,421 782 152,606 1,541 197
1913 113,212 1,144 399, 654 4,037 353
1914 110,761 1,119 350,158 3,537 316
1915 114, 325 1,155 558,224 5,639 488
1916 115,088 1,163 607,697 6,138 528
1917 97,537 985 504,366 5,095 517
1918 88,246 : 891 387,055 3,910 439
1919 124, 365 1,256 551,422 5,570 443
1920 119,583 1,208 453,252 4,578 380
Sources: Same as above, vol.1l, pp.3646-47.
The Kiaochow-Chinan Line in Ch $§
Year | Passenger Receipts | Av. per km Freight Receipts Av. per km | FR/PR 100

1912 970, 247 2,463 3,229,969 7,460 303
1913 951,849 2,416 3,123,324 7,213 299
1914 — — — - —
1915 852, 546 2,164 3,028,594 6,994 323
1916 1,299,513 3,298 3,490,578 8,061 244
1917 1,464,174 3,716 3,765,195 8,69 234
1918 - 1,497,776 3,801 4,073,123 9,324 245
1919 1,760, 547 4,463 5,004,994 11,559 259
1920 2,028,090 5,147 5,370,754 12,404 241

1921 2,205,613 5,598 5,974,951 13,759 246 -
1922 — — — — —
1923 2,338, 180 5,934 6,207,571 14,336 265
1924 2,568,621 6,519 7,081, 894 16, 355 276

Sources: Same as above, vol.13, pp.5281-82.
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The Peking-Suiyuan Line in Ch$
Year Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1912 534,277 1,535 1,970,333 5,662 369
1913 818,545 2,352 2,208,036 6,345 270
1914 866, 655 2,140 2,412,412 5,957 278
1915 819,931 2,025 2,505,921 6, 187 306
1916 953,328 2,063 2,644, 126 5,723 27
1917 937,796 2,030 2,504, 641 5,421 267
1918 .925, 439 2,003 3,128,177 6,771 338
i919 1,212,782 2,470 3,290,054 >6,701 271
1920 1,244,534 2,535 4,017,089 8,181. 323
1921 1,203,887 2,157 3,750,769 6,722 312
1922 . 1,267,701 2,272 4,928,695. 8,851 390
1923 1,581,884 2,835 6,229,132 11,163 394
1924 1,782,310 3,194 5,561,292 9,964 312
Sources: Same as above, vol.9, pp.2103-06.

The Taokow-Chinghwa Line in Ch &
Year Passengef Receipts Av. per km Freight Receipts Abv. per km |FR/RP 1C0 -
1915 108, 386 723 509, 500 . 2,397 470
1916 127,058 847 689,996 4,600 543
1917 130,069 867 . 782,529 5,217 602
1918 140, 005 933 765,907 5,106 547
1919 172,469 1,150 754,528 - 5,030 437.
1920 186,914 1,246 756,741 5,045 405
1921 ‘182,885 1,219 834,989 5,567 457
1922 181,285 1,209 913,180 6,088 504
1923 éOS, 417 1,389 1,042,939 6,953 500
1924 234, b42 1,560 1,058,257 7,055 452

Sources: Same as above, vol.13, pp.4963-64. ‘
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The Shanghai-Nanking Line in Ch $
Year Passenger Receipts Av. per km Freight Receipts Av. per km |FR/RP 100
1912 2,249, 045 6,878 387,758 1,186 17.2
1913 - 2,521,891 7,712 528,737 1,617 21.0
1914 2,502,575 7,653 537,217 1,643 21.5
1915 2,507,000 7,667 879,046 2,688 35.1
1916 2,739,498 8,378 1,011,810 3,094 36.9
1917 2,923,234 8,940 1,177,867 3,602 40.3
1918 2,102,254 6,429 1,665,037 5,092 79.2
1919 2,523,701 7,718 2,023,592 6; 188 80.2
1920 4,027,147 12,315 2,012,100 6,153 50.0
1921 4,670,721 14,284 2,123,787 6,495 45.5
1922 5,169,873 15,810 2,251,674 6,886 43.6
1923 5,713,317 17,472 2,653,885 8,116 46. 5
1924 6,120,098 18,716 2,446,484 7,482 40.0

Sources: Same as above, vol. 11, pp.3363-64.

The Chengtien-Taiyuan Line in Ch $
Year Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1912 508,134 2,091 1,963,122 8,079 386
1913 430,148 1,770 1,662,327 6,841 386
1914 427,535 1,759 1,603,950 - 6,601 375
1915 435,170 1,791 1,468,752 6,044 337
1916 448, 551 1,846 1,503,713 6,188 335
1917 478,908 1;971 1,802,790 7,419 376
1918 518,561 2,134 2,375,419 9,775 458
1919 567,377 2,335 2,469,434 10, 162 435
1920 640, 520 2,636 2,856,086 11,753 446
1921 610, 171 2,511 2,329,349 9,586 328
1922 593, 660 2,443 2,603, 405 10,714 439
1923 656, 190 2,700 3,633,729 14,954 554
1924 739,930 3,045 3,231,972 13,300 437

Sources: Same as above, vol.12, p.4181.
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The Pien-Loyang Line in Ch g
Year Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1915 276,054 - 1,500 291,874 1,586 106
1916 632, 465 3,437 590,983 3,212 93
1917 590, 549 3,210 724,519 3,938 123
1918 646,219 3,512 545, 501 : 2,965 84
1519 754,022 4,098 787,253 4,279 104
1920 875,575 4,759 592,387 4,306 9%
1921 909,040 " 4,940 1,043,822 5,673 115
1922 1,125,618 6,117 1,105,721 6,009 98
1923 1,004, 187 5,458 1,249,651 6,791 124
1924 1,196, 667 6, 504 1,178,806 6,407 98

Sources: Same as above, vol.14, pp.716-17.

The Shanghai-Hangchow-Ningpo Line in Ch §
Year Passenger Receipts Av. per.-km Freight Receipts Av. per km |FR/RP 100
1914 . 823,693 2,942 368,113 1,315 4.7
1915 - 1, 330,839 4,753 562, 549 2,009 4.3
1916 1,331,976 4,757 447,109 1,597 33.6
1917 1,593,228 5,690 554,088 1,979 34.8
1918 1,684,442 6,016 685,750 2,449 40.7
1919 1,873,519 6,477 747,992 2,671 41.2
1920 . 2,062,534 7,366 860, 309 3,073 41.7
1921 2,356,557 8,416 874,887 3,124 37.1
1922 2,606,993 9,311 1,030, 149 3,679 39.5
1923 2,980,518 10, 645 1,295,428 4,627 43.5:
1924 ’ 3,050, 689 10,895 1,133,112 4,047 37.1

Sources: Same as above, vol.11, pp.3949-50.
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The Changchow-Amoy Line in Ch 8
Year | Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1912 25,012 893 694 25 2.8
1913 36,416 1,301 938 34 2.6
1914 34,209 1,222 1,077 38 3.1
1915 36,361 1,299 1,417 51 3.9
1916 42,636 1,523 1,534 55 3.6
1917 47,758 1,706 1,661 59 3.5
1918 32,572 1, 163' 1,820 65 5.6
1919 25,879 924 1,101 39 4.2
1920 10,724 383 1,302 47 12.3 .
1921 39,378 1,406 2,624 98 6.9
Sources: Same as above, vol.13, pp.5633-34.
The Peking-Pukow Line in Ch §
Year Passenger Receipts Av. per km Freight Receiptsr Av. per km | FR/RP 100
1912 2,059,951 1,936 1,695,037 1,549 82.3
1913 3,372,356 3,170 2,963,499 2,708 87,9
1914 3,737,431 3,513 3,487,859 3,188 85.3
1915 1,821,963 1,712 2,067,703 1,890 114
1916 4,273,746 4,017 4,991,097 4,562 117
1917 4,693,041 4,411 5,001,267 4,572 101
1918 5,561, 368 5,227 5,948,227 5,437 107
1919 6,157,066 5,787 6,554,058 5,99F 106
1920 6, 585, 862 6,190 7,895, 581 7,217 120
1921 6,145,522 5,776 9,236,104 8,443 150
1922 6,356,415 5,974 8, 396, 560 7,675 132
1923 8,177,546 7,686 9,219,553 8,427 113
1924 8,611,376 8,093 8,785,969 - 8,031 102 ¢

Sources: Same as above, vol.10, pp.2905-2906.
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The Canton-Kowloon Line ’ in Chs

Year Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1912 500,213 3,426 51,114 350 10,2
1913 660,242 4,522 56,255 385 8.5
1914 732,414 5,017 55,518 - 380 7.6
1915 688, 691 a7 89,918 66l 13.1
1916 666, 799 4,567 102, 851 739 16.2
l9i7 778,940 . 5,335 123,838 848 15.9
1918 757,054 5,185 130, 785 896 15.5
1919. 835,029 5,719 121,730 834 14.6
1920 871,623 5,970 130,811 896 15.0
1921 1,118,766 7,663 140, 362 961 12.5
1922 1,300, 619 8,908 208,885 1,431 16.1
1923 565,139 ’ 3,871 193,205 1,323 34.2

Sources: Same as above, vol.12, p.4752.

The Nanchang-Kiukiang Line . in Ch
Year Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1916 114,597 895 T 43,043 336 37.5
1917 ‘ 214,078 1,672 128,531 1,004 60.0
1918 238, 108 1,860 162,374 1,269 . 68.2
1919 278,857 2,179 260, 573 2,026 93.4
1920 324,008 2,531 318,742 2,490 98.4
1921 326,843 2,553 210,237 1,642 64.3
1922 374,419 2,925 245,163 1,915 65.5
1923 429, 481 3,355 389, 486 3,043 90.7
1924 | 47,748 3,30 449,000 3,508 105.0

‘Sources: Same as above, vol.16, p.886.

— 355 —



ERSHEREA _HHTH

The Canton-Hankow Line (Hupei-Hunan Section) inChs

Year Passenger Receipts Av, per km Freight Receipts Av. per km | FR/RP 100
1913 22,739 429 3,978 75 17.5
1914 62,828 : 1,185 12,776 241 20.3
1915 66,753 1,259 18,124 342 27.1
1916 91,778 1,732 52,226 985 56.9
1917 81,129 1,531 102,714 1,938 127
1918 76, 354 1,441 55,530 1,048 72.8
1919 76, 449 1,442 79,993 1,509 105
1920 67,912 1,281 80,271 1,515 118
1921 1,080, 699 2,604 67,747 1,632 62.6
1922 657, 665 1,585 1,093,198 2,634 166
1923 550, 666 1,327 996,012 2,400 181
1924 588,721 1,419 1,349,242 3,251 229

Sources: Same as above, vol.14, p.419.

The Canton-Hankow Line (Canton Section) inChs

Year Passenger Receipts Av. per km Freight Receipts Av. per km | FR/RP 100
1912 377,117 3,161 137,952 1,154 36.5
1913 489,935 2,784 423,925 2,409 86.5
1914 536, 641 2,781 475,592 2,426 87.2
1915 530, 960 2,709 505, 848 - 2,581 95.3
1916 560, 561 2,501 909, 814 4,060 162
1917 618,958 2,762 1,309,977 5,846 212
1918 608, 798 2,717 1,438, 665 6,420 236
1919 549, 428 2,452 1,460, 759 6,518 266
1920 513,558 2,292 1, 390, 405 6,204 271
1921 723,259 3,227 1,939,971 8,657 268
1922 670, 457 2,993 1,917,087 8,558 286
1923 572,337 2,555 2,105,827 9,401 368
1924 | 494,857 2,209 2,231,203 9,961 451

Sources: Same as above, vol.16, pp.330-31.
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"The Chilin~Changchun Line in Chs
Year Passenger Receipts Av, per km Freight Receipts Av. per km | FR/RP 100
1915 330,044 2,578 505, 484 3,949 153
1916 350, 666 2,740 513,851 4,014 146
1917 374,277 2,924 618, 357 4,831 162
1918 535,432 4,113 1,094,514 8,551 204
1919 560, 320 4,378 1, 140,953 - 8,914 204
1920 675,927 5,281 1,285,155 10,040 190
1921 630, 507 4,926 1,879,989 14, 687 298
1922 661,985 5,172 1, 880, 692 14, 693 285
1923 801, 708 6,264 1,776, 624 13, 880 222
1924 842,129 6,579 1,610,558 12,582 191

Sources: Same as above, vol.12, p.4525.

Appendix 5. Freight Traffic of tte Railrcads, 1912-1924

The P-M L. The P-H L. The C-P L. The C-T L.

Year Cargo in | Average | Cargo in | Average | Cargo in | Average | Cargo in | Average”

1000 tons | per km 100D tons per km 1000 tons | per’km | 1000 tons per km
1912 — — 2,020 1,587 195 1,969 475 1,955
1913 — — 2,419 1,846 480 4,844 493 2,029
1914 — — 2,179 1,663 511 5,158 523 2, 154
1915 2,628 2,660 2,458 1,876 618 6,238 594 2,444
1916 4,984 5,045 2,660 2,030 659 6, 660 770 3,170
1917 5, 406 5,472 2;928 2,235 543 5,485 797 3,281
1918 6,014 6,087 3,146 2,401 379 3,827 1,069 4,399
1919 6, 501 6, 580 3,659 2,793 580 5,856 1,108 4,558
1920 7,025 7,111 3,684 2,812 457 4,617 1,146 4,716
1921 8,010 8,107 4,183 3,193 418 4,219 1,298 5,340
1922 6,208 6,284 3,633 2,995 — — 1,204 4,954
1923 8,013 8,110 5,260 4,337 — — 1,730 7,120
1924 6,839 6,923 4,563 2,762 — —- 1,573 6,474

Sources: ZSEBPAEEE Respective volumes,
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Freight Traffic of the Railroads, 1912-1924

The K-C L. - The P-S L. The T-C L. The P-L L.

Year Cargo in | Average | Cargo in | Average | Cargo in | Average | Cargo in | Average

1000 tons | per km | 1000 tons | per km | 1000 tons | per km | 1000 tons | per km
1912 852 1,968 702 2,018 517 3,446 — —
1913 947 2,186 775 2,227 444 2,958 — —
1914 — — 951 2,349 481 3,208 — —
1915 875 2,021 550 1,358 568 3,787 135 734
1916 l’, 074 2,481 1,830 3,962 848 5,656 392 2,131
1917 1,288 2,974 1,109 2,401 997 6,650 469 2,551
1918 1,511 3,490 1,305 2,825 950 6,334 393 2,138
1919 1,733 4,003 1,380 2,823 94g 6,317 492 2,281
1920 1,504 4,398 1,494 3,043 915 6, 100 479 2,602
1921 1,971 | 4,553 1,407 2,866 1,035 i 6,897 728 3,959
1922 — — | 133 | 246 | 100 | 7,267 494 | 2,687
1923 2,012 4,647 1,962 3,516 1,314 8,760 601 3,266
1924 | 2,285 5,277 1,558 2,792 1,284 8,‘560 592 3,217

Sources: Same as above.

Freight Traffic of the Railroads, 1912-1924

The S-N L. The S-H-N L. The C-A L. The N-K L.
Year Cargo in | Average | Cargo in | Average | Cargo in | Average | Cargo in | Average
1000 tons | per km | 1000 tons | per km | 1000 tons | per km | 1000 tons | per km
1912 489 1,499 — — 0.5 16 — —
1913 613 .| 1,874 — — 0.6 2 - —
1914 515 | 1,757 - - 0.7 26 - | =
1915 827 2,529 460 1,645 3.5 128 — —
1916 896 2,740 365 1,304 1.9 68 29 227
1917 913 2,794 464 1,657 2.5 %0 51 402
1918 1,131 .3,460 465 1,660 2.1 76 140 1,097
. 1919 1,352 4,136 494 | 1,766 2.1 76 145 1,129
1920 1,399 4,277 585 2,090 0.9 35 172 1,343
1921 1,31 4,040 650 2,322 3.3 120 129 1,012
1922 1,459 4,462 782 2,793 — - 435 3,398
1923 1,614 4,936 871 3,111 . — — 195 1,523
1924 1, 300 3,976 640 2,286 — ; — 210 1,641

Sources: Same as above.
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Freight Traffic of the Railroads, 1912-1924

The P-P L. The C-K L. The C-HL.(H-HS.) The C-C L.

Year Cargo in | Average | Cargo in | Average | Cargo 1n | Average | Cargo in | Average

1000 tons | per km 1000 tons | per km 1000 tons | per km | 1000 tons | per km
1912 578 529 29 200 — — 521 4,073
1913 877 802 40 275 — — 1,000 7,811
1914 968 885 38 260 — — 126 936
1915 1,980 1,810 62 423 15 275 374 2,924
1916 2,147 1,963 78 532 80 1,505 388 3,031
1917 1,984 1,813 97 661 198 3,731 307 2,400
1918 2,316 2,117 95 652 47 895 448 3,504
1919 2,662 2,433 81 554 129 2,439 594 4,643
1920 2,898 2,649 79 544 135 2,542 654 5,112
1921 3,546 3,241 82 566 242 583 790 6,171
1922 2,921 . 2,670 — — 274 660 774 6,047
1923 3,036 2,775 — — 260 627 808 6,312
1924 2,755 2,518 — —_ 371 893 742 5,797

Sources: Same as above.

Appendix 6. Composition of Freight Carried by the Rails
Percentage of the Cargo of the Shanghai-Nanking Line

Year | Agticsliaral | cawe | Mineral | Forests | Manwfactured | orers
1915 7 2 8 3 10 6
1916 72 3 4 3 11 7
1917 69 4 6 3 12 6
1918 70 4 5 2 12 7
1919 65 4 10 2 11 8
1920 63 4 10 3 12 8
1921 57 4 14 3 13 9
1922 56 4 17 2 12 9
1923 49 "3 2 2 15 9
1924 47 4 2 2 17 8
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Percentage of the Cargo of the Shanghai-Hangchow-Ningpo Line

vear | Agmionltural | cue | Minewl | Forest | Mamafagiured | e
1915 47 2 6 11 24 10
1916 37 4 6 10 28 15
1917 . 29 4 8 11 27 22
1918 37 4 8 10 30 11
1919 .35 5 13 11 28 8
1920 32 4 18 13 25 8
1921 31 4 18 13 25 9
1922 33 4 19 13 22 9
1923 35 4 11 16 26 8
1924 24 4 13 19 30 10
Percentage of the Cargo of the Canton-Hankow Line
(Changsa-Chuchow Section)
year | Agicdlusl | cuue | Minerml | Fores | Manufagured | oper
1915 3 i 81 2 13
1916 1 1 95 1 2
1917 1 - 98 - 1
1918 5 1 88 —_ 6
1919 2 1 95 —_ 2
1920. 1 1 9% — 2
1921 10 3 78 1 8
1922 15 8 68 1 18
1923 16 7 60 15
1924 14 7 61 2 16"

Notes; Others are not included here.
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Percentage of the Cargo of the Nanchang-Kiukiang Line

(Changsha-Chuchow Section)

Agricultural

Mineral

Forest

Manufactured

Year products Cattle products products goods others
1916 33 2 5 K?J 14 14
1917 38 3 5 36 16 p)
1918 64 — 1 13 15 3
1919 50 — 1 17 14 2
1920 67 — 1 i 13 1
1921 40 - 1 38 19 2
1922 78 — 1 12 5 4
1923 49 — 1 16 23 1
1924 57 — 1 17 18 7
Percentage of the Cargo of the Peking—P‘ukow Line
Year | Amticslunal | e | Minerl | Foet | Mamufacured | e
1915 28 1 20 1 1 39
1916 38 4 21 2 1 24
1917 38 3 2 2 12 23
1918 38 3 23 2 10 24
1919 35 2 24 3 1 25
1920 42 2 26 3 12 15
1921 35 1 25 3 8 28
1922 34 1 2 2 1 20
1923 33 2 37 3 13 12
1924 21 3 38 3 16 19
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Percentage of the Cargo of the Kiaochow-Chinan Line

Agricultural Mineral Forest Manufactured
Year products Cattle products porducts - goods others
1923 14 3 59 3 17 4
1924 13 2 58 3 15 9
Sources: for all the above six tables:

vol. 10, pp.2814-15;vol. 11, pp.3334-40,3934-35;

vol. 13, p.5261; vol.14,p. 380; vol. 16, p. 850.

Percentage of the Cargo of the Peking-Hankow Line

Agricultural : Mineral Forest Manufactured

Yaer products Cattle products products goods - othe;s
1915 13 2 43 1 11 30
1916 13 3 47 1 12 24
1917 13 2 53 1 12 19 -
1918 14 2 53 1 10 20
1919 14 2 50 1 10 23
1920 16 2 51 2 9 20
1921 16 2 51 1 9 21
1922 13 2 57 1 11 16
1923 11 . 2 63 1 9 14
1924 10 2 63 1 10 14
1925 14 2 50 1 10 23
1926 13 2 47 - 9 29
1927 8 1 57 _— 8 26

Sources: ZFREEMAEE (Yo 1932) , Tables.
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