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Preface

The present work is one of a group of monographs constituting A»
Eronontic Survey of the Parific Area and designed to supplement and bring
up to date the key sections of the Ecowomic Handbook of the Parific Area,
published by the Institute of Pacific Relations in 1934, The value of
this publication, it is believed, rests in the need for making available
to a large number of people information on the Pacific area which is
otherwise scattered in hundreds of different official and private sources,
many of which are exceedingly difficult to locate and, to a large pro-
pottion of the potential readers, unavailable because of the variety of
languages in which they ate issued and also because of the often very
limited distribution of the otiginal documents. Without implying that
the Pacific area is a wholly self-conrained economic wvnit (indeed that
cannot be said of any section of the world, large or small), it can be
said that the world-wide importance of this region has been growing
year by year and that information on its fundamental problems muse
be made more generally available in up-to-date form.

Like its precursor, the present work begins with studies of the po-
pulations of the Pacific countries, their growth and movements, and
the relations of people to their physical environment. Other sections
are concerned with trade and trade control; with the means of trans-
portation, both internal and international; with the production and
control of certain basic commodities produced in the Pacific area; with
the enormaously important changes wrought in the Pacific countries by
the growth of industrialization in regions which, until very recent years,
had nor developed this form of economy.

The preparation of the studies has naturally beer greatly affected by
world events, War in both the Far East and Burope during the period
of prepatation has made some - materials inaccessible and necessitated
important revisions in the general plans adopted at the outset., To
avoid undue delay the International Secretariat has decided that certain
sections already in their final stages of preparation should be published
immediately and is, therefore, issuing them in separate monographs as
they are completed.

The naticns, colonies ot tertitories directly treated in this Swreey are
Japan Proper, Kotea and Formosa, Manchuria, China, French Indo-
China, Thailand, the colonies forming British Malaya, the Netherlands
Indies, the Philippines, Australia, New Zealand, Canada, the United
States of America, and the Union of Soviet Socialist Republics. The
countries listed above do not by any means comptise a self-sufficient
group ; their external relaticns reach to the farthest corners of the globe.
Indirectly, therefore, the study touches a much wider atea. For ez-
ample, the population of Australia and New Zealand cannot be con-
sidered without reference to Great Britain ; the economy of Indo-China
has been intimately linked with France; the trans-Pacific emigration of
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vi PREFACE

Japanese has been greatest to Brazil and Canada ; the United States and
the U.5.5.R. have still closer contacts with other regions than they have
with the Far East.

Moreover, a whole continent facing the Pacific has been omitted.
The growing importance of the relations between the QOrient, especially
Japan, and Latin American countries, is one which the Institute has
long recognized and to which it wishes to devote concentrated study.
While certain of the general tables introducing the various sections
include basic data on the Latin American countries bordering on the
Pacific Occan, it has not proved feasible at this time for the Institute
to gather material for those countries which would be comparable in
scope and quality to that collected for the countries enumerated above.
However, the very rudimentary data which are included in the present
survey are being amplified in a separate forthcoming Institute report on
the trans-Pacific relations of the Latin Ametican countries.

The editorial staff, under the leadership of Mr. Frederick V. Field
during the period of planning and carly preparation, included Miss
Anita Bradley, Miss Billie Cookinham, Dr. Eleanor Dennison, Mr.
Andrew ]. Grajdanzev, Dr. Karl J. Pelzer and M. Joseph D. Phillips.
In the final drafting of the chapters Dr, Pelzer, Mr. Phillips, Miss Katrine
R. C. Greene, Miss Kate [, Mitchell, and Dr. Russell G. Shiman as-
sumed the major responsibilities. In addition, almost every page has
benefited from special data and comments furnished by Miss Catherine
Porter, Miss Miriam Farley and Dr, Kurt Bloch of the research staff of
the Institute’s Ametican Council and Miss Harriet Moore of the Ameri-
can Russian Institute. The late Dr. Carl L. Alsberg, Dr. Nicholas
Mirkowich, Mr. Daniel Marx, Jr., Mr. Sydney B. Smith and officials of
the Bureau of Foreign and Domestic Commerce have all contributed
information and comments. Mention should also be made of the
valuable cletical and technical assistance given by the office staff of the
Institute’s American Council and International Secretariat, especially
Mrs. Annette Blumenthal, Miss Hilda Austern, Miss Elizabeth Downing,
Miss Paula Sobotker, Miss Elizabeth Jorgensen, Miss Janet Howie, and
Dr. Alfred Landsberger. Finally, it is necessary to record here the
special thanks of the Institute’s International Research Committee to the
general cditor, Mr. Frederick V. Field, and its great indcbtedness to
him for having assumed the arduous task of planning the project and
directing the collection and editing of a vast mass of material throughout
all but the final stages of the work.

Though this and the other monographs in the group are issued under
the auspices of the International Secretariat as reports in the Institute’s
International Reseatrch Series, it should be noted that neither the Secre-
tariat nor the Institute as a whole assumes responsibility for statements
of fact or opinion in the studies. For all such statements the authors
alone are responsible.

W. L. HoLiaND

Research Secretary
New York

March 1, 1941
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Transportation
INTRODUCTTON

Four types of transportation are considered in this study—shipping,
railways, highways and motor vehicles, and airways. Two of these are
old-established forms of communication and two are new, one being
an entirely novel development of the last two decades and the other 2
development of new, fast vehicles travelling over resurfaced highways
many of which date back for hundreds of years, Highways and milways
may be considered as mainly internal forms of transport, and shipping
and ailrways as both domestic and international. ‘These two latter have
the added characteristic of being carried on by a number of nationalities,
often situated far from the Pacific Ocean. Railways, too, are to a con-
siderable extent financed from outside the Pacific area, but by the very
nature of their organization they are managed in the country in which
they are located while the home offices owning and operating large
portions of the shipping plying in the Pacific Ocean are located in Eng-
land, Norway, Germany, Denmark, the Netherlands and Greece. The
principal international air lines operating in the Pacific area are Ameri-
can, French, Netherland and British, with subsidiary companies in Latin
America, the Netherlands Indies, the Dominions and cettain of the
British colonies, Japan is the one exception, both in shipping and in
airways, in that it is the only country located in the Far East which is
2 large owner and operator of shipping flects and international air
services.

To a greater or lesser extent, government control operates in all
forms of transport, In shipping, privately owned European tonnage,
after competing, with increasing difficulties over a numher of years,
with the subsidized Japanese vesscls which enjoycd additional advantages
accruing from the vertical corporate set-up of large business groups in
Japan, has been forced more and more to employ methods of govern-
ment control, cooperation and subsidy, although still remaining largely
in private hands. Railways are government-owned in many of the
countries bordering the west shote of the Pacific and in Oceania (in-
cluding in this category the semi-governmental S.M.R., the various
government-sponsored operating companies in occapied China, the
government-owned but privately operated Haiphong-Yunnanfu line in
Indo-China, and the government-leased Johore I.ine in British Malaya);
in Japan and her colonies, the Philippines, the Netherlands Indics,
Canada and certain Yatin American countries there are both publicly
and privately owned lines; and in the Unired States all lines are in
private hands but are subject to government regulation. While high-
ways have been government-built and maintained longer than any other
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2 TRANSPORTATION

form of transport, they present the paradox of a state-supported route
largely used by private exploiting companies. Here also, however,
the trend is toward either government regulation or absorption by
the competing railroads. With the exception of certain very pro-
sperous freight lines, such as thosc developed in connection with the
comstruction or operation of gold fields and pipe lines in inaccessible
regions of Canada, Siberia, New Guinea and Latin America, airways
have generally needed heavy subsidies in order to bring about the
phenomenal growth of the last decade, and these have been provid-
e¢d through direct subsidies, mail contracts and other forms of go-
vernment aid such as meteorological services and the construction
of airports. In the US.S.R., Japan and the yen-bloc countries, and
in Thailand, air services are government-owned and operated, Since
the outbreak of the European wat, the Chinese government has oper-
ated the E.A.C,, one of the two Chinese lines. In the Netherlands
Indies, the Dominions and the United States airways receive varying
forms of support and are subject to government regulation, but are
privately operated.

The aim of government control has not only been to ensure proper
regulation and the safety, uniformity and efficiency of transporration.
In the case of shipping, for instance, it has also attempted to prevent
the predominance of foreign shipping in the coastwise transport of a
country, and to secure the continuance of that country’s own share
of the foreign carrying trade of the countries of the Pacific arca, In
the case of land transport there has been the added problem that the
sudden growth of automotive transportation during the depression
and the serious reductions in rail trafic at that time resulted in
demands for the restriction of road-rail competition, or at least for
the instiration of some form of road-rail coordination. “In many
countries throughout the world, it may be said that such legislation
as has been enacted, avowedly for the purpose of coordinating two
or more forms of transport, has, in effect, been regulatory action for
the protection of rail carriers against competition. In instances where
rail and highway services are noncompetitive, it will usually be found
that the highway services operating are to a large extent either con-
ttolled directly by, or affiliated with, the rail carrier, or operated
under the administration of a government department.” Instances
of the lack of true competition may be seen in Malaya, whete no com-
petitive road services are authorized over the same route, and in
Thailand where for many years no highways weze built which could
offer competition to the state-owned railways, While much of the
depression-born highway freight traffic may have been economically
unsound, and indeed many of the companies were short-lived, it did
contribute to improvements in competitive services, for example in
the United States where fast freight trains on tegular schedules and
improvemeats such as air conditioning of passenger trains have been
largely directed at highway competition,

1 Lang, W. Rodncy, Tran pers Control Abread, U $. Department of Cornmerce, Bureau of Forcign and Domestic
Commerce, Trade Promotion Serics—INe. 196, Washington, 1939, pp, 1-2.



INTRODUCTION 3

Effocts of War.

In the last three years the transportation systems of the Pacific area
have been aflected in various ways by two wars. The effect of the
Sino-Japanese conflict, while more localized than that of the European
war, has been correspondingly severe. Apart from the reduction in
Japanese tonnage sharing in the shipping of mos: Pacific area nations
not included in the Far Eastern conflict, the latter’s direct impact upon
transportation developments has been generally limited to China, Japan,
her colonies, Manchuria and Indo-China. In China it has resulted in
a reduction in the shipping tonnage engaged in domestic trade fram
100 million tons in 1936 to 22 million in 1938, while the tonnage in
foreign trade dropped from 45 million in the former year to 30 million
in 1939. This has been accompanied by an increase in Japan’s share
of this shipping. Railways in China have been perhaps the most dras-
tically affected form of transpost ; in addition to actual destruction caused
by military operations, complete railroads, rolling stock, rails and all,
have been moved from the combat zopes and set up in the interior.
Remaining railroads in Japanese-occupied China have been taken over
by Japanese concerns but have operated only with dificulty because
marty sections either have been destroyed or are still in Chinese hands.
The Chinese government, as a result of the war, has been developing
many new highways in the interior. The construction of the Burma
road, an outstanding engineering achievement, has also proved of vital
economic, military and political importance not only to China but to
the whole Far Eastern scene. At the same time, motot vehicles have
been imported so that, in spite of war-time losses, total registrations
are now higher than before hastilities, and government highway trans-
port concerns now operate throughout the interior. While a very large
proportion of China’s air lines have been re-routed, in 1939 they were
actually a little longer than in 1936. In Japan, her colonies and Man-
chutia the Far Eastern war has resulted in an increase in the proportion
of Japanese tonnage engaged in the overseas trade, and in a very great
increase in both freight and passenger traffic on the railways. The
latter has brought in its train a setious shortage of rolling stock in all
these countries and great resulting difficultics in handling traffic.  While
information on Japanese highways has been considered a military secret
for some time, in Manchuria the [ast few years have seen a large in-
¢rease in highway mileage, doubtless built for strategic as well as eco-
nomic reasons. At the same time, Manchurian highway traffic, both
of goods and passengets, has seen a remarkable development since the
outbreak of war. As part of her effort to administer efficiently her
newly acquired territories, as well as in order to continue her military
activities, Japan has greatly increased her aitway network under the
impetus of the Far Fastern war, in just two years more than doubling
the lenpth of routes and more than tripling the number of passengers
cacried,  Lastly, the Sino-Japanese war enormously increased the traffic
on the French railway running from Haiphong, Indo-China, to Kunming
in Yunnan province, Chinz, as this route became—during the early
months of 1940—one of the last remaining passages for Chinese foreign
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trade. Airway connections between these couatries, though frequently
interrupted, were operated by various routes and companies until the
French collapse in Europe and the Japanese penctration of Indo-China
closed these air and land routes to China.

While the European war’s more acute stage is still of such receat
date that it is impossible to describe accurately its impact on the trans-
port systems of the Pacific arca, certain effects have already become
apparent. The withdrawal of considerable portions of the tonnage of
European nations from the Pacific is bound to have serious repercussions
upon the shipping of that ocean. In the European colonies and in the
Dominions one effect of the war has been an increase in rail freight
traflic, growing out of increased demands for strategic Far Eastern pro-
ducts. In airways, particularly in the case of the long-distance inter-
national routes, the war has caused serious disruptions and changes.
Air France’s services from Marseille to Indo-China ceased in June 1940 ;
both passenger and mail services from the Netherlands to the Indies
have been suspended ; and several of the German-financed lines in Latin
America either ceased operations, were reorganized or suffered serious
restrictions of one type ot another, On the other hand, Pan American
Airways have finally commenced regular operations on the California
to New Zealand route; trans-Tasman Sea service between Australia
and New Zealand has been inaugurated; both Japan and the
Netherlands Indian K.N.LL.M. have increased their services and
facilities ; and China is now operating inteznational routes to Burma
and to the U.S.S.R.

The four tables which accompany this introduction should be used
with the utmost caution, The purpose of drawing them up has been
to gather together recent essential data for most of the countries treated
and to arrange them in a generally parallel manner, in the hope of
illustrating the present condition of the four main types of Pacific area
transportation. The tables present the latest data included in the de-
tailed tables illustrating the later sections of the study, In few coun-
trics, however, are statistics on any subject presented in truly com-
parable form and in few are they compiled with 2 similar degree of
accuracy. In attempting detailed comparisons, therefore, the reader is
referred to the more elaborate tables in the later sections, In the case
of Tables 2 and 3, where comparisons have been made of the length of
routes to land area and of the population and motor vehicle registrations,
it should be noted that these ratios are based on the area and population
data given in Table 1 of Population of the Pacific Area, by Karl }. Pelzer,
the inital study published in the present Survey.

Skipping:  Water transportation is the principal link between the vari-
ous countries bordering the Pacific as well as wich the remainder of
the world. It is not surprising, therefore, that developments in Pacific
shipping should at once reflect and stimulate the rapid political, cco-
nomic and social transitions taking place in the world.

Prior to the first World War British shipping was clearly the dominant
factor in the trade routes of the Pacific. The Japanese took advantage
of that disruption of mormal trade and transpottation connections to



TABLE 1.

SHIPPING OF PACIFIC AREA NATIONS

PRINCIPAL COUNTRIES SHARING IN THE OVERSEAS

Yeir anp De-
SIGNATION OF

(In percentapes)

NATIONALITY OF TONNAGE Iv OVERSEAS SHIPPING

TONNAGE
Counvar EnverED (E)
or Ameri- - : Nether- | Norwe-
Cuearen {C) can British, |Japagese| “). -4 gian Other } Total
A, Larest Pre-Wan Dara
ASIA:
Japan 1936 E 4.0 13.7 59.5 1.9@) 4.1 16.8 100.0
Manchuria 1936 E 1.0 9.8 42.4 1.5 . 453.3(by | 100.0
China 1926 E&C 6.9 357 20.8 31 4.3 29.1(c) | 100.0
Todo-China 193¢ E 1.7 225 16.1 58 6.1 A47.7dy | 1000
Thailand 1926/37 E & C 0.7 22,5 16.0 10.3 28.5 22.1(c) | 100.0
Malaya 1936 E {f) 31.7 18.2 238 6.2 20.1 100.0
Nesherlands India 1935 E 0.8 28.3(g) 5.2 45.0(h) 11.2 9.7 100.0
Philippine Islands 1936 E 15.8 33.6 16.4 6.8 9.4 18.0¢) | 100.0
QCEANIA :
Australia 1936/37 E 3.2 73.00) 5.5 2.8 70 8.5 100.0
New Zealand 1936 E 12.8 76.7(k)| (D) {£) 59 4.6 100.0
THE AMERICAS:
Canada 1936 E&C £ 42.4 ) {) () 57.6{1y { 100.0
United States 1936 E 31.3 34.4 4.1 29 8.6 18.7 100.0
B. Latest Data - AVAILABLE
ASIA:
Japan 1939 E 1.6 11.2 67.2 1.8(a)] 38 14.5 100.0
Manchuria 1938 E 0.1 10.5 44.3 0.8 . 44.7(m)| 100.0
China Jan.-Jun.
1940 E&C 5.5 17.6 51.6 4.0 5.2 16.1(ny| 100.0
Indo-China 1938 E 1.1 35.2 9.6 7.6 53 41.2{0)| 100.0
‘Thailand 1937/38E & C 0.4 26.4 14.3 13.4 25.6 19.9(p){ 100.0
Malaya 1938 B ) 344 12.0 25.6 6.6 21.4 100,0
Necherlands India 1938 E 0.7 30.7(g)y 2.9 46.7(q) 9.4 9.6 100.0
Philippine Islands 1938 E 10.0 3.0 21.6 71 10.1 20.2(c) ¢ 100.0
OCEANIA:
Australia 1938/3% E 2.6 72.8(s})] 4.9 4.3 48 10.6 100.0
New Zealand 1939 E 116 77.2( () () 4.9 6.2 100.0
THE AMERICAS:
Canada 1939 E&C ) 419 © 3 © | 5810 | 100.0
United States 1938 E 210 345 4.0 3.6 10.5 20.4 100.0

(a) Including Netherlands India,
{b) » 12.7% Chinese, 21.8%, Kwantungese and 3.09}, Manchoukuoan.

(c) »
{d) »

16,29, Chin
24, 6% French.

IC5C.

(e) 10.4%, Dagish and 4.99% Thai.
() Included with “Other.”
{g) United Kingdom only.

J) Including 24 2% thher]and and 20.89, Netherlands Indian.

i " 3% Getman.

1)) " 52‘? Australian and 8,39, New Zealand.

(k) v New Zealand, and 51.29%, United Kingdom.

{h . 22,69, Canadian.

Eﬁ;) N %153%C1§wanmngese 8.69%, Chinese and 3.69%, Manchoukuoen.
n s Ve inese

(o) :: 25. 53,(, French.

) . 9.99 Danish and 6.0% Thai.

((q)) . %56%/%6Nethcrlmd and %20, 99, Netberlands Indian,
£ " errman

(s) " 4,99, Anstralian and 8.49%, New Zealand.

((t)) 1 é\lew Zealand, and 50.5% United Kingdom,

] 1 4.0%, Camdm.n

5
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enter new routes and increase their participation in those in which they
were already engaged. Aided by a successful subsidy policy, deprecia-
tion of the yen, and an intimate connection between shipping, industrial,
commercial and financial interests, Japan has increased her gains and
modernized her fleet so that at present her shipping carties more than
two-thirds of Japanese trade. .

The growth of Japanese competition led, during the thirties, to
agreements in the routes between Japan and Australia-New Zealand and
between Japan and the Netherlands Indies whereby Japanese carriers
were assured of from 50Y% to 809, of the business. ‘These gains were
made at the expense of British and Netherland shipping, although the
latter, because of government cooperation, has fared somewhat better
than the British. Japan’s most serious inroads on the shipping of other
countries have taken place on routes to and from Japan, which is made
apparent by the fact that neatly 80Y%, of Japanese shipping is occupied
in carrying the imports and exports of Japan herself.

The great competitive strength of Japanese shipping in her own
import and export trade is not hatd to explain when the intimate cor-
porate relationship between Japanese shipping companies and her great
commetcial, manufacturing and financial dynasties are fully borne in
mind. These business afhiliates buy and sell in such a manner as to
control the routing and, furthezmore, the profits of one enterprise in
the group may offset the losses incurred by another operation neces-
sary to complete the transaction. It is quite nawral, therefore, to find
that Japanese shipping has made the greatest progress where Japanese
commercial relations have also shown the greatest advances. Com-
petition between various Japacese lines themselves became extremely
severe in several cases and led to the enactment of the Shipping Routes
Control Law in 1936, the purpose of which was to prevent this type
of uneconomic competition.

Thanks to a consistent policy of government encouragement and the
temporary stimulation of a depreciated currency, as well as the com-
petitive strength of her corporate organization, Japan has constructed a
fine fleet of fast, modern vessels and now has a larger proportion of
vessels under seven years of age in her merchant fleet than any other
mmaritime power. Nonetheless, her tonnage has not been sufficient to
handle with easc the transport requirements of the Sino-Japanese wat.
As a result the Shipping Routes Control Act of 1936 was supplemented
by additional legislation giving the government increasingly greater
control over the operation of Japanese shipping and the rates charged,
Nevertheless, the problem has not been completely solved and Japan
is still confronted with the dilemma of taking more ships off foreign
trade routes, at the sacrifice of badly needed foreign exchange, or of
facing a shortage in the China service. The pressure on Japan’s ovet-
scas shipping is illustrated in Table 1, which shows a shrinkage in Ja-
pan’s share of the foreign shipping of all Pacific area countries excepting
China, Manchuria, Japan's colonies and the Philippines., The increase
in the latter represents larger Philippine iron ore shipments, also a result
of the war,
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British shipping includes vessels registered in the Dominions as well
as in the United Kingdom, though the latter is by far the greater even
in the Oriental trades? Japanese competition has been felt most keenly
on the fapan-Australia and New Zealand route and on the trans-Pacific
route from Japan to North America, and more recently on the route
from the Straits Settlements to the United States. Nevertheless, British
shipping is still the largest factor in Oricntal transportation although
scrious inroads were made by the Japanese on wayport business in
British Malaya and China. This competition was provided by the Ja-
panese lines operating hetween India and Japan and between Australia
and Japan, which handled much traffic to intermediate ports in addition
to through cargoes between the terminal countries. Another division
of Orieatal shipping in which the British were firmly entrenched was
the domestic coastwise business of Australia, New Zcaland and China.
The importance of the dominant position of British shipping in many
of the trades within the Orient cannot be overemphasized and must be
included in any consideration of the effects of both the Sino-Japanese
and European wars on Oriental commeree.

A report of the Imperial Shipping Committee published in London
in 1939 indicates that both the actual and the potential threat of Japa-
nese competition have been realized by the British. ‘Tota between the
desire to retain their traditional policy of laissez-faire, which has per-
mitted them to attain the commanding position that British shipping
still enjoys, and the necessity of meeting the challenge of the Japanese,
it is significant that the Imperial Shipping Committee recommended
goverament subsidies and closer cooperation of British shipper and
shipping interests.

United States shipping has also felt the keen competition of the
Japanese on the trans-Pacific route.  Although up until 1937 American
catriers handled approximately one-third of all freight moving between
the United States and China and the Philippines, American bottoms
accomodated only about 89, of the movement between their country
and Japan. Sdll further inroads on the American business occurred at
that time because of the revision of the United States’ maritime policy.
The disruption of service caused by the transition from a mail contract
basis to an open subsidy arrangement, coupled with the financial re-
organization of the principal American line operating to the Oricnt, [ed
to a decline in the share bandled by United States carriers. The Sino-
Japanese war and the application” of American neutrality legislation
renders it impossible to isolate the effect of each of these distuptive
influences, but the total unfavorable result on American shipping can
be seen in Table 1 as well as in the figures for individual councties.
The present European hostilities and the strained position of Japanese
shipping may render the efforts of the United States Maritime Corn-
mission to reestablish the American merchant matine in the Pacific
somewhat easier than would have been the case without this preoc-
cupation of non-American shipping.

2 This definition of British shipping is not used throughout Tabk: 1, catably i the Canadisn and Netherlands
Indian perceatages.
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One recent remarkable development in the trade between Japan and
the United States has been the shift in the transportation of Japanese
silk from Japanese to American ports. In the early thirties direct
shipments of Japanese silk via the Panama Canal to New York became
important, taking the place of shipments via Seattle or San Francisco
and thence overland across the continent. At that time, the price of
silk was low and shipping space available in Japan was relatively ample
fot its nceds.  Up until about 1939, three-fourths of this highly-valued
commodity imported by the United States came via this new route,
almost 809, being carried in Japanese bottoms. In 1940, however,
other shipping needs of Japan (mainly military) grew so pressing that
the former trend was reversed. Late in 1940 and in the early months
of 1941 the combined sca-land transportation of Japanese silk was re-
sumed, transportation via the Panama Canal shrinking to lictle im-
pottance,

With one exception all American lines operating to the Otient are
subsidized by the United States government. It is significant that the
one line not receiving government aid is the subsidiary of a large Ameri-
can industrial corporation and thereby resembles the Japanese carriers
in their intercoiporate characteristics.

Besides Japanese, British and American shipping, the Orient relies
primarily on vessels of the Netherlands, Norway, Denmark, Sweden,
Germany, Iraly, France and Greece. Although the Netherlands Fast
Indies registers a sizcable merchant marine, Japan alone of Oriental
countries can be considered 2 maritime nation.  Australian and New
Zealand tonnage is primarily employed coastwise, although one New
Zezland linc operates to the Pacific Coast of North America, and prior
to the European war a Canadian line maintained connections between
the west coast of Canada and Japan and China, When ane bears in
mind this dependence on foreign shipping, the disturbing effect of the
European war on Oriental commerce can readily be appreciated, not to
mention the other disturbing influences of total war on the trade of
this area. The present preoccupation of Japanese shipping precludes
effective amclioration from that quatter,

The effect of the curtailment of United States shipping in 1937 and
1938 stimulated the introduction of twa Philippine transpacific services.
More recently the shortage of vessels in Eastern waters has led the
government of Thailand to acquire several old ships in order to pro-
vide a certain and independent medium for the maintenance of a small
share of that country’s exports and imports. It is interesting to specu-
late on how far the growing spirit of nationalism in both countties may
lead them to subsidize their shipping and whether or not they will be
able to take advantage of their cheap labor and the present disorganiza-
tion of the world’s commerce 1o secure 2 share of world shipping,

On the other side of the Pacific Ocean, on the coast of the Americas,
the merchant marines of the United States, Great Britain, Japan and
Scandinavia account for almest all the business. The Japanese operate
the only transpacific service to South America. Mexico and Chile both
have small mercantile fleets, while Panama registets a substantial mer-
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chant tonnage, most of which operates as tramp vessels. Much of
this Panamanian tonnage, however, is owned abroad, especially in the
United States, and is registered in Panama to escape legislation which
is considered burdensome.

An aspect of shipping to which sufficient attention is rarely paid is
domestic or coastwise shipping. Of the larger Pacific area countries,
China alone opens its coastwise shipping to the fleets of all nztions,
although there has been considerable agitation to exclude foreigners.
Frior to the Sinc-Japanese war British shipping accounted for about
one-half the Chinese business. Although the total British tonnage in
this trade in 1939 totalled but onc-fourth that in 1936, proportionately
this share grew from 41.3%, to 49.5%, mostly at the expense of Chi-
nese tonnage, while Japanese tonnage increased only from 15.5% to
17.0%. Japan’s domestic shipping is teserved to vessels of the Japa-
nese flag and those specially licensed. In recent yeats licenses have
been granted only to vessels of Japan's dependencies and to Japanese-
owned vessels of foreign registry. The Netherlands Indies cldscd their
domcstic carrying trade to forcigners except by license in 1936, In the
coastwise trade of Australia and New Zealand the conditions of Entry
virtually prohibit foreign participation although there is no legal ex-
clusion. Both Dominions have threateaed to extend the coasting re-
sirictions to trade between them in retaliation against the United States’
practice of extending their strict coastwise exclusion laws to Hawaii,
but this threat has not been carried out.

It may be seen from the foregoing that in the shipping industry, as
well as elsewhere, the main underlying trends of nationalization and
rationalization ate quite apparent in the Pacific area. The increasingly
large sums devoted to subsidics, the growing interest of the British in
this type of competition, the extension of coastwise tegulations favoring
a country’s own nationals and the emergence of merchant marine ser-
vices under the flags of some of the smaller nations all indicate the
nationalistic direction of the wind. Evidence of rationalization is found
in the strength of the vertical integration of Japanese enterprise and in
the recent shipping legislation of that country, and also in the recogni-
tion by Great Britain of the necessity for greater cooperation between
British shipping and shippers. The Merchant Marine Act of 1936 and
the United States Maritime Commission thereby created have both
officially rccognized the problem of strengthening American shipping
by preventing uneconomic competition between American flag lines in
overseas trade.

Ratlways: 'The data in Table 2 indicate the great differences in railway
mileages and distribution among the nations bordering on the Pacific.
On the whole, the Philippines, China, Indo-China, the U.S.5.R. and
some of the Latin American countries may be described as having more
than one hundred square miles of atca per mile of railway while Japan,
Fotmosa and the United States have less than ten square miles of area
pet mile of line and can therefore be described as having the most ex-
tended railway networks of the area. While, at first glance, Australia
appears to fall into the former category, it must be remembered that
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large sections of that country are desert and uninhabited ; about one-
third of the land surface is at present useless, and railway development
has naturally concentrated in the more densely settled regions of the
east and south. Including only inhabited area, the Australian ratio of
land surface to railway mileage would be much smaller than the figure
given in Table 2. On the other hand, the Netherlands Indian ratio
may be misleading in just the reverse way. The ratio given in Table
2 is based only on the area of Java, Madura and Sumatra, there being
no railways in any of the other Quter Provinces. The total area of
Netherlands India is 735,000 square miles, and on that basis the ratio
of land surface to railway mileage would be 161.3. Manchuria has
produced the largest increase of mileage in comparison to land area in
recent years: in 1930 there were 115 square miles of area per mile of
line and by 1939 this ratio had been reduced to 81. The increase can
be described as in large part strategic rather than a wholly economic
development.

As an indication of efficient railway opetation, data on ton-miles of
freight hauled and passenger-miles of passengers carried are more ac-
curate than the rather rough approximations furnished by the data in
Table 2, describing freight and passengers carried per mile of railway.
The former, however, were not available for the majority of the coun-

TABLE 2. RAILWAY TRANSPORTATION IN PACIFIC AREA COUNTRIES

g FrErcur CARRIED PassencERS
SQUARE (In thowsand CARRIED
MiLes OF short font) {In thourands)
CounTRT YEAR DescrIprion oF LENGTH AREA
MILEAGE (dn mifes) |PER MiLE . ,
oF Ram- Per Mile Per Mile
WAy Total of Total of
Railway Railway
ASIA:
U.5.5.R. 1938 (First track 53,438 152.9 569,117  10.7 (1,177,800 220
Japao 1937 |Line open to trafiie 15,187 2.6 131,616 8.7 |1,634,000 1076
Manchuria 1939 |Length of line 6,214 80.9 55,924 9.0 52,966 8.5
Korea 1938 [Line open to traffic 2321 36.6 12,533 5.4 35906 155
Formosa 1938 Line open to traffic 2,209 6.3 13,465 6.1 2748 124
ina 1935/36 ;Length of track 6,054 660.5 37,879 6.3 46,920 7.8
Indo-China 1938 [Line in use () 2,095 136.4 1,706 0.8 17,426 8.3
Thailand 1938/39 |Length open fot traffic| 2,060 97.1 1,752(h) 0.9 5,723 2.8
Malaya - 1938  |First track 1,068 47.9 2,079 1.9 9,923 9.2
Netherlands India 1938 Average length apen
for traffic 4,556 51.4(c)] 10711 2.4 | 66,700 14.6
Philippine Islands 1938 (Lengsh of line 833 135.9 2,126 2.6 12,628 152
OCEANIA ¢
Australia 1938/39 |Length open for traffic| 27,973 106.3 37,852 1.4 | 385151 138
New Zealand 1939 |Length open 3,319 310 B.A44 2.5 23,266 7.0
THE AMERICAS:
Canada 1938 |Total track 56,7T60{d) 61.1 76,175 1.3 20,911 0.4
United States 1938 [Total track operated  1411,324(e) 7.2 (1,928,00Kf) 4.7 | 500,000{f) 1.2
Mexico 1536 |Length of roads 14,206 LX) 15,305 1.1 27,132 1.9
Colombia 1937  |Length of line 1,987 2260 3,714 1.9 12,737 6.4
Peru 1936 1Length of line 2,624 183.7 3,21 1.3 4,218 1.6
Chile 1936 |Length of line 5,434 52.6 10,208 1.9 19,509 36

{a} Including mileage in Yunnan.

(b} 1936/37.

{c) Based on area of Java, Madura and Sumatra (234,000 sq. mi.).
{d) First rrack is 42,742 miles long.

() First track is 237,000 miles long.

(£) 1937.
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trics in question. While Japan and the United States are in a similar
position with respect to railway mileage in comparison to land area,
Japan’s railways are almost twice as heavily worked in respect to freight
hauled. In this the U.5.S.R., Japan and Manchuria present the prob-
lem of very heavily worked railway systems—the former never having
had a transport system of any type sufficient for her needs, and the two
latter suffering from severe war-time and reconstruction demands on
their transport facilities. Recent data indicate that the situation in
Japan is continuing to become more difficult ; in 1938, 9,710 short tons
of freight were cartied per mile of line by the state railways, representing
a 129 increase over the average for all railways the previous yeat,

The very large number of passengers carried by Japanese railways
is explained by the fact that the average length of passenger journeys
in that country is very short, being only 15.4 miles long on the state
railways and 5.4 on the local lines 1 1937. In the four years between
1936 and 1940 passenger traffic is teported to have increased by 609,
The combined freight and passenger traffic pressure upon the Japanese
railway system has been such that the state lines have reversed their
policy of encouraging passenger travel in ordet to give precedence to
military and industrial freight.

In both the United States and Canada, on the other hand, railway
traffic is still considerably lower than in the twenties and, in the latter,
even lower than the average for 1909-13. It is not possible to define
how much of this lost traffic has gone to competitive services such as
trucks and buses and how much has been a result of the slowing down
of internal migration.

The Soviet data in Table 2 refer to the whole U.S.S.R. and thereby
give a picture which is rather unlike conditions in those portions of
the Union which are oriented toward the Pacific. Although the main
railway of that region is double-tracked—a contrast to many Pacific
area nations in which a large proportion of the mileage is siagle
track—the lazger portion of the Soviet railway system is concentrated
in European Russia, while Sibetia depends on the Trans-Siberian and a
few feeder lines, Freight carried in the Far Eastern economic region
in 1937 totalled only 16 million mettic tons, out of a total of 517 mil-
lion for the whole Union.

A serious barrier to international continental traffic is found in the
different railway gauges employed. Noz is this 2 wholly international
problem; in some countries several gauges are used as, for instance,
Netherlands India where although most of the lines use a 1.067-meter
gauge, scveral other gauges ate also used, and Australia where five
gauges make rail transport expensive and slow.

The great majority of the Soviet railways use the five-foot wide
gauge but the railways of its neighbor, Manchuria, use the 4’8} stan-
dard gauge. The latter is also used by the majority of the Chinese
railways, although there are certain exceptions. The Haiphong-Yun-
nanfu railway, running through the mountains between China and
Indo-China, howevet, is only one meter wide, as are the other lines in
that colony. There is no rail connection from Indo-China to Thailand
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but unimpeded rail traffic exists between Thailand and British Malaya
as the one-meter gauge is used in both. The same situation occurs on
the other side of the Pacific where two of the largest railway systems,
the Canadian and the American, use the 4'8}" standard gauge and con-
sequently enjoy uninterrupted traffic. Island nations like Japan, the
Philippines and New Zealand have the advantage of using the gauge
which suits local conditions best, without reference to the gauges used
in neighboring countries. Japan, however, has encountered certain
difficulties in Manchuria where, in order to provide efficient interna-
tional connections with Korea and China, the 4'8}" gauge was adopted ;
it has therefore been impossible to use Japanese rolling stock for either
Korean or Manchurian lines.

Highways and Motor Vebicles: In connection with Table 3 it should
be pointed out that while motor vehicle registration data in Pacific area
countries are neither complete nor wholly comparable, the highway
data probably include a much greater proportion of dissimilarity in that
the definition of automobile highway differs considerably from country

" TABLE 3. AUTOMOBILE HIGHWAYS OPEN AND MOTOR VEHICLES
REGISTERED IN PACIFIC AREA COUNTRIES

AvtomoriLe HIGHWATS Moat;&};g;;ms
Courrry S, Mil PE:::NS
quate 53|  on
Year (}::ﬁl: ) ofNJ’[xﬂr:ao%ct Ja;uary Number Vemcte
Highway frse

ASIA:
U.S.8.R. 1939 » 1,682,000 4.9 (1940 801,000 213
Japan 19390 | 504,651 0.3 [1940 248,820 278
Manchuria 1939 18,527 271 (1940 14,350 2,749
Korea 1939 19,043 4.5 (1940 10,750 2,130
Formosa 1939 10,999 1.3 1940 4,710 1,107
China 1939 52,816 75.7 (1940 70,267 6,082
Indo-China 1938 17,051 16.8 1939 23,799 968
‘Thailand 1940 4,394 45.5 (1940 13,015 1,111
Malaya 1939 6,764 7.6 ({1940 48,565 107
Nethezlands India 1939 42,741 17.2 (1940 90,410 757
Philippine Islands 1938 11,915 9.6 (1940 54,194 295
OCEANIA :
Australia 1939 485,000 6.1 [1940(a] 895,000 7.8
New Zealand 1937/8 52,628 2.0 (1940 294,027 5.5
THE AMERICAS:
Canada 1938 496,000 7.0 1940 1,433,000 7.8
United States 1938 [ 3,065,000 1.0 (1940 | 31,136,103 4.2
Mexico 1939 56,923 13.4 1940 105,470 185
Colombia 1932 14,637 30,7 11940 | 33,143 261
Ecuador 1940 3,000 58.7 1940 3,602 833
Pern 1939 14,074 34.2 {1940 22,216 315
Bolivia 1939 5,788 87.6 {1940 1,983 | 1,656
Chile 1939 22,613 12,6 (1940 48,954 95

(s} On June 30,
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to country. The highway mileages in Table 3 have been chesen in
an attempt to include only roads generally usable for motor vehicle
raffic during the major part of the year. Roads such as Malayan bridle
tracks and cart roads, the unformed legal roads of New Zealand, and
Indo-Chinese roads described as passable for less than six months of
the year have therefore been excluded. In certain cases, e.g. Japan
and the U.S.8.R., no information on types of road is available.

The data in Table 3 illustrate two aspects of road transport—the
extension of the highway systems in relation to the land surface of the
countries of the Pacific area and a comparison of the population of
these countries in relation to the number of motor vehicle registrations.
The first describes the actual highway interconnections within a country
and the second indicates what proportion of that country’s population
has access to fast highway transport. Development in these two fields,
though to some extent related, is far from parallel or even simitar within
any single country. While Japan and New Zealand, for instance, pre-
scit somewhat comparable pictures as regards land area per mile of
rozd, the latter has one motor vehicle for every five persons while the
former has only one for every 278. Formosa, with 1.3 square miles
of land per mile of road, has 1,107 persons per motor vehicle while
the United States, with one square mile of surface for every mile of
road, has only 4.2 persons per automotive vehicle. The reverse of this
may be illustrated by a comparisan of the situations in Indo-China and
Thailand ; these neighboring countries are quite alike in the number
of persons per motor vehicle, but the former has a far greater road
network in proportion to area than has the latter. Only those coun-
tries having both an extensive highway system and a large numbcr of
motor vehicles in relation to population can be described as having
highly developed automeotive transpott. Included in this definition are
the United States, Canada, Australia and New Zealand.

Two countries showing considerable increases in their highway sys-
tems are Manchuria and Thailand. In the first the number of square
miles of area per mile of road decreased from 60 in 1933 ro 27 in 193%;
and in the second, from 225 to 46 between 1926 and 1940. One of
the countries showing the greatest changes in the ratio of population
to motor vehicle registrations was the U.S.SR. where this figure
dropped from 2,221 in 1932 to 213 in 1940; while in Japan the ratio
dropped from 700 in 1932 to 278 in 1940, and in China from 12,680
in 1930 to 6,082 ten years later.®

It is unfortunate that the very nature of automotive highway trans-
port, which first developed largely in the form of small, independent
and generally unregulated enterprises, has made the collection of traffic
data practically impossible, at least up to the present time. All that
can be done now is to compare length of roads and number of com-
mercial vehicles registered, and note the growth of the latter which in
turn has stimulated the extension of highways. In most countries
passenger cars account for the greater share of the motor vehicle re-
gistrations ; this is particularly true in the Dominions and the United

fComparisons are made with data in Tables IIT and IV, Econanvic Handbook of the Posific Area, 1934, pp. 146-147,



14 TRANSPORTATION

States. In the U.S.S.R., however, commeteial vehicles outnumber pas-
senger cars almost seven 1o one while China has seen the lead shift from
passenger to commercial vehicles in the years following the depression.
On the whole, bus registrations have not grown much in this period,
alkhough dara arc incomplete because many countries do not record
them separately from other commercial vehicles. It is probable, how-
ever, that this slower growth may be in part offset by larger capacities
of individual bus units, in which case the increase in available highway
transport would be larger than these data indicate. Japan is the only
country showing a large increase in bus regisrrations—from an average
of ten thousand in 1930-33 to nearly 30 thousand at the beginning of
1940.  Another point on which information is dificult to secure is the
distribution of Diesel units; the rapid increase in their use, however,
makes some discussion important? Their economical operation and
cfliciency for long hauls, as well as their use of crude oil, have made
them valuable in countries like China where refined gasoline is expen-
sive and where long highway hauls often replace rail service. Although
most of the world’s estimated 180,000 Diesel units are not located in
the Pacific area, China is the leader in the Far East in this respect,
having 1,851, while Japan has 120, Manchuria 350, Indo-China 100,
British Malaya 124, Thailand 145, the Philippines 94, and Netherlands
India 265. No data on Australian Diesels are available and New Zea-
land reports only 171. On the other side of the Pacific, Canada has a
mere 288 while the United States has 5,000, mostly concentrated on
the West Coast. In Latic America the only countries with important
registrations are Peru with 330 and Chile with 455. Proportionately
to total registrations, therefore, China, Manchuria and Nectherlands
India are the leading users of Diesel units in the Pacific area. As will
be noted in later sections, it is in the first two countries that the greatest
development of highway transport has occutred in recent years. In
both, highways have been emphasized lately because they are cheaper
and quicker to build than raitways and can thus meet the rapidly in-
creasing economic and strategic demands for better communications, in
spite of the relatively higher cost of highway freight. In Netherlands
India bus and truck transport have profited from short havls and from
the distances separating certain plantations from the railways. Auto-
motive transportation, however, has not been without its complications
as it intruded upon the transport and communications systems of Pacific
area countiies. In the depression yeats the fact that automotive trans-
port could be set up by one man with one vehicle, using government-
built and maintained highways, played havoc with the freight and
passenger traffic of the railways.  In some countries, such as the Unired
States, Canada and the Netherlands Indies, the fact that rail freight
rates were based on the value of the commodity hauled, rather than
the actual cost of traasport, resulted in automotive concerns’ being
able to capture this high-value trade by charging rates closer to actual

4 The following data and discussion are based on U, §. Dept, of Commerce, Bureau of Foreigs and Domestic
Commerce, Automotive World News, May 20, 1940.  As Diesel| registration figures ate not available for many

€ountrics, the world total is probably larger than befe stated.  World Digse] registrations increased 375%, between
1935 and 1940.
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costs, while at the same time not attempting to compete for the cartiage
of bulky, low-value commodities such as raw materials, from which, in
any case, the railroads had not been securing very profitable returns.
Airways: ‘'The eatliest data on commercial air services in the Pacific—
the air mail operating in the United States in 1918—refer to the Ameri-
can continent ; however, they hardly antedate the initiation of govern-
ment subsidies of air lines in Australia, which began in 1920, or the
inauguration of air transport service in Thailand in 1922. Few tegular
statistics are available referring to years earlier than the late twenties
and, while considerable progress was made in air transportation in the
early thirties, the development of this new form of transport has been
greatest since about 1936, In spite of war conditions which have cur-
tailed some services and discontinued othets, including some of the
most ambitious international ones, it is still making extraordinary strides.
In view of this recently accelerated growth, it is unfortunate that so
many of the data in Table 4 arc at least two years old. Another dis-

TABLE 4. AIR TRANSPORTATION IN PACIFIC AREA COUNTRIES
Distancy Faergur MarL
CountRY TyrE oF SERvICE Prrtog L?;J';: ] / IFLEOWN wd P‘:;;s:: ?}Rnﬁg SAR;ﬁD
CovERED . n 1honsa 'y skor. ' short
(In mitee] ' riggs) | (Numbar] | C000 tons)
ASIA:
U.5.5R, Dromestic 1939 83,885 . 307,000 43,711 12,695
Japan lnternational 1938 5,081 2,358 45411 250 681
ther 1938 4,993 1,683 28,273 84 233
China Domestic and
intetnational 1938 9,1980) 1,689 27,572 518 325
Indo-China Excluding traffic
in trapsit 1938 . . 1,829 14 19
Thailand Domestic 1936{37 44 74 22 2 14
Intecnational 1936/37 . . 845 3 5
Malaya International 1938 .. 8,007 12,774 586 1,808
Netherlands India Domestie 1938 2,904 762 19,355 98 48
Intecnational 1938 8,335 1,353 2,864 16 12
Philippines Domestic 1939 962(b) 736 22,063 1,587 8
International 1938 . .. 1,019 5 3
OCEANIA :
Australia Domestic and
international 1938/39 | (25,207) 14,009 147,919 867 370
New Guinea Domestic 1938/39 .. 1,456 14,478 13,532 81
New Zealand Domestic 1938{39 1,574 53,039 83 158
THE AMERICAS:
Canada Domestic 1938 . G544 133,000 10,838 652
International 1938 .. 2,750 16,000 15 299
United States Domestic 1939 36,581 72,572 11,876,000 4,757 8,853(c)
Foreign and
terticorial 1939 43,528 8,405(d)| 169,000(d} 699%(d; 338(c)
Mexico Domestic and
intesnational 1937 . 3204 | 67,827 2,48%€) 249
Colombia Daomestic 1932 5,321(b) 2,324 54,621 5,659 .
International 1937 .. 475 47714 .-
Ecuador Domestic and
international 1935 1,128 22,936 2,275 .
Peru Domestic and
. international 1939 1,910 29,360 [3:0] S42(b)y
Bolivia Domestic andl
. internationa 1939 . 478 18,407 1,185(b), b
Chile omestic 1939 2490wy 417 3174 16 4g( )
()} 1939,
Eb} 1938,
c) 1936,

(d) Excluding operations of
(¢) Foreign mail oniy.
(f) In addirion, 891 tons of baggage were carried.

theee Latin American subsidiaties of Pas Amerfcan Afrways,
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advantage is the probability of duplication in some of the intcrnational
traffic statistics. For instance, the Australian figures include the opera-
tions of Qantas Airways from Darwin to Singapore while the Malaya
data include all international traflic calling at Singapore and other Ma-
layan airports. In the same way, the international data given for the
Philippines, which represent Pan American’s traffic on the California to
Hongkong route, ate also included under the international rraffic of the
United States, In most cases elimination of this sort of duplication,
however, is not possible and it appeared useful to include even obvious
duplications like Pan American’s Philippine trafic in order to indicate
the relative importance of such regions as the Philippines, Malaya and
Thaifand, which serve as the crossroads of the internarional zir routes
of the Pacific. In spite of these and other disadvantages, the data givea
in Table 4 illustrate two points: (1) the greater propattion of mail in
comparison to passengers carried in international traffic as against domes-
tic service and (2) the importance of the commercial development of
domestic airways as freight carriers in cestain regions. The former
may be explained by the fact that government subsidies, for various
political and strategic reasons, have encovraged the development of
international air routes for which there is often no important commes-
cial demand. Subsidies often takc the form of airmail contracts and
cheap airmail rates, and the advantages of this form of communication
are immediately reflected in airmail statistics. ‘The second point is ex-
plained by the development of unsubsidized, commercial alr routcs as
an essentizl factor in the operation of gold mines in New Guinea,
Siberian Yakutia and in Canada’s Yukon and Northwest Territories.
These are very sparsely inhabited and inaccessible regions where more
usual forms of transportation would be too expensive to build, and
gold mining is an industry in which the value of the product, in spite
of its weight, is high enough to warrant its export by air and the trans-
pottation, also by ait, of mining machinery, personnel, and the general
merchandise needed by new communities.” A similar situation has
occutred in Mexico and Colombia in connection with gold mines in
the former and with the construction of oil pipe lines in the latter. In
the latter case, howcver, it may be assumed that, once the pipe lines
are laid, that particular demand for air freight transport will cease.

Like shipping, many international aitways operating in the Pacific
area have been financed from non-Pacific countries. The most notable
exceptions are Japan, Thailand and the United States. The air com-
panics operating in China are financed partly by American and partly
by German funds, as well as with Chinese money ; the airways in Indo-
China were operated by the French concern, Air France; in Malaya
and Australia the leading companies are Imperial Airways (British) and
its Australian subsidiary, Qantas Airways ; in New Zcaland international
alr services are partly American and partly Australian and British ; and
in Latin America airlines, both local and irternacional, have been partly
or wholly financed from Germany, Italy and the United States.

The three outstanding nations in regard to air routes and air traffic
are the U.S.5.R., the United States and Australia, as illustrated in
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Table 4. TIn Latin America it will be noted that, in proportion to the
population and size of those nations, airways are also remarkably deve-
loped, particularly with respect to passenger traffic, this latter resulting
in part from the lack of competition from other forms of transport.
Japan’s intetnational air traffic is much more important than her do-
mestic services, a tesult of the small size of Japan proper and the con-
trasting extent of her colonies and dependencies.

The U.8.8.R. is a nation which is short of cvery type of transporta-
tion and one where, because of enormous distances, the development of
alr transportation is particularly important for its economic and political
development. In the United States, on the contrary, airways have
competed with other, highly developed, forms of transportation and
communication. The country’s great size and prospetity have both
contributed to the growth of the airways network, as have its far-flung
territories and insular posscssions, The Auscralian population is very
unevenly distributed, large sections of the country being practically
uninhabited, and, uncil very recently, airways formed the only overland
connection linking all the capital citics of the Commonwealth; they
also serve to unite the Dominion with Great Britain and with other
British possessions. On the whole, however, domestic aitway traffic
1 Australia, as in the U.S.S.R., is greater than the international services.

An obstacle to the development of international aitways has been the
necessity of securing governmental permission both to call at foreign
airports and to fly over the territory of foreign countries, In most
cases, reciprocal inter-governmental agreements have had to he made.
An important exception, however, was the development of Pan Ameri-
can’s trans-Pacific service which was greatly facilitated by the possibility
of calling at American-controlled tertitory all the way across the Pacific.
China, howcver, never permitted foreign air sexvices over her territory
or at her airports, until the war enabled fapan to establish such services
in North and Central China and extending down to Canton, and to
avoid this problem Pan American Airways made private arrangements
with the authorities of Macao and Hongkong.  Japan is another nation
which has never permitted foreign air services to call at her territory.
On the other hand, Thailand has welcomed foreign planes, permitting
them to use an airport close to the milirary airfield at Dong Muang and
thereby enabling Bangkok to become an important airways juncrion.
Indo-China has also permitted cerrain foreign airlines to operate over
her tertitory, including the Chinese S.W.A.C., flying to Hanoi from
Canton, K.NUI.L.M., operating from Batavia to Saigon, and Imperial
Airways, calling at Saigon between stops at Bangkok and Hongkong,
Until 1940, however, neither Thailand nor Indo-China had allowed Japa-
niese air services to fly over their territory and, while the inauguration of
the Japanese-operated Tokyo-Bangkok line in February 1940 was based
on a reciprocal arrangement between those nations, it was not until
Septembet, after the French collapse in Europe, that permission to fly
actoss Indo-China shortened the route considerably. British authorities
have never made airways agreements with the Japanese, in contrast to
the arrangemcnts which have been made between Australia and the
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Netherlands Indies, and between Malaya and the Indies, by which
K.L.M. and K.N.I.L.M. both extended their routes to include Singapore ;
the latter also operates services to Darwin and Sydney, in return for
which Qantas Airways calls at Batavia en route to Singapore. Manila
would be a logical stopover for a route connecting Japan and Nether-
lands India, but no agreements for the extension of foreign international
airlines to the Philippines have yet been made on their behalf by the
United States, to which the foreign affairs of the Commonwealth are
reserved by the terms of the Philippine Independence Act5 On the
other side of the Pacific, American-Canadian aerial cooperation has on
the whole worked smoothly.

All the questions touched upon in the preceding pages are further
elaborated, and illustrated with whatever basic statistics have become
available, in the following sections, in which the material has been
arranged by countries and subdivided according to the four types of
transportation. The countries themselves have been taken up in geo-
graphical order, beginning with the U.S.S.R. and following down the
west shore of the Pacific to Oceania, concluding with the nations of
North America,

& In the Spring of 1941 Pan American clipper service was extended From Manifa to Singapore.

1. uvnNION OF sovier SOCIALIST REPUBLICS

Shipping: Through military losses in the first World War, about
183,000 gross tons, or 239 of the total Russian commercial feet of 1914,
was destroyed. The effects of the civil war were even more disastrous.
In 1924 it was estimated that, with the exception of the Caspian fleet,
the Soviet mercantile marine amounted to less than 100,000 gross tons
of seaworthy tonnage.! Table 5 shows the great increase, in both num-
ber and tonnage, of Soviet shipping since 1928. On July 1, 1938, 95
vessels, or 36%, of those over 1,000 gross tons, were more than 20
years old.

TABLE 5. U.8.8R.: NUMBER AND TONNAGE OF MARINE VESSELS?

Tren 1928 1932 1933 1934 1935 1936 1937 | 1938 ()
Total cumber of marine
vessels, on January lst 222 340 352 370 . i . 678 (b)
Tonnage (in thousand metric tons)

Total 3356 TTL0 867.5 993.9 11,2084 | 1,249 | 1,308.4 1,370 {)
Motor ships 45.1 257.8 330.2 403.1 . . . ‘e
Stearnships 290.5 5192 537.3 590.8

{a) On July 1.

(b) Tncluding S03 steamers and 141 Diesel-propelled vessels,
(c) Approximate gross tonnage.

Table 6 indicates the tonnage of imports and exports carried in Soviet
and foreign vessels in 1932, 1934 and 1935, Unfortunately, ng later
data are available,

1 Saugstad, 1. E., Shipping and Ship-buiiding Subridies, 11.5. Department of Cammerce, Trade Promotion Series,

No. 129, Washington, 1932, as quoted in Fcompmic Handhook of te Pacific Area.
£ Sotsialisticheskos Stroitelsiva; 1938 data from Foreign Shipping Newr, 1940, No. 18, May 3.
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TABLE 6. US.S.R.: FOREIGN TRADE, BY NATIONALITY OF
CARRYING VESSELSS
{(In thousand metric tons and in Bercontages of total imports and exporis )

CARRIED N "
BOTTOMS OF Tyes op 1913 1926 1928 19230 1932 1934 1935
THE FOLLOW-
NG NATIO- Trars
NALI{IES Tons % | Toos % | Tons 9 | Tons % | Toas % | Tons 9%, | Tons 9

U.S.5.R, Imports e PR PN - 815 41.6| 682 829/ 715 674
Exports e e . [ 886 52| 2,673 16.6| 3,845 24.2

British Imports 420 21.5 51 6.2 38 3.6
Exports 2,218 12.9] 2,004 12.4] 2,225 14.0

Danish Imports e e e e 88 4.5 6 07 it 1.0
Exports e P e .. 672 3.9; 671 42| 710 4.5

French Impaorts e s P AP N - e . .
Exports v P . . 659 3.8 416 26, 2735 1.7

German Imports . e e . 300 15.3 30 36 1 01
Exports 1,637 9.4) 1,248 84 137 8,7

Gteek Imports e e P e e P e e ... e e
Exports e - P PP 2,085 12.2| 2,406 14.9{ 2,497 157

Tajian Impotts R e e PO DY e
Baports | . b [ 2902169 1,802 107 1458 72

Japanese Impozts s . e e 25 1.3 8 1.0 157 14.8
Exports AP e e PO P 935 541 193 12| 203 1.3

Norwegian Imports e . e .. .. 159 8.1 6 0.7 44 4.1
Exports e FRR e e e 2,464 14.3| 1,885 11.7 1,405 8.8

Swedish Imports e .. PO e ee e e S
Exzpotts e A Ve e e e 808 471 612 3B[ 581 3.5

Other Imports e A A e 151 77 40 4.9 95 8.9
Exports R P P e 1,925 11.3] 2,117 12,5} 1,637 10.6

Tatal Imports 5,504 1,128 1,3M 1,815 1,058 823 1,061
Exports 15,662 9,337 5,337 20,171a) (17,171 16,127 15,873
{2) 1930-31.

TABLE 7. USS.R.: SHIPPING ON INTERIOR WATERWAYSS

Lencreor Navicaore
Frergur CARrED (a) pEs:::;?S WaATERWAYS Iv
Perion {1 maiblizn don-filometers) (I million passengar- (Of;’ft;-:‘;f:’n‘;
kilonseters) kitameters)
A B

1913 37,198 72.0
1925-29

Average 21,437 15,902 (b) 2,036 68.3
1930 33,376 . 4,045 75.0
1931 38,756 - 4,061 76.0
1932 36,127 25078 4,572 77.6
1933 . 25,966 3,723 §2.2
1934 o 28,887 3.014 81.2
1935 . 33,932 2,895 83.8
1936 33,300
1937 33,100 101.0
1938 s 32,000 3,200 -
1942 115.0(c)

(a) Column A quotes Satsialicticheshoe Stroitelsive SSSR, 1934, while Column B quotes the same yearbook for
1936. In the former, the figure for 1928 is 22,815, while the larter gives it as 15,202, No explanafion has been
found by the editacs for the discrepancy in the 1928 or 1932 figures and both are thetefore given,

{b) F'igur: for 1928 only. See footnote (a),

(¢) Plan.

3 Vneshiaia Torgovlia SSSR.
4 Sotsialisticheskoe Stroftelstvo SSSR, Rechuoi Trensport.
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The development of the Northern Sea route is important from the
point of view of transportation facilities in Siberia for it forms another
link with European Russia; as the main rivers of Siberia flow north-
ward, this route will connect with inland waterways. Figures for
shipping traffic on the latter are given in Table 7.

In 1240 more than 100 vessels operated in Soviet arctic waters. It is
hoped that the Notth Sea Route can become a normally functioning
commercial sea lane for about two moaths yearly throughout its length.
In the Far East, Vladivostok is the focal point for shipping as its har-
bor is kept free of ice and it is the terminal of the trans-Siberian rail-
road, It is estimated that one quartcr of Russian merchant shipping
is assigned to the Far East, and September 1940 saw the inauguration
of a new Soviet shipping route from Vladivostok to Seattle, the first
regular service on this route.b

Railwayr: The selative importance of railways in the Soviet trans-
portation system is indicated by the fact that in 1937 909, of all freighe
was carried by rail, 8%, by waterways and only 29 by truck.® “Frans-
port conditions have long been considered the Achilles’ heel of the
counrry’s economy . .. ."” and this i particalarly true in Siberia. Of a
total railway mileage of some 53,000 miles in 1939, the larger part was
netted over Huropean Russia, thinning out toward the east. Fast of
Omsk “the wide expanse of Siberia depends on the Trans-Siberian for
a rail traffic artery, with only a few feeder lines.”” The most immediate
problem is the reconstruction of the permanent way, largely laid with
old, light rails which must be replaced in order 1o carty the heavy
traffic resulting from the growing industrialization of the region. “New
and heavier rails have been lzid on some 16,000 miles, but all the tracks
must be strengthened and the roadbed metaled.” In the second Five-
Year Plan “both the railways and the river transport system in the
Khabarovsk Region tripled the freight they carried in the last five-year
period.””  The main railway connccting Moscow and Vladivostok is
double-tracked throughout its entire length, In addition to the Trans-
Sibetian, there is the new Baikal-Amur Magistral, or trunk line, which
will run north of Lake Baikal; this has been uander construction for
some time and it is reported that 1946 will see its completion. New
lines from Ufa to Omsk and from Ufa to Akmolinsk in central
Siberia are now completed. These roads, together with new scctions
to run from Akmolinsk to Barnaul and Taishet, will be combined into
a new trans-Sibetian railway, running south of the present line from
Ufa to Taishet, and north of Lake Baikal thercaftcr® Other new
lines include one connecting Volochaevka (near Khabarovsk) with
Komsomolsk, which is now 1n operation; two othets, one ranning
from Ulan Ude to Kiakhta on the Mongolian frontier and another
connecting the Turk-Sib with the Chinese frontier, are both reported
completed.

19: OFpr:r;gn Jkipping News, 1939, No. 52, Dec. 29; 1940, No. 38, Sept. 20 ; and Foreign Comperer Weekdy, Oct. 19,

8 Molotov, V., “Report,” [ndustriya, Max, 16, 1539,
? Far Eastern Surwy, 1939, pp. 299.300; 1940, p, 182,
B The New York Times, November 15, 1940,
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Practically the entire length of Soviet railways is 5 gauge; in 1913,
of 58,549 kilometers of line within present-day frontiers, 55,574 were
of that gauge; in 1935, of the rotal 83,818 kilometers of line, as much
as 82,721 kilometers were wide gauge. (References to “present-day
frontiers” indicate the frontiers as of mid-1939, excluding territories
acquired thereafter.) Electrified line has increased from some 128 kilo-
meters in the 1930-34 period to 1,193 kilometers on December 31, 1937,
and to over 1,800 kilometers in 1939, ‘Total available locomotives on
January 1, 1940, taking depreciation into account, are estimated at
20,214; and railway cars, both passenger and freight, on that date,
mncluding depreciation, were estimated at 728,050, in terms of 2-axle
units.? The total freight-catrying capacity of freight cars in 1929 was
8.7 million metric tons ; this increased to 12.3 in 1935, 13.7 in 1936 and
15.7 in 1937.

Figures given in Table 8 include the whole Soviet Union; unfor-
tunately, data by regions are not generally available, Freight trans-
ported from the Far Eastern economic region increased from 5.4 million
metric tons in 1932 to 15.6 in 1937, or by 288.99,.20 This, however,
Is only a minor part of the total freight transported in the Soviet Union
in 1937, which amounted to 517 million metric tons.

TABLE 8. US.S.R.: RAILWAY OPERATIONS!

PassENGERS CARRIED Frereur CaRnirp
Prap | g on — — —
(I mithons) | L rilonitsy | (nition | (Trmilor

1913 (a} 58,549 184.8 25,215 132.4 65,696
1923 69,640 121.8 58.0
1927 75,753 254,2 1359
1928 76,863 291.1 24,255 (b) 156.2 81,887 (b)
1929 77,010 365.2 e 187.6 113,000
1930-34

Average 81,041 821.2 . 68,783 269.2 166,110
1935 83,818 919.1 67,936 388.5 258,066
1936 84,367 990.8 76,960 483.2 323,500
1937 85,280 (c)|  1,142.0 90,900 516.7 355,000
1938 (d) 86,000 1.177.8 516.3 370,500
1939
1940 84,800 ()
1941 .
1942 510,000 (f)

() In present-day frontiers, excluding Finnisk, Polish, Baltic and Rumenfin territorics,

(b) Avecrage, 1925-1929,

{c) On July M, 1937,

{d) Prcliminary.

(e) First track mileage on Janvary 1, excluding Western Ukmine and White Russia {6,700 km.), Bessarabia,
Narthern Bukovinz and regions ceded by Finland (2,300 km.) and Latvia, Estonia and Lithuania {7,000 km.),
U.g_.) I]?chf: of Commerce, Industrial Refertnce Service— Part 9— Motive Produrts and Eqedpment, November 1940,

B U.5. Dept. of Commerce, Industriaf Reftrence Service—DPard 9— Motive Products ond Egpdpment, November 1940,

10 Foreign Railoay News, 1940, No. 2, Jan. 12.

11 Narodnaye Koz yaistvo, 1932, ag quoted in first edivion of Eronomic Handbaok; Sotsialisticheskoe Stroifelitva
SSIR.; and $.8.8.R.: Kapitalisticherkie Strany, 1939 ; und Plarovoye Kbogiastuo, No, 8, 1939, a5 quoted in Foraign
Railway News, No, 3, Jan. 19, 1940.
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Highways and Motor Vehicles: Highway statistics for the Soviet Union
are not available in any detail. The most gjgnificant appear to be those
in Table 9, which shows the increase in"length of postal automobile
roads since 1928, 1In 1913 postal roads of all kinds measured 170,900
kilometers and this increased to 350,000 in 1928. In that year roads
of all types in the Union extended 1,238,200 kilometers, and apparently
included some 36,000 kilometers of roads paved in stone. This grew
to 1,368,000 kilometers of constructed roads on January 1, 1935, of
which 1,146,400 were natural gravel and 221,600 were built roads.” In
1939 it was reported that there were 2,706,800 kilometers (1,682,(_)00
miles) of highways in the U.S.S.R. but details on types of construction
were not available.i?

TABLE 9. U.S.S.R.: LENGTH OF POSTAL AUTOMOBILE ROADSH
(I thoxsand Ailometers)

1913 j 1928 ] 1929 1930 1931 - | 1932 , 1934 ) 1935
0 | 109 | a6 | 207 | 24 | 240 | ses | s4e

Highway construction in the Far Eastern Region was financed with
some 265 million rubles in the second Five-Year Plan. In 1935 an
automobile road 250 miles long was completed, connecting Komso-
molsk and Khabarovsk ; another between Khabarovsk and Vladivostok,
500 miles in length, was also finished at the end of the same year. The
latter forms part of the projected Vladivostok-Moscow turnpike. High-
ways and caravan trails some thousand miles long connect the Trans-

TABLE 10. US.SR.: NUMBER OF REGISTERED MOTOR VEHICLESY

Tvep oF 192529 | 1930-34 1935 1936 1937 1938 1939 1940
VEHICLE AVERAGE | AveRrace

Passenger cars 8,417 9,297(a)] 33,500 44,100 52,000 65,09 85418 102,000

Trucks 8,075 39,241 146,500 | 201,500 300,000 | 449344 587,534 699,000
Motorcyeles 6,550 7,961 . .- . 6,000 6,000 -
Others 1,395 1362 - o 4,000 L .

Toral 24437 | 57,861 | 180000 | 245600 | 356,000 | 520,440 | 678952 | got.000

(2) For 1930 the figure given is 10,000 ; for 1931, 2,610; and for 1932, 12,857, The 1931 fgure appears to be
a misptint.

12 The ftatesman’s Year-Book and 1.S. Dept. of Commesce, Automotive World News, Sept. 1, 1939,

13 Sotsialirticheskoe Stroitelstny,

14 U5, Dept. of Commeree, Foreigm Commerce Year Book, cxcept for the data for 1925 and 1926 which are quoted
from Siavicvichesky Spravochnit STSR, 7923, and the data for 1939 and 1940, from Awtomotive Warld Neay, It
should be pointed oue the less detailed figures given by certain Soviet sources differ somewhat from the above :

{In thousands )

TYPE OF VEHICLE [ 1913 [ 1935 1936 1937 1938
Passenger cars,
including others . 63.8 70.5 95.5
Trucks . 201.2 315.5 474.5 .
—
Total 10 ] 265.0 386.0 570.0 760.0

These figurcs arc quoted from SSSR § Kapitalisticheskis Sirany, 1939, and Sotsialisticheskos Strottelstvo.
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Siberian Railway at Ulan Ude and other points with Chahar, Shensi
and Suiyuan; but although. these routes ate graded, they are not sur-
faced beyond Ulan Bator, *Other roads connect the Turk-Sib railway
with China via Sinkiang and Kansu and with Outer Mongolia along
the valley of the Irtysh.

Table 10 indicates the number of motor vehicles registered in the
U.5.5.R. in the last fifteen years. The sharply increaseg use of motor
vehicles in Sovier agricultute between 1933 and 1938 is illustrated in
Table 11,

TABLE 11, US.S.R.: TECHNICAL EQUIPMENT OF AGRICULTURE®
(Tn thowusands)

AT THE END OF THR YEAR ; 1933 1934 1935 1936 1937 ‘ 1938

‘Tractors, 210.9 276.4 360.3 422.7 454.5 483.5
Tractors,

horsepower 3,209.2 1 4,462.8 1 6,184.0 | 7,672.4 8,385.0 | 9,256.2
Combines 25.4 323 50.3 B7.8 128.8 153.5

Locomobiles and
nner cormbustion

ptime-movers 48,0 60.9 69.1 72.4 77.9 83.8
Threshers 120.3 1219 1201 123.7 126.1 130.8
Lorries 26.6 40.3 63.7 96.2 144.5 195.8
Passenger cars 4.0 5.5 7.6 7.6 8.2 9.6

Highway transportation is used in the Soviet Union but not to any
great extent. Tt is largely managed in rather small units with resulting
loss in efficiency,18

“Aérways:  Soviet airways, which are government-operated, started in
1922 with 250 miles of lines. All pasts of the Union are now can-
nected by air and international services reach Berlin, Stockholm, Sofia,
and Urumchi (in Sinkiang). In Siberia air lines now follow the great
rivers, connect with distant goldfields, especially in Yakutia, and con-
nect Ulan Ude and Ulan Bator. “Aviation to and from the arctic re-
gion is of considerable importance in the opening of the Soviet far
north, .. . The planes engaped in polar flying during the navigation
season of 1936 travelled 1,398,750 miles with a flying time of 12,900
hours. Passengers carried numbered 5,400 and freight transported
weighed 1,980,000 pounds.”  An indication of rthe importance attach-
ed 1o the North is found in the fact that aviation in that region is under
the control of the Chief Administration of the North Sea Rourc—the
only exception to the rule that all civil aviation in the U.S.S.R. is under
the authority of the Chief Administration of the Civil Air Flee:® Re-
gular air mail flights were scheduled to begin in 1937 from Khabarovsk
to Cape Wellen during the wintcr, when that region is otherwise quite
isolated ; and tegular air services were scheduled to hegin in December
1938 between Viadivostok and Moscow.® Air conmections exist be-

15 Stalin, Josef, “Report,” Bofiberik, March 1939,

18 Forsion Cammerce Feeky, Nov. 2, 1940.

17 Far Eastern Survey, 1937, p. 79,

18 Smich, Sydney B., Pacific Aviation, unpuhklished manuscript,
12 Far Eadtra Survey, 1939, P 2
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tween Kamchatka and Sakhalin, and the mainland; in 1940 two im-
portant new services were inaugurated, from Moscow to Irkutsk and
from Moscow to Alma Ata, 4,538 and 3,576 kilometers long respectively.

Table 12 gives figures on the operations of commercial airways since
1925, excluding those of Deruluft, 2 half-German, half-Soviet concern
which operated air scrvices between the U.S.S.R. and Germany from
1922 until the end of 1936. With the improvement in diplomatic re-
lations between these countries, service was resumed early in 1940, but
Deruluft was not revived. An indication of the proportion of Soviet
airways operations which take place in the eastern portions of the coun-
try is found in the fact that in 1938 “Far Eastern commercial pilots flew
2,860,000 miles carrying about 16,000 passengers and 1,422 tons of
freight and mail.”2¢

Reliable reports, including Soviet sources, explain that the com-
paratively unfavorable operations in 1939 were caused by the use of
part of the civil air fleet for services of a military character; probably
this use took the form of urgent mobilization and other transportation
rather than specifically military operations.

While complete 1940 data are not yet available, total ton-miles flown
in that year numbered 20,293,200, a considerable increase over the 1939
figure of 15,783,600. Other estimated data for 1940 are included in
Table 12,

TABLE 12. USS.R.: OPERATIONS OF COMMERCIAL AIRWAYSH

Totat Trarric,
Lenoru or K ns Passencers I;:i?éﬁ?ifﬁ;‘f
ARwars ON LLOMEYE 4 + TotaL Tons
Yean RIED Ba
I:)E:}:;:J:S {i Inl:bL:::sds ) I I:rc t'}:umnd.r gl ]:é:;ccnﬂ.;b‘b Casrmo
(In thotcsand
don-kilometers)

1925 3,354 498 3.1 9,885
1926 4,764 938 3.6 8,452
1927 5,922 1,451 6.1 9,454
1928 9,326 1,726 7.0 e N
1929 15,426 2,751 9.3 440
1930 26,316 3,962 12.0 729
1931 27,7116 5,241 19.0 1,294
1932 31,934 5,413 27.2 1,571 A
1933 34,761 9,304 42,7 2,898 Mail Freight
1934 42,440 17,864 68.5 5,991
1935 45,609 26,721 96.3 9,324 5,800 10,000
1936 50,384 . 178.3 21,926 6,200 32,800
1937 104,000 s 235.0 25,000 9,000 36,000
1938 93,300 @) ... 2027 (2) | 30,300(a) | 10,700 45500
1939 135,000 307.0(b) 28,000 11,517 39,654
1940 (c) 142,000 e - 36,000 - .

(a) Excludes Narthern Sea Routes: roml Tensth jp 1938 12,300 ki) : i ;
wotk, 1435000 tanameh B ength in , 12, ometers | passengers cacried, 12,270 ; tatal

(b} Approximarte,

{c) Esumated.

20 Jhid, 1940, p. 182,

2% SESR i Kapitalisiicheskis Stramy, 1939 ; Sotsiafisticheskos Straitelstvo ; Far Eastern Survey, 1936, p. 125 ; Farei) ']
Commerce Weekly, Nov. 2, 1940; National Erononric Plan of the U.5.5.R. fer 1937; Provda, :\):;g. 18,’1';38. and Aui.
::. 340: State Plan Commission, 1938 Yearbook, 1939 ; and Ciif ~Aviatien, Nos, 4-5, 1940, as quoted in Smith
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2. JAPAN

Shipping: Of the eight main shipping nations of the world anly one,
Japan, is an Asiatic nation, and from the point of view of total tonnzge
it is a poor third. In the 1931-1939 period, however, it made the
fargest gain of any nation, 31,79, while Norway’s and Germany’s gains
were 19.0%, and 6.19, respectively. In a single year, June 30, 1938,
to June 30, 1939, Japan’s gross tonnage increased 12 %. It should also
be noted that Japan’s merchant fleet 15 a fast and modern one.

TABLE 13, JAPAN'S PLACE IN WORLD SHIPPING!
(In thonsand gross toms, excinding saifing vessels and steamers wnder 100 tons )

Covery et T e Sk
British Empire 23,127 20,719 21,002 —
U.S.A. 12,892 11,404 11,490 -
Japan 4,276 5,007 5,630 +
Notway 4,062 4,613 4,834 +
Gerrnany 4,226 4232 4,482 -+
Italy 3,274 3,259 3,425 + (a)
The Netheilands Lm 2,852 2,969 -
France 3,513 2,881 2,934 -
Total, including others - 68,508

(a) In 1938 Ttaly’s toanage, 3,259,000, was still under the 1931 figure.

The increase of shipping tonnage depended largely on the purchase of
foreign ships during the 1920 but this practice is now ptactically pro-
hibited as it 1esulted in too Jarge a proportion of old vessels. While
in 1913, 23.6%, of registered Japanese vessels by number and 13.19, by
tonnage were less than 5 years old, in 1929 comparative figures were
15.69% and 9.2%. In the next few years a government-spansored
scrap and build program and heavy taxes levied on the purchase of old
vessels so altered the situation that in 1936 (the latest date for which
figures are available) 21.29% by number and 15.49%, by tonnage were
less than five years old. In other words, the modernity of Japan’s
merchant matice, from che point of view of ronnage, was proportionately
a little greater than before the first World War, Vessels having a speed
of over 15 knots increased in number from 124 in 1929 to 208 in 1936,
and from 762,000 to 1,335,000 registered tons.

Table 14 indicates the share of foreign nations in Japan’s shipping.
A different classification of the nationality of Japan’s ovesseas ship-
ping is given in Table 15, which shows the value of goods cartied by
the vessels of each nation. In the pre-War period about half of Japan’s
trade was carried in her own vessels; in the early thirties, this propor-
tion was something like three-quarters, and in 1936, the latest year for
which data have been published, it had fallen to about two-thirds. The

» Liosd's Regiter of Shippirg, a5 quoted in fapan-Moncboukso Year Book, 1940, p. 215, and Forvign Shipping News,
1939, Ro. 35, Sepr. 1.



TABLE 14. JAPAN: TONNAGE OF STEAM VESSELS ENTERED FROM
FOREIGN COUNTRIES, BY NATIONALITY?
(In thousand tons and percentager of iofal ionnage)

1909-13 [ 1925.23 | 193034 | 4935 1936 1937 1938 1939
AVERAGE | AVERAGE | AVERAGR
NATIONALITT
Tonnage %, I Tonnage %, | Tonnage %, | Tonnage %, [ Tonnage %, Tonnage %, i Tonnage % ( Tonnage %
Japanoese 10,170 47.8{32,873 66.0|37,950 63.5(43,932 59.5(45,573 59.5|41,161 56.5|36,659 58.9144,020 67.2
Kwantungese ve e | .o o] 3,522 59| 3,531 4.8] 3,941 5.1 3,318 4.6 2,065 3.3| 2,608 40
Chinese 43 .2 38 1| 356 .6 1,806 2.4 3,340 4.4 3,933 5.4| 2,311 37| 1618 25
Hoagkong PP I . 36t 6| 484 7| 530 7[ 527 .7 480 .8 431 .7
British 6,394 30,0 8,935 17.9| 7,996 13.4/10,656 14.4[10,497 13.7|11,053 15.2| 9,943 16.0/ 7,311 11.2
Canadian I 710 1.2] 742 LO| 720 9 659 9] 565 9 642 10
French 344 16| 640 13| 482 8| 298 4/ 30 4| 343 .5 282 5 169 3
German 1,516 7.1 1,084 22| 1,351 23| 1,927 2.6} 1,687 2.2| 1,637 2.2| 1,460 23| 1,062 1.6
Netherlaad
(inck. Nether-
lands Indian) 184 5 1,090 2.2/ 1,280 21| 1,532 2.1] 1,465 1.9 1459 2.0 1,319 21§ 1,199 18
Norwegian 250 12| 614 1.2[ 1,251 2.1| 2,876 3.5/ 3,138 4.1| 3,646 50| 3,377 54| 2477 3.8
U.S.A. 1,346 63| 3,611 7.3| 3,386 57| 3,750 5.1| 3,080 4.0/ 2419 3.3] 1,162 1.9) 1,050 1.6
Other 1,027 48| 914 1.8 1,144 1.9} 2270 3.1 2,367 3.1| 2,727 3.7] 2,604 4.2| 2,923 4.4
Total 21,288 49,799 59,789 73,804 76,648 72,882 62,237 65,510

TABLE 15. JAPAN: VALUE OF GOODS CARRIED IN OVERSEAS TRADE,
BY NATIONALITY OF CARRYING VESSEL (Including Sailing Vessels)®
(In million yen)

. 930-3

I R = I
Japan Exports 244.4 | 1,511 1,148 1,697 1,827
Imports 236.5 | 1,490 1,045 1,549 1,716
Kwantung Exports e . . 53 47
Imports e e . 48 60
China Exports 0.4 0 2 22 36
Imports 0.5 1 4 30 61

Hongkong Exports o . 22 21

Irports
Great Britain Exports 124.5 299 151 215 228
Imports 191.2 417 237 315 346
France Expotts 31.9 24 11 30 33
Imports 9.0 20 7 7 8
Germany Exports 42.2 6 18 44 46
Imports 55.2 93 62 91 111
Netherlands Exports 2.1 32 3 11 13
Imports 5.7 37 9 12 9
Norway Exports 2.0 2 16 43 72
Imports 2.3 43 73 127 172
Denmark Exportts 0.1 0 9 22 18
Imports 3.0 12 19 33 42
United States Exports 39.5 167 106 146 113
Imports 17.4 157 96 131 110
Other countries  Exports 6.9 50 145 194 234
Impotts 26,5 63 130 128 128
Total Exports 4940 | 2,091 1,609 2,499 2,688
Imports 547.3 | 2,333 1,682 2,47 2,763

2 Finangial and Eronomic Annual of Japan; and Monibly Returns of the Fareign Trade of Japan.

8 Fimancial and Ecororic Annwal of Japan.
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greater share carried in Japanese bottoms in the depression would appear
to reflect an effost to conserve foteign exchange. While this effort was
continued in 1935 and 1936 (although the situation was less pressing),
the increases in the value both of the toial trade and of that carried in
Japanese vessels in those years were evidences that the volume of busi-
ness was expanding faster than Japan’s ability to carry that increase in
her own ships,

Japanese shipping is controlled by the Shipping Control Committee,
which is in charge of rates, and the Central Maritime Transportation
Control Association, which has jurisdiction over operations.d Greatly
increased traffic resulting from Sino-Japanese hostilities reduced the
Japanese tonnage assigned to ocean routes from 1,680,000 in 1936 to
1,400,000 in 1940. This situation was intensified by the withdrawal of
" large portions of British, Dutch, Daaish and Scandinavian tonnage from
the Pacific Ocean as a result of the war developments in 1940. In
view of the increased shipping activity favored by the Japanese govern-
ment, restrictions on importing and chartering tonnage were being re-
Jazed toward the end of 1940.5

Railways: 'The Japancsc railway system started in 18725 in 1937 it was
still almost wholly steam operated. Japanese railways are narrow gauge,
ie., 36" wide. In 1937, of 17,422 kilometers of state lines worked,
15,293 kilometers were single track. ‘The main railway lines are owned
and operated by the state which purchased them in 1907, while minor
and feeder lines are under local management, but local lines receive
certain government subsidies. In 1938, 246 local lines operated 6,824
kilometers of line. A large proportion of Japan's freight trade is water
borne. Of the 87 million metric tons carried by the state railways in
1938, 38.5 million, or 44.19%, were accounted for by coal shipments.
While the proportion of passengers to freight carried is very high on
Jepan's tailroads, the average passenger journey was only 24.8 kilo-
meters on the state and 8.7 kilometers on the focal lines in 1937, Both
state and private lines continued to operate at a profit from 1928 to
1937. Statistics on the operation of state and local lines are given in
Table 16.

As was the case with shipping, tailway operations have greatly in-
creased as a result of Sino-Japanese hostilities. This is apparent in the
1938 figures given in Table 16; comparative data for the first ten moaths
of 1938 and 1939 given in Table 17 indicate that the trend is continuing.
While no indication is given as to whether or not these figures cover
the operations of auxiliary services such as motor trucks, buses, ships
and ferries, a comparison with fiscal year totals for 1937 and 1938 would
seem to indicate that the auxiliary services ate included. ‘The monthly
average volume of revenue freight carried by the Japanese State Rail-
ways 1ncreased from 4,972,000 metric tons for the 1921-25 average, to
7,936,000 in 1938 and 8,549,000 in the first 11 months of 1939. Al-
though certain railway statistics have been regarded as military secrets
since October 1939, it is reported that in 1940 passenger traffic had

4 Foreign Commerce Weekly, Jan, 25, 1941,
& Foreign Shipping News, 1940, No. 22, May 31,
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increased 609, over 1936, and that April 1940 showed a 309, increase
over the same month of 1939. Resulting serious traffic congestion has
caused the government railways to reverse their policy of encouraging
passenger travel.S

TABLE 16. JAPAN: RAILWAY OPERATIONS?

YEARs ENDING Trre on 8!1361’}{ or Lme PnsAsnz:LG;:ts goom! ::;mn.
Marcu 31, LINE P[’!: L%;l;:;;m (Ifmiflionr) ( ’bm;onr) il
1909-1913 Average State Lines 7,821 140 27,339
Local , 901 27 2,642
All . 8,722 168 29,981
1925-1929 Average State Lines 12,941 738 75,507
Local 5,256 2m 21,292
Al » 18,198 1,015 96,779
1930-1934 Average State Lines 14,905 819 67,121
Local ,, 6,963 431 23,626
All as 21,868 1,250 90,746
1935 State Lines 16,427 914 77,478
Local , 7,088 500 26,327
All » 23,516 1,413 103,805
1936 State Lines 17,030 985 81,039
Local ,, 7,098 532 28,130
Al » 24,128 1,517 109,169
1937 State Lines 17,422 1,042 89,342
Local ,, 7,019 576 30,059
‘ All . 24,441 1,634 119,401
1938 State Lines 17,934 (a) 1,009 (b) 87,294 (b)
Local ,, 6,824 (a)
Al » 24,758 (a)
1939 State Lines 1,522 (b) 97,440 (b)
Local ,,
All 2

(a) Japan-Manchoukso Year Book, 1940, pp. 195, 197. These data tepresent operating lines.
(b) The Oriemtal Heomomise, Sepr. 1940, p, 575,

TABLE 17. JAPAN: GOVERNMENT RAILWAYS, COMPARISON OF
RESULTS IN FIRST TEN MONTHS OF CALENDAR YEARS 1938

AND 19398
TTeM 1938 1939 9% or InCreAss
Passengers carried (in millions) 1,084 1,279 17.9 (@)
Freight loaded (in thousand metric tons) 77,516 86,859 12.0
Freight discharged
(in thousand mettic tons) 84,828 94,458 11.3

(a) Figurc as given in sowrce, 10,69, apparcntly a misprint.

Highways and Motor Vebicles :  Except in the vicinity of the larger cities,
Japan lacks good roads. Recent figures on Japanese roads are not
8 Foreign Cortmerce Wekly, Nov. 2, 1940; Foreign Reilway News, 1940, No. 7, Feb, 16,

? The Department of Finance, Firancial and Eroromic Amual of Japan.
8 Foreign Raifugy News, 1940, No. 7, Feb. 16.
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available, as they are considered matters of military importance. Al-
though Japanese statistics do aot furnish information on paved or un-
paved roads, or suitability for automobile traffic, the designation of
national and prefectural roads as “routes” and of municipal and village
roads as “chemins” in official government publications® seems to in-
dicate that the latter are not primarily designed for motor vehicle traffic
although a considerable proportion can carry motor vehicles. The
widths of national and prefectural highways are to be more than 24 and
18 feet respectively, those of important municipal and village roads
more than 18 and 12 feet.  Table 18 shows the development of Japanese
roads from 1924 to 1935. In 1939, 957,000 kilometers of highways
were reported in Japan, but no data were available for the different
types of roads.10

TABLE 18, JAPAN: ALL ROADSU
(In kilorseters )

Tres or Roap 1924 raiind Hus0-34 1935
National highways 8,181 8,253 8,196 8,108 {a)
Prefectural highways 91,730 97,382 100,206 103,904
Municipal roads 17,547 23,939 35,815 45,018
Village roads 915,643 814,179 810,285 807,377
Local roads 3,454

Total 1,033,101 937,143(b)|  959,610(b)|  971,442(b)

(a) Given elsewhere on the same page as §,463,
(b) Etror not editor's,

Table 19 shows the motor car and other roads used as postal routes
from 1929 to 1937.

TABLE 19. JAPAN: ROADS USED AS MAIL ROUTES!:
(In Eilgmetors)

YEAR Enpmvg Maren 31 Mortor Car Roaps Oruer Roans
1929 10,808 16,691
1930 12,521 15,590
1931 13,472 14,484
1932 15,266 17,288
1033 16,648 16,594
1934 16,821 16,343
1935 17,215 15,855
1936 18,010 15,234
1937 19,909 14,781

The Japanese Postal Service had 80,344 kilometers of toutes in 1937,
17,366 of which were water routes ; 6,033 kilometers, air routes ; 22,191,

? Bureau de 1z Statistique Générale au Cabinet Imy étial, Resumé Statistigue de ' Empirs du .
19 Autonotive World Newr, Sepr. 1, 1939, P # e du fapon.

LY Japan-Manchoukus Year Bosk
12 Jhsd,
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railway ; 64, other; 19,909, motor car roads; and 14,781, other roads.
Beginning in 1907 with 16 motor vehicles, there were 4,683 passenger
cars and 7,439 business cars registered in Japan by 192137 The growth
of registrations between 1925 and 1938 is shown in Table 20.

TABLE 20. JAPAN: MOTOR VEHICLE REGISTRATIONSM

ON Januaky 1 1925-29 | 1930-33 1935 1936 1937 i 1938 1940
AveERace AYERAGE

Passenger cats | 30,963 56,173 | 53,012 59,716 | 65,560 | 75,720 |106,000

Trucks 10,624 | 30,976 | 41,441 | 46,871 | 53,170 | 70,707 | 50,000

Buses 5558 | 9,802 | 25359 | 26672 | 28.151 | 29334 | 29.800

Motorcycles 17,579(a)} 35.419 500(b)( 51,711 { 56,506 | 57,506 | 62,900
Total 64,724 (132,370 (120,312 (184,970 [203,387 |233,267 248,820 (c)

{a) Three-year averape, 1927.29,
(b) Apparently a misprine,
{c) Including 120 Dicsel units.

In connection with passenger car figures, however, it should be noted
that a Japanese source’ which gives a total of 74,008 “ordinary cars™
at the end of 1935 divides these into 9,213 passenger cars and 64,795
taxicabs.

Commercial motor transportation is developing in Japan. Eighty-
five motor truck companies carried 334,234 metric tons of freight in
1936-37, and 2,123 motor bus companies (about three-quarters of the
bus carriers) transported over a billion passengers. The Department
of Railways runs a motor car service which, in 1937, carried 8,944,321
passengers and 73,724 metric tons of freight.!6

Airways:  While airmail between Tokyo and Osaka started as eatly
as 1925, the development of commercial aviation in Japan lagged behind
that in other countries, until 1935, partly because the mountainous
configuration of the country presented serious obstacles and partly be-
cause the comparatively short distances between important centers mi-
nimized the characteristic time-saving advantages of air transport. The
greatest expansion began in 1937-38, coincident with the outbreak of
hostilities, and took the form of the development of important air routes
in the eolonies and Japanese-dominated areas. A service to Formosa
was inaugurated in 1936 as well as a one-day service from Tokyo to
Mukden which was soon extended to Hsinking. Services to Sapporo
and Tientsin began in 1937 and to Peking, Nanking, Canton and Palan
in the mandated islands in 1938 and 1939 ; regular service began on the
new Tokyo-Bangkok airmail route, 3,107 miles long, in 1940. At the
end of 1938 the Japan Airways Company, a merger of the two main
air companies, was established. It is 2 half-governmental company with

13 Ihid,

54 Forcign Commrerce Year Book; and Motive Products Division, U.5. Dept, of Commeree, Figures for 1939
ate omitted becausc they are identic with those for 1940, with the exception that the 1939 motorcycle figuse is

16 The Japan Year Book, 19391940, p. 581,
16 j5id., pp. 570, 581,
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a practical monopoly on national and international civil air transporta-

tion. Table 21 illustrates the development of civil aviation and refers
to routes taken over by the Japan Airways Company.

TABLE 21. JAPAN: GROWTH OF CIVIL AVIATION, NATIONAL AND

INTERNATIONALY
AGGREGATE
LeNGTH o7 LencTH oF PASSENGERS Goons M Matres
YEar Roures FricrTs CarnIED ConveYED CoNvEYED
{In Bitamerers) {(In thowsand { Natmaber ) (In Eifsgrams} (In ilograms)
FRifomeiers)
1929-30 2,575 1,020 2,755 2,444 8,594
1930-31 2,575 1,671 7,642 8,966 25,0063
1931-32 2,575 1,753 6,766 32,414 40,871
1932.33 2,575 1,744 10,716 28,510 93,950
1933-34 2,575 1,715 10,992 28,049 219,560
1934-35 2,618 1,684 12,187 51,023 197,199
1935-36 4,228 1,833 10,822 67,497 263,960
193637 6,925 2,856 18,955 80,116 354 641
1937-38 10,306 5,126 47,342 248,607 591,158
1938-39 15,335 6,210 69,268 297,807 819,261

Table 22 furnishes a classification of air tragsportation by routes for
the year 1938. It is noteworthy that the two Japan-Manchoukuo lines
(Tokyo-Dairen and Tokyo-Hsinking), while forming only 27.5%, of the
total air routes in length, carried 47.9%, of the passengers, 60,79, of the
goods and 68.99 of the mail, and flew 47.3%, of the cumulative dis-
tance flown by all Japanese air services. On the other hand, the two
Japan-China lines, with 23.0%, of the route length, cartied but 13,89,
of the passengers, 14.29%, of the goods and 5.69%, of the mails, and flew
11.0% of the cumulative distance.

TABLE 22. JAPAN: AIR SERVICES BY ROUTES, 1933

CuMuLATIVE
Distavce Frigur PASSENGERS Goons Marn
Rourz (In Ailo- DistaNce CARRIED CARRIED Carrren
meters) (Tn thowsand | (Nuwber) |{In kitagrans) (In Eilograms)
kilometers )
Takyo-Sapporo 940 408 3,404 3,167 24,298
Fukuolka-Taihoku (Fan‘nosa) 1,610 1,041 8,737 37,089 112,223
Tokyo-Dairen (Manchoukuo) 2,132 1,721 20,698 81,218 | 353,528
Tokyo-Hsinking {Manchoukuc) 2,320 1,355 14,574 | 102,547 | 217,833
Tokyo-Peking (China) 2,505 359 3,020 13,063 22,807
Fukuoka-Nanking (China) 1,220 35 | 7019 | 29990 [ 23'520
Others 5,485 1,260 16,132 35,431 74,833
Total 16212 | 6,503 | 73,684 | 302,505 | 829,051
17 jhid., p, 584,
18 ]apan—ﬁ{a-x;bau&m Year Bosk, 1940, p. 212,
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3. MANCHURIA

Shipping: By far the largest proportion of the shipping calling at Man-
churian ports since the establishment of Manchoukuo has been Japanese
and Kwantungese, as indicated in Table 23, Total tonnage entering
decreased steadily after 1935, but the propottion of Kwantung tonnage
mcreased regularly and importantly from 1932 to 1938, dropping slightly
in 1938.  As Kwantung is Japanese tetritory, however, Kwantungese
vessels should be included with Japanese. In 1938, therefore, Japan
owned practically two-thirds of the shipping tonnage calling at Man-
churian ports.

TABLE 23, MANCHURIA: $TEAMER TONNAGE ENTERING
MANCHURIAN PORTS, BY NATIONALITY!
(In thousand tons and percentages of total tomnage)

1932-34 1935 1936 1937 1938
AVERAGE
NaTiONALITY
Tonnage % | Tonnage 9 Tonnage 9 Tonnage 9%, | Tonnage 9
China 1,159 13.3 937 10.51 1,158 12.7 921 111 617 8.6
Germany 305 3.5 381 4.3 346 3.8 348 42 301 4.2
Great Britain | 1,012 11.6 992 111 891 9.8 831 100 755 10.5
Japan 4,252 48,9 | 3,903 43.7 | 3,849 42.4 | 3,458 41.7 3,186 4.3
Kwantung 1,134 130} 1,704 19.1 1,975 21,8 | 1,828 22.0 | 1,533 21.3
Manchoukuo 99 1.1 2271 25 268 3.0 285 34 259 36
Netherlands 168 1.9 n7 1.3 132 1.5 126 1.5 55 08
U.S.A. 206 2.4 189 21 8 10 51 0.6 7 041
Others 368 4.2 475 54 Je4 4.0 458 5.5 480 6.7
Total 8,703 100.0 | 8,925 100.0 | 9,068 100.0 | 8,299 100.0 7,193 100.0

At the end of September 1938 there were some 6,800 kilometers of
inland waterways in Manchuria on which the Navigation Association
operated 127 steamers totaling 51,883 tons as well as 273 tughoats of
74,945 tons, or a total tonnage of 126,828, Rivers are open to naviga-
tion only 7 months of the year. While South Manchurian rivers are
shallow, most of the northern ones are navigable by steamer. The
General Direction of State Railways, through the Harbin Direction for
Navigation, supervises navigation on the Sungari, which, with the
Amur, is of particular importance. Through other agencies all inland
navigation is government-supervised. Goods transported on Manchu-
tian rivers in 1937 amounted to 603,000 metric tons of exports and
670,000 metric tons of imports, or 1,273,000 metric tons of waterborne
international trade.?

Railpays:  The Manchurian railway system, including 344 kilometers
of the North Chosen line managed by the S.M.R. since 1936, extended
10,000 kilometers in 1939, of which 3,897 kilometers, or more than one-
third, had been built since 1932. The Chinese Fastern Railway was

1 Anmus! Returnt of the Foreign Trade of Manchoiksa; Monthly Returns of the Fareign Trade of Manchoskso; Japan-

Marchoukna Year Book.
2 Japan-Manchoukio Year Book, 1940, p. 691.
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purchased from the Soviet Union in 1935 (final payment being made
in January 1940), which added 1,732 kilometers to the state lines. The
General Direction of Railways (Tetsudo Sokyoku) controls and super-
vises the operation of all railway lines. The S.M.R. uses the 4'83"
or standard gauge throughout all of its lines. The same gauge was
adopted as standard by the state railways when the General Direction
of Railways was organized, but much mileage had to be changed, in~
cluding the whole Chinese Eastern Railways system, With the excep-
tion of unimportant feeder lines the Manchurian railway system was
standard gauge by 1939, The S.M.R.’s main north-south line has been
double tracked from Dairen to Hsinking, a distance of 704 kilometers.
Practically all other lines are single track. Operations on Manchurian
railways since 1934 are described in Table 24,

TABLE 24. MANCHURIA: GENERAL RAILWAY STATISTICS®

Years Enping March 31 1934 1935 1936 1937 1938 1939 {a)

Length of line
(in kilometers)

State Line 3403 | 4173 | 7207 | 7,745 | 8183 | 8365
S.M.R. Line 1,291 | 1200 | 129 | 1201 | 1201 | 1,201
N, Chosen Line] 344 344 344 344 344 344
Total 5038 | 5808 | 882 | 9380 | 9818 | 10,000

Passengers carried
{in thousands)

State Line 7,869 8,815 13,280 | 17,107 19,818 | 28,876

S.M.R. Line 11,634 | 13,786 | 15,123 15,750 17,515 | 21,030

N. Chosen Line, 747 1,611 1,718 2,149 2,441 3,060

Total 20,250 | 24,212 | 30,121 35,006 | 39,774 | 52,966

Goods carried
(in thousand
tnetric tons)

State Line 8,918 11,872 1 14,956 | 18,658 | 20,955 | 24,314
S.M.R. Line 18,851 21,671 20,981 21,377 25,130 26,420
N. Chosen Line 5319 1,123 1,474 2,089 2,433 o
Total 28,288 34,666 37,411 42,124 | 48,518 50,734

{a) Estimates,

The traffic increase between 1934 and 1939 shown in Table 24 is very
great. Morcover, it is teported that from April 1 to September 30,
1939, the Manchurian railways handled 29,520,854 mettic tons of freight
which was a 279, increase over the same period in 1938, This very
rapid increase has resulted in a serious shortage of freight cars. In
carly 1939, it was estimated that between five and six thousand were
needed.* In order to meet the traffic problems arising from the Sino-
Japanese hostilities, eight representatives of major traffic institutions in
the yen-bloc countries met in June 1939 to discuss the unification of
the transport systems of Japan, China and Manchuria. Shortages of

3 lbid, p, 702.
& Foreign Raitsay News, 1939, No. 12, Mazch 24, and No. 30, July 28; 1940, No. 7, Feb. 16,
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rolling stock in all three countries, plus the greadly increased traffic,
indicate that prompt relief of the problem is unlikely,

Highways and Motor Vebicles:  All the principal cities of Manchuria are
connected by roads but the country possesses only a scant length of
paved highways. Under the First Five-Year Plan (1932-36) 8,992 kilo-
meters of national highways were completed ; the Second Five-Year
Plan (1937-41) proposed the construction of 13,268 kilometers of na-
tional highways, of which 4,613 were completed in the first two years,
In addition, the Second Five-Year Plan will also build 14,580 kilometers
of local roads ; the standard widrh for these roads is from 6 to § meters,

No figures on paved and unpaved roads, or suitability for motor
vehicle traffic, are available. Automobile highways 18,527 miles long
wete reported for 1939 while at che end of 1937 there were 50,468 kilo-
merters of roads in Manchuria, of which 10,773 (209,) were usable all
year, 18,267 (36%,) were unusable after rains, 15,723 (319%,) were un-
usable in the rainy scason—the summer—and 5,706 (12°,) were usable
in winter only.% Table 25 shows the length and types of new roads
built in Manchuria from 1932 to 1937. .

TABLE 25. MANCHURIA: NEW ROADS CONSTRUCTEDS

(Inn kilometors )

Yean NATIONAL LocaL Toras
1932 708 . 708
1933 3,001 5,219 8,220
1934 2632 2138 4770
1935 580 1,469 2,049
1934 2,07t 1,486 3,557
1937 2,169 990 3,159

Total 11,161 11,301 22 462

At the end of 1936 there were 2,946 passcnger cars, 261 motorcycles,
2,223 lotties and 168 other motor vehicles registered in Manchuria, a
total of 55987 these figures exclude Kwantung and the S.M.R. Zone.
On January 1, 1940, 3,000 passenger cars, 6,000 lorries, 4,000 buses,
350 Diesel units and 1,000 motorcycles were reported, a total of 14,350.8

The whole motor transport industry is under the contral of the
Department of Communications. The General Direction of State
Railways manages bus lines which are in competition with the
railways or which play an important part in opening up undeveloped
regions and are not paying propositions. Table 26 gives operating
figures for both governmental and private bus lines. In 1934 there
were 19 government bus lines and 32 private lines; in 1937 these had
increased to 80 governmental and 123 private lines.

5 Autarotise World Newr, Jan. 20, 1940, and fapan-Mancbowksy Year Book, 1940, p. 686. Error aot editor's.
® Ibid,, p. 635 Some 2,445 kilometers of narional coads were reporied constructed in 1938, according to The
Japan Yeor Baok, 1939-1940, . 1026,

? Japan-Marnchoickno Year Boak, 1940, p. 689,
8 Automatise World News, May 20, 1940,
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More recent figutes ate not exactly comparable to those in Table 26,
but the emphasis placed on improved highway transport in Manchuria
is indicated in the following data for the S.M.R. In 1938, 4,250,000
passengets and 39,000 metric tons of baggage were carried by S.M.R,
bus lines; in 1939 these figures increased to 8,600,000 and 56,000 re-
spectively,  On March 31,1939, S.M.R. passenger buses were opetrated
on 14,076 kilometers of highways, as compared to 7,377 the previous
year. By May 10, 1940, the total length of S.M.R. bus lines had in-
cteased to 20,007 kilometers.?

TABLE 26, MANCHURIA: MOTOR BUS TRANSPORTATIONM

; H OF
_— Bimmion | Owaamg | Pasmeme | Goon
Lrwzs Tres (18 Hansands )} (In tbomsand
(In kilometers) {In kiforreters} metric fons)
Governmental lines
8,876 3,544 358 6,650
1035 9,935 4,366 515 5,103
1936 11,272 5,644 722 7,081
1937 13,103 5,104 1,132 38,066
Private lines
1934 3,752 3,311 e
1935 4,693 4,125 34,278 16,742
1936 5,518 4,215 43,697 41,252
1937 6,922 72,821

Airways:  The airways of Manchuria form a part of the north Asia
network being organized by Japan., Commetcial air services are ma-
naged by the Manchoukuo Acronautical Company, established in 1932,
The total length of the 13 air roures operated by this company in 1939
was 4,715 kilometers!  This figure apparently includes some duplica-
tion of routes, as well as some which arc also flown by the Japan
Airways Company, but it represents wholly domestic lines. No data
on air traffic within Manchuria are available, the reader being referred
to Table 22 for rraffic returns on the Japan-Manchuria routes.

o Foreign Railfwgy News, 1939, No. 44, Nov. 3; 1940, No. 22, May 31, and No. 35, Aug. 30,

10 fapan Marchowkua Year Book, 1940, 1. 687,
11Téhe Jopan Year Book, 1939.1640, p. 1026.

4. KOREA

Shipping: 'The great majority of the shipping entering Chosen’s ports
is Japanese, as indicated in ‘I'able 27, The increase in the proportion
of foreign shipping i 1939 reflects the shipping shortage occasioned
by Sino-Japanese hostilities. There are some 1,300 kilometers of
navigakle rivers in Korea.

Railways: Beginning with 29 kilometers in 1899, the state railways of
Chosen had increased to 4,070 kilometers in 1939, of which 329 kilo-
metets, the North Chosen Line, have been operated by the S.M.R.
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since 1936, The gauge used in Kotea is the standard, 4'8}4" pauge.
In 1938 private railways had 1,328 kilometers of line open to traffic.
Since 1911 Korean railways have connected directly with the S.M.R.
Statistics for the operations of the private railways are not available,
In 1939, 500 kilometers of new lines and 170 kilometers of double track-
ing were completed and opened to traffic. The greater part of the
former were private feeder lines. Both government and private railways
wete very prosperous in 1939, gross government railway revenues
from April 1 to December 31, 1939, having increased 33%, over the
corresponding period in 1938.1

TABLE 27. KOREA: ENTRANCE OF STEAMERS INTO CHOSEN PORTS?
(In thowsand tons and percentages of total tfonnage)

ForelGN Jaranesa TortaL
YEar
Tonnage % Tonnage o Tonnage
1935 1,519 10.5 12,942 89.5 14,461
1936 1,649 10.8 13,624 89,2 15,273
1937 1,729 11.7 13,009 88.3 14,738
1938 1,937 13.7 12,230 86.3 14,167
First half: 1938 880 12.2 6,321 87.8 7,201
. 1939 957 | 142 5789 | 85.8 6,746

TABLE 28, KOREA: STATISTICS OF GOVERNMENT RAILWAYS®

YEeans ENDING Lencru oF Live PASSENGERS Goops
Marcit 31 Oren 10 TRAFFIC CARRIED Canntap
(In kilometers) {In thousands) (In thousard metric tons)

1914 1,556 4,995 1,389
1925-29 Average 2,251 19,306 4,968
1930-34 Average 2,927 21,276 6,325
1935 3,677 25,615 7,682
1936 3,390 29,344 8,668
1937 3,576 33,708 9,980
1938 3,735 35,906 11,370

" TABLE 29. KOREA: MOTOR VEHICLE REGISTRATIONS*

On January 1 1929 1930-33 1935 1936 1937 1938 1939 1940

Passenger 666 | 1,374 | 2,140 | 2,290 | 2,480 | 2,600 | 2,700 2,250
cats

Trucks 529 | 1,333 | 2,557 | 2,957 | 3,290 | 3,900 | 3,895 3,500

Buses 1,360 | 1,808 | 2,452 | 2,482 [ 2,700 ; 3,000 | 2,900 2,500

Motorcyceles 735 917 980 | 1,000 | 1,300 | 1,800 | 2,100 2,500
Total 3,290 | 5,522 ¢ 8,129 | 8,729 | 9,770 | 11,300 [11,600 (a| 10,750

{a) Intludes 5 Diesel units.

1 Foreign Railway News, 1940, No. 22, May 31.

2 Japan-Manchoukio Year Book.

3 Financial and Econortic Anmusl of Japan and Japan-Marnchouksuo Year Baok,

4 U.8, Depr. of Commerce, Foreign Commerce Year Book, and Automative World News, May 20, 1940,
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Highways and Motor Vebicles: At the end of 1937, the total length of
highways in Chosen was 27,731 kilometers of which 3,241 were first-
class roads, 9,966 were second-class roads, and 14,524 kilometers were
third-class roads, while in 1939 30,646 kilometers or 19,043 miles of
highways were reported.® Table 29 gives the numbers of motor ve-
hicles registered in Korea on January 1 from 1929 to 1940,

§ Tl Japan Year Book, 1930-40, P: 925, and Awtorictive Warld Newe, Jan. 20, 1940,

5. PORMOSA

Railways: While a little less than a third of the railway mileage in
Formosa belongs to the government lines, they accounted for about
85% of the passengers and 609, of the goods carried by all lines in
1938. The private lines were constructed mainly by sugar refining
companies for transporting cane and other materials. This explains the
relatively much smaller proportion of passengers carried by them. The
main government tail freight was coal, totalling 1,400,000 tons in 1938,
with sugar and rice next in importance. As has been the case in Japan,
the great traffic increases in recent years have brought about 2 serious
freight car shortage and congestion at every. freight station.

TABLE 30. FORMOSA: OPERATIONS OF GOVERNMENT
AND PRIVATE RAILWAYS!

YEAR EnvDric MarcH 31 1914 1930 1934 1935 1935 1937 1938

Lines open to traffic
(in kilometers)
Government 1,307 998 | 1,003 999 | 1,002 | 1,002 | 1,040
Ptivate 2,156 1 2,292 | 2352 | 2371 2,441 2,515
Total e 3,154 { 3,295 3,351 3,373 3,443 3,555

Passengers carried
(inn thousands}
Government 4,881 | 20,580 | 17,351 | 18,344 | 20,723 | 21,680 23,290
Private e 4,362 | 2,981 | 3,189 | 3838 | 4060 | 4.19
Total | 24,942 | 20,332 | 21,533 | 24,561 | 25,749 | 27486

Goods hauled
(in thousand
metric tons)

Government 1,184 | 52091 5154 | 5,704 6,330 + 7,208 | 7,345
Private . 3,914 | 2,744 | 2,956 | 4418 4,716 | 4,870
Total 9,123 | 7,898 | 8,752 | 10,748 11,924 | 12,215

Highways and Motor Vebicles :  Japanese statistics do not give informa-
tion on types of roads in Formosa. Table 31 merely divides roads
according to width. An American source reports a total of 153 kilo-
meters of macadam, asphalt or concrete roads in 1939, with 15,940 kilo-
meters of improved earth, sand, clay or gravel and 1 ,609 kilometets of

L Japan-Manchouksio Year Book, 1940, p. 545, for all figures except those for 191314, quoted From Firancial and
Econonric Amnual of Japan, 1922, p. 225. Foreign Raitray News, 1940, No, 16, April 19, reports 7,861,808 mersic
tons of freight carried by the government line in 1938-39.
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unimproved, non-surfaced roads, making up a total of 17,702 kilometers
for that year? The same source reports a total of only 4,710 motor
vchicles registered in Formosa as of January 1, 1940, including 1,390
passenger cars, 1,368 buses, 1,242 trucks and 710 motorcycles.

TABLE 31. FORMQOSA: ROADS ACCORDING TO WIDTH?
(In kilomefers)

Yaun it et sbion e Tataz
1899 6,049 521 164 6,734
1914 8.823 2959 281 12,063
1934 6,743 4939 4,223 15,905
1935 6,938 5107 4.456 16,501
1936 2949 3.690 10,341 16,980

2 Asutomative World News, May 20, 1940 ; Sept. 1, 1939,
3 Japan-Manchouksis Year Book, 1040, p. 543,

6. CHINA

Shipping: China’s foreign and domestic shipping, by nationality, is
shown in Table 32 on the opposite page.

The decline in American participation in China’s foreign shipping
after 1935 was caused partly by hostilities and partly by American sub-
sidy adjustments. Japan is the only country which, both relatively and
absolutely, has increased its past in China’s foreign shipping. This is
particulatly apparent for the first half of 1940. The continuation of
hostilities, with the concomitant necessity for the transportation of
large military personnel and supplies, is an imporrant factor in Japan’s
preponderant position in China’s shipping. In both foreign and do-
mestic shipping China has lost very heavily in recent years, although
part of the decrease in her share in her own domestic shipping is ae-
counted for by the fact that the 1938 and 1939 data exclude junks. In
1937, of the 19,797,000 tons of Chinese shipping engaged in this trade,
1,154,000 represented junks.

The closure of many Chinese ports by the Japanese blockade is evi-
denced in the 779, decrease in domestic tonnage between 1935 and 1939,
Although Japans position in China’s domestic shipping receded in the
first war years, the formation by several Japanese companies of a cor-
poration to exploit this trade resulted in the sharp increase, both rela-
tively and absolutely, of Japanese tonnagein1939. German, Norwegian
and Dutch ronnage in domestic Chinese trade also increased in these
years, the very large increasc in the former resulting from the return,
through Japanese intervention, to a German firm of ships sold to the
Chinese government which had been unable to complete payment for
them, While British tonnage in this trade has decreased since 1937,
Britain’s relarive share has actually grown.



TABLE 32, CHINA: NATIONALITY OF SHIPPING!
{(In thousand tons and percentages of tolal fomnage)

1902-13 1925-29 1930-34 AN. TO June AN. TO JUNE
AVERAGE AVERAGE AVERAGE 1935 1936 1937 1938 1939 ] 1939J ] 1940]
Tonnage 9% |Tonnage 9% [Tonnage 9% |[Tonnage 9 [Tonnage % |Tonnzge 9% {Tonnage 9%, |Tonnage 9% |[Tonnage .9% [Tonnage 9
A. CHina: Sures Entered anD CLEareD 1w ForeiGn TRADE
American 567 22 (3997 90 [ 3,767 8.0 | 3712 77 | 3,121 69 1,663 4.7 329 1.1 769 2.6 345 2.2 737 55
British 9,948 38.0 {14,404 32.6 | 17,754 382 | 18,542 385 | 16,158 35.7 12,941 365 | 12,350 42.0 8297 27.8 4843 30.5 2,342 176
Chinese(incl.junks)| 4,108 157 | 3,659 8.3 4,995 10.8 7,623 158 7,335 16.2 5791 16.3 2243 7.6 2226 7.5 1,080 6.8 1,001 7.5
French 1107 42 | 1339 30 | 1200 26 | 12535 26 | 1.237 27 | 1046 30 | 1006 3.4 804 2.7 433 27 43 2.6
German 2,710 103 | 1,449 33 1,386 3.0 1,87t 39 1,965 43 1,587 4.5 1,449 4.9 1,187 4.0 855 5.4 .. ..
Japanese 5,192 198 (15148 343 | 11,536 248 9,197 191 9,419 20.8 6,797 19.2 6,485 22.0 | 15,994 40.2 5,709 36.0 6,861 51.6
Netherland 256 1.0 | 1,464 33 1,675 3.6 1,359 2.8 1,415 31 1,152 3.3 958 3.4 1,026 3.4 552 3.5 532 40
Norwegian . .. .. .. 1,923 4.1 1,839 38 1,966 4.3 1,891 5.3 1,848 6.3 1,550 5.2 920 5.8 693 52
Orhers 2,323 89 12,723 6.2 2,278 4.9 2,710 56 2,618 58 2,568 1.3 2,722 93 1,972 6.6 1,119 7.1 792 64
Total 26,211 100.0 144,183 1G0.0 | 46,454 100.0 | 48,106 100.0 | 45,234 1000 | 35,443 100.0 | 29,430 100.0 | 29,825 100.0 | 15,856 100.0 | 13,301 1003.0
B. Cuma: Sums Exverep anp Crearep 19 Dowmestic Taabpe
Asnetican 204 03 | 2,294 2.5 2,053 21 1,075 1.1 650 0.7 396 Q7 98 0.3 56 0.3
British 25,891 41.8 (34,558 371 | 41,111 414 | 41,571 434 | 41,187 413 | 22,165 424 | 16,210 54.6 | 10,936 49.5
Chinese ' 14,395 232 (26,229 28.2 | 29,834 300 | 34,333 358 | 36,836 369 | 19,797 363 4,691 15.8 20iz 91
French 2,065 3.3 727 0.8 328 03 313 0.3 30 04 388 0.7 349 1.2 262 1.2
German 4,019 6.5 | 1,906 2.0 1,570 1.6 858 0.9 639 0.7 502 0.9 1,197 4.0 940 4.3
Japanese 14,163 22,8 (23,093 248 | 18,215 183 | 12,722 133 | 15495 155 6,018 11.0 2,259 7.6 3,762 17.0
Nethetland 114 0.2 216 1.0 1,336 1.3 1,083 11 1,136 1.1 845 1.6 649 2.2 788 3.6
Morwegian . . h . 3,296 33 2,725 28 2,582 2.6 2316 4.2 1,722 5.8 1,70¢ 7.7
Others 1,169 19 | 3471 3.7 1,578 1.6 1,193 1.2 880 0.9 1,167 21 2,487 B4 1,642 7.4
Tomal 61,961 100.0 93,094 100.0 | 99,321 100.0 | 95873 100.0 | 99,785 100.0 | 54,594 100.0 | 29,662 100.0 | 22,102 100.0
. Honcxownc: PForrIGN-GOTNG VESSELS EMTERED AT PoRrTs 19 THE Coroxy
British 5,263(a 27.6(a| 5918 289 6,235 30.0 5988 29.9 5875 324
» river steamers 3,642(a 19.0{a| 3,892 189 3,804 183 3,364 16.8 3,061 16.9
American 1,550(z 8.1{a| 1,554 7.6 1452 70 1,284 6.4 1,102 6.1
Chinese 497(a  2.6{a 487 2.4 1,017 4.9 914 4.6 534 2.9
»  river gteamers 25%a 1.4(a 431 21 390 19 524 2.6 369 2.0
s junks : 1,525(a 6.7(a] 1,417 6.9 1,155 5.6 1,054 53 801 4.4
Dutch 896(a  4.5(a 935 4.6 897 43 217 4.6 837 49
Freach 874(a 4.4{a 508 29 631 30 635 3.2 612 34
Japanese 2,908(a 15.3(a| 2,936 143 2,668 12.8 2,822 141 2,179 12.0
Notwegian 642{a 3.4a 855 4.2 918 44 979 4.9 978 5.4
German 548(a 2.9(a 586 29 688 3.3 71 35 739 4.1
Total, including others 19,041(a100.0{a | 20,496 100.0 20,768 100.0 20,018 100.0 18,132 1000

(a) Averages for 1927-1029,

1 The Matitime Customs, The Trade of China, Shanghai, annual, and Monthly Returns of the Foreign Trade of China. Chincsc shipping includes junks, except for domestic trade in 1938 and
1939, The 1937 domestic shipping figures for Wuhu, Nanking, Chinkiang and Soochow and the 1939 domestic shipping figures for Kiukiang snd Wuchow were not obtainable, owing to
local hostilitics. Data for Honglkong from Hongkong Blur Book, Hongkong, annual.
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Anothet effect of Sino-)apanese hostilities on Chirese shipping has
been the change in Shanghai’s relative position. In 1933 entrances and
clearances in foreign trade through Shanghai accounted for 43.69 of
the total Chinese tonnage ; this dropped to 35.8%, in 1936 and 31.99,
in 1937. While actual shipping tonnage going through Shanghai in
1938 showed a fusther decrease, relatively to China's entire foreign
trade it increased 10 34.6%. In 1939, it rose sharply to 50.3%/—a
result of the increased vse of the port for Japanese military and com-
mercial purposes ; while in the first six months of 1940 it dropped
slightly to 48.5%,. Canton’s part in this trade, on the other hand,
dropped from 10.1%, in 1938 to a mere 0.3% in 1939, Junks remain
an importaat item in China’ tiver and coastal trade and carry a small
amount of merchandise 10 nearby foreign countries, Between 1882 and
1930 the increase in the tonnage of junk trade was 2,734%/ whereas the
increase in steamship tonnage was 8429, In 1882, 1,324 junks with a
total tonnage of 108,000 tons cleared Customs, the corresponding figures
for 1930 being 40,823 junks of 3,061,000 tons. ‘This frend continued
and in 1936 the comparable figures weee 75,527 junks of 4,816,000 tons.
In 1930, entrances and clearances of Chinese-owned foreign-type vessels
enumerated by the Maritime Customs numbered 41,133, with a tonnage
of 26,138,000 in 1936 these were respectively 73,497 and 39,355,000,
Figures for 1932 through 1935 are not given separately. Table 33 gives
the percentages of the foreign, domestic and total shipping of China
formed by Chinese junks and Chinese-owned foreign-type vessels.

TABLE 33. CHINA: PROPORTION OF CHINESE-OWNED
SHIPPING TO TOTAL SHIPPING TRADE?
{In percentages)

Cunvese-Ownves Surppmes In: Forzicn Trape Domesric Trape TotaLl TrRADE
1936 Junks 7.47 1.44 332
Foreign type 8.75 35.47 2714
1937 Junks 8.02 2.11 4.44
Foreign type 8.32 .15 23.98
1938 Junks 4,93 (a) 246
Foreign type 2.69 15.82 9.28
1939  Junks 5.17 (a) 2,97
Foreign type 2.29 9.11 5.19

(2) Not available.

Raifways:  Statistics for the operations of the Chinese Government
Railways prior to the Sino-Japanese hostilities are given in Table 34,
It is noteworthy that, although length of line and length of track de-
creased in the depression, mainly as a result of the loss of the Manchurian
lines, freight carried increased in each year and by 1936 was more than
double the figure for 1915,

Information on railroad operations siace 1937 is very difficult to
secure. With the loss of Canton and Hankow, China was left with

3 The Teade of China,
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only one short, narrow-gauge railway in full operation throughout its
length in all the great northwestern and southwestern provinces—the
Haiphong-Yunnanfu (Kunming) line. By the end of July 1939 there
were 4,546 miles of Japanese-controlled railways in China and about
2,285 held by the Chinese.?

Railways in the Japanese-occupied zones have been taken over by
two Japanese concerns, the Central China Railway Company and the
North China Railroad. In retreating, the Chungking government in
many cases removed rolling stock and dismantled sections of line which
were then utilized in new railway construction in central, northwestern
and southwestern China. Indeed, railway building in free China has
been stimulated to a remarkable extent by hostilities and the resultant
need for effective transportation facilities in regions in which railway

and highway construction had been neglected in the tweaties and early
thirties.

TABLE 34. CHINA: STATISTICS OF GOVERNMENT RAILWAYS:
(Figures prior to rozz imclude Manchurian lines)

Perioo CoverED LexcTtn o LencTH oF PASSENGERS Frergere
{Calendar years wntil 1933.34; fiseal Lz Track CARRIED (ﬁ;“ﬁ:ﬁ: !
years ending June 30 thereafter) (I miles) (In miles) { I thasssands ) metric fong)
1915 3,383 4,141 26,025 15,910
1925-29 Average 5,165 6,657 33,068 18,030
1930 4,893 6,376 42,957 22,953
1931 4.854 6,307 43,448 25.224
1932 4,301 5,820 42,824 26,065
1933 4,471 5,833 45,857 27,076
1933-34 4.471 5.836 45.841 29113
1934.35 4,511 5,911 45,646 32,959
1935-36 (a) 4,609 6,054 46,920 34,364

(a} Tn addition, approximately 1,610 miles were opetated by private and provincial interests.

In the Southwest the Yunnan-Burma highway is being complemented
by the construction of the Yunnan-Burma railway ; 400 kilometers of
its 860 kilometer roadbed had been completed by May 19405 While
the original plan for this railway necessitated construction of the Bur-
mese section from Lashio to the border by the Burtmese authorities, the
latter have not started building and it is now planned to complete the
line as far as Hsiangyung, entirely at the charge of the Chinese govern-
ment.®  The Suifu-Kunming railway, 773 kilometers long, now undet
construction, will open up the richest and most populous of the south-
western provinces. Some 80 kilometers of these two lines were in
operation in November 1940 and an additional 180 kilometers were
expected to be in commission by February 1941.7 In addition to other
railroads under construction throughout China, the greatest railway pro-

3 Forelgn Roilway News, 1939, No. 40, Oct. 6.

4 U.5. Dept. of Commerce, Fareign Commierce Yearbook, Most of China’s railroads ate single track,

& Foreign Raifway Neos, 1940, No, 30, July 26.

6 Chi Ch'ao-ting, War-Time Economic Deselopment in China, unpublished manuscrip.
7 Foreign Commerce Weckly, January 11, 1941,
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ject in the northwest is still tentative ; it is the Kansu-Sinkiang railway,
some 1,810 kilometers long, which would connect Alma-Ata on the
Turk-Sib railway with Lanchow. The latter is connected by highway
with Paochi, the railhead of the Lunghai railway which may ultimately
be extended to Lanchow.

While the Chungking government has continued to meet the foreign
obligations of railways in free China, those in occupied territory are in
default. Some 759, of the foreign investment in Chinese railways was
British.

The Notth China Railroad operates the large majotity of Japanese-
controlled Chinese raiiways—some 5,530 out of a total of 6,195 kilo-
meters. The principal North China raitways accounted for 779, of the
total cost of the Chinese National Railways in 1936, and carried 429/
of the passengers and 879%, of the tonnage? The total tonnage now
moving over these lines is lower than the 1936 figures because of serigus
breaks in the Japanese control of such lines as the Peiping-Hankow and
Lunghai zailroads, sections of which are still in Chinese hands. While
the North China lines earned $88 million, or 909, of the total Chinese
freight revenue, in 1936, it is estimated that freight revenue in 1940
will amount to only $50 million. In spite of acute shortages of rolling
stock, the North China Railways carried larger volumes of passenger
and freight traffic in the first half of 1940 than in the same period in
1939. In the year ending March 31, 1940, 30,525,084 metric tons were
hauled on this line, 2 509 increase over 1939, Some 429, of the
1939-40 freight tonnage, however, represented either milirary or official
tratfic.

Data for the Central China Railway Company are meager. Some
221,000 and 178,000 tons of freight were hauled respectively in July
and August 1940, while revenues dropped frem 1,058,000 yen to
865,000 yen.®

One of China’s most important transport routes is the non-Chinese
railway running from Kunming to Haiphong in French Indo-China.
This is the only railroad which connected free China with a non-belli-
gerent port throughout the first 3 years of the Sino-Japanese war. De-
spite interruptions in the last year, traffic over this road increased enor-
mously as other Chinese export routes were closcd. For details on the
operations of this line the reader is referred to the section on Indo-
China.

Highways and Motor Vekicies: The construction of roads suitable for
motors outside the foreign concessions has takea place almost entirely
since 1921 when it was estimated thart less than 100 miles of improved
roads existed in China. National roads are constructed under the aus-
pices of the National Fconomic Council, whose activities began in
1932. In 1939, according to American estimates!® there were some
98,000 kilometers of toads, inctuding 74,000 of improved earth and
24,000 of macadam. About one-third of these, however, were in Fast
China, had suffered severely from hostilities and probably weze not

8 Forsign Raifvay Newsr, 1940, No, 20, May 17.

® Foreggn Commerie Weebdy, 1940, Oct. 5, Oct, 26, Nov. 9; Forsign Raifogy News, 1940, No, 20, May 17,
1 Awtomotive World News, Scpr. 1, 1939; June 5, 1540,
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usable. Thete were some 19,200 kilometers of highways open to motor
traffic in North China and Inner Mongolia in 1939-40.1 Tn west and
southwest China the government has constructed about 5,600 kilo-
meters of new roads and improved some 16,000, thus bringing the total
length of roads open to traffic in 1939 to something like 85,000 kilo-
meters.  The development of the national interprovincial highways con-
structed under the auspices of the Dureau of Roads of the National
Economic Council is shown in Table 35.

TABLE 35. CHINA: INTERPROVINCIAL HIGHWAYS:
(Ir kilometers )

Enp ar SURPACED Earry TOTAL
May, 1932 2,558 5,936 8,494
1932 2,740 6,726 9,406

1933 4,541 7,256 11,797

1934 8,379 9,692 18,071

1935 10,224 10,721 20,945
1936 12,773 i 11,103 23,876

In one year, 1937-38, 3,224 kilometers of highways were completed
uader the direct supervision of the National Goverament, 1,602 kilo-
meters of which were new roads. In the same period some 10,849
kilometers were being constructed or improved; this included the
Yunnan-Burma road, ahour 909 kilometers leng, which was opened in
1938.  Among the important toads completed in 1937-38 was the ex-
tension of the Hunan-Kwangsi highway to the Indo-China border.  As
in the case of railways, highway construction since the outbreak of
hostilities has emphasized the importance of developing regions such as
the rich southwest and of opening routes for international trade. In
addition to the two strategic highways just mentioned there are the
very important overland route to Russia, and roads, under construction,
to Sikang on the Indian border. The former, the Chinese-Soviet High-
way, running from Sian to Tachen on the Soviet border, where it meets
the highway to Sergiopcl on the Turk-Sib, stretches for 3,443 kilo-
meters. It is passable for motor vehicles but traffic is mainly carried
by camel. The latter, the Szechwan-Sikang road, runs for some 400
kilometers from Chengtu to Kangting and Paan (Betang). Although
the surfacing was still incomplete, construction work was reported
finished ac the end of October 1940.23

The Ministry of Communications controls the Northwestern and
Southwestern Highway Transportation Administrations which are in
charge of passenger and freight highway traffic in those regions. While
general highway teanspore figures are unavailable, it is reported that
some 6,000 tons of imports are carried monthly on the Burma Road and
that this figure will shortly be increased considerably through the efforts

. Fareign Bailvay News, 1940, No. 20, May 17,
12 Toe Chinese Year Book; The Chine Year Book.
19 The China Infornution Committee, News Relsase (mimeographed), Chunglking, Dee. 2, 1940, p. 753.
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of traffic specialists. The following bus routes give an indication of
the extent and rapid growth of automotive passenger transpottation in
China during the war years. Regular bus services were either inau-
gurated or scheduled to begin on the Burma Yunnan Road and be-
tween Chungking and Kunming and Chungking and Shanghai in 1939;
in 1940 through service was scheduled to begin on the 915 kilometer
Kunming-Liuchow road and the 2,800 kilometer Foochow-Chungking
highway.!* Freight rates for automotive transport are very high; ait
freight charges from China to Rangoon are only 509, greater than truck
rates. The difficulty of importing fuel has led to the development of
alcohol- and charcoal-burning vehicles and is reflected in the very great
increase in Diesel-powered vehicles shown in Table 36, as well as in
the increased use of pack and draft animals.

The 1940 Chinese registrations show a 479 increase over the previous
year, which may be attributed chiefly to military activities and the Chi-
nese government’s development of motor transport in free China.
While passenger car registrations have decreased considerably, begin-

TABLE 36. CHINA: MOTOR VEHICLES REGISTERED:S

On JANUARY IsT | PassencEr CaRs Trucxs Buses MOTORCYCLES Toran
1. Cama

1922 8,200
1925-29

Avcrage 13,827 3,087 675 1,369 {a) 18,958
1930-33

Average 24,832 7,667 5,630 2,399 40,528
1935 29,372 11,197 8,193 3,285 52,047
1936 27,465 11,917 8,060 2,135 49,577
1937 25,343 10,406 7,112 2,077 44,938
1938 20,344 11,446 5.625 1,545 39,861 (b)
1939 18,370 23,629 3,197 1,891 47,813 (c)
1940 26,893 34,833 3,616 3.074 70,267 (d)

2. Hongrong

1926 1,445
1929 1,600 477 0 525 2,602
1930-33

Average 2,008 561 170 422 3,161
1935 2,988 856 155 318 4,317
1936 3,204 973 132 275 4,584
1937 3,380 945 79 261 4,665
1938 3,665 1,041 60 262 5,128
1939 4,359 945 62 291 5,826 (e)
1940 4,823 1,201 50 362 6,627 (f)

(a) Average for 1927-1929,
{b) Includes 201 Dicsel units.
(c) Includes 726 Diescl units,
(d) Includes 1,851 Diesel units.
(e} Includes 169 Diesel nnits,
(f) Includes 191 Diesel units.

14 Foreger Radlway Newr, 1939, No, 35, Sepe. 1; No. 39, Sept. 29; 1940, No. 2, Jan, 12,
15 Foresgw Commerce Year Book, and .Awtomotive World News.
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ning even before hostilicies did, truck registrations have increased
steadily year by year and have tripled since 1935, The decrcascs in
Chinese bus registrations between 1936 and 1938 may have resulted in
part from the fact that military authotities took over large aumbers of
buses at the outbreak of hostilities and transformed them into am-
bulances and military transparts, thereby cancelling their registrations
as buses. In this connection it should be noted that the 1939 and 1940
data (with the exception of the Diesel units, which are not specified)
represent privately owned vehicles, no information being given regarding
those owned by the government,

Airways:  Prior to the Sino-J2panese hostilities, China’s air communi-
cations were provided by three companies. C.N.A.C. (China National
Aviation Corporztion), a Chinese-American concern, was set up in 1930
and has been self-supporting since 1935, Its routes lay along the Chi-
nese coast from Peiping to Canton, and up the Yangtze to Chengtu.
Formzlly inaugurated in 1931, E.A.C, {Burzsia Aviation Cortporation),
2 German-Chinese company, operated inland routes north and west of
the Yangtze and did not fly along the northern coast at all. The put-
pose of esteblishing this line was to provide direct air communications
between China and Eutope through Manchutia; when this had to be
abandoned after the invasion of Manchutia, attempts were made to
route the flights across the northwestern border, but this proved im-
practical and Eurasia’s operations remained purely domestic, The South-
western  Aviation Corporation, S.W.A.C., mainly developed by the
provincial governments, started service between Canton and Lungchow
in 1934. By 1936 its routes extended to Kweilin, Hanoi and Kiung-
chow on Iainan Island. S.W.A.C. had to suspend business after
hostilities began because its lines were in constant danger of attack.
Trans-Pacific connections with the Philippines and the Americas began
in 1937 when the Pan American Airways clipper service from California
to Hongkong was inaugurated. So long as North China was inde-
pendent, permission for a Japan-China service was refused; it was
inaugurated in 1938 under Japanese-auspices, and the readet is referred
to the section on Jzpan for further discussion,

When war broke out in 1937 the Ministry of Communications helped
move the offices and repair shops of the air lines inland, continued
connections with the international air services and developed new air
fields 2nd services in the interior,  Air traffic during the first war years
actually increased although there was a decrease in the length of routes
operated from 14,332 kilometers in 1936-37 to 7,975 in 1937-383 In
1939, air lines 14,803 kilometers long were repotted, 12,510 of which
were new routes, while an additional 1,630 kilometers represented new
lines to be opened)” In the same year CN.A.C. and E.A.C. were
reported to be flying 35,122 kilometers weekly; it may therefore be
assumed that the distance flown yearly would be approximately 1,826,344
kilometers.2® The Chinese government has been operating E.A.C. with

18 The Chinese Year Book.

121 Chang Kia-ngau, “Development of Civil Aviatiop in Chine,”” Chira Quarterly, Vol IV, No. 4, Aatuman 1939,

Shanghai, p, 611, as quated in Chi, ap, £,
18 Aeromoutical Worid News, Jan. 30, 1940.
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Chinese pilots since the outbreak of the European war. Hostilities
have spurred the development of China’s airways, as of highways, in
an effort to replace lost rail and sea communications. In 1940 com-
mercial air services connected Chungking, Hongkong, Kunming,
Rangoon, Chengtu, Sianfu, Sinkiang, Lanchow (to connect with the
service to Moscow) and Hanoi, although the Japanese invasion of
Indo-China interrupted the latter in the course of the year.® Thus,
in some eleven years, and despite tremendous reorganization caused by
the war, China has acquired 2 far-flung airways system with wide in-
ternational connections,

Table 37 gives the operations of C.N.A.C. and E.A.C. from 1929
to 1938.

TABLE 37. CHINA: OPERATIONS OF CN.A.C. AND E.AC*

Mrreace Frown DPASSENGERS FrEIGHY Man
YeAR AND COMPANY (In thousand CARRIED (Irn thousand (In thosisand
Rilometers} { Number) Kilograms) kilogram s}
1929 C.N.A.C. 93 354 (a) 4
193¢ C.N.A.C. 531 2,654 {(a} 18
1931 C.N.A.C. 717 2,296 (a) 34
E.A.C. (b) 120 644 0.3
1932 C.N.A.C, 694 3,153 (a) 51
E.AC. 254 589 7 2
1933 C.N.A.C. 1,075 3,132 (a} 50
E.A.C, 413 810 25 4
1934 C.N.A.C. 1,435 5,223 (2) 63
E.A.C. 603 1,476 53 6
1935 C.N.A.C. 1,906 11,004 27 74
E.A.C. 745 2,951 86 10
1936 C.N.A.C. 2,484 18,588 47 86
EA.C. 911 5,618 222 29
1937 CN.A.C. 2,001 14,986 42 85
E.A.C. 1,283 9215 336 41
1938 C.N.A.C. 1,308 14,505 86 121
E.AC, 1,410 13,067 384 174

{a) Not available.
(b} Junc-December,

‘TABLE 38. CHINA: AIRWAY TRAFFIC AT KOWLOON, 1938

PassENGERS Mair (In Rilogram:) Fre1GHT (o kilograms)
Company
in Out In Qut In Out
Imperial Airways 150 200 35,574 29,138 2,335 2,108
Air France 2n 186 720 301 135
Pan Ametican
Alrways 325 306 3,636 1,835 2,910 867
C.N.A.C. 1,331 805 6,982 16,275 4072 36,741
EB.A.C. 3,958 2,462 27,456 77,903 | 12,428 58,922
Total 5965 | 3,959 | 74,398 | 125,151 | 22,046 | 98773

10 Foreign Commercs Weekly, Nav. 2, 1940,
28 The Trade of China, 1939, Vol, I, Part 1, p. 121.
21 The Trade of China, 1938, Vol. I, Part 1, p. 56.
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The relative importance of Hongkong as an airway terminal is illustrat-
ed in Table 38, which indicates, however, that, with the exception of
British-carried mails, domestic traffic forms by far the largest pro-
portion of airways operations in that part of China,

7. INDO-CHINA

Communications between the rugged northern half of Indo-China
and the low-lying plains of Cambodia and Cochin China run through the
narrow, mountainous sections of Laos and Annam, and are therefore
very difficult. From Laos, indeed, internal communications lead more
naturally toward Thailand than toward Cochin China, Coastwise ship-
ping between Haiphong and Saigon is infrequent and irregular and the
Mekong River, in spite of its north-south direction, is impractical be-
cause of innumerable rapids and great seasonal changes. In Tonkin
and Annam there are 450 and 300 kilometers respectively of inland
waterways navigable for steamers at all times and in Cochin China there
are 2,100 kilometers of major canals and rivers as well as many more
kilometers of less important ones. Traffic on Cochin China’s inland
waterways amounts to something like 27 million metric tons a year.!

Shipping: French and English vessels form the major part of Indo-
China’s shipping, with the relative position of the latter declining from
35.3% of the tonnage entering Indo-China’s ports in 1913 to 16.79%,
in the 1925-29 period; since then it has increased steadily and made

TABLE 39, INDO-CHINA: INCOMING SHIFPING BY NATIONALITY?
(In thousand tons and porcentages of total tonnage )

1913 1925-29 1930.34
Nario- AVERAGE AVERAGE

NALITY -

1935 1936 1937 1938

Tonnage %, |Tonnage % [Tonnage ¥ Tonnage % |Tennage %, |Tonnage % {Toonage %,

A, STEAMERS
Chinese 24 1.0 299 7.2 24) 55 408 7.6 300 5.4 299 57 B 07
Danish .. .. .. - 51 1.2 134 25 140 25 140 27 169 131
English 823 353 695 16.7 801 132 | 1,162 216 | 1,254 225 1,268 241 ] 1,928 352
French 794 334 | 1447 347 | 1,547 352 1,510 28.0 | 1,368 24.6 | 1,395 255 1,396 255
Gettnan 230 11.8 67 1.6 146 3.3 160 3.0 208 3.7 129 2.4 72 13
Greek A . . . s 226 4.2 317 6.0 182 A5 150 29
Italian .. . R %i 121 22 268 4.8 326 6.2 304 55
Japanese 215 9.0 872 20.9 870 19.8 862 16.0 898 16.1 06 13.4 525 9.6
thhcr[a.nd 64 27 177 4.2 226 51 342 6.3 323 58 337 6« 417 7.6
Norwegian 88 a7 ) N 242 55 323 6.0 337 6.1 343 6.3 292 5.3
Thai 4 02 28 0.7 22 0.5 17 0.3 17 0.3 18 0.3 18 0.3
U.8.A, 10 0.4 4 35 1% 2.7 160 1.9 97 17 62 12 61 1.1
Others 29 1.2 7% 1.9 37 08 13 0.2 24 04 52 1.0 %0 LS
B. SATLING VESSELS (a)
31 14 39 09 21 04 10 0.2 11 0.2 11 02 4 03
Total 2,376 100.0 | 4,165 100.0 | 4,400 100.0 5,388 100.0 | 5,562 100.0 5,270 100.0 | 5,484 100.0

(a) Almost entirely Chinesg.

1 Agm:d, .y L'Union Indochinoise Frangaise og Indochine Crientale, Hagoi, 1935,
2 Service de la Statistique Géncrale, Anmnnaire Statistigue de Iindochine, Hlanos,
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patticularly large gains in 1938 at the expense of the Chinese and
Japanese. In the meantime the French share had decreased from
35.3% in the 1930-34 period to only 25.5%, in 1938. Japanese tonnage
rose from 9.0%; in 1913 to 20.99, in the 1925-29 period but decreased
in the 1930%s. Table 39 jllustrates the growth of shipping entering
Indo-Chinese ports since 1913,

While more recent shipping figures for all Indo-China have not be-
comne available, the growth of the tonnage of overseas shipping entering
the port of Saigon has been considerable: 3,256,642 tons in 1937,
3,222,668 in 1938 and 4,198,000 in 19392

Bailways:  The Indo-Chinese railways are government-operated with
the exception of the concessioned Haiphong-Yunnanfu line, part of
which runs through Chinese territory. The last link of the trans-
Indo-China railway was completed in 1937 and through traffic from
Haiphong to Saigon inaugurated, thereby providing dircct Saigon-
Yunnanfu communication. Both the Haiphong-Yunnanfu and the
Hanoi-Saigon lines are meter gauge. There is no railway connection
from Saigon to Bangkok, although construction is proceeding in both
Thailand and Indo-China. In December 1939 it was announced that
construction of the Indo-China section from Mongolborey to Aranya
was to be commenced immediately and would be completed in July
19404

The Haiphong-Yunnanfu line is only 859 kilometers long, or about
one-quarter of the total exploited length of Indo-China’s railways, but
it reported receipts of 4,504,000 piastres and expenses of 2,649,000
plastres in 1936 while the non-concession lines (wholly within Indo-
China) reported receipts of 5,164,000 and expernses of 4,899,000 piastres.
In ather words, in 1936 the Haiphong-Yunnanfu line received a profit
of 1,834 piastres per kilometer exploited, while the comparable figure
for the whole Indo-Chinese railway system was only 552 piastres. These
1936 figures reflect a condition of long standing. Figures for more
recent years indicate the rapid growth of traffic on the Yunnanfu line
as Sino-Japanese hostilities closed other Chinese outlets, Net receipts
per kilometer of line in 1937 were 3,480 piastres for the Yunnanfu line
and 1,164 for all the Indo-Chinese railways ; in 1938 this increased to
6,830 and 1,190 respectively.5 In the first, second and third quarters
of 1939 receipts per kilometer on this line were 4,095, 4,286 and 4,697
piastres respectively. In 1936 the Haiphong-Yunnanfu line carried
302,000 tons of freight; this increased to 320,700 tons in 1937 and
396,500 in 1938, and to 133,000, 140,000 and 132,000 in the first, second
and third quarters of 1939, In other words, in the frst three-quatters
of 1939 more freight was carried than in the whole year of 1937 and
neatly as much as in 19388 Receipts and carloadings on all the Indo-
Chinese railways in the second quarter of 1940 increased over both the
second quarter of 1939 and the first quarter of 1940 ; carloadings on the

b? I!’lit_:;n and Service de Statistique de 'lndochine, Supplomens Statistigut Mensuel an Budletin Ecanomique de *Indo-
chine, 0.

4 Forcign Railway Ness, 1940, Now I, January 5,

B Awnuaire Statistigue.

& [bid., and Direerion des Services Economiques de ndochine, Bufltin Esomomigue de Iindackine, Hanoi, 1939,
pp. 682-3, 1085-6, 1273-4.
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Yunnantu line increased over the first and second quartets of 1939, in
spite of the closing of the road in June 1940.7

Statistics on the operation of all Indo-Chinese raitways since 1913 are
given in Table 40,

TABLE 40. INDO-CHINA: STATISTICS OF ALL RATLWAYS®

Irzm 1913 192529 { 1930-34 1935 1936 1937 1938
AvERAGE | AVERAGE

Length of line in use
at year end (in kilo-
meters) (including
line in Yunnan) 2,013 | 2,255 | 2,654 | 3,154 | 3,372 3372 3,372

Length in Indo-China

(in kilometers) 1,549 | 1,791 | 2,190 | 2,690 | 2,908 | 2,908 | 2,908
Passengers carried
(in thousands) 6,124 | 9,890 | 9,430 | 10,502 | 12,193 | 15,434 17,426

Freight carried
(in thousand
metric tons) 454 | 1,082 800 778 995 | 1,104 | 1,548

Highways and Motor Vebjcles:  The colonial government has emphasiz-
ed the building of roads in Indo-China where internal communications
are far from adequare. Asphalt-surfaced roads were first listed in the
official statistics in 1927, when they measered 187 kilometers ; in 1938
they measured 5,418 out of a total of 27,441 kilometers. All-weather
motor roads now run down the entire coast from Haiphong to Saigon
and from Saigon inland to the Thai frontier, about 250 kilometers
trom Bangkok. From Haiphong all-weather roads run inland to Hanoi
and to the Chinese frontier at several points,

The practice of building highways paralleling the railways, combined
with growing numbets of motor vehicles and bus fares which were
much cheaper than those of the railways, precipitated sharp railway-

TABLE 41. INDO-CHINA: HIGHWAYS SUITABLE FOR MOTOR
VEHICLES®
(In kilometers)

Moror Roaps Orrer Roabs
Cw Dgiimm‘ Surfzced Graded and pags- pgsosatfe b].g;it tgin
Totar able at feast 6 |"¢" o of the
Asphalt Gravel menths of the year year
1929 18,645 cos 10,603 8,042 7,227
1925-29 —_—

Average 23,757 13,707 16,050 8,274
1930-34 —— e,

Average 24,786 2,307 13,513 8,966 8,116
1935 27,534 4,039 13,561 9,934 6,299
1934 26,218 4,319 14,000 7,799 9,612
1937 26,811 4,607 13,948 8,256 .
1938 27,441 5,418 13,565 8,458 9,025

7 Foreign Contmerce Weekly, 1940, Nov. 16,
8 Aunare Stavistigue de I Indochine,
8 [hid.
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highway competition during the depression, with salutary results.
“Press campaigns had vainly tried to rouse railways from that itre-
sponsible slumber, but it took motor bus competition to speed up rail-
way schedules, to lower their rates, and to import a few new locomo-
tives,”10

Details of Indo-China’s highway development are given in Table 41
while Table 42 illustrates the growth of motor vehicle registrations
since 1922,

TABLE 42. INDO-CHINA: MOTOR VEHICLES IN CIRCULATIONU

On Decewsea 31 Toran PasseNGEr Cars Trucks Boses MoToRCTCLES

1922 4,088
1924-28

Average 12,796
1929-33

Average 15,900 11,239 1,302 1,762 1,598
1934 13,460 11,013 1,108 {a) 1,339
1935 16,000 11,500 1,100 2,200 1.200
1936 17,047 12,421 1,474 1,652 1,500
1937 17,151 13,263 1,941 1,917
1938 23,799 (b) 18,045 4,866 (c) 788

(2} Source gives only 5 buses; apparently a misprint.
(b) Includes 100 Dresel units,

(c) As motoreycles ate not given separately in the source, they may be included under trucks, which would
explain this very great increase.

Airways: International air connections from Indo-China to France
began in 1931 when the Marseille-Saigon line of Air France was in-
augurated, the Marscille-Hanoi line being opened in February 1935,
Air France also provided setvice between Bangkok and Hanoi and
Bangkok and Saigon, while service between Hanoi and Canton was
furnished by the Southwestern Aviation Co., a Chinese concern, begin-
ning in July 1936 and continuing until December 1937 when hostilities
in China interrupted its operations. In its place Eurasia started a Yun-
nanfu-Hanoi route in December 1937. In August 1938 Air France
extended its route to Hongkong and K.N.L.L.M. inaugurated its Batavia-
Saigon service, Airway statistics for 1938 are given in a form different
from that of Table 43. " Excluding traffic in transit through Indo-China,
1,829 passengers, 17,644 kilograms of mail and 12,909 kilograms of
freight entered or left the three airports—Saigon, Vientiane and Hanoi—
in 1938 as compared with 613 passengers, 15,619 kilograms of mail and
15,983 kilograms of freight the previous year,1?

Figures for domestic air traffic between Hanoi and Vientiane are first
available for 1936 ; later this line was extended to Saigon. In the last
four months of 1939, 81 passengers were carried on this route, some

10 Thompson, Virginia, French Indo-China, London, 1937, p. 210,
11 lbid., Foreign Commerce Yearbook, and Automtive World News. Dara for 1922 include passenger cats, tricks

zad buses; the 1924-29 avcrage includes passenger ¢ars and trucks.
12 Annuaire Staristigue de PIndochine, 1937-1038,
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1,600 kilometers in length, as well as 263 kilograms of mail and 683
kilograms of freight and excess baggage; the distance flown was
about 54,400 kilometers?® Table 43 gives statistics on both inter-
national and domestic air traffic in Indo-China and emphasizes the im-
portance of the international freight and mail services.

TABLE 43, INDOQ-CHINA: AIRWAYSU

PAssENGERS CaRRIED
MaL CARRIED Faeioirr Carrien
Periop CoverEn (T keilgprams)

Passengers Compzny Officials (In Biloprams)}

INTERNATIONAL TRAFFIC

1932 (a) 42 13 6,756 658
1933 159 38 10,215 1,435
1934 125 41 10,642 2,222
1935 214 22 10,585 6,081
1936 258 57 11,382 5,406 -
1937 - 427 76 14,930 6,829
DouEestic TRAFFIC : HANOI-VIENTIANE
1936 26 4 222 3,032
1937 ‘ 33 17 340 4,577

(a) Neither passengets nor freight were carried in the first guarter of 1932,

13 Aeropatical World News, Juae 15, 1940,

14 Annuairs Statistigue de Pindochine, Tnternational figures represent atrlvals and departuses at Saigon, 1932 to
1934 st Saigon and Hanoi, beginaing in February 19357 and at Saigon, Hanoi and Vientiane, for 1936 and 1937,
Figutes include the operations of Air France from 1932 to 1937, and of Southwestern Aviation Company begin-
ﬁg July 10, 1936; 5.W.A.C. appears to catry no freight. Domestic figures represent operations of Air France

y.

8. THAILAND

Shipping: 'The ptoportion of Thailand’s overseas shipping tonnage
which is of Japanese and Dutch nationality has increased very con-
siderably since 1914, while Britain’s share increased slightly and Ger-
many’s dropped from 3249, to 1.89% in 1937-38. Except for 1937-38,
Norwegian tonnage has held the preponderant position, remaining at
about 30% until 1934; in 1937-38 it dropped very slightly behind the
British. The discontinnance of the Saigon-Bangkek service accounts
for the absence of French tonnage in 1935-36 and 1936-37. Thailand’s
own position, which is relatively unimportant, increased sharply durin
the first World War, from 5.9%, in 1913-14 to 17.7%, in 1918-19, bur it
lost this temporary increasc to the Norwegians, Dutch and Danes during
the twentics and has remained near its pre-War level duting the last
few years. The very large proportion of the overseas tonnage in the
hands of European powers which have now been involved in war,
together with the great increase in Thai nationalistic feeling in the last
two or three years, is resulting in another increase in Thai’s share in
this tonnage. The government, which now has control of river and
coastal services, has purchased the British-controlled Siamese Steam
Packet Company and has organized the Thai Maritime Navigation
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Company which purchased five foreign vessels for freight and passenger
service in 1940. The withdrawal of the two foreign oil companies from
Thailand in 1940 and a resulting fuel shortage have emphasized the
withdrawal of much tanker tonnage, mainly owned in Europe.

Bangkok is the principal shipping center of Thailand. As a port it
suffers from a sandbar across the chaanel of the Menam over which
some 40%, of Thai’s imports have to be lightered, and from poor dock
facilities. However, 1939 saw the inauguration of dredging works
and harbor improvements which it was planned to complete in about
five years.! Table 44 shows the changes in overseas shipping clearing
through the port of Bangkok since 1913-14.

TABLE #4. THAILAND: NATIONALITY OF SHIPPING CLEARED IN
AND OQUT OF THE PCRT OF BANGKOK?
{1n thousand metric tons and percentages of total tonmage )

191314 [1923/26-29{30/1930/31-34{35  yg35.3¢ 1936/37 1937/38 | Avam 1940
Narto- AVERAGE AVERAGE
MNALITY

Tonnage 9, |Tonnage % |Tonnage % |Toncage % Tonnage % |Tonnage % |Tonnage 9

American o N 49 2.1 0 29 14 0.5 18 0.7 9 04 . ..
Bricish 402 2261 686 20.8 | 689 289 | 672 247 609 225 587 264 42 242
Chineseta) | .. .. | _. = .0 23 0B| 76 28| ‘18 o8| .. ..
Daznish 47 27| 180 7.8 299 126 | 255 94 282 104} 221 99 9 51
Diutch 57 321 134 58| 175 7341 26t 96| 277 103 297 132 40 230
French 18 1.0 30 13 8 03 e e L 3 01 e
German 578 324 38 17 31 13 44 161 107 4.0 40 18 G
Japanese 14 08| 182 79} 197 83 419 154 433 160 316 143 21 112
Norgegian | 533 299 753 327 | 711 298 | 868 319| 770 285 | 368 254 50 29.0
Thai 106 59| 189 82 165 69| 146 54| 131 49| 133 60 10 59
Othets 27 15 58 2.6 3B 16 17 06| ., . 22 1.3 1 06
Totai 1,783 100.0 | 2,299 100.0 | 2,384 100.0 | 2,719 100.0 | 2,703 100.0 | 2222 100.6 | 174 100.0

(a) Tacluded under “Others” before 1935/36.

Some 209 of the cultivated land in Thailand is irrigated ; and canals
ate built with a view to their use as inland waterways as well as for
irrigation purposes. Eighty per cent of the paddy sent to market is
carried on boats. Total licensed river craft, cargo boats, ferries and
motor and steam launches numbered 86,795 in 1911-12 but have since
declined until in 1936-37 they numbered 65,563, of which 63,649 were
cargo boats and ferries, 318 steam launches and 1,596 motor launches,
Thf% launches in many cases compete with the railways for passenger
traffic.®

Railways: ‘The Royal State Railways of Siam are owned by the go-
vernment, directed by the Railways Commission and operated by the
Department of State” Railways of the Ministry of Economic Affairs.

e gauge is one meter and, with small exceptions, the line is single
track, In 1937-38 the double tracking of the 60-kilometer line from
Bangkol to Ban Phaji was completed ; Ban Phaji is the junction of the
two main northern lines, one running directly north toward the Chinese-

1 Thompson, Vieginia, Thaifand, unpublished manuscript.

2 Central Scrvice of Statistics, Statistical Year Book of tbe Kingdom of Ssarr, Banghkok ; The Bangkok Times, Juns
3, 1940, for 1940 data.
3 Thompson, op. cif., and Statistical Yasr Book.
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Burmese border, and the other going east to the Indo-Chinese border.
While the Thai railways connect with those of British Malaya to the
south, they do not reach to the Indo-Chinese border. In 1939 an ad-
ditional hundred kilometers of line were opened from Khon Khaen to
Udorn Dhani, forming part of the line which will ultimately reach the
botder, about 30 kilometers further, and connect with the French rail-
way to Vientiane.b

Between 1920 and 1930 raflroad construction feceived such an im-
petus that Thailand became the leading Asiatic nation in that respect.
Diesel engines have been in use on the Malaya run since 1931 and on
the Chiengmai line since 1933. The railroads have uniced the four
major and previously isolated regions of Thailand, and that with a
mirority of foreign capital and with a completely Sizmese management
which is remarkably efficient. Since such few highways as existed in
Thailand until recent years were not built parallel to the railways, but
as feeders thereto, the State Railways have enjoyed a monopoly of fast
transportation, and ever since their inception they have been vVery pro-
fitable, net receipts ranging as high as 11 million baht in 1928-39 and
7 million in 1936-37 while gross receipts were 20 million in the formes
and 15 million in the latter year, Table 45 shows traflic figures for
the State Railways since 1909-10.

Highways and Motor Vebicler: Thailand is virtually a roadless land,
transportation of persons and commodities being chiefly by river and

TABLE 45, THAILAND: OPERATIONS OF STATE RAILWAYSS

FartGstr CARRIED (a)
KIitoMerEns PASSENGERS
Praron Orry Fom CARRIED Goops Livestock
TRAFFIC ¢ In thourands) (I thoneand (i thoctosd
metric tons) e fons)
Average for
1009/10.1913/14 1,031 1 3201 37 5
Average for
1925/26-1929/30 2,763 6,310 1,295 23
Average for
1930/31-1934,35 3,023 3,988 1,210 17
1935/36 3,100 5112 1,415 13
1936/37 3,100 5,672 1,590 14
1937/38 3,315 5,556 338 (b) 4.6(b)
193813y 3,315 I 5,723 448 (b) 4.9{b)

(a) Excluding “frer Bauled” and “dead weight"
() In million ton-kilometers. In 193536, 295.6 millien too-kem. of goods and 5.7 million ten-km. of Nves
stock were bauled; in 1936-37 comparative data were 445.2 and 5.1,

8 Seatictioal Yeer Books Forcign Railpay News; and Hailey, 3]., Bepors on Eronvmic ond Commercial Conditions in
Siaz, April 1937, Dept. of Oversear Trade, Report No, 673, London, 1937, p. 20,

8 Foreign Raitway News, 1939, No. 31, Avugust 4.,

8 Statistical Yrear Book; Foreion Railwgy Nezs, 1940, No, 3, Jan. 1%, for 1937-38 and 1938.3) data,
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canal. Until 1936 Bangkok itself was almost isolated with respect to
vehicular traffic although within the capital there is transportation by
electric tram, tricycle taxi, ricksha and, recently, a municipal bus service.
As stated above, the policy of the Public Works Department, apart
from its concentration on streets in Bangkok, has been to construct
roads as feeders to the railway rather than where the economy of the
countryside most required them. In recent years, however, with the
increased number of motor vehicles, highway construction has begun,
especially in frontier regions (e.g. the peninsular roads near Malaya) and
in those totally lacking in other methods of transportation. The most
important road is that which links Lampang, which is on the railway,
with Chiengrai near the northern border where it meets the caravan
route into south China ; this has opened up a region previously without
communications and incidentally has brought much traffic to the rail-
way. Another road parallels the new rail line from Khon Khaen to
Udorn Dhani and continues to the Indo-Chinese frontier. A com-
prehensive, five-year highway program was inaugurated in 1936-37 and
aims to connect all the principal cities, with three main roads radiating
from Bangkok ; two of the latter were opened in the same year.” Of
the 3,000 kilometers projected under this plan, 1,520 had been com-
pleted by 19398 while by 1940, excluding streets some 642 kilometers

TABLE 46. THAILAND: LICENSED MOTOR VEHICLES®

C
PertoD Passencen Cans Buses Lorries Ig::f;‘ Oruers (a) Torar
Private For Hirs

Average
1909/10-

1913/14 139 30 169
Average
1925/26-

1929/30 | 2,517 | 1,038(b) | 1,372 (c)| 1,899 424 6,587
Average
1930431-

1934/35 | 3,210 1,201 424 3,043 350 8,229
1935/36 | 3,565 1,587 131 3,725 387 217 9,611
1936/37 | 3,783 1,415 112 4,070 503 278 10,161
1937/38 | 4,416(dy| 1,494 (d) 146 4,233 (e) 559 591 11,439
1940 (f) 6,000 770 | 5150 950 145(g) | 13,015

(1} Includes special cqnipment of Public Reads Department, tractors, trailers, cte,
(b) Two-year average ; before 1928-29 included under buses.

{e) Average for 1928-29 and 1929-30 anly; earlier data include passcoger ars for hite
(d) Including ericycles equipped with motots,

() Includes 3,428 loreies fot hite and B0S private lordes (which includes firefighting equipment),
{f) January 1.

{g) Diesel upits; only 45 reported in the previous year.

7 Bailey, op. eit., p. 21,

8 Coultas, W. W., Report on Beomomiz and Commuersial Conditions Siam, April 193
Repore No. 730, Londg::, 1939, p, 25, oo i Sam, Spril 1955, Depr. of QOrerseas Trade,

¥ Statistical Year Book of the Kingdom of Siapr, 1935-1937; 1940 data from Astomoiivg World News.
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long in 52 municipalities, there were 7,071 kilometers of highways in
Thatland, including 388 kilometers of surface-treated macadam, 2,557
of waterbound macadam, 2,586 of sand, clay and gravel, and 1,540
of unimproved, non-surfaced roads.’® A considerable portion of the
roads under construction in 1939 formed a network in the eastern
part of the country and reached to the Indo-Chinesc border at several

o1ts.
P Practically all the private passenger cars (3,185), all the buses (112)
and most of the passenger cars for hire (502) in Thailand in 1936-37
were registered in Bangkok., On the other hand, 3,288 of the 4,070
lorries wete registered in other Changvads., Figures prior to 1926-27
given in Table 46 refer to Greater Bangkok (Circle Krung Deb) only;
thereafter they apply to 2l Thailand.n

Airways; *“The first public air transport service within Siam™, and
one of the first in the Far East, “was inaugurated in June 1922 on a
363 kilometer route in the northeastern provinces, with Royal Siamese
Alr Force equipment and personnel. . . . As replacement for the Royal
Siamese Air Force which was contemplating suspension of these civil
air services, the Aerial Transport Company of Siam, Limited, signed an
airmail contract with the Department of Posts and Telegraphs in August
1931 and it has proceeded since to extend the routes gradually.. ..
For some years, Bangkok has been a regular port of call on the inter-
continental air transport routes operated by Imperial Alrways . ..
K.L.M...and Air France....The commercial airport ucilized by
these long-distance operators is alongside the Military Airport at Dong
Muang, some 35 kilometers north of Bangkok . ... For the new Im.
perial Airways flying boats, 2 marine airport is now operating at Klong
Toi, a down-river suburb.”? The Aerial Transport Company has a
completely Siamese personnel, unlike most Far Easteen air transport
companies it is not subsidized by the government, and its financial
position is good. Geographically, Thailand holds a key position for
the intercontinental services listed above, and Bangkok, which was rather
off the beaten frack of land and sea routes, has become an airways center
of great importance through its first-class bases at Dong Muang and
Klong Toi. Of the international lines, K.L.M. is the most important
as regards number of passengers and weight of cargo transported.1
February 1940 saw the inauguration of a weekly air service between
Bangkok and Tokyo, the result of negotiations dating back to 1936;
carly in September permission was secured by Japan to 8y via French
Indo-China to Thailand, thus eliminating the long detour overscas
around the French possession, nccessary since Juned4 ‘The operations
of the domestic airways of Thailand since 1922-23 are indicated in Table
47, while the passenger, mait and goods traffic of the three intecnational
companies stopping at Bangkok in two recent years are shown in
Table 48.

28 Automotioe World News, February 10, and June 5, 1940,

L Statictical Year Book of the Kingdore of Siara, 19351937,

18 Statistical Year Book of the Kingdom af Siam, No. 19, p. 249,
18 Thompson, op. cif.

14 Far Eastern Survey, 1940, pp. 83, 252.
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TABLE 47. THAILAND: REGULAR DOMESTIC AVIATION ROUTES!®

L‘"ﬁ‘gu"_'r"n;’" AIRCRAFT Pensons Marr. Pastenr
Peaiop Oren KI1LoMBTERS CARRIED Carnen CARRIED
(In kilameters) Froww {Nimber) (In &ilograms) (In kifagram:s)
1922423 363 8,160 1 1,705 (a) 9,418
Avcrage
1925/26-
1929/30 800 75,258 780 (b) 3,513 ()| 15,496
Average
1930/31- .
1934/35 671 93,120 57 (¢) 10,876(d)| 4,711
1935/36 715 122,290 22 12,066 2,564
1936/37 715 118,960 22 12,454 1,819

(a) Figures for 1922 and 19251930 in number of baps; in kilograms thereafter.
(b} Includes free passengers, 1926/27 to 1929/30.

{c) Free passengers included in 1930/1931; 167 free passangers carried in that year,
{d) Four-year average, 1931/32-1934/35,

TABLE 48, THAILAND: INTERNATIONAL AIR SERVICES AT
BANGKOK AIRPORT™

Passengers (a) Man (b) Goobs TRaFFIC
YEar . Dis- : Dijs-
ArRirvcd Departed| Total Re‘?‘}‘:”d patched TG;I R“‘:,“d patched '1‘(:}::1
3 .. - . i N . f{ ;
(Ne) | (Ne) [ (Ne.) kilograms) [ o fog( r:m' 5) kilograms) | kilograms) | .. !a‘grr:mr ) Ailograms)

1936/37 | 384 | 461 845 | 2,245 | 2518 | 4,763 | 1,484 | 1,240 | 2,724
1937/38 | 511 | 545 | 1,056 4,161 | 3,625 | 7,786 | 4,550 | 1,432 | 5,982

(a} Excluding through passengers.
(b) Incoming mails recorded in gross weight, outgoing mail in net weight

15 Ssatittical Year Book of the Kingdom of Sizm.
18 Jhid. Includes operations of Impetial Alrways, K.L.M, and Air France.

Q. BRITISH MALAYA

Shipping: Great Britain, the Netherlands and Japan are the three na-
tions most prominent in the shipping clearing through Malayan ports.
The figures in Table 49 represent one entrance only, irrespective of the
number of ports in Malaya at which a vessel may have called.

The two more detailed tables showing the shipping of the Straits
Settlements and of the Federated Malay States, however, are not com-
parable to Table 49 because the first, Table 50, includes repeated voyages,
and the second, Table 51, includes only shipping clearing through Port
Swettenham, the major port of the Federated Malay States. Singapote
is the most important Malayan port, accounting for about two-thirds
of the Straits Settlements shipping tonnage.
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TABLE 49. BRITISH MALAYA: NATIONALITY OF SHIPPING ENTERING
MALAYAN PORTS (a)!
(In thoxsand net regisicred toms and percentages of total fomngge)

BRITISH MALAYA

BriTIsH Durcn Jararese NORWEGIAN Ornaees
Yrax ToraL
Tonnage %, | Tonnage %, ) Tonmage 9 | Tonmage 9% Tonnage 9%,
— — )
1928 | 10,176 48.4 | 3,967 18.8 | 2,442 11.6 4,461 21.2 21,046
1929 | 10,351 46.6 | 4,423 19.9 2,571 11.6 4,864 21.9 22,209
1930 | 10,348 457 | 4,386 19.4 2,633 11.6 5,259 23.2 22,627
1933 1 4,587 32.8 { 3,316 23.7 | 2.462 17.6 3,619 26.0 13,984
1935 | 4,864 32.3 | 3,498 23.2 | 2,630 17.5 4,061 27.0 15,052
A
1936 | 4,902 317 1 3,671 23.8 | 2,810 1821 958 6.2 3,101 201 |15443
1937 1 5474 32,9 | 4007 24.1 2,607 157 | 1,025 6.2 | 3,506 21.1 {16,618
1938 | 5,589 344 | 4163 25.4 1,948 12.0 | 1,068 6.6 | 3,475 21.4 |16,243

=ll_(a) Singapose, Penang and Port Swettenham, 1926 : and Malacea 1928-1930 3 Malayan Registration Area there-
[rer.

TABLE 50. STRAITS SETTLEMENTS: TONNAGE AND NATIONALITY
OF MERCHANT VESSELS OVER 75 TONS NET REGISTER CLEARED
THROUGH FIVE PORTS, INCLUDING REPEATED VOYAGES?

(In thousand nei tons and percentages of total tonnage)

1925-29 193134
Nazion 1911 AVERASE | Avemscs 1935 1936 1937 1938 1939
NALITY T
Tonnage % Toanage 9 iTonnage % Toonage 9 Tonnage % Tonnage 9% |Toanage 9 na(:lc-

American 401 1.6 1,085 27 930 21| 898 200 788 17 7T 1.6 390 08
Bricish 14,258 59.2|19.841 493118,890 43.4|19,116  42.5118,748 41.2(20,179 42.319,504 43.4
Chinese .- .- 702 32 041 62 01 150 03] 248 0.5 36 01
French 643 27| 1,826 4.5| 2,311 53| 1,843 411 1,782 39| 1810 38 1,859 4.1
German 3313 13.8) 1,833 a4 2532 58| 2,592 38| 3,063 6.7 3,000 4.2 2,658 5.9
Japanese | 1,484 624 5162 128 6,145 141| 6,889 153 7250 159 6,562 13.8) 4632 103
Netherland| 2,222 92[ 7,167 17.8 7,795 17.9| 7,911 176 8,404 185 9070 19.0| 9,165 20.3
Norwegian| 445  1.8) 1,i28 28] 1,827 4.2| 2,324 52| 2,385 52| 2520 53 2,615 5.8
Others 1,302 54| 2,114 53 3,068 7.0/ 3,325 P4) 2961 6.5 3,502 7.3 4,166 02
Total 24,067 100,040,237 100.0(43,529 100.0 44,960 100.0(45,531 100.0(47,709 100.0 45,145 §00.0
Shipping

through

Siagapore 15,455 64.2)27,164 67.5120,062 66.8[30,255 67.3 130,367 66.732,791 68.7[31.254 69.2]31,648

Annual totals for the Federated Malay States are the only data avail-
able for years earlier than those indicated in Table 51. In 1925, 6,113,000
tons, exclusive of native craft, entered and cleared ; in 1930 the total
rose to 8,485,000, and dropped again to 7,791,000 in 19318 ‘These
figures are not exactly comparable with those of Table 51, however,
which include only shipping calling at Port Swettenham. In 1931, for

1 Dept. of Overseas Trade, Reporss on Eoonvmic and Coremarcial Conditions in Malzys, London, Includes vessels
over 50 net registered tons before 1933, vessels over 75 per registered tons thereafter,

2 Great Britain, Colonial Office, Cobonial Reports, Annual, Previous to 1931, the figures include vessels of over
B0 rons net register.

3 Malayan Statistics, as quoted in Economic Handbook, p. 151,
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instance, total tonnage entered and cleared through that port was only
5,556,000 tons. The 1938 decrease in Federated Malay States shipping
had three main causes: troubled conditions in the Far Fast, the trade
depression and the restricted export of the principal commedities pro-
duced in the States. In 1935 and 1936 the Japanese attempted to con-
trol Malayan shipments, especially of tin and rubber, to the United
States, but partly owing to the Chinese boycott of Japanese trade and
partly owing to othet demands upon Japanese shipping, her percentage
of Malayan tonnage decreased after that period. The change in her
share of Malaya’s shipping is proportionately far greater in the Federated
States than in the Straits Settlements, rubber and tin being the chief
products of the former.

While the nationality of the chief shipper in Malaya is British, the
countries to which travelled the greatest proportion of Malaya’s foreign
shipping ate Japan and the Netherlands Indies; in 1936, the last year
unaffected by hostilities, 22.6%, and 22.79%, respectively of the shipping
entering Malayan ports came from these two regions while Great Britain
and Europe combined accounted for only 21.19. Hostilities have
altered this situation, Japan’s position dropping while that of the Indies
and of Europe increased, and it is to be expected that the demands for
colonial products resulting from European conditions in 1939 have
continued this trend.

TABLE 51. FEDERATED MALAY STATES: TONNAGE AND NATIONA-
LITY OF OCEAN-GOING MERCHANT VESSELS ENTERING AND
CLEARING THROUGH PORT SWETTENHAM*

(In thourand tons and percentages of iotal tonmage)

o 10011934 1935 1936 1937 - 1938
Tonoage % |Tonnage 95 |Tonnege 9% |Toonage 9% | Tonnage 9
American 92 1.7 87 14 78 1.2 85 1.2 33 05
British 4,148 75.3 | 4,474 72.6 | 4,488 69.2 | 5,208 72.0 | 4,802 72.9
Chinese 14 0.2 27 04
Danish 208 3.8 331 54 322 5.0 326 4.5 345 5.2
French z .. 14 0.2 5 041
German 342 6.2 369 6.0 444 6.8 433 6.0 422 6.4
Japanese 231 42 261 4.2 405 6.3 214 30 ... ..
Netherland 351 6.4 395 6.4 467 7.2 668 9.2 616 9.3
Norwegian 101 1.8 207 3.4 236 3.6 238 3.3 302 4.6
Other 39 0.7 30 0.6 14 0.2 31 04 71 11
Total 5,512 100.0 | 6,166 100.0 | 6,482 100.0 | 7,234 100.0 | 6,590 100.0

4 Colonial Reporis.
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TABLE 52, MALAYA: MERCHANT STEAMERS OVER 75 TONS NET
REGISTER ENTERING FROM AND CLEARING TO PRINCIPAL REGIONS
WITH CARGO®
(In thonsand net tonr and percentages of lotal tonwage)

1932 1934 1936 1938
REGION
Toonage % Toanage % Tonnzge Y% Tonnage %

United Kingdom

Entered 1,191 85| 1,071 7.2 | 1,067 6.9 997 6.1

Cleared 826 6.0 962 6.6 986 6.6 904 5.8
British Possessions

Entered 2,268 16,3 | 2,487 16,7 | 2,717 17.6 | 2,780 171

Cleared 2,426 17.8 | 2,420 16.6 | 2,674 17.9 | 2,845 181
Europe

Entered 2,030 14,6 | 2,212 149 | 2,190 14.2 | 2,639 16.2

Cleared 2,322 17.0 | 2,504 17.1 ] 2314 155 | 2,747 17.5
United States

Entered 450 3.2 460 3.1 512 3.3 576 3.5

Cleared 828 6.1 818 5.6 870 5.3 868 5.5
Japan

Entered 3,023 21,7 | 3,240 21.8 | 3,496 22.6 | 3,119 19.2

Cleared 2,856 20.9 | 3,155 21.6 | 3,344 224 | 3,017 19.2
Netherlands East Indies

Entered 3186 229 | 3,322 224 | 3510 22.7 | 3,962 244

Cleared 2,740 20.0 | 3,043 20.8 | 3,123 20.9 | 3,381 21.5
China

Entered 5907 4.3 673 45 617 4.0 667 4.1

Cleared 713 5.3 583 4.0 478 3.2 624 4.0
Other Foreign Countries

Enteted 1,193 8.6 | 1,385 93| 1,334 8.6 (1,503 9.3

Cleared 954 7.0 (1125 7.7 | 1,126 7.6 | 1,311 84
Total

Entered 13,938 100.0 |14,850 100.0 |15,443 100.0 |16,243 100.0

Cleared 13,665 100.0 |14,610 100.0 |14,915 100.0 115,697 100,0

Railways: With the exception of the Johote Line, all railroads in
British Malaya are owned by the Federated Malay States government
and, since the latter operates the Johote State Railways under a lease,
all railroads are controlled by it. The general plan of railway com-

TABLE 53. BRITISH MALAYA: RAILWAY OPERATIONS®

Irem 1910-14 | 192529 | 1930-34 1935 1936 1937 1938
AvVERAGE | AVERAGE | AVERAGE
Miles open
{first track) 685 1,024 | 1,069 1,068 1,068 | 1,068 | 1,068

Passengers carried
(in thousands) 11,218 | 13,768 | 6,865 | 6,678 | 7,463 | 9,476 | 9,923

Revenue freight
carried (in thou-

sand long tons) 947 | 2,378 | 1,311 | 1,302 | 1,667 | 2,147 | 1,857

§ Spatistics Department, 5.5, and F.M.S., Malayanr Year Book, Singapore
8 Federared Malay States Rallways Fifty Years of Railways in Ma[a_ya 1885 1935, Kuala Lumpur, 1935 ; Raifaays
Reporis, annuals ; Maleyan Year Book.
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munications consists of two north and south trunk lines running from
Singapore to the Siamese botder where both connecct with the Siamese
railway system. The western line runs near the coast and has a system
of latcral feeders to the ports while the East Coast Line, completed in
1931, has no feeders except the short branch line running to the Thai-
land border. The railway gauge is one meter, which corresponds to
that used in Thailand, and practically all the mileage is single track.
As in other countries the raitways have been severely affected by high-
way transport competition for both passengers and goods. To meet
this the railways maintain road transport services at the principal stations
in order to provide door-to-door transport. Control of highway trans-
port has also been inttoduced and is discussed in the following para-
taph,
g I}E’igbwqy.r and Motor Vebicles :  Of a total of roughly 8,600 miles of
roads, the great majosity arc maintained by the Public Works Depart-
ment, only 255 miles being kept up by the municipalities, In 1937, of
a total of 5,416 miles of metalled roads, 992 were in the Straits Settle-
ments, 2,939 in the Federated and 1,485 in the Unfederated Malay States.
In 1939 there were 5,164 miles of macadam, concrete and asphalt roads,
615 miles of improved earth and 985 of unimproved earth or of un-
specified types, making a total of 6,764 miles of highways.? The fact
that this total is smaller than that for 1938 which is given in Table 54
is explained by the fact that the latter includes bridle paths and cart

TABLE 54. BRITISH MALAYA: HIGHWAYSe

(In miler)
CrasstFIcATION 1930-34 1935 193 ’ 1937 1934
AVERAGE
Straits Settlements
Municipal arcas 230 245 247 253 319
Rural areas
Metalled roads 718 73 739 688
Gravel and natural 94 166 7 173 214
Total 840 812 ~ 897 | 912 902
Total Straits Settlements 1,078 1.057() 1,144 1 1,165 1,221
Federated Malay States i l‘
Gravelled and metalled 2,835 2,902 2916 ' 29319 3,067
Unsurfaced bridle paths '
and cart roads 1,811 1,659 1,640 1,619 1,759
Total Federated Malay States| 4,646 4,561 4,556 4,558 4,826
Total Unfedetated Malay
States 1,797 1,983 2,018 2,113 2,528
Total British Malaya 7,509 7,601 7,718 7,836 8,575

() Decrease due to retrocession of the Dindings to the State of Perak,

7 Avtomstive World News, Sepr. 1, 1939,
8 Malzyan Year Book.
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roads. The development of highways and the growth of motor ve-
hicle registrations are shown in Tables 54 and 55.

Regulation of highway transport in Malaya is of very tecent date. The
Road Traffic Enactment of the Federated Malay States, effective January
1, 1938, regulates bus services, fixes rates and in general controls this
traffic. No competitive services are licensed over a single route. Of
2,680 freight transport vehicles licensed under this Act in 1938, 1,051
were private vehicles, 795 public and 834 used for both purposes.
Similar road traffic legislation has been introduced in Kedah and it is
expected that regulation will be undertaken in other parts of British
Malaya as well.®

TABLE 55. BRITISH MALAYA: MOTOR VEHICLES, PUBLIC
AND PRIVATE®

Vemcues | 1925 | 1920 | 0B 0 yoss | go3s | 1037 | 038 1939 1540
Passenger

cars e 129,900(26,370 | 27,504 29,273| 33,042|32,090 (2|32,232 . {32,873
Motot

trucks 5,600 6,358 7,045 7,557 8,691 8,598 (10,054 9,841
Buses 2,000 2,000 1,999 2,010| 2,740 2,392 2,376 2,224
Motor-

cycles 4,060(b| 3,884 4,010 4,210 3,568 3,568 3,504
Others s 415 (c 430 527 499 589 124(d{ 123(d

Toral  |20,720(37.720/37,350 |40,862| 43,377 49,182|47.037 48,354 |48,565

(a) Includes 29,042 ptivate cars and 3,048 tazis and gatage cats,
(b) 3-year average, 1932-34,

() 2-year average, 1933-34,

{d) Duesel units.

Airways :  Either directly or indirectly Singapore is connected by air-
ways with the major countries of the world. Table 56 includes figures
for K.N.ILL.M. (Royal Netherlands Indies’ Airways) and Imperial Air-
ways, Ltd., in 1933; from 1934 to 1938 Qantas Empire Airways, Ltd.
{Australian) and K.L.M. (Royal Netherland Air Services) are also in-
cluded. TPassenger figures omit Imperial Airways in 1933 and Qantas
from 1934 to 1937. In addition, Wearne’s Air Services, Ltd., began a
wholly internal service from Singapore to Penang (381 miles) in 1937,
Originally an independent service, this has been government-subsidized
since 1938, Tts results for 1938 were: mileage flown, 277,368 ; pas-
sengers carried, 2,189; {reight carried, 26,331 lbs., and mail carried,
4,183 lbs. Under the so-called “all up” air mail scheme inaugurated
by Empire Airways and its subsidiary, Qantas Empire Airways, all
first-class mail matter was carried by plane without surcharge, begioning
in 1938, Wicth the outbreak of the European war, however, this
arrangement was discontinued.

9 Fortign Railway News, 1939, No. 32, Aug. 11} and Report on Economic and Commercial Conditions in Malaya.

10 Maiayan Year Book, Figure for 1925 from Straits Sertlements, Bl Book, 1S, Dept. of Commerce, Motive
Products Division, for 1939 and 1940 dawm,
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TABLE 56. STRAITS SETTLEMENTS: INTERNATIONAL AIRWAYSu
(Includes flights wholly within British Malaya)

Per1on Covesen | MiLgace Frown P “ﬁ:;fj_“ M"“}'ﬂ c;;‘;“mn P}:’E;‘;’;T
1933 e 305 -
1934 vee 1,509 -
1935 3,324,415 6,194 . -
1936 4 294 188 7,052
1937 4,902,554 9,552 ve- e
1938 8,007 254 12,774 1,613.9 523.3

11 Straits Sertlements, Biwe Bosk, annual,

10. NETHERLANDS EAST INDIES

Shipping: 'The main share of Netherlands Indian foreign shipping is in
the hands of the colony and the mother country, with the United King-
dom outdistancing all other foreign nations. In 1914 vessels from the
United Kingdom accounted for 2 somewhat larger proportion of the
tonnage in foreign trade than the Netherlands and the Indies combined.
This relation was altered during the War and by 1938, although the
United Kingdom still outranked them individually, as a unit they ac-
counted for 46.7%, as against the latter’s 30.79. Norway’s rapid rise
to third place, most evident in the twenties and early thirties, was slowed
down slightly in 1937 and 1938 while Germany’s increased both pro-
portionately and actually in the same years.

TABLE 57. NETHERLANDS EAST INDIES NATIONALITY OF INCOM-
ING SHIPPING TRAFFIC BETWEEN THE INDIES AND OTHER
COUNTRIESt
(In thonsand met cubic meters and Dpercentages of totals)

Nario- 1910-14 1925.29 193¢.34

NALITY AVERAGE AVERAGE AVERAGE 1935 1936 1537 1938
Netherlands

East Indies| 3,162 22.7 | 6,571 229 | 7,035 229 | 6715 21.8 6,604 20,8 | 7225 212 | 7,127 209
Netherlands | 2,257 16.2 | 6,373 222 | 7460 243 | 7.10% 231 7696 242 | 8258 24318776 258
China 65 05 505 18| 285 ¢9| M1 1.0 281 oo | 257 ‘o8 264 0.8
France. 3% o3| 195 67! 17t os 24 O SN 103 03 | (d} .
Germany 1,600 11.5 | 1,825 6.4 11,363 4.4 | 1,192 39 | 1,002 34 1474 43| 1603 47
Greece - e 9 .. B8 03| 468 151 859 27| 465 1.4 396 12
Ialy 1 .. 103 04 238 08| 258 08| 30 09| 333 10| a8 1.4
Yapan 346 251,129 3.9 | 1,940 64 [ 1,983 64 | 1,639 52 1541 45| 980 29
Norway 174 13| 936 33 | 2341 7.6 | 2817 91 | 3545 112 3,567 105 | 3,218 9.4
Eu_larga . .. 5 .. 37 o1 9 03| 130 04| 175 05| 175 0%
e

Kingdom | 5,919 426 |10,045 350 | 8816 287 %322 303 | 8985 283 [ 9,993 292 10,462 307
U.5.A. .. .. 597 21 492 131 257 08| 282 o8| 269 08| 241 07
Cthers 344 25| M1 14| 539 13| 350 12| 431 14 443 10| 351 10
Towuls (a) 13,905 100.0 (28,699 100.0 30,687 100.0 30,809 100.0 {31,743 100.0 |34,043 100.0 34,071(d100,0

(b) 13,347 96.0 127,274 95.0 [30.082 93.0 30,339 98.5 |31,312 98.6 (33,705 99.0 (33.27%(d 97.7
{c) 358 401 1,428 56| 05 20 450 151 43t 14 338 tg| 72 23

(a) Grand Total.

(b) Steam vessels.

{0 Sziling vesscls and sailing vessels with auxiliary motors.

(d} Figure given in source for French shipping—2,748,000 cubic meters
apparestly 4 mispriot. It has therefore been omitred and subtracted from totals {a) and {b}.

1 Dcpa_rtcmcnt van Economische Zzken, Centraal Kantoor voor de Statistick, [rdicch Verslag, II. Statistirch
Jaoroverzicht wan Nederlandsoh-Indie, Batavia, annual.

tepresenting only one vessel—is



NETHERLANDS EAST INDIES 63

The K.P.M. (Royal Packet Navigation Co.} is the largest shipping
company registered in Netherlands India. It maintains a number of
inter-insular services and several international lines including the Orient-
Java-Africa Line; the next largest company is the Java-China-Japan
Line. Owing to her petroleum production, tankers play a considerable
part in Netherlands Indian shipping. As Norway and the United King-
dom control a large portion of the world’s tanker tonnage, this may
explain to some extent the large part played by these countries in the
Indies’ overseas shipping. Competition from Japanese shipping has
been increasing and, following several yeats of growing pressure from
Japan, an agreement was reached in 1936 between Dutch and Japanese
shipping companies by which the “business between the two countties
was divided on a _basis of about 60 per cent for the Japanese and 40
per cent for the Durch lines.”® The outbteak of hostilities in China
and the consequent demand for Japanese ships on the neat-seas routes,
however, cancelled out any expected increase in Japan’s share in Nethet-
lands India’s total foreign shipping tonnage, which dropped, both ac-
tually and proportionately, in the two yeats subsequent to this agreement,

In contrast to Table 57, the shipping traffic between Netherlands
India and the major regions of the world is indicated in Table 58. 'The
major changes in this traffc in the last fifteen years have been the de-
crease in the proportion of shipping plying between the Indies and
Europe and the increase in the traffic with Austrafia. Another impot-

TABLE 58, NETHERLANDS EAST INDIES: OVERSEAS SHIPPING
TONNAGE BY QORIGIN AND DESTINATION, STEAM VESSELS ONLY?®

(In thonsand net cubic meters and in Dercenlages of total arrivals and departures)

192529 193034
Treae Avonsensy| AP0 1935 1936 1937 1938

East A?ia (k)

arrivals 6,028 3451 7,417 3901 8,113 4.0 | 6,540 364 | 5305 27.2 | 8464 335
. departures 5,266 27.0 | 5,668 29.2 | 5,885 308 | 5570 30.9 | 6753 33.4 | 6206 245
British India

afrivals 3,309 19.0 3119 164 2462 134 | 3,117 174 4,874 246 5,188 20.5
. departures 2072 260 | 4,527 23.8 [ 3,961 20.8 | 4123 229 | 3628 179 | 6.643 262
utope.

arrivals Taol 252\ 3866 20.3 | 3,092 168 | 3,503 19.5 | 3,882 19.6 | 4810 19.0
A d_ec;a.atmms 5397 217 | 4637 239 (3939 206 ( 3257 181 | 3736 18.5 | 5303 210
& F1f

arsivals 1594 041,835 97| 1,588 861327 74| 153 76 2041 81
ApdePRTtutes 1654 85| 1,586 82| 1,65 85|1225 o8| 1625 80 2.656 10.5

atrivals #7240 w6 40! 852 46| 1,02 571408 75 1063 42

deparrures 20 L1 B9 44 1214 64 | 1515 84| 129 64| 1012 40
Australia *

artivals L0107 2011 106 2327 12.6 | 2442 136 | 2,656 13.4 | 3733 148

departures 1882 972064 106 2,301 125 | 2318 129 | 3474 157 3508 15.8
Total

artivals 17,430 100.0 119,015 100.0 (18,434 100.0 17,955 100.0 |19.815 100.0 25,298 100.0

departutes 19,492 1000 [19.431 100.0 (19,089 100.0 18°008 1000 120°212 1000 25,336 100.0

{n} Figures for depattures represent avetages for 1927-1929.
(b) Siam, British Bomeo, Cochin China, the Philippines, fapan, China and S$iberia.

2 Vandenbosch, Amry, “Netherlands India ang Japan,” ; ;
1 , Y pan,” Pacific Affairs, Sept. 1940, p. 258,
s;ﬂf{:dggbmvi:;gﬂ%‘m'rhc é:ta}lﬁ_ﬁfe smaller than thase in Table 57 sincs th::pformer (‘)g‘nits local traffic in the
cetling o thherla.ndaulg;dia'i: plotht as well as ships calling at Sabang for coz! and water hur not otherwise
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tant development is the increase in the tonnage leaving for East Asia in
1937 and arriving from that region in 1938, at the same time that tonnage
travelling in the opposite dircctions decreased in those two years. This
is a reversal of the trend of the whole previous period which always
showed a greater proportion of arrivals from East Asia. '

From end to end the Netherlands Indies are more than_ 5,000 miles
long. Inter-island shipping therefore takes on almost the internal cha-
racter of railways in other countries. As with foreign shipping, the
great majority of this traffic is controlled by the colony and by the
Nethetlands, with Great Britain the principal foreign country. Some of
the interinsular lines are directly owned by the Netherlands Indian
government ; and the K.P.M. receives a monopoly of the Molucca trade.
By theit monopoly of the government carrying trade the Netherland
lines enjoy a practical subsidy, excluding profitable competition.? In
1936 new legislation restricted certain Netherlands Indian ports, calling
them “coastal places™; these and coastal shipping are reserved to the
Netherland flag, although foreign shipping compaties previously sharing
in this trade could continue to do so under license.5

Interinsular shipping figures, shown in Table 59, are about three
times as great as the totals for the shipping traffic with foreign coun-
tries. This is because most vessels call at and are recorded at more
than one port.$

TABLE 39. NETHERLANDS HEAST INDIES: SHARE OF DIFFERENT
COUNTRIES IN THE INCOMING COASTWISE AND INTER-ISLAND
SHIPPING WITHIN NETHERLANDS INDIA?

(In thousand net cubic meters and in Percentages of totals)

1910-14 1925.29 1930-34

AVERAGE AVERAGE AVERAGE 1933 1936 1937 1938

COUNTRY

Tonnage %, |Tonnage %4 [Tonnage % |Tonnage % |Tomnage % |Tonnage 9 Tonpage %,

Netherlands
East Indies | 42,231 56.0 73,026 528 75,760 55.1| 71,819 550 73,832 54.8 76,241 54.8| 64,264 45.4
Netherlands | 18,514 24.5 36,200 26.2| 32,407 23,6 29,605 22.7, 33,006 24.5| 33,646 24.2| 47,742 337

China 81 0.1 266 0.2 97 01 137 01 162 0.1 184 0.1 73 01
Germany 3,660 4.9 4455 3.2 4,070 3.0 3,287 2.5 3,778 2.8 3,607 24 4770 34
lealy 2 .. 234 0.2 844 & 665 0.5 PRI | 242 (.2 454 4.3
Japan 688 0.9 3418 25 4921 36| 5402 41 4721 35] 4302 31| 53864 2.7
Norway 263 0.4 81 06 1930 1.4 2,358 18] 2,399 18| 2704 1.9 2,839 20
Panama . 5 .. g .. 98 01 121 o 232 o2 153 0.1
Unlth

Kingdom | 9,802 13.1] 18,792 134 16,680 12.1| 15,560 12.7 15,965 11.8] 17,296 12.4| 16,906 11.9
s A, .. e 67T 0.6 530 0.4 635 0.5 628 0.5 404 0.3 396 0.3
Others 110 0.2 334 02 306 0.2 108 041 Be 01 199 041 226 0.2

Total (2} 75,443 100.0|138,388 100.0(137,583 10001130694 100.04134,794 100.0(139,057 100.0(141,687 100.0
(&) 71456 94.7/135.841 982|135004 98.2(127.486 97.5 131,651 97.7135498 07.4{137 680 97.2
(c} 3987 53| 2547 1.8 2489 1.8 308 25 3,143 23] 3,559 26| 3998 28

(2) Grand total.
(b} Steam and motor vessels,
(c) Sailing vessels with auxiliary mators.

4 Keller, Arthur 5, “Nethetlands India as a Paying P ition,” y
s , ying Utoposition,” Far Eastern Swmvep, 1940, p. 17
& Gcldercn, 1., van, Tée Rm-:ﬂ Dervefopment of Ezononric Foreign Policy in the Netherlandrs East I?tdiu. No. 20, Pub-
lications of_ the Graduate Institute of International Swmdies, New York, 1939,
8 Eromomic Flondbook. ’
7 Indisch Verslag,
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In contrast to foreign shipping, the shares of various countries in the
inter-island shipping of the Indies have remained remarkably constant.
While later figures are not yet available in exactly the form used in
Table 59, the amounts of certain commodities shipped in this trade are
good indications that transportation in this field, as in others, was
active in 1939, Inter-island rice shipments rose from 157,395 tons in
1938 to 217,484 in 1939, pitcoal from 682,582 to 754,091, rubber from
7,030 to 10,553 and copra from 72,561 to 93,3598

Railwgys: Railways in the Netherlands Indies were first opened to
public use in 1872, Because of the mountainous character of the coun-
tryside and the great number of rivers, building the railway network
preseated considerable difficulties. With some exceptions the 1.067-
meter gauge has been adopted as standard. The Government Railways
form the largest railway system in Netherlands India and the greatest
rail development is found in Java. The so-called tramway companies
carry passengers and freight and connect with the Government Railways
while the smaller private railways were mostly constructed for the sugar
companies or for the government salt works in Madura. In 1933,
1934, 1935 and 1936 the Government Railways ran at a deficit, the first
time such an event had occurred. The private lines, however, de-
pendent as they are upon specific products for freight, have been less
suecessful.®  Of the total railway lines in the Indies at the end of 1938
(some 7,332 kilometers), government lines in Java and Madura were
2,929, and in Sumatra 1,421 kilometers long, while private lines in
Java and Madura were 2,429 and in Sumatra only 553 kilometers long,
This uneven distribution of railway mileage is a reflection of the ex-
tremely dense population of Java and Madura and the relatively sparse
population of Sumatra. The state lines in Java and Madura included
some 215 kilometers of double track at the end of 1939. Of the 1,279
locomotives in use in 1938, only 14 were electric and 13 of these be-
longed to the State Railways of Java and Madura, Table 60 further
indicates the development of railways in Java and Madura as com-
pared with Sumatra, .

TABLE 60. NETHERLANDS EAST INDIES: RAILWAY OPERATIONS
IN JAVA AND MADURA, AND SUMATRA, IN 193810

Averact LencTH PassrncERs Fast anp Swow
REGION Opex FoR TraFFIC CARRIED FRE1GHT CarRiED
[l kilometers) {In millionr) (Ia tbovcsand metric fons)
JYava and Madura 5,358 54.5 7,256
Sumatra 1,974 12.2 2,461
Total, Nethetlands Indics 1332 | 667 0,717

8 Departement van Economische Zaken, Eronomised Weekblod goor Nederlondsch-Indie, 1940, April 26, Special
Number— faaropersicht, 11‘939, Batavia, p.h'?ﬁlD. Ind

9 Gotz, J. F. F., “Railways in the Netherlands Indics, with Special Reference 1o the Jsland of " Balleti
of the Colomial Institute of Amiterdam, 1939, pp. 267-290, Jara i

10 Indisch Verslag,
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Table 61 gives statistics for both public and private railways up to
1938, and for the Government Railways for 1937, 1938 and 1939, While
passenger traffic on the state lines in 1939 increased 2.3 %, freight traffic
increased 14.7%, over 1938. The stimulus to trade in the second half
of 1939 produced by the outbreak of the European war and the resulting
demand for colonial products explains the great increase in freight
traffic in that year.

TABLE 61. NETHERLANDS EAST INDIES: RAILWAY OPERATIONSH

Avensce LengTa PassenGERs Fasr anp Siow
Panioo Oren pOR TRAFFIC (a) CarRIED Frersrr Carrigp (b)
{ I Eifometers) (In millions) (In thousand melbic tonr)
ALt RarLways
1915 5,216 (c) 103.2 10,246
1925-29 Average 7,250 140.2 16,633
1930-34 Average 7,358 74.5 11,099
1935 7,341 50,7 7,181
1936 7.341 51.9 7,609
1937 7,337 64.9 10,046
1938 7,332 66.7 9,717
StaTE RAILways OnLy
1937 4,350 39.6 5,835
1938 4,350 415 5,596
1939 4,350 42.4 6,416

(2) Up to 1929, inclusive, strest cars were inchuded ; excluded thereafter. In 1938 atreet car lines extended
kilometers.
(b} In addition, in 1915, 56,000 metric tons of luggage and 36,000 matric tons of parcels were haoled | in 1938,
19,300 metric tons of luggage and 14,100 metric tons of parcels were carried.
(c) Distance open for traffic on Decomber 31. Average length open for traffic slightly smaller,

Highways and Motor Vehicls: Like railways, highways are far more
extensive in Java and Madura than in other sections of the Netherlands
Indies. There are some 50,000 kilometers of first-class roads in the
Indies, of which 12,269 kilometers are asphalted and 40,521 hardened
but not asphalted. In addition there are nearly 16,000 kilometers of
roads with unimproved surfaces. Table 62 gives figures for road de-
velopment on January 1, 1939.

TABLE 62. NETHERLANDS EAST INDIES: ROADS,
AS ON JANUARY 1, 19391
(In kilomesers)

Haspeneo nur

Rrcron ASPHALTED Not Aseriaiqep | NOT HaroeneD ToTaL
Java and Maduza 8,640 14,058 4,084 26,782
Cuter Provinces 3,629 26,463 11,911 42,003
Netherlands Indies 12,269 40,521 15,995 68,785

11 Indisch Vierslag. Econmomic Handbook, p, 171; Fr itch Weekblad, p, 768,
12 Indisch Verslag, 1939, pp. 406, 410, i o ok 7
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Motor vehicle registrations, after reaching a peak in the early thirties,
decreased sharply in the depression; between 1935 and 1940 they in-
creased again by almost one half, In Table 63 the figures given for
registrations on January 1, 1939 and 1940, are not comparable with the
carlicr figures. The 1940 data are from an American source and those
for 1939 represent “the number of motot vehicles in the Netherlands
Indies,” while data for 1938 and earlier represent “motor vehicles in
use according to the statistics of number licenses [s#] issued and with-
drawn.” Morteover, the 1939 data are classified differently from those
for earlier yeats.

The passenger car figure for 1939 includes 38,540 private and 14,550
public vehicles, the latter being distributed as follows: 9,761 in Java
and Madura, and 4,789 in the Outer Provinces, while the former included
29,094 in Java and Madura, and 9,446 in the Outer Provinces,

TABLE 63, NETHERLANDS EAST INDIES: MOTOR VEHICLES!S

TRUCKS AND

Prrion P"‘gf:f“‘ Buses Tn?u).zns MoToRCYCLES Wm;s ToTaL
i

1925-29 Average | 51,648 | 3,524 | 9250 | 10,358 by | 74,780
1930-34 Average 60,392 6,542 13,576 13,196 (b) 93,706
1935 36,163 5,741 8,019 10,029 1,898 61,850
1936 41,422 6,639 9,602 | 11,691 2024 § 71,378
1937 44,921 7,114 10,298 11,804 1,709 75,234
1938 47,642 8,899 11,524 12,517 1,800 82,382
1939 53,090 7,216 9,655 13,239 (b) 83,200
1940 53,000 8,600 13,150 15,400(¢ 90,410(d

(38)3 Trucks only, 1935-1939. In 1939, 204 scmi-trailers and 677 trailers were listed but not included in the tota]
200,
(b) Not given.

(<} Inciudes three-wheelers.
(d} Includes 265 Dicsel units.

Distribution of mator vehicles in various sections of the Indies on
January 1, 1939, is illustrated in Table 64.

TABLE 64. NETHERLANDS EAST INDIES: MOTOR VEHICLES IN JAVA
AND MADURA, AND IN THE OUTER PROVINCES, JANUARY 1, 193914

ReGIoN PasseNcEs Buses ’ Taucks | MorTon- ToTaL

Cars GCYCLES
Java and Madura 38,855 1,529 5,306 9,647 55,337
Quter Provinces 14,235 5,687 4.349 3,592 27,863
Netherlands Indies 53,090 7,216 9,655 13,239 83,200

Motor bus and truck competition with the railways for freight and
passenger traffic became of considerable magnitude during the depres-
sion, facilitated by the fact that hauls are short in the Indies (the average
distance goods are actually carried on railways is 100 kilometers while
the average passenger rail trip is only 30 kilometers long) and the fact

13 Dept. van Economische Zaken, Statistirch Joaroverzicht van Nederlandsch-Indie, 1933-36; Indisch Verslag; and
U.S. Dept. of Commerce, Motive Products Division, for 1940 data.
14 Indisch Versiag.
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that government fail freight rates are proportionate to the value ot the
commodity ; this results in a highly varied rate scale from which unor-
ganized motor truck transport could profit by considerable undercutting.

Since 1936 a “Road Traffic Ordinance™ has begun the regulation of
passenger and freight automotive traffic by means of licenses; while
this has produced mote or less successful results in respect to the former,
truck competition for freight remains a serious problem for the railways.
In this field truckers have the added advantage of being able to trans-
port directly from the estates—often situated at a considerable distance
from railway stations. Satisfactory combined motor and rail arrange-
ments have been worked out in many such instances. At the present
time the bus lines are more than 509, owned by the government.1s
Severe competition in Java as in Sumatra has forced truck freight rates
down until nearly every truck trip shows a loss; as a result, several
transport companies have failed. In an effort to rehabilitate the motor
truck business in West Java, a Central Freight Bureau has been estab-
lished in Batavia which will take over the entire freight traffic business
in cooperation with the State Railways and the truck concerns. Tt plans
to introduce uniform tariffs, and will distribute freight traffic propor-
tionately between the various transportation concerns and the State
Railways.18

Table 65 gives some rather incomplete figures on the automobile
services which are maintained by the government as well as by the private
railway and tramway companies ; figures for independent companies are
not available,

TABLE 65. NETHERLANDS EAST INDIES: AUTOMOBILE SERVICES
MAINTAINED BY THE GOVERNMENT AND BY FRIVATE
RAILWAY AND TRAMWAY COMPANIESY?

Yzar anp Recton (et | ™ | CRoem ot
1931  Java and Madura (a) (a) (2)
Sumatra 1,601 42 8,271
1932 Java and Maduta 12,513 9,230 6,857
-Sumatra 1,094 {a) (a}
1933  Java and Madura 7,552 2,728 (a)
Sumatra 787 34.5 4,190
1934 Java and Madura 3,113 800 (a)
Sumatra 706 357 3,836
1935 Java and Madura 2,080 503 (a)
Sumatra 716 33.6 6,586
1936 Java and Madura 1,998 447 (a)
Sumatta 692 37.3 4,134
1937 Java and Madura 2,382 524 66,840
Sumatra 782 55.4 4,620
1938 Java and Madura 2,211 579 (a)
Sumarra 712 593 3,977

(2) Not available,

15 Gitz, op. ot ; and Far Eastern Surwgy, 1940, p. 16,
18 Foreiyn Railway News, 1940, No. 1, Januvary 5.
17 Indisch Versiag, 1939, p. 403 ; Foreign Railway Nems, 1940, No. 14, Apiil 5, p. 121.



NETHERLANDS EAST INDIES 69

Airways: International air service in the Pacific area has been made
available to Netherlands India since 1930 when the Netherlands-Nether-
lands Indies route was opened by K.L.M. In the same year KLN.IL.M.,
which had been operaring domestic services within the Indies since
1928, entered the international ficld by inaugurating its Batavia-Singapore
line. In 1933 K.L.M. also extended its domestic lines, operating within
the Indies since 1930, to Singapore and this service has continued re-
gularly ever since, with only a two-month break at the end of 1934,
In September 1938 K.N.ILL.M. extended its Singapore route to Saigon
while in July of the same year it inaugurared a Batavia-Darwin-Sydney
setvice. In the meantime the Australian company, Qantas Empire
Airways, Ltd., opened a new service on December 8, 1934, flying from
Darwin via Koepang, Rambang, Soerabaya and Batavia to Singapore.
International airway service in Netherlands India in 1938 was therefore
provided by three companies, one of which was of foreign nationality,
K.N.LLL.M. has been able to maintain its services with practically 1009/,
regularity,

Domestic air services, beginning in 1928, were remarkably developed
in Netherlands India in 1938 ; domestic traffic in the latter year was the
highest yet recorded.

TAELE 66, NETHERLANDS EAST INDIES: OPERATIONS
OF AIR LINESH?

Gaons AND
Lencta or | Kivomereps | PASSENGERs | MR 07 <00 Mam

YEAR | Roures (2) Frown CARRIED CARRIED CARRIED Companies Crenating
{In Eilometers) |(In thossands)] (Nuwber) (In kifogr:;ml) (In kilograms)

A, On Wuory Domestic RouTEes

1928 510 ... 1,365 | 3,509 200 ! K.N.ILLM.

1929 1 1,765 422 | 11.243 | 62,000 2,205 .

1930 | 4,929 683 | 13,279 [115000(b) | 11.266 .. and K.L.M,
1931 | 5,649 893 | 12,967 | 87.000 | 32,874 oo
1932 | 5064 927 10,355 | 59,000(b) | 18,395() .. .
1933 | 2,877 755 0,400 | 62,400 | 21,372 | K.NLL.M.
1934 | 2.877 790 10,098 | 67.000 | 24.546 N

1935 | 3.967 808 9,300 |62,000 | 21623 .

1936 | 4396 952 | 10,840 | 63200 | 26.031

33

1937 4,673 1,087 13,319 | 71,200 27,890
1938 4,673 1,226 19,355 | 87,300 43,390

B. On InreanaTonar Routes, IncLuniNg DoMESTIC TRAFFIC

»

1]

1930 | 1,161 102 616 | 6,000 668 | K.N.LL.M,

1931 1 1161 121 501 | 8000 1,075 .

1932 | 1161 121 462 | 6900 1.064 .

1933 | 2199 244 676 | 9600 2.205 ,» and K.L.M,
1934 | 20199 242 833 | 8700 2,271 .o
1935 | 6,790 807 1,154 1 10,0000b) | 1,208)| .. . . Gantas
1936 | 6,790 1,150 1915 | 62000b) | 1.331(c}| L o LT
1937 | 6234 | 1269 895(b 6,900(b) | 1,759¢(c)| . . . 7
1938 | 13414 | 2177 2,864(d| 14,200(c) | 10.677(c)

2 LERET] [t

(2) Includes duplications, Beginning with 1937 the leagth of routes is given as the direct distance between
attodromes ; previously a teriain percentage was added (0 account for extra distance acwaally travelfed,

(b) Figure for K.L.M. not available.

() K.N.LL.M. only.

(d) Figute for Qantas not availablk,

18 Indisch Verslag.
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“[Netherland] Government subsidies largely support the K.L.M. air
lines which derive their principal income from East Indian Government
business, including the mails and the transportation of officials and
government business.”™® ‘The Netherlands Indian Government sub-
sidizes K.NLLL.M. ; in 1939 this suppott amounted to $392,200, $265,000
of which was for the Indies-Australian service. The 1940 budget in-
cluded $531,900 as a cash subsidy to the K.N.IL.M.2

In Table 66 the international section includes flights within the Pacific
area, but omits statistics on the Batavia-Amsterdam service. This
section also includes some domestic traffic. Data are given in the
source as traffic over certain specified routes, some purely domestic and
others which, although their termini are in foreign countries, also in-
clude stops at domestic airports. No differentiation is made between
domestic traffic carried on these international routes, and purcly inter-
national traffic. The international section of Table 66 therefore prob-
ably includes some domestic traffic; but the domestic section does not
include any international traffic,

Traffic in 1938 and 1939 on the Amsterdam-Batavia line operated
by K.L.M. is illustrated in Table 67.

TABLE 67. NETHERLANDS EAST INDIES: K.L.M.'S AMSTERDAM-
BATAVIA SERVICES IN 1938 AND 19392

Yean PAssENGERS Carien N s R
1938 5,720 124,362 97,075
1939 6,083 164,752 87,899

In the last two years, K.N.LL.M. has been increasing its international
operations in the Far East, as is indicated in Table 68; and in 1940 a
new route from Macassar to Amboina (Molucea) and New Guinea was
opened.

TABLE 68. NETHERLANDS EAST INDIES: OPERATIONS OF K.NILM.
’ IN 1938 AND 193922

KrLomeTeRs Geoons Mam PAssENGER-

YeAr AnND OPERATION Frows Carmiep CanzmEn Kiouerens

(In thourands) (In kilsgramr) (In kilograms) (In thousands)

1938

Domestic 1,226 87,300 43,390 4,769
International 777 14,200 10,677 2,227
1030 Total 2,003 101,500 54,067 6,996
Domestic 1,220 90,300 43,084 5,563
International 1,220 24,500 18,097 4,473
Total 2,440 114,800 61.181 10,036

10 Keller, Arthur S., op. cit., p. 16.

20 Aeronautical World News, October 3t, 1939, p. 259,
21 Aeronantical Worid News, March 15, 1940, p. 395,
22 Economisch Weekblad, p, 791,
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11. 'I'S8E PHILIPPINES

Shipping:  The distribution of the overseas shipping of the Philippines
among various foreign countries is illustrated in Table 69. ‘The share
of the United States declined sharply throughout the period covered,
while Britain’s, although dropping from 37.8%, to 31.09,, is still the
leader. The Philippines’ own share, inconspicuous as it was, declined
unatil 1935; by 1938 it had risen to a mere 1%, Two Philippine ship-
ping lines were started in that yeat, so a further increase in this per-
centage may be expected.  Japan is the leading Asiatic country engaged
in this trade, while Norway’s share has been increasing steadily.

In view of the fact that neither the highway system nor the railway
routes of the islands are very highly developed, and also because of the
geographic distribution of the islands, a large propottion of the trans-
portation within the Commonwealth is cartied by inter-island and coast-
wise shipping, which is confined by law to domestic lines, While there
Was a great increase in coastwise shipping between 1910 and 1929, since

TABLE 69. THE PHILIPPINES: NATIONALITY OF VESSELS
ENTERING IN FOREIGN TRADFEL
(In thonsand tons and percentoger of tolal Yornage )

AVERAGR AVERAGE
1925.99 1930-34 1935 1935 1937 1938
Nuarmoniriry _

Tonnage %, | Tonnage %, | Tonnage %, Tonnage % | Tonnage 9, | Tonnage %,

American 480 255 423 20.1 397 193 355 159 328 141 236 100
British 711 37.8 G666 36 692 33,7 751 336 688 29,5 735 310
Chinese 6.7 0.4 1 05 19 09 46 2.1 52 22 27 11
Danish 7.9 0.4 47 23 73 38 78 3.5 77 33 89 338
Durch B3 44 145 69 132 6.4 152 5.8 166 7.4 168 71
Filipiao 17 4.9 6.8 0.3 [OF S 4 0.2 11 45 24 10
German 211 112 201 9.4 213 104 186 8.3 208 B9 204 B.6
g:pancse. 25% 138 392 18.4 299 14.5 366 16.4 445 19.1 312 216
orwepian 60 3.2 157 7.5 155 7.5 209 94 222 95 239 101
Total, including others | 1,879 100.0 | 2,104 100.0 2,055 100.0 | 2,234 100,0 | 2,330 100.0 2,370 100.0

TABLE 70. THE PHILIPPINES: COASTWISE AND BAY AND
RIVER SHIPPING?
( Nember of vesselr and tonnage in thousand tons )

CoasTWISE Bay ANb Rrver ToTAL
PrriOD —
Nupther Tonnage Numnber Tonnage Number Toanage
1910/11-1912/13
Average 628 52

1925-.1929 Average 1,657 85 1,747 42 3,404 127
1930-1934 Average 1,596 89 1,720 45 3,316 134
1935 1,591 82 1,577 43 3,168 125
1034 1,668 82 1,503 43 3,171 125
1937 - 1,543 81 1,362 45 2,907 126
1938 1,737 88 1,595 51 3,332 139

: ge_;t. of Finance, Burean of Customs, dnnugf Reporis of the Ynsstar Collector of Customs, Manifa,
id,
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the latter date neither the number nor the tonnage of these vessels has
changed materially, as indicated in Table 70. In 1927 the monopolies
operating many of the intet-island lines were abolished which resulted in
considerably improved and regularized service. Unfortunately, figures
indicating the passenger and freight traffic on coastwise aad bay and
river shipping are unavailable. ‘

Railways:  There are approximately 5,000 kilometers of railways and
tramways in the Philippines, less than 1,500 kilometers of which are
used for public service, the temainder being the property of such oz-
ganizations as sugar and lumber companies. There are two public ser-
vice railway lines in the Philippines; the largest, the Manila Railroad
Company, has been owned by the Philippine’ Government since 1917,
when it was purchased from a British firm. It operates 1,128 kilometets
of line on Luzon. The Philippine Railway Company is privately owned
and operates 212 kilometers of line on Cebu and Panay. The Manila
Railroad Company’s track are 3'6" gauge, and only 13.5 kilometers are

TABLE 71. THE PHILIPPINES: RAILROAD TRANSPORTATION?*

Peuan axp Lz R R T iy > | e Conmimn
1910-14 Average (a) 756 5,135 646
1925-29 Average 1,277 10,646 1,978
1930-34 Average

Manila RR. 1,154 7,721 1,753

Philippine RR. 212 2,323 410

Total 1,365 10,043 2,163
1935

Manila RR. 1,183 7,042 1,246

Philippine RR. 212 2,790 341

Total 1,395 9,832 1,587
1936

Manila RR, 1,183 8,926 1,201

Philippine RR, 212 2,545 359

Total 1,395 11,470 1,650
1937

Manila RR, 1,0Mm 10,279 1,575

Philippine RR. 212 2,473 370

Total 1,303 12,752 1,945
1938

Ma.n_ila.RR. 1,128 10,159 1,543

PLilippine RR. 212 2,469 385

Totaf 1,340 12,628 1,929
1939 Manila RR, 1,520

{a) No data available for North Luzon line for 1910 and 1914,

8 Depr of Commerce and Industry, Philippine Statistieal Bulletin, for 1910-1929 g y De i
culture and Commerce, Bufictin of Philippine Statistics, for figures for 1930-1938; 19%?:]!:;;3 frg:ul'}c.g.t ODF: Atg:;;.
Commerce, Philippine Econamic Conditions, and AAmerican Chamber of Commerce Journal, P
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double tracked ; the Philippine Railway also uses the 36" gauge. In
otder to speed up service the Manila road has purchased oil-burning
and Diesel locomotives,*  After serious financial difficulties in the eatly
thirties it also entered the motor transport business, purchasing buses
and trucks and establishing 2 number of routes feeding into the railway
system throughout Luzon. The coastwise shipping facilities combine
with these land services to form a reasonably complete transport situa-
tion for Luzon. On Mindanao, by contrast, with no railways and few
roads, and with many inland regions inaccessible, because of the island’s
size, for water transport, communications of all kinds are seriously
lacking. ‘Table 71 shows the operations of the Philippine railroads
since 1910, sepatrated according to operating company after 1930.
Highways and Motor Vebickes: 'The highway program of the Common-
wealth is being vigorously pushed as a part of its effort to open virgin
territories to colonization and to provide transportation facilities for
marketing products grown in regions accessible only by foot or bridle
paths. (In 1937, in addition to the 17,622 kilometers of highways,
there were 4,923 kilometers of trails.) The length of first-class high-
ways ia the Philippines increased fivefold between 1910 and 1938 while
the mileage of third-class roads remained practically unchanged. There
were 4,500 kilometers of highways having macadam surfaces of various
types in 1937, but only 141 kilometers of concrete-surfaced roads.s Of
the total length of roads in the Philippines in 1938, as given in Table 72,
there were 431 kilometers of first-class, 138 second-class and 57 third-
class, or a total of 626 kilometers, listed as being located in cities.

TABLE 72, THE PHILIPPINES: LENGTH OF ROADSS
(fn kilomerers)

AT YEAR END 1sr Crass 2up Crass 3an Crass ToraL
1910-1914 Average 1,891 1,782 3,105 6,778
1925-1929 Average 6,137 2,995 2,373 11,505
1930-1934 Average 8,101 4,295 2,241 14,637
1935 9,272 4,879 1,966 16,117
1936 9,556 5,105 2,083 16,744
1937 9,882 5,654 2,086 17,622
1938 10,409 5,975 2,791 19,175

The growth in motor vehicle registrations has also been very rapid
the number registered in 1938 heing double the average for the 1925-29
period. ‘This growth has been accompanied by the development of bus
and truck transportation which began as far back as 1911, At present
motor transpott companies represent an eight million dollar investment
and opcratc under franchises granted by the Public Utility Commission.
Since the depression the independent motor companies have suffered

A Foreign Railpey News, 1940, Io. 21, Nay 24,
5 _Autowotive Wardd News, Sept. 1, 1939; und .Awnval Repart of the Secretary of Public Works and Communications
to the President of the Philippines, Dec. 31, 193R. Manila, 1939, p. 28,

8 Dhifippine Statistical Bulietin for 19101929 data; Statistical Hondbook of Philippme [slonds, 1932, for 1930-1932
data; Philippine Siaiistical Review, for 1933-1936 data; and Bufietin of Philippine Statiriics, for 1937-1938 dau.
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from competition with the bus and truck lines operated by the Manila
Railroad Company since 1930. The Manila Railroad operated about
35 motor transport routes in 1938, for both passengers and freight,
over routes aggregating 1,800 kilometers, including duplication.? The
basic bus transportation charge of one centavo per passenger per kilo-
meter is the same as the third-class railway charge. Unfortunately, data
on traffic via motor transport are not available for comparison with
those for railway traffic. Table 74, however, gives the profits and losses
of various types of land transport companies in recent years.

TABLE 73, THE PHILIPPINES: MOTOR VEHICLES REGISTERED®

Vericvas Avsonm| Aezs29 193034 | 1935 | 1936 | 1957 | 1938 | 1930 | 1040
Automobiles 700 [ 17,900 | 24,600 | 27,381 | 28,420 | 30,361 | 32,301 32,424 (12918
Trucks 80 | 7,999 [ 15,100 | 16,457 | 17,355 | 18,293 | 18,869 [16,603(a) 20,630(a)
Motorcycles 300 700 500 524 513 540 581 | 581 552

Torl 1,100 | 25,600 | 40,100 | 44,362 | 46,203 | 49,194 | 51,751 |49,608 |54,194{b)

(a} Trucks and buses.
(b} Including 94 Diessl units,

TABLE 74. THE PHILIPPINES: OPERATIONS OF PUBLIC
UTILITIES ENGAGED IN LAND TRANSPORTATION®
(Expressed as percentages of investment: Profit and Loss{ — .

UTILITIES 1934 1935 1936 1937
Auto-calesa —20.78 — 9.57 11.37 0.85
Automobiles (PU) 11.51 11.3° 16.34 2,74
Auto-trucks (TH) (a) 28,76 13.24 25.15 40.61
Auto-trucks (TPU) 13.12 9.32 8.1 17.06
Garage (automobiles) — 852 —23.03 — 1.03 — 399
Railways 1,30 7.10 0.10 0.83
Taxicabs —12,05 — 4,09 11.57 0.36
Tramways 3,10 2.24 217 — 021
Average return 1.08 1.45 1.91 2,23

(a) Freighe trucks.

Airways: The Philippine Air Transport Company, founded in 1930,

suspended operations at the end of
returns, partl
the Manila,

7 Foreign Ratlnay News, 1940, No 21, May 24,
8 Philippine Statistical Review, 1936, for 19121934 figures; Bulletin of Philippine Sratistics for 1935-1038 figures,

Data for 1939 and 1940 from Motive Products Division.
8 Bulletin of Philippine Statistics, 1939, Nos. 1-2, p. 286
10 The Third Anmual Report of the President of the Philippines o the President and Congress of the United Siates,

Washingon, 1940, p. 16,

July 1940 because of unprofitable
y caused by the decline in mining activity, the backbone of
Baguio, Legaspi and Paracale services.
company which operated 962 miles of domestic r
pines in 1938, as well as Pan American Alrways,
its trans-Pacific clippers since 1935. Table 75,

This left one air
outes® in the Philip-
which has been flying

which gives figures for

Data up to 1934 in round numbers.
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domestic aircraft operations, indicates a rather stable number of pas-
sengers during the years for which data are available, most of the in-
crease which did occur being accounted for by the rather large growth
in the number of frec passengers, while at the same time the increase
in air mail and air express has been dramatic. ‘Table 76 gives figures
for three years of Pan American’s opetation of the clipper service from
Alameda, California, to Manila and Hongkong,

TABLE 75. THE PHILIPPINES: DOMESTIC AIRCRAFT OPERATIONS1

Drstamce Passencens Carntep A Express 12 MamL
YEAR (Ifm:‘::nd’ CARRIED ACmmcn
ruiles) Paying Free Total {In pounds) (1 pouneds)
1933 382 17,840 1,893 19,733 1,920
1934 525 20,408 | 1,023 | 21431 4,920
1935 521 19,984 927 20,911 7,550
1936 702 17,813 1,043 18,856 60,703 8,498
1937 844 20,090 2,294 22,3584 88,600 5,324
1938 784 18,860 2,868 21,728 1,043,387 8,661
1939 736 17,187 4,876 | 22063 | 3.173.862 15,737

TABLE 76. THE PHILIPPINES: INTERNATIONAL AIR SERVICE,
PAN-AMERICAN AIRWAYS#

Year PASSENGERS MaL (Tn pownds ) l Exyress (In pounds)
1936 217 2,791 2,646
1937 011 7.232 9865
1938 1,019 7,385 10,399

u guﬂm'n of Philippine Statistics, for 1933-1938 data; 1939 data from Aeronautical World News, May 15, 1940,
« 448,
A3 Armea{ Report of the Seeretary of Public Works and Communications, 1938, Manila, 1939, p. 21,

12. AUSTRALIA

Shipping:  Australia’s share in her own overseas shipping has decreased
since the pre-War period but the comparative positions of the British
as opposed to the “foreign™ shares in this shipping, while showing a
sharp drop in the depression years, by 1938-39 had returned to almost
exactly theit pre-War proportions. Norway leads among the foreign
countries engaged in the trade. Japan’s share reached its highest peak,
9.5%, during the depression and, while it is not of great importance in
the general picture, Japanese shipping has assumed a dominant position
in the trade between Australia and the Far Fast which “led the Australian
Government to intervene [in 1938] when discussions between the ship-
ping companies concerned broke down after an unsuccessful attempt to
scttle a fixed allocation of cargoes between Japanese and Australian
lines on a2 percentage basis. As a result of this intervention it was
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announced in June [1938] that a compromise arrangement had been
reached under which during the next two years Japanese lines will carry
77.5% and British-Australian lines 22.5%, of the cargoes.”® In this,
the Australian shipping situation is similar to that in the Netherlands
Indies where disputes between Japanese and Netherland shipping com-
panies finally resulted in a similar adjustment, also for a rather short
period.

Unfortunately, Table 77, which gives the distribution by nationalities
of the tonnage of Australia’s overseas shipping, does not furnish details
on shipping in the Pacific area alone, Table 78, however, shows the
ditection of overseas shipping, divided by large geographical areas.
This furnishes only a rough indication, however, since shipping bound
ultimately for the United Kingdom, for instance, may be routed via
African ports, although the vessels concerned are recorded only ac-
cording to their final destination ; and, while they may touch at New
Zealand ports, vessels on their way to the United States or Canada are
not included in the records of Australian shipping leaving for New
Zealand. In other words, Australian statistics record vessels according
to the first port of origin and the port of final destination.

TABLE 77. AUSTRALIA: NATIONALITY OF SHIPPING ENTERING
AUSTRALIAN PORTS?
(In thonsand net tons and percentages of toial tonnage }

e | S, v [owes | s |
{afrer 1914)
Tonnage %, Tonnage 9 Tonnage 9 Tonnage 9% Tonnage 9
Bratish =
Australian 810 8.3 363 6.6 265 4.6 363 5.1 331 49
United
Kingdom 5,225 53.6 | 3,114 56.8 | 3,074 53.8 4,021 56.4 | 3,744 55.8
Canadian 75 14 58 1.0 31 04 20 03
New Zealand | 1,097 11.3 452 8.2 306 5.4 506 7.1 563 84
Other British 31 03 91 17 135 24 237 33 229 34
Total British | 7,164 73.5 | 4,095 74.6 | 3,837 67.2 5,158 72.3 | 4,887 72.8
ForeigN :
Danish 8 0.1 57 1.0 64 1.1 56 0.8 55 0.8
Dutch 148 1.5 136 25 166 2.9 200 2.8 291 43
French 433 4.4 166 19 11 1.9 103 1.4 108 146
German 1,029 10.6 119 22 121 21 180 25 14t 21
Italian 71 07 75 1.4 72 1.3 70 1.0 68 1.0
Japanese 160 1.6 242 44 540 9.5 318 45 330 4.9
Norwegian 501 5.1 265 4.8 378 6.6 482 6.8 325 48
Swedish 49 0.5 99 1.8 123 22 116 1.6 124 1.8
U.S.A. 84 09 251 4.6 225 39 216 3.0 175 2.6
Others 94 1.0 42 0.8 72 13 228 3.2 207 31
Total Foreign| 2,578 26,5 | 1,391 25.4 1,872 328 (1,970 27. 1,824 271
Grand Total 9,7‘23)100.0 5,486 100.0 | 5,710 100.0 7,128 100.0 | 6,711 100.0
a,

(a) Vessels entered and cleared,

1 Shepherd, Jack, “Britain Acts on Shipping Committee Report,” Far Eastern Surrey, 1939, April 1 9
2 Bureau of Census and Statistics, Offial Year Boak of the Commanwealth of Aujlrdf!d", mnﬁz],p&nlf:’rri‘. 6



TABLE 78. AUSTRALIA: DIRECTION OF SHIPPING?
{In thousand net fons and percentages of fotal tomnage)

1909-1913 1925/26- | 1930/31-
Yeans Enping June | Avenace 1:929;‘30 ;934{35 1935/36 1936/37 193738 1938/39 (a)
30, ArTER 1914 VERAGE VERAGE
Tonnage % | Tonnage%, ‘'Tonnage%, | Toanage%, 'Tonnage %, | Tonnage%,| Tonnage 9%
ENTERED FROM
U. K. and Evrope
Cargo 1,939 39.6/1,878 34.5[1,61¢ 28.2(1,812 29.0|1,679 26.8/1,792 251 Bl 1997 208
Ballast 88 18 22 0.4 512 90| 281 45| 233 37 362 5.1 f ’ :
New Zealand
Cargo 675 13.8; 474 87| 457 8.0/ S57 89| 732 11.7] 774 10.% 1010 15.0
Ballast 162 3.3) 191 35 113 20] 134 21| 169 2.7, 204 29 ’ -
Asiatic countzies and
islands in the Pacific
Cargo 728 1491240 227/1,202 2261,722 27.6/1,833 29.2[2,051 288 | ;400 267
Ballast 148 3.0/ 233 43| 555 97| 353 57 231 37} 281 39 i -
Aftica
Cargo 20 0.6 35 06| 20 04) 35 06 49 09 55 08 169 2.5
Ballase 290 59 68 12| 184 32! 172 28| 194 31| 291 44 g
North and Ceotral
Ametica
Cargo 488 10.0(1,200 23.6; 956 16.7)1,162 18.611,135 18.11,233 17.3 055 15.8
Ballast 37 0.8 10 G2 5 01 6 01 6 01y 5 08 1 g
South America
Cargo 18 0.4 T 0l 2 .. 3 3 5 01 15 2
Ballast 297 &1 6 01| 4 o01] .. ) 24 0.3 0.
Total
Cargo 3,878 79.214,925 ©90.2[4,336 759(52%1 B84.8|5441 B6.75911 829
Ballast 1,021 20.8; 531 971,374 241} 947 152| 833 13.3(1,217 17.1
Grand Total 4,899 100.0|5,456 100,015,710 100.0)6,238 100.0]6,274 100.0/7,128 100.0 6,711 100.0
CLEARED FOR
U. K. and Europe
Cargo 2010 41.5(2373 43,112,528 44.2(2,719 43.1|2,735 43.2(3,004 424 2791 40.8
Ballast . . 8 041 9 02 17 0.3 3 .. 27 0.4 ' "
New Zealand
Cargo 1,005 20.8| 594 10.8| 468 8.2| 537 8.5 832 13.1| 918 129 938 13.7
Ballase 52 11 39 07 50 09 74 12l 40 06 38 05 -
Aslatic countries and
islands in the Pacifc .
Cargo 922 19.0(1,171 21.3{1,562 21.3(1,605 26.9(1,474 23.3/1,544 21.8 2429 385
Ballast 52 11| #13 7.5 373 6.5 526 8.3 588 9.3 B19 115 v .
Adfrica 43 0.7 1 6|
Cargo 113 23| 128 23| 61 11/ 50 08 7 112 1.
Ballast LT s el o LT T s ] se 0.7} 178 26
North and Central
America
Cargo 195 4.0 516 94| 527 92| 591 %4 519 82 498 7.0 486 71
Ballast 33 07| 215 39) 126 22 88 1.4 92 L5 81 1.1 '
South America
Cargo 455 940 41 07| 14 02 5 04 8 0t 2 } 12 02
Ballast 6 01 3 01 .. .. 4 01] .. .. .
Total
Cargo 4701 97.1/4,822 87.6[5,150 90.2(5,508 B8.8|5,612 B8.5(6,078 857
Ballast 142 29 682 {24] 559 9.8 709 11.2| 726 11.5(1015 143
Grand Total 4,843 100.0/5,504 100.0|5,718 100.0/6,307 100.0,56,338 100.07,093 100.0' 6,835 100.0

¢a) Figures for 1938-39 include vessels with cargo and in ballast.
3 Offizial Year Book of the Commonmealth of Australia,

77
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Taken together, the shipping which plics from Australia to New
Zcaland and other Asiatic countries accounted for about 509, of total
overseas tonnage entering and clearing Australian ports in 1938-39 as
compared to the 192529 period when it averaged only about 400/,
Tonnage leaving for Europe has increased absolutely in the last fifteen
years (although proportionately it has been decreasing) while that ori-
ginating there decreased until 1937-38.  Shipping bound for New Zea-
land and for Asiatic countries has shown the gteatest increases while
that travelling to and from the Americas is relatively unimportant and
has been decreasing in the last two years.

Both the number and tonnage of vessels on the state registers of
Australia have declined, while the tonnage of vessels engaged only in
the interstate trade has increased.

TABLE 79. AUSTRALIA: NUMBER AND TONNAGE OF VESSELS
ON STATE REGISTERS¢
{On Decemper 315t of each year)

SteEaM & Moror SarmLNG Not SeLr-ProPELLED ToTaL
YE
- No. Net tons Na. Met wons No.  Ketions Na. Net tong
1925 974 372,222 | 1,260 34,141 | 227 62,801 2,461 469,164
1930-34
Average 787 253,029 1,310 33,195 185 54,956 | 2,282 341,179
1935 696 232,005 | 1,321 35,076 173 49,190 | 2190 316,271
1936 710 250,512 | 1,327 37,301 168 48,750 } 2,205 336,563
1937 702 248,031 | 1,335 37,880 171 48,429 | 2,208 334,340
1938 701 251,709 | 1,285 40,292 189 49,521 | 2,175 341,522

TABLE 80. AUSTRALIA: NUMBER AND TONNAGE OF VESSELS
ENGAGED SOLELY IN INTERSTATE TRADES

ENTERED CLEARED
Prrion

Number Net tonnage Number Net tonnage
1926/27-29/30,4-year average 4,681 6,337,810 4,692 6,393,354
1930/31-34/35, 5-year average 4,309 5,971,451 4,315 6,051,377
1935/36 4,840 6,940,271 4,846 6,943,714
1936/37 (a) 5,803 10,074,903
1937/38 (a) 6,145 10,747,427

(a} Figures for 1936/37 and 1937/38 ae not comparable to catlior ones because of different methods of com-
pilation.  Figures for tonnage cleared in these two Years arc not given.

Railways:  The railways of Australia are almost all state ot federal
owned. While the total mileage itself grew from 18,013 miles in 1910-11
to 28,439 miles in 1925-26, privately owned mileage, which remained

4 Ibid, Beginning with 1935/36, sailing vesscls with auxiliary engincs have been listed as sailing vesscls ; pre-

viously these had been included under steam vesscls.
6 Jiid,
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at about 109, of the total duriag these years, dropped to 3,19, in 1928-29
and in 1937-38 was only 2.8%. Meanwhile, since 1925-26, there has
been little change in the rotal length of Australia’s railways ; in 1937-38
they were 27,973 miles long. In 1938-39 there were 720 miles of elec-
trified track.

Railway consttuction has been undertaken by each state separately
under the constitutional provision granting the states control of their
internal transport facilities. In consequence, the present railway system
is composed of a variety of gauges. Queensland, Western Australia,
North Australia and Tasmania have adopted a 3’6" gauge; New South
Wales, 4'8}"; Victoria, 5'3"; and South Australia, both 53" and 36",
The most closely settled State, Victoria, does not have unbroken railway
communication with the next most closely settled, New South Wales,
nor with parts of its other neighbor, South Australia, In linking
Western and South Australia by the Transcontinental Railway, 3,474
miles long, the Commonwealth government decided on the 4'8L" cauge,
and this has hecome national policy. A large part (some £336 million)
of the Australian indebtedness is represented by railways, and the savings
which would accrae from gauge standardization and eventual amalga-
mation uader national control would be considerable. Estimates of the
cost range from £60 million to £21 million for a modified scheme. In
spite of the real need for standardization, however, there has been
strenuous opposition from various vested interests. It is possible that
the increasing competition presented by the fast-growing air services
may help lead toward unification ;¢ recently the question has again been
brought to the fore as a matrer of national defense.

Table 81 represents combined traffic zesults on both federal and state
railways, beginning in 1934-35; earlier data include only the state rail-
ways.

TABLE 81. AUSTRALIA: PASSENGER AND EREIGHT TRAFEIC
ON GOVERNMENT RAILWAYS?

1924/25- | 1020/30-
Iren 1928/29 1933{34 1934/35 | 1935/36 1936/37 1937/38 | 1938/3%
AVERAGE | AVERAGE

Number of passenger
journeys (in thou-
sands) 373,355| 324,141} 355,997 368,196| 377,634 384,942| 385,151

Tonnage of goods
and live-stock
carried {in thou-

sands) 36,639| 27,414) 29,909] 31,149 32,605 35,729| 33,796

Fighways and Motor Vebicls: 'The construction of roads, bridges and
ferries is part of the functions of the local Australian authorities. In
New South Wales and South Australia, however, especially in the large

& Milne, E, O, “Imperial Communications and Transport,” dwriraliz in the Brifich Commonwealth, prepared
by the ALEA, for the British Commonwealih Relations Conference, 1938, Austmalian Supplementary Papers,
Seties C,, mimeographed,

¥ Qgficial Year Book of the Commonmeaith of Australia; Foreign Raifway News, June 28, 1940, for 1938-39 data.
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unincarporated areas, these duties are undertaken directly by the go-
vernment, In some states a certain proportion of the roads and bridges
is constructed and maintained by the government which, in addition.
advances money for main roads to be expended by the municipalities
under the supervision of special boards. Tota! federal grants to states
for road construction from 1922-23 to 1938-39 were £34 million, and
federal aid for roads in 1938-39 amounted to £4 million.

State road statistics are somewhat incomplete and, as the definition of
the various categories varies from state to state, it js not possible to
present a statement of the length of differcnt types of roads in the various
states, In 1937-38 the length of all roads was 418,528 miles, as com-
pared to 280,000 miles in 1931. In 1939 Australian highways were
divided as follows : 276 thousand miles of unimproved roads, 108 thou-
sand of improved carth and gravel, 71 thousand of waterbound macadarn,
28 thousand of other macadam surfaces, and 2 thousand miles of sure
faces such as concrete and asphalt, or a total of 485 thousand miles?
As in the case of railways, no good roads existed between Northern
Australia and the other states until the outbreak of the European war
made the construction of a strategic highway essential ; furthermore,
practicable commercial roads between Western and Sourh Australia have
not been built.?

TABLE 82. AUSTRALIA: MOTOR VFHICLES REGISTERED®
(In thonsands }

Ar Juns 30va: Moron CARs | Mororcyeres C%’;:f:f:“ Tovar
1926-1930 Average 401 81 65 (a) 548
1931-1935 Average 440 74 114 G628
1936 485 77 181 743
1937 459 78 214 791
1938 535 80 242 857
1939 562 79 258 900
1940 557 74 263 895

(z) Incomplete, included with motor ears.

By 1939, the peak year, the number of motor cars had increased
27.8%, over the 1%31-35 average, while commercial vehicles increased
by 126.39, reflecting the growth in commercial transport by road.
Total registrations increased by 44.3% in this period. The rolling
stock, other than locomotives and coaches, of the government railways,
however, declined from 86,413, the 1930-34 average, to 86,003 'in
1938, The tonnage of goods and live-stock carried by railway had
increased 30.3%, in 1937-38 over the average for 1929-30 to 193334,
Comparable figures for tonnage carried by motor vehicles, however,
are not available, Certain coordinated rail and highway services are
maintained by Australia’s railways.

: ﬁ._u];amaﬁm World News, Sepr. 1, 1939,

ilne, of. cit,

20 Officicl Yeor Baok of the Commonwealte of Austrafia; and Butcay of Censuy and Statistics, Monthly Reritw of
Businers Statistics,
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Airways: Unlike rail and road facilities, there are air connections be-
tween all the capital cities of Australia, Governtnent subsidies of air
lines began in 1920, and of 29,505 miles!! of routes, 23,401 miles were
subsidized in 1938-39. Commercial air services in Australia were re-
organized in 1934 with three main achievements :* the establishment of
through service between Australia and the United Kingdom, Australia’s
responsibility for the maintenance of that part of the service east of
Singapore, and the operation of mail and passenger planes connecting
every section of the Commonwealth.” The major lines receive the
benefit of government subsidies which are granted for the carriage of
mail while minor lines, operating over short stretches, do not.12

Since the discovery of gold in New Guinca in 1927 air service from
the coast to the goldfields has proved the only efficient method of trans-
portation. The trip by air from the coast to the fields takes less than
an hour ; by mountain road it takes 2 week. Machinery and petrol for
the mines account in part for the very large amount of freight carried.

Plans were far advanced, and ships ordered, for the proposed trans-
Tasman service from Sydney, Australia, to Auckland, New Zealand, but
this was postponed in 1939 and did not take place until the spring of
1940 when a weekly Sydney-Brisbane-Auckland service was inaugurated.

TABLE 83, AUSTRALIA: DEVELOPMENT OF CIVIL AVIATION!?

Goops Maiz
YeAr Enping AICRAFT Lencru or Mrzace Passencers Carriep {2) | Canaicp
June 30 { Nunber) (1‘:0;;;:) (Tn :bfur}g:fmﬂa) (Ci\?:;:lbf?} ”;:fg;’j"" ”; ;:;.,f‘:j"‘
A. AusTrRALrA
1928 90 e 1,153 42,026 116
1930-34
Average | 204 3,002 80,912 233 39 (b)
1935 208 .- 3,854 57,283 249 68
1936 228 5,820 75,119 442 121
1937 214 8,732 102,164 823 168
1938 286 e 12,292 158,903 1,169 229
1939 296 25,207 14,099 147,919 1,735 740 {c)
B. New GuUINEA
1928 12 (d) 107 908 519 6
1930-1934
Average 18 . 503 5,550 8 383 52
1935 25 - 1,094 14,403 17,448 98
193¢ 33 1,487 16,559 21,883 129
1937 34 cea 1,466 13,100 24,442 122
1938 40 . 1,560 13,264 25,574 167
1939 47 . 1,456 14,478 27,064 163

(a) Prior to 1934/35 for South Australia and Western Austtalia stage freight figures are included in some in-
stances.

(b) Average far 193031 to 193334,

(c) includes gross weight of oversen mails.

{d) Not given in Year Baok, Sydney-Rabaul (New Guinea) route, 2,522 miles, and Salamaua-Medong-Wewak
(New Guinca) route, 335 miles, included under Australia.

i Including the Darwin-Sydney route operated by K.NIL.M.

12 Hall, Russel] E., “Expanding Airways in the Far East,” Far Easfern Surrey, 1937, April 28, p, 98,

13 Official Year Book of ihe Commonwealth of Australia, except for leagth of routes which is quoted from US, .
Department of Commerce, Aeronautical Worid News, October 31, 1939. In addition there is the K.N.LL.M.
service from Batvia to Darwin and Sydacy, of which the lateer section is 2,225 miles in kength,



82 TRANSPORTATION

Particulars on the flights over the Darwin-Singapore section of the
Imperial Airways route (included in the general data given in Table 83)
arc also given separately in Table 84, The Australian sector of the
Imperial Airways route is operated by Qantas Empire Airways.

TABLE 84. AUSTRALIA: OPERATIONS BETWEEN DARWIN
AND SINGAPOREW

Mirzs PassENGERS Goops Man

Yaan Exomig Fi CARRTED Cakg; ARRIE
Junen 3len Nrnibor) (Numbor) (I pasesds) (n pode)
1935 (Dec. 34 r0 June "35) 140,706 49 1,019 24,828
1936 290,542 177 8,564 69,436
1937 494,105 351 17,582 89,647
1938 483,417 522 28,080 113117

In August 1939 Qantas Empire Airways was running 3 flights weekly
from Sygney to Singapore, via Darwin, a distance of 4,676 miles,15
There i1s one foreign air line operating in Australia, the Netherlands
Indian K.N.LL.M., which inaugurated its Batavia-Darwin-Brishane-
Sydney route on July 3, 1938, Flights in that year occurred twice
weekly and carried 688 passengers, 17,937 pounds of mail and 11,905
pounds of goods and baggage over the 3,778-mile route, 418,877 miles
being flown during that period,®

4 Official Year Book of the Commonweaith of Auriralia.

18 Aerpuansical Wordd Newr, Oct 31, 1939, p, 265,
18 Indisch Virtleg, 1939, p, 411,

13. NEW ZEALAND

Shipping: British vessels form by far the largest proportion of the
overseas shipping entering New Zealand porrs, but while British ton-
nage has increased, its share in the rotal tonnage decreased from 96.59
before the first World War to 77.2%, in 1938, The comparable figures
for United Kingdom tonnage are 45.5%, and 50.59, indicating that the
decrease has been in Dominion rather than Great Britain tonnage. The
U.5.A. and Norway are the two leading non-British countries sharing
in New Zealand’s overseas shipping. Unfortunately, New Zealand’s
own share is not clearly indicated in official figures, being included in
the category “Other British” in Table 85, This point may be partly
explained by the fact that while many of the vessels of the Union Steam-
ship Company of New Zealand (one of the major shipping comparniies),
for instance, were registered at Wellington and Dunedin, several of its
larger vesscls, employed in both the coastal and foreign trade of the
Dominion, were registered in the United Kingdom, Excluding vessels
employed wholly in the river trade, there was 2 total of some 83,000
net tons of shipping registered in New Zealand in 1937-38, 30,000 of
which were employed only in the coastal trade, 46,000 in foreign trade,
and some 7,000 in both.



TABLE 85. NEW ZEALAND: OVERSEAS SHIPPING ENTERING,
BY NATIONALITY?
(In thousand net fons and percentages of total tonnage }

BriTisu ' Forergn
GRAND
United Other . i b Total Torar
Pearon Kingdom | Bridsk, Total [ Amesican (Norwegiani QOther ot
Tonnage %, | Tongage %, | Tonnage %), Tonnage %, Tonnage % | Tonnage % | Tonnage %, Tonnage9f,
1909-13
Average 687(a 45.5(768(b 50,9 1,456 96.5 fc) (c) {c) 54 3.6(1,509 100.0
1925-29
Average 1,414 6371631 2842044 920 81 36 84d 3.8 11 05 176 7.9/2,221 100.0
1930-34
Average 1,385 57.6/563 235 1,943 814 235 9.8 117 4.9 oz 3.8 444 18.6(2,392 100.0
1935 1,307 50.8|701 2'?.3'.2,008 78.1] 354 13.8) 95 3.7 114 4.4 563 21.9]2,571 100,90
1538 1,480 51.2)738 25.5’2,218 76.71 369 12.8! 170 590 132 44| 671 232 2,890 100.0
1937 1,450 489814 275 264 7640 346 1.7} 162 35 191 .4 699 23.6(2,963 1000
1938 1,558 50.5/825 26,712,383 77.2] 250 116/ 151 49/ 192 62 02 228 2,085 100.0

——

{a} Designated as “Bridsh’™ in this period,
(b} Designated as “Colonial™ in this period:
{€) Not given separavely,

(d} Three-year averape,” 1927-29,

TABLE 86, NEW ZEALAND: SHIPPING TRAFFIC WITH CERTAIN
PRINCIPAL COUNTRIES?
(In thousand net tons and percentages of roral tonnage)

1909.13 1925.29 1930-34 o
‘ AVERAGE | AvERAGE | AvEnsce 1933 1936 i 1937 1938
CountRy
[Tunnagc%‘Tonnag:%]'l‘onmgc%l Tonnage %, Tonnagc%lTonnagc% Tonnage %,
] ¥ 1 I L 1 I
Fao: ENTerED
Australia 709 4701 900 2,50 845 353 992 38.6/1,155 40.0 1,222 41.2{1,359 441
United Kingdom 462 30.6] 435 19.6| 575 240 571 22.2] 566 19.6) 607 20.5 604 195
United Scates 119 7.9) 425 19.1] 447 18.7 398 155 415 §4.4 373 126 37 103
Canada 80 40l 200 9.9 215 6.0, 251 9.8 252 9.8 738 801 235 76
Fiji - 49 32 56 25 28 1.2 1
Pacific island: 115 4.5 130 45! 157 53| 161 5.
{other thag Fiji} 31 34/ 74 33 80 a3 J 2
Netherlands East Indias .. N . .o 111(a) 4.6 06 4.1 141 49 159 5y 204 6.6

—]——

Total, including others JI,509 100.0}2,221 100.012,392 100.0, 2,571 100.0}2,890 100.0 2,963 100.0(3,085 100.0

To: CLEARED
Australia B22 B5.111,090 49.1] 981 41.4 1102 42811136 39.8/11.319 45
United Kingdom 497 3331554 250| 719 30.1] U694 2635|746 264 ee sns e 523
United States 20 L& 231104 306 1280 445 17.0( 404 142| 235 1na 341 110
Canada TADZE 130 59 136 57 144 55 199 70| res 500 125 44
Fijiﬁ e 40 27 51 23 R 2.21 ' .
Pacific islan 106 4.6/ 164 3.
{other than Fiji) 59 40| 91 41 1 34 8| 166 57| 178 87
Netheriands East [adies e oo | 6527 55 2.1 77 z.vl 123 42| 144 46
Total, including others  |1,491 100.012,215 100.0]2,386 100.0f 2,618 100,012,851 100,012,926 100.0 3,102 100.0

{2) 1934 only.
(5} Four-year average, cmitting 1914,

} Census and Statistics Department, Dominion of New Zealand, The New Zralond Qfcial ¥ear-Bosk: Welliagron

2 Jbid
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Table 86 illustrates the changes in the direction of New Zealand's over-
seas shipping traffic. While before the War Australia and the United
Kingdom accounted for 47.0%, and 30.6%, of the tonnage which entered
New Zealand, in 1938 they represented only 44.1%, and 19.69/ respec-
tively. While tonnage entering from the United States rose from 7.9
to 19.19% in 1925-29, it has dropped steadily ever since, to a mere 10,39
in 1938. Vessels leaving for the United States on the other hand,
from only 1.89, of the pre-War tonnage, accounted for 11.0% in 1938.
Unlike the Australian shipping data given in Table 78, however, it is
not clear from the source whether the figures given in Table 85 indicate
the first origins and final destinations of shipping entering and clearing
New Zeatand ports, or whether vessels are recorded according to their
last outbound port of call and first destination. Caution should there-
fore be used in making any compatisons.

Railways: The railways of New Zealand are practically all state-owned,
although some were originally built by private enterprise.  In 1876 they
passed from provincial to Dominion control and since March 1936 they
have been operated by the Minister of Railways through a General
Manager. The New Zealand failways use the 3'6”, or narrow, gauge.
Although electrification has been started, of the 572 locomotives in use
in 1938-39 only 12 were electric. In addition to the state railways there
were 189 miles of private railways open for the transport of passengers
and goods in 1937, exclusive of the numerous railtoads mostly serving
coal mines and saw mills and used solely for goods belonging to the
line-owner. Table 87 gives figures on the operations of the state rail-
ways. In 1939 the mileage of these lines was evenly divided with 1,569
tniles in the North Island and 1,750 in the South.” In addition to the
passenger figures shown in Table 87 the Railways Department manages
certain road services and a steamer service on Lake Wakatipu, 16,077
passengers and 6,451 tons of goods being carried on the latter in 1938-39.

TABLE 87. NEW ZEALAND: STATE RAILWAYS?

Passencens
Yexk Expen LencTs Oren | Trame M . . Goons ann
Nawew 3tsr | iamda) | {in bwea | Yl Saion | Excludicg Seusn Duvesroce (@)
{In tbowsands) I thousards )
1889 1,777 2,796 e 3,133 1,954
1909-13
Average 2,759 8,175 11,563 5,725
1925-29
Average 3,171 10,416 26,143 10,583 7,317
1930-34
Average 3,312 10,693 20,948 7,324 6,341
1935 3,320 10,626 19,654 7,809 6,024
1936 3,320 11,050 20,359 7,964 6,189
1937 3,320 11,868 21,235 8,285 6,813
1938 3,323 12,778 22,441 8,069 7,516
1939 3319 13,073 23,266 7.813 7539

(3) Livestock converied 4o ecuivalent tonnage,
3 Jhid.
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Highways and Motor Vebicles: The control of roads and bridges commes
under the administration of the Minister of Public Works. Rural roads
are controlled by local authorities, while since 1922 arterial highways
are administered by 2 Main Highways Board, often through the local
authorities, and financed by the Dominion government. On March
31, 1939, there were 12,206 miles of main highways. The formation
of roads, as well as railways, in many parts of New Zealand is expensive
and difficult because of the configuration of the country and the number
of rivers, In 1938 there were, for instance, 6,679 highway bridges of
more than 25-foot length. The figures for 1922 given in Table 88
must be regarded as approximations, for that was the first occasion on
which particulars of this nature were requested. Roads in New Zealand
are divided into three main categories: formed roads of dray width,
bridle tracks and unformed legal roads. Only the former are included
in Table 88. On March 31, 1938, thete were 5,711 miles of bridle tracks
and 17,216 miles of unformed legal roads in addition to 52,628 miles
of formed roads of not less than dray width.

TABLE 83. NEW ZEALAND: ROADS AND STREETS!

(In miks)
YEaz Enping | Broummous or Brrtmes or METAL OR Not Paven Toral FoaueD
Maren 31 CEMENTCONCRETE Tar GraveL (b) R SURTACED Roaps
1922 27,508 (a) 16,954 {c)] 44,462
1925-1929
Average 152 1,044 30,070 16,319 47,585
1930-1934
Averape 330 2,120 33,944 13,834 50,248
1935 379 2,819 36,444 12,161 51,502
1936 395 3,246 36,307 12,110 52,058
1937 404 3,503 37,406 11,015 52,328
1938 412 3,852 37,784 10,580 52,628

(2] Includes a short mileage of unspecified toads.
b} Metalled roads.
c) Not meralled roads.

Motor vehicle tegistrations on June 30, 1925, numbered 106,449
including 71,403 cars, 11,330 trucks, 1,032 omaibuses, 21,585 motos
cycles and 1,099 miscellaneous vehicles. While these figures are not
wholly comparable with those given in Table 89, it is apparent that the
growth of motor vehicle registrations in recent years has been con-
siderable, nearly threcfold in 14 years. With the exception of data for
1940 which do not clarify this point, all the figures given in Table 89
include “dormant” registrations, i.e. registrations neither cancelled nor
renewed. Cancellation does not take place until 2 registration has been
dormant for two years. Dormant registrations numbered 34,756 in
1939, 31,962 in 1938 and 24,110 in 1937,

4 Ihid. Tor 1939 Automotive World News, Sept. 1, 1939, teports 545 miles of bituminous or cemeat conerere
roads, 5,512 of macadam and 57,730 of improved earth, or a total of 63,787, excluding 5,812 miles which appear
to represent the category “bridle tracks™ and 17,389 miles apparently representing the “unformed legal 1oads™
referred to above. The grand total for 1939, 86,988 miles, differs considerably from the grand total for 1938,
75,555 miles, and presents a sharp contrast to the regular increase in previous years; because of uacercainty as to
the reason for this difference these data are omitted from the above table.
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Independent motor transport has been developing in New Zealand
since the early 1920%s. Since 1921 it has been regulated by the Do-
minion government, not only to control competition with the tramways
and railways, but also to secure financing for highway maintenance and
extension. Regulation of passenger transport was first carried out;
that of freight is not yet fully developed. Since 1926 the New Zealand

TABLE 8. NEW ZEALAND: MOTOR VEHICLES LICENSEDS

v E Trucks,
EAR EnD- " TRACTORS -

™o I;!IARCH P“%ﬁ:fn Buses o :cf:’o» héf:&"s TRATLERS 0?;;!“ ‘ToTaL

ENGINES (a)

1933 127,753 559 37,172 25,105 {c) 3,255 | 193,844
1934 128,618 548 39,443 24,689 (c) 2,954 | 196,252
1935 138,188 661 39,633 24,570 3,428 2,982 | 209,462
193¢ 152,475 573 43,661 24,099 4,159 3,280 | 228,247
1937 173,009 655 48,343 24,347 5,764 3,540 | 255,748
1938 194,217 787 50,961 23,020 7,865 3,477 | 280,327
1939 216,516 873 55,107 21,259 10,597 3,579 | 307,931
1940 (dy| 219,376 | 1,075 | 55523 | 17882 {e) & | 2940276

(x) Tructors and traction-engines numbered 2,727 in 1939,

(b) “Others” includes service cars, taxis and miscellancous,  Taxis numbered 1,695 in 1939,
(€) Nat given separately but included under tractors and trucks.

(d) On January 1.

(e} Not given,

{f) Including 171 Diesel units,

Railways have operated coordinated rail and highway transportation.
In January 1939 the government railways operated 300 passenger buses
over 2,578 miles of routes, including urban and intercity travel. They
also operate freight highway services.® In addition to the bus services
operated by the tramways of New Zealand, which carried 5,735,000
passengets and covered 1,364,000 vehicle-miles in 1938-39, and in ad-
dition to the 5,732,282 passengers carried by the Railways Department’s
road services, the independent motor services carried some 27 million
Ppassengers in 1938-39. " Table 90 gives figures illustrating the growth
of this form of transportation.

TABLE 90. NEW ZEALAND: MOTOR TRANSPORT SERVICES?

VEHICLE-MiLEs CovERED
Yaan . : o
iy | o Seoves (i honands)
1932/33 22,756 16,066
1933/34 21,921 16,549
1934/35 21,542 45991 15,975
1935/36 22,029 49 465 17,949
1936/37 22,782 56,029 21,507
1937/38 23,509 70,295 23,277
1938/39 25,455 26,655

& 1bid, ; 1940 daca from .S, Dept. of Commerce, Motive Products Division.
¢ Foreign Raifway Newr, 1940, No. 29, July 19.
7 The New Zealand Qfficial Year-Book.
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Airways s All commercial air transport services in New Zealaad are
licensed by the Minister of Transport, but the comparative smallness of
the country discouraged the early development of aviation. Commer-
cial aviation only started at the end of 1934, and while there were three
companies opcrating in 1939, no commercial night flying has yet been
undertaken.  International service, moreover, has only just begun.
The California-New Zealand clipper service, which was started by Pan
American Airways in December 1937, was discontinued after the loss of
the clipper on its first trip southward from Honolulu in January 1938,
Further experimental flights were made in 1939 before the inauguration
of a regular service which is now operating from Los Angeles, via
Honololu, Canton Island and Noumea, French New Caledonia, to
Auckland.  Fimally, the spring of 1940 saw the long-postponed inaugura-
tion of the trans-Tasman Sea air route, a weekly service being provided
by Tasman Sea Airways from Auckland to Brisbane and Sydney, Aus-
tralia,®

TABLE 91. NEW ZEALAND: TRAFFIC OF DOMESTIC AIR
TRANSPORT COMPANIES?

Y’miif:gi”': g Mireace FLown PassENGERS CARRED Ggﬁ;;ﬁt,:'zm M?;: PEA,,,.E?D
193536 | 3e171 | 962 | 15803 19,431
1936/27 776,938 24,251 44,074 111,377
193738 1,331,100 43,782 81,853 216,238
1938/39 ‘ 1,574,395 ! 53,039 | 166,278 316,380

8 Far Easitera Surpey, Oc. 23, 1940, pp. 251-2 ; deronautical World Nuws, May 31, 1340, p. 452 ; Tie Nev Zealond
Ocia! Year-Tisok, 1940, p. 356, -
3 The New Zeaiand Official Year-Book.

14, CANADA

Efficient ttansportation is particularly necessary in Canada becausc of
its size and the uneven distribution of its small population and because,
its bulky agricultural and mineral products are, to a considerable ex-
rent, exported. In recognition of the growing necessity for viewing
the problems of transportation and related communicatinns as part of
a coordinated whole, the Dominion Department of Transport was
organized in November 1936, unifying in one department the control
and supervision of railtways, canals, harbors, matine and shipping, civil
aviation and radio, as well as the Meteorological Service.l

Shipping:  Complete statistics are not available for all Canadian ship-
ping, but Table 92 presents a summary of Canada’s seagoing, coastwise
and inland international traffic. While coastwise shipping, which
includes domestic shipping on the Great Lakes and such rivers as the
St. Lawrence, has increased very slightly in the Jast fourreen yeats,
proportionately it shows a small decsease. ~ Seagoing shipping has grown
considerably, as has total Canadian shipping, while inland international,
oz Great Lakes shipping between. Canada and the United States, decreased

1 Dominion Burcau of Statistics, The Canada Year Book, Ottawa, 1940, p. 633,



88 TRANSPORTATION

from 35 to 28 million tons in the last foutteen years. One teason for

this decrease is the sharp competition from highway transport for the

Canada-United States trade.

TABLE 92, CANADA: TONNAGE OF ALL VESSELS ENTERED AND
CLEARED AT CANADIAN PORTS?

(In thousand registered tons and percentages of Fotal tonnage)

1
Posion SeEAGOING COASTWISE Imn:;::): AL (2 ToraL {a)
Tonnage |percentt Tonnage |percent| Tonnage |percent| Tonnage | percent
1925-29 '
Average | 47,081 27.9 | 87,166 | 51.6 | 34,530 | 20.5] 168,778 | 100.0
1930-34
Average | 53,029 | 30.8 | 87,896 | 51.0 | 31,508 | 18.3 | 172,432 | 100.0
1935 57,060 331 85,973 499 29375 17.0 | 172,408 | 100.0
1936 58,053 337 84,795 49.2 29.471 171 172,318 | 100.0
1937 62,948 | 33.8 | 91,421 | 49.1 | 31,639 | 17.0 | 186,008 | 100.0
1938 62,824 | 349 | 88,732 | 493 | 28,545 | 15.8 | 180,101 | 100.0
1939 63,398 | 351, BBS570 | 49.1 | 28,420 | 158 | 180,398 ; 100.0

(2} The figures for Inlznd International and Toral Shipping arc inclusive of ferriage at Sarnia “arrived” and
“departed” of : 1,415,612 tons for 1934; 1,433,031 tons for 1935 1,620,820 tons for 1936; and 1,678,272 tons
for 1937, Corresponding deductions for carlier years not available. Ferry ar Sarnia discontinued in 1938.

Although the Canadian Government Merchant Marine of ten vessels
was sold to British interests in 1936, the Dominion government still
operates a fleet in the West Indies trade and the Canadian Pacific Rail-
ways operates fleets on both the Atlantic and the Pacific. Table 93
shows the distribution of the tonnage of vessels calling at Canadian
ports, excluding the Great Lakes, as among British, Canadian and
foreign shipping. Canadian and other British vessels accounted for two-

TABLE 93. CANADA: TONNAGE OF SEAGOING VESSELS ENTERED
AND CLEARED AT CANADIAN PORTS, BY NATIONALITY?
(In thourand registered tons and percemiqges of total townage)

Barrisk CANADIAN Foreign ToTtaL
Penton
Tonnage % Tonnhage % Tonnage % Tonnage %

1909-13

Average 12,279 540 | 3,759 16.5 | 6,699 29,5 ] 22,738 100.0
1925-29

Average 18,539 3941 8970 19.1 | 19,573 41.5 | 47,082  100.0
1930-34

Average 20,510 38.7 | 10,325 19.5 | 22,194 41.9 | 53,029 100.0
1935 23.676 415 | 11450  20.1 | 21,933  38.4 | 57,060 100.0
1936 24,594 42.4 | 13,105 22.6 | 20,354 35.0 | 58,053 100.0
1937 27,300 43,4 13,334 21.2 | 22,314 35.4 | 62,948 100.0
1938 25,710 40.9 | 15,503 24,7 | 21,610 34.4 | 68,824 100.0
1939 26,563 41.9 | 15,221 24.0 | 21,614 34.1 | 63,398 100.0

% The Canada Year Book.
3 Jhid,
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thirds of this shipping in 1939 as compared to about 709, before the
War. Canada’s share in the total has increased by one-half while the
share of other British vessels has decreased and the foreign percentage
has increased from 29.5 to 34,19, in the same period.

Figures on the direction of overseas shipping traffic ate not given
in recent Year Books but some indication of the proportion of Canada’s
shipping which participates in Pacific area trade may be found in data
on the tonnage calling at ports on the Pacific. In 1938-39 the tonnage
of scagoing vessels entering and cleating Vancouver exceeded that of
any other Canadian potr, accounting for 33 out of the 63 million tons
entering and clearing in that year; Montreal, however, led by a wide
margin in respect ro seagoing cargoes loaded and unloaded.

‘Table 94 illustraces the fact that Canadian traffic through the Panama
Canal flows mainly from the Pacific to the Atlantic. Strictly inter-
coastal Canadian cargo passing through the Panama Canzl rose from
82,798 long tons in 1938 to 103,291 in 1939.

TABLE 94. CANADA: TRAFFIC TO AND FROM THE EAST AND WEST
COASTS, VIA THE PANAMA CANALY
(I thowsand long toms)

Orieraatiee Own Destep For
Yean Enpmve June 30
West Coast East Coast West Const I East Coast

1925-29 Average 1,941 172 214 540
1930-34 » 2,351 [E5] 206 481
1935 2,490 249 177 | 548
1936 2,706 299 223 ' 507
1937 2,780 380 240 589
1938 1,962 392 214 399
1939 2,873 348 16e | 297

Canal traffic plays an important part in Canada’s domestic trans-
portation. In 1910 some 22 million tons of American and 9 million
tons of Canadian shipping passed throvgh Canada’s canals; by 1929
the lead had passed to the Canadians, with 2 million tons of United
States shipping and 14 million of Canadian. 'The latter increased quite
steadily in the ensuing years and American tonnage, which decreased
in the first depression yeats, began growing in 1932. By 1939 the
Canadian and American shares were 18 and 3 million tons respectively.
The change in the nationality of this traffic reflects a change in the otigin
of the freight carried : 18.39% in 1910, 70.7% in 1929, and 60.5%, in 1939
originated in Canada.®

Railways - The main railway lines of Canada run east and west ; there
is no main-line north and south connection on the Pacific coast by either
rail ot road, About half the Canadian railway mileage is government
owned and the private companies have benefited by latge governmental
subsidies. By the end of 1938 the Dominion and provincial govern-

4 15id.
8 id. Tigutes include duplications where cazgoes usé two or more canals.
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ments had assisted the establishments of railways by grants of 47,639,972
acres (74,437 square miles) of land, the majority of which, 37 million
acres, was granted to the Canadian Pacific System. In addition, cash
subsidies of 219 million dollars had also been granted and 877 million
dollars worth of bonds puaranteed. The Canadizan Government owans
the Canadian National Railways, which operate a single-track mileage of
23,790 and in 1938 carried 10,289,000 passengers and 40,577,656 tons
of revenue freight, Under the Department of Transport, the Board
of Transport Commissioners controls the operations of Canada’s rail-
ways. Figures for all Canadian railways are given in Table 95.

TABLE 95. CANADA: LENGTH OF RAILWAYS, AND PASSENGERS
AND FREIGHT CARRIED®

RaAnwaY MILEAGE PASSENGERS Faeicur
Peaton Coveren (a) Baaemm———— ——| Canmap (¢) Carntep (d)
Singie Track | Total (&) (In thowsands) | (In tdonsand doms )

1909-13 Average 26,076 38,597 83,529
1925-29 ' 40,734 54,884 41,130 107,940
1930-3¢ 42,268 56,728 24,380 71,306
1935 42916 57,171 20,032 69,141
1936 42,552 56,692 20,498 75,847
1937 42,727 56,835 22,039 82,220
1938 42,742 56,760 20,911 76,175

(2} Year cading Junc 30 in 1909-1913; Decomber 31 for later yoars.
(b) Including second, industrial and yard teack, and sidings.

(¢} Duplications included.

{d) Duplications eliminated.

In spite of large increases in Canadian railway mileage, freight catri-
ed in 1938 was only 91.29, of the average for 1909-13, and passenger
traffic was ar only 54.4% of the pre-War level. Some of this decrease
may Dbe attributed to the decrease of immigration into Canada and of
migtation within the country toward the central and western provinces,
but Canadian railroads have also felt the effects of highway competition.
Until data on highway transport become available, however, it is not
possible to find out how much this competirion has actually influenced
the situation of the railways. Nevertheless, freight rates have certainly
been affected. Canadian rail freight rates are geared to the value of
the commeodities hauled ; truck operators’ rates on valuable commodities
are closer to actual haulage cost than those of the railways, and highway
transport has not competed for the haulage of raw materials, with the
result that it has been able to secure some of the most profitable of the
railways® freight traffic.

By 1940 registrations of commercial cars and trucks had increased
45.1%, over the average for 1925-29 while passenger cars had increased
only 20.8%, or a little less than half as fast. This important increase
in the use of motor vehicles for the transport of freight does not, how-
ever, indicatc whether it is concentrated on short-haul traffic or is
seronsly competing for the long-haul freight now carried by rail,

% id,
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Highways and Motor Vebicles: With a very large continental area, a
thinly scattered population and climatic difficulties which make road
upkeep expensive, Canada has a considerable highway problem. In
1929, for instance, there were 25 persons per mile of road and only one
mile of road for every 9 square miles of area. The first year for which
highway statistics are available is 1928, but preoccupation with this
aspect of transportation was apparent as early as 1919 when twenty
million dollars were appropriated by the Dominion government to con-
struct and improve highways ; this sum was expended through the pro-
vincial authorities during the next ten years.  Total expenditures for
construction and maintenance between 1919 and 1938 were $781 mil-
lion; in 1938, of the $104 million spent, by far the greater share
($93 miillion) was provincial, while Dominion and municipal expenditures
were $6 and $5 million respectively. Highway disttibution is uneven ;
there are large areas in the northern regions of the country with few
people and few roads, but the southern sections of Canada are well
supplied with roads. Table 96 classifies highway mileage by types, and
Table 97 illustrates the distribution of roads in the eastern and western
sections of Canada.

TABLE 96. CANADA: CLASSIFICATION OF HIGHWAY MILEAGE,
EXCLUDING URBAN STREETS?
(In thousand miles)

Earrn G MacaDa:
Yrar Improved Unimproved n.g\;g;];nn AND Conc;_:_"n! Tora
1928 i77 141 56 8 382
1929 166 152 64 8 390
1930 159 155 71 9 394
1931 133 158 81 6 378
1933 139 176 57 8 409
1934 143 173 85 8 409
1935 314 (a) 88 9 411
1936 311 (a) 88 10 410
1937 296 149 - 114 () 559 (b)
1938 296 &9 111 () 496

(1) Other highways,

(b) This very large figure seems to be zecounted for by the unimproved carth highways figute for 1937 which
includes 74,713 miles in Manitoba while in 1938 only 15,000 miles are reported in that proviace, including some
macadam-sutfaced roads,

(¢) Surfaced highways.

TABLE 97. CANADA: HIGHWAYS IN BRITISH COLUMBIA AND
ONTARIO, IN 19388

EartH h?Qm\mz P Pe
SURFACED ToTtaL ILES OF |PERSONS PER
ReGron ) . . A P; M
(In miles} lI’g,rp;fij{ UFI[;nE;:‘:jjgd (I wmiiles} }ﬁg:‘:“ '{-{ Hlél:w?r
British Columbia . 7,822 9,988 | 2,604 20,414 17.6 379
Ontario 55,379 16,527 068 72,574 5.0 51.7
Al Canada 116,637 | 295,643 89,458 | 495,738 7.0 22.8

7 Iiid. Does not give daw far 1932,
8 Ibid,
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Beginning in 1904 with Ontario reporting 585 motor vehicles, and
in 1908 with eight provinces reporting 3,033, the number of motor
vehicle registrations in Canada had grown to 1,394,853 in 1938, the
numbet of persons per motor vehicle being 8.1 in Canada, 5.6 in Ontario
and 6.5 in British Columbia. Automobiles are of special economic
advantage in the rural areas of Canada, where, according to the 1931
census, there was a farm-owned motor vehicle for every second farm.

TABLE 98. CANADA: TYPES OF MOTOR VEHICLES REGISTERED®
(In thousands)

PerioDn P, *gf:f“ C..\%MOT‘]I"‘;:%“ Buses MotoRCTCLES Toraw
1909-11

Average . 24
1925-1930

Average 954
1931-1934

Averape 979 162 2 10 1,152
1935 990 174 2 10 1,176
1936 1,042 186 2 11 1,240
1937 1,103 203 2 11 1,320
1938 1,160 221 2 i2 1,395
1939 1,183 235 2.6 12 1,433 (a)

(a) Includes 288 Dicsel units.

Airways: The Controller of Civil Aviation, under the Department of
Transport, supervises the operations of civil aviation. While commer-
cial flying began in Canada in the early 1920%, it was not until 1927
that regular air mail services were established, Trans-Canada Air Lines
were set up in 1937 to operate a transcontinental service, and through
alr mail service from Montreal to Vancouver was inaugurated on
December 1, 1938. Transatlantic service, via Canadian airfields, was
opetated for a short time in 1939 by Pan American Alrways but was
interrupted by the European War. In recent yeats 4 greater amount
of freight was carried by air in Canada than in any other country with
the exception of New Guinea and the U.S.S.R. In Canada, as in New
Guinea and the U.S.S.R., this large amount of air freight represents
machinery and supplies for mines—especially gold mines—in regions
otherwise difficult of access, i.c. the northern sections of Quebec, the
western provinces and the Northwest Territories. Mail, other than
that carried by regular mail contractors, also forms a considerable frac-
tion of this type of freight. OFf the mail carried in 1937 and 1938,
1,323,584 pounds in the former and 1,771,153 pounds in the latter
year represented mail carried by Canadian postal contract.

Operations of Canadian aircraft since 1926 are shown in Table 99.
These figures include commercial traffic, both Canadian and interna-

$ JEid,, and U.S, Dept. of Commerce, Motive Products Division, Passenger cars include taxis; commereial

€ats and trucks include road machines, tractors, fire engines, ete.  1n 1938 buscs in Manitoba were included under
Passenger cars and thosc in British Columbia under commercial cars.
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tional, that on the airways operated by the Dominion and provincial
governments (forest fire prevention work, aerial map work, patrol work
by the Royal Canadian Mounted Police over the St. Lawrence and
Atlantic seabozrd, etc.) and the operations of light aeroplane clubs.

TABLE 99. CANADA: CIVIL AVIATION®

ToTAL AtRCRAFT- PaSSENGERS AND | Froicur or Bxpapss MarL Carpsen
yea M{Iﬁfaij;i;m C(Trivgw%:;ﬁn (I »fﬁ;‘éﬁéﬁm g | {0 thousand o)
1926 393 6 725 4
1927 826 19 1,098 14
1928 2,728 75 2,405 317
1929 6,284 125 3,904 431
1930 7,547 125 1,759 474
1931 7,046 100 2,372 470
1932 4,569 77 3,120 414
1933 4,538 85 4,206 539
1934 6,498 105 14,441 625
1935 7,522 177 17,616 1,126
1936 7.804 128 25,388 i,161
1937 10,756 169 26,279 1,450
1938 12,204 195 21,705 1,902
1939 (2) 10,969 162 (b) 21,253 1,900

{a) Preliminary.
(b) Passengess only.

A classification of the 1938 figures is given in Table 100 in order to
indicate the proportions of the different types of traffic and show the
relatively small place, except in mileage flown, taken by international
air services. ‘The latter are wholly carried on between Canada and the
United States. .

TABLE 100. CANADA: OPERATIONS OF CIVIL AIRCRAFT IN 193su

Fraicur or MalL C
s |BESATEN | TR et | M o
(fn thawsands) {In thonsandys) ponnds) poamds)
Dominion and provincial
governments 1,063 9 2,081
Light aeroplane clubs 24 29
Comimercial
Canadian 8,457 105 19,594 1,305
International 2,750 16 30 597
Total 12,294 159 21,705 1,902

10 Thid,, escept for 1939 figures which are quoted from Aeronautical Warld News, July 31, 1940, p. 495,
W Tée Canada Year Book, 1940, p. 713,
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15. UNITED STATES

Shipping: ‘Table 101 shows the distribution by nationality of the vessels
in the foreign trade of the United States, entering all ports. This table
includes international trade with Canada via the northern border ports
on the Great Lakes and the St. Lawrence and shipping through San
Antonio on the Mexican border ; the data represent shipping calling at
the Atlantic and Gulf as well as the Pacific coasts.

TABLE 101. UNITED STATES: NATIONALITY OF VESSELS ENTERED
IN FOREIGN TRADE, ALL PORTS!
(In thousand ner tons and percentapes of toial tormage)

1909-13 1925-29 1930.34
Nano- 1935 1936 1937 1938
NALITY AvERAGE AVERAGE Averace
Tonnage %, [Tonnage 9, |Fonnage 9, Tonnage %, |Tonnage 9% {Tonnage % |Tonnage o

Ametican 10,336 23.6 129,531 38,5 |25,746 37.5 22,372 34.6 120,682 313 19,527 27.3 (19,020 27.0
British 21,534 49.2 (28,015 36.5 {22002 33.3 21,373 331 (22,714 34.4 (25,857 36.1 24,307 345
Daznish 473 1.1 ] 1,158 1.5 98 131,050 1.6 1,007 1.5 1,00 1.4 1,357 1.9
Dutch 970 2.3 11,633 2232|1687 25| 1827 28 1,884 292177 30| 2515 36
French 941 22| 1,778 23| 1,763 25 1,809 28 2,053 312438 34| 230 33
Gertnan 4,123 94 1 2,191 29 (3396 49 2936 4.5 3290 5.0 | 3,507 49| 3543 KO
Honduran 255 0.6 B63 1.1 87T 13 727 11 773 1.2 830 12 947 13
Italian 800 1.8 |2171 281861 27| 159 25 1,405 21| 2,126 3.0 ! 2,047 29
Japanese 298 0.7 (2513 33}2501 43 2,653 412676 412804 39 2,352 490
Norwegian | 2,532 58 [ 3,828 50 (3955 564820 7.5 5698 86 (7065 99| 7401 105
Panarpaniaa 4 195 03 445 0.6 675 1.0 1011 153]1262 181366 1.9
Swedish e 01 891 1211022 1.5) 1,081 17 1164 1.8 1,171 161277 1.8
Total,

including

others 43,753 76,687 68,715 64,612 65,972 71,560 70,516

British (including Canadian) and Ametican shipping are the leaders in
this trade, with Norway in third place. American tonnage was second
before the first World War, led British shipping during the 1920°s and

TABLE 102. UNITED STATES: VESSELS ENTERED IN FOREIGN TRADE,
ALL PORTS, BY REGIONS?
(In thousand net tons and perceniages of total ionmage)

ATLaNTIC Gurr Coast Paciric Mexican & Nar- ToTaL
P Coasr Coasr TuERN BonoErs
ERIOD
Tonnage % | Tonnage 9 | Tonmage % | Tonnage 9 | Tonmage 9
1911-15

wé’gv?e,éagc 24,293 50.7 | 6,635 13.8 5,055 10.6 | 11,931 24.9 | 47,914 100.0
lggvggagc 36,884 46.7 [ 11,634 14.7 15,100 19.1 115,443 19.5{ 79,061 100.0
Average | 31,721 48.5| 8,058 12.3 14,968 22.9 [ 10,642 16.3 | 65,389 100.0

1936 31,489 47.7} 8,840 13.4 14,395 21.8| 11,248 17.0 {65,972 100.0
1937 33,891 47.4110,531 14.7 14,873 20.8 112,264 17.1 | 71,560 100.0
1938 | 31,366 44.5[11,932 16.9 14,822 21.0 ;12,396 17.6 | 70,516 100.0

5 1 Dept. of Commeice, Burcan of Foreign and Domestic Co ce, Foreign C ce and Navigation of the United
tates.

34?21-.1:& of Commerce, Bureau of the Census, Stafistical Abstvact of the United Stares, 1939, Washingron, 1940,
p. 452.




TABLE 103. UNITED STATES: TONNAGE OF VESSELS IN FOREIGN
TRADE, ENTERING AND CLEARING AT SEAPORTS, BY COUNTRIES OF
ORIGIN AND DESTINATION?

{In thonsand net tons)

Recrons ENTERED FROM 1910-14 1926-30 1931-35
oR CLEARED TO: AVERAGE AVERAGE AVERAGE 1936 1937 1938

Canada, Pacific Coast

Entered 2,539 | 6,619 | 6,682 | 5939 | 5487 | 5871
Cleared 2,589 | 6,556 | 6878 | 6364 | 6085 | 6334
Central America
Entered 1,879 | 2,391 2,368 | 2,459 | 2349 | 2,616
Cleared 2,121 2,692 2,801 2,956 3,351 3,513
Chile
Entered 462 1,387 545 840 995 1,045
Cleared 327 1,058 507 675 665 698
Colombia
Entered 199 958 1,056 663 678 526
Cleared 196 966 1,015 1,104 1,048 1,053

China, Hongkong
and Kwantung

Entered 442 1,044 827 797 921 553
Cleated 391 894 562 228 416 263
Japan
Entered 646 2,320 2,169 2,651 3,050 2,881
Cleared 542 3,284 3,815 4,374 5,460 4,441
Philippine Islands
Entered 85 611 1,012 984 1,079 1,048
Cleared 144 503 466 541 494 624
British India,
Btitish Malaya
and Ceylon
Entered 329 833 704 707 698 591
Cleared 13 428 . 289 273 264 255
QOceanta
Enteted 238 931 778 854 753 706
Cleared 534 1,396 831 779 752 766
Total Pacific Atea
Entered 6,819 | 17,004 | 16,141 | 15894 | 16,010 | 15,837
Cleared 6975 | 17777 | 17.164 | 17.294 | 18535 | 17.947

Pacific Area as 9 of
Grand Total

Entered 19.4 26.8 294 28.9 26.7 26,7
Cleared 19.9 27.6 31.1 31.2 30.3 29.9
Grand Total, includ-
ing all others
Entered 35,212 63,768 54,928 55,038 39,980 59,223
Cleared 34,965 64,441 55,214 55,381 61,177 60,064

3 Ibid., p. 455.
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early 1930°s and has decreased sharply since then—a temporary result of
the reotganization of the merchant marine by the Merchant Marine
Act of 1936, The growing importance of the Pacific coast in United
States foreign shipping is illustrated in Table 102 which divides the
figures given in the previous table according to the regions of the United
States at which rthat tonnage entered. It indicates the decreasing re-
lative importance of shipping at the northern and Mexican borders,
and the considerable growth in shipping catering Pacific coast ports.

In spite of the increased tonnage calling ar Pacific Coast ports, how-
cvet, the large majority of the United Stares’ overseas shipping enters
from and clears to regions outside the Pacific area. ‘Table 103 gives
particulars on the direction of this rraffic.  Even including the Central
Ametican countries as parts of the Pacific area, (although their most
important ports ate on the Caribbean or the Gulf of Mexico) only 26.7%,
of the 1938 tonnage in foreign trade entered from that region, while a
slightly larger proportion, 29.99, cleared to those countries. 'This
tepresents a substantial increase over the 1910-14 period when the pro-
portions of tonnage entering and clearing were 12.4%, and 19.99 res-
pectively.

As the United States’ overseas shipping plies in two oceans, the use of
the connecting link between these oceans—the Panama Canal—is of
interest. Unired States traffic through the Canal has decreased sharply
in recent years while British traffic has altered little since 1925. On the
other hand, German, Japanese, Netherland and especially Norwegian
traffic have all increased considerably, the atter having more than tripled
since the 1925-29 period. Data on the nationality of commercial
shipping through the Panama Canal are prescnted in Table 104.

TABLE 104, UNITED STATES: COMMERCIAL TRAFFIC THROUGH THE
PANAMA CANAL, BY NATIONALITY OF VESSEL<
(In thousand nes Pamama Canaf tows)

A NODG 59 | M3034 | g 1536 1931 1938
United States 13,166 12,250 12,266 11,323 9,333 9,906
British 7581 | 6,784 | 6635 | 7200 | 7647 | 7285
French : 513 517 662 579 570 587
German 926 1,239 1,317 1,244 1,340 1,461
Japancse 795 1,079 1,484 1,608 1,633 1,846
Netherland 594 568 548 610 807 825
Notrwegtan 1,006 1,838 2,479 2,622 3,285 3,289
Total, including

others 26,627 26,557 27,806 28,024 27,492 28,058

In addition to United States tonnage, there is an increasing amount of
Patamanian tonnage passing through the canal; in 1933, 121,000 net
registered tons were Panamanian and this increased to 655,000 in 1936,
dropping, however, to 369,000 iz 1938. A considerable part of thig
tonnage represents United States-owned shipping registered in Panama.

4 Ibid, p. 442,
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With the exception of only two years (1921 and 1922) the tonnage
of cargo travelling through the Panama Canal from the Pacific to the
Atlantic has always been much larger than that travelling toward the
Pacific; in 1937, 9,896,000 tons of cargo were transported to the Pacific
and 18,213,000 tons, or neatly twice as much, toward the Atlantic,
Comparable figures for 1938 were 9,689,000 and 17,697,000 tons res-
pectively.

Paralleling the decrease in American shipping tonnage passing through
the Panama Canal has been the shrinkage in cargo carried in the inter-
coastal traffic of the United States, as illustrated jn Table 105,

TABLE 105. UNITED STATES: INTERCOASTAL TRAFFICS
(In thorsand tons of cargo)

YEAr Carco
192529 Avetage 10,060
1930-34 Average 8.254
1935 7.963
1936 7,719
1937 6,540
1938 6,395
1939 6,885

Further details on the amounts of domestic cargo catried coastwise and
on the lakes and rivers of the United States are given in Table 106,
which shows that this traffic has increased considerably over the average
for the 1925-29 period.

TABLE 106. UNITED STATES: CARGO TONNAGE OF DOMESTIC
WATER-BORNE COMMERCES®
(In wmillion short tons)

TyPE OF TRAFFIC éaiif‘gn ;ﬁgﬁ:ﬂ 1935 1936 1937
Coastwise, between ports 116 110 115 132 149
Great Lakes, between ports 119 73 84 115 135
Local traffic of seaports and

Great Lakes ports 80 67 80 91 95
Traffic between seaports and
river points 40 30 32 41 55
Traffic on rivers, canals and
connecting channels 124 118 150 179 199
Total 479 397 462 559 632

Railways: In contrast to a large number of Pacific area countries, in
the United States railways are not government-owned although they
are supervised by the federal government’s Interstate Commerce Com-
mission. The great development of the railroads in this country oc-
curred before the petiod covered in the present volume. The mileage
of first track owned has decreased slightly since 1909, although total

5 cAnnual Reporis of the Governor of the Parama Cangl,
8§ Seasistical Abstraes.
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track operated increased from 351,767 miles in 1910 to 411,324 in 1938,
and the amount of freight carried in 1937 was but little greater than
the averige for the 1909-13 period, the depression having cancelled
out the considerable increases in freight hauled during the twenties,
Partly because of motorbus and truck competition, the return on rail-
road investment has been dwindling while passenger traffic, above the
thousand million mark in the second decade of this century and again
in the early twenties, began dropping even as early as 1926; it reached
a low of 435 million in 1933 and had only recovered to 500 million in
1937. Much of the passenger traffic seems to have been lost to motor-
buses which carried more passengers in intercity traffic in 1937 than
the railways.

The data in Table 107 refer to the operations of all the United States
railway lines. Unfortunately, data on the operations of all railroads
in 1938 are not yet available but Class T lines carried 452,731 passengets
in that year, as compared to 497,288 in 1937, and 1,399,259 tons of
revenue freight, as compared to 1,825,342 in 1937. The total electrified
track in 1937 was 6,127 miles long as compared with 3,132 in1920; the
majority of the electrified track was in the eastern sections of the coun-
try. While steam locomotives decreased from 68,554 in 1920 to 46,342
in 1937, there were 388 electric locomotives In 1920 and 872 locomotive
units in 1937,

TABLE 107. UNITED STATES: RAILWAY OPERATIONS?

MILEAGE OWHE FREICHT
Fasr faacs | O | Conpe, [Pen o Mo
{1n thonsarnd miles)|  (Inm milfions} of 2,000 pounds)
1909-1913 Average 247 982 1,818 (a)
1925-1929 Average 249 840 2,534 4.83
1930-1934 Average 247 525 1,573 2.06
1935 242 448 1,503 1.98
1936 240 492 1,806 2.66
1937 239 500 1,928 233
1938 237 455 1,483 1.47

{a) Not comparablke with later years because of federal conirol accounting requircments,

Highways and Motor Vehicles:  Higlvways in the United States are main-
tained by varicus government authorities, township, county and state.
In addition to regular federal aid and state aid for road construction,
during the depression years supplementary national and state funds
have been available for this type of public work as part of the relief
program. Disbursements for highways under the supervision of state
highways departments in 1938 were 1,135 miilion dollars, including
federal aid funds; this is nearly double the 1926 figure of 622 million.
Data on types of highways for the whole country are not available.
Table 108 gives figures on the increase in all rural roads in the United
States since 1914 and on the state highway systems since 1926.

7 ibid. Mileage owned excludes duplication and covers continental United States only,
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TAEBLE 108. UNITED STATES: RURAL ROADS
EXCLUDING CITY STREETS)®
(In thonsand wiiler)

Atn Rurar Roaps StateE HiGHwAY SysTEuMS
AT THE Exp oF:
‘Total Earth Sutfaced Total Earth Surfaced

1914 2,446 2,188 257

1921 2,941 2,554 388
1926 3,000 2,450 550 288 125 163
1930 3,009 2,316 694 324 98 266
1935 (2) (@ {a) 332()  52(bY 280 (k)
1936 {2) (a) (a) 340 (by|  51(b)| 289 (b)
1937 (a) (a} (a) 327 M) M) 286 (b)
1938 3,065 327(b)|  34(b)| 293 (b)

(a) Darta for county and loeal roads not available after 1930,
(b) Piimaty systems only,

Motor vehicle registrations multiplied by sixty in the period between
1910 and 1938, A more elaborate classification by types of motor
vehicles than that given in Table 109 is the following, representing
registrations as of January 1, 1940: 26,210,486 passenger cars, 156,996
buses, 4,637,388 trucks, 126,233 motorcycles and 5,000 Diesel units,
or a toral of 31,136,103.9

TABLE 109. UNITED STATES: MOTOR VEHICLE REGISTRATIONSM?
{In thossands)

VEHICLES 1910 1920 1930 1938 1939
Cars, buses and taxis 459 8,226 23,059 25,262 26,201
Trucks, tractots, etc. 10 1,006 3,486 4,224 4,414
Total 469 9,232 26,545 29,486 30,615

As in other Pacific area countries, railway and automotive vehicle
competition became particularly imporrant during the depression years.
Unfortunately, figures on investment returns, comparable to those given
for railways in Table 107, are not available for bus or truck services;
nor are data on bus operations given earlier than 1933, While the
number of railway passengers dropped from 1,004 million in 1912 to
435 million in 1933, rising to only 500 million in 1937, the peak year,
intercity public motor carriers transported 552 million in the same year,
an increase of nearly 200 million over 329 million, the number of
passengers they carried in 1933, In 1939 the majority (3,536 out of
a total of 3,762 companies, including city, intercity and others) of
the operating companies were owned by motor cartiers, while 177

8 Ibid. for all data except 1938 ; the latter are quoted from Aslomative World News, Sept. 1, 1939,

# Motive Products Division. The figure for Diesels is an estimate. About half the Diesel units are located

in the three Pacific Coast states.
10 Statistical Abstraed.
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are owned by electric railways and only 65 by steam railroads. Figures
on freight hauled by truck are not available but this forms an im-
portant part of United States internal transportation, particularly in the
growing use of Diesel-powered units. Further details on intercity
motorbus lines, excluding the operations of city, sightseeing and irregu-
lar lines and of all non-revenue lines, are given in Table 110.

TABLE 110. UNITED STATES: MOTORBUS LINES, SUMMARY OF
OPERATIONS OF INTERCITY PUBLIC CARRIERSY

N NuusER oF M Hica- PassENGERS
Setsreh R B It ol I ey
1933 4,096 26 364,676 (a) 329
1934 3,904 23 354,000 (a) 378
1935 3,570 24 346,774 415
1936 3,600 25 345,050 500
1937 3,000 25 345,050 552
1938 2,848 20 355,000 374
1939 2,598 19 330,532 512

(a) Miles of routes operated {one way). Includes slight duplication tesulting from use of same highway by
more than one company.

Airways: Commercial flying in the United States is under federal
control through the Civil Aeronautics Authority but is privately opera-
ted. With a total of 71,199 miles of airways, there were 139 regulatly
scheduled air transport services, flying 345 planes a total of 81 million
airplane-miles during 1938, including both domestic and foreign and
tertitorial services. In 1939 air services numbered 170, operating 339
planes, and flying some 90 million revenue miles. In the first half of
1940 there were 405 planes in operation, and during the whole year
99 million miles were Hown and 2.2 million revenue passengers carried
in the domestic services ; at the same time 8.6 million revenue miles were
flown in the foreign and territorial services, making a total of 108
million miles flown in 1940, an increase of more than one-fourth in
two years.

A large proportion of these air services receive government subsidies
in the form of airmail contracts, the mail income to contractors amount-
ing in 1938 to 24 million dollars of which 15 million was for domestic
and 8.6 million for foteign and territorial mail. Of the 81 million
airplane-miles flown in 1938, 55 million were flown with mail. The
first year for which air mail data are available is 1918 when there were
218 miles of airways in operation ; in that year 18,000 pounds of mail
were flown 16,000 airplane-miles. A large proportion of the increase
in air services has occurred in the last eight years for which figures are
available, 1930 to 1938. ‘Table 111 divides aircraft operations into two
categories, domestic, and foreign and territorial. The latter category
includes the operations of American airlines in United States territories

11 Statistical Abstract, 1939, p. 432; 1940, p. 456. Unlike those for carliet years, figures for 1937 and 1938
have been revised in keeping with actual operating tevenues.
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and in foreign countries. In 1940 Pan American Alrways inauguratea
its Seattle, Washington, to Juneau, Alaska, route which forms the final
link in air routes which now extend unbroken down the entire eastern
rim of the Pacific area from Nome, Alaska, to Valparaiso, Chile. The
most ambitious trans-oceanic air services are those of Pan American
which opened its San Francisco-Honolulu-Manila-Hongkong route in
1935 and its San Francisco-Honolulu-Noumea-Auckland route in 194Q.
(For data on the formet, see Table 76 in the section on the Philippines.}

TABLE 111. UNITED STATES: CIVIL AERONAUTICS!

ReveENUE AND ExprESS anD Mair Cannien
YEAR ]\IIAI:':;E:S?:L AT AVE- Non-REVENUR PREIGHT BY
OvERATION Mues Frown PASSENGERS CARRIED (a) CONTRACTORS
Decemser 31 {In tbossands) CArRTED {In thonsand {In thousand
{In thousands) poands) JDosnds)

Domesric SErvICEs ONLY

1927 8,865 .
1928 15,590 10,400 48 210 3,546
1929 24,874 22,380 160 250 7,100
1930 29,887 31,993 375 360 7,985
1931 20,451 42,755 470 758 9.007
1932 28 550 45,606 474 1,034 7,393
1933 27,812 48,772 493 1,510 7,362
1934 28,084 40,955 462 2,133 7,411
1935 28,267 55,380 747 3,822 13,2692
1936 28,874 63,777 1,021 6,959 17,706
1937 31,084 66,072 1,103 7,127 (b)
19338 35,492 49,669 1,343 7,336 (b)
%939 36,581 82,572 1,876 9,514 (b)
940,
Jan,-June e 49,022 1,255 5,205 (b)
FOREIGN AND TERRITORIAL SERVICES OnNry
1927 257
1928 1,077 273 2 6 518
1929 11,456 2761 - i4 8 672
1930 19,662 4,953 43 109 529
1931 19,949 4,891 61 412 544
1932 19,980 5,566 73 639 515
1933 19,875 5,871 83 980 454
1934 22,717 8,109 111 1,349 461
1935 32,184 8,487 127 1,743 504
1936 32,658 9,835 145 1,455 618
1937 32,572 11,332 187 1,857 714
1938 35,707 11,389 193 2117 785
i 339 43,528 8,405 {c) 169 (c) 1,398 (¢) 675 (d)
40,
Jan.-June o 4,618 (r) 114 (c) 834 (c) 438 (d)

(a) Preight excludes freight privately carried : 1,631,512 Ibs. in 1928; 1,609,436 in 1929 2,400,684 in 1930;
1,532,156 in 1931 ; and 669,011 in 1932,

{b) Not available.

{¢) Does not include operations of three Latin American subsidiaries of Pan American which, ptior to 1939
were included with forefga and territorial seatisties, '

(d) Data for 1939 and first half of 1940 represent forcign mail only,

1% Ibid, ; US. Air Coreprerce Bulletin; and Civil Aseronantics Journal,



