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A          Data Sources 
1947: the data are derived from several sources. First, the locations of rail stations in 1941 (our benchmark year for the end of colonial rail construction) and timing of rail construction are from Whyte (2010). Various railway routes planned but not built by the Thai government are identified in Kakizaki (2012). The district-level outcome variables for 1947, including population, the number of rai cultivated in rice, and the number of rai cultivated in garden crops are collected from the 1947 Thai census reports. We also use a set of district-level geographical controls in order to capture the economic potential of a district based on its exogenous geographic characteristics: longitude, latitude, area (km2), agricultural suitability, mean elevation (m), standard deviation of elevation, distance to nearest river (km), and distance to Bangkok (km). 
1966: the 1966 Provincial Statistical Yearbooks only report area of harvested paddy and not planted paddy. Also, data on other crops cultivated at the district level are not available for this year. District-level population figures and the number of harvested rai of rice for 1966 are extracted from the 1966 provincial statistical year books, the first ever provincial-level compilation of statistics published by the Thai government. Note that there are 310 districts in 1966 compared to 221 districts in 1947. The government often split more populated districts into two or more districts during the mid-twentieth century. To check for sensitivity of the results to the boundary changes, the analysis for 1966 was run based on 1947 district boundaries. The results are qualitatively similar regardless of which boundaries are used.
Data reliability is an important issue, particularly in the context of a developing country in the process of standardizing data collection and reporting. The data for the main outcome variables for 1947 come from the 1947 census report. According to Wilson (1983, p. 25), the 1947 census was conducted according to international standards at the time, although it is believed that the censuses prior to 1960 systematically undercounted the population by 5 to 10 percent. Das Gupta, et al (1965) note that there are sizeable undercounts in Chiangmai, Mae Hong Son, and Yala provinces in the 1947 census. Given that Chiangmai and Mae Hong Son are both in the dataset, the undercounts in these provinces raise a concern. To see whether the undercounts impact our analysis, we calculate the mean population growth between 1937 and 1947 for all northern districts (13.6%) and apply this growth rate to the districts of Chiangmai and Mae Hong Son to estimate adjusted 1947 district population figures. We use these adjusted figures to calculate population density and then regress the adjusted population density on the distance to rail variable. The side-by-side comparison of our original estimate and the estimate using the adjusted figures is below.
Table A1: Comparing Results for 1947 Using Population Adjusted for Undercounting in Chiangmai and Mae Hong Son
	 
	(1)
	(2)

	 
	ln(Population density)
	ln(Population density (adjusted))

	Distance to nearest rail
	-0.007**
	-0.008**

	
	(0.003)
	(0.003)

	Amphoe muang district
	0.359***
	0.366***

	
	(0.083)
	(0.081)

	Longitude
	-0.485*
	-0.483*

	
	(0.251)
	(0.250)

	Latitude
	-0.189
	-0.185

	
	(0.290)
	(0.290)

	Agricultural suitability
	0.251
	0.251

	
	(0.298)
	(0.301)

	Elevation mean (m)
	-0.003***
	-0.003***

	
	(0.001)
	(0.001)

	Elevation stand. dev.
	-0.001
	-0.001

	
	(0.002)
	(0.002)

	Distance to river (kms)
	-0.008**
	-0.008**

	
	(0.004)
	(0.004)

	Distance to Bangkok (kms)
	0.008**
	0.008**

	
	(0.003)
	(0.003)

	
	
	

	Provincial fixed effects
	Yes
	Yes

	N
	221
	221


Notes: *** p<0.01 ** p<0.05 * p<0.1; standard errors corrected for spatial autocorrelation in parentheses.
Source: Authors’ calculations based on dataset described in Appendix A.

The results suggest that the relationship between distance to the nearest rail and population density are strengthened (rather than weakened) when undercounting is taking into consideration for Chiangmai and Mae Hong Son. Since we only have population data for 1937 and have no way of making adjustments to the other outcomes, we use the data as reported in the 1947 census.
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B         Supporting Tables and Figures 

Table B1: Summary Statistics
	 
	1947
	1966
	 

	Variable
	mean
	sd
	mean
	sd
	Sources

	Population density
	59.258
	58.549
	89.641
	88.562
	1947 Census; 1966 Provincial SYB

	Proportion of district under paddy cultivation (planted)
	0.239
	0.246
	
	
	1947 Census

	Proportion of district under paddy cultivation (harvested)
	
	
	0.257
	0.285
	1966 Provincial SYB

	Proportion of district in vegetable cultivation
	0.001
	0.001
	
	
	1947 Census

	Distance to nearest rail
	36.976
	45.154
	35.036
	39.620
	Whyte (2010); MoT

	Distance to nearest IV (kms)
	34.027
	41.825
	38.018
	43.559
	Kakizaki (2012); MoT

	Dist to proposed Paklai Line (kms)
	157.897
	97.271
	0.468
	0.500
	Kakizaki (2012); Whyte (2010); MoT

	Dist to proposed Chiang Saen Line (kms)
	261.526
	161.398
	0.208
	0.407
	Kakizaki (2012); Whyte (2010); MoT

	Within 1 day travel distance of rail
	0.511
	0.501
	0.324
	0.469
	Kakizaki (2012); MoT

	1 to 2 days travel distance from rail
	0.167
	0.374
	165.604
	99.491
	Kakizaki (2012); MoT

	More than 2 days travel distance from rail
	0.321
	0.468
	272.374
	162.907
	Kakizaki (2012); MoT

	Number of years district within 1 day travel distance from rail
	15.552
	17.494
	0.135
	0.342
	Kakizaki (2012); MoT

	Amphoe muang district
	0.190
	0.393
	101.475
	1.880
	MoT

	Longitude
	101.391
	1.842
	16.479
	1.554
	MoT

	Latitude
	16.507
	1.565
	1137.616
	893.598
	MoT

	Agricultural suitability
	0.349
	0.142
	0.339
	0.138
	Ramankutty et al. (2002)

	Elevation mean (m)
	250.323
	222.818
	251.900
	216.954
	MoT

	Elevation stand. dev.
	101.800
	108.371
	98.006
	105.281
	MoT

	Distance to river (kms)
	3.576
	9.025
	5.349
	11.041
	MoT

	Distance to Bangkok (kms)
	350.676
	167.237
	356.989
	166.063
	MoT

	N
	221
	            
	312
	
	


Notes: MoT = Information and Communication Technology Center, Office of the Permanent Secretary, Ministry of Transport (Thailand).; SYB = Provincial Statistical Year Books.
Table B2: Impact of Railway Access on Population, Rice Cultivation, and Vegetable Cultivation, 1947 (Alternative Specification Using Distance to Nearest Rail Station)
	 
	(1)
	(2)
	(3)
	(4)
	(5)
	(6)
	(7)
	(8)
	(9)
	(10)
	(11)
	(12)

	 
	ln(Population density)
	ln(Proportion of district under paddy cultivation)
	ln(Proportion of district under garden crop cultivation)

	Distance to nearest railway station (kms)
	-0.010***
	-0.009***
	-0.005
	-0.005
	-0.013***
	-0.012***
	-0.007
	-0.007
	-0.022***
	-0.019***
	-0.013*
	-0.013*

	
	(0.004)
	(0.003)
	(0.003)
	(0.003)
	(0.004)
	(0.004)
	(0.004)
	(0.004)
	(0.006)
	(0.005)
	(0.007)
	(0.007)

	Amphoe muang district
	
	0.436***
	0.367***
	0.372***
	
	0.350**
	0.265**
	0.283**
	
	0.746***
	0.702***
	0.716***

	
	
	(0.077)
	(0.085)
	(0.083)
	
	(0.140)
	(0.122)
	(0.123)
	
	(0.236)
	(0.247)
	(0.246)

	Longitude
	
	
	-0.188
	-0.493*
	
	
	-0.351*
	-0.822***
	
	
	-0.619**
	-1.071**

	
	
	
	(0.171)
	(0.254)
	
	
	(0.208)
	(0.284)
	
	
	(0.282)
	(0.420)

	Latitude
	
	
	0.437**
	-0.290
	
	
	0.514**
	-0.599
	
	
	0.612**
	-0.459

	
	
	
	(0.176)
	(0.296)
	
	
	(0.219)
	(0.375)
	
	
	(0.299)
	(0.447)

	Agricultural suitability
	
	
	0.076
	0.302
	
	
	-0.116
	0.247
	
	
	-1.770**
	-1.427**

	
	
	
	(0.292)
	(0.296)
	
	
	(0.407)
	(0.390)
	
	
	(0.772)
	(0.590)

	Elevation mean (m)
	
	
	-0.003***
	-0.003***
	
	
	-0.004***
	-0.004***
	
	
	-0.004**
	-0.004**

	
	
	
	(0.001)
	(0.001)
	
	
	(0.001)
	(0.001)
	
	
	(0.002)
	(0.002)

	Elevation stand. dev.
	
	
	-0.002
	-0.002
	
	
	-0.002
	-0.002
	
	
	-0.006*
	-0.005*

	
	
	
	(0.002)
	(0.002)
	
	
	(0.002)
	(0.002)
	
	
	(0.003)
	(0.003)

	Distance to river (kms)
	
	
	
	-0.009**
	
	
	
	-0.008***
	
	
	
	-0.010*

	
	
	
	
	(0.004)
	
	
	
	(0.002)
	
	
	
	(0.005)

	Distance to Bangkok (kms)
	
	
	
	0.008**
	
	
	
	0.013***
	
	
	
	0.012***

	
	
	
	
	(0.003)
	
	
	
	(0.004)
	
	
	
	(0.005)

	
	
	
	
	
	
	
	
	
	
	
	
	

	Provincial fixed effects
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes

	N
	221
	221
	221
	221
	221
	221
	221
	221
	221
	221
	221
	221


Notes: *** p<0.01 ** p<0.05 * p<0.1; standard errors corrected for spatial autocorrelation in parentheses.
Source: Authors’ calculations based on dataset described in Appendix A.

Table B3: Impact of Railway Access on Population and Rice Harvest, 1966
	 
	(1)
	(2)
	(3)
	(4)
	(5)
	(6)
	(7)
	(8)

	
	ln(Population density)
	ln(Proportion of district under paddy cultivation)
	ln(Population density)
	ln(Proportion of district under paddy cultivation)

	 
	OLS
	IV
	OLS
	IV
	Placebo Tests

	Distance to nearest rail
	-0.004**
	-0.004**
	-0.005*
	-0.006*
	-0.004**
	-0.004**
	-0.005*
	-0.007**

	
	(0.002)
	(0.002)
	(0.003)
	(0.003)
	(0.002)
	(0.002)
	(0.003)
	(0.003)

	Distance to proposed Chiang Saen Line (kms)
	
	
	
	
	-0.000
	
	0.000
	

	
	
	
	
	
	(0.002)
	
	(0.002)
	

	Distance to proposed Paklai Line (kms)
	
	
	
	
	
	-0.000
	
	0.004*

	
	
	
	
	
	
	(0.002)
	
	(0.002)

	Provincial fixed effects
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes

	Geographic controls
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes
	Yes

	N
	312
	312
	310
	310
	312
	312
	310
	310


Notes: *** p<0.01 ** p<0.05 * p<0.1; standard errors corrected for spatial autocorrelation in parentheses.
Source: Authors’ calculations based on dataset described in Appendix A.




Figure B1: Time-distances from Bangkok in Dry Season for Various Principalities (Mueang) in North and Northeastern Siam, 1890

Source: Compiled from Kakizaki (2005, 156-7).

Figure B2: Railway Stations on the Northeastern and Northern Lines
[image: Diagram

Description automatically generated]
Source: Compiled from Whyte (2010).



Figure B3: Rail Tonnage North and Northeastern Lines (Metric Tons), 1897-1944

Sources: Statistical Year Book of the Kingdom of Siam (1924-25); Statistical Year Book-Siam (1935-1937); Statistical Year Book Thailand (1937-1939); Statistical Year Book Thailand (1939-1944).








C         Market Access Calculation based on Donaldson and Hornbeck (2016) and Hornbeck and Rotemberg (2021)
Transportation Database and Transport Costs
Table C1 contains a summary of the transportation database that was developed for Thailand, while Table C2 summarizes transport costs for different transport methods.
Table C1: Thailand’s Transportation Network Database created using Geographic Information System (GIS)
	

	File Name
	Name
	Definition
	Construction Description
	Cost (in Baht)

	1
	[image: ]
	Rivers
	Navigable rivers;
Time invariant component of network
	Polygon shapefile from MoT; Manually converted into polylines

	Chao Phraya River/Chin River/Nakhon Chai Si River/ Suphan Buri: 0.05*[length]

Mekong River: 0.08*[length]

	2
	[image: ]
	Canals and Lakes
	Navigable Canals and Lakes;
Time invariant component of network
	Polygon shapefile from MoT

	0.08*[length]

	3
	[image: ]
	Sea Routes
	Multiple point-to-point connection throughout the ocean;
Time invariant component of network
	Created manually by randomly populating the ocean with points and inter-connecting them within a 100 km; kept the routes around the land mass only; added a sea routes that goes parallel to the coastline
	0.05*[length]

	4
	[image: ]
	Railroads
	Railroad as of 1941;
Time variant component of network
	Kakizaki (2005; 2012); MoT
	0.02*[length]

	5
	[image: ]
	Wagon Routes (Centroid-to-centroid)
	Wagon routes connecting any two centroids within a distance of 300km overland; Time invariant component of network
	Created using ArcGIS’ Near Table Tool; kept the routes that are strictly over land
	Upper Chao Phraya Basin/ South region: 0.6*[length]

Lower Chao Phraya Basin and East/Mekong River Basin: 0.3*[length]

	6
	[image: ]
	Steamship
	A direct sea route for a large steamship between the mouth of Chao Phraya river in Bangkok to Singapore that can be boarded in either of these places only;
Time invariant component of network
	Created manually
	0.005*[length]

	7
	[image: ]
	Centroid-to-railroad connection
	Represents a wagon route from a district’s centroid to the nearest railroad;
Time variant component of network
	Created manually
	Upper Chao Phraya Basin/ South region: 0.6*[length]

Lower Chao Phraya Basin and East/Mekong River Basin: 0.3*[length]

	8
	[image: ]
	Centroid-to-river
	Represents a wagon route from a district’s centroid to the nearest river;
Time invariant component of network
	Created manually
	Upper Chao Phraya Basin/ South region: 0.6*[length]

Lower Chao Phraya Basin and East/Mekong River Basin: 0.3*[length]

	9
	[image: ]
	Centroid-to-canals and lakes
	Represents a wagon route from a district’s centroid to the nearest canal or lakes;
Time variant component of network
	Created manually
	Upper Chao Phraya Basin/ South region: 0.6*[length]

Lower Chao Phraya Basin and East/Mekong River Basin: 0.3*[length]

	10
	[image: ]
	River and Canal Harbor
	Points where rivers and canals meet the coastline;
Time invariant component of network
	Created manually as a short line between sea and river/canal
	0.34

	11
	[image: ]
	Railroads Harbor
	Points where railroads approach the coastline;
Time variant component of network
	Created manually as a short line between the sea and railroads
	0.34

	12
	[image: ]
	Railroad-to-River/Canal/Lake Transshipment Point
	Points where transshipment between railroad and River/canal/Lake is possible;
Time variant component of network
	Created manually as a short line to connect the two modes of transportation
	0.34

	13
	[image: ]
	Canal/Lakes-to-River Transshipment Point
	Points where transshipment between river and canal/Lake is possible;
Time variant component of network
	Created manually as a short line to connect the two modes of transportation
	0.34

	14
	[image: ]
	Steamship Harbor
	Represents a special harbor in Bangkok and Singapore where one can take the steamship;
Time invariant component of network
	Created Manually
	2.55

	15
	[image: ]
	Steamship Dock
	A point in Bangkok and Singapore to represent docking area for steamships;
Time invariant component of network
	Created Manually
	NA

	16
	[image: ]
	New Canal
	A new proposed canal that runs from Nakhon Sawan to Samut Songkhram.
	Brummelhuis (2005)
	0.08*[length]

	17
	[image: ]
	District Boundary
	Districts boundary
	[Source]
	NA

	18
	[image: ]
	District Centroid
	The geographical center of each district’s centroid
	Created using ArcGIS “Feature to Point” Tool
	NA

	19
	[image: ]
	Upper Basin and South Regions Boundary
	The region that represents Upper Chao Phraya Basin and South Region
	From the District boundary shapefile
	NA

	20
	[image: ]
	Lower Chao Basin and East and Mekong River Basin
	The region that represents Lower Chao Basin and East and Mekong River Basin
	From the District boundary shapefile
	NA




Table C2: Transport Cost Summary
	
	Baht per ton-kilometer
	Source/Notes

	Water
	
	

	Chao Phraya River
	0.05
	Kakizaki (2005, 45)

	Chin River
	0.05
	Kakizaki (2005, 45)

	Nakhon Chai Si River
	0.05
	Kakizaki (2005, 45)

	Suphan Buri River
	0.05
	Kakizaki (2005, 45)

	Mekong River
	0.08
	Kakizaki (2005, 45)

	Other canals and lakes
	0.08
	Kakizaki (2005, 45)

	Gulf-crossing in open water
	0.05
	Kakizaki (2005, 45)

	Large steamer between Bangkok and Singapore
	0.005
	Kakizaki (2005, 22)

	
	
	

	Overland
	
	

	Upper Chao Phraya Basin (mountainous areas by pack animal)
	0.6
	Kakizaki (2005, 45)

	Lower Chao Phraya Basin and East
	0.3
	Assume 0.3 like Khorat Plateau since the Lower Chao Phraya and East are also largely flat. Kakizaki (2005, 45)

	Mekong River Basin
	0.3
	Kakizaki (2005, 45)

	South
	0.6
	Much of the south is mountainous, so we assume the same as the mountainous upper Chao Phraya Basin

	
	
	

	Rail
	
	

	Paddy (lowest rate)
	0.01
	1910 estimates in Kakizaki (2005, 162)

	Paddy (highest rate)
	0.03
	1910 estimates in Kakizaki (2005, 162)

	Average
	0.02
	

	
	
	

	Transshipment
	
	

	Transshipment from one mode to another
	0.34
	Transshipment cost calculation Assumptions: We base the cost on the assumption that one man moves rice 100 meters between two different types of transport (i.e., cart to boat, cart to train, boat to train, etc.) The man uses two traditional baskets connected by a pole to move the rice. Each basket carries 30kgs, for a total of 60kgs per trip. (This is based on the concept of a “picul,” which was the amount of a good that could be moved by this traditional means of carrying goods by hand. Today a picul has an exact measure and is approximately 60kgs.) A laborer can cover 3 kilometers per hour (based on hiking speed with a full pack). Laborers earn 0.5 baht per day (Feeney 1982). Assume that a workday is 10 hours long and assume that filling the baskets and offloading the baskets takes 10 minutes for each task. With these assumptions, it takes 1000kgs/60kgs = 16.67, or 17 roundtrips to move one ton. Each trip takes two minutes. If loading and offloading take 10 minutes each, then the total time for one trip is 10+2+10+2 = 24 minutes. How long does it take to complete 17 roundtrips? 17*24=408 minutes = 6.8 hours. The hourly wage is 0.05 baht per hour. Thus, the total cost of moving 1 ton of rice? 6.8 hours * 0.05 baht/hour = 0.34 baht.

	Transshipment from Bangkok port to steamer in Gulf
	2.55
	Kakizaki (2005, 22)



Figure C1: 5 different examples of least-cost transportation route change before and after railways (Bangkok-district centroid)
[image: ][image: ]


Market Access Calculation
Following Donaldson and Hornbeck (2016) and Hornbeck and Rotemberg (2021), we use the complete GIS network database above that we created for Thailand to obtain the least-cost route between each pair of districts. This amounts to finding the routes that would be least costly given the various transportation route options for 166056 (408 X 407) pairs, considering the cost of transportation via different waterways (rivers, canals, open water), overland (wagon and railways) as well as transshipment costs of changing the mode of transportation. The costs are then used to calculate each district’s market access. The market access is defined as the following:

where  is district s’s trading cost with district d,  is the trade elasticity, and  is the population in millions in district d.  can be calculated as the normalized district-to-district transportation costs (Hornbeck and Rotemberg 2021):

Where  is the district-to-district transportation cost calculated under the least-cost route between district s and d, and P is the average price (baht) per ton of transported goods. In our case,  is 91.63 baht per ton, where P is the average paddy price determined by the Customs Department for duty purposes and announced quarterly in the Royal Gazette in 1941.[footnoteRef:1] [1:  Royal Gazette Volume 58, pages 52, 490, 800, and 1,294.] 

[bookmark: _GoBack][bookmark: OLE_LINK2][bookmark: OLE_LINK3]Donaldson and Hornbeck (2016) note that the value of  depends on the empirical context, and that in the literature it straddles between 3 and 13. When  is equal to one, this is essentially the “market potential” as calculated by Harris (1954). Given that we do not have the district-to-district trade and productivity data in this time period, we are unable to estimate the elasticity measure. We instead take the value of  to be one as the benchmark, and also present our results for different values of  (3 to 13) and confirm that the general findings remain similar (Table C3): that is, more market access leads to more development. The market access coefficient estimate is positive and significant under both the population density and proportion of rice patties as outcome variables, while positive and insignificant under the proportion of garden crops as the outcome under the benchmark case . The coefficient values on the market access variable are statistically significant across the population density and paddy cultivation outcome variables for all values of , and statistically significant for values of  exceeding 9 for the garden crop outcome. Since garden crops are consumed locally and are rarely traded across districts, we expect the association between market access (which takes access to even peripheries as beneficial) and garden crops (perishable and thus unsuitable for long-distance trade) to be weaker than between market access and rice. Regardless of the specification, the coefficient values across all outcome variables all remain positive.

Table C3: OLS Coefficients on Market Access Variable at Different Benchmark Trade Elasticities, 1947
	 
	(1)
	(2)
	(3)

	 
	ln(Population density)
	ln(Proportion of district under paddy cultivation)
	ln(Proportion of district under garden crop cultivation)

	Market Access After Rail (𝜃=1)
	0.256**
	0.356**
	0.209

	
	(0.125)
	(0.180)
	(0.270)

	Market Access After Rail (𝜃=3)
	0.227**
	0.321**
	0.196

	
	(0.102)
	(0.140)
	(0.216)

	Market Access After Rail ((𝜃=4)
	0.265**
	0.369**
	0.234

	
	(0.111)
	(0.149)
	(0.233)

	Market Access After Rail (𝜃=5)
	0.319***
	0.436***
	0.289

	
	(0.123)
	(0.160)
	(0.257)

	Market Access After Rail (𝜃=6)
	0.391***
	0.519***
	0.360

	
	(0.135)
	(0.174)
	(0.286)

	Market Access After Rail (𝜃=7)
	0.480***
	0.616***
	0.447

	
	(0.147)
	(0.189)
	(0.317)

	Market Access After Rail (𝜃=8)
	0.584***
	0.725***
	0.550

	
	(0.157)
	(0.207)
	(0.352)

	Market Access After Rail (𝜃=9)
	0.704***
	0.843***
	0.668*

	
	(0.167)
	(0.228)
	(0.389)

	Market Access After Rail (𝜃=10)
	0.837***
	0.969***
	0.799*

	
	(0.178)
	(0.257)
	(0.429)

	Market Access After Rail (𝜃=11)
	0.980***
	1.100***
	0.941**

	
	(0.196)
	(0.296)
	(0.474)

	Market Access After Rail (𝜃=12)
	1.132***
	1.234***
	1.094**

	
	(0.225)
	(0.344)
	(0.524)

	Market Access After Rail (𝜃=13)
	1.290***
	1.369***
	1.255**

	
	(0.268)
	(0.401)
	(0.582)

	
	
	
	

	Provincial Fixed Effects
	Yes
	Yes
	Yes

	Geographic Controls
	Yes
	Yes
	Yes

	Obs.
	221
	221
	221


Notes: *** p<0.01 ** p<0.05 * p<0.1; other controls: amphoe muang district, latitude, longitude, agricultural suitability, elevation mean, elevation standard deviation, distance to river and distance to Bangkok; standard errors corrected for spatial autocorrelation in parentheses.
Source: Authors’ calculations based on market distance measures described in Appendix C.
Rice (paddy, rice, broken rice)	1897	1898	1899	1900	1901	1902	1903	1904	1905	1906	1907	1908	1909	1910	1911	1912	1913	1914	1915	1916	1917	1918	1919	1920	1921	1922	1923	1924	1925	1926	1927	1928	1929	1930	1931	1932	1933	1934	1935	1936	1937	1938	1939	1940	1941	1942	1943	1944	4015	9805	9731	14772	31909	33175	25481	39001	57348	71115	55206	71988	103306	116650	97077	88692	158183	162514	149277	112835	153173	166878	75553	49374	183855	194749	260917	273558	526587	653124	559044	551750	328116	547872	632947	398971	437756	235304	264441	37605	Other agricultural products (beans, cotton, garden produce, and tobacco)	1897	1898	1899	1900	1901	1902	1903	1904	1905	1906	1907	1908	1909	1910	1911	1912	1913	1914	1915	1916	1917	1918	1919	1920	1921	1922	1923	1924	1925	1926	1927	1928	1929	1930	1931	1932	1933	1934	1935	1936	1937	1938	1939	1940	1941	1942	1943	1944	19949	28420	31639	32889	30583	41753	38978	37113	37316	33799	29633	24481	Total freight	1897	1898	1899	1900	1901	1902	1903	1904	1905	1906	1907	1908	1909	1910	1911	1912	1913	1914	1915	1916	1917	1918	1919	1920	1921	1922	1923	1924	1925	1926	1927	1928	1929	1930	1931	1932	1933	1934	1935	1936	1937	1938	1939	1940	1941	1942	1943	1944	7674	22654	30810	34786	61769	91154	91509	104207	108613	152053	242390	231882	216019	266651	242120	235459	331534	367863	380757	367461	387527	422737	403051	355262	548746	622199	729373	716885	993072	1167727	1127511	1199303	959564	1251064	1416333	1021136	1230384	743965	789711	302954	Year


Metric Tons





Luang Prabang	Chiang Rai	Nan	Phrae	Chiang Mai	Lampang	Udon Thani	Nongkhai	Ubon Ratchathani	Tak	Chiang Khan	Khonkaen	Korat	65	51	49	44	42	37	36	33	31	29	26	25	15	
Travel Days in Dry Season



image1.jpg
Railway Stations





image2.jpeg




image3.jpeg




image4.jpeg




image5.jpeg




image6.jpeg




image7.jpeg
Logond

R ——





image8.jpeg




image9.jpeg




image10.jpeg
Legend
— Vinr





image11.jpeg




image12.jpeg




image13.jpeg




image14.jpeg




image15.jpeg




image16.jpeg




image17.jpeg
Legend





image18.jpeg
Logend
[,





image19.jpeg
Legend





image20.jpeg




image21.jpeg
Legena
| TR





image22.jpeg
Legend
A Origin

@®  Destinations

Wagon Route
Water Route
— — Steamship

— River

Lake and Canal





image23.jpeg
o

Legend

A Origin

®  Destination

Wagon Route
«——= Water Route
== Lake and Canal
— Rail

— River





