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F'or thl'.l bone.fit of the off'icero 

rcce:i.vinr, :l.11.Conr,.1.Llon.al copir.m of 

be m:1d.c to tlm .l'ollowine; appendai;es: 

(n.) if.:1p ~;ho· .. d.nc; <fo tad of construction 
and loc;l..ti.onc oi' the various 
iJect.iono oi' t.l;e railroad. 

(b) ; iari ::;howiJ1c V:l.ctnm11 H.o.ihm.y 
Syr;tom sou th. ci' 17th P:n'allel. 

( c ) T1lnnels on the Vie tn-JJll R::dJ.wa:r • 
E>Jibt.em. 

(d.) I'iat.Eirial n:c<!~ti. red for one kHo:nc t.er 
of t.r;:i.ck an~; t;Gneral in.formation on 
weight., etc. 

· (e) Cont of one 12~"1 rG.il J.enGth of 
track rmd for one kilometer of 
trc\Ck in U. S. :). 

(i') Trpi.cal tl'a:i.n :1fIX57 of 13 T. ori 
nxles. 

(g) Obstacle or cle<:,rgnce e;auge. 

(h) Eotive poHer a.ml rolling stock. 
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THE VIE'l'HA'.:l RAILWAY 8YS'l'E:·f 

(Formerly Trans-Viet-Nam Ra.ilw,!g.l 

'Historical 

There is appended to this report a map showine the dates of construction, 
as well as the locations of various sections, of the railway. This map covers 
the ent system as it existed both north and ·south of the 17th parallel at 
the time of 1954 Geneva Accord. 

The following narration will prove helpful in framing an historical 
picture giving emphasis to the problems confronting the railway officers and 
personnel, 

I. The Rebirth of the Vietnam Railway System 

The history of the railway system of Vietnam, which in many respe9ts is 
bound up with the history of Vietnazn its elf, ca"lle into existence in the year 
1885 with the Saigon-Mytho line, to which was subsequently added1 between 1885 
and 1902, the Hanoi-Langson line in the North. These were lines of penetration, 
built above all for ntllitary purposes of pacification: French authority had in 
fact just been installed in Vietnam. 

It was only much lat~r that the economic and political advantage of a 
North-South railroad, linking Ha,noi with Saigon (1,730 kms.}, was perceived, 
and the plan to build the Tr,a.ns-Vietnam, called at that time the 11 Transindo~ 
chinois 11

, was included at the same time as a number of other great public 
works, within the framework of the 11Plan Douiner11

, 

The work of construction of the Trans-Vietnam Railway was spread over 
the years 1903 to 1936. 

The last section from Dana.rig to Nhatrang, the most difficult of the 
whole network, was undertaken loni?; after the 1914-1918 World War. Part of 
the material and eq_uipment came from German War Reparations 1 notably in the 
form of metal girders 50 metres long, which are still well-known in that 
section by the na:me of "Krupp" g,irder. 

On October 4th, 1936, the completion of the Trans-Vietn~ Railway was 
celebrated at Kilometre 1221 1 near the present Hao-Son Station, on the northern 
slope of the Col du Varella. 

The total length of the track was then 2 1185 kilometres. 
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~n the meantime, the railway was' progressively put into operation·section 
by section. From 1923 to 1935, before the line linkins the North with the South 
was completed, passenger traffic was in the region of 200,000 passengers over 
the whole distance, while goods traffic varied between 60,000 and 100,000 tons 
over the whole distance. 

But it was after the completion of the Trans-Vietnam Railway that the 
increase in traffic was most impres.si ve: both passenger and goods traffic 
increased considerably, to reach in 1942 the.record figures of 570,000 passen
gers and 240,000 tons over the whole distance, i.e., three times the traffic 
before the !forth-South link-up, 

Compared with the traffic figures for 1954 of the· following f oreiP,n system 
(figures given for passengers and tons over the whole distance) : 

- India (metric 
system) 786,000 Passengers + 282,000 tons 

:Pakistan (EBR) 806,000 II + 27'{ .ooo II 

- Burma 345,000 II + 182.000 " 
- Philippines 40~ 1 000 " + 142.000 II 

. ' 
- 'l'hailand :, 690,.000 II + 203,000 If 

the traffic on the Vietnamese Railroad in l942 held its mm very honorably and 
showed that the railway was of real economic importance, 

The situation of the Vietnamese network in S9uth-East Asia, with the 
pro~pect of connection with the networks of neighboring countries, gave even 
more hope of developing the Vietnamese system. 

Unfortunately, barely three years after the completion of the Trans
Vietnam Railway, the Second World War broke out,. followed by the long guerilla 
war in Vietnam, which, in fifteen years, was to transform the railroad system 
into a severely damaged ~ystem. 

:II. Situation of the Railway in Vietnam durin~ the War 

From 1939 to 1954; first the Second World War and then the French War in 
1939, Vietnam, like the rest of Indo-China, fell.under the occupation of 
Japanese troops. Military needs raised the demands on transport, while the · 
scarcity of automobile material and motor fuel together with incessant allied 

bombing, diminished the potential of available transport in Vietn~~. 



• . tnder these cirC\L~stances, t:e railway remained the only means which 
could still ensure considerable and regular traffic, and that in spite 
of the economic blockade of the Allies, which practically cut off all 
foreign sources of supply of spare parts and fuel. Yet it was in these 
circumstances that the Railways of Vietnam were able to reach in 1942 
the record figures indicated previously. 

Could there be better proof of the vitality of the railway as a means 
of transport'? 

From 19112 onwards, allied air attacks were intensified, causing in the 
substructure more and more serious and less and less reparable damage. 
Entire motal girders were blasted into rivers during air raids, while 
the essential parts of those left standing were transformed into veritable 
"sieves" by repeated machine-gun fire. 

Between the years 1943 and 1944 the potential of the railway diminished, 
but still remained appreciable, for during 19114, it was still able to 
ensure an anriual traffic of 300,000 passengers and 86,500 tons over the 
whole distance, i.e., one-half and one-third respectively of the record 
tigures rea.ched in 1942. 

Then on March 9th, i935, the Japanese Army by a coup de force, abolished 
the French administration, and ~et off the Vietnamese insurrectional move
ment. 

At the instigation of the Communists· a "scorched earth" policy was 
systematicall~r applied to the substructure of the railwa.y, which then 
sustained more extensive and greater destruction than that resulting from 
all the Allied attacks during the five years of the Second World War. 

Lacking explosives with which to blow up bridges, the Vietminh by means 
of jacks dumped into the rivers a great number of metal girders, having 
first loaded them with engines and wagons. Where bridges were bu Ut on 
piles, the concrete of the piles was smashed by hammer blows and the metal 
reinforcement thus stripped, was cut with metal saws. 

From March 1945 to January 1946, railway traffic was completely disrupted 
over the whole territory of Vietnam. It was only during 1946 that the 
Saigon-Nhatrang-Ninhhoa section (450 kilometres}, was progressively put back 
into operation, whiie it took nearly three years, from October, 1947, to 
October 1950, before this could be accomplished on the Danang-Hue-Quangtri
Dongha section (l?l kilometres}. 

In North Vietnam, the Hanoi-Hainhong line uroperty of th y 
. . . - ~ - e lUlnan Company 

was reopendd in 191l?, and it remained practically the only working section 
in the whole of North Vietnam, until 1954. 
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All the other sections of the track, situated in insecure zones or under 

Vietminh control, were abandoned. 

On the sections which were still in operation, the Vietminh, not content 
with sabotaging the track and the work, per~istently harassed, with machiavelic 
refin~ment, convoys and passengers. Whole trainloads of passengers and goods 
were blown into ravines as a result of the destruction of bridges over which 
the locomot:i.ves were to pass, while other convoys fell into bloody ambushes, 
causing innumerable victims among civilian passengers. · 

In all, 194 railwaymen were killed and 972 gravely wounded due to the 
war, out of a total Of 5,500, during the years 1947 to 1954. Today we wish 
to pay them hoirunage for their selflessness a.nd their boundless devotion to 
the public .cause and to the survival of the railway. 

Our review.of the situation during the war would be incomplete if we did 
not point out that during the entire period of' hoatiHties 1 an immense zone of 
Vietnara. situated between Nhatrang and Danang was completely under Vietminh 
control. This zone, comprising the provinces of Qua.ngnam, Qua.ngngai, 
Binhdinh and Phuyen formed what the Vietminh called thei'r "5th Hilitary Region". 
Themselves obliged to ensure minimum traffic for their civil and military needs, 

.and in the state of total blockade which made all road traffic impossible, the 
Vietminh must have bitterly regretted their "scorched el',l.rth" policy which had 
destroyed the vitals of the substructure and of the re.ilway equipment in that 
area, They sought to remedy the situation, but in spite of their efforts to 
rep.air what had 'heen destroyed or to reconstruct the demolished material the 
results were pitiable. 

The rolling stock, especially that which consisted of .a wooden floor 
covered with a thatch roof 1 all placed on old carria~e axles without any 
spring or shock absorber, took us back two centuries9 to the heroic era.of 
the invention of the railway, while their method of workin~ it, which consisted, 
along certain sections, in loaded coaches being pushed by men thus transformed 
into veritable beasts of b~rden revolts us now, but didn't seem to move the 
Communist re6im~. · · 

. ' 

'l'his situation lasted until May 1955, when under the 11 ree;roupment11 

clauses of the Geneva Agreement, the National Government re-occupied all of 
the "5th Military Region". 

Seriously short of. means, the :Railway Administration has once ag11.in ta.ken 
charge of the track and the de~apidated rolline stock given back by the Viet
minh, and has been making every effort for two years to put into operation 
this rudimentary railway, whose stoppage would have suffocated the provinces 
vhich had just been re"occupied. 
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: III. The State of the Railwavs of Viet Nam at the end of hostilities 

The Geneva Aereement, in partitioning Vietnam, theoreticully, left 
south of the 17th parallel ~ 1 406 ki~ometres of the former network of 
Vietnam, 

Of these, 1,406 kilometres* only 908 kilometres of terribly ravaged 
tracks, furthermore divided into two and sepo.ra.ted by an enormous ~ap of 
4~8 kilometres, remained in operation: 

- the network of Central Vietnam, com:prising the Di:ma.ng .. Dongha line; 
171 kilometres, 

- the network of South Vietnam, comprising the section Ninhhoa-Saigon 
·of the former Trans-Vietnam Railway and a certai.n m.t."!lber of branch 
lines, totalling 737 kilometres, 

Of the 908 kilometres still in operation at the time of the cease-fire, 
the still unrepaired war damage could be estimated at not less than x50 
million piastres at the end of 1954, 

But the heaviest.damage was suffered on the 498 kilometres :run in the 
former Vietminh zone fro~.Ninhoa to Danang • 

. ' ' 
In fact, on .this run: ~· 

198 kilometres of track bad been completely uprooted and the roadbed 
destroyed; 

- 300 kilometres of weal~ened track still existed in small sections. 

- 20 metal girders of 50 metres had become unusable and had to be 
replaced by new material; 

- 75 metal girders of 50 metres were badly damaged but re-usable·; 

- 68 bridges in re-i~forced concrete, of a total length of 2,300 
metres had to be entirely rebuilt; 

The st.ationst depots, workshops and staff houses, almost without exception, 
were razed to their foundations, 

As for the locomotives and rolling stock, the war took an equally heavy 
toll. In 1939, before the Second World War, the railways had stock composed 
of: 
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- 173 steam locomotives with a total of approximately 96,000 H.P. 
I 

- 412 passenger coaches of all classes; 

- 2.372 unit's of 10 tons of goods wagons, 

It can be said that after the events of 1945 at least two-thirds of the 
stock was destroyed. In spite of intensive renewals carried out between 
1947 and 1954 the Railway Administration of Vietnam found itself with a stock 
which• at the end of hostilities, consisted of more than: 

- 114 steam locomotives; 

- 1~8 passenger coaches of all classes; 

- 1 1 702 units of 10 ton of goods wagons, 

Whether it be old or new, all this _equipment has suffered very heavily 
from years of .intensive usage and from the sabotage of the years 1946 to 1954. 

As for the"railway personnel, of a figure of 13.000 railwaymen at the 
height of development in 1942, no more than about 5,500 remained. 

IV. Work of reconstruction and progra..'ll.'lle for extension 

Immediately after the end of hostilities. the Vietnamese Railway Administra
tion made a concentrated effort on the problems of reconstruction, 

The vol~~e of work do be done seemed impressive, A rapid estimation made 
in 1954, showed that no less than 700 million piastres were needed to restore 
the track and buildings to their·pre-war state. 

Fortunately, it was subsequently realized that certain damage was less 
severe than had been thought; for instance, in the case of metal girders 
blown into the rivers, it was found that with a little ingenuity they could 
be picked up and put upright again •. 

Another favorable factor, which greatly contributed to the easing of the 
work, was the former standardization o·r the large metal girders, which 
permitted the reconstruction from pieces retrieved from several bridges, of 
a bridge_ of the same type. 

Hidden material was discovered and made use of again. Thanks to the 
economies realized owing to these finds, it was possible to reduce the cost 
of the first phase of the work to 300 million piastres, This was to lead 
to the complete re-establishment of the Saison-Dongha line, with its tenninus 
at 21 kilometres from the 17th parallel. 
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The financing of this first phase came from a Govermnent loan of 130 

million piastres for local expenses, and a grant of 4,360,000 U. s. $ 
from American Aid, which was used for the purchase of trackwork, metal 

bridges, cement, steel bars for concrete, etc, 

After the link-up 1 work on the improver.lent of the track will be 
continued, which will enable trains to reach pre-war speed a.gain. Simul
taneously with improvements carried"out on the existing lines, the Railway 

Administration is now studying a project for the construction of a new line 

connecting the coal mine of Nongson to the main line near Chiem.son Station, 

south of Dam:mg. Work began September +959, and has been planned so that 

the inauguration of this 32-l:Jll-long branch line would. take :place in May 1961; 

this was expected to permit the :passage to Saieon of 100,000 tons per year, 

which should increase to 150,000 tons per year, · 

Among the important modernizing projects envisaged for the next ten 

years, we should like to draw attention to the plan for the electrification 

of the Tourcham-Dalat line in connection with the Danhim Dam project .at Dran, 

which is intended to increase the volume of transport and to cut dovm the 

running costs on this line which includes a. long section of rack-railway. 

The track gauee, which is now 1 r:i.etre as on most railways in South : 

East Asia, still leaves a ~onsiderable margin in the capacity for trans
port. It is estimated th:i..t, 1. t i;:i not necessary to anticipate its wideninis 

to the normal e;auge of European or American ra,ilways ( 1 metre 435) before 

several decades, unless a general pla.n for the widenine of gau~es is 
considered ~or the whole South East Asian area and unless it justified 
by an increase in traffic through the borders between the countries of the 

region. 

V. Renewal and ifodernization of Rollinp; Stock 

If the reconstruction of the line did not involve important chan~es in 
the conception of the substructure, ·on the other hand, the renewal of roll

ing stock will lead to radical changes made necessary by the evolution of 

railway technique in the last twenty years, This modernization is essen
tially aimed a.t reducing opera.ting costs and rendering railway transport 
competitive with other means of transport in a Vietnamese econo~y which is,_ 

in principle-liberal. 

This evolution of rolling stock technique has been made urgent and 

indispensable by the fact of the partition of Vietn~n, which has caused the 

loss to the National Gover~~ent of the coal mine of Hongay, now on the other 

side of the "Iron Curtain". The coal from the ifongson mine, which is 

rather anthracitous, does not lend itself to the stoking of steam-en~inep 
and. had better be reserved. for th.e stoking of stationary generators, such 
as steam plants. 

t 
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Under these circumstances the Railway Administration of Vietnam has 
decided to proceed as soon as possible to the complete Dieselization of 
its locomotives and to the renewal of an important part of its rolling 
stock. This prograrnr.J.e consists in ac~uiring: 

.. 54 electric Diesel locomotives of from 850/950 H.P. 

- various goods wagons of from 25 to 30 tons capacity. 

As first instalment of this progra~~e, the Railway Administration of 
Vietnam. in December 1958. received from French Technical and Economic Aid, 
six electric-D:i.esel 850 H.P. Alsthom locomotives, From the U. s. In loans 
a.nd grants-in-aid 48 General Electric Diesels 850/950 H.P. have been received 
in 1963 and 1965. 

The introduction of Diesel tractor material will therefore not only make 
possible a reduction of more than 30% in the cost of traction, but will also 
increase the ave rage speed of trains thanks to the a.boli ti on of refueling, 
and to the gro;.~h of general comfort of passengers, thanks to the absence of 
coal fumes, especially on the routes in Central Vietnam where there exists 
O\L'ne rous tunnels. 

VI. I:noortance of the Railway in the Development of Viet Nam 

The completion of the 'reconstruction of the railway south of the ·1 [th 
parallel• is exceptionally' important from all points of view. In fact; 

l. From the economic point_ of view, it will make possible a North-South 
link-up of all the coastal area of Vietnam south of the 17th parallel, which 
vill be served by a heavy transport line. 

With pacification, in addition to local trains, a daily service of 
pusseneer trains will run direct from Saigon to Hue and vice-versa. 

Connection with Dong -Ha will be made by a local train. departing Hue. 

The distance Saigon-Hue (1,041 Kms.) will be covered by the through 
train in 26 hours. 

But the transport capacity of the rebuilt Trans-Vietna~ Railway is much 
greater than that mentioned above, which only reflects the present needs of 
Vietnam. This capacity even leaves a comfortable margin for future develop
ment, without fear of premature saturation. In ·fact, ta.king as a basis the 
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present level of transport, and taking into account the growth of traffic 
which the rrorth-South link-up without change of trains will bring, and 
again taking into account new ideas in the plan for the economic develop
ment of Vietnam (such as the opening of the Nongson coal mine, the chemical 
fertilizer £actory in the Danang region, the construction in the near future 
or a cement factory in the Long tho region near Hue 1 etc. ) 1 it would not be 
unreasonable to estimate futur~ traffic on the railways of Vietna~ at about: 

- 400 1 000 passengers over the whole distance, i.e. 1 over the 1,200 kilo
metres of the rebuilt track, a figure of 480,000,000 passengers per kilometres 
per year. 

- 220,000 tons over the whole distance, i.e. 1 one the same total distance 
of 1 1200 kilometres, 264 1 000,000 tons per kilometre per year. 

The rai1vay system of Vietnam as at.present conceived can even be 
expected, within the next ten years, to be able, in case of need, to ensure 
traffic at figures at least double those mentioned above 1 without any need 
for important alterations. 

It would be difficult to imagine how such heavy traffic could be under
taken by any means of transport other than the railway, without enormous 
expenditure for the enlargement and reinforcement of substructures 1 and with
out running into much heavier expenditure of foreign currency to finance the 
purchase of' material, fuei: oil ar.id spare parts which for a long time to come 
vifi have to be imported en~irely from abroad. 

From the strategic point of view; the experience gained from the Second 
World War and the long guerilla war which followed has shown that the 
Railway constitutes a not negligible strategic element, thanks to its excel
lent organization, the discipline observed by its workers, the regularity 
vith which it functioned in the past in spite of s·abotage and destruction, 
but above all to its remarkable ability to take on, practically without 
preparation, sudden and considerable increases in the volUt~e of transport. 

Some people are of the opinion that the above-mentioned advantages of the 
railway are only valid in a guerilla war, and that the efficiency of the 
railway in any future conflict where "conventional arni.s" would be replaced 
by thermo-nuclear weapons ren:ains to be seen. Obviously, the efficacy of 
a means of' transport can be only relative. It is in comparison with other 
means or transport, road, river, sea and air that the efficacy of the rail
vay must be viewed. If the railway ever ceased to :function because of the 
thermo-nuclear.menace, other means of transport would probably be compelled 
to do the same, and long before the Railway. 

I 
I 
I 
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Fro~n the political point of view, a democratic , independent and 
stron3 Vietnam cannot do without means of mass transportation, and in 
the present technical and economic state of Vietnam, it is difficult to 
conceive of any means other than the railway, 

This fairly obvious truth bears repetition. 

The Trans-Vietnam Railway, which has been rightly considered the 
buckbone of Vietnam, linkine the Northern frontier with the banks of the 
Mekong hnd effectively brought toi;i;ether regions which formerly lived 
practically isolated from one another, because until 1936, they had no 
pructical and effective means of communication, 

Still more recently, the re-occupation of the four provinces of 
Quangnxn, Q,ua.ngngai, Binhdinh and Phuyen after the 11 regrouping 11 opera,tions of 
1955, revealed the necessity for rapid means of communication between these 
provinces and the rest of Vietnam, by the reconstruction of the Trans
Vietnam Railway, if the political and economic integration of this region, 
which for a long time remained apart under Vietminh occupation, is to be 
achieved, 

These last five years have been for Vietna~ a necessary period of 
preparation and mobilization of r,esources, which some have interpreted as 
sta[;nation. 

. 
nothing could be farther from the truth. 

l 

" 
Now that the first resuits are becoming apparent, it is realized that 

this long period of preparation has not been wasted in inactivity. 

We hope that with gathering momentun1 in the process of economic develop
ment, it will soon become evident that following the Tiailwe.y will come the 
Dan hi~ Du.":'!, the Non5son £.fine, the urea and chemical fertilizer factory, the 
ce:nent vorks of Hatien and Longtho, etc., and that the completion of the 
railw:i.:t will open up a new era of economic expansion which will be the main 
'lien.pan of the Republic of Vietna.m in its fight for independence and freedom. 

Credit for the foregoing goes to Tran-Le~Quang, fo~~er 
Minister of Public. Works and Communication and President 
of the Council of Administration of the Vietna~ Railwav 
System, and now Regional Advisor, United Nations Econoclc 
and Social Office in Beirut. 
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THE ROLE OF THE VIETNAM RAILWAY SYSTEM 
IN THE PijESENT AND FUTURE E(t)NQ;1Y 

Previous pages have set forth a comprehensive history of 
the railroad, the situation during the war, the state of the 
railroad at the end of hostilities, the renewal and modernization 
of rolling stock and motive power and we have dwelt on the impor
tance of the railway in the develo:pment of the country. 

In the appendages you will find up to date maps or drawin~s 
depicting the area traversed by the rail lines, construction dates 
of the various sectors, tunnels, motive power and rollin~ stock and 
other important details of this meter gauge railro~d which was built 
by the French. 

While in Saigon (December 10 to January 19, 1967) it became 
necessary to respond to a request from the MACV Transportation peo:ple 
to USAID Public Works Department for a forecast of the role which the 
vns would play in the present as well as the future economy of the 
country. In cooperation with Mr. Lee Marsden, Railroad Advisor, 
Public Works USAID the following facts were assembled which gives the 
most recent evaluation of the economic study SUDported by general 
observations as found expedient. 

The data as set forth in the body of this report is not just 
rm opinion but a recap of data taken from a number of hiE7,hly capable 
consulting firms as well as valued information from knowled£?;eable 
individuals who are well 1 versed on the overall transportation problems 
of South Vietnam. · . 

Information and data for this report has been compiled from 
studies made by the following consulting firms and individuals: 

1. Transportation Consultant's 1 Inc. 
Washington, D. C. 

2. Day and Zimmerman, Inc. 
Philadelphia, Pa. 
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3. Special Military Comrni s s ion 
Chaired by Mr. L,V, Anderson 
General-Manager of Milwaukee Railroad, 

4. Mr. L.C. Reynolds, USAID Transportation 
Consultant, former Superintendent of 
Transporation for the Chicago and North
Western Railroad (7 years of experience 
in Vietnam as Railroad Advisor for USAID). 

5. Mr. Pham Minh Duong, former President of the 
Vietnam Railway System. 

6. Mr. Nguyen Ngoc Lam, Director of the 
Vietnam Railway System, 

7. ~.Nguyen Quang Dat, Chief of Executive 
Department, Vietnam Railway System, 

8. Mr. Tran Le Quang, Former Secretary of State 
for Public Works and Communications and President 
of the Council of Administration of the Vietnam 
Railway System, (!Tow Regional Advisor,. United 
Nations tconomic and Social Office in Beirut). 

·!he Vietnam Railway System in General 

In order to visualize the role in which the railway will and 
can participate in the overall economy of South Vietnam, one must be 
familar with its fixed property, rolling stock, shop facilities and 
dedicated personnel. 

This information is available from the foresaid transportation studies, 
but I will emphasize the fact that the VRS is an exceptionally well engi
neered railway. with 413 bridges 10 to 50 meters long or longer constructed 
from steel and concrete, which are located in vertical profile well above 
the waterways. 

The 27 tunnels are well designed, large in vertical and horizontal 
clearance, well drained and easily maintained. 

The 1100 kilometer of track from Saigon· to Dong Ha has relatively 
heavy rail, (30 kilograrn/r.ieter) steel ties and the controlling grades are 
less than 1. i/2 percent. With only a. few exceptions the vertical and · 

i 

l : 
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horizontal profile of the track is su:i.table for speeds far greater than that 
at which they are presently operating, 

The modern motive power and rolling stock consists of 55 Diesel 
Electric Locomotives and over 700 four axle freight cars, of which a large 
percentage are roller bearing equipped, This is not to mention the 50 
serviceable stea..'1 locomotives and some 300 two axle freight cars. 

The on line shop facilities of the VRS are adequate to ha.ndle all 
types of minor repairs to motive power and cars. The newly equipped diesel 
electric locomotive shop and car repairs. These shops are well supervised 
and have a highly trained technical staff, 

The personnel of the VRS is a very dedicated e;roup of employees, 
From 19117 to 195~ (when Geneve Agreei.vnent took affect), 195 railway employees 
were killed and 972 injured, From 1961 to date 7Q employees have been killed 
and 750 injured, Regardless of this casualty rate and with only a minimum 
of security these people have continued to operate this railroad, and at no 
time has the operational mileage dropped below 26 percent. 

Traffic Forecast. . 
To project an estimate~ of th'e traffic potential for the VRS one year 

' ' after the ~ain line and preseht, branch lines have been restored to operation, 
it was concluded tha.t a basic year should be selected from which projections 
may reasomtbly be rr:ade. The year 1961 has been selected as a basis for this' 
forecast. The 1961 figures were taken from the VRS records by the consulting 
firm, Transportation Consultants, ~nc., and published in their August 15, 1966 
report, "Vietnam Transportation Study". These figures ·and the forecast figures 
are as follows: 

Total Total Total 
Freight Total Ton/ Passenger Passenger 

Year Tonnage Kilom.eters Traffic ,Kilometer 
~ ----------- ... ---------. 

1961 439,IOO(MT) 166 ,8lt5 ;900. 2 ,~80_,600 583,120,700 

Projected) 
Increase) 
40% one ) 615,580 233,584~260 3,612,840 816,368,900 
Year after) 
Reconstruction) 

Net·Increase 164 , 660 met er ~ons • 

. . ·.' 

~ , 



Justificuti 0 r, c:4 u !,::;" !r:crt'.ri::oe cnn easily be supported by a number 
of commodit . '~'he ::er~:.·<· 11 Coal r.ine \./US just developing in 1961 when 
the Ministry of Pl:Ll i c ',:cri: :; i.i'.1t i:CJd :ed the purchase of 93 Hopper Cars to 
handle an estir.P'tcri i~·. r .,, • 0 ••. ,.1 0 r "oal from this mine to locations north 

'""' """' .I-.../ t \. \, ... ... • • .. ... \.. 

and south of Ba Ren, :r.•: ,\r. ;t:;;~ co:-:::ile:< consisting of 19 seperate processing 
plants have 30,000 tc·~;:i or :''.to.:::.!r:erv. and equipment stored in the Saigon 
area awaitinG rail trc.;;'.;;on,1i~!or: r.~J security of the An Hoa area. The 
railroad no doubt ·.;ill :-.~·:,~ r. 11\ri:t.' portion of the raw materials to these 
plants as well as the !'"i r. ! ::b~~! prct!ucts originating from production, 

There is good r~~i!:~or;~. to believe that products from Laos will move 
to Dong· Ha and be r..o'led t:1 nd 1 to Do. r:ang for export, 

The Da ~;£.me urea l~n3 rich forest lands that will develop industrially 
and move by rail to ~Jn :;[H:c fw c;(fO:rt or south to Saigon for local markets. 

Sugar Cane is r.ro·.11: e>:t.cr:d vcly in nany areas and can be moved by rail 
to the Quang t!r,ai ~;uln:· r.~i1ls. 'l'uy lion has extensive plans to construct a 
sugar refininc mill •.,,:.ich ·.-;l:> <le'leloped by the Chinese from Taipei. 

Tam Quan und :~o;.f: ~'.0n he.·1c- lnrr;e t:;roves of coconuts from which coconut 
oil and dried coconut cnn be r10·1ed by rail to local ·markets and export points. 

The area in the viclrilty of Yan Canh and La Hai raise large crops of 
corn ·and soy bean nr.d :-ai 1 ::-.ove;;.,ent of such commodities has proven in the 
past to be the most econc~i~nl. 

Cattle and oxen nr<: raised in large numbers in the area between 
Nha Trang and Thnp Cr.:<:-:. ',i'i th o.n operationa,l railroad these anir:1als could 
be moved in car lo<d lot:• to the Snie;on market to meet the demands of this 
rapidly growit:c r:;e':.ro;·oli:1, 

The Dale.t n.:·cc. ;::~ !·Jc.:•:s an abundence of vegetables and with 
refrigerated curs <;./:c:;c "".'l'.';~.:i.b~.cs could be readily marketed all the way 
from Saigon to Dor.t~ H~. ':'h•..! Dalat area also raises coffee and tea for export 
as well as ·timber p:-cJ·,lc':.:. !"rco ::rong Pha. 

Phan Thiet rJroJ·..:c,::; n:-.1 exports the largest quantities of fish sauce 
or Uuoc Man in Vic':.r.·t.-:. :;,e oi::erntion of this industry has been curtailed by 
the loss of the rk!l ~ystc=. 

The Gia Pr.:,· a::l ~;·1rN1· .. rn'.:! ir.t,: area including X~an Loe and Trang Born are 
heavily forested n:-. ! n ccr.:i t(~e:::-able ar::o-.int of timber was moved from these 
areas by rail to t:~e !?u'..' !'.ills r~t Bien Roa, Thu Due and SaigonT 

Another 
that of the 

ir.du::;::-:: • "''!dch is no\/ in the Saie;ons industrial complex, is 
=::;il~ !~~::: toundry. 
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•ro opernte A. steel mill, scrap iron of select clussi ficution must 
be proviuc<.l to m11l\e tl1e c11d proJucl, :tu.::ll su i tiihle ocr.•tp iru11 cui1 be 
obtained north of 8Higo11, 'flie rnovc!:1cnt of such m:tLeriul can only be 
accomplished economically by l'<til, 'i'~!C r: 1ilrond alone has approximately 
15,000 tons of scntp anc..l it is estimated tlwt unother 75,000 tons is 
nva:i.lable from other sources if 11dcqunte trnnsportv.tion is available 
to move it to the mrtrll.el or export arcu::;, 

It must also be rerr.iernl.Jcrcfl thnt Sair:on has the lurp;est industrial 
complex of' any city in VictnlL'll, rr this industriul r.:rowth is to 
continue, it is of the uprnost i~portuncc that tlwy hr.ve u fo.st 1 dependable 
und economical means of transporting t:-teir conuao<.li.ties from Saieon north, 

Little has been said of the pusse~ccr traffic potential, With the 
increase of a concentrated population in the cities and towns alone the 
VRS 1 need for rer,ular and safe transportr..tion i.s of paramount importance. 
'l'he livelihood uf. thousunds of small farmers depends on the transporting 
of his ve1~etab1es, pigs and ducks to mur1' et, 'l'ravel by train and trans
port of their products by train to r·1urket and return with rice and clothine 
is very essentiul to these pcoplci, necornizing the need for 3rd class 
:pussenr,er equiµ,nent with which to CR.rry the ever increasing number of 
}lUSsengers I the Australians, unucr the CoJ.0::11-10 Plan, provided the vns with 
10 new coaches in 1963, The cost of this equiyirnent wus ~900,000, This 
expcndi ture wus autl1ori zed only uecause of the economic need to provide 

transportation to the masses R.nd stimulute trade within the provinces, 

Under the dat.e of July 10, 19513 an ind.ependent survey was made of the 
Vietnam nail way System, under qontract PlO/T 30-23-171-3-70283 1 by Day. & 
Zimmerman, Inc. Pa~es 178 to 180 inclusive, reflect their conclusions and 
reconunendations, which a.re to the effect and we ciuote, "In view of the inadequate 
highways and unreliable coast shippinr;, 1 it is our opinion that the restoration 
of the two inoperative sect~ons of the ruilrond is of the utmost importance 
to provide, at an early dut~, u north-south mass tre.nsportation system for 
passengers, freieht and military tro.ffic". This a_uote/statement was true in 
1958 and it is doubly applicable today, We shall also refer to a second 
and more recent independent survey rnttde by Transportation Consultants, Inc, 
and submitted Auvist 15, 1966, In this report, pace 151, the following 
recorrunendations is made, anJ we nuote, "Prompt provisions should be made to 
make cmerr;ency repairtl to the raihmy sy~:tcm as soon as wherever the property 
can be made safe for repairs crews and ec~uipr:1•.'t1t to work, and for the 
railroad to operate, at an estimuted cost of 3,900,000 US$ in foreign exchange 
plus 104,500 1 000 VN$ for local labor unu materials; this work to be followed 
by pe:nnanent rehabilitution estirrnte<.l at an additional cost of 9,000 1000 US$ 
o.nd-300,000,000 VN$". 
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In addition to the two forcr•Jin"' firms recommendations that the 
railroad be re habili tn ted nnd rest~ :-cd

1

"to scrvicinr; the north-south Saieon 
to Dong Ha econollly, we have inforr.mtion thn.t n Special Militnry Commins ion, 
composed of four reserve officers n:id headed by Mr, r ... V. Anderoon, Gcnernl 
Ma.nncer of the Milwn.kee Rond mo.de a. study of the VRS, In a. joint 
rcco11unenclo.tion to the D. O, D, they o.dvocatcd the restoration of the railro£Ld 
a.nd conunended the facilities und equipment provided 'by the U,S, Governmt:?ni 
throur,h DLF I,oun 129 anti th:rouri:h the Ar:,eney for International Development', 
Grants-in-a.id, 

In this ri;port· it wo.s asked to endeavor to justify the reconstructi.ori 
of the railroad between vurious isolntcd points fran strictly an economic 
standpoint. There is no doubt that.much would be gained e.t some locations 
and little at others. Locoraotivec.i ·1111! cai·::i could not be made nvaila~le to 
isolated· locations to meet supply dc;nandu, repairs would be a constant 
problem and movcrnenL or heavy nml 1->HJJ;y prtrts for can; and locomotives can 
only be justified by rail, 'Phc rccon:: l;rueti on of the railwo.y by sections 
will contribute much to the cc«r-;:m;.n.i t.i."!:> throur,11 which it passes, but the 
full economic impnct will not be fei.t. until the railroad is operntionnl 
from itfi lnrp:est Industrial City, "f;ni:'.on" to its most northern City 
"Done l:o." • 

In conclunion it is desired Uui.t n rr.emornndum be attnched to this 
report whj ch reflects the thinUng of Phr·~., ~Unh Duong, forraer President of 
.the Vietnam Railwny [lrstqT'l, when qut·ntionecl in February 1965 as to the 
temporary suspension of r:o.1.lrond opcrutions,. 



MIJIO 

The issue o.t hand is whether railro2.d operations oue;ht not to be 
temporarily suspended in view of heavy losses in life nnd property caused 
by Vietcon~ nttacks, The main factors in favor of tereporary suspension are: 

l, The Railroad must be subsidized in order to continue 
opernting and these 8Ubsidies - now arnountint:; to over one 
hundred million piasters per year and possibly more in the 
future urea real financial hurden on the national budget, 

2. Over one thousand men of the Armed Forces are now assigned 
the responsibility of protectine train operations, This 
could be viewed. as 2. diversion of scarce fighting manpower 
from other combat duties, 

3, Destruction of or damages to locomotives, .rolling stock, and 
related facilities are a net loss for the economy, Scarce 
resources either national or contributed by friendly r;ations -
have to be spent in the repl2.cement of equipment destroyed by 
the enemy, 

Loss of life is not counted as a factor because it is not solely 
and -~~9erently attributa.ble to railroad activities, 

On the other hand, there are many factors which work against the idea 
of suspending train operations. First, it would be very difficult, if not 
impossible to replace the nailroad as a carrier of bulk freight over long 
distRnces. Both cost wise and technologically, no other carrier can -perform 
as well as the Railroad in carrying rice, heavy machinery and eq_uip.'11ent, 
petrolewn products not to t1ention military supplies etc , , from Saigon to 
Nhatrang and points farther Horth, One proof of this can be found in the 
current price rise of rice and other commodities in the Danang area 
subsequent to mid-Septeraber interruption of through train service, As 
Vietnam becomes more industrialized and manufacturing plants spring up in 
the DaNang/Nong Son area the Railroad's superiority as a long-distance voltm1e 
carrier will become even more evident. 

Secondly, should the Railroad close down, its fifty-five hundred employees 
would lose their jobs and the effects of this sudden and massive umemplo~ent 
would be incalculable. 

Besides the twenty-two million plus in salaries and wages that will be 
lost to the economy, there are also the thousand and one purchases that the 
Railroad makes each month, purchases that mean approximately ten million 
"piasters to dealers and merchants selling petrolewn products, spare parts, 
hardware, paint, paper, and thousands of other items required by the RR. Via 
the multiplier effect, the loss to the economy of nearly thirty-five million 
piasters in Railroad expenditures will have as serious as the sudden withdrawal 
of a sum several. times .l.arger from the economic circuit, 
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•. Thirdly, and related to point Iio. 2, the unemplyment of fifty-five 
hundred persons - the majority of whom can be safety presumed to be the only 
incor.le earners in the family - represents an economic catastrophe for that 
many households, i.e. for rouchly fifty thousand people, 

·In .view of the present political and social ronditions, the question 
naturally arises as whether the nation can afford such social upheaval just 
at this.time, 

Fourthly, the Railroad at present owns and operates motive power, rolling 
stocks, rail and other track structures which represent a multi-billion piaster 
investment, Since most of this equipment is highly specialized, suspension 
of service necessarily means letting this valuable capital lie idle and the 
resulting waste would cost the national economy more than the budgetary subsidies, 

Last but certainly not least, there is the politico-psychological factor. 
In Vietnam as everywhere else, railroads have come to be associated with order 
and stability, with peace and progress. 

Up until now, trains have been kept running in spite of the enemy's efforts 
to stop thern ancl this represents a continuing and important victory for our side, 
Should we now decide to discontinue - however temporarily - train service, such 
decision would unavoidably be interpreted as a serious· defeat and the first sign 
of a general withdrawal and abandonment, The will to fight would be dealt a 
fatal blow and the war effort seriously hurt, 

. ' 
When all the pros and_,cons have been stated and evaluated, there should 

be no doubt whatever that every assistance and aid possible and available should 
be given to the Railroad to keep it operating through the present difficult 
phase. 

Pham Minh Duane 
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TUNNELS ON THE.VIETNAM RAILWAY SYSTEM 
// . 

(c) 
Name 

DONORA-SAIGON 
"(17th Par all elf 

Mui-Ne 
Cau-Ha.i 
Phu-Gia 

(Lang-Co 
(Khe-Sai 
(Porte de Hue 
(Petit Col des Nuages 
(liam-Phan 
(Lien:.Chieu 

\ 
Binh .. De 
Phu .. cu 
Chi-Thanh 

( Babonneau) 

'(Vuns Ro No. 4 
·cvung Ro Mo. 3 

Tunnell Len~th 

Location In !leters 

725+100 
732+900 
746+000 

757+250 
757+750 
762+450 
766+000 
770+700 
774+800 

998+000 
1027+000 
1168+700 

1225+000 

1227+000 
1228+100 

221 m 
358 l'!1 
445 m 

i1·0 m 
124 m 
129 m 
564 m 
322 m 
944 m 

273 rn 
170 m 
325 m 

1190 m 

368 m 
163 m 

Characteristics ...;___..;..;.._ _____ _ 
Curve R = 350 m 

II R = 350 m 
Alignment 

Curve R = 100 m 
II R = :J-50 ·111 
II R = 100 m 

Aligt,& Curve R = 100 m 
ti II II R = 100 m 

" ti It ·R = 100 m 

II II II R = 300 rn 
II II II R = 300 rn 
Curve R = 800 m 

Aligt,& Curve.R = 400 m 

Curve R = 500 m 
II R = 700 m 

Varella (Vung Ro No. 2 1228+300 248 m II R = 500 'm 
(Vung Ro No. 1 1229f 200 60 m " R = 500 m 

- :-Bai-Gia 1231+100 393 m Alignment 
Coi Ma 1234+400 403 m If 

Rotuong 1290+250 220 m ti 

Ru Ry 1306+700 516 m Ali gt. & Curve R = 500 m 
Song Cai .1310+900 71 m Aligt, & Curve R = 400 m 

TOTAL LENGTH 7677 m 

'l'OURCHAN-DALAT 
No. l 43+350 164 m Curve R = 300 m 
No. 2 49+400 10 m '' R = ioo m 
No. 3 63+000 629 m Aligt.& Curve R = 150 m 
No. 4 68+100 98 m Curve R = 150 m. 
No. 5 70+150 129 m Aligt,& Curve R = 200 m 

TOTAL LENGTH 1090 
· GENERAL TOTAL LENGTH - All -'8767 = l 

Tunncls 

SAIGOff,. 17 April 1964 
Office Chief Engineer 

Yi;~,~a'll Ra}~Y~~ ~rstem 
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Steel tiea 

Angle..-bars 168~'2 

iolts, angl.c-ba~a 

Clips A, 

Clip c 
Boltft cUp 

Wau1lurra 

Weight of •me rail: '.. 
t' 

l,ooor. of :rdh c!l.n c<.1-i·c~r. 

Weiuht ot en\'!'# t1o 

Weight of on.a &a ·01." tr.-M~l:. ·u:~,1~ ·~!nly 

1;500'.t' ot ti.f)d oa.i'l. c~iltmr· 

Nnmbii1r of tfes por ~.2T'l l'kll lr:rngth 

Number of ties p11:r r:n r.1mc· t•:•r .;..!' tn ok 

·f, I 
.. ·· 

e.~?6 ,~ 

2.e,,; .. 
5n'(le "' 

. 6-:~~')• ' " 

45 lrg. 

l!i4 .. ~!60 iia. 

' " 

23 PJl18 ot tx'C\.cl1:21 

· 17 ties 

1 1 428 tie~ 

(~j 

.. 
'I 

'· .,_ 

~ : I ' _..._ . 

-- . 
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COST OF ONE l2m RAIL LENGTH OF TRACK I 
j 

-* .. j 
! 

2 rails US$ 72 x 2 = 144 

17 ties 14 x 17 = 238 I 
34 clips (A) 0.57 x 34 =! 18.5 r 

I 

I 
34 · clips (c) 0.59 x 34 = 20 I 

} 

68 bolts (clip) 0~28 x 68 = 20 

68 wash~rs (clip) 0.021 x 68 = l.5 

4 fish plates 2.20 x 4 = 9 

8 bolts (fish plates) 0.29 x 8 = 2.5 . . 
8· washers (fish '.plates) 0.021 x 8 = 0.2 

;' 
453.70 

COST FOR ONE KILOMETER OF TRACK 

US$ 453.00 x ~4 = 22,052 

.. • .': 
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TRAii'/ OF 
Two iSS r'focomol/veJ ~1/·//vc: 1.3' a;.;/e.:, l~·1•J J9 7 lc1"lcr., of IJ" 

cn;/cs arid i:.1 .~ul/c o/ 1'T'C1_qon.s osslmllc.-:le·d /11 a loC?cl 
l1rdform /y i;//..s lr//:.1.1 le,-/ /l"oln 4 'ltn ma,dmu/n lo 1 ~1n m/lit'l'll~'rn, 

VA Lt/ES 

Overall b1.1rn/>ff lengfh_:_ .. _. ____ -----· ______ ·-- -------·--·- .... M 
s' 0 0 

11 umber of o ,(le .s .. _ .. __ .... _ _ .. _ .. ._ .. __ . _ . . . __ .... _ • _ • ___ .. s 
1,"'so 

M 

lJislance .bc..1ween axles ...... ---------··--.------- _____ __ 

Di.Jl'ance. rrom !he f>vmper /o;lhc neoresl a;de ..... ____ .•. I I 5 0 

Loac/ per axle · 't' .. - - - - .. - - - - - - ... _i,J - - .... - - - - - - - - -. - - .. - - ... - - - - - .,._ - / 3 T 

Tola/ !oadl'erlocomo/t've- ... ____ -------·· (j 5 T 

ATTACHMEttr i1 /SA 

The Cliir:/ of 
Mc/c,>r/al or.cl /racl/on 

.:;cry/cc:, 
.Sa /g on '1 - 1 . / Y S 1 

£.xam/ned and approved 
So1jon, 2.a.s1 

Th.: Nanas.er of 1/1~ Re·g/c 

1Jt"QWf2 b.!J 
Tiu: Chle/ o,I Trr:Jt:k, 8(.l//d/n7 

and Recons/rt..1<:/J'on c~'y/.s/ort 

So/gon, 12. 7. s1 

Af>pro >'e cl: 
So/:;on, zz. a. s;;r 

ih:? N/1;/s fer o/ P~f.l/:: Wc,·.·L 

and cr:;nica/:~·': ? ,,.,,,, ". «'"·"-' 
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