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OZET

Demiryollan 19. yiizyithn baginda bati diinyasinda ortaya giktign zaman, ¢agdist olan
ulagtirma sistemlerine olan biiyiik ustinliifii sebebiyle kisa zamanda bitiin diinyaya
yayilmigtir. Bathi devietler bir siire sonra bu ulaghrma sistemini diinya ekonomisini
sanayi kapitalizminin sartlarina gore yeniden orgutlemede kullanilabilecegim fark
etmislerdir. Boylece batili devletler, gelismemig ekonomilere sahip olan tilkeleri kendi
iiretim merkezlerine baglamak i¢in buralarda dogrudan demiryolu yapimna
girigmiglerdir.

19. yiizyilin son ¢eyreginde, hizlanan emperyalist yansta demiryollan onemini arttirmig
ve ekonomik gayelerin diginda politik bir ara¢ olarakta kullamimaya baglanmgtir.
Osmanh imparatorlufuda bu gelismelerden paym almis ve kapitalist diinya
ekonomisiyle biitiinlesmeye ¢ahsirken batili devietlerin politik ve ekonomik baskist
altina girmigtir. Diger yandan, devieti modernlestirmeye calisan Osmanh yoneticilen
ilkeyi ekonomik iflastan kurtaramamuslardir. Cumhuriyetin kurulmasiyla birlikte
demiryolu politikalannda oénemli degismeler olmuy, o zamana kadar bati
emperyalizminin bir aracit olan bu ulagtrma sistemi milli ve ekonomik bagimsizhi
kazanmak i¢in kullaniimaya baglanmugtir. Sonug olarak denilebilirki, demiryollan
Osmanh ve Cumhuriyet devirlerinde birbirine zit amaglarla inga edilmugtir.
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PREFACE

The railroad was probably one of the most important inventions of the 19th century
which caused many impressive changes in the world. It was such an important
invention that it developed rapidly and thousands of kilometers of railroads were
constructed in a few years. Regarding the means of transportation of the era, the
economic superiority of the railroads was unquestionable. After that mass
transportation became possible throughout the world, especially inland where the

possibilities of sea or canal transportation did not exist.

Soon, western countries saw the other benefits of railroads. They understood that they
could use this invention as an instrument of politics especially in their relations with
non-western countries. These non-western countries were at that ime far behind the
technological and economic developments of the era. Western countries exercised a
colonial policy throughout the world and before the end of the century most of the
non-western countries became political colonies. Railroads were used in this process
and western countries undertook the construction of many railroad projects in the
underdeveloped countries. However some of these countries managed to escape from

these colonial policies.

The Ottoman Empire was one of these countries which managed to sustain its political
independence. Although the Empire was far behind the military and economic
developments of the world, it was too big and strong for any western power to
colonize singlehanded. So they divided the Empire into influence zones amongs
themselves. In this process, first Britain then France and Germany constructed many



railroads in the regions under their influence in the Ottoman lands. These
developments continued with the global changes in the world.

Ottoman administrators, on the other hand, saw many economic, social and military
benefits in constructing railways in their country. However, they did not have the
necessary capital and technology to build these railroads, thus, they were obliged to
grant many privileges to the western countries such as kilometric and interest
guarantees. These privileges gradually became a burden on the state budget and caused
the financial bankruptcy and the economic colonization of the Empire. The
economically weak state could not prevent the acceleration of the nationalism
movements and the process of political disintegration. The efforts of the Ottoman
administrators were not sufficient to rescue the Empire. They understood that a strong
national economy was needed and the Empire had to get rid of the economic
colonization of the west. But they were unable to succeed and the Empire collapsed at
the end of the World War 1.

With the establishment of the Turkish Republic the new government's policy regarding
railroads also changed. The ideas of establishing a national economy and forming an
independent nation state dominated the country. Economic development was seen as
inevitable for realizing this goal. Railroads and the idea of having an efficient
transportation system were evaluated in this context and were given atmost
importance. An large part of the economic resources were spent on the railroads as
had been done in the Ottoman Empire. However, the principles and goals about
railroads changed. The new administrators of the Republic saw the railroads as an
instrument for rescuing the country from imperialism. They constructed thousands of
kilometer of new railroads without giving any concessions to other countries and these
railroads were kept under the control of the state. They also nationalized all the lines,
under the privilege of foreign companies and repaired and developed the old ones.



These were the general characteristics of the developments of the railroads in the
Ottoman Empire and Turkish Republic. There are considerable differences in the
reasons for constructing railroads regarding these two periods, hence, the main goal of
this study 1s to examine this process in a comparative way. So that, the different aims

and principles in the construction of railroads can be determined.

In the first chapter, the historical development of railroads and their importance in the
process of capitalism will be evaluated from an economic and political perspective. In
the second chapter, the development of the railroad in the Ottoman Empire will be
studied both as a part of Ottoman modernization and also the western colonization
process. By examining closely certain railroad projects, it will put forward how this
method of transport became an instrument of political influence aiming to realize
economic and political colonization policies. In the third chapter, the republican era
will be examined from the point of changing policies and principles. Again by being
specific about certain republican railroad projects, the aims of establishing an
independent national economy will be evaluated. Finally, in the conclusion, the
difference in attitude between the Ottoman Empire and Republican Turkey will be
defined.

In the 1990's the transportation problem of Turkey has not yet been solved. The
deficiency of efficient transportation plans is an important factor in this problem. The
political factors still play an important role on the transportation systems, hence studies
about the political aspects of railroads or other methods of transportation could help to

generate new solutions.
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| CHAPTER |
INTRODUCTION (HISTORICAL REVIEW OF
RAILWAY DEVELOPMENT IN THE PROCESS OF
CAPITALISM)

The enlightenment period which began with renaissance and reformation movements
brought about a situation which created an opportunity for new inventions and new
discoveries. In this environment, new sea routes were discovered in the 16th century.
With these discoveries reaching the furthermost regions became easier and
communication among the countries developed. Europe especially was influenced by
this. Since many countries could be easily reached from Europe, European trade
developed and opened up the world. Thus a new social and economic order began to
dominate the world. This was capitalism. Capitalism is the economic system, dominant
in the western world since the break up of feudalism. In this system the means of
production are privately owned and income is distributed largely through the operation
of markets. Contrary to feudalism, in the capitalist system there is an open economy
which produces for the market. So the first stage of capitalism called the commercial
stage began. In this first stage the world economy developed rapidly with increasing
volume of trade.!

! Sevket Pamuk. The Ottoman Empire and European Capitalism 1820-1913 (London: Cambridge
University,1987), pp. 2-3. See also, Dankwart A. Rustow, "The Modernization of Turkey In Historical
and Comparative Perspective”, in ed K. H. Karpat, Social Change and Politics in Turkey (London:
Leiden, E.J. Brill, 1973), p. 94.



The 19th century witnessed impressive structural changes in the development of
capitalism in the western world. With the invention of the steam machine, important
developments occurred and the mode of production changed. Machines took the place
of substituted manual labor which in turn caused an explosion in the amount of
production; producing large amounts of goods became cheaper and easier. Each day
more and more capital was used to integrate machines into the production system. This
was a new stage in the capitalism called industrial capitalism. From then on Britain and

other western countrnes became the center of production.?
Pamuk explains the situation as follows:

"The industrial revolution transformed the economies first of Britain
and later of western Europe into mass producers of inexpensive
manufactures. By the second quarter of the 19th century, the leading
European countries were trying to establish markets for their
manufactures on the one hand, and to secure cheap and abandoned
sources of food stuffs and raw matenials on the other. Hence,
chronologically speaking, the first impact of the industrial revolution on
the present-day third world involved an unprecedented expansion in the
volume of trade and a shift in its composition. The technological
revolution in overseas transportation, coming later in the century,

helped accelerate this trend."?

As a consequence these western countries wanted to supply their increasing needs from

the non-capitalist or pre-capitalist countries. They tried to transform these countries

2 Orhan Kurmug, Emperyalizm’in Tarkiye'ye Girigi (Istanbul: Bilim, 1974), p. 10.

3 Pamuk, op.cit.,pp. 2-3.



into the producers of raw materials or in other words to the periphery of world

economy.*

In this context the importance of transportation was recognized, as it was very
important for realizing the above mentioned world order organized in the form of
center and periphery. Transportation was very important for the reason that goods and
raw matenals must be transported from the centers of production to the markets.
Especially in the 19th century the relative importance of the transportation was even
greater. The transportation carried out by horse carniages and camel caravans was very
expensive. The cheaper alternative of sea transportation and transportation on the
canals and rivers was very limited as it was impossible to reach inland. XXXXXX Thus,
railroads,’ after it was first established in 1830 in England, were rapidly developed and

4 Donald Quataert, "Main Problems of the Economy During the Tanzimat Period”, in ed., Hakk:
Dursun Yildiz, 150. Yilinda Tanzimat (Ankara: Tiirk Tarih Kurumu Publications, 1992), pp. 212-213.
See also, Caglar Keyder, Toplumsal Tarih Caligmalar: (Ankara: Dost, 1983), p. 62.

3 The railway as we know it originated from England. But the use of wheeled vehicles on rail lines
came many years before the advent of mechanical traction. There is a reference to a railway in Europe
as carly as 1550. Before the end of the 16th century, mining railways were introduced in Britain,
particularly in the northeastern coal-mining area. In the 18th century horse-drawn railways of this
kind were to be found not only in England but also in Wales and Scotland. Their application was
increased with the introduction of cast-iron for wheels and for the plateways over which the wagons
ran.The earliest steam engines hovewer, were too bulky and heavy for traction purposes. See,
Vahdettin Engin, Rumeli Demiryollani (Istanbul: Eren, 1993), p.16. See also, Musa Cacirc,
Tanzimat Doneminde Anadolu Kentlerinin Sosyal ve Ekonomik Yapilar: (istanbul: Tiirk Tarih
Kurumu Publications. 1991), p. 300. Although wagons carrying steam engines which would travel on
ordinary roads by means of their own power had been built by Oliver Evans of Philadelphia in 1801
and by Robert Trevithick, a cornish engineer, in 1804, the first locomative constructed to run on rails
was built by William Hedley and Timothy Hackworth in 1813. George Stephenson who is commonly
considered as the originator of the locomative, finished a similar contrivance the next year and
continued to improve his invention until it actually became a commercial success. In 1822 he had
several in use at the Hatton Colliery, where he was chief engineer, and had converted the tramway
into a steam road. The opening of this tramway a stcam railroad on November 18, 1822, was attended
by a very large crowd, who came to see the novel mode of hauling coal. In 1815 Stephenson invented
the steam biast, which doubled the power of the locomotive, and in 1816 invented a direct and simple
communication of power from the cylinders to the driving wheels. See, C. Clement Williams, The
Design of Railway Location (Newyork: John Wiley & Sons, Inc., 1924), pp. 2-3.



in a short time successfully filled this gap in the transportation system. They were
néarly perfect systems regarding their relative superiority to the previous ones.5

Thus railroads became one of the most influential elements of the western
capitalization process. This was due to the remarkable efficiency it brought to the
transportation system compared to the previous one. According to Novigev, 2 camel
could carry 230-250 kg. load two or three kilometers and could walk 20-30 km. in a
day. The commercial viability of camel transportation varied according to the road
conditions and traditions; in those days, a one tone load was fixed between six kurug
and twenty kurug. However railway transportion was cheaper than camel, because, a
one tone load was fixed at less than four kurus.”

In 1846, about 192 million tonexkm were carried by carriages through customs.
However, in 1868, (22 years later) the load which was carried on the railway was 5042
million tonexkm which was an impressive amount in comparison with the old methods.
The railroad was such an important invention that thousands of kilometers of railroads

were constructed in a very short time both in Europe and in the USA 3

The impressive and rapid development of the railways not only affected the
transportation system. But also aﬂ"ected the whole economic structure of the world,
and consequently, helped in the development of the capitalist production system. These
effects can be listed as; a) The direct effect on the transportation system which was
mainly a remarkable decrease in the costs. b) Its direct influence on some industrial

6 Ismet Ergin. Tarkiyenin Ekonomik Kallinmasinda Ulastirma Sektdrd (Ankara: Hacettepe
Universitesi Iktisadi ve Idari Bilimier Faculty publications, 1985), p. 21.

7 A. D. Novigev, Osmanl: Imparatoriugu'nun Yar-Somirgelegmesi (Ankara: Onur, 1979), p. 13.
8 According to the investments, if today the load which was carried on the railway in Germany was

intended to be carried by carriages, all the population had to be carriage driver. See, Ergiin, op.cit., p.
22,



sectors such as the steel and coal industries which were developed because of the
demand created by the railway projects. c¢) Indirect effects on the other economic
sectors which appeared after the development of the railways. d) The indirect effects
on the structure of the world markets. The way in which the railways affected industry

will now be examined.?

A) Railroads compared with the existing systems in the 19th century severely lowered
the transportation costs as it encompassed mass transportation with a considerably high
speed. This decrease in the costs increased the demand for the industrial products and
raw materials which were previously not economic to purchase. Thus, it increased the
volume of foreign and domestic trade compared with the period before the railways.
As a result, the amount of production increased considerably due to the developments
in the railways!®. For example, between 1850 and 1910 the production of coal
increased about 14 times, the production of iron-steel increased 12 times and
production of gold increased 13 times. The increases in the production of other
consumer goods were (1881-1914) the production of wheat which increased 1,6 times,
(1884-1915) the production of cotton which increased 2,2 times and (1880-1915) the
production of sugar which increased 3,5 times. The statistics show that the
development of railways increased production and helped in the industrialization of the

world economy.!!

B) Regarding the above benefits many railway projects came onto the agenda and

thousands of kilometers of railroads were built in a very short time. As an outcome, the

9 Tbid., pp. 22-24.
10 Kurmus, op.cit.. p. 22.
1 Tevfik Cavdar, Osmanhilarmn Yari-Sémitrge Olugu (Istanbul: Ant, 1970), p. 21.



demand for iron, coal and machines increased and these sectors also showed

considerable development 12

C) The developments in the iron, coal and machine industries caused developments in
the other sectors. The most important of these was the finance. As railroad projects
needed huge amounts of capital investments new banks and financial organizations
were needed to support these projects. So this sector was also developed. In the bond
markets of the European countries constructing railroads, the share of the bonds and
stocks of railroads increased. For example: In 1870, on the Berlin stock exchange 175
of the 359 shares were railroad shares.!?

D) The most important effect of the railroads was the transformation in the structure of
the world markets. Railroads joined the European production centers to the new
markets. As a consequence, those regions having rather closed economies integrated
into the world economic system. Before the railroads it was impossible to balance the
lack of some products in some regions with the surplus of production in the other
parts. Secondly, the price of the same product could differ to a high degree in vanious
parts of a country. For example: In France, in 1801 the price of wheat could differ 260
per cent. Thus, the railroads transformed the local closed or semi~closed economic
systems to ones which were integrated the world economy. So, exchange of goods and
products became easier. 14

12 Engin, op.cit., p. 18.
13 Ergiin, op.cit., p. 25.

14 Ergiin, op.cit., p. 23. Sec also Murat Ozyiiksel, Osmanl-Abnan Iliskilerinin Gelisim Sirecinde
Anadolu ve Bagdat Demiryollar: (Istanbul: Arba, 1988), p. 1.



The influence of railroads in underdeveloped countries was very remarkable. It caused
a lot of economic and cultural developments in these regions. This resulted in a
collapse in the traditional production methods used in these areas.!’

As a result, railroads had numerous effects on the economy as defined above. Besides
this, it also had social and cultural effects. For example, new cities were established
near the railroads. Also the exchange of cultural values increased as railroads facilitated
travel. Thus, the railroad was a very important invention and deeply affected human
life.

However the western countries, after realizing the above benefits of the railroads, tried
to use it as an instrument against pre-capitalist countries according to their expansionist
economic and political policies. The aim of selling more goods and buying cheaper
resources directed western countries to the markets of pre-capitalist or non-capitalist
countries. Hence world trade increased in volume. Western countries also loaned
considerable funds to these countries and invested vast sums of money I
infrastructure projects such as railroads. All these were aimed at expanding trade and

integrating these countries into the world economy. 16

In the process of capitalism, the railroad was one of the main tools of western countries
for reorganizing the world economy in the order of center and periphery. By this
system western countries would become the center of industrial production whereas
the non-western or non-capitalist countries would become the periphery or in other

words they would be the producers of agricultural goods and raw materials. Thus in

15 Pamuk, op.cit., p. 53.

16 Pamuk, op.cit., p. 3. See also, Edward Mead Earle, Turkey, The Great Powers and The Bagdad
Railways (Newyork: The Macmillan Company, 1923), p.3. See also, Caglar Keyder, Dinya
Ekonomisi Icinde Tarkiye (1923-1929), (Ankara: Yurt publications, 1993), pp. 13-15.



the period of free trade and rivalry in capitalism they realized the first railroad projects
in the non capitalist or pre-capitalist countries. The main aim of these projects was to
integrate those parts of the world to the European production centers so that European
goods could reach those markets easily and also they could import raw matenals from

those countries.!?

When we come to the 1870's another stage of capitalism, called industrial capitalism,
began in the world. The main determining event of this period was the establishment of
German Union and her entry into imperalistic competition. This then turned into a
race for sharing the world. The aims of capitalist forces were to establish colonial
empires and share the semi-colonial countries. This aim directed much of the capital in
the metropol countries to areas where the capital need was less and the proportions of

profit were high 18

European countries which were the owners of capital turned towards the countries
which were weak in technology and which had very limited capital. They started to
apply their plans, but expensive transportation was a disadvantage for them!®. An
efficient transportation system depending on railroads was the best solution. Thus, the
investment of capital was mainly concentrated on railroad projects and all western
countries tried to construct railroads to the countries which they wanted to colonize. If
they managed the political colonization of a country they could easily got the benefit of
these markets. In 1913 before World War I, we see that there was almost no country in

the world which was not shared by the monopolies and impenalist forces.? In the

17 Fahir Armaoglu, 20 Yagyd Siyasi Tarihi (1914-1990) (Ankara: Tirkiye Isbankas: Kiiltiir
publication, 1991), p. 81.

18 Cavdar. op.cit., pp. 8-19. See also, Kurmus, op.cit., p.10.
19 Earle, op.cit., p.3.
20 Cavdar, op.cit., p. 26.



places where they could not manage the full colonization of a country, as in the case of
the Ottoman Empire, China or Iran, they tried to divide them among themselves into
subordinate regions and to build up strong economic and political ties to control their
regions. Again railroads were one of the most important investment instruments. In the
Ottoman Empire, for example, each of the impenal countries tned to construct
railroads in the regions which they thought they could control in the future. Of course
this is a simplification of the situation and there are other economic and political factors

affecting these developments.2!

These projects were applied through different economic and political methods
according to the country in which they were established. The degree of western
interest in these regions was also another important criteria in the development of these

projects.

When the subject is seen from the point of view of the non-capitalist countries the
situation is different. These countries themselves wanted to adopt the developments in
the western world. However, the countries, which wanted to change their system in
order to keep up with the West, reached a common point: they were dependent on the '
superiority of the technology and economy which western countries had developed.
Thus, they decided to import this technology and to look at this situation in a positive
manner. The railroad was one of these technological superiorities and they thought
they could both build up their transportation systems and develope their economies.
Capitalist countries, too, saw this as a chance and started to construct railways. As a
result the railroad developed rapidly as it was useful for both sides. 2

2! Pamuk, op.cit., pp. 2-3. See also, Engin, op.cit., pp. 18-19. And, Lothar Rathmann, Berlin-Bagdat
Alman Emperyaligminin Tirkiye'ye Girisi ( Istanbul: Belge, 1982), pp.35-36.

2 Engin, op.cit., pp. 18-19.



CHAPTERII
DEVELOPMENT OF RAILROADS IN THE
MODERNIZATION PROCESS OF THE OTTOMAN
EMPIRE

In this chapter, the introduction and the development of railroads in the Ottoman
Empire will be examined. This will be done within the frame of the Ottoman
modernization process which was under western economic and political influence
aiming to integrate it into the captalist world economy. In other words within the
boundaries of its process of transformation to being an economic colony. Western
powers, mainly Bntain, France and Germany had important advantages in different
parts of the empire. Thus, during vanious decades of the 19th century until the collapse
of the Empire, these countries put the Ottoman administrators under strong political
and economic pressures. Railroads, being one of the most important tools of these
foreign pressures, always occupied an important place in the political and economic

developments.

For the Ottoman administrators the railroads held the same importance as for the
western powers, because railways ensure economic, military and political benefits.
Hence, many economic and political concessions were given to the western companies
working on the railroad projects in the empire. Although the benefits of railroads to the
Ottoman. Empire were unquestionable, the entrance of railroads into the Empire
developed in such a manner that in the end it helped to transform the Empire into a
semi-colony and a peripheral country of European industry.

10



At this point it must be said that, it is not possible to explain the Ottoman
modernization process and the development of railroads only with the internal
dynamics of the Empire but rather it must be explained with the compiex interaction
between the internal and external dynamics such as the forces which wanted to

integrate the Empire into the world economy.®

In order to understand how and why or under what conditions the railroads came to
the Empire and became an instrument of imperialism in the 19th century, the dynamics
of economic and political developments will examined together, as it is not possible to
explain the development of the raiiroad from economic or political points of view

alone.

A- THE MODERNIZATION OF THE OTTOMAN EMPIRE
AND THE ENTRY OF RAILROADS:

At the beginning of the 19th century the traditional social system and the administrative
structure of the Ottoman Empire was beginning to collapse. The Ottoman treasury and
fiscal system was in a very bad condition. The traditional land order and the strength of
the central government came to an end. The attitudes of semi-feudalism were seen
among the local administratives. The Ottoman army was behind the developments
taking place in the western armies. Thus, they began to lose more and more lands
through wars. Every land lost worsed the Ottoman fiscal system. In addition, western

economic influence was affecting the Ottoman production system in a negative

B Pamuk, op.cit., p.1. See also, Kemal Karpat, "The Transformation of The Ottoman State 1789-
1908, in ed., Metin Heper Readings in Turkish Polifics (Istanbul: Bogazici University Publications),
pp. 75-76. And, [ikay Sunar, State and Society in The Politics of Turkey's Development (Ankara:
Ankara University Press, 1974), pp. 14-15.

11



manner. The nationalistic movements and the demands of ethnic groups living in the
Empire increased after the French revolution. Briefly, the Ottoman system could no
longer keep up with the developments in the world. %4

In these severe conditions, the need for reforms was inevitable. The first reforms came
into action in the military field. Selim III tried to establish 2 new army. He was
confronted with severe reactions and rebellions and in the end he was executed. But
the reforms did not stop and continued during the period of Mahmut II. His main aim
was to reestablish the central authority. Thus, although he had signed the "Deed of
Alliance” (Sened-i Ittifak)?> with the local leaders (Ayans) he began to fight against
them in order to lessen their powers. He also sent many people to Europe and opened
schools in the Empire in order to introduce western education to the people. These
people learned about the new western culture and formed a new bﬁreaucratic
administrative class when they returned.? This class, from then on played the most
important role in Ottoman modernization. A strong bureaucracy also helped in a
renewed centralization of power.?” The point of centralization of the political power
was important as it would influence the reasoning of Ottoman administratives when

they decided to bring railroads to the country.

Ottoman reforms, on the other hand, were too limited to keep up with the West.
Hence, the Ottoman state became weaker each day. With the rebellion in Egypt the

24 Cavdar, op.cit., pp. 28-31. See also, Karpat, op.cit., p.81. And, Armaoglu, op.cit., pp.41-42.

25 Emre Kongar, Imparatoriuktan Ganamaze Turkiye'nin Toplumsal Yaps (Istanbul: Remzi,
1992), p. 67. See also, Metin Heper, "Center and Periphery in The Ottoman Empire with Special
Reference to the 19th Century", Readings in Turkish Politics, pp. 57-58.

2% Bernard Lewis, The Emergence of Modern Turkey (London: Oxford University Press, 1962),
p.87.

27 Karpat,op.cit., pp.81-88. Sec also, Halil Inalcik, "The Nature of Traditional Society: Turkey”, in
ed., Metin Heper, Readings in Turkish Politics, pp. 10-16.
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Ottomans were obliged to demand the help of England, in order to keep its integrity.
But these aids made the Ottomans more dependent on the West and in 1838 they had
to sign a free trade agreement with England. This agreement was not the only one. In a
very short time the Ottomans signed similar agreements with other western
countries.?® These agreements caused the loss of Ottoman control on foreign trade.?®
It opened the Ottoman markets to western goods and most of the traditional Ottoman
artisans lost their jobs as they could not compete with cheap western goods produced
by higher technology.3® This was the first stage, which was the free rivalry period, in

the integration process of the Ottoman empire into the world economy.3!

On the other hand the reforms in the social and political fields continued. In 1839,
Abdiilmecit announced the decree of Tanzimat. (Impenal Rescript of Giilhane-Giilhane
Hatt-1 Hiimayunu) This decree, although it was not exercised thoroughly, sustained the
right of private property and life guarantee. This was a major turning point in the
Ottoman social system which would be a base for the later economic political
developments. Reforms continued in the legal and educational fields. All these reforms,
increased the number of civil servants and military expenses which further weakened
the Ottoman treasury. The Ottomans needed money to meet these expenses. This led

2 Charles Issawi, The Economic History of Turkey 1800-1914 (Chicago: Chicago University
Press,1980), pp. 97-100. See also, {Ikay Sunar, "State and Economy in the Ottoman Empire”, in ed.,
Faruk Birtek, The State and The Ecomomy in The Ottoman and The Republican Periods
(Unpublished) p.77. And, Caglar Keyder, Toplumsal Tarik Caligmalars, p. 159.

® Dogan Avcioglu, Tarkiye'nin Dizeni (istanbul: Tekin, 1987), pp.104-109

30 For an optimistic approach to the 19th century economic development see, Zafer Toprak,
"Modernization and Commercialization in the Tanzimat Period 1839-1875", in ed., Birtek, op.cit., pp.
2-15.

31 Novigev divides this purposes into two periods. The first one is the period of free rivary capitalism
and second one the period of imperialism. See, Novigev, op.cit., p. 13.
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to the establishment of a new phase in Ottoman history. This phase could be defined as

the entrance of foreign capital to the Empire.32
Pamuk defines this point as follows:

"Large amounts of capital from the industrialized countnies were
invested in the periphery during the 19th century. These investments
can be grouped under two headings: (a) direct investments in
enterprises and (b) lending to governments. During the period before
World War I, most of the direct investment was placed in infrastructure
such as railroads and ports rather than in production activities such as
agriculture or industry. A limited amount of investment in mining was
the most important exception to this generalization. Moreover, that part
of lending to the government which was used for investment rather than
for meeting current expenditures also went primarily to infrastructure
such as railroads. As a result, most of the foreign investment in the
periphery did not directly alter the patterns of production. Rather, it
facilitated the expansion of center-periphery trade through the

development of infrastructure."33

The first aspect which was obtaining loans from the western powers was a very
important turning point because the increasing amount of loans made the Ottoman
state more and more dependent on the western powers. They took the Empire under

their political and economic influence and used it as an instrument of colonization.

32 Roger Owen, The Middle East in the World Economy 1800-1914 (London: Methuen,1981),
pp.109-110. See also, Karpat, op.cit., pp. 90-91. And, Rustow, op.cit., p. 99.

33 Pamuk, op.cit.,p. 55.
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They even competed with each other in order to give more loans.34 However, getting
loans was not an easy process. The difficulty did not come from the west but rather it
was the Ottoman administrators who were unwilling to borrow. The economic
conditions were severe and most of the resources of the public budget were lost; The
Sultan and the administrators refused the proposais of the west; in 1846 the economic
depression peaked, but Abdiilmecit still did not want to borrow. The Bntish
ambassador Stratford Canning submitted a report to the Sultan which talked mainly
about the reforms which must be realized but a]so offered attractive conditions for a
loan. Although Abdiilmecit initially refused this loan within a short time he was obliged
to take it up. This point is important as it shows the good intentions of Ottoman
administrators to rescue the state.3 However, the process of borrowing developed and
Ottoman state rapidly got into debt. These loans were used for current and military
expenses and towards to end of the century these developments resulted in the
establishment of the Diiyun-u Umumiye 3¢ This was an institution which was
established by the western states for controlling repayment of the loans. The most
important sources of income of the state such as tax on salt, tobacco, tithes, silk were
transferred to this institution. So the Ottoman state lost her fiscal authority whicix was

one of the determining factors in the Empire becoming an economic colony.3?

It is not wrong to say that the main goal of Ottoman administrators was to save the
Empire from dissolution.3® This aim continued until the establishment of the Republic

34 Owen, op.cit., pp. 100-110.
35 Cavdar, op.cit., pp. 38-40.
36 Ibid., pp. 44-48.

37 Issawi, op.cit., pp. 361-365.
38 Rustow, op.cit., p. 101.
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and the demise of the Ottoman Empire. As a consequence, the Ottoman administrators
realized each reform and renovation for this purpose, hence it is not wrong to say that
the railroads were also brought with this aim in mind.3°

In this process of modemization the first raiiroad project came on the agenda in 1850.
This was the main point of the second aspect of the foreign capital in the Empire which
was making direct investments. These direct investments of the west to the Empire
was mainly concentrated in infrastructure. Although other type of investments such as
investments in trade, banking and mining sectors were also important, only the
investments of in the infrastructure, which mainly covers the railroads, will be
examined according to the purpose of the thesis.

3% Pamuk, op.cit., p. 56.
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Figure 1 : THE SECTORAL DISTRIBUTION OF THE FOREIGN CAPITAL
EXCLUDING THE FOREIGN DEBTS (%)

SECTORS 1890 1914

RAILWAYS 41.1 63.1
HARBOURS 23 43
MUNICIPAL SERVICES 11.5 5.1
BANKING 23.5 120
INSURANCE | ... 0.7
COMMERCE 6.0 5.8
INDUSTRY 10.0 53
MINNING 5.6 3.7
TOTAL 100.0 100.0

REF: Sevket Pamuk, "Osmanli Imparatorlufunda Yabanc: Sermaye, sektorlere ve Sermayeyi ihrag eden tlkelere
gore dafnlim, (1854-1914)", in Tarkiye Iktisadi Tariki Azerine aragtirmalar ODTU Gelisme Dergisi, special
issue, pp. 143-144 quoted from Muhtesem Kaynak, Demiryollars ve Exonomik Geligme, Ph. D. (Ankara: Gazi
University, 1982), p. 159

As can be seen in Figure I, the amount of foreign capital stock directly invested on
railroads was close to two-thirds of the whole direct investments. In 1914, railroads
were the most important pattern of foreign investment in the western countries. This
was the outcome of the general trend in the world economy. At the end of 1913, of the
3,700 million pounds of British capital abroad, around 42 per cent was invested in
railroads. French and German investments abroad also showed a similar pattern. Of the
1,800 million pounds of French capital abroad in 1914, close on two-thirds was
invested in foreign state debts; the railroads share was over 15 per cent. Of the 750
million pounds of German capital invested abroad during 1880-1914, 64 per cent went
to foreign government bonds while the railroads absorbed approximatety 25 percent.4
This point highlights the importance of railroads in the colonization programs of the

40 Tbid,, p. 68.
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West and outlines the general frame of development which was to link the periphery to

the center.4!

As mentioned above, the reasons why the west made these investments in the Ottoman
Empire is very much the same as to why they built railroads in the other parts of the
world. There is however one more detail which was not mentioned in the introduction.
Constructing railroads in the Empire was profitable because they also got kilometric
guarantee payments from the Ottoman government. Also, as was done in the other
parts of the world, after the construction of railroads the investing country not only
brought financial and commercial capital to the Empire, but controlled the export of
agricultural commodity productions and the import of European manufactured
products. In short, it can be said that the country which realized the railroad project
was able to established or at least tried to establish economic ;:ontrol in that region.42

These points explain the first part (free nivalry capitalism) of the railroad investment in
the Empire. In order to explain the European goals in the second phase which was the
imperialistic period, it must be said that these aims were mainly gathered around
colonizing the Empire. However as it was mentioned before the Ottoman Empire was
too big to be colonized by only one European power, so they tried to share the
Ottoman lands among themselves. In this period the Ottoman Empire was seen as the
"sick man" or her situation was defined as the "Eastern question” which aim was to
dissolve and share out the Empire. Hence, during this phase European countries
undertook railway projects with due regard to this fact. Thus they constructed railroads
in the Ottoman regions which they expected to colonize after the death of the sick

man, and gave up short term economic anxieties in order to realize long term political

41 1bid, p. 67.

42 Earle, op.cit., pp.13-17. See also, Pamuk, op.cit., pp. 68-69.
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and economic goals. These projects therefore had strong political aspects as well as

economic ones.43

From the point of view of the Ottomans, the main goal of the administrators was to
save the Empire as previously mentioned. The whole of the 19th century was taken up
with the process of modernization whose main concept was taking western technology
and adapting it to the Ottoman system. Another main point was su'eggthening the
economic structure, which was accepted as inevitable for any kind of reform. The
Ottoman ambassadors in Europe witnessed the rapid development of the railroads and
its benefits to the development of western economy, and clearly realized the
importance of such transportation for the development of the Ottoman economy.
However, the Ottoman Empire did not have an efficient transportation system. The
transportation of goods and passengers was carried out by camels, mules, horss and
donkeys or carriages pulled by these animals. Also there were no surtable water ways,
reaching inland. The existing rivers were short, swift or unsuitable when considening

their capacity for transportation. 4

The Ottoman administrators saw the railroads as a solution to all the transportation
problems. They thought they could increase the production and thus they could open
up uncultivated lands into agricultural production and get more tithes (agar which is a
tax taken from agricultural production). Also they thought that railroads would
increase the trade in the region and it would increase the custom taxes. These were the
economic aspects of the Ottoman administrators approaches to the railroads and they
were right to think in that manner. Ozyiiksel gives the following example; during the

43 Novigev, op.cit., p. 13. See also, Rathmann, op.cit., pp.8-9.

44 Yaqub N. Karkar, Raibway Development in the Ottoman Empire 1856-1914 (Newyork: Vantage
Press, 1972), pp.59-61.
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years 1873-1877 the average income of the Izmir customs office reached 230,000
sterlins. Also the agricultural taxes collected in the region where the izmir-Aydin
railroad passed increased 13 times during the years 1856-1909.45

The second aspect of building railroads was political and military.4¢ As is known,
during the whole of the 19th century Ottoman lands witnessed internal disorder and
rebellions. It was a problem to maintain order in the vast Ottoman lands from one
center point as it took too much time to send enough military power to these regions.
By being a much quicker method of transport, the railroads satisfied this important
need. It was also seen as advantageous to sustain the internal secunty and to reach
strategic points easily.47 At this point the Ottoman administrators decided to build
railroads across the Empire but at that time it was impossible to do so purely from
Ottoman sources. The Ottomans did not have enough capital and technology to realize
a railroad project. This fact brought them to the decision of giving privileges to the
western companies to realize these projects, and all the railroad projects were dealt
with in this manner.4® Figure II below shows the foreign companies established on the
Ottoman territory to realize railroad projects. Also a copy of the first decree of
privilege given to the foreigners, to build railroads in the Ottoman Empire can be seen
in appendix L.

45 QOzyiiksel.op.cit., p. 11. See also, Kurmus, op.cit., pp. 73-75.

4 Dopald Quataert, "Ulasurma ve Haberlesme", Tanzimat'tan Cumbhuriye'te Tarkiye Tarih
Ansiklopedisi (Istanbul: lletisim, 1985), vol. 6, p. 1630.

47 Pamuk, op.cit., p. 70.

4% Earle, op.cit., pp. 9-10.
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Figure 2 : THE FIRMS WHICH WERE ESTABLISHED
BY THE FOREIGN CAPITAL RELATED WITH RAILROADS
BETWEEN 1856-1914

COMPANY NAME PLACE OF | YEAR OF | CAPITAL{OTTOMAN
ESTABLISHMENT | ESTABLISHMENT | LIRA)

IZMIR-AYDIN DEMIRYOLLARI  SIRKET-l | LONDRA 1856 981.000

OSMANIYYES!

TUNA VE KARADENIZ DEMIRYOLU VE |? 1887 ?

KOSTENCE LIMAN §IRKET! ‘

RUSCUK VE VARNA DEMIRYOLU SIRKET] ? 1863 ?
-KASABA DEMIRYOLUYLA TEMDID! | ISTANBUL 1863 704.000

OSMANLI SIRKET?

SARK DEMIRYOLLARI S{RKET] VIYANA 1869 2.200.000

MERSIN-TARSUS-ADANA DEMIRYOLLARI | ISTANBUL 1885 181.500

SIRKET-1 OSMANIYYES!

ANADOLU DEMIRYOLU SIRKET-1 | {STANBUL 1889 2.640.000

OSMANIYES!

YAFA-KUDUS-U SERIF DEMIRYOLU OSMANLI | YAFA 1889 176.000

ANONIM SIRKET]

SAM-HAMA VE  TEMDIDI  OSMANLI | ISTANBUL 1890 660.000

DEMIRYOLU SIRKET?

MUDANY A-BURSA DEMIRYOLLARI OSMANL! | {ISTANBUL 1891 22.000

ANONIM SIRKRET!

SELANﬂ\m'-MANAS'l'IR OSMANL! DEMIRYOLU | ISTANBUL 1891 880.000

S

DERSAADET-SELANIK  ILTISAK  HATTI | ISTANBUL 1892 660.000

DEMIRYOLU SIRKET]

BAGDAT D@me SIRKET-{ SAHANE-! | ISTANBUL 1903 660.000

oS

HUDEYDE-SANA VE SUABAT] SIMENDIFER | ISTANBUL 1910 220.000

KUMPANYASI

REF: Muhtesem Kaynak, Demiryollars ve Ekonomik Gelisme, Ph. D. (Ankara: Gazi University, 1982), pp.
160-161.

This was the general context under which the Ottoman railroad projects were realized
during the 19th century. Now, these projects will be examined one by one in order to
find out whether the political and economic basis of these projects coincide with the
general perspective of colonization purposes of the Empire.

B- RAILROAD PROJECTS REALIZED ON OTTOMAN
LANDS UNTIL THE ESTABLISHMENT OF THE REPUBLIC

With the exception of a few attempts by the Ottomans all the railroads in the Ottoman
lands were constructed by giving privileges to European firms. These European firms
were politically and economically supported by their countries and accomplished all the
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projects under the auspices of their governments according to the national interest of
these countries. In this context the railroads in the Ottoman lands could be divided into
three groups which were funded by three major countries. The first group of railroads
were the ones constructed by British companies and British capital. These railroads
were mainly the Iskenderiye-Kahire, Izmir-Aydin, Izmir-Kasaba, Kostence-Cernovada,
Varna-Rusguk lines. All these projects were built in the industrial period of capitalism
as defined above.

British influence continued until the 1880's when Germany interest in the Ottoman
lands began to increase. But before the Germans were effective in the Ottoman railroad
policies, there was an another group of railways constructed on the Balkan lands of the
Empire by the Ottoman state. These projects were known as "Rumeli Railways" 4%

Dedeagac-Edime, Banaluka-Novi, Istanbul-Edime, Edirme-Sanmbey, Selanik-
Mitrovige, Tirnova-Yanbolu railroads were build under this Rumeli railroads project.
This project was put forward by the Ottoman administrators but mainly realized by an
Austrian capitalist named as Baron Hircsh. The Balkan countries at that period were in
anarchy and each day Ottoman control was decreasing. Thus, it was not possible to say

that only one country was controlling these railroads.

The third group of railroads constructed on Anatolian lands was known as the
Anatolian-Baghdad railroad project which was mainly constructed and financed by
German capital. This third group of railways included Haydarpaga-lzmit-Eskigehir-
Ankara, Eskigehir-Konya railroads. The main goal in constructing the Anatolian
railroads was to connect Baghdad to Istanbul and other European cities.

49 M Ferit, "Mecmuamuiz Demiryollanmiz Biiyik Bayramimz®, Demiryollar Dergisi, 10 (Mart-Nisan
1934), p. 45.
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1) THE BRITISH INFLUENCE AND THE RAILROADS
BUILT BY BRITISH CAPITAL

The railroads constructed with British capital were in the industrial period of
capitalism. In this period the developing trade was very important and the aims of
Britain and British capital proceeded in this direction. Thus, one of the aims of Britain
was to build a railway which would shorten the way to India, her biggest colony. The
Iskenderiye-Kahire railway was an example of this goal. The British also aimed to
develop trade by reaching new markets by joining harbors to their hinterlands. Izmir-
Aydin, Izmir-Kasaba, Késtence-Cernovada, Varna-Rusguk were the examples of this

second goal. 3

a)iskenderiye-Kahire Railroad: The British government wanted to shorten the way to
India with this railway project. They wanted to join the Mediterranean to the Red Sea,
because at that time they saw this as a better alternative to opening a canal. They did
not want to create another problem such as the question the of Straits (Bogazlar
Meselesi). The railroad was 211 km. long and was completed in 1856 after a five years
construction process. At the date of construction, the railroad was of wide strategic
and economic importance, but lost this importance after the opening of the Suez canal
in 1869. The importance of this railroad was because it was the first railroad
constructed on Ottoman termitory. The Brtish government achieved this project
without getting any privileges from the Ottoman government. This is important

because it shows that the main goal was economic.3!

50 Cadirci, opcit. p. 301. Sec also, Milbahat S. Kiitikoglu, "Tanzimat Devrinde Yabancilarin
iktisadi Faaliyetleri®, in ed., Hakki Dursun Yilmaz, 150. Yikinda Tangzimat (Ankara: Tiitk Tarih
Kurumu Publications, 1992), p. 124.

51 Engin, op.cit., pp. 36-37. See also, Issawi, op.cit., pp. 183-187.



b)izmir-Aydin and Izmir-Kasaba railroads: The Izmir-Aydin railroad was the first
railroad privilege on the Anatolian lands was given to a British company in 1856. It
was 130 km long and also had branches in 1863. A short time after the Izmir-Aydm
line, the British received the privilege of the Izmir-Kasaba line. This line was
completed in 1866.52

The British companies received many privileges for constructing these railroads which
compensated for all the expenses of the project. But before expanding on these
privileges we have to mention that the main goal was to join the west Anatolian
agricultural production centers and markets to Izmir harbor. In this way, they could
establish economic control over these regions, so the Bntish government used its

political influence on the Ottoman government in order to get these privileges.53

Lord Stratford de Red Cliffe spoke at the opening ceremony of the Alsancak railway

station as follows:

"We hope that this railway is a useful capital investment which
will help the entrance of our industrial products to the Ottoman Empire.
As you all know Europe has benefited in the revival of the Ottoman
Empire more than ever. Western civilization has come to the gates of
the levant. If these gates, which we could not manage to pass until now,
would not open we have enough and even more power to open and

make our demands accepted. To support the productive investments

52 Issawi, op.cit.. pp. 181-187. See also, Cadirc, op.cit.,p. 363.
53 Issawi, op.cit., p. 187. See also, Cadircs, op.cit., p. 370, The line between Bursa and Mudanya was

consracted in order to combine the production centers of Bursa-Ertugrul and Kiitahya to the Mudanya
barbour. See Karkar, op.cit., p.69.
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like this railroad, which could help the Ottomans, is one of the major

duties of our government" .34

It was clear that the British government was supporting the British companies. They
also considered other economic reasons, before they started to build railways in
western Anatolia. There were 1,061 British merchants who were doing export and
import business in Izmir. These merchants knew that when Izmir and its surrounding
areas had transportation opportunities this would help the commercial development of
the region. In fact, Robert Wilkins who had the special privilege from the Izmir-Aydin
railway in 1856 with the support of British ambassador, was also a British merchant.3*

Merchant Wilkins and his colleagues sold this project to a British group. This group
established the institution of Izmir-Aydin railway company in 185756

The special privileges for this railway were as follows: The 3,3 percent of firm capital
which would be established was going to be given to the Ottoman government as a
guarantee and the first part of the railway 70 km. long was to be finished in September
in 1860. After the opening of the first part of the railway the Ottoman Empire
guaranteed a profit which was six per cent of the firm capital every year for 50 years.
The Ottoman Government agreed to make up the remaining part if profits fell below
this percentage. The materials which were necessary for building the railway and
managing it, could be imported without paying custom taxes. While the railway was
being built, the firm could use the lands, mines and forests which belonged to the

34 Kurmus, opcit, p. 7. See also, Kurmus, The role of British Capital in the Economic
Development of Western Anatolia 1850-1913 (London: Chambridge University Press, 1974), pp. 48-
50. And, Armaoglu, op.cit.. p. 81.

55 Kurmug, Emperyalizm'in Tarkiye'ye Girigi, pp. 51-52.

% Ibid., pp. 57-59.
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government. After opening the railway, the firm had the right of managing the mines
45 km. around the railway, by paying a small tax.57

Under these kinds of concessions, this railway was finished in eleven years on the 1st
July in 1866. It cost 47,5 million francs. England which was the strongest of the
foreign capitalist powers, started to succeed in the plan of transforming west Anatolian
lands into markets for England.

While this railway was being built, another Briish company which had 20 mullion
pounds of capital was given the concession of the Izmir-Kasaba railway with a six
percent interest guarantee. The concession was signed on the 4th of July in 1863 and
the construction of the railway started in 1864. In 1866 it had reached Turgutlu
(Kasaba) which was 93 km. away.58

c)Kostence-Cernovada and Vama-Rusguk Railroads: The 66 km. long Késtence-
Cemovada line was the first railroad on the European lands of the Ottoman Empire.
Cernovada was on the river Tuna and Kostence was on the Black Sea coast. This line
which aimed to combine these two cities was finished in 1860. The Varna-Rusguk line
was 224 km. long and was finished in 1866. Rusguk is a city on the nver Danube and
Varna is on the Black Sea coast. Again the aim was to join the two so that agricultural
lands could be connected to the harbors. The privileges of these two lines were given
to Bntish companies. As in the projects in the Aegean regions, the goal of the British
in building these lines was to get the benefit of the agricultural products of these
regions, because the transportation of these products became cheaper thanks to these

57 id.,, p. 52.

58 HK., "Tirkiyede Demiryollar insaat Tarihinin Gegirdigi Devreler” Demiryollar Dergisi, 14 (ilk
Tesgrin, 1938), pp. 902-904. See also, Engin, op.cit., p. 39. And, Kurmus, op.cit., p. 51.
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railroads. After the 1877-1878 Ottoman-Russian War these two lines were outside

Ottoman territory.5?

As a conclusion, first of all it can be stated that all the lines built by the British
companies had economic goals. Secondly, they used their political influence in order to
get these privileges at a period when competition between the European states was not
very strong. Thirdly, it could be said that they would have not built these railroads if

these projects were not profitable.

2) STATE ATTEMPTS AT BUILDING RAILROADS - THE
RUMELI PROJECT

After the Crimean war Ottoman administrators wanted to build railroads in the Balkans
which could reach Europe. The Tanzimat administrators Sultan Abdiilmecit, Mustafa
Resit, Ali and Fuat Pashas thought that the Ottomans must have more political
relations with Europe, so they must increase communications with Europe and a

railroad joining Istanbul to the European cities would be very helpful 60

But in 1866 there was only 514 km. of railroad in all. These were Kostence-Tuna
(66km), Izmir-Kasaba (98km), Vama-Rusguk (220km), {zmir-Aydm (130km). This
was insufficient for the vast Ottoman lands.6!

At this period rebellions in the Balkan provinces were increasing and the Ottoman state

was not powerful enough to suppress these rebellions, as it was difficult to send the

9 Kitikoglu, op.cit.,p.124. See also. Karkar, op.cit., pp.67-68.
60 Engin, op.cit., p. 43. See also, Karkar, op.cit., pp.67-68.

61 Mukbil Sezginer, "Sark Demiryollan Tarihi" , appendix of Demniryollar Dergisi, 12 (Subat, 1937),
pp. 4 -5. See also, Engin, op.cit., p. 43.
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army in time. A railroad could help the transportation of the troops. Also Ottoman
administrators thought that they could benefit more from the rich Balkan lands if the
trade of Eflak and Bogdan could be done by rail. This would also bring income to the
state. For all these purposes Ottomans wanted to build the "Rumeli Railroads."62

As 1n the other projects, the Ottomans did not have enough money and technology for

this project so they wanted to give privileges to some European companies.

In 23 January 1857, Bab-1 ali signed the first contract with a British parliamentarian
named Labro. But Labro could not even succeed in establishing a company and could
not find the necessary deposit guarantees. So this contract was canceled. In 1860
another contract was signed with another British entrepreneur. This was also cancelled
and another privilege was given to the Belém Vander Elst Brothers in 1868. But the
Vander Elst brothers also could not realize the project. Finally on 19th December,
1868, the Mmister of Transportation Davut Pasha was sent to Europe, and he signed a
contact with Baron Maurice de Hirsch who was among the Belgian bankers in Paris.
He accepted this duty by the negotiations in February and March. The agreement was
signed on 17th Apnl, 1869. The railway which would be constructed was to start in
Istanbul and going through to Austria. This railway was to be given to the Baron with
99 years of management privilege and 14000 franc of kilometric guarantee. Also many
concessions were given which were to the benefit of Baron Hirsch. The agreement was

certified by Davut Pasha on 11th October, 1869.63

In accordance with this project Baron Hircsh built 1279 km. of railway. These were
Istanbul-Edirne 319km, Edine-Sanmbey 243km, Dedeaga¢-Edime 149km, Selanik-

62 Sezginer, op.cit., pp. 4 -5.

63 Engin, op.cit., p. 61. See also, Sezginer, op.cit., pp. 4 - 5.
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Mitrovige 361km, Banaluka-Novi 102km, Tirnova-Yanbolu 105km. The total project
was foreseen as 2000 km. of railroads but Baron Hirsch only built the easy parts of the
railroads which cost much less than the other 700 km. So he received a great deal of
profit from this agreement and the Ottoman state had to pay large sums of money to
the owners of the commercial rights after the Baron transferred his privileges. In the
end the Ottomans had extensive loses and an unfinished railroad which was not
connected to the European railroads. The main goal of the Ottoman administrators,
which was to reach European cities with a railroad, had not been realized. After this
failure the Ottomans wanted to finish these project from state resources, and for this
purpose Ottoman administrators tried to get loans from the European capital markets.
They signed a debt contract with the Ottoman Bank in 1873 but this could not be
realized because of the economic depression in the Vienna market.%

As a consequence, it was not possible to finish the Rumeli railroads until 1875. At that
period Ottomans had several interviews with many companies but could not manage to
conclude the project. The Balkans rebellion in 1875, the Ottoman-Serbian war in 1876
and the Ottoman-Russian war (1877-1878) incurred considerable military expenses and
also many difficulties (because of the on going war) and at the end the project was
abandoned. After the Treaty of Berlin, a conference between Turkey, Bulgaria, Serbia
and Austria-Hungary was held. This resulted in the convention of May, 1883, in which
each Government agreed to finish the remaining uncompleted line in its own territory
before October 15, 1886. The Turkish Government was given charge of Bellova-
Vakarel. Vakarel was a terminal point on the oriental Rumeli border at distance of 46
kilometers from Bellova. In addition, it found itself in charge of a line from Uskub to
Zibeftche, which reached the Serbian frontier. The length of this was estimated as 85

64 Karkar, op.cit., p.68. See also, Engin, op.cit., p. 120.
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kilometers, thus making a total of 131 kilometers. The concession was ceded to Baron
Hirsch, whose company began work in 1885 and finally completed it in 1888. The
Uskub-Salonica railway was opened to Belgrade, and the Constantinople to Bellova
line put the final touch to the network, thus reaching Bulgaria and Serbia. By 1888, a
line of 1,686 kilometers linking Constantinople with Vienna was in operation.
Surprisingly enough, the Baron finally ceded all the lines included in his concession,
those both finished and unfinished, to the Deutsche Bank. This was accomplished on
April 17, 1890.65

3-THE DEVELOPMENT OF IMPERIALISM AND THE
INCREASING GERMAN INFLUENCE

After the failure of the Rumeli railroad project Ottoman administrators did no further
work to realize new projects until 1888. Also during this period European companies

did not want to invest in the Ottoman Empire for the following reasons:

a)The Ottomans had obtained too many loans and had spent this money on military
expenses of the Serbian and Russian wars thus the Ottoman treasury was in extreme
difficulty and could not afford to repay new loans.

b)The Ottoman Empire was beginning to disintegrate. The political instability was very
high and there was too much political risk for building railroads on Ottoman lands.
This situation continued until the establishment of Diiyun-u Umumiye in 1882. This
institution assumed responsibility to control most of Ottoman public revenues and

undertook to pay back the Ottoman loans and interest. Another undertaking of Diiyun-

65 Wilheim Pressel, Les Cheruns De Fer en Turquie D'asie (Zurich:Orell Fiissli, 1902), pp. 52-53.
See also, Karkar, op.cit., p.68.
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u Umumiye was to pay the kilometric guarantees of the railroads to the European
firms. This decreased the economic risks and resulted in an increase in the demands of
railroad privilegas.“

The political nisks still continued but an important development occurred after 1871. In
that year Germany won the French war and establish its union. From then on this state
also entered into competition with other European countries. This period was defined
as the impenalistic period of capitalism. So the German interest in the Ottoman Empire
increased and they tried to improve economic relations with the Ottoman Empire. This
process continued until 1888. In that year Wilhelm II became Emperor and began to

apply impenalistic colonization policies known as "weltpolitic”.67

During that period many countries in Asia and Africa were becoming colonies of the
major European countries and the German colonies were far behind in supplying the
needs of a rapidly developing German industry. Thus Wilhelm II directed his attention
to the Ottoman lands which was seen as a big market with a population of 20 million

as well as untouched natural resources 68

From the Ottoman point of view the situation was very severe. The 1877-1878
Ottoman-Russian war showed that the Ottoman Empire could no longer stand on its
feet without the political support of one or more European country. Secondly, there
was strong distrust against Britan, France, Austria and ‘Italy as all these countries had

demanded land from the Empire or occupied some parts of the Empire. Also

66 Qzyiiksel, op.cit., p.21.

67 John Wolf, The Diplomatic History of the Bagdad railroad, (Columbia: University of Missouri,
1936), p. 1. See also, Ozyiiksel, op.cit., p.37.

68 Rathmann, op.cit., pp.62-65. See also, See also, Cavdar, op.cit, pp. 110-113. And, Ozyiiksel,
op.cit., pp. 37-42. And, Earle, op.cit., pp.47-48.
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Abdithamit was in sympathy with the authoritarian system of Germany as opposed to

Britain and France.$?

In this context, in 1882, Ottoman German relations developed rapidly. Besides
increasing the economic activities, the Ottomans invited a German military committee

to bring about reforms in the Ottoman army .70

4- THE RAILROADS CONSTRUCTED BY THE GERMANS

a)The Izmit-Ankara railroad: During the reign of Abdithamit II railroads were always
on the agenda. The main aims of Abdiithamit was to establish a unity between the
Islamic parts of the Empire. He saw the loss of the Christian Balkan lands as an
elimination of the rotten branches. He did not take the loss of these lands seriously and
directed his attention towards the Anatolian lands. He saw railroads from this
perspective and he trnied to realize the Istanbul-Baghdad railway for the above

reasons.”!
Ozyiiksel states as follows:

"It was known that Ottoman administrators wanted to build a
railroad which cross cut the country reaching Baghdad. With military
and economic purposes Abdiilhamit emphasized the mulitary aspect and
said that railroads had a big strategic importance as it provided the fast
transportation of our soldiers, thus it was necessary. But the failure of

69 Cavdar, op.cit., pp. 128-130.

70 Qzyiiksel. op.cit.. pp. 49-50.

71 Serif Mardin, "Center Periphery Relations: A Key to Turkish Politics”, in ed.. Faruk Birtek, op.cit.,
p. 176.
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the state enterprise of the Rumeli railroads showed that foreign capital
was needed for building railroads. However, the distrust of Abdiilhamit
against Britain and France caused the refusal of applications from these
countries. The Sultan thought that these countries wanted to use
railroads as an instrument for establishing their own influence

regions."72

Consequently, the Ottomans gave the privilege of Izmit-Ankara railroad to the German
Deutsche Bank. This contract consisted of the 486 km. long Izmir-Eskisehir-Ankara
line. For this project Deutsche Bank gave a 30 million mark credit with a five percent
interest rate which was very low. In addition the privilege of the Haydarpaga-Izmit line
was given to Deutsche Bank against 6 million francs. The privilege was for 99 years
and the project had to be finished within three years. 7

The Ottoman government also accepted to pay a 15,000 franc kilometric guarantee for
the new line and 10,300 franc for the Haydarpasa-Izmit line. If the incomes of these
lines were below these amounts, the Ottoman government was obliged to pay the
difference. The incomes of Izmit-Ertugrul-Kiitahya-Ankara sancaks were shown as a
guarantee. Diiyun-u Umumiye was responsible for the collection of these incomes. The
company was also given the privilege of mining and cutting trees in the 20 km. range

from each side of the railway.74

The signing of this contract was carried out after Wilhetm II become Emperor; before
him Bismarck was against imperialistic policies and did not have much interest in the

T2 Cavdar. op.cit., p. 125-126. See also, Ozyiiksel, op.cit., p. 62.
73 Issawi, op.cit., p. 188. See also, Ozyiiksel, op.cit., p. 66. And, Cadircy, op.cit., p. 302.

74 QOzytksel, op.cit., p. 66. See also, Issawi, op.cit., p. 188. And, Karkar, op.cit., p.72.
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Ottoman lands as he did not want to get into conflict with Austria and Russia which
also had interests on the Ottoman lands. So Deutsche Bank did not expect to receive
this project because of political attitudes of the country. They declared in a report that
they did not see this project profitable, in 23 March 1888. However, they changed their
mind in the same year that Wilheim II came to power, parallel to the change in the
state policy against the Ottoman Empire.”3

This point is very important as it shows that the political goals at that period were more

important then economic ones.

b)Germany Gets The Control Of Rumeli Railroads: After the above mentioned period
Deutsche Bank also bought the stocks of Istanbul-Edime-Philippovel-Bellova railroad
which was constructed by Baron Hirsch on the European lands of the Empire. This
was very important from the point of Deutsche Bank because, on 12 august 1888 the
Paris-Vienna express reached Istanbul. After that, the capital of the Ottoman Empire
had railroad connections with major European cities such as Vienna, Paris and Berlin.
This was an encouraging development for Deutsche Bank to extend the railroads in the
Asian lands of the Empire. On 28 October 1890 they also bought the privilege of the
219 km. long Selanik-Manastir line for 99 years. Thus Germany who did not even
have one kilometer of railro.ad in the Ottoman lands until 1888, had the privilege of
2000 km of railroads in 1890.7

c)Eskisehir-Konya railroad: After the Izmit-Ankara railroad was finished the Ottomans
wanted to extend this line to Baghdad, and Abdiilhamit was urging the Germans to
undertake this project. But the Germans refused as it was not profitable enough. The

75 Earle, op.cit., pp. 18-30. See also, Ozyiiksel, op.cit., pp. 63-64.

" 76 Rathmann, op.cit., pp.42-43. See also, Ozyiksel, op.cit., p. 70.
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general director of the Anatolian railroad company, Von Kuhlmann, wrote to
Raschdau who was an officer in the German ministry of foreign affairs as follows:

"The 578 km. long Ankara line will be finished at the end of this
year in accordance with the contract the Suitan is now urging us to
construct his fantastic project of the Baghdad railroad. In respect to the
Sultan, we are now making preliminary studies of the region.

It was nonsense to think of extending the railroad to Baghdad. The
company must be careful before deciding to construct such a project, if
it does not want to mislead the public opinion ....... and I saw a benefit
in constructing the 400 km. long Ankara-Kayseni and 410 km long

Eskisehir-Kiitahya-Konya lines if we want to maintain our prestige."7’

This letter shows the approaches of the Anatolian Railroad Company to this project. At
this period, other European countries were increasing their demands for getting
privileges from the Ottoman Empire. In 1891 a Belgium-French group wanted to get
the privilege of a railroad between Samsun and Iskenderun but Abdiilhamit refused this
as he thought it would facilitated the Russian attack towards the inner regions of
Anatolia. Also in 1891 a British contractor Staniforth made a suggestion which could
be in competition with the project of the Anatolian Railroad Company. He had the
support of the British ambassador in Istanbul. This was a railroad project beginning
from Eregli and going to Baghdad via Ankara. Also a French group wanted to get the
privilege of the Eskigehir-Kiitahya-Konya line. However, Abdiilhamit wanted to work
with the Germans according to the Istanbul-Baghdad project. In 1892 these European

countries put more pressure on Abdiithamit and suggested better conditions such as

77 QOzyiiksel, op.cit., p. 77. See also, Issawi, op.cit., pp. 188-189.
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constructing Istanbul-Baghdad railroad without getting any kilometric guarantees.
According to the Germans these suggestions were not sincere and they were aimed at
stopping the German influence in the Ottoman Empire. The British ambassador in
Istanbul officially informed Babi-ali that Bab-1 ali by giving the privilege of the Konya
railroad to Deutsche Bank would harm British interests in the region. The Eskisehir-
Konya railroad was passing from the hinterlands of Izmir-Aydin and Izmir-Kasaba
lines thus if Germany realizes this project they would lose their influence on the

region.”®

Despite all these pressures Abdiilhamit did not change his mind and tried to find
solutions to the problem with the Germans. Along with the British pressure Germany
accused him of no longer showing understanding to their Egypt policies. The privilege
of extending the Izmir-Kasaba railroad up to the Afyonkarahisar and the privilege of
Beyrut-Sam-Halep railroads were given to France.”

As a result of this development in 15 February 1893 the Ottoman government signed a
contract with Anatolian Railroad Company for the privilege of the Ankara-Kayseri and
Eskigehir-Konya lines. According to this contract a 13,800 franc kilometric guarantee
was accepted and the incomes of (asar tax) Trabzon and Giimiighane were shown as a

guarantee, however Ankara-Kayseri railroad was never built.%

After the 1893 world economic depression the financial institutions went through a
very difficult time. This situation continued until 1897. During the period between
1897 and 1903 negotiations on the construction of the Baghdad railroad continued.

78 Karkar, op.cit., p. 72. See also, Cavdar, op.cit., pp. 125-129.
7 Rathmann, op.cit., pp. 46-47. See also, Ozyiiksel, op.cit., pp. 81-83. And, Cavdar, op.cit., p. 127.

80 Qzyiiksel,op.cit., pp. 87-88.
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This project was so important and so big that Germany could not afford the necessary
capital from her national market. At that time there were two spheres of thought on the
German side. The first one was the nationalistic view which was supported by
Marschall Von Bieberstein the German ambassador of Istanbul between 1897-1912.
He believed in the necessity of Wilheim II's weltpolitic and supported the idea that
Germany must build the Baghdad railway alone. He believed that, i this way Ottoman
lands would be under German influence. In 1899, he wrote a report and sent it to
Chancellor Hohen Lohe. In this report he put forward his ideas about weltpolitic. He
said that for some countries economic expansion was inevitable and when a foreign
investment came to the agenda the risk and profitably of this investment had different
meanings. The conditions under which a country must support private capital was
decided according to the economic policies of that country. He thought that, extending
the Anatolian railroad to Baghdad was a duty of national economy which all the nation
had to support. He also said that economics and politics could no longer be separated
from each other and only the economically strong countries could have political
influence. According to this view, he was afraid of losing the Baghdad railroad

privilege to other countries.?!

The other group was interested in the economic aspect of this railroad. The general
director of Deutsche Bank Georg Von Siemens thought that Germany could not
finance this project alone and she had to find partners from Britain and France. He
believed that only with the support of these countries could this project be fulfilled.
Abdiithamit, on the other hand, did not want other countries to engage in this project.

81 (Ozyiiksel, op.cit., pp. 125-128. And, Rathmann, op.cit., pp.65-66.
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He would only accept it with the condition that the control of the company must be
held by Germans. 32

The period between 1897 and 1903 was occupied by the political maneuvers of
Bntain, France, Russia and Germany. Britain, France and Russia were against the
increase of German influence in the Empire. In line with her foreign policy Russia did
not want a strong Ottoman Empire. The British were strongly opposed to the railroad
between Basra and Baghdad as this region was extremely important for their control
over India. France was also after its interest on the Anatolian lands.$3

Russia received a privilege from the Empire for constructing railroads in the Northern
parts of Anatolia and the Bntish never accepted agreement with the Germans as they

saw the India road under threat.

The problems increased and the signing of the Baghdad railroad contract was left
hanging in the air, but the Germans agreed with the Ottoman government to sign a
pre-agreement in 1899. For the signature of the main contract the Germans tried to
establish a partnership with the Bnitish. They managed to agree with some bankers but
the British government refused to sign this agreement. In the end in 1902 the Germans

signed the main contract.$

The concession of the Baghdad railway carried with it handsome and liberal terms. The

guarantees for the construction of the line were rewarding. In brief, they amounted to

82 QOzyiiksel, op.cit., p. 130-132.

83 Cavdar, op.cit., pp. 119-120. See also, Earl, "Tirkiye, Bityik Devietler ve Bagdat Demiryolu
Emperyalizmle Alakadar Bir Tetkik", Demiryollar Dergisi, 9 (Eylal 1933), pp.391-392.

84 Orhan Conker, "Osmanh imparatoriugu Zamaninda Biiyitk Devietlerin Takip Ettikleri Demiryol

Siyasasi”, Demiryollar Dergisi (Subat, 1936, vol. 11), pp. 601-602. See also., Ozyitksel, op.cit., p.168.
And, Cavdar, op.cit., p. 132.
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15,500 francs a year per kilometer. This amount was to be capitalized with the Porte,
giving the company state bonds bearing interest at four per cent, redeemable during the
period of the concession. Besides this, the Ottoman government undertook to provide
a sinking fund at the rate of 0.0875 percent. The remainder, 4500 francs per kilometer,
were allowed for working expenses. Once the line went into operation, if gross
kilometric receipts exceeded the estimated remuneration over costs, a formula had
been worked out whereby the surplus was shared between the parties involved. Besides
this, the revenues of the districts traversed were to be set aside for debt service, and put
under the supervision of the Public Debt Administration.

At that point Abdulhamit brought a new project to the agenda which must be
mentioned here. This was the Hicaz railroad project which had no economic basis. It
was totally a political project developed according to the pan-islamist policies of
Abdiilhamit. He wanted the support of all Moslems in the world to bring about this
religious project. He managed to collect a considerable amount of capital for this
project from donations and constructed a railroad between Damascus and Mecca
- which was 1320 km. long. It was a very important project as it was done totally by
Ottoman engineers and capital. This railroad was finished in 1914 36

In 1903 the first part of the Baghdad railroad was started. This was the line between
Konya and Bulgurlu which was 200 km. long. Although this part was completed in 19
months and encouraged everyone, from then on the construction was stopped and until
1911 only 38 km. was built &7

85 Karkar, op.cit., p.72.

86 Jacob M. Landau, The Hejaz Railway and The Muslim Pilgrimage (Canada:Wayne State
University Press, 1971), p.13. See also., Karkar, op.cit,, p.75. And. HK,, op.cit,, p. 913-915.

87 Cavdar, op.cit., p. 133. See also, Karkar, op.cit., p. 73.
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The main reasons for that were again financial difficulties and the revolution of 1908
against Abdiilhamit. France and Britain tried to stop the project. In the end the
Germans found enough capital for the 840 km. long Bulgurlu-El Helif line which was
the most difficult part of the whole project. This attempt also failed as Abdiilhamit was
removed from office in 1909.88

5-THE FRENCH RELATION WITH THE OTTOMAN EMPIRE
IN CONSTRUCTING RAILWAYS

Before continuing with the period of the second constitution, the railroad projects
realized by French companies must be mentioned. The interest of France with the
railways in the Ottoman ternitory principally started after 1860. After the Lebanon
event which occurred in 1841, France increased her attention in Syria. The Lebanon
event revealed the Eastern policy of the French. Austria and France acted as two
important protectors of the catholic religion in the East. The relation between Syrna
and France also started from the religion protection promises. France started to
construct the railways in Syria towards the end of the nineteenth century. A special but
small concession went to an Ottoman subject. In turn, he ceded it to a French company
formed in 1889. This company constructed the line between Jaffa and Jerusalem, a
distance of 87 kilometers, and added branch lines to Ghazza, a distance of 75

kilometers, and to Nablus, 50 kilometers. The work was completed in 1892.3°

Another concession was granted to a Lebanese, who ceded his rights to a French

company which eventually constructed and operated the line between Damascus,

88 Issawi, op.cit.. p. 189.

89 Karkar, op.cit., pp.69-70.See Also, J. R. Pilling, The Syria Ottoman Railway Company (London:
Gilbert and Rivington, 1892), pp. 5-6.
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Homs, Aleppo and Biredjek. The French Company later became the Societe Ottomane
du Chemin de Fer Damas, Hama et Prolongement or D.H.P. for short. It constructed
the 97 kilometers long, exceptionally narrow-gauge line of 1.05 meters between
Damascus and Mazarib in Hauran. It was opened in 1894. The same company took
charge of constructing the Damascus-Beirut line without any kilometric guarantees.
The distance covered was 145 kilometers. It was in operation in 1895. Again, in 1902,
a standard gauge line was opened between Riyaq, a town in the Beqa', which 1s located
on the Beirut-Damascus narrow gauge line, and Hama 182 kilometers away. Four
years later, the line was extended to Aleppo, another 137 kilometers. In 1909, a 97
kilometers standard gauge extension was constructed between the port of Tripoli and

Homs, located on the Riyag-Aleppo line.%

On the eve of the war, the D.HP. was responsible for running a 644 kilometer
network of railroad, connecting the principal cities of Syria with the coastal periphery.
Other French promoters were awarded a railroad concession in 1908 to connect the
Red Sea port of Holeida with Sana'a. This had for its purpose the division to trade
from Aden into Ottoman territory. The line was never constructed. Final but significant
concessions were given to French promoters as late as April, 1914. These were mostly
for a network to be run in Northern Anatolia and Armenia. The grants were

conditional upon receipt of badly needed French financial assistance.!

According to France, the Sam-Halep-Birecik railway had to be constructed and joined
with the Baghdad railway apart from the Beyrut-Sam railway. At the same time, this
line would be connected to the Mediterranean. There were also the projects which

were to dominate Basra Gulf by one of the harbors of Syna. These were the projects

20 Karkar, op.cit.. pp.69-70.

91 Ibid.
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which France had in mind. By 1914, French holdings of Turkish public debt and

investments in Turkish enterprises exceeded that of any other country.
6-THE PERIOD OF THE SECOND CONSTITUTION

This period was mainly characterized by a major shift in Ottoman foreign policy.
Having liberal ideas the Young Turks directed their attention towards Britain and
France which were more liberal countries compared with Germany. Thus between
1908 and 1910 the Germans lost their influence on the new Ottoman government. In
this period the contract signed with Abdiithamit was severely criticized. This situation
was ended by the positive attitudes of Germany towards the empire and also the
negative ones of Britain and France. At the same time the economic and fiscal
dependency of the Empire increased and the need for foreign borrowing was
inevitable 2 In 1910 Germany gave a very important loan to the Ottoman Empire
which Britain and France had refused to give. So the Ottomans were again agreement
with Germany and in 1911 they signed a new contract with them. As a result of this
agreement Germany gave up some important parts of this project such as the Baghdad-

Basra line and also tried to solve other problems with France and Russia.

In this moderate environment the construction of railroads developed rapidly. Until
World War I, 887 km. of the projects were finished including the 200 km. long Konya-
Bulgurlu line. These lines were Bulgurlu-Ulukisla 38km, Dorak-Yenice 18km, Yenice-
Mamure 97km, Radsu-Halep-Trablussam 203 km, Ulukijla-Karapinar 53km,

92 Tevfik Cavdar, fttihat ve Terakki (Istanbul: fletisim, 1991), p. 110. See also, Rathmann, op.cit.,
pp. 89-94.
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