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Transport hubs of the Crimean region and Ukrainian SSR
in terms of infrastructure development after the Second World War

Wezly transportowe Ukraitiskiej SRR i regionu krymskiego
w kontekscie strategii rozwoju infrastruktury po I1I wojnie Swiatowej

Summary:

It is common knowledge that in 1954 the Crimean Region of the Russian SFSR was transferred to the
Ukrainian SSR. There were numerous speculations about its legal aspect. Nowadays, the current need is to ana-
lyze the social and economic preconditions for making the decision on the transfer of the Crimean region from
Russia to Ukraine, and there were plenty of them. This article presents the prospects for the development of rail
communication between the Crimea and Ukraine which were planned before 1960. The plans for the develop-
ment of rail communication between the Crimea and mainland Ukraine had economic and military-strategic
factors. They provided the prospect of a drastic increase in transportation loads. The active development of
agriculture and industry on the territory of the Ukrainian SSR, extensive construction of the channels and
irrigation systems, construction of a military base in Sevastopol, as was foreseen by the plans for social and
economic development, became the preconditions for the planned growth of transportation loads between the
Crimea and Ukraine and stimulated the development of rail communication between the Ukrainian SSR and
the peninsula. It must be separately noted that the plans for the development of recreational resources of the
Crimean peninsula stimulated not only the development of connection between Ukraine and the Crimea but
also the development of transport in the Crimea itself.
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Streszczenie:

W 1954 r. obwodd krymski Rosyjskiej Federacyjnej Socjalistycznej Republiki Radzieckiej zostal
przekazany Ukrainskiej SRR. Jako ze wokot tego faktu powstaly liczne kontrowersje aktualna jest potrzeba
przeanalizowania jego przestanek spoleczno-gospodarczych. W artykule podjeto probe ich artykulacji oraz
poglebionej analizy. Punktem wyjécia zaprezentowanych rozwazan jest przyjeta w roku 1947 i realizowana do
roku 1960 koncepcja rozwoju polaczenia kolejowego Potwyspu Krymskiego z Ukraing. Plany te uwarunkowane
byty wieloma wzgledami, przede wszystkim czynnikami gospodarczymi i wojskowo-strategicznymi. Wazne
miejsce odgrywala koniecznos¢ radykalnego wzrostu objetosci przewozéw. Zakladano wtedy, ze nastapi
szybki rozwoj gospodarki rolnej i przemystu, budownictwa kanaléw oraz systemu nawadniania, rozbudowa
bazy wojskowej w Sewastopolu. Oddzielne znaczenie mialy plany zagospodarowania zasobéw rekreacyjnych
Potwyspu Krymskiego, ktére stymulowaly rozwdj nie tylko potaczen pomiedzy Ukraing a Krymem, ale takze
i rozwdj transportu na Krymie.

Stowa kluczowe:
Zwiazek Radziecki, Ukraina, Krym, linie kolejowe Pétwyspu Krymskiego
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1. Economic zoning of the Ukrainian SSR.
Economic development of southern Ukraine
after the Second World War

Administrative borders of the USSR republics did not always denote the
economic zoning of country. Actually, they appeared when Soviet Union was
formed and they were changing because of the kind of ethical and political tur-
moil. The command-administrative system was established and the All-Union
Communist Party of Bolsheviks was created in the USSR. Since 1952 it was
called the Communist Party of Soviet Union, it was one representing a total-
ly new vertically integrated mechanism of socio-economic progress manage-
ment. And the initial economic sense of borders within Soviet Union republics
was lost. The governing Communist Party of Ukraine was managing economy
of the USSR decisively. Committing economic policy, it was to develop a large
structural net, one uniting all administrative units as well as people of various
professional and territorial backgrounds, for example. When such structural
parties appeared, they secured audit as well as mobilization of qualified labor
(to mobilize it in a case of such necessity as large governmental construction,
for example). People from party organizations had to look after the work force
engaged in construction or manufacturing. They had to define the promising
party members inside the governing party. Passionate party followers were to
watch the potential workforce, who hadn’t joined the party yet.

Availability of resources and energy was crucial economic regions in the
USSR to appear around the large-scale projects. Logistics was an important
factor as well. Administrative zoning was effective to manage agriculture and
local industries directed by Soviet Union Ministries and local governments at
that time. Most agricultural enterprises of the Ukrainian SSR after the Second
World War were directed by the USSR’s Ministries. Development of enterprises
was to remain under the supervision of soviet government and local party in-
stitutions were to look after that, though their efficiency often was the reason to
attract regional material and financial resources if necessary. Fedorov being the
first secretary of the Ukrainian Communist Party in Kherson Regional Com-
mittee asked to lobby for larger financing to construct oil-processing plants in
Kherson, because at times of war the only local resources were assigned to cov-
er the vast majority of construction needs'. Party leaders of the Ukrainian SSR

! Cexperapio ITK KII(6)Y ToBapumy Xpymesy H. C. [JoxnagHas 3anucka 1o mucbMy cekperaps XepcoHCKOTo

obkoma KII(6)Y ToB. ®egoposa (Big - II. C.) 3am. Cexperapsa IIK KII(6)Y nedTsnoit mpombiurerHocTy T.
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were active engaging local labor as well as exploiting construction materials,
- and all that was to show enterprises growth under the All-Union supervision.
There are many examples of such reconstruction at times of war. Admin-
istrative zoning in the USSR happened to be quite efficient at that time, if to
speak about the most beneficial usage of local resources, and it was not the only
one case. Large-scale projects as well as construction of industrial complexes
was in need of local supervision. It was completely other case and other prin-
ciples up to which these economic and industrial regions were appearing. We
can speak about the development of Donbas energy base in this context. River
capacities were crucial Hydroelectric Power Stations to appear around them.
The problem of economic resurgence of the Crimean region, which until
1954 was a part of the Russian SFSR, was considered directly in the writings
of A. Pashchenia. In his monograph ,,The Crimean Region in the Soviet Period
(1946-1991)”, it was noted that after the end of the Second World War, the Cri-
mean Region leadership set three tasks: to resurge the industrial capacity for
the needs of the USSR Black Sea Navy Fleet; to restore the agriculture capacity
and recreational base’. A. Pashchenia noted the unsatisfactory implementation
of the plans to restore the economic capacity of the Crimean region, in particu-
lar, the city of Sevastopol, which in 1948 was planned to be rebuilt within 3-4
years’. However, this city was already rebuilt in the period after the transfer of
the Crimean peninsula to the Ukrainian SSR under the lobbying of the leader-
ship of Ukraine®. In a similar way, according to A. Pashchenia, the funds for
the industry renovation during the first five-year plan after the war were under-
estimated and the reconstruction plans were not implemented. As a result, the
unsatisfactory rates of economic recovery in the Crimean region could not
stimulate the development of its transport connection with the mainland part
of Ukraine. At the same time, as noted by Ye. Yeremenko, preference was given
to the recovery of rail communication in the Donbas region and the Kryvyi
Rih iron-producing area, as well as these areas’ communication with large in-
dustrial centres, in particular and primarily with Moscow. In total, according
to the data presented in the study by Ye. Yremenko, during 1946-1955, there
were put into operation more than 700 km of the new railroad lines on the

Tontsl. 11.VI.1948 1., llenTpanbHuii iep>kaBHMIT apXiB rpoMacbkux o6’ennanb Ykpainn (LITATO Ykpainn).
- ®. 1. - Om. 23. - Cnp. 5132. - Apxk. 7.

B. H. [Tamenst, Kpsimckas o6macts B coBeTckuit nepuog (1946-1991 rr.), Cumgepomnons 2008, p. 345.
> Ibidem, p. 372.

Jonosinps mpo lepxasuuit 61omKxer Ykpaincbkoi PCP Ha 1953 pik Ta 3BiT mpo BMKOHaHHA Jlep>KaBHOTO
61omxery Ykpaincokoi PCP 3a 1952 pik, IITATO Ykpainu. - ®. 1. - Om. 24. - Cmp. 2943. - Apk. 171.
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territory of Ukraine, and for the first three years of the first post-war five-year
plan of economic development of the Ukrainian SSR, the pre-war loads of rail
transportation were restored®. The problems in the process of economic resur-
gence of the Crimean region and rather high rates of railroad construction and
restoration of rail transportation loads on the territory of the Ukrainian SSR
the peninsula had communication with, indicate a really low degree of prefer-
ence in ensuring the resurgence of the Crimean economy.

Article aims to investigate problems of railway connections development
between Crimean peninsula and continental Ukraine during the first «five-
year plan» at times of Crimea and Ukrainian SSR economic integration after
the Second World War .

Actually, new resources explored on the regional level didn’t necessarily
provide other regions with energy as well. All-Union industrial development
was of political significance for the Soviet Union government, one responsible
to provide regions with the necessary workforce. Creation of economic zones
in USSR on the regional level, and in Ukrainian SSR in particular, was tightly
connected with appearing of energy base clusters. Donbasenergo, Dniproen-
ergo as well as Mykolaiv and Odessa integrated energy plants were the energy
units of the regional level, but the key one after the Second World War was
Kherson. While Khakovka Hydroelectric Power Station was being constructed,
southern energy region appeared to unite Dniproenergo, Mykolaiv, Kherson,
Rostov and Crimea®.

Transport zoning was crucial, railway system to develop and energy areas
to form. Post-war transfers were mainly the railway ones. Increasing tendency
of railway transfers to the southern parts of the Ukrainian SSR was simultane-
ous to the age of aggressive construction. Prisoners’ department could provide
with figures about transportation of human beings to get engaged in construc-
tions of the governmental level in terms of the USSR and Ukrainian SSR in
particular. Kherson oil-processing plant was reconstructed by engaged prison-
ers, which also had to develop the important motorways, Southern-Ukrainian
& Northern-Crimean channels as well as Khakovka Hydroelectric Power Sta-
tion. Stalin railway net covering the area of Kherson, Zaporizhzhya and Dni-
propetrovsk regions in terms of Ukrainian SSR was to connect continent with
Crimean peninsula. Zaporizhzhya was the administrative centre of this rail-
way as well as administrative regional zoning centre of Ukrainian SSR South-

E. A. Epemenko, PasBurue >xenesHofopo>XHOro TpancnopTa Ykpannckoit CCP, Kues 1969, p. 19.

¢ Cxema pasButus snextpudeckux cereit or Kaxosckoit TEC. 28 nional1951 (ansa 3as. Bigminom GyaiBHuITBA

i 6ynmarepianis IIK KII(6)Y Mamyii IT. A. - I1. C.), HITATO Yxkpainn. ®. 1. Om. 24. Cnp. 1291. Apxk. 3.
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East. It was to concentrate power-generating capacities on the regional level as
well as manage railway connections to Dnipropetrovsk, Kherson and Crimea
as a railway hub. Stalin railway development plan in 1947 meant to accelerate
transportations from Ukrainian SSR and Crimea in direction to Zaporizhzhya
and Kherson. Besides, Kherson had to become a large transport hub. And it’s
worth attention that Stalin railway was connecting with Odessa one in Kher-
son region at Snigurivka station’. Kherson was to connect Crimea with the
continental part of the Ukrainian SSR. The Kherson city role as a railway sta-
tion hub was increasing as the city was becoming power generating capacities
and agricultural development centre in southern parts of Ukrainian SSR. Con-
struction of Southern-Ukrainian and Northern-Crimean channels was simul-
taneous to construction in Zaporizhzhya®. At the same time, Kherson party
institutions, mainly Kherson regional committee of the Ukrainian Commu-
nist party, had to direct Khakovka Hydroelectric Power Station construction.
It was responsible new fabulous projects to appear in the region’. In 1947 Stalin
railway development plan was to reconstruct railways that had already exist-
ed before the Second World War on Crimean territory and ones connecting
Crimean peninsula with continental part Ukraine. And Sevastopol-Sarabuz
railway branch, in particular, with a total length of 96 kilometers was used to
transfer 0,4 million tonnes of cargo per kilometer to Sarabuz and 0,5 million
tonnes per kilometer in direction to Sevastopol. Accelerated cargoes transpor-
tation was planned further, - 1950-year plan, for example, meant the transfer
of 0,5 million tonnes per kilometer in direction to Sarabuz, and analogically
0,8 - to Sevastopol. But 1955-year plan already meant the increase up to 0,7 on
the route to Sarabuz and up to 1,4 - in direction to Sevastopol. It was planned
to be 0,9 to Sarabuz and 1,6 to Sevastopol in 1960". Sevastopol branch of the
Stalin railway was planned to transfer more, because that area of Sevastopol
city was planned to be empowered with the military base. The adequate policy
of Sevastopol reconstruction officially began only in 1954 after lobbying for

CranuHcKas X. [i., «CXeMbl >Xele3HbIX HOpOr ¥ BopgHbIX myTeit coobmenuss CCCP. Ins cmyskeGHOro
MO/Ib30BaHMA», b. M..1943, cxema 27.

CreHorpaMma IepBOrO COBEIaHNMs HAPTUIIHO-XO3AMCTBEHHOTO aKTUBa cTpouTeneit I0>xHO-YKpamHCcKOro
u CeBepo-KpbIMCKOro KaHanoB «YKpBOACTpPoit» oT 9-10 uronsa 1951 roga, 3anopoxnbe, LIJATO Ykpainu. — ®.
1. Om. 24. - Cnp. 1358. - Apk. 4.

Boinucka us mporokona Ne31l m.3-3 sacemanus 6iopo Xepconckoro o6xoma KII(6)Y or 30 mions 1951 r. O6
OCHOBHBIX ITOJIOKEHMAX PAIOHHOI NMJITAHMPOBKM 30HBI BIUAHMA IOxHO-YKpanHcKkoro kaHana n Kaxosckoit
T'EC (mocranoBneHme o6nucnonkoma u 61opo oo6xoma), IIITATO Ykpainu. - @. 1. Om. 24. - Crip. 1290. - Apk. 37.

Bhinucka u3 npoeKTa pasBUTHA ceTu xene3Hbix sopor Corosa CCP Ha reHepanbHYyI0 epcreKTusy. I'pysosble
MOTOKM IT0 OCHOBHBIM HampaBieHnAM XK. fi. cetu YCCP wa mepcnextusy. 10.X.47, ITAT'O Ykpaian. - ®. 1. Om.
23. - Cmip. 4753. - Apk. 351.
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larger financing to reconstruct city in front of Ministers’ Council in the USSR.
Ukrainian Central Committee of the Communist Party was responsible for
that kind of regulation". The prospectives of Stalin railway development meant
the increase in transfers on Sarbuz-Djankoy route, with the total length of 72
kilometers in direction to Djankoy transport hub. In 1940 cargoes were trans-
ported in the amount of 0,9 mln tonnes per kilometer to Djankoy and 1,3 mil-
lion tonnes per kilometer in Sarabuz direction. It means the itself fact of more
transferred cargoes from Sarabuz station is worth attention. This station was
a Crimean peninsula connection hub, so couldn’t manage to maintain many
holiday makers. It served as a cross-docking facility for goods produced on
peninsula. The total amount of transfers from Djankoy in direction to Sarbuz
increased as well as from Sarbuz to Sevastopol. In 1950 the plan was to transfer
up to 0,8 from Sarabuz to Djankoy and 1,7 - from Djankoy to Sarabuz. So, the
increase in transfers to Sarabuz was twice as much ones to Djankoy. If to speak
about the amount of transferred cargoes from Djankoy to Sarabuz it was 1,7,
and 0,5 were meant to be directed to Sevastopol. Sarabuz was the kind of rail-
way hub, cargoes to be delivered from by railway and distributed further with
other means of transport. It was the sign of Crimean economy reconstruction.
The peninsula was in need of transport acceleration in order to gain all the nec-
essary rehabilitation resources. 1955-year plan meant the increase of transpor-
tation up to 1,2 in direction to Djankoy and 2,1 - to Sarabuz. Radical increase
up to 50% of the initial amount of transfers was awaited on Djankoy-Sarabuz
route, and slightly lower indicators - in vice versa direction.

Sarabuz station was a local Crimean peninsula hub. Trains to Sevastopol
and Evpatoria were departing from it. Speaking about Evpatoria branch pro-
spectives, the new ring railway Feodsiya-Alushta-Yalta-Alupka-Evpatoria was
planned. Government paid a lot of attention to reconstruct Sevastopol on the
military basis. Evpatoria branch was actually the secondary one in compari-
son to Sevastopol or Kerch branch. Development of recreational infrastructure
wasn’t prioritized in Crimea at that time. And railroaders trade union com-
mittee in particular was interested in reconstruction of economy of Ukrainian
South. A part of space was withdrawn from the rest house of this institution to
create an orphanage «Malutka» by the city executive committee of Evpatoria'>.

(B - II. C.) K KII Ykpauusl ToB. Kupnuenko A. V. (8ig - II. C.) Hyanna 0. Ilpunsro mo BY 28.X.1954 r.,
LOOATO Ykpainn. - @. 1. - Om. 24. - Cop. 2943. - Apk. 171.

Beimmcka m3 mporokoma Nel6 maprumitHoit rpynmer Ilpesupmyma Ilentpanbroro Kommrera mpodcorosa
pabounx xenesHbix gopor IOra or 10 anpensa 1947 ropa, IJATO Ykpainu. - ®@. 1. Om. 23. - Cnip. 4753. - Apk.
83-83 3B.
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This is a bright example illustrating that governmental officials didn’t share the
interest in the recreation industry reconstruction. They were more obsessed
with current local problems. The main flows of passengers and cargoes passing
through Sarabuz had to reach the destination of Sevastopol. Policy of socialist
economy in 1947 after the governing of Stalin didn’t mean a lot of attention
to link the separate recreational centers with continent. It was the only one
railway branch accessing main recreational centers. The railway branch devel-
opment plan was to connect continent and peninsula. It had to be loaded with
cargoes as well as passengers up to measure to access more recreational cen-
ters. Railway transportations were developing simultaneously to the sea ones
connecting Feodosia, Alushta, Yalta, Sevestopol and Evpatoria®. When Crimea
became the integral part of Ukraine, prospective Feodosia-Sarabuz route con-
necting continental Ukraine and peninsula appeared. Such background was
favorable for Crimean economy to become the leisure one.

Large-scale reconstructing of Ukrainian national economy housing sector
began in 1947, but it was a tremendous lack of building materials at that time.
Local government officials were trying to accelerate construction exploring the
local resources an boosting production capacities of building materials in Kher-
son and Zaporizhzhya regions as well as areas adjacent to Crimea. The reason
to investigate Crimean resource potential was active construction of Khakovka
Hydroelectric Power Station as well as South-Ukrainian and North-Crimean
channels, in particular'®. The development of this route in 1960 was about the
increase in transfers on the route to Djankoy — up to 1,6, and in the other di-
rection — up to 2,4 million tones of cargoes per kilometer. So, Djankoy-Sarabuz
and Sarabuz-Djankoy routes were transfer more of cargoes.

2. Perspectives of railway development connections in 1947.
Economic integration of Ukrainian SSR and Crimea

Djankoy-Fedorivka branch was the key Stalin railway one connecting
Crimea and continental Ukraine with a transport hub in Zaporizhzhya with
a total length of 177 kilometers and 2,7 million tonnes of cargo per kilometer

13 CranmHcKast X. f., «CxeMbl >Kele3HBIX AoOpor u BOpHbIX myTeit coobmenus CCCP. [lna cayxe6HOTO

0/b30BaHMUA», b.M., 1943, cxema 27.

CnpaBka 0 XOfie CTPOMTENbCTBA MpeAnpuATHii MuuucTepcTsa mpoMcrpoiimatepuanos YCCP B patione
cTponTenbcTBa KaxoBckoro ruppoysma u Tpachl F0KHO-YKPamHCKOTO KaHaja Mo COCTOAHMO Ha 10 Mas c. T.
3a nignucom 3acrynuuka Minicrpa mpomucnosocti 6ysiBensuux marepianis Ykpaincokoi PCP M. JIncenka.
5.V1.1952 p., IlenTpanbumnii iep>kaBHMil apXiB Bumux oprais Bragu Ykpainu (IJABO Vkpaiun). - ®. P-2. -
Om. 8. - Cnp. 5745. - Apk. 85.
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was a 1940-year plan for it in direction to Fedorivka. In direction to Djan-
koy this figure was 3. Railway was the core peninsular mean of connection.
The biggest amount of transfers, mainly of holiday-makers, were directed to
peninsula. And those very transfers had to supply recreational complexes with
provision and military base. 1950-year railway development meant the increase
in transfers in direction to Fedorivka up to 2,4 million tonnes of cargoes per
kilometer, and up to 2,6 - in direction to Djankoy. In 1955 the amount on Fe-
dorivka route meant to be 3,4 and to Djankoy - 4,1. In 1960 it meant to be 3,9
in direction to Fedorivka and 4,9 - in the other direction®. So, development of
sustainable railway connections approached the increasing tendency of trans-
fers in direction to Crimea. That was the reason to reconstruct Crimean econ-
omy and more military groups to appear on the peninsula.
Fedorivka-Zaporizhzhya railway branch connecting Zaporizhzhya with
the biggest industrial city of southern Ukrainian SSR had the total length of 88
kilometers. In 1940 it was meant to transfer up to 3,1 million tonnes per kilo-
meter in direction to Zaporizhzhya and 1,6 - in the other direction. 1940-year
transfers to Zaporizhzhya covered twice as much amount of cargo in compar-
ison to route in direction to Fedorivka. That year the only one railway branch
was connecting continental Ukraine with Crimea. It means the amount of
transferred cargoes from Crimean peninsula in direction to Fedorivka was
similar to one from Zaporizhzhya to Fedorivka. Fedorivka station was an im-
portant transport hub connecting southern parts of Zaporizhzhya region and
Zaporizhzhya city itself as well as providing transportation in direction to and
from the Crimean peninsula. 1950-year plan meant up to 2,8 million tonnes
of cargo per kilometer in direction from Fedorivka to Zaporizhzhya and up
to 1,5 - in the vice versa direction. After the Second World War, when the
first «five-year plan» was established, it failed to reach even he pre-war indica-
tors, because socio-economic development of Fedorivka-Zaporizhzhya route
area was not a priority for government at that time, because the first «five-year
plan» was focused on reconstruction of Donbas economy' as well as Dnipro
Hydroelectric Power Station situated in Zaporizhzhya. Since the second «five-
year plan» began in 1950, development of southern Ukrainian SSR and north-

'S BpInycKa U3 MpoeKTa pa3sBUTHUA ceTy XenesHbX fopor Corosa CCP Ha reHepanbHyI0 NepcleKTuBy. [pysoBbie

MIOTOKY 110 OCHOBHBIM HanpaBneHuAM X. . cetu YCCP na nepcnextusy. 10.X.47, IOAT'O Ykpainn. - @. 1. Om.
23. - Cnip. 4753. - Apk. 351.

3aKoH Ipo IATHPIYHUIT IIaH BifOymoBu 11 po3sBUTKY HapopgHoro rocmogapcrsa CPCP Ha 1946-1950 pp.,
«3aciganns BepxosHoi pagu CPCP (mepiua cecis), 12-19 6epesust 1946 p. Crenorpadiunmit 3BiT», MockBsa,
1946, p. 346.

17" Ibidem, p. 350.
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ern Crimea was prioritized. Proper conditions of southern Ukrainian SSR and
northern Crimea agricultural development is all about the 1950-year plan. Re-
construction of heavy industry particularly in Ukrainian SSR after the Second
World War was thought to be a focus of the first «five-year plan». The second
one had to increase the social wealth of population enhancing agriculture and
agricultural production. Stalin railway branch Fedorivka-Zaporizhzhya had to
provide sustainable regional development, particularly for Crimean region, af-
ter the Second World War in terms of the first «five-year plan».

Before the construction of Southern-Ukrainian and Northern-Crimean
channels, peninsula was in depression. Tough climate conditions as well as bad
supply of manpower were reasons productivity in sector of agriculture to be
low'. Too little amount of people were engaged in reconstruction of Crimean
economy known for its recreational resources. Lots of all-union enterprises,
institutions and organizations had to contribute that economy to function.
Trade union uniting southern Evpatorian railroaders possessed a sanatorium,
one to be a concern to conflict with the Evpatorian city executive committee®.
1940-year development plan was the last pre-war one still indicating growing
transportation tendency in direction to regional centers, - but that wasn't a so-
cio-economic development priority yet in 1950. Well, general Ukrainian SSR
railway net development plan meant simply transportations to be growing in
1950 and 1955, and 1960. 1950-year plan for Zaporizhzhya-Fedorivka route
across Dnipro to Crimea meant to exceed best indicators of 1940th°.

Fedorivka-Zaporizhzhya railway development plan in 1955 was to cover the
amount of 4 million tonnes of cargo per kilometer in direction to Zaporizhzhya
and up to 2,2 - in direction to Fedorivka. In 1960 these figures had to reach the
indicators of 4,5 and 2,9 analogically*. In 1955-1960 Zaporizhzhya-Fedorivka
railway branch development was constant and sustainable, the same as one
of the USSR economy, it had to follow. Since 1950 Djankoy-Kherson railway
was to connect continental Ukraine with Crimean region. Partly transfers be-
tween continental Ukraine and Crimea since 1950 were conducted not from

8 Crenorpamma cosewanus B IIK KII(6)Y mo Bompocy crpoutenscrsa H0xHO-YKkpanHckoro kaHana. 7.10.1950,
LOOATO Ykpainn. — @. 1. Om. 24. — Cnp. 235. - Apk. 6.

Boimncka m3 mpoTokona Nel6 mapruitHoit rpymmsl IIpesmamyma Ilentpanproro Kommrera mpodcorosa
pabounx xenesHbix gopor IOra or 10 anpens 1947 roga, HIATO Ykpainu. - ®. 1. Om. 23. - Crip. 4753. - Apk.
83-83 3B.

(B -TI. C.) CoBer MuHucrpos Corwosa CCP roBapumy Cranuny . B. (8ix - II. C.) JI. Karanosnya. He misHirue
tpaBHsa 1947 p., HIATO Ykpainn. - @. 1. Om. 23. - Cnp. 4023. - Apk. 12.

Bhinucka u3 npoeKTa pasBUTHA ceT xene3Hbix sopor Corosa CCP Ha reHepanbHYI0 epcreKTusy. I'pysosble
MIOTOKM IT0 OCHOBHBIM HampaBieHnAM XK. fi. cetu YCCP wa mepcnextusy. 10.X.47, ITATO Ykpaian. - ®. 1. Om.
23. - Cmip. 4753. - Apk. 351.
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Zaporizhzhya but from Kherson - this way construction of new Stalin railway
branch began.

In 1950 Djankoy was becoming more and more powerful transport hub,
more and more was transferred via branches connecting Sevastopol and Djan-
koy through Sarabuz as well as in terms of Kerch-Djankoy branch with a total
length of 191 kilometer. And this year plan meant up to 0,8 million tonnes of
cargo per kilometer to deliver to Djankoy and 1,7 - in direction to Sarabuz®*.
We have to mention the growing significance of Kerch city status as penin-
sular industrial centre. Kamysh-Burun metallurgic plant and factory named
after Voykov were large enterprises located in this city. Regional enterprises of
the continental Ukraine were supplied with fuel and raw materials by railway.
And after war only via railway due to the lack of capacities to fix the mari-
time fleet®. Industrial region along the Dnipro river could supply industries of
Kerch with all the necessary materials. 1950-year plan meant up to 1,1 cargoes
in direction to Djankoy and a bit less than the pre-war indicators in direction
to Kerch - up to 1,5**. First «five-year plan» meant reconstruction of Kerch
industrial capacities, but it wasn’t the factual increase in production as well as
reconstruction of its full capacities. The lack of fresh water was a significant
problem for Crimea to develop. Actually, construction of Southern-Ukrainian
and Northern-Crimean channels was planned to provide enterprises of Kerch
with fresh water from the Dnipro*. 1955-year plan meant up to 1,7 to transport
in direction to Djankoy and 2,3 - to Kerch, in 1960 these number were up to 2,2
and 2,5 accordingly®®. In 1955-1960 general socio-economic development plan
was expected to represent a growing tendency of cargoes to transfer. Besides, in
direction to Kerch was transferred more than to Djankoy. It was good city to be
developing as a prospective Crimean industrial centre.

22 Ibidem,- Apxk. 353.

Cexpetapio llentpanbroro Komurera BKII(6) Ykpannsi (Tak B Texcti — I1. C.) ToBapumy Karanosuuy Jlasapro
Mouceesnuy (8ig - II. C.) Hauyampuuka AsoBckoro mapoxoacra Cugoposa. 17 oxrsiops 1947 r., LIIATO
Ykpainn. - @. 1. Om. 23. - Cnp. 4747. - Apk. 231.

Brimucka u3 npoexTa pasBUTHUA ceTy xenesHbIX fopor Corosa CCP Ha reHepaibHyI0 nepcleKTUBY. I'pysoBbie
MIOTOKY 110 OCHOBHBIM HanpaBneHuAM X. . cetu YCCP na nepcnextusy. 10.X.47, IOAT'O Ykpainn. - @. 1. Om.
23. - Cnip. 4753. - Apk. 353.

Cexperapro LK KIT Ykpanns! roBapuiyy Menbuuxosy JI. I. JloknafHas sanmcka K BOIPOCy O MPeUMYIeCcTBaxX
npuHATON IIpaBUTENBCTBOM CXeMBbI opolneHus fora Ykpaunsl (if — IT. C.) 3aB. otgenom 1K KIT Ykpaunsr mo
CTPOUTENBCTBY M CTpolimMaTepuanam Maunyii, 3aB. cekropom otaena LK KII Ykpaunbl o CTpOUTENbCTBY U
crpoitmarepuanaM Bubnkosa. He misnimme 21.2.1953 p., IIITATO Vkpainu. - ®. 1. — Om. 24. - Crp. 2893. - Apk. 37.

Brimicka u3 mpoekTa pasBuTHA ceTu xenesHbix gopor Corosa CCP Ha reHepanpHyI0 IepCIeKTUBY. I'py3osbie
TIOTOKM II0 OCHOBHBIM HanpaBaeHNAM X. fi. cetn YCCP na mepcmextusy. 10.X.47, ITATO Yxpaian. - ®. 1. Om.
23. - Cmp. 4753. - Apk. 351.
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3. Kherson city development as a transport hub
connecting continental Ukraine and Crimea

Djankoy-Kherson branch linking continental Ukraine and Crimea was
a one of fascinating construction scheme. Djankoy-Kherson branch of Sta-
lin railway was planned to be exploited since 1950. It was a peculiar one with
the total length of 171 kilometer in comparison to Djankoy-Fedorivka with
a length of 177 kilometers and Fedorivka-Zaporizhzhya with a length of 88
kilometers. It means that Djankoy-Zaporizhzhya railway connection had the
total length of 265 kilometers. Railway to Kherson had to link Crimea and
continental Ukraine. And 1947 was a year shipping across the Dnipro river to
begin in terms in accordance with special program?. This was a reason Kher-
son to become an important transport hub providing both sea and railway
connections. Transportation conditions across the Dnipro River were general-
ly improved to enhance Southern-Ukrainian and Northern-Crimean channels
construction. Development of navigation across the Dnipro River to Kherson
was necessary in 1947, but since this water artery began to function as a crucial
for the Ukrainian SSR route, it couldn’t constantly provide more and more
transfers on the regional level. Actually, new Crimean railway branch connect-
ing Djankoy and Kherson was to provide Crimea with access to the continental
part of Ukraine connecting the cargo turnover across the Dnipro with Crime-
an peninsula.

Eastern Ukraine was facing a rapid industrial development. Crimea was
developing railway connections with Zaporizhzhya, this city to become a hub
supplying peninsular industrialization with Donbas raw materials and fuel.
Tendency to shipping transfers across the Dnipro could shorten routes in
southern directions, partly shifting from land routes to water ones. But con-
struction of a railway branch with a hub in Kherson didn’t mean that one con-
necting Zaporizhzhya and peninsula was not necessary anymore.

The cargo turnover in this direction had to grow. Djankoy-Kherson branch
had to represent the following indicators of the 1950-year development plan:
0,5 in direction to Kherson and the same amount to Djankoy. In 1955 it had
to be 0,9 and 0,6 in accordance. And 1,2 million tonnes of cargo per kilometer
to Kherson and 0,6 - to Djankoy in 1960. We have to mention, transfers via
that railway in continental direction to remain the same, but a stable growing

¥ TlocraHoBneHue 610po 3amoposkckoro o6koma KII(6)Y Ne 312/24 ot 15.1V.47 r. O X0fie ITOATOTOBKY LITI03a I
nopra M. JIeHMHA K OTKPBITUIO CKBO3HOTO CyfoxofcTBa. 3a migmucoMm Ilepmoro Cekperaps 3amopisbkoro

obkomy KII(6)Y JI. Bpexxuesa, ITATO Vkpaiun. - @. 1. - Om. 23. - Crip. 4747. — Apx. 77.
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tendency of transfers in the continental direction from Crimea to appear. It
was the main peculiarity between this one providing the link with Crimea and
railway in Zaporizhzhya direction. Transfers from Crimea to Kherson hap-
pened to be lower than awaited. In 1950 Djankoy-Fedorivka route had to pro-
vide the total amount of transfers up to 2,4, 3,4 - in 1955, and 3,9 - in 1960, - so
a bit more than in terms of Kherson-Djankoy route. So, construction of new
railway branch connecting Crimea and continental Ukraine was planned to
satisfy certain requests, that appeared only after war. The role of Dnipro as
the Ukrainian SSR transport artery is growing providing transfers to southern
and central regions of republic. Besides, the 1948-year development plan of the
Ukrainian SSR already meant constructions of Hydroelectric Power Station
in the area of Kherson?® as well as irrigation system to become the reason of
supplying raw materials in Crimea,onstruction which was the reason to supply
raw stuff in Crimea.

Let’s look at Khakovka Hydroelectric Power Station, Southern-Ukrainian
and Northern-Crimean channels construction plans which meant the supply of
building materials from Crimea. A. Bochkin as the Head of the «Ukrvodbud»
main department mentioned to the first secretary of the Ukrainian Communist
Party Central Committee L.Melnykov and the Head of the Ukrainian SSR
Ministers’ Council D. Korotchenkov since 23.05.1951, that railway branch ca-
pacities had to increase on Zaporizhzhya-Djankoy route, because the num-
ber of construction needs had grown, building the Southern-Ukrainian and
Northern-Crimean channels as well as plant named after Voykov in Crimea?.
Though it wasn’t much, it was important to boost irrigation prospectives of
northern parts in Crimean region.

In 1947 Crimea was a prospective region with many recreational complex-
es. So, railway development was really important. A new railway branch with
the total length of 320 kilometers connecting Feodosia, Alushta, Yalta, Sevas-
topol, Evpatoria appeared. It had to be able to transfer up to 0,5 million tonnes
per kilometer in direction to Feodosiya, Sevastopol etc and 0,6 - in vice versa
directions. It means that branch was to provide connection with such main
port cities of Crimea as Feodosiya and Simferopol. Maintaining services of re-
sort cities meant more transportations at a lower cost. Finally, that railway was

#  Toapuwy Cramuuy V. B. (8ig - I1. C.) H. Xpymesa. 31.XI1.47 r. Ilepenano mo BY, IITATO Ykpaiuu. - ®. 1. -
Om. 23. - Crip. 4697. - ApK.565.

ITpencenatenio Cosera Munucrpos YCCP roBapuury Koporuenxo [I. A., Cexpertapio ITK KII(6)Y MenbHUKOBY
JI. T. Havanpuuka I'maBHOro Ympasmenma crpomtenbcTBa IOxHOo-Ykpamuckoro m Cesepo-Kpbsimckoro
KaHasnoB «YKpBOACTpos» A. boukuna n Havanbanka CTamMHCKOM X. . AMPEKTOP-TIONKOBHMKA fIBIKeHNA K.
Konmommitnesa. 23 mas 1951 r., IIJABO Yxpaian. - ®. P-2. — Om. 8. - Crip. 2414. - Apk. 73-74.
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not built. Crimea became the part of Ukraine in 1954 and Central Committee
of the Ukrainian Communist Party was responsible to issue a special letter
Ne2/102 to the Central Committee of the All-Union Communist Party since
28.1X.1954. The letter aimed to discover fundraising opportunities to con-
struct the Simferopol-Yalta railway in 1955. The USSR governmental insisted
this money assignation to be impossible®. And decree «About the rehabilita-
tion of agriculture, resort towns and Crimean region cities of the Ukrainian
SSR» was a reason for this. Besides, peninsular railway net was separated from
Djankoy in 1947, connecting this transport hub with Sevastopol and Kerch (it
was approaching Kerch through the port city Feodosiya). So, the Crimean rail-
way transport net was constructed exclusively to cover the peninsular military
base needs, and maintenance of other facilities and branches was secondary.
This statement was about the industrialization in Kerch. But as was mentioned
across the railway net development prospectives, Crimean economy status as
recreational one was growing which led Feodosiya to become a peculiar trans-
port hub as well. This status was to be of a completely new significance speaking
about the links between city resorts and transport hubs. Issue of Yalta railway
construction indicated the actualization of this question in 1954 in connection
with the prospectives of peninsular development in the sphere of recreation.
The development of Crimean recreational sphere was postponed from 1947 to
1960 year, - in other words, up to the time peninsular would be provided with
the railway transport.

New Simferopol-Alushta railway route with a total length of 70 kilometers
was planned for construction in 1955. And this very year it ghad to provide the
following amounts of transfers — up to 0,3 to Alushta and 0,1 - to Simferopol.
1960-year plan was 0,4 and 0,3 accordingly’'. 1955-year plan was characterized
by active construction of infrastructure, acceleration of transfers to the city
resorts as well means to provide proper conditions people to have a vacation.
So, since Crimea had become the part of the Ukrainian SSR, massive construc-
tion of city resorts began. But motor and seaway transport was thought to be
cheaper in comparison to the railway one development of which was still not
the first priority.

3% (B - II. C.) UK KII Ykpaunst To. Kupnuenko A. V. (ig — II. C.) Iyauna. IIpuusarto no BU 1 Hosbps 1954
roza. Coobmaio BaM 0 cocTOsTHUM pacCMOTpeHM A OT/eNbHBIX BOIIPOCOB, mocrapnenHbIX IJK KIT Ykpannsr Ha
paccmotpenne LIK KIICC, IIATO Ykpainn. - @. 1. — Om. 24. — Cnp. 2943. - Apk. 175.

Bhinucka u3 npoeKTa pasBUTHA ceTu xene3Hbix sopor Corosa CCP Ha reHepanbHYyI0 epcreKTusy. I'pysosble
MIOTOKM IT0 OCHOBHBIM HampaBieHnAM XK. fi. cetu YCCP wa mepcnextusy. 10.X.47, ITATO Ykpaian. - ®. 1. Om.
23. - Cnip. 4753. - Apk. 358.
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4. To sum up

So, Djankoy-Zaporizhzhya and Djankoy-Kherson branches of Stalin rail-
way were connecting continental Ukrainian SSR with Crimea. Both were im-
portant for economy of southern Ukraine. In 1944 Kherson city is becoming
more and more influential as a regional centre and a hub connecting Stalin
railway with Odessa, Zaporizhzhya as well as South-Donetsk railway. 1947-year
USSR railway net development plan meant to accelerate railway transportation
within continental Ukraine and Crimea as well as empowering one between
Zaporizhzhya and Crimea. Railway branch connecting Crimea and Kherson
was to enhance transportation in both directions. Kherson was an important
logistic hub providing water connections across the Dnipro. 1947 was the year
when transit navigation construction across the Dnipro began.

Literally, Crimea accessed two railway transport hubs. A lot was done for
good logistics to provide sustainable connections between Crimea and con-
tinental Ukraine. Soviet government was trying to enhance agricultural and
industrial development of southern Ukraine realizing large-scale programs
across Kherson and Zaporizhzhya regions in order to stimulate transport con-
nections with Crimea and fulfill first two «five-year plans».

Development of other routes connecting continental Ukraine and Crimea
as well as socio-economic development projects on the territory of Crimea
and southern part of the continental Ukrainian SSR during the first «five-year
plan» are truly worth of the further analyses.
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