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The Strategy of the Road Development in the Russian Far East:

the peculiarities of its formation and realisation in the 1990s
The article deals with the principal trends and the results of the implementation of the road and transport strategy pursued in the Russian Far East in the 1990s. It has as its object economic, political and organisational factors that conditioned the development of communications in the region. The key problems of the regional road system are presented, the ones that affected negatively the satisfaction of the demand for such communications at that period. 
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Establishing transport communications in the vast expanses of Russia is a problem, which has deep historical roots and has been pressing up to the present. It is particularly urgent in the regions lying far away from the European part of this country. Being one of them, the Russian Far East has the transport network, which developed with regard of the predominantly transitional function of the region. 

Both in the Imperial and the Soviet period of history, the policy of the State towards the Far East aimed mainly at the extraction of raw materials had a negative impact, first of all, upon the communication between the districts within the region. Importance was attributed basically to the development of main lines and waterways, which involved principally its southern zone. 

The inland road communication was extremely poor, and the most dramatic situation with transport facilities was evident in the northern territories of the region, where the possibilities to employ them were the poorest. As a rule, any establishment of communications there was conditioned by the presence of extractive industry complexes, geographically isolated ones, which resulted in their being closed upon themselves. As a result, in 1990, only about 40 per cent of the Far Eastern district centres were connected with the centres of provinces by hard pavement roads (that is, only they had a regular link with each other.) [11].

The poor connection between the territories became yet more evident after the disintegration of the USSR with the ensuing economic isolation of the Russian Far East. The local structure of population, inhabited localities and employment revealed an ample circle of socially important questions. The successful solution of many of them depended on the improvement of the route network. 

In the 1990s, the communications network of the Russian Far East was quantitatively and qualitatively inferior to that of the other regions of the country. At the same time, concurrently with the incoherent policy of the federal authorities to overcome difficulties in provinces (it varied from, as a matter of fact, giving it up to occasional indirect participation), innovative methods to improve the motor transport infrastructure were tried. However, many initiatives were impeded in practice by negative aspects of the “reformation period” and residual effects of the Soviet system. 

At the stage of transition between the previous system and market relations, a new concept of the road policy was shaping. Rejected was the traditional principle of building roads to develop primarily new raw material resources at the expense of direct investments. According to the Russian Government Decree of 30 December 1991 “On Administering Road Facilities”, a special department, that of Federal Motor-Ways headed by N.I. Golovanov, was established within the structure of the RF Ministry of Transport [2]. Subordinate bodies attached to the local administrations were established in all the regions subject to the Federal authorities (including those of the Russian Far East.) In 1992, all the internal roads that had belonged to various industrial enterprises passed to the transportation network of general use. 

However, such a drastic abandonment of the earlier economic paternalism, which the State displayed in its attitude toward the Russian Far East, made the latter start settling all its problems, including transport ones, all by itself. The only means to maintain the vitality of the region was a regular financial aid from the Federal Region Support Foundation, which did not mean any systematic and prospective development: it was intended rather as a certain “emergency” support. That is why, in the first half of the 1990s, road services pursued essentially only one object: to keep the communications in satisfactory condition and carry out their partial reconstruction exploiting the resource and maintenance base established at the Soviet time. 

The experience of transformations that were, in many cases, chaotic ones, made the authorities of the country to revise many of their radical moves and repudiate some illusions that the process of market economy formation should have been “self-regulating”. More than that, the local authorities called, in increasing frequency, upon the State “to come back to the economy”, so that, assuming a new role, it could provide worthy conditions for the development of the regions. In order not to lose control of the situation, the government set a policy of the so-called “address forms” of governing the territories. In 1996, they adopted the Federal Special Purpose Programme for the Economic and Social Development of the Far East and Beyond-the-Baikal Region for 1996 – 2005 ranked as a presidential one. It was anticipated that, even in 1996 – 2000, the situation would be improved and stabilised and, after that, the Far Eastern social and economic indicators would be equalised with those of Russia in general. 

The general goals of transport development were planned to be achieved through central and provincial projects of special purpose. The presidential programme “The Roads of Russia” rated for 1995 – 2000 came into force. Its end effect was to expand the road network of the country by 30 per cent [5]. Concurrently they elaborated programmes of building roads in districts and provinces of the Russian Far East. In the Maritime Province, in particular, the “Programme of the Development of the Roads of General Use for the Period of 1995-2000” was launched. A document similar in contents and terms was adopted by the authorities of the Magadan Province as well. 

The system of the financial security for road building underwent fundamental changes. It was the federal and territorial funds that became the sources of financing, each being active up to 2001 and 2003 respectively. They were replenished mainly at the cost of tax proceeds from the users of the roads. In such a way, abolished was the financing from the State budget as well as the obligatory participation of industrial enterprises in the building and repair of the road network. 

Materials directed purposely to the regions to implement the programme of the development of the Far Eastern communications were directed to update the technical practices of the road services. For instance, the employment of machine complexes produced in Germany enabled to repair 60 km of district roads in the Maritime Province in 1998-2001, the cost of the work being reduced by 30 per cent [6]. In the 1990s, fifteen asphalt-concrete plants came into operation in the Amur Province. 

The above mentioned measures aimed at the re-organisation of the management and partly at the modernisation of the industry made it possible to carry out road building activity in a more consequent way. Since the second half of the 1990s, the construction and re-construction of various industrial units of federal and local importance has been resumed. 
Of special note is the fact that one of the five State priorities mentioned in the “Roads of Russia” programme was the motor-way “Amur” (Chita – Khabarovsk), which, in 2004, connected the European and Asian parts of the country. In its economic, social and geopolitical functions, it is comparable to the Baikal-Amur Railroad. Initially, it was the Ministry of Defence that was charged with the construction of the motor-way and, because of that, military units were sent to the building sites of the region [4]. Subsequently, civilian organisations were recruited for the work. 

Of great importance was also the motor-way Lidoga – Vanino, which connected the mainland with the coastal districts of the Khabarovsk Province. It served to deliver cargoes to the port of Vanino to be shipped further to the island of Sakhalin. Within the context of the programme of the socio-economic development of the Kurile Islands, four bridges for motor vehicles were thrown across the Kurilka, Khvoynaya, and Malovodnaya rivers [7]. In late 2000, a through traffic started over the Nakhodka – Olga – Kavalerovo motor-way, which connected the southern districts of the Maritime Province with two northern ones. It has resulted in the integration of the principal ports of the province with the centres of mining and forest industries. 

The appearing communications soothed, to a certain extent, the negative aspects of the post-perestroika changes. The new road sections enhanced the supply of the adjacent inhabited localities. Prices for essential goods dropped considerably, access was gained to the railway stations. Unique in its size and building techniques were the bridges across the rivers Amur and Bureya, which secured a regular supply of certain territories of the Amur and Khabarovsk Provinces. It made it possible to give up inconvenient ferrying, some of winter roads on ice were no more needful. 

Of strategic character was also the reconstruction of the Razdolnoye – Khasan road, which connected the Maritime Province with the Chinese People’s Republic. In 1992-2001, 54 km of roads having asphalt-concrete pavement were put into service, nine bridges of various types having the extent of 472 running metres were built [13]. In the course of the 1990s, the motor access roads to the frontier check points of Sosnovaya Pad, Markovo, and Turiy Rog were reconstructed. It enabled many inhabitants of the Russian Far East, who had lost their job, to start a small business of the so-called “shuttle type” supplying the region with mass consumer goods under the conditions of the crisis of production and to visit the neighbouring country in order to get acquainted with its life and culture. 

As the economic stagnation receded and the transportation intensity increased, pressing became the construction of additional road facilities in the key transport points and in the big cities of the region, where the increased number of private cars entailed slow travel speed and traffic jams causing thus a serious problem. In order to solve it, a decision was taken to build road junctions, flyovers, and roundabout ways. Thus, in 1995, a viaduct on the federal motor-way Khabarovsk – Vladivostok, in the vicinity of the village of Volno-Nadezhdinskoye, was put into service. In the town of Spassk-Dalny, a similar viaduct was built over the main railway [8]. In 1996 – 1999, in the Amur Province, three viaducts were put into service: in the village of Arkhara, on the motor-way Blagoveshchensk – Raychikhinsk and on the roundabout way of the town of Shimonovsk. 

The methods of the implementation of the road policy were consistent, in general, with the decentralised market approach. However, to make them more effective, the mechanism of levying charges and their rational distribution should have been adjusted. Russia, which had not had the experience of civilised taxation, was unable to set up such an effective system in its post-reform period. Thus, the industrial enterprises, whose work was not directly related with the exploitation of roads, were included into the list of taxpayers. That is why, throughout the 1990s, the ways they formed the financial base of the road industry were criticised incessantly alongside with the undue payments to the road funds. It caused a four-month suspension of any building works in the Maritime Province in 1997. By the mid 1998, indebtedness due to the Province territorial fund had made up its two year budgets [15]. In his letter to the RF Minister of Transport S.O. Frank, A.N. Byelonogov, Governor of the Amur Province, stated that, by early 2001, of 1,017 km motor-way Chita – Khabarovks, only 454 km had been put into service. The chief causes of the situation were considered to be irregular financing and that the construction agencies lacked circulating assets [1]. 

An impediment to the improvement of the communications was the lack of competitiveness among the branches of the industry. In the Russian Far East, the former major organisational units converted into joint stock companies hold a virtually total monopoly on road construction being, in most cases, both customers and contractors. The pretended competition of road construction agencies deprived their work of motivation and indirectly gave rise to corruptional schemes. 
The steady increase of motor vehicles and road building falling behind made the regional communications deficient throughout the 1990s. In 2000, in the Russian Far East, the density of motor-ways having hard pavement was only 4.1 km per 1,000 square km, whereas in the rest of Russia, the figure stood at 23.7 km on the average [14]. 

The unilateral geographic vector of the road development of the Russian Far East persisted, in many respects, throughout the entire period. They renovated mainly the communications (though selected ones) of the southern territories of the region, which historically had a higher level of transport development. Thus, from 1990 to 2003, the length of improved (asphalt) motor-ways of the Maritime Province increased by 10 per cent. In the Sakhalin Province, the presence of foreign business influenced, though indirectly, yet essentially, upon the condition of the roads there. For example, the share of investments from abroad in the exploitation of gas and oil deposits constituted 10.7 per cent of the all-Russian volume of foreign investments, whereas in other provinces of the Russian Far East, the figure stood virtually at zero [16]. One of the positive results of the capital inflow was that the quality of the roads of the island improved by 33.5 per cent between 1990 and 2003 (Table 1.) 

The motor routes of the northern districts as well as of those equated with them developed particularly slowly. For example, there was no all-the-year-round road connexion with four districts of the Khabarovsk Province. As the specialists estimated, the annual expenses for the delivery of cargoes by water and air exceeded many-fold the investments in the construction of roads [9]. 
Table 1

The share of the motor-ways of the Russian Far Eastwith improved pavement 
in the total lengthof the roads with hard pavement

in 1990 – 2003 гг. (by the end of the year, per cent) [12]
	Territory
	1990
	1995
	1999
	2000
	2001
	2002
	2003
	Ranked in the Russian Federation in 2003 

	Maritime Province
	38,8
	42
	45,5
	46,6
	47,6
	48,6
	49,6
	56

	Khabarovsk Provicne (including the Jewish Autonomous Territory in 1990)
	34
	45,6
	41,7
	41,5
	37,8
	37,9
	39,3
	69

	Amur Provicne
	26,5
	31,9
	30
	29,9
	29,7
	29,8
	29,9
	74

	Kamchatka Provicne
	17,4
	20,2
	22,1
	21,5
	21,7
	21,4
	21,8
	75

	Magadan Province (with Chukot Autonomous District in 1990)
	32,2
	12,4
	12,3
	14,3
	14,3
	14,4
	14,5
	76

	Sakhalin Province
	16,1
	23,9
	25,2
	26,8
	61,5
	61,9
	60,7
	47

	Jewish Autonomous Territory
	no data
	35,2
	37,7
	38,3
	38,1
	38,6
	39,2
	70

	Chukot Autonomous District 
	no data 
	2,0
	0,3
	0,3
	0,3
	0,7
	0,7
	78


The underdeveloped route network turned out to be a heavy impediment to the State plans to resume the investigation and extraction of the natural resources of the Russian North-East in the mid-1990s. The principle motor-ways were built there as early as 1930 – 1940s. In 1997, in the Magadan Province, 126 bridges of 373 ones were wooden [3]. By the late 1990s, certain sections of the federal motor-way Kolyma had become dangerous for traffic. The amount of the funds allocated to repair them turned out to be less than the one provided for by the Roads of Russia Programme. In 2000, Chukot and Koryak Autonomous Districts as well as the Kamchatka Province still remained “cut off” from the main traffic arteries of general use [10]. 

So, the special purpose road strategy of the 1990s made it possible to concentrate resources obtained with great difficulty on individual key activities. However, the scenarios of the State and regional transportation policy provided mostly for institutional changes. In the context of the transitional period, they were not consistently conforming to the financial, organisational, and infrastructural possibilities. That is why the realisation of the set tasks was impeded by the old contradictions inherited from the past and the new ones. It resulted in failure to implement the most road programmes, so their realisation had to be postponed. 

Literature and the sources:
1. The Archive of the Amur Province Administration. Correspondence with the Ministries and Departments of the Russian Federation on Basic Activities for 2001. Т. 2. – L. 74.

2. The Archive of the Federal Road Agency, RF Ministry of Transportation. Historic reference for the Establishment and Reformation of the RF Route Network. – L. 2. 

3. The Arichive of the Federal Road Agency, RF Ministry of Transportation. – F. 607. – Op. 1. – D. 65. – L. 46.
4. The State Archive of the Amur Province. – F. 2286. – Op. 1. – D. 112. – L. 38.

5. The Roads of Russia. Historical Aspect. Moscow, Kruk, 1996. – P. 198.
6. Zakrzhevsky, V. B. People and Machinery Make the Roads of the New Century // Arguments and Facts, The regional appendix for the readers of the Maritime province. – 2002. – № 13. – P. 7. 

7. Karpchuk I., Stepanets L. It’s Better to Go over the Bridge // Soviet Sakhalin. – 14 November 1998. – P. 1.

8. Kelner, L. The Roads of Primorye: Today and Tomorrow // Vladivostok Time, 25 December 1995. – P. 3. 

9. From Moscow till the Very Borders by Car. The materials of the press service of the Federal Road Department “Far East” // Priamurye News. – 23 August 2002. – P. 2. 

10. P. Plokhotnikov. GiprodorNII on the Main Road. From Baikal till the Pacific Ocean // The Region of Far East. – August 2000. – № 2., Special Issue of Komsomolskaya Pravda. – P. 7. 

11. Socio-economic Performances of the Development of the Maritime Province in comparison with the Other Regions. Vladivostok: Territorial Committee for Statistics, 1994. – P. 74.

12. Compiled on the basis of The Regions of Russia. Socio-Economic Performances. Statistics Book. – Moscow, 2004. – P. 677.

13. S. Tokinova,. The Roads of Primorye lead to the Future // Arguments and facts – Primorye. – 2002. – № 12. – P. 7. 

14. F. Fesik, Roads Are Expensive, yet the Absence of Roads Is More Expensive // Far Eastern Capital. – 2001. – № 11. – P. 11. 

15. M. Tsvetkova,. Interview with Kelner L.I., Chairman, Committee for Route Network, Maritime Province Administration // Vladivostok. – 14 May 1998. – P. 8.

16. M. Tsikanov., V. Mau. Prospects of Socio-Economic Development of the Russian Far East // Problems of Economy. – 2000. – № 10. – P. 98. 

