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1.
As an introduction:
Black Sea History and the Black Sea project

Gelina Harlaftis

This book deals with seven main port-cities that grew along the east-
ern coast of the Black Sea and became the main gateways to the West
serving probably the largest hinterland of any port-cities in Europe:
Kerch, Berdyansk, Mariupol, Taganrog, Rostov-on-Don, Novoros-
siysk and Batoum. Contrary to nation-centred analyses, this book
follows a maritime history approach, beyond political boundaries; a
history of transport and communication. The aim is to indicate the
dynamic changes of the port cities that came from the formation of
land and sea transport systems. It will further indicate the ways the
area was integrated to the global economy.

By the beginning of the 20" century the eastern coast of the
Black Sea was among the main grain and oil producing areas of the
world. The formation of the transport systems led to the Black Sea
ports as gateways of grain and oil. This was an incredible achieve-
ment of a combination of river, land and sea port transport systems
that served a vast and sparsely populated hinterland that connected
it to the global markets. This area was a frontier zone and market of
an expanding Russian Empire. It took almost one hundred years for
the Russians to conquer this coastline; a long term battle between the
Russian, the Persian and the Ottoman Empire under the close su-
pervision of the other Western European powers. The area includes
the ‘inner sea’, the Azov Sea, the most known mountain of the Black
Sea, the proud and insubordinate Caucasus, a vast hinterland that
includes an incredible river network of Europe’s largest rivers like
the Volga and Don, endless steppes of grain fields grown on the
fertile black earth, amazing coal — and mineral fields in the Donetz
basin and amazing quantities of the black gold, petroleum, on the
shores of the Caspian Sea that found its way to the world through
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Batoum. From 1860s to 1910s Russia had become the world’s larg-
est grain producer and world’s largest producer of petroleum.

Despite the richness of the land and coastline, the eastern coast
of the Black Sea is among the least known in international bibliog-
raphy. In fact this maritime region not only is little known to the
wider public in relation to the Mediterranean but also in relation
to the Black Sea. This was not the case before 1917. The port-cities
were open to the world and by the beginning of the 20" century
had established global linkages in all oceans: Batoum oil reached
Hong-Kong and the Rostov grain to the U.K. and France. The apo-
gee of the exporting activities of the eastern coast of the Black Sea
took place particularly in the second half of the 19" century to the
October Revolution. The importance of the external trade that real-
ly formed the prosperity of the port cities was almost extinguished
by the Soviet intraversion and isolation was overshadowed in the
post-Soviet political situation of turbulences and conflicts.

In order to identify the evolution of the port-cities we shall look
at the development of groups of port-cities in four geographical mari-
time regions as analysed in the next section. The Russian political will
of colonization, waves of immigration, trade and shipping brought
urbanization. Urbanization triggered the modernization process of the
Black Sea region and the port-cities were at the forefront of this trans-
formation as railways and steamships approached them particularly
after the second half of the 19" century. Victoria Konstantinova has
indicated how the Russian officials understood well the meaning of the
port-city using the special category of the “sea port”, as a synonym of
the “port city”. As “port” is understood as the maritime region of the
port (bay and anchorage), and the coastal area occupied by the port’s
facilities: piers, breakwaters and quays and the entire coastal area that
serves the purposes of commercial shipping and maritime activities”.?
All port-cities of the northern, eastern, southern and western coasts
of the Black Sea were affected by state or private intervention in the

2. Victoria Konstantinova, “Urbanization and modernization processes of the
port cities in the Northern Black Sea region, second half of the nineteenth — early
twentieth century”, in Evrydiki Sifneos, Oksana Iurkova and Valentina Shandra
(eds), Port-Cities of the northern shore of the Black Sea: Institutional, Economic and So-
cial Development, 18" — early 20" Centuries, (Rethymnon: Black Sea History Working
Papers), forthcoming, volume 2.
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formation of port infrastructure. They witnessed an unprecedented
increase by their transformation to export gateways.

The basic function of a seaport is transport integration; but in
the performance of this function a seaport may also grow into a
major urban centre, an important source of employment, and an
influential factor in national and regional development.? As Frank
Broeze wrote, “one cannot isolate, the port city from “its double hin-
terland/foreland matrix”. It is these relationships that can explain
the dynamics of the rise and fall of individual ports”.* Port-city
studies start where goods and passengers are “loaded and unload-
ed”, between ship and shore. They include all aspects of urbaniza-
tion, institutions and politics, spatial, economic and transport, along
with social and cultural development in a comparative dimension
on a local, regional, peripheral and international dimension.® In
order to identify the evolution of the port-cities, five dynamic and
interactive factors of change of the port-cities may be identified:
the first is the location of the port and its relation to the political
establishment. The second is the interaction of the port city with
its environment; its hinterland, riverine and marine environment.
The third is the response of the city to the local, regional and world
trade situation. The fourth one is the entrepreneurship attracted to
a port, the networks, the linkages. The fifth one is the effects to the
port-city from the above situation: the social dimension, the archi-
tectural form and city planning, in the modernization process in a
comparative perspective with the other port cities of the area. All or
some of the aspects of these five factors are going to be discussed in
all the chapters of this volume.

Political decisions and intervention did help or prevent the de-
velopment of the port-cities in the Russian South since its conquest
in the 1770s. The majority of port-cities was built and developed

3. B. S. Hoyle, “Maritime perspectives on port and port systems: the case of East
Africa” in Brides of the Sea. Port cities of Asia from the 16"-20" centuries, (Kensington
New South Wales: New South Wales University Press, 1989), p. 189.

4. Frank Broeze, “Introduction” in ibid, p. 3, 11, 42.

5. See also Amelia Polénia and Cdtia Antunes (eds.), Seaports in the First Global
Age. Portuguese Agents, Networks and Interactions (1500-1800), (Porto: 2016); Mal-
com Tull, A community enterprise: The history of the Port of Fremantle, 1897 to 1997,
Research in maritime history No. 12, (Liverpool: Liverpool University Press, 1997).
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as military-administrative units. The annexation of new areas ne-
cessitated new developments in the field of the imperial policy for
administering the newly acquired territories and new people. As
Shandra Valentina has indicated, a flexible system of administration
was needed to allow for developing new socioeconomic relations that
would favor the promotion of trade which promised a substantial
profit to Russia.® It was these motivations that underlay the intro-
duction of the administration system of Governorate-Generals, which
due to the geopolitical situation and the multi-ethnic population in
the South acquired specific features. Its most significant feature was
the degree of power and independence until the last third of the 19"
century; the remoteness from the center, the ethnic and religious di-
versities and the complexity of managing the ports required a kind
of a local government which they provided. Odessa, however, was
chosen as the seat of the Governor General of the South, and in this
way Taganrog, the main port of the eastern coast, lost to Odessa that
saw high urbanization rates. Moreover, the state decision to connect
Rostov, instead of Taganrog, to the railway increased enormously
the importance to this river port that witnessed an unprecedented
growth in the last third of the 19" century that turned it to the
prime city of the area. Furthermore, the annexation of Batoum and
the rising importance of oil, in connection with the establishment
of railway lines turned Batoum to the most important port-city of
the southeastern Black Sea coast, overpassing the adjacent Trabzon
which was the traditional seaport of the area. Political decisions then,
affected the growth of the population of the port-cities.

The expansion of Russia to the southern and eastern coast of the
Black Sea, took place at the time of imperial competition between
western European colonial powers for the conquest of new territories
and exploitation of economic resources. Russia did not need to be a
maritime power for its overseas conquests. Its geographical position
gave it the possibility to expand landwards to the east and south. The
colonization of the Azov Sea and the establishment of the port-cities
in the area was part of of the achievements of Russia’s conquests.

6. Valentyna Shandra, “General-Governors of Southern Ukraine: Formation and
Implementation of Development Policy in 1770s-1880s”, in Sifneos, Iurkova, Shan-
dra (eds), Port-Cities of the northern shore... .
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A strategic choice for international economic predominance was the
development of grain exports through Black Sea. To achieve this
goal Russians needed entrepreneurship; experienced seamen and
traders as well as people that would colonize the new cities and
would cultivate the land. Therefore, immigrants, like Greeks, as
Venetian, Ionian and Ottoman citizens, that came in the Azov Sea,
were regarded (and proved to be) particularly useful to to develop
shipping and maritime trade, Jews and Armenians to develop land
trade, while other nationalities like Germans and other central Eu-
ropeans were regarded useful to develop agriculture and industry.’

Almost all port-cities of southern Russia established in the late 18"
century, from Odessa to Taganrog, became the biggest export grain
gateways on a global scale during the 19" century.® The new con-
quered lands of southern Russia, known as “Novorossiya” or “New
Russia” up to the 1860s were gradually urbanized and prospered,
attracting large numbers of immigrants from central and southeast-
ern Europe.? Apart from encouraging the relocation of Russian and

7. Andreas Kappeler, The Russian Empire: a multiethnic history, (Harlow: Pear-
son Education, 2001).

8. See Viktor Zakharov, “The development of external trade by foreign mer-
chants in the Azov and Black Sea port during the second half of the 18" century
[BremreroproBast jiesitelbHOCTH MHOCTPAHHBIX KYIIIIOB B Ioprax A3oBcKoro n YepHoro
Mopeil B cepepute u Bropoil mogosune X VIII 8], Vestnik Moskovskogo umniversiteta, 8:4
(2004), pp. 85-10; See also Nicholas V. Riasanovsky, A History of Russia, (New York:
Oxford University press), 1% edition 1963, reprinted 1993, pp. 254-257; and Patricia
Herlihy, Odessa. A History (1797-1914), (Cambridge MA: Harvard Ukrainian Re-
search Institute, Harvard Series in Ukrainian Studies, 1986).

9. See Svitlana Novikova, “H owovoutxn avamtu€n g Moplodmoing tov 19°
ouhve” [The Economic Development of Mariupol in the 19" century] in Evrydiki Sif-
neos and Gelina Harlaftis, Ot ‘EAAnveg tng Alopuaic, 18oc-apyés 2006 ouddve. Néeg
mpoaoeyyloes atny oroplo Twy EAMvwy ¢ votiog Pwaoiog [Greeks in the Azov, 18%
— beginning of 20™ century. New approaches in the history of the Greeks in South Rus-
sia], (Athens: National Research Foundation, Institute of Historical Research, 2015), pp.
391-414; Irina Ponomariova, “H MoptodmoAn ota TéAn Tou 180uv xow tov 190 awwdvo”
[Mariupol at the end of 18" century and in the 19" century] in ibid, pp. 369-390; See
also Vasilis Kardasis, "EAAnves opoyevels otn votia Pwoio, 1775-1861 [Greek ex-
patriates in southern Russia, 1775-1861], (Athens: Alexandria publications, 1998) and
Gelina Harlaftis, H totopio tng eAdnvoxtyrns vavtidiog 19°-20° ov., (Athens: Nefeli,
2001), (the first edition of this study was in English under the title A History of Greek-
Owned Shipping in the 19" and 20" centuries) (London: Routledge, 1996).
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central European populations in the new territories, special privileges
were given to settlers from the Aegean and Ionian Seas as motiva-
tion to develop trade and shipping. The prosperity of the Russian
port-cities on the Black Sea attracted hundreds of thousands of im-
migrants until the late 19" century. The population of “New Russia”
from 163,000 people in 1782 reached 3.4 million in 1856."

The south of “New Russia”, “Novorossiya”, offered new possibil-
ities for economic growth. The port-cities of the Russian south grew
rapidly, around the same time and at a parallel pace as the great
American port-cities of the Atlantic. Settlers in the urban centers of
Novorossiya, apart from Russians and Ukrainians, were Greeks, Jews,
Armenians, Bulgarians, Serbs, Germans, Poles and others, creating
prosperous and growing urban societies with many self-made busi-
nessmen."!

10. Patricia Herlihy, “Russian Wheat and the Port of Livorno, 1794-1865", Jour-
nal of European Economic History, 5 (Fall 1976), pp. 79-80.

11. For the participation of Greeks in trade and shipping of southern Russia
a significant literature has developed over the last twenty years from Greek and
Ukrainian historians. See Harlaftis, A History of Greek-owned shipping...; Kardasis,
Greek expatriates in southern Russia...; Sifneos and Harlaftis, Greek merchants in Azov...;
Evrydiki Sifneos, “Ot ocAAoryég 610 pwotxd OLTEUTTOPLO XA N TTPOCUOUOCTIXGTATO TWY
eMVLXWY euTopLxwy oixwy” [Changes in the Russian grain trade and the adaptabil-
ity of Greek trade houses], Ta Istorika, 40 (June 2004), pp. 53-96; Evrydiki Sifneos,
“Ebvixdc avtompoodLloplopds oc Evar OLXOVOULXE UETABOAAOpEVO TepLf3GAiov. H
uopTLElor EVOG EAMNVOL EUTTOPODTTOAANAOL OTTH TO PWOLXO EUTOPLO atTtnEwy” [“Na-
tional self-determination in a changing economically environment. The testimony
of a Greek merchant assistant of Russian grain trade”], in Maria A. Stasinopou-
lou and Maria-Christina Hadziioannou, Aixorwopd-Aixtva-Atpwtiouds. Tetpddto
epyootog 28 [Diaspora-Networks-Enlightenment. Workbooks 28], (Athens: 2005),
pp. 116-125. See also for the importance of Greek merchants and ship-owners in
Azov during 19* century O. Shliakhov, “Cynosmrajensis AzoBo-Yepromopckoro
Hacceitna B Kouie XIX — mauare XX B. [“The ship-owners of Azov and the Black
Sea late 19" — early 20" century”.], Ukrain’skii istorichnii zhurnal, 1 (2006), pp. 61-72;
Svitlana Novikova, “BHecok rpekiB B eKOHOMiuHMIT po3BUTOK TiBHIYHOTO [Ipnasos>s
(mpyra momosuna XIX-nouarok XX cr” [“Greeks’ contribution in the economic de-
velopment of northern Azov (second half of 19" — early 20" century)”], (PhD thesis,
Institute of History of Ukraine, Ukrainian National Academy of Sciences, Kiev, 2005).
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The Black Sea project

The Black Sea to many historians is no more than a geographical term.
The regions however, shared common political economy, trade, ship-
ping, finance, industry, cultures and were linked together by land and
sea-routes. The Black Sea project introduced in the historical studies
of southeastern Europe, the History of the Sea and/or Maritime Eco-
nomic History, which during the last twenty years has taken off inter-
nationally along with Global History and Global Economic History.'
Up to the present day there is a very limited number of studies on the
economic activities of the Black Sea at the end of the 18" century to
the beginning of the 20" century. The histories that exist are mainly
political and social histories that are introvert, with the state as the
unit of research. Some are voyage accounts of reporters that travel
through the nations of the area. They all examine history with their
back turned to the sea, they see only the land; and they examine the
land squeezed in political borders that expand and contract according
to political struggles. From the last third of the 18" century to the
beginning of the 20* century more than 24 port-cities mushroomed
in the coastline of the Black Sea attracting hundreds of thousands of
immigrants mainly from central and southeastern Europe. Commu-
nication and linkages through the sea was pivotal for their economic
development. The only holistic academic approach is by Charles King,
The Black Sea. A History, 2005, mainly a political and social history,
that has certainly turned its back to the sea.

This volume is part of the studies of the Black Sea History
Working Papers. The history of the eastern shore of the Black Sea is
explored in a interdisciplinary way by combining, economic and so-
cial history with political and cultural history, history of institutions,
demography, economic geography, land, river and sea transport."
We focus on the port cities of the Black Sea region that emerged as
grain export gateways and were linked to the expanding European
metropoles during the period of the industrial revolution. Despite its

12. Gelina Harlaftis, “Maritime History or the History of Thalassa”, in Gelina
Harlaftis, Nikos Karapidakis, Kostas Sbonias and Vaios Vaiopoulos (eds), The New
Ways of History, (London: IB Tauris, 2009), pp. 211-238.

13. See the Gelina Harlaftis, “The Black Sea Project” in www.blacksea.gr.
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importance, the Black Sea region is barely included in the discourse
of global economic history as neither its qualitative or quantitative
history is really known to the wider or specialist public of the West.

The interdisciplinary and inter-university project “The Black Sea
and its port-cities, 1774-1914, Development, convergence and linkages
with the global economy” has come to fill the gap in our knowledge
and to strengthen the weak academic communication of scholars in
historical studies within the Black Sea countries. This project that
run during 2012-2015 was led by myself when I was in the Ionian
University, was included in the Action “Thales”, and was financed
by the Greek National Strategic Reference Framework, the E.U. and
the Greek Ministry of Education. The research group was composed
of 93 scholars from 6 Greek universities and institutes (Ionian Uni-
versity (project leader) with the University of Crete, the Institute for
Mediterranean Studies of the Foundation of Research and Tech-
nology, the University of Thessaly, the Hellenic Research Founda-
tion and the University of the Aegean) and 23 academic institutions
from Turkey, Bulgaria, Romania, Moldavia Ukraine, Russia, Georgia,
United States and Norway. More specifically there was collaboration
in Turkey with members of Bogazici University, Bilkent University,
Diizce University, and 19 May University of Samsun; in Bulgaria
with members of the Bulgarian Academy of Sciences and of Varna
University; in Romania with members of the “Dunarea De Jos” Uni-
versity of Galati; in Moldavia, with members of the Moldavian Acad-
emy of Sciences; in Ukraine, with members of the State Archives
of Odessa, the State Archives of Nikolaev, the National Academy of
Sciences of Ukraine, the University of Berdyansk, the University of
Mariupol and the University of Kharkov; in Russia with members
of the Institute of History/Russian Academy of Sciences (Moscow),
of the Southern Scientific Centre of the Russian Academy of Sciences
(Rostov-on-Don), State Russian University of Human Studies, of the
European University of St. Petersburg, of the State University of St.
Petersburg; in Georgia with members of the Elia State University,
Tiblisi; in Israel with members of the Jerusalem University; in the
U.S., with members of the Southern State Connecticut University; in
Norway, with members of the Maritime Museum of Bergen.

The methodology of this interdisciplinary and interuniversity proj-
ect was based in the research, study and analysis of primary archival
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sources. Research was undertaken in at least 35 Archives and Libraries
of the different Black Sea countries, Western Europe and the United
States. The prime methodology is historical; the study is approached
in an interdisciplinary way, history is regarded as the axes of geog-
raphy, transport, economics, politics, sociology, religion, anthropology,
city-planning and architecture." Digital humaninies were used to pro-
cess and classify the enormous archival wealth that was produced
in the Black Sea databases and statistical series. The Black Sea proj-
ect is ongoing as “History of the Black Sea, 18"-20™ century”, in the
Centre of Maritime History of the Institute for Mediterranean Studies
— FORTH from where the processing and development of the Black
Sea databases and statistical series continues, along with the editing,
translations and new templates of the Black Sea Port Cities — Interactive
history, 1780s-1910s and the gradual publications of all the books.
The aim of the Black Sea project was to analyze the economic
and social development of the port-cities and the implications this
had not only in the whole development of the area but also its
integration in the rising global economy of the era. This was done
through the identification, analysis and synthesis of the economic
and social development of 23 port-cities of the Black Sea (Bur-
gas, Varna, Constantza, Braila, Galatz, Odessa, Kherson, Nikolayev,
Evpatoria, Theodosia, Sevastopol, Kerch, Berdyansk, Mariupol,
Taganrog, Rostov-on-Don, Novorossiysk, Batoum, Trabzon, Sam-
sun, Giresun, Sinop, Instabul/Constantinople) and one “land-port”,
Nizhyn. All the port-cities gradually formed an integrated market
that became the largest grain and oil exporting area in the world
in the second half of the nineteenth century until the beginning of
the twentieth century. By placing in the centre of the analysis the
sea and its ports, the analysis penetrated in the economic activities

14. The outcome of the project is four groups of “products”. The aim of the first
product, Black Sea Port Cities — Interactive history. 1780s-1910s. which one can access
through the website www.blacksea.gr is informative. The goal is not to produce
new knowledge but to bring out already existing one from the national bibliogra-
phy and archival wealth. The second group of “products” is quantitative. It is the
creation of the a) formation of Black Sea databases and b) formation of historical
statistical series. The third group of “products” has been the conferences and
workshops of the project as found in the www.blacksea.gr. The fourth product is
14 books, many of which are still under publication in 2020 and 2021.


http://www.blacksea.gr
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of the port-cities, the coastal area and the hinterland, within and
beyond political boundaries and divisions. The linkages to western
European port-cities triggered development and convergence of re-
gional markets in the global economy.

Using the tools of economic geography in order to study the
Black Sea history, four maritime regions were distinguished in the
Black Sea that form the four main port systems that developed to
serve the needs of the sea transport of short and long distances.
Starting from west to the east: the first maritime region is the one of
the western coast of the Black Sea that is subdivided in the south-
western with main ports Varna and Burgas, and the northwestern
maritime region of the Black Sea that includes mainly the ports of
the Danube, Galatz and Braila, and Constantza (see Map 1.1)."5 The
second maritime region covers the port-cities of the northern coast
of the Black Sea, Odessa, Nikolayev, Evpatoria, Sevastopol and The-
odosia.'® The third maritime region includes the eastern coast of the
Black Sea. It is subdivided into two maritime regions, that of the
Azov Sea, including the port-cities of Kerch, Berdyansk, Mariupol,
Taganrog and Rostov-on-Don, and the southeastern maritime region
of the eastern coast of the Black Sea, including the port-cities of No-
vorossiysk and Batoum; the focus of this book covers the studies of
the port-cities of the eastern coast. The fourth maritime region in-
cludes the southern Black Sea ports Trabzon, Samsun, Giresun and
Sinop, that is the southeastern shore that concentrated the main Ot-

15. Constantin Ardeleanu and Andreas Lyberatos (eds), Port-Cities of the western
shore of the Black Sea: Economic and Social Development, 18" —early 20" centuries, (Corfu:
Black Sea History Working Papers, published in www.blacksea.gr, 2016) volume 1.

16. For this area there are four books: the first one is by Evrydiki Sifneos, Oksa-
na Turkova and Valentina Shandra (eds), Port-Cities of the northern shore of the Black
Sea: Institutional, Economic and Social Development, 18" — early 20™ Centuries, (Black
Sea History Working Papers), forthcoming, volume 2. The second one is a mono-
graph by Evrydiki Sifneos, Imperial Odessa: Peoples, Spaces. Identities, published by
Brill, Leiden, Boston 2018. The third one by Anna Sydorenko, H owxovoutxy xat
xowwvi) ovantuln Twy molewy-Apovieyy s Kowaolos oto SeUtepo uod tov
19 oucdver [The economic and social development of the Crimean city-ports during
the second half of the 19" century], (Corfu: Black Sea History Working Papers,
2017), volume 13, 2017; Ph.D. thesis, lonian University, Corfu, 2017. The fourth one
is lannis Carras and Eugene Chernukhin, The Balkan Merchants of Nezhin 17"-19"
centuries, (Black Sea History Working Papers, forthcoming), volume 14.
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toman ports of the region and of course Constantinople/Istanbul."”

Apart from the six volumes that examine more closely the eco-
nomic and social history of the port-cities of the various maritime
regions, there are another eight volumes that provide analysis of the
whole or half of the Black Sea. There is the volume on the history
of city planning and architecture.'”® Shipping, land transport, trade
and industrial development of the northern and eastern coast are
analysed in a single volume."” An overview of the trade and ship-
ping of all the Black Sea area is given through an overall statistical
analysis.”” The integration of the Black Sea in the global economy
is the focus of one of the monographs of the Black Sea History
series;*! there is another volume that examines the development of
the ports and shipping during the Soviet and post-Soviet times.??
And, finally there is a volume examining the linkages of the Black
Sea port cities with the West, cargoes and passengers.*

17. Edhem Eldem, Vangelis Kechriotis, Sophia Laiou (eds), The Economic and So-
cial Development of the Port-Cities of the Southern Black Sea Coast, Late 18" — Beginning
of the 20™ century, (Corfu: Black Sea History Working Papers, published in www.
blacksea.gr, 2017) volume 5. Part of this volume was published as Edhem Eldem
and Sophia Laiou (eds), Istanbul and the Black Sea Coast: Shipping and Trade, 1770-
1920, (Istanbul: The ISIS Press, 2018).

18. Vassilis Colonas, Alexandra Yerolympos and Athina Vitopoulou, Architec-
ture and City planning in the Black Sea port-cities, (Black Sea History Working Pa-
pers, forthcoming), volume 6; Maria Christina Chatziioannou and Apostolos Delis
(ed.), Linkages of the Black Sea with the West. Trade and immigration, (Rethymnon:
Black Sea History Working Papers, forthcoming), volume 7.

19. Mikhail Davidov, Gelina Harlaftis and Vladimir Kulikov, The Economic De-
velopment of the Port-Cities of the Northern and Southern Black Sea Coast, 19" — begin-
ning of the 20" century. Transport, Industry and Finance, (Black Sea History Working
Papers, forthcoming), volume 4.

20. Socratis Petmezas and Alexandra Papadopoulou (eds), The development of 21
Black Sea port-cities. A statistical approach, (Corfu: Black Sea History Working Papers,
forthcoming), volume 8; Source: Socratis Petmezas and Alexandra Papadopoulou, Black
Sea Historical Statistics, (Black Sea History Working Papers, volume 9, forthcoming).

21. Alexandra Papadopoulou, The intregration of the Black Sea markets to the Global
Economy, 19" century, (Black Sea History Working Papers, forthcoming) volume 1

22. Athanasios A. Pallis, Ioannis N. Theotokas, Maria Lekakou (eds), Black Sea
Ports, Shipping and Cities in Modern Times. From Central Planning to Reintegration in the
Global Economy, (Corfu: Black Sea History Working Papers, forthcoming), volume 10.

23. Maria Christina Chatziioannou and Apostolos Delis (eds.), Linkages of the
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Map 1.1 The maritime regions of the Black Sea

More information on the port-cities of the eastern coast of the
Black Sea, the reader can find in the project’s website www.black-
sea.gr, in the Port Cities — An Interactive History “Book” with an aver-
age of 60 templates for the history of each port-city. The aim of this
map is informative, that is, to make various aspects of the historical
evolution of the port-cities known to a wider public and bring
out the local and national bibliography and archival wealth. For
each port-city there are templates in the following five categories:
1. Administration, 2. Urban landscape and geography, 3. Culture
and Community 4. Economy and Infrastructure 5. Statistics. The
website contains also annotated bibliography and archival sources
for each port-city.

There is also more information in the Black Sea databases on
merchants, shipowners, bankers, ships and immigrants and in the
Black Sea Historical Statistics based on the compilation of statistics
from Russian, Romanian, Bulgarian, British and French statistics on
the external trade and shipping of the area. The immense amount
of the collected archival material is still processesed and enhanced
in the continuation of the Black Sea project as the “History of the

Black Sea with the West. Trade and immigration, (Rethymnon: Black Sea History
Working Papers, published in www.blacksea.gr, 2020), volume 7.
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Black Sea, 18"-20" century”, ongoing in the Centre of Maritime
History of the Institute for Mediterranean Studies — FORTH.

The essence of this project is international co-operation, the cre-
ation of working networks of communication of Greek Universities
and Research Institutes with the Universities and Research Centres
of Black Sea countries in a collective and organized academic open-
ing in an area almost inaccessible to the independent researcher.
Moreover, the project aims at the renewal of the methodological
analytical tools and in the internationalization of the historical stud-
ies in all countries involved. The communication with many of the
universities and research institutes of the Black Sea countries was
and remains difficult. The reasons lie on the lack of efficient knowl-
edge of the national languages or the lack of a common language
of communication and lack of funds in a world that is nationally
and politically fragmented and still with many political turmoils.
The ports and coasts of the Black Sea thrived through the centuries
from their relations and openness to the world and people for a
long time co-existed and collaborated in prosperity.

One of the important contributions of this project is that it aimed
in the development of an extravert academic policy from all partic-
ipating sides. As a historian, I may be allowed to say that Greece
has a comparative advantage from the other western European
countries in its close relations and communications with this part
of the world for historical reasons and much has been and can be
benefited from networks of collaboration of Greek institutions with
the universities and research institutions of the neighbouring east-
ern European countries. The produce of this fruitful large project,
the “Black Sea vessel” with a crew of 93 scholars has shown what
collaboration and communication can do. After all, the Black Sea,
like the Mediterranean Sea, does not divide, it unites.

Black Sea History of the eastern coast

The theoretical approach on which the Black Sea project and this
volume was conceived is the History of the Sea or Maritime History.
The sea as a unit of analysis on the one hand and the interaction of
humankind and the sea on the other, can give amazing possibilities



XXiv The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c.

and new ways to understand in history the unity and the diversity,
the continuity and change in the long and short term.

In order to proceed in the analysis of the History of the Sea I
use five approaches.” It is of course what humans did on the sea.
This category involves human activities on the surface of the sea. It
includes the structure of the sea, commercial sea routes, navigation,
violence at sea either by war or piracy, sea-trade of cargoes and
“human cargoes”. The next one is human activities in the sea. This
category includes human activities that deal with the resources of
the sea and the environment of the sea. It includes the fishing fields,
marine resources, oceanography, the environment of the sea. The
third one is human activities because of the sea. This category includes
the dynamic agents that challenge and ultimately change the path of
the history of the sea. These are the maritime transport systems (sea/
land/river transport, entrepreneurial networks, shipping markets),
maritime empires, international maritime institutions and policy. The
fourth one is what humans did around the sea. This category includes
human societies that earn their living from the sea and the implica-
tion this has on their societies. In this way it deals with the economic
and social development of the port cities, and their entrepreneur-
ship. The fifth one is about the sea. This category explores maritime
culture and heritage and the sea as inspiration to art and ideology.

This book is structured around these five categories through
which one can follow continuity and change and can see how hu-
mankind interacted with the sea and how it affected the path of
history at land. Furthermore, a clear geographic dimension is in-
troduced, that of a maritime region, the eastern coast of the Black
Sea, a study beyond political divisions. Furthermore, we are used to
deal with land regions and not maritime regions. Maritime regions,

24. Gelina Harlaftis, “What is Maritime History”, paper presented in the “First
International Symposium, In memoriam Skip Fischer, 25-26 April 2018, Centre of
Maritime History, Institute for Mediterranean Studies-FORTH. See Gelina Har-
laftis, “The true History of the Sea: A Maritime History. A new version of the
old version”, Forum “What is Maritime History”, International Journal of Maritime
History, June 2020. This approach is based on Frank Broeze’s classic definition of
Maritime History in his “From the Periphery to the Mainstream: The Challenge of
Australia’s Maritime History”, The Great Circle, Journal of the Australian Association
for Maritime History, 11:1, 1989.
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however, develop their own integrated markets as maritime com-
munications play a very important role in their connectivity and the
formation of the economic unity of the Black Sea.

Part 1 of the book deals with human activities that developed in
the Black Sea because of the Sea. Chapter 2 by Gelina Harlaftis gives
a comprehensive total analysis of the maritime and economic histo-
ry of all four maritime regions of the Black Sea from the end of the
18" century to the beginning of the 20" century with a quantitative
analysis on demographic, trade and shipping trends of its main
port cities. The analysis places the Sea as the unit of analysis and
brings out the Black Sea as a unified economy and the integration
of the port-cities to the global economy. Key to the explanation of
the unification of the Black Sea markets is the formation of the mar-
itime transport systems of each maritime region that connected the
hinterland with the foreland. The hinterland of the eastern coast
is blessed with an extraordinary riverine network led by Europe’s
largest river, Volga and river Don. Nailya Tagirova in chapter 3
unfolds the expansion of the Volga river economy and its connec-
tions with the Azov ports, which contributed to the economic de-
velopment of the eastern coast of the Black Sea, particularly Rostov
and Taganrog, the main export ports. The vast hinterland where
Volga flows includes about two hundred river tributaries which at
the time had almost one thousand wharves used by the thousands
of small sailing craft and barges that carried the grain produce and
determined the waterway communications. Tagirova analyses the
impact of technology in the land and transport of the area in the
form of railways and steamships, particularly after 1875.

The eastern coast was a frontier zone, and Victoria Konstantino-
va and Igor Lyman in chapter 4 analyze under this insight, reveal-
ing the colonization and urbanization process of the eastern coast of
the Black Sea by the Russian Empire. To reach the Black Sea was
the desire of Russian monarchs since the 17* century. The change of
the number, type, nationality of vessels on the sea came from polit-
ical developments in the Black Sea, a sea described until then as an
“Ottoman lake”. This was the result of the Russian geopolitical and
economic strategy for colonial expansion and economic power that
began from the time of Peter the Great and was consolidated during
the reign of Catherine II. Furthermore, Russia’s colonial policy in
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the South can be seen in the wider context of the Eastern Question
and Russia’s attempt to provide, as a great European power, ‘pro-
tection’ to select minorities of the Ottoman Empire with the aim of
expanding its influence into the neighbouring state. The geopolitical
activities of Russia have been described as that of “two crabs probing
the claws of the Ottoman crab in the Danubian and Caucasian sectors
and steadily pushing it back”.?” The ascension of Catherine the Great
to the throne spurred further the expansionist policy of the Empire
that witnessed some of its great victories in the two Russo-Ottoman
wars of 1768-1774 and 1787-1792 by which they acquired the “New
Russia” or “Novorossiya”, and a great frontage to the Black Sea
which covered its northern and northeastern coast. Russians contin-
ued their colonial expansionist policies in Caucusus until they con-
quered it by 1878. They massively depopulated the area by expelling
local muslim populations who fled to the Ottoman Empire only to
repopulate it with new Christian immigrants. Chapter 4 furnishes
this historical background along with the analysis on the formation
and development of the new port-cities and their ethnic composition.

Part 2 examines developments on and in the eastern Black Sea
maritime region and particularly the Azov Sea. That is navigation
problems, its maritime resources and maritime environment. The
history of the Black Sea and of the Azov Sea has been marked by
its geographic antithesis: their extremely narrow passage in the
south that connects to the rest of the seas and oceans and its vast
hinterland in the north that made it an “avenue” between Asia
and Europe.?® The sea “is short and troublesome” according to the
British pilots and is difficult to enter from the Bosporus. A large
number of long and big rivers have their mouths in the Black Sea,
in the northwest, the Danube, Bug, Dniester and Dnieper, while in
the Azov the river Don. The rivers are frozen for 3-4 months and
the melting of the ice during spring causes strong currents to the
sea. The entrance to the Azov Sea is through the Straits of Kerch.

25. J. P. Le Donne, “Geopolitics, Logistics and Grain: Russia’s Ambitions in the
Black Sea Basin, 1737-1834”, International History Review, 28:1 (2006), pp- 1-41.

26. Gelina Harlaftis, “Black Sea and its Maritime Networks, 1770s-1820s. The
Beginnings of Its European Integration,” in Fondazione Istituto Internazionale di
Storia Economica “F. Datini”, Maritime Networks as a Factor in European Integration,
Prato, Firenze University Press, 2019, pp. 355-382.



The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c. XxXvil

Anna Sydorenko in chapter 5 examines the development of the
port-city of Kerch in relation to its location, the navigation diffi-
culties and the sea-trade problems. She analyzes the formation of
the port infrastructure and how the geographical location of Kerch
defined its commercial importance in the port system of the area.
The Azov Sea apart from the growing trade was reknown for its
important fishing resources. Alexei Kraikovski in chapter 6 ex-
amines the eastern coast fisheries of the Azov Sea in the late 18",
beginning of 19 century. In this chapter, he explores the strategies
used by the Cossacks in order to exploit the natural resources of
the Azov Sea eastern coast as efficient as possible. The establish-
ment of the Cossacks in the area and the development of the Cos-
sack fisheries is considered within the framework of the Russian
colonizational movement towards the Black Sea shore, part of the
Russian territorial expansion. There the Cossacks had created a per-
manent system for the exploitation of fishing resources as opposed
to the temporary seasonal expeditions of the past. The exploitation
of the maritime resources went along with the understanding of
the marine environment following the European natural science,
allowing to the educated Russians a new understanding of their
own environment known as Classical Natural History. The chapter
following contemporary testimonies penetrates in the organization,
infrastructure and everyday life of Cossacs and their fisheries. Gen-
nady Matishov in chapter 7 gives the “Holocene history of the Azov
Sea”, that is a geophysical scientific approach of the maritime en-
vironment of the Azov Sea. The holocyne is the current geological
period which began about 12,000 years ago and corresponds to the
growth and impacts of humans including the development of their
civilization and the transition to urban living. Azov Sea is a shallow
inland basin of estuarine type and its history is connected with the
one of the Black Sea and the Caspian Sea as they were initially one
single sea basin. The paper unfolds the upsurges and downsurges
of the waters, the fluctuations of the temperatures, the formation of
the layers of the sediments and the human settlements found by
archaeologists during the ancient Greek colonization period partic-
ularly in Panticapaeum (modern city of Kerch), Phanagoria in the
Taman Peninsula, (today west of Sennoy in Krasnodar Krai) and
Tanais (modern Taganrog) since the 7* century BC.
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Part 3 examines the economic activities around and about the
eastern Black Sea maritime region which extends from the Azov
along the Caucasian coast down to Batoum. It penetrates to the eco-
nomic and social development of the seven port cities that became
major export gateways of their hinterland. It brings out the entre-
preneurship of the various ethno-cultural groups in the port-cities. It
was grain exports from Kerch to Novorossiysk and oil exports from
Batoum. This section starts with the Azov ports. From the 1780s to
the 1830s Greeks in Mariupol and Taganrog and Armenians in Na-
khichevan-on-Don were moved, supported and promoted by Rus-
sian policy makers in order to promote the economic development
of the Azov Sea. Evrydiki Sifneos and Gelina Harlaftis in chapter 8
analyse the development Taganrog, the major port city of the Azov.
The chapter identifies the Greek entrepreneurs and indicates how
they linked the port-city, and ultimately the whole area, to the in-
ternational market. By using their specialization in trade and ship-
ping they helped create a new economic zone in the south of Russia
and link it with international trade. Indeed the connection of South
Russian grain market with the Mediterranean and Northern Europe
was, partly, a Greek entrepreneurial achievement.

Greeks were also prominent in the neighbouring city of Mariu-
pol. In chapter 9 Irina Ponomariova discusses the ethnic processes
in Mariupol and Russia’s imperial migration policy. For the Rus-
sian Empire, the northern coast of the Sea of Azov was an import-
ant strategic military and economic region and the sea coast favored
the growth of ports with all year-round activity. The Azov area
was firstly populated by the Christian population of the Crimean
Khanate; in 1778, thirty thousand Crimean Christians began their
travel from the Crimea to the Province of Azov, where they settled
down, having received some concessions by Catherine II. They were
Greeks, that were eventually resettled in Mariupol and Armenians,
that were resettled in New Nakhichevan. The ethnic composition
of Mariupol in the nineteenth century was enriched reflecting the
character of the population of “Novorossiya” in general. The Jewish
community in the second half of the 19" century played a special
role in the development of the town replacing the Greeks, while
Slavs, Italians and others arrived later in the city. Their entrepre-
neurship and social activity promoted further integration of the
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town into the European and Russian economic environment. Svit-
lana Novikova and Vira Volonyts in chapter 10 study the economic
development of Mariupol from the end of 18" century to the begin-
ning of the 20" century.

Chapter 11 by Igor Lyman and Victoria Konstantinova inves-
tigates the great plans for developing Berdyansk. Berdyansk, was
founded in 1827, as a potential “second Odessa”. However, by the
last decades of the 19" century it became apparent that Berdyansk
did not meet the expectations. The infrastructure of its port was nev-
er sufficiently built and the shallowness of the waters prevented the
growth of its seatrade. Furthermore the produce from the hinterland
did not arrive to Berdyansk due to the lack of an early establish-
ment of railway line. Berdyansk, despite the aspirations of becoming
an international hub in the Azov, increasingly lost in competition
with other Azov ports, and remained important at a regional level.

The growth of the river port-city of Rostov-on-Don, particularly
in the second half of the 19" century overshadowed the other cities
of the Azov Sea. In chapter 12 Marianna Abdullayeva follows the
development of Rostov and of the wider Don and Azov area in the
first half of the 19™ century. She examines the integration of the
Don region into the Russian empire in the 18" century, the popula-
tion and agricultural development of the area and its administrative
process. She examines the growth of the cities in the lower reaches
of the Don River, Rostov, Novocherkassk, Azov and Nakhichevan.
The composition of the population of the area, the Cossacks, the
Russians, the Ukrainians along with the immigration the ethno-re-
ligious groups of Armenians, Kalmuks, Germans, Greeks and Jews.
The rural inhabitants of the region involved in the process of ag-
riculture were characterized by various forms of community and
social organization (Cossack landowners, Armenian rural commu-
nities, German colonies, Jewish land proprietors). By the end of
the 19™ century all these groups were part of the rapidly growing
export economy. Natalya Samarina in chapter 13 focuses on Ros-
tov-on-Don in the second half of the 19" century and analyses its
dynamic economic growth into a commercial and industrial center,
a place of residence of different ethnic groups and social classes and
a locus of their diverse activities. Rostov grew into an important
center of Russian trade largely due to the land and river trans-
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portation networks in the first half of the 19" century. She further
examines Rostov-on-Don in the second half of the 19" — early 20"
century when it reached its peak as the metropolis of the area, a po-
sition it holds to the present day. The port-city grew from its Greek
and Armenian merchants and shipowners with established inter-
national connections. The river port of Rostov-on-Don, also a land
railway transport hub for the concentration of cargoes, was chosen
firstly by the successful Taganrog Greek merchants after the 1870s
for its best location as the main river port of lower Don. Secondly
its agglomeration meant that it soon merged with the neighbouring
booming town of Nachichevan formed initially as an Armenian col-
ony. It was grain exports and its traders that gave Rostov-on-Don
the dynamism to develop further. Sarkis Kazarov in chapter 14
gives an insight of the Armenian merchants that were moved from
Crimea to Nahichevan-on-Don. Armenians carried for centuries
long the Eurasian trade in the area and had raised the importance
of Astrakhan in the Volgan-Caspian route. This chapter brings out
the business of the Armenians of the Don from the late 18" century,
to the beginning of the 20" century. They were engaged in the trade
of the area, in the processing agricultural produce, light industry
and handicrafts. Armenian merchants played a prominent part in
both the economic and public life of Nakhichevan-on-Don and were
highly important for the impressive development of Rostov-on-Don
in the last third of the 19" century.

At the northern edge of the northern Caucasian coast Novoros-
siysk was founded in 1839 while at the southern edge Batoum in
1878. Along the 400 miles that are between them there is no safe
anchorage. Their formation and connection to a railway system
which connected them with the hinterland of the Black Sea eastern
coast from the Azov to the Caspian Sea, in combination to their
direct location on the Black Sea and the fact that were ice free con-
verted them at the beginning of the 20™ century to the largest ports
of the Black Sea after Odessa, a position they hold to the present
day. Olga Popova discusses in chapter 15 the formation and devel-
opment of Novorossiysk which after the opening of the Tikhorets-
kaia-Novorossiysk Railroad in 1888 it was connected with the rich
grain areas of the Kuban and oil fields of the Caspian. Along with
the growth of the port activities the industry of the port-city grew.
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This chapter indicates the development of the urban planning of
the city, its buildings and architecture.

Last but not least, Eka Tchkoidze gives a rounded and com-
prehensive geopolitical, economic and social view of the impressive
growth of Batoum in chapter 16. The conquest of Batoum was of
great strategic and military significance for Russia as it strengthened
its position in the Southern Caucasus, blocked the British geopolit-
ical aspirations in the area, known as the “Great Game”, and kept
control over the whole Black Sea Eastern coast and the Ottoman
Empire. Moreover further economic and geopolitical implications
had the new important produce, petroleum from Baku. Batoum
became the oil-export gateway of the Baku oil after the completion
of the Baku-Batoum railway network, in the 1880s and the con-
struction of Baku-Batoum pipeline which ensured the systematic
transportation of Baku oil to the world market. World-wide known
entrepreneurs like the Swedish Nobel, the Jewish Alphonso Roth-
schild (of the French branch of the family), the Armenian Manta-
shev and the less known Greek Siderides and Arvanitides.

Globalization is about global connections. From the Treaty of
Kicilik Kaynarca to the Russian Revolution the eastern coast of the
Black Sea, along with the northern and western coast became the
biggest exporters in the world of grain and oil and were fully inte-
grated in the world’s sea-routes. An integration that was soon to be
abruptly interrupted for the next seventy years.






Part 1

Because of the Sea






2.
Black Sea Maritime and Economic History.
The integration of the port-cities to the global economy

Gelina Harlaftis

The aim of this chapter is to follow the methodology and analytical
approach of the History of the Black Sea through the categories
around the sea entering in the port cities and because of the sea, as de-
scribed in the previous chapter, identifying the maritime transport
systems. This is the economic history of the sea which involves the
economic activities that have developed in relation to the sea that
trigger development to trade and shipping and economic viability
to its port-cities and their hinterland.

The Black Sea during this period witnessed a commercial revo-
lution along its entire coastline and from “a sea of isolation” at the
end of the 18" century had become “a sea of internationalization” at
the beginning of 20" century. Despite the existence of old port-cities
in the southern Black Sea coast, like Trabzon, during the period un-
der examination, more than 20 port-cities were created/developed
on the rivers and the coastline of the western, northern and eastern
Black Sea (today’s Bulgaria, Romania, Ukraine, Russia and Geor-
gia). These port-cities developed to be export gateways of grain and
oil and became centres of attraction for economic immigration from
the whole region of central and south-eastern Europe. This paper
will examine the main Black Sea port cities and will further pen-
etrate to indicate how they formed port systems within the Black
Sea maritime regions. These port systems created by the maritime
transport systems of each region connected hinterland and foreland
and were thus the mechanisms to incorporate them to the world
transport system during the period before the Russian revolution.

This chapter attempts an overall approach of the maritime eco-
nomic history of the Black Sea, with the sea as a unit of research.
The development of the port-cities had implications not only in
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the whole development of the area but also in its integration in
the rising global economy of the era. Every port city belonged to a
maritime region, and both are analysed as part of a wider entity, as
part of the Black Sea, within and beyond political borders.

Around the sea: The port-cities

This section examines the effects on the growth of the economic
activities of ports on the development of the port cities providing
a theoretical background. Let us start with the concept of the port
city. What is a port city? Following the definition given by Frank
Broeze who has used urban and historical geography on one hand,
transport economics and location theory on the other: “A port city,
is a city whose main economic base, for its non-local market, is its
port, i.e. the area where goods and/or passengers are physically
transferred between two modes of transport, of which at least one is
maritime”. In the analysis of the port-cities, usually the cities draw
all the attention and ports are not mentioned, or have been taken
for granted.!

It is usual to examine port cities singled out. A port-city, how-
ever, whose growth depends on the economic activities of its port
is usually part of a port system. All Black Sea port-cities in every
maritime region formed port-systems that acted as the conduits for
the modernisation of the area. Urban studies usually focus in the
social operation of the city, not its economic functioning. And the
heart of the economy of a port-city is its port. Black Sea port-cities
provided all the infrastructure of shipping, trade and finance; the
know-how of trade with land and seaborne transport networks to
the hinterland and foreland, controlling thus the agricultural pro-
duction, and finance with banks, insurance and capital markets.?
We can only understand the functioning of the port-city through a
dynamic and multi-disciplinary synthesis of the port and the city.

Two periods can be clearly distinguished, before and after the

1. Frank Broeze, “Introduction” in Broeze (ed.), Brides of the Sea..., p. 11.
2. Peter Reeves, Frank Broeze and Kenneth McPherson, “Studying the Asian
Port City” in ibid p. 35.
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Crimean War. On the northern and eastern coasts the Crimean War
indicated the lack of modern transport, railways, steamships and
roads. On the western coast it gave the opportunity to the Euro-
pean powers to form the European Commission of the Danube
and ensure its navigability. * Demographic movements indicate the
dynamism of the economic activities of the port-cities and we shall
look at their population development within the various maritime
regions. The first area to develop is the northern coast (see table
2.1). Odessa was not the first port-city to develop, as it was es-
tablished in 1794. The Russian officials had first chosen Kherson
(established in 1778) followed by Nikolaev (in 1789). The Crimea
was the only area that had urban population. Theodosia was a
Byzantine port-city which eventually became the Kaffa of the Gen-
oese and later the Keffe of the Ottoman Empire. Other port-cities in
Crimea were Evpatoria and Sevastopol established in 1783. As table
2.1 indicates the largest port-city by far, not only of the northern
coast but of the whole of the Black Sea was Odessa. The city from
nothing, by mid-19" century had grown to more than 100,000 and
by the end of the century its population had quadrupled. Kherson
did not indicate such growth, and although in the first half of the
19% century was the second city after Odessa, it remained relatively
stagnant, the reason being mainly that the location of its port was
not favourable for trade. The second biggest port city of the area
was Nikolayev whose size tripled as did all the Crimean port-cities.
However, Nikolayev interchanged with Sevastopol as a Naval base
for the Russian fleet in the course of the following decades.*

3. See Constantin Ardeleanu, “The European Commission of the Danube and
the Results of Its Technical and Administrative Activity on the Safety of Naviga-
tion, 1856-1914", International Journal of Maritime History, 23:1, (2011), pp. 73-94;
Constantin Ardeleanu, “The Opening and Development of the Black Sea for Inter-
national Trade and Shipping (1774-1853)”, Euxeinos, 14, (2014), pp. 30-52.

4. Levchenko, “The Nikolayev International Port” in Sifneos, Iurkova, Shan-
dra (eds), Port-Cities of the northern shore... .
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Table 2.1 Population of the main Black Sea port-cities

City 1858 1897 City 1858 1897
Northern coast Southern coast
Odessa 114,265*| 403,815 Trabzon 28,000 38,000
Kherson 41,140* 59,076| Giresun 5,000 18,000
Nikolayev 32,496%| 92,012] Samsun 4,000 22,000
Evpatoria 6,433 17,913 | Sinop 4,000| 10,000
Sevastopol 10,296| 53,595
Thedosia 7,7115| 24,096
Eastern coast Eastern coast
Taganrog 21,099 51437| Galatz 52,000 62,000
Kerch 12,787 33,347| Braila 25,000 58,000
Rostov 12,000| 119,476 Varna 16,000 40,000
Berdyansk 10,120 26.,496| Constantza 3,000 10,000
Mariupol 5,289 31,116 Burgas - 5,000
Novorossiysk 434 16,897
Batoum - -

* First half of 1860

Sources: For the cities of the northern coast see V. M. Konstantinova, Yp6anisayis:
nigdennoykpaincoruii eumip (1861-1904 poxu) [Urbanization: the South-Ukrainian
Dimension (1861-1904)] (Zaporozhie: AA Tandem, 2010), p. 497; [lopodckue
noceaenus ¢ Poccutickoi umnepuu [Cities in the Russian Empire], Vol. 2, (Saint Pe-
tersburg: 1861), pp. 185, 195; llepsas sceobuasn nepenuce naceaenus Poccuiickoil
umnepuw, 1897 v. Bom. 2. Hacenenme ropopos no nepemcu 28-ro siupaps 1897
roza. [The first general census of the population of the Russian Empire, 1897. Pop-
ulation of the cities] (Saint Petersburg: Tovarishchstvo “Pechiatnia C. I. Iakovleva”,
1897), pp. 19, 22.

For the cities of the eastern coast see M. I. Sitenko, [Hacmoavras cnpagounas
kruea: “Pocmos uw Haxuuesan” [Guide: “Rostov and Nakhichevan”] (Rostov-on-
Don: 1909); Svetlana Novikova, “The Economic Development of Mariupol in the
19 century” [H otxovoutxn avamtuEn tng Moapltodmoing tov 19° awdve” , in Evry-
diki Sifneos and Gelina Harlaftis, Ot 'EAdnvec tn¢ Alopueic, 18oc-apxéc 2000
atdve.. Néeg mpooeyyioeig oty totopla Twy EAAvwy tn¢ votiag Pwoliog [Greek
s in the Azov, 18" —beginning of 20" century. New approaches in the history of
the Greeks in South Russia] (Athens: National Research Foundation, Institute of
Historical Research, 2015), pp. 391-414.
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For the cities of the southern coast see Kara Tugba, “Sinop. Demography & sta-
tistical data on population”, in Black Sea Port Cities — Interactive history. 1780s-1910s,
www.blacksea.gr (date of access: 20 February 2020); Kara Tugba, “Giresun. Demog-
raphy & statistical data on population” in Black Sea Port Cities — Interactive history,
1780s-1910s, www.blacksea.gr (date of access: 20 February 2020);

For the cities of the western coast see Constantin Ardeleanu and Andreas
Lyberatos (eds), Port-Cities of the western shore of the Black Sea: Economic and Social
Development, 18" — early 20™ centuries, (Corfu: Black Sea History Working Papers,
2016) volume 1, p. 194; Ardeleanu Konstantin, “Galatz. Demography & statistical
data on population”, in Black Sea Port Cities — Interactive history, 1780s-1910s, www.
blacksea.gr (date of access: 20 February 2020); Kontogeorgis Dimitrios, “Braila.
Demography & statistical data on population”, in Black Sea Port Cities — Interactive
history, 1780s-1910s, www.blacksea.gr (date of access: 20 February 2020);

The majority of port-cities was built and developed as mili-
tary-administrative units. The annexation of new areas necessitated
new developments in the field of the imperial policy for administer-
ing the newly acquired territories and new people.

The southern coast includes Trabzon or Trebizond, Samsun,
Giresun or Kerassund and Sinop that constituted the most import-
ant ports of the area trading with Constantinople/Istanbul and with
the northern coast of the Black Sea.? Trabzon built “on a rocky
table land sloping somewhat towards the sea” was the chief transit
port, the gateway of land and sea routes between Central Asia and
Europe. The port city along with Samsun, Giresun and Sinop were
inhabited by Turks, Greeks and Armenians. Sinop had the safest
anchorage between the Bosporus and Batoum and it had dock-
yards where some of the finest ships of the Ottoman navy were
built.” The port-cities that belonged to the Ottoman Empire did
not indicate the abrupt demographic changes that the rest of the
Black Sea port-cities witnessed throughout the 19" century. Trab-
zon remained the largest port-city with a modest population rise. In
the last third of the 19" century its growth was largely negatively

5. Eldem, Kechriotis, Laiou (eds), The Economic and Social Development of the
Port-Cities of the Southern Black Sea Coast ... .

6. The Black Sea Pilot, London, 1884 (Hydrographic Office, Admiralty), third
edition p. 114.

7. Ibid, p. 122.
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affected by the rise of the neighbouring Batoum. Out of the other
three port cities it was Samsun that had the largest growth with a
five-fold increase of its population followed by Giresun and Sinop
who tripled and doubled their population (table 2.1).

The western coast of the Black Sea is dominated by the fertile
plains of the Danube which provided for centuries Constantinople,
the great metropolis of the area. Despite the existence of linkages
to western Europe since the first half of the 19" century, this area
was only integrated in the international sea trade with the West in
the second half of the nineteenth century. Two distinct maritime
sub-regions are distinguished, the southwestern and northwestern.
The southwestern coastline reaches up to the delta of the Danube.
It was part of the Ottoman Empire, known as Eastern Rumelia, and
had an array of small villages and towns many of which developed
fleets that served the local sea-trade, like Agathopoli (Akteboli or
Aktarpolee), Vassiliko, Burgas, Sozopol, Messembria and Balchik
which are the only places of the southwestern coast of the Black
Sea with good anchorages.® Out of these only Burgas became of
any importance later in the century. The port-city that developed
along this southwestern coastline, as its main port, is Varna, which
grew to importance after the formation of the new Bulgarian state.
Varna, as the new state’s main port, became the export gateway of
its hinterland and tripled its population in the second half of the
19 century (table 2.1). At the end of the 19" century was the third
largest city of the western coast of the Black Sea.

The northwestern maritime region of the Black Sea includes
mainly the river ports of the Danube, Galatz and Braila, and Cos-
tantza.’ Politically they were the semi-independent Principalities
of Moldavia and Wallachia which formed the new independent
state of Romania. The northwestern coast mainly stretches along
the Danubian delta. The main ports of the area were river ports,
Braila and Galatz, both insignificant villages, which, after the 1820s,
grew to become vibrant cities, centres of grain exports later in the
nineteenth century. Flats in the river which impeded navigation in
the Sulina branch later were removed by the European Commission

8. Tbid, pp. 14-24.
9. Ardeleanu, Lyberatos, (eds), Port-Cities of the western shore of the Black Sea...



The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c. 9

that was formed after the Crimean War. Even so, the river was al-
ways subject to change and new shoals often formed. Galatz about
120 miles upriver and Braila 90 miles upriver were port-cities of
equivalent size. They were transformed to the main grain export
gateways of the Danubian plain in the second half of the 19" cen-
tury. Braila showed the largest increase of population doubling it
during the period under examination (table 2.1). They both had
large Greek populations and more limited Jewish ones that handled
the trade and shipping of the area.

The usual way to study port-cities is to examine them singled
out, sometimes not even relating them to the wider geographical
area they belong. In the approach of maritime history that we fol-
low, we try see how these port-cities related to each other through
sea routes on a Black Sea regional level as they became centre
of attraction for economic immigration from the whole region of
central and southeastern Europe. They thus became cosmopolitan
places, “melting pots” of ethnic minorities: Russians, Tatars, Ukra-
nians, Polish, Greeks, Bulgarian, Germans, Jews, Armenians.'” Main
agents of economic integration in all port cities proved to be the
mobile groups of the so-called people of the classic diaspora like the
Greeks, Jews and Armenians, as well as those of other central Euro-
pean groups as is clearly indicated in the third part of this volume.
What is very interesting is to see how the diaspora business groups
developed entrepreneurial networks which covered a large number
of Black Sea port-cities and western European ports contributing
thus to the unification of the Black Sea market. It was these mobile
entrepreneurial groups that undertook the control of external trade
and shipping and those that developed maritime and commercial
networks and the linkages to the western European economy. Link-
ages to the West triggered development and convergence of regional
markets in the global economy."

10. Kappeler, The Russian Empire...

11. For a detailed bibliography see “Introduction” in Victor N Zakharov, Gelina
Harlaftis, Olga Katsiardi-Hering (eds.), Merchant Colonies in the Early Modern Peri-
od, (London: Pichering & Chatto, 2012). See also Ina Baghdiantz McCabe, Gelina
Harlaftis and Ioanna Minoglou (eds), Diaspora Entrepreneurial Networks. Five Cen-
turies of History, (Oxford: Berg Publications, 2005).
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Because of the sea: Maritime Transport systems

The Black Sea consists from the articulation of many maritime regions.
So the aim of our study is to trace the mechanisms that integrate the
port cities in the Black Sea with world economy. The mechanisms are
the maritime transport systems. Maritime transport systems unite the
hinterland of the sea port with the foreland, by linking ports through
shipping by developing methods to co-ordinate sea transport and
river/land transport. So the maritime transport system is an entre-
preneurial system within a geographical area that indicates the link
of the hinterland with the foreland through seaports.'> We consider
that each maritime region consists of dynamic systems of flows of
movements and it is not just a static structure of places.

Central to this analysis are the concepts of region and port. As
we have already indicated we use the concept not of land region,
as is more commonly used, but that of maritime region. We have
divided the Black Sea in four maritime regions and sub-regions as
is already shown in map 1.1. A similar concept of a maritime region
has been used by Werner Scheltjens, where he makes the unit of
research the Dutch Deltas to explore the maritime transport systems
and to “capture regional economic dynamics as well as changes in
the structure of trade networks and transport systems”. According
to Scheltjens, “Transport systems are complexes of physical attri-
butes (rivers, roads, canals, seas, etc.) and communities populating
them, thus allowing for the exchange of people, goods and informa-
tion between the locations of a trade network. The delta is deemed
to be an appropriate geographical unit for a comprehensive eco-
nomic-geographical analysis of the Dutch maritime transport sector
before 1850”." Equally we consider the coasts of the Black Sea

12. Gelina Harlaftis, “Maritime Transport Systems in Southeastern Mediterra-
nean”, in Edhem Eldem and Socrates Petmezas (eds), The Economic Development
of Southeastern Europe in the 19" century, (Athens: Historical Archives Alpha Bank,
2011), pp. 397-446; Gelina Harlaftis, “Greek Shipping as a unification factor of mar-
kets. The methodology”, in Gelina Harlaftis and Katerina Papakonstantinou (eds), H
vowtidior twy EAAjvwy, 1700-1821 [Greek Shipping, 1700-1821. The Heyday before
the Greek Revolution], (Athens: Kedros Publications, 2013), pp. 39-90.

13. Werner Scheltjens, Dutch Deltas. Emergence, Functions and Structure of the Low
Countries” Maritime Transport System, ca 1300-1850, (Leiden/Boston: Brill, 2015), p. 9.
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maritime regions as appropriate geographical units for a maritime
transport history analysis.

Sea ports are fundamental to understand maritime transport sys-
tems. According to the economic geographer B.S. Hoyle, an important
division in port geography is between those elements that have to do
with land side, the hinterland and those that have to do with mari-
time side, including the waterfront of the port and the foreland."

A “hinterland” can be described as an organized and developed
land space which is connected with a port by means of transport.'
Very important to the connections of the port with the hinterland are
road, river and railway connections. The hinterland covers a pro-
ductive area which produces goods to be transferred to the sea port
that forms the export gateway. The supply of goods and the level of
exports is not only depended from the level of production but can be
confined or controlled by state, economic and geostrategic policies.
The concept of “foreland” as opposed to that of hinterland, is what
lies in front of the port, the shipping connections of a port. It is main-
ly the land areas on the seaward side of the port; the other ports with
which a port is connected with sea routes, where cargoes are shipped
or transhipped by either coastal or deep-sea going vessels.!®

Technology plays a highly important role in the rise and fall of
ports and in the formation of port systems. The arrival of steam-
ship and railway dramatically affected the ports as well as their
hinterlands in the Black Sea.!” This was evident in Crimea, where
Theodosia became the main export port, in the Azov, where Rostov-
on-Don surpassed the export capacity of the main port of the area,
Taganrorg, the growth of Novorossyisk which was linked with the
transcaucasian railway system and Batoum which was linked with
railway and pipelines with the oil from Baku.

The study of seaports is basically concerned with what happens

14. B. S. Hoyle, “Maritime perspectives on port and port systems: the case of
East Africa” in Broeze (ed.), Brides of the Sea..., p. 188-206.

15. Guido G. Weigend, “Some Elements in the Study of Port Geography”, Geo-
graphical Review, 48:2 (April 1958), pp. 185-200.

16. Ibid.

17. For an excellent example on the effects of technology in the port system of a
sea see Frank Broeze, “The Ports and Port System of the Asian seas: An Overview
with Historical Perspective from c. 17507, The Great Circle, 18:2 (1996), pp. 73-96.
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at the waterfront, the maritime space across the frontier between
land and sea, the area between port and foreland. After all, the
“The port is the place of contact between land and maritime space,
and it provides services to both hinterland and maritime organi-
zation. It is, therefore, a knot where ocean and inland transport
lines meet and intertwine. Its primary function is to transfer goods
(and people) from ocean vessels to land or to inland carriers, and
vice versa. Traffic means life and prosperity not only for the port
but also for the city and region around it.”"®* The development of
infrastructure is highly important for the development of a port.
A port should be placed in a convenient site, have sufficient space,
easy access, deep water, not a big tidal range and a good climate
in order to function throughout the year."” Very few ports in the
Black Sea enjoyed such privileges. What they all did, however, was
to provide efficient transport services through good circulation of
information, division of labour, efficiency and productivity. All ports
had warehouses, and in some, state investments were carried out in
forming piers, quays, cargo-handling cranes, quarantines. The great
strength of the ports and their influence in the port-cities is that
ports were interconnected with the world’s fleet, oceans and seas
and provide access from local to global forming thus vital elements
of the process of globalization.

In order to understand the dynamics of maritime transport, we
focus on the developments in shipping that led to the emergence
of maritime transport systems. Port activity has usually been mea-
sured by the flow of cargo, ship or passenger flows, in different
periods. Three aspects of cargo are important for the port: volume,
nature, and direction of flow. Bulk cargoes like grain, ore, crude
oil, and coal represent the largest tonnages of goods handled in
ports. Ports are measured by their rising or falling volume or val-
ue of trade. It is important to stress that “a port does not create
trade”.?” While ports may be studied and compared, they are part
of a much bigger picture and are vulnerable to effects that are not

18. Ibid.

19. Ibid.

20. Frank Broeze, “Dubai: from Creek to Global Port City,” in Lewis R. Fischer
and Adrian Jarvis (eds), Harbours and Havens: Essays in Port History in Honour of
Gordon Jackson (St. John’s: 1999), p. 161.
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under their control. In each system, different kinds of ports may
be distinguished and characterized as gateways or export-oriented
ports, entrepdts, primate ports, hubs and small ports.?! The majority
of the Black Sea ports are mainly export-oriented ports.

The main mechanism of the connectivity of maritime regions
and subregions and ports is the sea transport system that each mar-
itime region develops. Hence it is not space our main tool here, but
what maritime maritime economic activities generate: sea transport
system. The transport system of each maritime region was the fore-
front for the formation of a productive system that integrated the
markets within a maritime region and with other maritime regions.
The main characteristic of the sea transport system is connectivity,
where the sea-routes of the foreland are connected with the land
routes of the hinterland forming in this way a dense chain of in-
teractions and communications. Each maritime region is connected
with the adjacent one uniting in this way the sea-transport of a
whole region with the “fore-land” with the global.

There are four aspects to be considered to understand the for-
mation of sea transport systems:

e In every maritime region small, medium and large port cit-
ies/towns were the loading places that formed the port sys-
tem of the coastal zone.

e In every maritime region there is a hinterland where goods
are brought by land, river and sea transport to the coastal
loading export/import zone.

e In every maritime region there were port-cities/towns that
developed or attracted fleets and acted as maritime centres.
Small, medium and large maritime centres formed a mari-
time zone that integrated local markets and connected the
region with the foreland.

e The maritime transport system linked the maritime zone of
the maritime centres with the coastal import-export zone of
the loading places.

21. Broeze, “The Ports and Port System”... .
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Map 2.2 The northern coast
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In the first northern maritime region the coastal zone stretched
from Odessa to Theodosia (map 2.2). Within this coastal zone two
port systems are distinct. The first one includes Odessa, Nikolaev
and Kherson, and the second one the Crimean ports of Evpatoria,
Sevastopol and Theodosia. As we have already indicated all new
Russian port-cities were established under imperial orders, on a
certain urban planning and under a geostrategic plan. What the
policy makers could not foresee was the eventual commercial suc-
cess of each town. In the northern coast the policy makers targeted
Nikolaev and Sevastopol which they interchanged as naval stations
and commercial ports.?? At the last third of the 19" century Ni-
kolaev became a major commercial export/import at the footsteps
of Odessa, while Kherson port was involved in the external trade.
Odessa and Nikolaev were then exporting the produce from the

22. Levchenko, “The Nikolayev International Port” in Sifneos, Iurkova, Shan-
dra (eds), Port-Cities of the northern shore... .
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vast steppe behind, the hinterland. The steppe was the black earth,
the known chernozem, which was perfect for grain cultivation. The
hinterland was blessed with a dense web of rivers: the Dniester in
Odessa, the Southern Bug for Nikolaev, Dnieper for Kherson. Cargo
was moved by river craft and oxen carts on track roads and came
even beyond Poltava, Briank and Zhitomir down to the Odessa
(map 2.2).%

Figure 2.1, depicts the participation of the ports in the exports of
the northern coast. Odessa was the prime exporter, culminating its
activities from the 1870s to 1900s. Nikolaev witnessed an extraordi-
nary growth after the 1880s catching up with Odessa at the eve of
the First World War. Odessa from below 50 million French Francs
worth of exports in the 1830s reached more than 200 million after
1880s, whereas Nikolaev from almost nil in the 1860s reached 200
million by 1913. The Crimean ports fall far behind as they never
exported more than 50 million French Francs worth of exports.

Figure 2.2 indicates the port system of the northern coast. Odes-
sa is by far the most important port and was also the main mar-
itime centre of the northern coast with quite a number of sailing
ships registered there. With the advent of steam, the main Russian
steamship line, the Russian Steam Navigation and Trading Compa-
ny was established there. The role was however, different than those
of Odessa and Nikolaev. The role of the Crimean ports as smaller
maritime centres were to serve as intermediary ports as they never
freezed. They did not really serve the hinterland of the northern
coast but rather the grain export ports on both sides: Evpatoria,
particularly grew as a feeder port of Odessa, while Theodosia, apart
from being the main port of Crimea served the Azov ports.*

23. Alexander Romantsov, “The Transportation Network of the Northern
Black Sea Shore and the Black Sea Trade 18%-19% centuries” in Evrydiki Sifneos,
Oksana Turkova and Valentyna Shandra (eds), Port-Cities of the northern shore of the
Black Sea: Institutional, Economic and Social Development, 18" — early 20" Centuries,
(Rethymnon: Black Sea History series, forthcoming), volume 2, www.blacksea.gr.

24. Anna Sydorenko, “The economic development of the crimean port-cities,
second half of the 19%, beginning of the 20" century. Evpatoria, Sevastopol, Theo-
dosia”, (Corfu: Ph.D. thesis, Ionian University, 2017).
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Figure 2.1 Grain exports from the port cities of the northern Black
Sea maritime region (in 000 French Francs)
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Source: Socratis Petmezas and Alexandra Papadopoulou, Black Sea Historical Statis-
tics, Black Sea History Working Papers, volume 9, forthcoming.

Figure 2.2 Arrivals of ships at the port cities of the northern Black
Sea maritime region (in tonnage)
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Map 2.3 Eastern coast of the Black Sea
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The northeastern coast, rose as the most important grain ex-
port district of southern Russia after the Crimean War, providing
by the end of the 19" century 40-50% of total southern Russian
exports and competing in importance with the ports of Odessa and
Nikolaev who provided the other 40% (figure 2.10). Two coastal
loading zones and ports are distinguished (map 2.3). The first one
is the northeastern part and includes the Azov coastal and loading
zone with five main ports and the second one in the southeast the
trancaucasian coastal zone with two main ports at its two edg-
es, Novorossyisk and Batoum. Taganrog, the foremost port on the
Azov, developed slowly during most of the nineteenth century, but
in the 1880s and 1890s the astonishing growth of its neighbouring
river port, Rostov-on-Don, prevented a larger and more spectac-
ular development. Until mid-19™ century Taganrog was the main
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exporting city. From the 1850s to the 1870s, Taganrog competed
with the rising Rostov with exports up to 60 million French Francs
(figure 2.3). By 1900 exports from Rostov and Novorossiysk had
tripled, where Taganrog exports remained below 80 million French
Francs. Berdyansk and Mariupol followed and Kerch remained the
intermediate port-entrance to the Azov.

Apart from the Don Host Region behind Taganrog and Rostov,
the vast hinterland of the coastal loading zone of the Azov Sea ex-
panded to Kharkov, Voronezh, Tambov, Saratov (map 2.3). These
areas also covered by the fertile black earth include the middle and
lower Volga river basins and the Don river basin. Both rivers, of
thousands of miles long are navigable and proved to be major wa-
terways. River transport was combined with land transport, oxen
carts and since the 1880s a large network of railroads led to Rostov
and Novorossiysk. The latter, out of the Azov, had the great advan-
tage of no ice and shallowness of waters (map 2.3).

Novorossiysk and Batoum served mainly the hinterland that
stretched from Kuban to Baku and Kars. The conquest of Batoum
was very important, because it firstly provided by far the best port
of the whole southeastern coast, and secondly it really turned the
Black Sea to a “Russian lake”.* After conquering Georgia, the Rus-
sians had tried to form three ports, Poti, Sukhum and Redut-Kale,
none of which, however was adequate, and were fully surpassed by
Batoum.?® By conquering and developing the infrastructure of the
port of Batoum, the Russians were able to turn it to a major com-
mercial centre and replace the Ottoman port of Trabzon in the old
and important land route Trabzon-Erzerum-Tabriz that connected
the Black Sea with Iran.”

The hinterland of this area as it was formed by the Russian
guberniia (provinces) (see map 2.3), was composed in the northern
Caucasus, by Kuban, Stavropol, Terek and in the southern Caucasus
by Dagestan, Kutais, Tiflis, Batoum, Kars, Erivan, Elisavetopol and
Baku. The area proved valuable as the Caucasus and the northern

25. Eka Tchkoidze, “Oil and Soil: the role of Batoum’s economic development
in shaping of geopolitical significance of the Caucasus” in this volume, chapter 16.

26. Report by Vice-Consul Peacock on Batoum and its future prospects dated
to 08/04/1882. Foreign Office, British Parliamentary Papers, p. 1089.

27. Ibid.
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Caspian coast were major natural resources of petroleum. At the
last third of the 19" century, the United States were Russia’s major
rival in oil. In 1901 the output of Russian petroleum was 50.6% of
the whole world’s product, while the American petroleum was only
41.2%.% Oil came mainly from the Absheron peninsula on the Cas-
pian coastline where Baku was situated. In fact from 1893 through
to 1912, 91% of Russian crude oil was produced in four major oil
fields near one city-Baku.*

The Russian government proceeded in the formation of a rail-
way network in the area in order to connect the oilfields with the
main ports of the southeastern coast: Novorossiysk and Batoum.
Vladikavkaz was connected with Novorossiysk in 1882 and further
with Rostov. Novorossiysk from a small town had a spectacular
growth providing oil and grain exports. This is the Russian port
that today along with Tuapse, a small village in the south of No-
vorossiysk until the mid-1990s, are the most frequented lines for
tankers in the Black Sea today.*

Figure 2.4 indicates the port system of the eastern coast. Tagan-
rog remained the most important port of the Azov and the main
maritime centre of the eastern coast with quite a number of regis-
tered sailing ships and steamships. It is the Greek shipowners and
merchants that led the shipping business in this region.?* With the
advent of steam, tugs were introduced and facilitated shipping in
the area. From 200,000 tons up to 1880s the ship movements of
Taganrog grew spectacularly along with those of Novorossiysk to
one million ship tonnage by 1910. Batoum, however, outdid them
both and in 1908 reached 1.6 million ship tonnage, second only to
Odessa in the whole of the Black Sea. The importance of ports in
the southeastern Black Sea coast in the 1880s and 1890s was spec-
tacular. From nothing in 1878 by 1900 they accounted for 38 per
cent of the tonnage leaving all southern Russian ports.

28. E. K. Reynolds, “The Economic Resources of the Russian Empire”, Geo-
graphical Review, 1:4 (April 1916), pp. 249-265.

29. William J. Kelly, “Railroad Development and Market Integration in Tsarist
Russia: Evidence on Oil Products and Grain”, The Journal of Economic History, 36:4
(December 1976), pp. 908-916.

30. Pallis, Theotokas, Lekakou, Black Sea Ports, Shipping and Cities in Modern Times...

31. Sifneos, Harlaftis, Greeks in the Azov... .
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Figure 2.3 Grain exports from the port cities of the eastern Black
Sea maritime region (in 000 French Francs)
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Source: Socratis Petmezas and Alexandra Papadopoulou (eds), The development of
21 Black Sea port-cities. A statistical approach, (Rethymnon: Black Sea History Work-
ing Papers), forthcoming, volume 8.

Figure 2.4 Arrivals of ships at the port cities of the eastern Black
Sea maritime region (in tonnage)
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The development of these ports enabled exports of the rich min-
eral resources of the Caucasus. The desire of the Russian govern-
ment to develop this part of the country was realized with the
construction of basic infrastructure: ports, quays and the opening
of the Trans-Caucasian railway in 1883. The first port to achieve
some importance was Poti. But this was short-lived, for it soon lost
its predominance because of unsafe port conditions and the acquisi-
tion of Batoum from the Ottomans in 1878. In the 1880s and 1890s
Novorossiysk became the main outlet of the northern Caucasus,
exporting grain, petroleum and cement.

The steady growth of this new port caused a considerable re-
duction in the amounts shipped from Taganrog. In winter, when
the Azov was frozen, Novorossiysk was accessible to shipping and
grain held in Rostov-on-Don could leave from there. Batoum drew
the government’s particular attention by rapidly constructing a
maritime infrastructure and becoming the most important port in
the Transcaucasus. Its importance lay in the fact that it had the
safest harbour along the coast from Kerch to Sinope.

Map 2.4 Western coast of the Black Sea
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In the western maritime region the coastal zone stretched from
the delta of the Danube to Burgas (map 2.4). The consuming demands
of the Ottoman capital had necessitated close economic relations be-
tween the imperial centre and the western Black Sea coast, that is the
Ottoman province of present day Bulgaria (formed as an independent
state in 1878) and the semi-autonomous Danubian Principalities (Mol-
davia and Wallachia were united in 1859, named Romania in 1866,
and became an independent state in 1878) that for centuries supplied
Constantinople with significant amounts of grain. Within this coastal/
loading zone two port systems are distinct. The first one includes
the southwestern coast below the Danube (see map 2.4). The main
port-cities that developed were after the formation of the Bulgarian
state, Varna and Burgas. Varna became the outlet of the southern
Danubian plains that stretched as far back as Vidin and used the
right bank of the river as loading places to gather the produce. Both
ports witnessed a remarkable growth in grain exports. From very few
exports in 1879, they reached grain exports up to 40 million French
Francs each at the eve of the First World War contributing in this way
even more to the development Black Sea grain exports (figure 2.5).

The other northwestern loading/coastal zone stretches from the del-
ta of the Danube to Dniester. The main loading place of the area were on
the river, and the largest ones were the Wallachian river port of Braila,
and the Moldavian river port of Galatz each exporting the grain produce
of its Principality. As figure 2.5 indicates from 1830 to 1870s the grain
exports from Braila and Galatz varied between 20 million to 40 million
French Francs. It was in the last twenty years of the 19" century that
the western coast became as important in the grain exports as the north-
ern and eastern coast ports. In the 1880s and 1890s grain exports from
Braila shooted up five times and reached above 100 million French
Francs followed by those of Galatz at about 40 million French Francs
in exports. Braila was by far the largest exporter not only of its region
but of the whole western coast and three times as much as its rival port,
Galatz. It became the main gateway of the largest fertile Danubian plain
of Wallachia which was double the size of Moldavia. Braila had a com-
parative advantage; whereas the Wallachian produce was more cheaply
transported through the waterway of the Danube, the more expensive
land transport was used to carry to Galatz the Moldavian grain (despite
the attempts to ameliorate the navigability of the Danubian tributaries
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Sireth and the Pruth that crossed its land). Land routes, as was the case
in all Black Sea hinterlands, were underdeveloped. They were really
natural track roads with non-existent paved roads and very few bridges.
The main land transport means, as was the case in the northern and
eastern coast, were oxen driven carts which were slow and expensive.
As Constantin Ardeleanu mentions, “it was as expensive to carry grain
overland on a distance of 100 miles as it was to ship it from Galati to
London”.** Constantza was a new port-city, and it became part of Ro-
mania after the annexation of the province of Dobrogea in 1878. As it
was the only Romanian port on the sea it attracted the government’s at-
tention as the future Romanian naval and commercial hub. Despite the
state investments, however, it took time to take off. Its exports remained
at low levels in comparison with those of Braila and Galatz (figure 2.5).

Figure 2.6 indicates the rise of shipping from the western coast. In
the southwestern maritime zone Varna and Burgas together reached
about one to 1.5 million tons at the turn of the century. Both port cities
seem to grow as maritime centres with sailing ships and steamships
registered in their ports. This area had a long, and still under-re-
searched maritime tradition. It included a significant number of small-
er port-towns that were smaller maritime centres of sailing ships like
Vasiliko, Achtopol/Agathopolis, Sozopol, Balchik that served through-
out the 19" century the local and peripheral Black Sea trade.

On the northwestern part, the Danubian sea-going ship tonnage
from 500,000 tons in 1850, tripled in 1890 and reached the amount
of 2.5 million tons in 1910. New developments here brought structural
changes in the Danubian sea-trade. In 1856 the European Commis-
sion of the Danube (CED) was established at Paris by the Great Powers
with the aim to improve navigation in Lower Danube River. Although
this aimed to develop the Danubian river ports of Galatz and Braila
due to the imposed dues and to the continuation of the navigational
difficulties it caused a loss of tonnage under the circumstances. Almost
one-third of the ship tonnage loading grain on the Danube in the last
two decades of the 19" century loaded in Sulina and not in the river
ports of Braila and Galatz which were 90 and 120 miles upstream.
Sulina, a tiny port, a “parasitical middleman” as Ardeleanu has char-

32. Constantin Ardeleanu, “Romania’s Investments in Its Maritime Ports (1878-
1914)” in Ardeleanu, Lyberatos (eds), Port-Cities of the western shore of the Black Sea... .
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acterized it, was practically on an island at the entrance of the Danube
where lighters full of cargo came from upstream to load the vessels.*

Figure 2.5 Grain exports from the port cities of the western Black
Sea maritime region (in 000 French Francs)
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Source: Socratis Petmezas and Alexandra Papadopoulou, Black Sea Historical Statis-
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Figure 2.6 Arrivals of ships at the port cities of the western Black
Sea maritime region (in tonnage)
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33. 1bid.
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Map 2.5 Southern coast of the Black Sea
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The southern coast of the Black Sea covers the Ottoman and
later Turkish area from Istanbul to east of Rize, an area populated
until the beginning of the twentieth century mostly by Muslims,
but with a significant non-Muslim population, mainly Greeks and
Armenians both in the port-cities and the hinterland. The cargoes
of the southern shore did not consist of the huge grain exports of
the other shores of the Sea. Apart from the “oriental” goods from
Asia, opium, dried plants for dying, fruit, nuts, cloves, tea and other
kinds of agricultural produce were the goods of the hinterland of
the area, along with silver and copper extracted and manufactured
in the inland cities of the province of Sivas and coal, later, from
Zoguldak.

Within this coastal zone two port systems are distinct. The first
one, the southeastern part includes the area that expands from Rize
to Sinop and the other, the southwestern part from Sinope to Is-
tanbul. In the hinterland of the southern coast, land transport was
carried out predominantly with camel caravans, mules and horse
driven carts. There was also inland river transport, on river Coruh
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in the province of Trabzon and on Kizil river in the province of
Samsun.** Roads were narrow passes and the absence of sufficient
carriage roads hindered the communication of the hinterland with
the coastal zone. The land route network, however, connected the
coast to all main cities, Amasya, Tokat, Merzifon, Sivas, Yozgat,
Kayseri and even Harput (map 2.5).

This area was overshadowed by Constantinople/Istanbul, the great
metropolis and port of the Ottoman Empire that was really the grand
maritime centre of Black Sea shipping as all ships had to pass the
straits.* The southern coastal zone of the Black Sea was more en-
gaged on local and peripheral Black Sea trade and its international
connections developed mainly through Constantinople.*® The most
important port of the area was Trabzon whose remarkable growth
in shipping movements is pictured in figure 2.8. Trabzon developed
as the most international entrepot of the area, for centuries long the
main gateway of Asian trade from Persia and India and with di-
rect export connections to Constantinople. Trabzon had reached in
1914 1.2 million tons of ship tonnage competing hard in the Asian
trade with its main next door competitor, Batoum, that in 1908
had reached 1.6 million ship tonnage. Figure 2.9 indicates thirteen
ports of the southern coast in 1900 in terms of ship tonnage arriv-
ing to the ports in 1900. Trabzon and Samsun are the largest ports
of the area followed by Giresun and Inebolu with a volume varying
between 400,000 and 650,000 tons. There were five medium sized
ports, like Ordu, Eregli, Sinop, Rize, and Unye with a ship tonnage

34. Erler Mehmet Yavuz, “Samsun. The hinterland of the port-city”, in Black
Sea Port Cities — Interactive history, 1780s-1910s, www.blacksea.gr ; See also Ozdis
Hamdi “Trabzon. Road transportation network™ and “Trabzon. River network” in
Black Sea Port Cities — Interactive history, 1780s-1910s, www.blacksea.gr, (date of
access: 20 February 2020).

35. Edhem Eldem, “Scanning the Ottoman Black Sea in 1900 through the
Revue commerciale du Levant”, in Eldem, Kechriotis, Laiou (eds), The Economic and
Social Development of the Port-Cities of the Southern Black Sea Coast, ... ; Gelina Har-
laftis and Vassilis Kardasis, “International bulk trade and shipping in the Eastern
Mediterranean and the Black Sea” in Jeffrey Williamson and Sevket Pamuk, The
Mediterranean Response to Globalization, (London and New York: Routledge, 2000).

36. Sophia Laiou, “The Ottoman state and the Black Sea Trade, end of the
18" — beginning of the 19" century” in Eldem, Kechriotis, Laiou (eds), The Eco-
nomic and Social Development of the Port-Cities of the Southern Black Sea Coast... .


http://www.blacksea.gr
http://www.blacksea.gr

The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c. 27

100,000 and 300,000 tons, and four small ports Zonguldak, Platana,
Bartin, and Amasra, with less than 20-30,000 tons.

The southern coast of the Black Sea, after the 1820s developed
as a maritime zone for Muslim shipowners and seafarers with im-
portant shipbuilding activities. Unye developed as an important
ship-building site mainly for the construction of brigs and ships
between 50-200 tons, followed by Rize, Tirebolu and Giresun.*” The
Ottoman Muslim ships of the southern coast were mainly involved
in the local and peripheral trade of the Black Sea whereas Greeks
(of Greek, Ottoman or other nationality) were involved in the inter-
national trade.*®

Figure 2.8 Arrivals of ships at the port cities of the southern Black
Sea maritime region (in ship tons)
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Source: Socratis Petmezas and Alexandra Papadopoulou, Black Sea Historical Statis-
tics, Black Sea History Working Papers, volume 9, forthcoming.

37. Ekin Mahmuzlu, “The Transformation of the Mercantile Shipping in East-
ern Anatolian Black Sea Ports between 1834 and 1914”, in ibid.

38. Christos Hadziiossif, “Parallel lives: Greek shipping and the port of Istan-
bul”, Ekin Mahmuzlu, “The Transformation of the Mercantile Shipping in Eastern
Anatolian Black Sea Ports between 1834 and 1914 in ibid. See also Harlaftis, A
History of Greek-owned shipping... .
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Figure 2.9 Volume of shipping in Black Sea southern coast, 1900
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Source: Edhem Eldem, “Scanning the Ottoman Black Sea in 1900 through the
Revue commerciale du Levant”, in Edhem Eldem, Vangelis Kechriotis, Sophia Laiou
(eds), The Economic and Social Development of the Port-Cities of the Southern Black Sea
Coust, Late 18" — Beginning of the 20" century, (Corfu: Black Sea History Working
Papers, 2017) volume 5.

The globalization process of the Black Sea

Maritime history by making the sea as the unit of reseach, is written
crossing borders and seas, without dealing with different countries.*
Without disregarding the political developments that brought decisive
changes to the coastal zones and their hinterlands, we have proceeded
in the analysis of the Economic History of the Black Sea following
developments around the sea and because of the sea. In this way we
identified maritime regions, the formation of port systems and mari-
time transport systems focusing on shipping and trade. We have used
as the main mechanism of the connectivity of maritime regions and
subregions and ports the maritime transport system. The transport
system of each maritime region was the forefront for the formation
of a productive system that integrated the markets within a maritime
region, with other maritime regions and the global economy.

39. See also Maria Fusaro and Amélia Polénia, Maritime History as Global Histo-
ry. Research in Maritime History 43, (Liverpool: Liverpool University Press 2010).
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Figure 2.10 Departures of ships (in tons) from all coasts of the Black Sea
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Source: Socratis Petmezas and Alexandra Papadopoulou, Black Sea Historical Statis-
tics, Black Sea History Working Papers, volume 9, forthcoming.

Figure 2.11 Grain exports from the western, northern and eastern
coasts of the Black Sea, 1813-1914 (imperial quarters)
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Source: Socratis Petmezas and Alexandra Papadopoulou (eds), The development of
21 Black Sea port-cities. A statistical approach, (Rethymnon: Black Sea History Work-
ing Papers), forthcoming, volume 8.
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As the previous analysis indicated, from the last third of the 18™
century to the beginning of the 20" century more than 20 port-cit-
ies mushroomed in the western, northern and eastern coastline
of the Black Sea attracting hundreds of thousands of immigrants
mainly from central and southeastern Europe. The port cities of
the Black Sea region that emerged as grain and oil export gateways
and were linked to the expanding European metropoles during the
period of the industrial revolution. The linkages to western Euro-
pean port-cities triggered development and convergence of regional
markets.

Statistical analysis indicated a unity and a formation of a Black
Sea market where there was increase of trade and shipping on all
shores at the same periods. Figures 2.10 and 2.11 indicate the ag-
gregate development of shipping and trade at all shores of the Black
Sea. By 1900, 24% of total ship tonnage came from the Western
coast, 27% from the northern coast, 42% from the eastern coast and
7% from the southern coast (figure 2.10). The development of grain
exports was also spectacular as figure 2.11 indicates. More than 60
million imperial quarters were exported from the Black Sea at the
turn of the century from all its western, northern and eastern coast.
It was after the Crimean War, that major institutional and structural
changes on all sides took place, and a truly globalized Black Sea
market emerged. The end of the Crimean War coincided with major
changes in the global economy, mainly through the introduction
of new technologies in an international scale. The introduction of
steamships and railways in transport and telegraph in communica-
tion triggered dramatic changes and accelerated international trade
from ports of the Sea. An important impact of the introduction of
new technology was the great fall of transport costs and freight
rates that boosted exports and shipping.® During this time Ameri-
can grain was developing as a main world grain exporting market;
it only took over the Black Sea after Balkan wars in 1911.

40. On the fall of transport costs See Knick Harley, “Ocean Freight Rates and
Productivity, 1740-1913: The Primacy of Mechanical Invention Reaffirmed”, The
Journal of Economic History, 48:4 (December 1988), pp. 851-876. On the impact of
information technology in globalization see Mette Ejrnaes and Karl Gunnar Pers-
son, “The gains from improved market efficiency: trade before and after the trans-
atlantic telegraph”, European Review of Economic History, 14, pp. 361-381.
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Figure 2.12 Comparison of Russian exports in world grain market,
1861-1913 (in 000 poods)
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Source: M.L. Harvey, “The Development of Russian Commerce on the Black Sea
and its Significance”, (Ph.D. thesis, University of California at Berkeley, 1938).

Proper comparison between the Black Sea grain exports and the
American grain exports has not yet being done. The comparison is
impressive with this the major competitor, if only Russian exports
are used. Despite the enormous importance of the Russian grain,
very little has been written on this subject.*! The United States while

41. The grain trade from Russia or America to Europe has been studied in
two outstanding doctoral dissertations that were supported in the USA and which
unfortunately have remained unpublished. For the development of Russian grain
exports from Black Sea the dissertation of Harvey is unique, “The Development of
Russian Commerce on the Black Sea and its Significance”, (Ph.D. thesis, University
of California at Berkeley, 1938), which is based on Russian statistics of the 19®
century. For the American grain exports during the same period, is also unique the
dissertation of Morton Rothstein, “American Wheat and the British market, 1860-
19057, (Ph.D. thesis, Faculty of the Graduate School of Cornell University, 1960). It
is also particularly interesting the unpublished dissertation of Susan Fairlie, “The
Anglo-Russian Grain Trade, 1815-1861”, (University of London, 1959). For the
grain trade of Russia also see M. E. Falkus, “Russia and the International Wheat
Trade, 1861-1914”, Economica, New Series, 33:132 (November 1966), pp. 416-429.
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successfully competed with Russian grain exports, at the turn of the
20" century they saw their exports shrinking. The Russian grain
exports were unbeatable. Despite the impressive growth of Canada
and Argentina after the 1890s, in the second half of the 19" centu-
ry until World War I southern Russia was undoubtedly the largest
granary of the world. As it is clearly visible in figure 2.12, during
the period under consideration, Russian grain (wheat, barley, oats
and rye) exceeded over two thirds the American (of North and
South America). The economic development policy of the South
through the promotion of the strategic field of grain exports was
proved successful for the Russian Empire.

On the part of the Soviet Union see B. A. Zolotov, Xue6nuiit srcnopm Poccuu wepes
nopmut Yeprozo u Asoscroeo mopeiti 6 60-90-e eodvr XIX gera [Grain trade through
the ports of Black and Azov Sea in the decades 60-90 of the 19" century], (Rostov
on Don: Rostovskii universitet, 1966). In post-Soviet bibliography we could only
identify the study of A. G. Belozertsev, 3eprogoe zosaiicmeo Poccuu (1865-1997 2e.)
[Russian grain economy (1865-1997)], (Moscow: 1998), which although covers a
very long period it is not of course a depth analysis of the 19" century.



3.
The Volga-Don road to the Black Sea:
evolution and reality of the 19™ century

Nailya Tagirova

The aim of this chapter is to examine the evolution and changes of
the main waterways of eastern region of the Black Sea, the rivers
Volga and Don in the commodity traffic, particularly grain. The his-
torical background of the Volga-Don route to the Black Sea, will be
examined along with its geographical features, the opportunities it
provided, the development and changes due to railway construction
in the last third of the 19" century Russia. The effects on the main
river/sea ports of the area like Rostov-on-Don, Taganrog and Tsarit-
syn will also be considered. The main questions this chapter seeks to
answer are the following: How far into the East did the influence of
the Black Sea spread? Can we consider that the Volga River region
economy and the economy of the Black Sea area interrelated? What
were the changes in time (geographical, technical, organizational or
political) that had the greatest influence on the development of eco-
nomic life in the eastern part of the Black Sea coast? Which river/sea
ports develop as the main economic centres of the area?

Among the historical sources used are those of Central Statistical
Committee of the Russian Empire and the Soviet Union concerning
grain produce and other cargo transport via railways and waterways,
including information on the infrastructure like private wharves, or
on joint stock companies involved in the transport. Additionally, 19*
century memoirs and studies enlightened the processes that took
place in the region. Evidence from the Imperial Russian Geograph-
ical Society, which studied the economic situation in the area of the
Azov Sea in the 1860s, were particularly helpful. In 1862 the Impe-
rial Russian Geographical Society (IRGS) organized an Azov expe-
dition under the supervision of Professor K. M. Baer to explore the
situation of the Azov Sea, its shores and ports. The following year
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the Secretary of the Society V. P. Bezobrazov travelled along the Vol-
ga River from Nizhny Novgorod to Tsaritsyn and further to the Don
River to the Azov Sea. The purpose of the trip was “the general study
of the commercial commodity traffic between the basins of the Volga
and the Don Rivers, between the Volga lower provinces and the sea
of Azov”. The trip, which lasted several months (only in Tsaritsyn
V. P. Bezobrazov stayed for a month), was performed because of the
“huge pre-eminent importance” of the area for the Russian Empire.
The report of the Society Secretary V. P. Bezobrazov about the trip
along the Volga-Don route in 1864 gave an opportunity to study the
situation in the region during the 1840s-1860s.!

A very interesting source is the one from a series of British publi-
cations that was prepared by the British Foreign Office for participants
of International Peace Conferences following the First World War.?
It contains the studies of the history, demography and economics in
the areas of the Volga and the Don River basins. The source made it
possible to trace the evolution in the organization of transportation
and trade infrastructures in the late 19" — early 20" centuries.

Geographical features

Volga is Europe’s longest river with a length of 3.690 km.* For
centuries it has played the role of the frontier line between Europe
and Asia. The desire of people to cross it to get further beyond it
or use it to connect the adjacent territories goes back to the ancient
times. Looking at the Volga River on the geographical map one can

1. Vladimir P. Bezobrazov, “IIpefBapnrenbHbiii KpaTkuii oT4eT 0 1MyTerecTBuin
cekperapst O6mecrsa B. 1. Besoopasosa o Poccun B 1864 rony” [Provisional sum-
mary record of the journey of the Secretary V.P. Bezobrazova society in Russia in
1864 in K. N. Bestouzhev-Rumin (ed.), Sanucku Umnepamopcrozo Poccuiickoeo
Leoepaguuecroeo obujecmea, 1864 [Notes of the Imperial Russian Geographical
Society, 1864], (Saint Petersburg: Tip. V. Bezobrazova I Ko, 1864) p. 4, http://lib.
rgo.ru/dsweb/View/ResourceCollection-22 (last accessed 01.28.2016).

2. The Don and Volga Basins, (London: H. M. Stationery Office, 1920) pp. 41-42.
https://www.wdl.org/ru/item/9157/view/1/1/#q=%D0%B2%D0%BE%D0%BB%D0
%B3%D0%B0 (accessed at 11.02.2016) .

3. The length of the Volga river after the construction of reservoirs is considered
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easily see that it looks like a tree with a large crown and a weak
root system. Numerous rivers flow into the Volga River, the largest
of which are the rivers Oka and Kama that make the Volga “crown”
(see map 3.1). As a rule, it was exactly at the confluence of two
rivers that river port-cities sprang and flourished. This peculiarity
of the Russian urban development was spotted and described by
the famous geographers P. P. and V. P. Semenov-Tian-Shansky “.

Map 3.1 The Volga, Don Rivers
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in 3.530 km. In the 19" —early 20" c. the length of the river was considered from the
source, including the non-navigational part, in this case its length will be 3.690 km.

4. Veniamin P. Semenov-Tian-Shansky, Peter P. Semenov-Tian-Shansky, Vasily
I. Lamansky. Poccus. [oanoe zeoepaguuecroe onucanue naweeo Omewecmea.
Hacmonvrnan w dopoxwcnan krnuea Oasn pycckux aodei Tom. 6. Cpepnee TloBomxbe 1
3asomxne [Russia. Full geographical description of our Motherland. Table and road
book for Russian people. Vol. 6. Middle Volga and Zavolzhie], (Saint Petersburg:
A. F. Davrien, 1901]; Veniamin P. Semenov-Tian-Shansky, Paiion w cmpana
[District and country], (Moscow: Gosudarstvennoe izdatelstvo, 1928]; Ibid, /'opod u
depesna 6 Esponeiickoii Poccuu. Ouepk no skonomuueckoi eeogpaguu ¢ 16 kapmamu w
rapmoepanmanu [City and village in European Russia. Essay on economic geography
with 16 maps and cartograms], (Saint Petersburg: Tip. Imp. akademii nauk, 1910).
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The Volga “tree roots” are on the Caspian Sea. The main part
of the Volga River — the “trunk” of the tree — is quite winding. The
most important river port cities of Volga such as Nizhny Novgorod,
Kazan, Ulyanovsk (Simbirsk in the 19" century), Samara, Saratov,
Volgograd (Tsaritsyn in the 19" century) and Astrakhan are locat-
ed in the places where the river twists and changes its stream. The
most westwardly situated cities are the ones of Nizhny Novgorod
and Tsaritsyn, the most eastwardly situated is Samara. Different ad-
ministrative and economic zones of the Russian Empire and ex-So-
viet Russia divided the Volga region territories either into two parts
— Povolzhye (the right bank of the river) and Zavolzhye (the left
bank of the river) or into three parts — the so-called Upper Volga,
Middle Volga and Lower Volga regions.

This division was determined by various factors: 1) the time
the Russian State annexed a certain territory, 2) population den-
sity, 3) economic development, and 4) natural climatic conditions.
Forestlands, forest-steppes and steppe strips, interchangeably from
Northwest to Southeast, create three bands of different types of ag-
ricultural and economic specialization in these fertile lands.

Near the city of Tsaritsyn, where Volga is in its most western po-
sition, the river changes its course from the Southwest to Southeast
and it is here that it comes close and has the shortest distance to the
other river — the Don. The proximity of Volga and Don, the distance
between which is slightly more than 70 km, used to be very attrac-
tive from the economic development point of view and provided
opportunities for merging the two rivers into an entire concurrent
route, leading further to the Sea of Azov and the Black Sea.

Due to its natural geographical features, the above-mentioned
region was of geopolitical significance. There were two routes that
connected the Volga with the Mediterranean via the chain of Ros-
tov-on-Don, the river port of the Azov, Taganrog, Berdyansk and
Mariupol to: 1) through Kerch Channel to the Crimea, to the Black
Sea and ultimately to the Mediterranean, 2) through the Kerch
Channel to Novorossiysk and further to the southern coast of the
Black Sea and then to the Black Sea.

Before the railway construction there had been only one way
of communication between the Volga and the Black Sea — by
horse-drawn wagons overland to the Don and further to the seas.
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Throughout its history, the Volga-Don lands used to be the territory
of collaboration and cooperation, competition, rivalry and hostility
at the same time.

Historical background

The regions of the Volga and the Don rivers have been very import-
ant in European and world trade for many centuries as they have
had a long history of fairly intense trade contacts and connected
northern and southern Europe, the Baltic and northern Seas with the
Black Sea and the Mediterranean. Archaeologists testify that the use
of the Volga River for trade and business traffic had existed as early
as the 8"-3™ centuries BC.” Currently it crosses the Eastern European
plain from the North to the South, being a nexus linking the White,
Baltic, Caspian, Azov and Black Seas. Contrary to other rivers, Vol-
ga is a navigable waterway in most of its lengthy routes, and in the
Middle Ages it proved a major shipping route called the Great Volga
Waterway. During the 9*-13" centuries it used to be under the Volga
Bulgaria State’s control. Its capital city, the river port-city Bulgar and
such cities as Kazan, Oshel and Bilyar performed significant trade
functions with Bulgar acting as an important transit center.

Somewhat about forty rivers and lakes formed the entire system
of the Great Volga Waterway. The whole trade-shipping route, orig-
inating from Britain and Holland, was virtually divided into three
parts. The first part of Volga connected the North Sea and the Baltic
Sea, while the Gulf of Finland, the Ladoga Lake, the Volkhov River
and the [lmen Lake constituted the northern part of the Great Volga
Waterway. The cities of Ladoga, Novgorod and the settlements in the
Ladoga Lake area (known as Preladozhye) were considered to be the
most important ones in this part of the Great Volga Waterway. Next
on through the “Seliger way” it was stretching to the place where
the Volga River springs (its riverhead). The Volga-Oka interfluve was
settled and developed by Finno-Ugric tribes and the Slavs. Naturally,
it was used for trade contacts with the Scandinavian peoples.

5. Igor V. Dybov, Beawruit Boaxcckuii nymo, [The Great Volga Waterway], (Lenin-
grad: Leningradskii Universitet, 1989), pp. 17-32.
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The second and the main part of the Great Volga Waterway lay
along the Volga River reaching the regions bordering the Caspian
seashore. Contacts with the Eastern world, including China, spread
over wide territories and reached the Volga-Kama interfluve. In the
8h-9™ centuries, this part of the route was the main one in connect-
ing Europe and Asia. It used to be the way through which silver
for money manufacturing was transferred from the eastern parts of
Russia to the western regions.®

The third part of the Great Volga Waterway was in the South and
had to do with the areas around the Caspian Sea. The key point of
trade was the city of Itil (the capital of Khazaria). From here, there
was an overland road to the cities of Ray (Teheran) and Baghdad.
There also were overland roads which were used for transportation
in the direction of Hungary. The Volga trade used to provide eco-
nomic prosperity to Derbent, Baku and many Persian cities.

While the main part of the Great Volga route with the basins of
the rivers Belaya (White), Vyatka and Kama was under the Volga
Bulgaria State’s control in the 9"-13" centuries, its southern part
was controlled by the Polovtsians who collected trade taxes from
arriving ships. Povolzhye (areas along both banks of the Volga Riv-
er) became an economic and cultural centre of Ulus Jochi State (the
Golden Horde). It was in that period that the Volga-Don direction of
business and trade exchange resumed its development. According to
modern researchers, due to the events in that historical period of the
Russian State a new cycle of active reciprocal trade along the Volga
River developed. However, international significance of the Great Vol-
ga route tended to dilute, which was most commonly explained by
a reduction in the flow of silver from Asia to Europe. The business
contacts and trade in the southwestern regions were pretty much
related with the Black Sea. According to Ibn al-Asir, in the pre-Mon-
golian period the Kipchaks who used to receive goods through the
city of Sudak controlled those areas.” A new stage in the develop-

6. Ivan M. Kylisher, Hcmopus pycckoeo napodnozo xosaiicmea. 2-e usd. [The His-
tory of Russian National Economy, 2" ed.,], (Chelyabinsk: Sotsioum, 2004), pp. 12-14.

7. Uemopus mamap ¢ Opesnetiwmux epemer ¢ cemu momazx. Tom I, Yayc ncyuu
(3oaomas Opda). XIII-cepepuna XV B. [The History of Tatars from ancient times
in the 7 volumes. Vol. 3 Ulus Jochi (the Golden Horde). 13 — the middle 15 c.],
(Kazan: Institut im. Sh. Mardzhani, 2009), p. 288.
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ment of the Great Volga Waterway and the Volga-Don transportation
links had much to do with the state of Golden Horde (the Golden
Horde) during the 13"-15" centuries that gained control of the Great
Volga Trade Route and used to monitor and maintain its traffic.
There are various historical sources to enlighten us on the Vol-
ga region during this perioed. Guillaume Rubruk in 1253-1254
described two Russian settlements on the Don River in the upper
and lower reaches and one Russian-Muslim settlement on the Vol-
ga which were known to have trading privileges.® Apparently, the
region between the Volga and the Don rivers was the site of the city
Beldzhamen — a city-fair marked on the map of the Pitsigani broth-
ers.” The way along the Don River through the steppes towards the
Lower Volga River led from the West to the city of Sarai — the new
capital of the Ulus Jochi State (currently — the city of Astrakhan).
The business and trade traffic upwards the Volga River was known
to take place up to the city of Bulgar (near today’s Kazan). In these
circumstances the economic significance of the cities in the Crimean
coast of the Black Sea (Sudak, Kaffa, etc.), as well as the trade relations
of Povolzhye with the states of the Mediterranean littoral grew.
Concurrently there was a route through Kaffa (modern Theodo-
sia) and Azak (modern Azov) to India, China and Egypt. The city
of Azov played a special role: tenancy and control of the city gave
access to the Black Sea and next through the Don River allowed to
penetrate deeper into the continent. Historians mention the 14™ cen-
tury as the period of the rise of Italian trading posts in the Azov Sea
ports and the mouth of the Don River. Near the city of Azak in the

8. “They are not obliged to anything, only to transfer those traveling back and
forth, “the right to charge from merchants a great tribute”, Ibid., p. 278.

9. F. and D. Pizzigani, perhaps brothers, or father and son, were professional
cartographers who in 1367 made a map reflecting the medieval views of Europeans
about the world. They were neither monks-missionaries, nor merchants. The
descriptions of these places were also left by P. Karpini (1243 and F. Mauro
(1459) see V. A. Kuchkin, “Samar, Camapa n [losomxcuke ropona 8 XI1T1-XVI B.
(okomuanme)” [SAMAR, Samara and the Povolzhskie cites in the 13™-16™ centuries
(ending)], Drevniia Rus, No. 4:50 (December 2012), http://www.drevnyaya.ru/vyp/
v2012.php ; Edward L. Dubnman, /logonucckuit giponmup ¢ cepedune XVI-XVII
86. Ouepru ucmopuu [The Volga frontier in the middle of the 16"-17" centuries
Essays on history], (Samara: Samarskii universitet, 2012), pp. 69-83.
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early fourteenth century two colonies were known — one of Venetian
and the other of Genoese merchants. The trading colonies had their
own commerical consuls, whose numbers ranged from 7 to 15." In-
ternational trading agreements of the Golden Horde and the Italian
cities of Genoa and Venice were also identified by the researchers as
early as the 13"-14" centuries.! Ttalian (Francesco Balducci Pego-
lotti,) and Arab (Ibn Battut) historical sources of the 14" century
describe the harbours of the Azov Sea and the Crimea. This route
was actively used for wheat and slave trade to Venice and Genoa.

Lots of changes in terms and stipulations characterized world
trade during the 15"-16" centuries. In the Black Sea the Ottoman
Turks conquered Byzantine Empire and the centuries-old trading
route through the Black Sea and the Mediterranean Sea was closed
for Europeans. The new era of great geographical discoveries was
searching for new ocean routes. The significance of the Azov-Black
Sea region in the world trade declined. Numerous wars and military
expeditions to conquer lands beyond Europe were taking place that
made the business and trade of the region a backwater. Annexation
of disintegrated territories of the ex-Golden Horde (Kazan and As-
trakhan Khanates) to the Russian State in the 16" century turned
the Volga a river of internal communication. Foreign contacts of the
Russian State along the Volga River were linked to the Caspian Sea
and were not too numerous. The Volga-Don route for the European
and/or Asian trade and eventually world trade ceased to be.

At the beginning of the 17" century business and trade traffic of
the Volga River was directed mainly upwards. The cities of Rybinsk,
Nizhny Novgorod and Yaroslavl became the major grain trading
centers of Volga that distributed the produce to the entrepreneurial
and commercial areas of the Upper Volga that were mostly consum-
ing provinces. It was grain cargoes to the Upper Volga provinces
and Moscow that turned Nizhniy Novgorod into a prosperous river
port city, and the main grain supplier in Russia in the second part
of 17" century. When later in the beginning of the 18" century Rus-
sian Empire a got access to the Baltic Sea, the northern direction of
the Great Volga Waterway became a highly-demanded area again.

10. The History of Tatars ..., p. 288.
11. Thid., p. 278.
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This route had lots of navigation difficulties due to numerous riv-
er rapids and made shipping particularly costly. However, in the
early 19" century the Great Volga route was expanded through
the connection of the Volga and the Neva rivers (the Mariinskaya
river system) in 1808, as well as through the construction of the
Tikhvinskaya and Vyshnevolotskaya river systems. A Volga-Baltic
waterway was in this way connecting the Russian capital, St. Peters-
burg, with the vast interior.

At this time the Volga River fleet became huge, with thousands
of small sailing craft and barges, some of which were drawn by
barge-haulers, the so-called “burlaki” — poor peasants hired for work
in the Volga wharves. Stereotypical images of human labour in the Vol-
ga River associated with “burlaki” were created during this era. Thus,
during the 18"-19" centuries opportunities and facilities for steady
sustained development of the Great Volga waterway were formed, sup-
ported by a system of transportation, sufficient workforce, warehouses,
port infrastructure, commercial and institutional networks.

The territories bordering the Azov and Black Seas as well as
the Crimean Peninsula became part of the Russian Empire in the
late 18" century. Profound work from the Russian state appara-
tus to populate the territories, followed by intensive economic de-
velopment, began.'”> A number of cities such as Taganrog, Mariu-
pol, Berdyansk and Nikolaev were founded in those years. Urban
construction works, building of new ports and infrastructures on
shorelines, economic development of the coastal areas — all of that
contributed greatly to the growth of business activity in the South of
the Russian State." Yet, the area remained a frontier zone marked
by major wars like the Crimean War (1853-1856) or continuous
warfare in the Caucasus region. The Russian expansive strategy to
the southeast ended with the Russo-Turkish War (1877-1878) that
defined the borders of the Russian Empire in the Black Sea. By
the beginning of the early twentieth century, the Volga River basin
consisted of nearly two hundred river tributaries and had nine

12. Shandra, “General-Governors of Southern Ukraine... .

13. Vladimir V. Morozan, /lerosas swusne na [Oze Poccuu ¢ XIX — nauwane
XX 6era [Business life in the South of Russia in 19%-20" c.], (Saint Petersburg:
“Dmitrii Bulanin”, 2014), p. 9.
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hundred wharves. It was the river that determined the direction
of the grain produce traffic and the possibilities of the waterway
communications. The main export gateways in the Azov became
Rostov-on-Don and Taganrog.

The Volga River Wharves

Meanwhile, the Volga region was experiencing a steady economic
and demographic growth. An intensive migration of ex-residents
from the central provinces of Russia to Zavolzhye territories con-
tributed to extensive development of agriculture that created more
and more opportunities for rapid development of commodity farm-
ing in the area; consequently, the Volga River traffic saw a great
development. Technology in the form of steamships boosted the
possibilities of larger cargo traffic to the northern direction towards
the upper Volga territories and the northern ports of the Russian
Empire. The arduous toil of “burlaki” was to pass into oblivion as
Guido Hausmann has described so vividly in his last book."*

The introduction of steamships in the traffic services had a strong
impact on the functioning of the Volga River wharves, as many had
to be reconstructed and modernized. The amount of work con-
centrated into the larger and more efficient wharves whereas the
amount of work of smaller wharves along the way was decreasing.'
The wharves located next to the cities — provincial and district cen-
tres — had a great deal of more opportunities to attract resources
for modernization. They received a far greater status and trade op-
portunities if there was a railroad connection to the river wharves
linking thus water-land transport in the most efficient way. The
development of commodity production in the Volga River regions
was accompanied by an increase in cargo handlings of the wharves
and railway stations. The Volga River wharves next to the cities of
Samara, Saratov, Kazan, Tsaritsyn, Pokrovskaya Sloboda and Buzu-
luk railway stations in the early twentieth century were known to

14. Guido Hausmann, “Miitterchen Wolga. Ein Fluss als Erinnerungsort vom
16. bis ins frithe 20. Jahrhundert”, Historische Anthropologie, 2011, 19:2, pp.312-314
15. Bezobrazov, “Provisional summary record..., p. 4.
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have a turnover of more than 10 million poods a year (see picture
3.1 and 3.2) The wharves next to Khvalynsk, Serdobsk, Kamyshin,
railway stations in the villages of Bekovo, Satykovka, Atkarsk in the
Saratov province, the wharves next to Rovnoye, Baronsk, Balakovo,
Dukhovnitskoye, Vasilievka, Stavropol, Krasny Yar, the railway sta-
tion in Bogatoye, Neprik, Tolkay, Sorochinskaya, Abdullino, Bugu-
ruslan in the Samara province had a turnover over 1 million poods
per year. The southbound shipment of grain was carried out in the
wharves of Balakovo in the Samara province, Pokrovskaya Sloboda
in the Saratov province and the city of Tsaritsyn.!®

V. P. Bezobrazov noted that from a geographic and economic
point of view, Kazan was the best traffic point, faster, cheaper and
more convenient than Samara and Saratov, to carry the goods down
the Volga River to the southern seas.'” However, as far back as the
1850s grain trade in the upper direction of the Volga River the
way towards the Don River and the Azov Sea were from Samara
to Tsaritsyn through the big warves in Balakovo, Volsk, Saratov
and Pokrovskaya Sloboda, Kamyshin."® The path from Kazan to
Tsaritsyn has been described as follows: “the distance from Samara
to Tsaritsyn is 938 miles and on its way there are many important
cities and towns, among which are Spassk, Simbirsk, Stavropol, Sa-
mara, Sysran, Volgsk, Saratov and Kamyshin. The normal draught
of vessels is 7 ft. There are 37 commercial landing stations and 28
harbours; of the latter six are thoroughly safe and ice-proof, name-
ly, those as Spask, Samara, and Tsaritsyn. In the place 15 miles
above Tsaritsyn the Volga River is divided into two arms which join

again some 70 miles lower the river stream”."

16. Nailya F.Tagirova, Prnor Ilosoanvs (smopas nososuna XIX-nauaro XX
66.) [The Market of Volga Region (second half of 19" —beginning of 20" centuries],
(Moscow: Moskovskii obshchestvenniy nauchniy fond, 1999), p. 158.

17. Contemporaries highly appreciated the reliability of the information of V.
P. Bezobrazov. In the beginning of the 1860, apparently, the infrastructure of the
pier in Kazan was better than in Samara, which survived the terrible fires in the
1850s, which V. P. Bezobrazov recorded.

18. Bezobrazov, “Provisional summary record..., p. 15.

19. The Don and Volga Basins ..., pp. 41-42.
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Picture 3.1 Samara. Grain wharve. Postcard, late 19" century
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It is worth taking a closer look at the last part of the path from
Kamyshin. In the times prior the railway construction the main des-
tination point of grain cargoes on the way further than Kamyshin
was the trading quarter called Dubovka. Here at this point the com-
modities were loaded into wagons and then were transported to
Kalach. The cargo was taken a little further down the Volga River,
to the town of Tsaritsyn, and was then moved to the direction of
the Caspian Sea. The wharf of the trading quarter of Dubovka was
famous for its staroobriadtsi (Old Believers) population and its im-
portance in the trade. The length of the wharf, 1.5 miles, was very
convenient for unloading of goods. Any wholesale merchant used to
have his own point of sale where the trade was conducted. There
used to be warehouses in which the commodities were safely kept
during cold wintertime. Dubovka was surrounded by numerous vil-
lages; the locals were specialised in the land transport trade, grew
oxen and horses for drawing wagons. Centuries-old communication
between Dubovka and Kachalin and Rostov-on-Don, which became
the largest export river-port of the region, vitalized and provided
business opportunities and profits not only to people who were busy
in the transport trade — coachmen, drivers, porters and anyone in-
volved, but also to major merchants and capitalists.
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Picture 3.2 Tsaritsyn. Wharve. Postcard, late 19" century
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In 1863 the Volga and the Don rivers were connected by rail. It
was the Volga-Don railway. The railway construction changed the
route in its last part. The Volga-Don road started from Tsaritsyn,
bypassing the trading quarter Dubovka to the station of Kalach (Ka-
lach-on-Don, where there were backwaters of the Don River) and
further to Rostov-on-Don. This circumstance was crucial both for
Dubovka and the whole of traditionally known Volga-Don route.

The very first working year of the Volga-Don railway, which was
built from the wharf next to the city of Tsaritsyn through the vil-
lage of Kalach and further to Rostov, showed the superiority of the
new way of communication over the existing before traditional one.
During the same year, the cost of horse-drawn transportation in the
trading quarter of Dubovka dropped from the usual 9-10 kopecks
per pood to 3-4 kopecks. Those involved in the land transport con-
sidered their business “completely lost”* because of the new railway.
The Volga-Don railway owners contributed to the modernization and
improvement of the Tsaritsyn and Kalach wharves. According to V.
P. Bezobrazov there was another advantage of railway communica-
tion in comparison with the old waterway as it allowed to overcome

20. Bezobrazov, “Provisional summary record..., p. 4.
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the inconvenient and dangerous rapids of the river Don. During the
next fifteen years the situation changed even more drastically.

Railway conditions of the nineteenth century

The importance of railways for the economic development of any
country cannot be overestimated. The history of their emergence
and development in the South of Russia and in the Volga River re-
gion is a separate subject for studies and discussion. At this point it
is worth mentioning that the region bordering the Azov and Black
Seas coasts was included in the plan of the railway construction at
its first stage (in the 1860s-1870s) and the second stage of the rail-
way construction which covered the Volga River region (the 1880s-
1890s). The first railway construction stage meant the building of
the railroads to connect the northern and southern capitals and
ports with the grain-producing provinces. The second construction
stage aimed at the advance deeper into Russia, beyond the Volga,
the Ural and into Siberia. An overview of the railway construction
in the above-mentioned region are as follows.*

The Volga-Don railway was one of the first railways not only in the
region but also in the whole of Russia. Its story reflects the successes
and challenges of transport and technical innovations in general. The
first railway in the southeastern direction — the Volga-Don railway,
was built with the funds of the joint stock company whose initiator
was V. A. Kokorev, a would-be founder of the Volzhsko-Kamsky
Commercial Bank. The length of the railroad was 74 km.?* The rail-
way replaced the horse-drawn carriage transportation of goods from
the Volga River regions to the regions along the Don River .

However, the advantages of the new kind of transportation from
the Volga River regions to the Black Sea territories weakened with
the necessity of transshipment from the train to river craft at the
wharf of the Kalach city. The Volga-Don Railway and the Don River
Shipping Joint Stock Company did not have enough steamers and

21. Petr L. Lyashchenko, Ouepru aepaproii ssonoyun, Tom. I [Essays on the agrar-
ian evolution, Vol. 1], (Saint Petersburg: Ministerstvo finansov, 1908), p. 238-240.

22. Currently, the Volga-Don branch railway flooded, it replaces the Volga-Don
Canal, built in 1950.
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barges to perform regular river transport. Weeks could pass before
dispatching. And most importantly merchants had to take care of
the security of the goods. Moreover, the work of the wharves of the
Volga and the Don rivers depended on seasonality, which led to de-
crease of the effectiveness of the railway transport. Besides, peculiar-
ities of the Don River — moorage, variability of the river depth, sand-
bars and rapids — all those made the navigation of the river barely
possible and did not contribute to the increase of traffic. Elimination
of these problems demanded great expenses. Hence transportation
of commodities along the Don River to the Azov Sea was risky and
as a result the cost of the transported grain was nearly doubled.
Another feature of the Don River route was connected with the
challenges of the reverse movement: the navigation from Rostov-on-
Don up the Don River was practically impossible. What is more, as it
has been already noted, the lack of reverse traffic via the Volga-Don
road increased the cost of the transport. As V. P. Bezobrazov noted, the
Azov Sea ports mostly dispatched cargoes but did not take in foreign
ones. The prevailing exports orientation of the Russian foreign trade
infringed its import. The average annual exports from the Taganrog
port was approximately 10 million roubles, whereas its import amount-
ed to only 2 million roubles (wine, grocery and colonial goods).?
By 1869 the railway had reached the city of Taganrog on the
Azov Sea. A year later the railway was constructed from Kursk
through Kharkov and Taganrog to Rostov-on-Don.** A famous
entrepreneur S. S. Polyakov, whose family roots originated in the
city of Taganrog®, was granted a concession for the construction
of the railway. The Black Sea became accessible by means of Khar-
kov-Nicholaevsk? railway (1868-1872) and Lazovo-Sevastopol rail-

23. Bezobrazov, “Provisional summary record..., pp. 20-21.

24. Alexandr S. Senin, “Rypcko-XapbkoBo-CeBacrononbekas skejiesHast gjopora”
[Kursk-Kharkov-Sevastopol railwayl, in Jxonomuueckas wcmopus Poccuw ¢ Ope-
sretiwur spemer 0o 1917 2o0a. Inyukaronedus. Tom 1. [Economic History of Russia
from ancient times to 1917. Encyclopedia Vol. 1.], (Moscow: ROSSPEN, 2008), p. 1185.

25. Morozan, Business life in the South of Russia ..., p. 539.

26. Alexandr S. Senin, “XapbrkoBo-Hukonaescrast sresesnas jopora” [Kharkov-
Nikolaev railway], in dronomuueckas wcmopus Poccuw ¢ Opesnetiwux epemen 0o
1917 200a. Inyuraonedusn. Tom 2. [Economic History of Russia from ancient times
to 1917. Encyclopedia Vol. 2.], (Moscow: ROSSPEN, 2008), p. 1064.



48 The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c.

way was launched in 1875, with the construction concession granted
to P. I. Gubonin. Later, railway branches were built to Theodosia,
Kerch and other destinations. The year of 1875 was the start of the
Rostov-on-Don-Vladikavkaz railway route traffic (concession for the
construction was granted to R. V. Shteyngel), which significantly
accelerated agricultural sales from the Kuban and Tersk regions, the
Don Cossack region, Stavropol, the Black Sea coastal areas and other
southern territories.” Soon the railway road reached Novorossiysk,
connecting the lands of the Northern Caucasus with the regional
market.?® In the early twentieth century all these routes were merged
into the entire southern railway system. Market opportunities for
the grain produced in the Volga River regions diminished due to the
proximity of other grain-producing areas to the southern seas.

In 1871 one more railway road starting in Tsaritsyn was launched
— Gryasi-Tsaritsynskaya — which passed through Russia’s fertile
black soil regions to Moscow and the Baltic Sea ports. The Vol-
ga-Don railway connected to this railway system.? The cargoes from
Tsaritsyn could now be transported not only to the direction of the
Azov and Black Seas, but also to the northern direction to the Baltic
Sea.?® In 1874 the Gryasi-Tsaritsynskaya railroad was known to have
transported over 15 million poods of grain to the North, to the Baltic
ports, and more than 7 million poods to the South.?

In 1875 the construction of the Donetsk coalfield railway began
(concession for the construction was granted to S. I. Mamontov) which
lad to Mariupol.** This railroad contributed much to the rapid de-

27. Alexandr S. Senin, “Bragukasrascras sxesesnas gopora”, in Economic His-
tory of Russia..., Vol. 1, pp. 400-401.

28. Taisia M. Kitanina, Xueeonaa mopeosas ¢ Poccuu ¢ konye XIX-nauane XX 6.
Cmpame2us 6uIICUAHIULL, MOOCPHUBAYUOHHBLE NPOYECCHL, NPAGUMEALCINECHHAL NOAUMUKQ
[Grain trade of Russia in the end of XIX-XX: a survival strategy. Modernization pro-
cesses, government policies], (Saint Petersburg: “Dmitriy Bulanin”, 2011), p. 66.

29. T. V. Shlevkova, “Major trends of commercial and industrial development
of the city of Volgograd in the second half of XIX century”, Bulletin of the University
of Volgograd. Series 3. Economics. Ecology, 1:120 (2012), p. 59-65.

30. Lyashchenko, Essays on the agrarian evolution..., p. 239.

31. Alexandr S. Senin, “lOro-Bocroumbie siemesmnie qoporn” [South Eastern Rail-
wayl, in Economic History of Russia..., Vol. 1, p. 1259.

32. Alexandr S. Senin, “JloHernkas kKameHHOYTOJNbHAS sKeqne3Has fopora” [Do-
netsk coal railroad], in Economic History of Russia..., Vol. 1, p. 713.
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velopment of industries in the region and to Mariupol which became
the main export gateway of the area. In 1893 the Kozlov-Ryazan, the
Gryasi-Tsaritsynskaya and the Donetsk coalfield railways were consol-
idated in the Shareholding Company of the South-Eastern Railways.
The industrial products of the southern region along with grain ex-
ports were directed to northern ports by the South-Eastern Railways
also diminished the role of the Volga-Don route to the Black Sea.

As A. 1. Chuprov, Professor of Moscow University and a spe-
cialist in the field of the railways at the beginning of the twentieth
century wrote, “the new railroads overtook almost half of the low-
er Volga River cargoes towards the ports of the Baltic Sea”.** P. L.
Lyashchenko recorded severe competition among the ports of the
Baltic and the southern seas, which was especially noticeable in the
southeast, in the basins of the lower Volga River and the Don.

In 1880 a railway bridge across the Volga River (near Syzran)
was built, which allowed transportation to Siberia (see picture 3.3).
The commodities produced in the Volga River regions were now
mostly transported to the Central regions of Russia and to the north-
western territories. The Samara-Ufa direction of the Siberian rail-
way began to attract grain and other commodities from the Urals
and Siberia. But the biggest part of all the cargoes was transported
to the northwestern direction to Moscow and St. Petersburg.?* In
the early twentieth century the exports carried by the southern line
of railway at the railway stations of Rayevka (the Ufa province) and
Neprik (the Samara province) were only very small quantities, at
the level of 2-5% of the total export, and this mostly in the years of
crop failure in the South of the country.*® The main destinations of
cargoes were the cities of Rostov-on-Don and Novorossiysk.*® I sup-

33. Alexandr 1. Chuprov, Yuenwie mpyodvr. Tomn 1. Hienesnodopoxcroe xo3siicTBo,
[Scientific works, Vol. 2 Railway economy], (Saint Petersburg: Imperatorskii
Moskovskii universitet, 1910), pp. 408-410.

34. Tagirova, The Market of Volga Region..., p. 88.

35. On average, over 5 years (1907-1911), 1196.5 thousand poods of grain was
taken out from the elevator at Neprik station to the domestic markets; 551.7 thousand
poods to the Baltic Ports; 11.4 thousand poods to the southern ports. See: Henpurcrui
aaesamop Tocydapemeennozo banka. lame aem padomor (1907-1911) [Nepriksk’s ele-
vator of the State Bank. Five years of work (1907-1911)], (Saint Petersburg: 1913), p. 3.

36. M. L. Rodnov, lIpocmpaiicmeo xaebioeo punka (Yfunckas sybepnus ¢ konye
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pose, that railway stations Raevka and Neprik) can be considered as
extreme points of attraction of goods to the South.

The changes in the specialization of the regions that accompa-
nied the process of industrialization of the Russian economy, highly
increased competition between the areas of agricultural production
and changed the role and capacities of the Volga-Don route. Be-
sides, it had no transit traffic. Some other reasons also had to be
taken in consideration. And there was even more to it.

Picture 3.3 Railway bridge across the Volga River (near Syzran),
Postcard, late 19" century
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So to summarize, after a fifteen year railway development, the Vol-
ga-Don route lost its significance and served only regional trade. Ac-
cording to the witty remark of V. P. Bezobrazov, “Steam shipping only
strengthens the traffic that already exists but the railroads completely
rebuild the directions of this traffic”. Every decade of new railways
construction in Russia changed the configuration and direction of trade

XIX-nauane XX 66.) [The space of the grain market (Ufa Guberniia at the end of
the 19" — beginning of the 20" centuries)], (Ufa: DizainPress, 2012), pp. 63-64.
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flows. By the end of the nineteenth century, the southern direction of
communications between the Volga and the Don rivers, and the Volga
River and the seas became the second in importance after the Baltic ports.

New economic business and trade centers and organization
of trade in the 19" century

The Volga-Don railroad slightly changed the path to the sea. And
gradually new different river-port towns were becoming central busi-
ness points on the route, namely the ones that had all the competitive
advantages in the nineteenth century. Their important features were
a convenient water quay, a railway station available for trans-ship-
ments, specialized trade technical and institutional support facilities.

The British publication of 1920 recorded the results of this “nat-
ural selection”, which lasted in the previous half of the century.
Speaking of the grain trade, there were two most important centres:
“Samara in the Volga and Rostov-on-Don received great quantities,
owing to their position as river-ports. Samara is also interested in
Asiatic trade, owing to its situation on the road between the Russian
industrial districts and Siberia and additional advantage of being
a first-rate river port. Saratov also had flourishing trade due to its
position on the river. Its merchants acted as intermediaries between
the southeastern Russia and the central provinces”.*

The city of Tsaritsyn, known before as having “an insignificant
place compared with the trading quarter called Dubovka”*, wit-
nessed an impressive development firstly due to the launch of the
Volga-Don railway and then, a decade later, due to the start of the
Gryasi-Tsaritsynskaya railroad. As V. P. Bezobrazov noted in his
report, the prices on the urban plots of land in the city, that were
practically impossible to sell “even dog-cheap” earlier, began to
grow rapidly: those were the waste plots of land near the railway
station one and a half kilometers from the city. The number of
steamboats the wharf possessed also increased much.*

37. The Don and Volga Basins ..., pp. 89-90.
38. Bezobrazov, “Provisional summary record..., p. 17.
39. Ibid.
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In the early 20" century, the city of Tsaritsyn was the central mar-
ket for the fish, timber and oil-seed. “The transit trade of Tsaritsyn is
great as it lies at the point where the Volga and the Don most nearly
approach one another, the distance between them here being only 40
miles. The transfer from the river to the rail and vice versa in Tsaritsyn
is very active. It is a great storage center for cargoes moving northward
or westward on the way from the Caspian: both fish, timber, wool, oil-
seeds and cattle are distributed through it”. The note of the trading
quarter Dubovka went into oblivion. Anyway, “the fairs of the Don
and Volga regions were numerous. In the current phase of commerce
they represented the largest market of the area, and nearly had a mo-
nopoly in the commercial transfer of certain commodities”.*

In the Azov Sea area beginning from the end of the 18™ cen-
tury the cities of Azov and Taganrog were known to be the major
economic and business centres. Taganrog was the first seaport in
the South of Russia.”! There early appeared and later successfully
performed their functions the customs office (1776), the commercial
court (1808), the branch of the State Bank (1863-1864), the railway
station (1869). The period of the 1870s was the one of rapid eco-
nomic development for the city.”> The city competed with Odessa
until the 1820s. Despite the remarkable growth of Odessa thereafter,
Taganrog remained the second main port city of the South to the end
of the nineteenth century. Various economic institutions were found-
ed, for example the Azov-Don Bank which later became one of the

40. The Don and Volga Basins ..., p. 89.

41. See Gelina Harlaftis and Evrydiki Sifneos, “Taganrog: Greek entrepre-
neurship and development in the Russian frontier of international trade”, in this
volume, chapter 8.

42. According to the memoirs of contemporaries, on the roadsteads of Taganrog
in 1860-1870 there stood sailboats and steamers, and “the customs table overloaded
with bills of lading in the Greek and Italian languages”. The elder brother of the
writer Anton Chekhov, Alexander served in the Taganrog customs in the 1880s.
See: A. Smirnov, “Tamoskennnk Yexon (meretso, Momonocts, cayskoa B Taranporckoii
ramozkre” [“Customs officer Chekhov (childhood, youth, service in Taganrog
customs”], Uchenye zapiski Sankt-Peterburgskogo filiala Rossiyskoi tamozhennoi akademii,
2:36 (2010), p. 277; Also, the history of the city Taganrog is also described in detail
in the memoirs of contemporaries of that time, see: P. P. Filevskiy, cmopus eopoda
Taeanpoea. 1698-1898, [History of the city of Taganrog 1698-1898], (Moscow:
1898), http://historic.ru/books/item/f00/s00/z0000089 (last accessed 10.02. 2106).
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ten largest commercial banks in the country, was established there.*

However, the port of Taganrog was not convenient for seaborne
trade. The shallow waters of the Azov Sea, the location of the road-
stead that lay 20 miles away from the city for both the deep-sea
going ships and coastal vessels, made loading operations too expen-
sive and difficult. The city of Taganrog had close economic links
with Rostov-on-Don. They were situated at a distance of 70 km
between each other. Big grain merchants used to live near the sea
in Taganrog. As for business relations, as V. P. Bezobrazov not-
ed, they were establishing and developing them in Rostov-on-Don.
The river port, the Volga-Don railway and later other roads trans-
formed Rostov-on-Don to a transportation hub for the entire Rus-
sian South.* In the nineteenth century a certain specialization be-
came obvious: Rostov-on-Don was the city-port providing exports
of goods, whereas imports were organized via the city of Taganrog.

In the beginning of the 20™ century grain was exported via the city
of Taganrog to Great Britain, France, Italy and Germany, but the total
turnover in Rostov-on-Don was higher.” This was a “storage place for
our (Russian) exported commodities (especially wheat)”, noted V. P.
Bezobrazov. Half a century later a British newspaper called the city of
Rostov-on-Don a great wool, timber and oil-seed export-market of the
southern Russia. “People are swarming here all the time”, noted V. P.
Bezobrazov, “on a typical day you get an impression of being in the
centre of a trade fair”. Rostov-on-Don “has a character of a really free
cosmopolitan city alien to any national element. It is exclusively com-
mercial and industrial interests that the city seems to be subjected to,
... it seems that ... no other needs and thoughts exist at all”.“¢ Rostov-
on-Don’s cosmopolitan nature made it very similar to Odessa.

The data of waterway transportation from the two main wharves
of the Volga-Don route are represented in table 3.1.

43. Vladimir Morozan, “Ot Spaotnoiétnteg g Eumopinng Tpdmelog Aldp-
Ntov otov véto ¢ Pwalog oto téAn tov 19 cwwva” [The activities of the Azov-
Don Commercial Bank in the South of Russia in the late 19" century], in Sifneos,
Harlaftis, Greeks in the Azov... pp. 463-479.

44. See Natalya Samarina, “Rostov-on-Don in the Second Half of the 19* — ear-
ly 20" century: Dynamics and Specificities of the Socio-Economic Development”,
in this volume, chapter 13.

45. The Don and Volga Basins ..., p. 93.

46. Bezobrazov, “Provisional summary record..., pp. 24, 25-26.
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Table 3.1 The dynamics of turnover of the quantity of cargoes
at the Volga and Don ports 1900-1905 (in thousands of poods)

Total of all goods Major grain Rye Rye flour
cargoes

| p=1 ’-8 i 8 + 8 - Fg

5| & S B | 2 || |5 ¢

> @ g @ g @ = @ S

< < < <

The Volga River. Harbor Tsaritsyn

1900 5,530 | 81,228 759 | 5,680 | 20 | 2,591 - 62
1901 6,899 | 89,205 | 2709 | 3,723 111,340 - -
1902 10,817 | 74,662 5,101 383 | 157 37 - 9

1903 13,680 | 108,416 | 4,265 950 | 218 67 | 294 20

1904 19,897 | 123,814 | 4,952 | 3,739 | 120 221 5 -

1905 11,730 | 98,517 | 2,392 | 3,288 2 322 5 -

1905
in % 212.1 121,3 | 3152 | 57.9| 10| 124 - -
from
1900
Wheat Wheat flour Oats Barley Groats
s | E| 2 S|z £ =2 £z 8§z
> @ & ) = @ g @ = @ =)
o] [2v] [2+] [2+] 2]

The Volga River. Harbor Tsaritsyn

1900 205| 1,754| 527| 161 1 1,111 6 1) 27, 117

1901 | 1,737| 1,706| 880| 258 77| 419 14 -1 83| 99
1902 | 1,746 205 3,085, 109 12 23| 101 - 43| 66
1903 |1,016| 546| 2,478 77\ 135 240| 126 - 83| 153
1904 262| 2,744| 4121] 187 225| 587 219 -| 58| 128

1905 93] 2,043 2,259| 55 14| 867 19 1 3| 64

1905
in %
from
1900

45,4 116,5| 428,7| 34,2 1400 781316,7) 100| 11,1| 54,7
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Total of all goods | Major grain Rye Rye flour
cargoes
e p=1 ’-8 = + g +— g
< = > = = > = >
Q ) : ) 3] : o ;
> 0 o ) 0 o %) b
< < <
The Don River. Harbor Rostov-on-Don
1900 3,991 38,305 408 26,154 3112,365 - -
1901 4,282 | 31,610 793 | 21,011 -/ 8599 - -
1902 5,903 | 30,672 1082 21,383 4| 8871 - -
1903 6,317| 37,200 1561 30,724 2| 8466 - -
1904 5,957| 44,943 880 | 37,497 210,883 - -
1905 5,803 | 43,774 900 | 37,376 -110,426 - -
1905
;n % 1454 1143| 220,6| 1429 - 843 - -
rom
1900
wheat Wheat flour Oats Barley Groats
~ + g += g = 8 = g + 8
s g = g 2 gz g2 g 2
> @ = @ o - @ | g @ =
< < 3 < 3
The Don River. Harbor Rostov-on-Don
1900 421 9,983| 359 - 4 1,059 -| 2747 11| 24
1901 41| 10,239 746 2| b5 413 1| 1,758| 10| 38
1902 81 8,039 978 21 10 91 9| 3562 14 14
1903 83| 14,330 1,463 913| 8 98| 5| 6917 18| 58
1904 22| 17,560, 850 14| 3 84| 3| 8956| 13| 56
1905 17) 19,119 874 94| 3 648| 6| 7,089 11| 15
1905
;n % 40,5 191,5| 2435 -1 75| 612 -| 2581| 100|62,5
rom
1900

Source: Tosapoobopom no enympennum 6odnvim nymamn docosemcroi Poccuu u
CCCP. Cmamucmuueckuii cooprur [Commodity traffic on the inland waterways of
the pre-Soviet Russia and the Soviet Union. Statistical publication] (Moscow: Stati-
sticheskoe izdatel’stvo TSSU SSSR, 1929), part 2, pp. 64-79
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According to table 3.1, at the beginning of the twentieth century
the port of Tsaritsyn became an importantpoint of departure with
a double increase of exports of non-agricultural goods during the
years 1900-1905. In Rostov-on-Don, the total export of goods also
grew faster and particularly of grarin exports that increased up to
120%. The main flow of cargo from the Volga river did not go to
the Don-river, but to other parts of the country. Even if we assume,
that all the grain cargo sent from the Tsaritsyn (2,392 thousand
poods in 1905), arrived to the Rostov-on -Don, we will see, that the
share of Tsaritsyn bread was not decisive (6.4% from 37,376 thou-
sand poods of total grain cargo of Rostov-on-Don).

Foreign trade in the Azov and Black Seas areas in the nine-
teenth century made it possible for some well-known entrepreneurs
in the South of Russia to raise great capital. Russian and foreign
researchers’’ noted that Greek traders from Odessa and Taganrog
(Ralli, Scamaranga, Rodochanaki, Mavrocordato, Vagliano, Inglessi
and others), were leading the international trade in the South of
Russia in the first half of the nineteenth century. As a rule, the
business used to be family-owned and understandably, it tended to
be inherited within the family. A bit later Jewish (Dreyfus, Neufeld)
and German (Maas) exporters entered the market.*

At the second half of the 19" century W. Sartor noted, this cir-
cle became wider due to the number of Russian entrepreneurs (S.
Morozov, Malyutin, Minaev) who entered the international trade
business. Yet, only five companies (Ralli, Scamaranga, Rodochanaki,
Dreyfus and E.G. Barndt) continuously kept accumulating in their
hands around 20-30% of the Russian foreign trade turnover in
Russia, including the Northern ports. They had an overall control
of the Russian foreign trade and a cosmopolitan view.*

47. W. Sartor, “Mesxaynapopubie pupmbl B Poccniickoit nmnepun, 1800-1917”
[International Companies in Russia Empire. 1800-1917], Ekonomicheskaia istoria: ezhe-
godnik, (2005), pp. 114-115; Morozan, Business life in the South of Russia ... pp. 25-35,
80-122, 449-575 ; S. Thompson, Poccuiickasn snewnsas mopeosas XIX — navawa XX
6.: opeanusayun w gunancuposanue [Russian foreign trade 19" — beginning of 20
century: the organization and financing], (Moscow: ROSSPEN, 2008).

48. Harlaftis, Sifneos, “Taganrog: Greek entrepreneurship and development...”.

49. Gelina Harlaftis, “Introduction. The Black Sea project and the eastern coast”
in this volume, chapter 1; W. Sartor, “International Companies in Russia Empire”.
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With the construction of the railways a new generation of en-
trepreneurs with other kinds of business activities entered the ac-
tive trade and economy. S. U. Witte in his memoirs described the
railway “kings” of the South of Russia in the following way: “As
soon as anyone was at the head of the railways, they certainly
were at the head of some banks, since all financial transactions are
made through banks”.’® The new era created conditions for oper-
ators such as L. S. Polyakov and V. A. Kokorev, who later became
banker-industrialists, to enter the number of concessionaires of the
railways. L. S. Polyakov was one of the founders of the Azov-Don
Commercial Bank, V. A. Kokorev established the Volga-Kama Com-
mercial Bank.

Both of these financial credit institutions being included in the
top ten largest commercial banks of the Russian Empire carried out
profound intermediary trade activities in the Volga River region
through an extensive network of regional offices. An entire network
of institutional relationships was developing around the banking
institutions. For instance, the holding of merchant Polyakov, who
was born in Taganrog, by the early twentieth century had strong
personal and business relationships with eighteen trade, industrial
and transportation joint stock companies.”’ Moreover, in different
years representatives of the Polyakov family in Taganrog performed
the functions of the Persian Consul General, of the Ottoman Consul
General, of the United States Trade Consul, of the Danish Vice-Con-
sul and had a variety of international business relationships.”* This
was a practice carried out by the top merchants of the area. For ex-
ample the Greek big grain merchant Ivan Ralli based in Odessa was
the United States Consul for three decades from 1830s to 1860s. V.
A. Kokorev was the initiator and founder of at least six joint stock
companies.”® The activities of these entrepreneurs covered were of a
wide all-Russian scale, including the Volga and Volga-Don regions,
connecting the area with the Western markets.

50. S. Witte, Uszopannsie socnomunanus, 1849-1911 [Selected memories, 1849-
1911], (Moscow: Mysl’, 1991), p. 78.

51. Y. Petrov, Rommepuecrue 6anru Mocrevr, xoney XIX — 1914 2. [Commercial
banks in Moscow, end of 19* c. — 1914], (Moscow: ROSSPEN), pp. 330-331.

52. Morozan, Business life in the South of Russia ... pp. 538-539.

53. Petrov, Commercial banks in Moscow..., p. 20-21.
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The grain trade opportunities on the Volga River were also sig-
nificant. However, the Volga River grain trade was mainly aiming at
the domestic market. The organization of grain trade there in the
early twentieth century was a highly complicated chain of relation-
ships. A minimum of ten structures — producers (farmers and land-
owners), farmers’ cooperative societies, the local district councils
called Zemstvos, as well as the Military Department (since 1905),
carrying out the state orders for the supply of grain, local buyers
(resellers), agents of commercial banks, millers (or sales represen-
tatives of grain milling companies), commissioners of Russian and
foreign business companies — were among its participants.”* Major
exporters in the early twentieth century were unable to operate
in this complicated system of relationship without intermediaries.
Commercial banks, including the Volga-Kama and the Azov-Don
banks tried to undertake this function and in the early twentieth
century these operations acquired an unprecedented scale.

The Azov-Don Bank, the Russian Bank of Commerce and In-
dustry, the Foreign Trade Bank in Russia, the International Bank in
St. Petersburg, the Nordic Bank, the Russian-Asian Bank — all had
their branches in the Volga River region. The banks were selling
grains on their behalf (“from themselves”), issued secured loans
(with grains as collateral) and kept records of bills (debt securities).
In the late nineteenth century the Volga-Kama Bank bills were
intended for payment in the southern cities — Kremenchug, Kiev,
Kerch, Melitopol, Kharkov, Odessa.”” In the early twentieth centu-
ry the southern geographical areas of these bills expanded. Other
types of payment documents — receipts and warrants — were also
becoming more and more common. Big private business (domestic
and foreign) was the main clientele of those banks.

In the early 20" century regional commodity exchanges worked
very actively, especially in Samara, Tsaritsyn and Pokrovskaya Sloboda.
An average annual turnover of the three exchanges (Samara, Balakovo,
Pokrovskaya Sloboda) in 1908-1912 was 40.5 million poods. Foreign

54. Nailya F. Tagirova, “Oprannsanus 3epuoBoii Toprosin Poccuiickoit nmme-
prn (mawamo XX B.). Onwir ceresoro amanmsa” [Organization of the grain trade in
the Russian Empire (the beginning of the twentieth century.). Experience Network
Analysis], Ekonomicheskaia istoria: ezhegodnik, (2013), pp. 81.

55. Tagirova, The Market of Volga Region..., p. 220.
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companies worked in all trade centers of the Middle Volga River re-
gion like Dreyfus export trade company. At the same time initial steps
of grain supplies — from peasant farms to the local market — remained
in the hands of smaller buyers and intermediaries. Numerous inter-
mediaries — dealers — held the leadership among the other bidders
(the so-called “Zemstvos”, cooperators, millers, sales representatives).

Conclusion

For centuries long the Great Volga River was the maine waterway of
the Volga-Don route. In each epoch our ancestors used the proximity
of the Volga and Don (a distance of about 70 km) as a unique oppor-
tunity for the development of exchange and trade contacts. Waterway
and the Great Silk Route, overlapped in the areas of the Azov Sea. This
routes in the period of the 15"-18" centuries had severely decreased
because of various political reasons and wars between the states. Peter
the Great made an unsuccessful attempt to connect the two areas by
the Volga-Don channel but it was not until the 1860s that cargoes from
the Volga River regions to the Don River areas could be transported
by animal-drawn carts in the points of the trading quarter Dubovka,
Kalach-na-Donu and further to the cities of Azov and Taganrog.

By the early 20" century economic and trade relations between
the Volga River region and the Azov and Black Seas territories had
been renewed. The influence of the Black Sea economic areas of
port-cities in the eastern coast spread to the Middle Volga River
territories. The communication between the Volga River areas and
the Black Sea were maintained through the Don River at the point
of their closest proximity. The Volga-Don railway road (length of
74 km) changed the prior route trajectory, passing a bit lower from
the railway station of Tsaritsyn to the station of Kalach and then
towards the city of Rostov-on-Don. The new economic and busi-
ness centers of Tsaritsyn and Rostov-on-Don successfully developed
with modest contribution of the Volga-Don railway. They became
major industrial hubs and river and railway transport centers. Be-
cause of this, they gained a favorable opportunity of cargo transpor-
tation to the Northern ports and the Central regions of the country.

The railway construction in Russia in the 1870-1890s changed
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the economic space of the country. In the Volga River region each
administrative centre (Nizhniy Novgorod, Kazan, Samara, Saratov)
in the second half of the 19" century possessed its own railroad. In
this way the railroads increased horizontal relations with the Cen-
tral Russian Empire regions (Moscow, Petersburg) and reoriented
agrarian produce transport. In those years the cities of Samara and
Saratov supplied the main consumer markets in the country (the
cities of Moscow and Petersburg) but remained a distant periphery
of the Black Sea economic regions’ influence.



4.
From the Azov to Batoum: evolution of the port-cities
in the Russian frontier land. Politics and administration

Victoria Konstantinova and Igor Lyman

Introduction, or “History with Geography”

In the historiographical tradition of the area there are several “geo-
graphic” approaches to the study of regional history near Black
Sea and the Sea of Azov, which in the 19" — early 20" centuries
belonged to the Russian Empire, later to the Soviet Union, and at
present to Ukraine, Russia and Georgia. The borders of a state in
which a researcher works have largely determined the geographical
regions which history he/she studies. For example, in Ukraine a
strong branch of historical regional studies has been formed with
researchers that identify themselves with a certain region; histori-
ans of the Southern Ukraine, for example, study the lands of the
northern coast of the Black Sea and the Sea of Azov, within the
Ukrainian state borders.! It is clear that such restriction of geo-
graphical framework is not always the best way to do research in
order to explore specific problems on a wider scale. That is why
another popular approach is to focus on the borders that existed in
the period which is under examination, the borders of the Russian
Empire. At the same time, because of the vastness and heteroge-
neity of the imperial territories adjacent to the coast of the Black
Sea and the Sea of Azov, researchers usually study the past not all
these lands together, but focus their attention on specific geograph-
ic regions (sub-regions, areas, territories etc). As a rule, in this

1. Tgor Lyman (compiler), Jocuionuxu icmopii Iliedennoi Ykpainu: 6iobibnio-
epaghiunuti dosionux [Researchers of History of the Southern Ukraine: Biobibliog-
raphy], Volume 1 (Kyiv, 2013).


http://ri-urbanhistory.org.ua/library/liman/Doslydnyki_istoriyi_Pivdennoyi_Ukrayini_Tom_1.pdf
http://ri-urbanhistory.org.ua/library/liman/Doslydnyki_istoriyi_Pivdennoyi_Ukrayini_Tom_1.pdf
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case, geographical units are determined by administrative-territori-
al units — Governorate-generals, viceroyalty, guberniia, Zaporozhie
Volnosti, Oblast of the Don Cossack Host etc. Economic regions can
also be taken as a unit of research; one such region, for example, is
the Donbass area which had and has access to the Sea of Azov. It
is more rare to find a framework of research to be based on natural
geographic characteristics (for instance focusing on the lands of the
Northern Azov (Priazovie).?

Despite the variety of the above described ‘“geographical” ap-
proaches, they all share a fundamentally important common feature:
they are oriented mostly “to the inner lands”, despite the fact that we
are talking about the regions, whose development in many aspects
depended not only on the land, but also on the sea. Fundamentally
different idea is the approach of the multidisciplinary international
project “The Black Sea and its port-cities, 1774-1914. Development,
convergence and linkages with the global economy” that analyze the
port-cities “not only looking in the land behind, but also, and in the
sea in front” as is also evident from the introduction of the present
volume.? The geography of the project is defined not by national
boundaries, but by the Black Sea and the Sea of Azov. At the same
time, though the project focuses on examining the region within the
context of its integration in the rising global economy, all the same
arguments of vastness and heterogeneity of the studied territories
cause, according to the mastermind and the “engine” of the project,
professor Gelina Harlaftis, the need to distinguish several maritime
regions of the Black Sea basin, which formed corresponding port
and transport systems as she analyses in chapters 1 and 2.

At this point some questions might arise: which maritime re-

2. Igor Lyman, “lcropia I[liBmiumoro llpmaszos’s AR ckaIagoBa icTopmvHOI
perionanicturn” [History of the Northern Pryazovia as a component of historical
regional studies], in Northern Pryazovia, (Donetsk-Berdyansk: Nord-Press, BSPU,
2008), pp. 68-73.

3. The project, as well as the book, presents an ambitious attempt to over-
come a situation where the Black Sea region remains on the periphery of academic
discourse and public attention. It brings to the fore the idea that the sea is a
determining factor of the historical change of this region something by no means
clear in the Black Sea historiography as, say, the corresponding idea in the Med-
iterranean history.
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gions are better to distinguish, and, in particular, can we divide “the
eastern coast” in maritime regions or can we study it as a “unified
area”? Taking into account the chronological framework of the stud-
ied period, it is logical to consider in the same context all the lands
of the Black Sea and the Sea of Azov coast, belonged to the Russian
Empire. This does not mean that in the framework of the “Russian”*
coast there is no sense to allocate maritime regions (sub-regions).
Quite reasonably in the project “The Black Sea and its port-cities,
1774-1914. Development, convergence and linkages with the global
economy” on the territory of the Russian Empire three maritime
regions have been allocated as is referred to in the introduction
of the present volume: the first one includes the port-cities of the
northern coast of the Black Sea (Odessa, Nikolayev and Kherson)
and the Crimean port-cities (Evpatoria, Sevastopol and Theodosia);
the second one covers the coast of the Sea of Azov with port-cities of
Kerch, Berdyansk, Mariupol, Taganrog and Rostov; the third “Rus-
sian” maritime region includes directly eastern coast of the Black
Sea with the port-cities of Novorossiysk and Batoum.®

Of course, in many aspects the second of these maritime regions
had more common with the first region than with the third. How-
ever, the more interesting (primarily from the comparative perspec-
tive) could be an attempt to explore in a single volume the devel-
opment, on the one hand, the port-cities of the steppe Azov region,
which in the exploring period was and until now remains a part
of the “breadbasket of Europe”, on the other hand — the port-cities
of the mountain eastern Black SeaS through which in the second
half of the 19" century the transit of not less important wealth —

4. That is belonging to the Russian Empire.

5. See “Methodology” in “The Black See project”, www.blacksea.gr. (date of
access: 13 February 2020).

6. Published in 1902 “The Caucasus illustrated practical guidebook” informed
about the geographical features of this part of the region that “under the name
“Black Sea coast” is commonly understood the Caucasian coast of the Black Sea
from Novorossiysk to Batoum”, which is quite a narrow strip of land clamped be-
tween the sea and the mountains more than 500 versts in lenth and 25-150 versts
in width. Grigoriy Moskvich, Harocmpuposanniii npakmuueckuil nymegsodumesb
no Kasrasy. Wsdanue cedvmoe [The Caucasus illustrated practical guidebook. Sev-
enth edition] (Odessa: Tipografia L.Nitche, 1902), p. 376.
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oil — was held. The fact that both these regions were acquired by
Russia as a result of aspirations to get access to seas, a result of
expansion, confrontation with the Ottoman Empire, both were on
the periphery of the Russian Empire and had strategic importance
for it, can serve as just a starting point for such a study.

The Black Sea and Azov frontier in relations between the
Ottoman Empire and Moscovia / the Russian Empire

The concept of “frontier” in many respects is the key to under-
standing almost all of the processes that took place in the lands of
the northern and eastern Black Sea (including the territories adja-
cent to the Sea of Azov) at the times when a considerable part of
the region was known as the “Wild Field” as well as in the initial
period of the Russian imperial colonization of the region. We are
talking about the concept, which is a continuation and development
of ideas of the American researcher Frederick Jackson Turner about
the frontier as a moving line between cultures, which formed a
new type of society, which was not just a sum of its parts, or their
complete fusion in “a melting pot”.” In recent years, the use of the
concept of “frontier” regarding to this region is gaining more fol-
lowers. In this context, Serhii Plokhy (Harvard professor, who was
born, studied and worked in the Southern Ukraine) has reflected on
the question “What kind of history needs contemporary Ukraine?”
and he is inclined to think that it should be not national or multi-
national history, but history, in which Ukraine would be considered
as a boundary between various states, a frontier between different
civilizational and cultural zones. It is important, that Serhii Plokhy
bases the argumentation of this approach mainly on the examples
relating to the steppe of the Southern Ukraine, that is, the northern
Black Sea and the Sea of Azov region.®

7. Frederick Jackson Turner, The Frontier in American History (New York:
Henry Holt and Company, 1920).

8. Serhii Plokhy, “froi icropii norpebye cyuacna Ykpaina?”’ [What kind of
history needs contemporary Ukraine?], Ukrain’skii istorichnii zhurnal, 3 (2013), pp.
4-12. With regard to the main argument of our research, it is revealing that a sim-
ilar approach is used in the Southern Ukraine historical-cultural anthology “City’s
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For centuries, the region was really on the frontier of civiliza-
tions, religions and cultures. And, although it might seem paradox-
ical, namely its very closeness to the sea, which could be a powerful
factor of the progress (as it had been, say, in the period of antiquity),
was the important obstacle for mastering the economic development
of this region.

The matter is that after the fall of Byzantium for a long time,
over the centuries the Black and Azov Seas were a peculiar “inland
lake” of the huge Ottoman Empire. The coastal lands of the northern
and eastern Black Sea, as well as the Sea of Azov were the periphery
served for the empire as a buffer with Moscovia, which under Peter
I was transformed into the Russian Empire. This undeveloped buf-
fer zone was a serious obstacle to the realization of possible plans of
northern neighbors to change the established order of things, to get
access to seas and through them threaten other parts of the Otto-
man Empire and Constantinople itself.” It is significant to note that
these neighbors called the region the “Wild Field”. For the Porte it
was better when the vast steppes of the Black Sea and Azov region
had no cities (here we are not talking about the Crimea) and had a
meagre population, composed mainly by nomads and Muslims. The
presence, since the late 15™ century, Cossacks did not change the
situation radically; the peculiar Cossack military communities that
were formed there for the most part were fugitives from the feudal
areas, seekers of freedom and adventure,'” that organically fit into

Frontiers” published by the Editorial Board. Its concept was declared in the pub-
lication of the first issue: the anthology, using the idea of Frederick J. Turner as
a starting point, does not restrict itself to American historiography, but focuses on
cities of the steppe space of Eastern Europe as a complex of ethnic and cultural
“strip farming”, which was formed during the colonization and was preserved
later. See: Vladislav V. Hrybovskiy, ®@pornmupu micma [City’s Frontiers], in Re-
search Institute of Urban History: URL: http://ri-urbanhistory.org.ua/projects/39-
frontiers (date of access: 25 February 2015). It is conceptually important that the
anthology is not dedicated to “frontiers” of any one city or even region within the
framework of the current state borders, but places the history of Southern Ukraine
within the wider European (and non-European) context.

9. Charles King, Icmopis Yoprozo mops [The Black Sea: a History], (Kyiv: Ni-
ka-Center, 2011), pp. 173-174.

10. It is worth mentioning that today many theories about the origins of
Cossacks coexist.


http://ri-urbanhistory.org.ua/en/biobibliography/11-personalni-storinki/91-gribovskiy-vladislav-volodymyrovych
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the steppe frontier. Although Moscovia (which became since 1721
Russian Empire), as well as the Polish-Lithuanian Commonwealth
(Rzecz Pospolita) sought to use Cossacks for protection against Mus-
lims, Cossacks created a lot of problems for the authorities of these
Christian states, while in many aspects interacted closely with the
Turks, Tatars and Nogais. It is not accidentally that a number of
researchers drew attention to the formation of a peculiar Cossack
identity under the influence of this kind of interaction." They wrote
about the “destruction” by the Cossacks of the cultural boundaries
between Christianity and Islam, between the “wild steppes” of no-
madic pastoralists and agricultural settled population, between the
Polish gentry (szlachta) democracy, Moscow autocracy'? and Ottoman
absolutism, which for its preservation provided a broad privileges
for the residents of the outskirts of the Empire.

Compelled to pay tribute to the Crimean Khanate, Moscovia for
a long time just wanted to protect its borders from the Steppes. At
the same time, as Charles King has noted, in the Steppes met two
very different models of organization of government and society, as
well as different ways of relations between property and violence
that caused conflicts between the two systems.'

The reign of Peter I became the turning point of this conflict,
marked the transition of Moscow (and soon the new capital, St. Pe-
tersburg) to the ideology of expansion and colonization, which was
later “dressed” in the imperial form of “civilizing” mission.'* The
tsar of Moscovia, and later the first emperor of the Russian Empire,
had a clear accentuation on his aspiration to gain access to seas in
his foreign policy; at the beginning of his reign he had access only
to the northern White Sea, which most of the year was unfit for
navigation because of the ice. However, by obtaining access to the
Baltic Sea, which was previously controlled by the Swedes, Peter
I succeeded to satisty the ambition to turn Moscovia/the Russian

11. It is clear that there is need to make allowances for periodization, as well
as take into account the heterogeneity of Cossacks. There are significant differences
between the Cossacks of Zaporozhie, Don, Black Sea, Kuban, Azov etc.

12. Plokhy, “What kind of history..., p. 11.

13. Charles King, Icmopis Yoprozo mops [The Black Sea: a History], (Kyiv:
Nika-Center, 2011), pp. 175-176.

14. Ibid, p. 176.
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Empire into a maritime power, particularly in the northern seas. On
the Black and Azov Seas the achievements of Peter the Great were
much more modest and short-lived. After the disastrous Crimean
campaigns organized by his predecessor on the throne, tsarevna
Sophia, Peter I undertook two Azov campaigns (1695 and 1696).%
The first campaign was not successful, but in the second campaign
Moscovia’s troops, largely due to the support of Ukrainian Cos-
sacks, were able to take the fortress of Azov, located not far from the
estuary of the river Don. However, the significance of this victory
should not be overestimated, as the Kerch Straits remained under
the full control of the Ottomans, and therefore the Russian ships
were unable to go beyond the Sea of Azov. Besides, the fortress of
the Azov had no convenient harbor, where the fleet could be based.
Therefore soon, on September 12, 1698, the order about the estab-
lishment of Troitskaya fortress was signed. This event is considered
as the beginning of the history of the city of Taganrog.'®

Moscovia failed to gain a foothold on the Sea of Azov for a long
time. In 1700 the Great Northern War with Sweden and its allies
broke out and the main forces of Peter I were concentrated on this
war. The question of dominance on the Baltic Sea as well as in

15. Dmitriy Sen, “V3 mucropun 6opsdbr Poccun 3a Azos B 1695-1696 romax:
yuacTre axpesH B 3aIlliTe 0cMaHCcKoIl Kperoctn” [Some aspects from the history of
warfare of Russia for Azov in 1695 / 1696 years: ahreyan’s part in the protection
of the Ottoman fortress|, Menshikovskie chteniia — 2014: nauchnyi al’manakh, 5:13,
(2014), pp. 160-167.

16. L'opodcrue noceaenus ¢ Poccuticroi umnepuu [Cities in the Russian Empire]
(Saint Petersburg, 1861), Vol. 2, p. 173. It was September 12, 1698 when Pushkarsky
pricaz (military authority in Russia) ordered to establish “a harbor for ships of sea
caravan... at Taganrog”. The fortress, which was established near the cape (Rog),
was named Troitskaia; correspondingly the city was originally named “Troitskiy on
Tagan-Rog”. For the construction of the fortress up to 20,000 Ukrainians were sent,
see: N. Nikitin (ed.), Aavnanaz-Cnpasounur no eop[ody] Tazanpoey u eeco okpyey na
1911 200 [Almanac-Handbook of Taganrog and its okrug for 1911] (Taganrog: Ty-
po-lithographia of N. Razi, 1911), p. 162; Studying the evolution of the name of the
settlement, Pavel Filevskiy noted that in the tsar’s letters it alternately was called
Troitsk (Troitsk on Taganrog) and Taganrog. In 1711 in the Senate documents also
appeared alternately Taganrog, Troitsk and “Troitsk that on Tagan-rog”. At the
same time, local people mostly called the settlement namely Taganrog, see: Filevs-
kiy, History of the city of Taganrog..., p. 55.
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Eastern Europe was at stake in this military conflict. In the mean-
time, in 1710 the Ottoman Empire (not without the participation of
Sweden) declared war against Moscovia. The so-called Pruth River
Campaign was extremely unfortunate for the latter, and in accor-
dance to the terms of the Treaty of the Pruth (1711) Peter I had to
return the fortress of Azov to the Ottoman Empire and was ordered
to demolish the Taganrog fortress.

Taganrog was regained by Russians during the next Russo-Otto-
man war, after the capture of Azov in 1736. On January 11, 1737 the
Russian Empress Anna imposed a resolution on the Senate “about
construction of the harbor and fortress in Taganrog”."” However,
the conditions of the Treaty of Belgrade, signed on September 18,
1739, did not allow the implementation of these plans, and the for-
tifications were not finally rebuilt. However, the Treaty of Belgrade
ratified the conquest of the fortress of Azov to the Russian Empire.

Under the Empress Elizabeth, the daughter of Peter the Great,
on September 23, 1761, a new fortress was ceremonially founded
close to the Sea of Azov on the Don river."® According to Apollon
Skalkovskiy, the “mission” of building this fortress for the Russian
Empire was similar to the mission to Zaporozhian Sich (the admin-
istrative center of the Zaporozhian Cossacks). Both missions were
targeting on the one hand, to develop connections with the foreign
trade between the Ottoman Empire and Crimea, and on the other
hand, to form a military advanced post to monitor the movements
of the “enemies-neighbors”: the Ottomans, the Nogais and the Cau-
casian mountaineers. In addition the fortress had another task: to
ensure greater control of the empire over the Don Cossacks." Ac-
cording to the order of Empress Elizabeth, the fortress was named
after Saint Dimitriy of Rostov, a metropolitan bishop of the town of
Rostov the Great at northern Russia. Therefore the settlement at the
fortress (posad) came to be called commonly as Rostov. Often this
name informally was applied to the fortress.?

17. Hoanoe cobpanue saxonos Poccuiickoti umnepuu [Complete collection of laws
of the Russian Empire], Col. 1, Vol. 10, (Saint Petersburg: 1830), pp. 16-17.

18. Urban settlements in the Russian Empire..., p. 152.

19. Apollon Skalkovskiy, Pocmos-na-/[ony [Rostov-on-Don] (Saint Petersburg:
tipografia Ministerstva Vnutrennikh Del, 1847), pp. 15-16.

20. Urban settlements in the Russian Empire..., p. 152.
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In 1762 Catherine II ascended to the Russian throne. Under
her reign the Black Sea region began to play a role that cannot be
overestimated. The Empress was able to successfully and radically
redraw the political map of the region: the senescent Ottoman Em-
pire failed to resist the expansionary plans of Russia, which tried
in every way to gain access to the sea. Empress Catherine II raised
to a new level Russian expansionism and colonialism, introduced
by Peter I.

It was quite logical that Taganrog became the base for the be-
ginning of Catherine’s expansionist policy in the region. The next
Russo-Ottoman war, which broke out in 1768, canceled the provi-
sions made by the Treaty of Belgrade which prohibited a Russian
fleet in the Azov and Black Seas. Already by November 10, 1769
Empress Catherine II ordered Vice Admiral Seniavin to organize
the necessary infrastructure of the Taganrog harbor for the anchor-
age and the construction of ships.?» On May 24, 1770 Catherine II
ordered the settlement of Ukrainian farmers and craftsmen (“Little
Russians”),?? near Taganrog; according to the edition “Urban set-
tlements in the Russian Empire”, by 1770 merchants, craft workers
and farmers that had settled around the fortress Taganrog and
transformed it from a fortress to a town.*

The Treaty of Kiiclik Kaynarca signed in 1774, indicated the
victory of the Russian Empire.?* According to the terms of this
Treaty, the Russian Empire, not only gained the lands between the
Southern Bug and Dnieper, but also expanded its lands directly in
the Sea of Azov region, from the estuary of the Berda river to the
estuary of the Yeya river (including Taganrog and Azov). The Rus-
sian Empire also got Kerch and Yeni-Kale in the Kerch Peninsula
in the Crimea. The Crimea itself was declared independent from
the Ottoman Empire. What is more, Russian vessels were allowed
passage of the Bosporus and Dardanelles.

Despite its great victory Russia was yet not satisfied. It an-

21. Complete collection of laws ..., Col.1, Vol. 44, p. 153.

22. Complete collection of laws ..., Col.1, Vol. 19, p. 66-67.

23. Urban settlements in the Russian Empire..., p. 173.

24. Elena Druzhinina, Rouyk-Rainaponcuiickuic mup 1774 200a: e2o noocomoska
u saxmouenue [The Treaty of Kiiclik Kaynarca of 1774: its preparation and signing]
(Moscow: Izdatel’stvo Akademii Naouk SSSR, 1955).
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nounced much more ambitious plans at St. Petersburg, that includ-
ed “the removal of the Ottoman Turks from Europe”. The so-called
“Greek Project” included plans of conquest of the territories of the
Ottoman provinces of Moldavia, Bessarabia and Wallachia, the state
of Dacia, to be headed by Grigoriy Potemkin (who was a favorite
of Catherine II). The boundaries of the Russian Empire were thus
to move further to the West from the estuaries of the Dnieper and
Bug to the banks of the Dniester. Moreover, the lands of Thrace,
Macedonia, Bulgaria, Albania and northern Greece were to be con-
quered and be united to the Empire and headed by the grandson of
Catherine II, Constantine established in the capital in Constantino-
ple, thus reviving the Byzantine state.”> However, there are serious
reasons to believe that the “Greek Project” was largely a gigantic
bluff, conceived to threaten the rulers of the Ottoman Empire and
Western European countries and prepare them to sacrifice some
lands neighbouring the Russian Empire in order to prevent such
great geopolitical restructuring.?® This Machiavellian-scale project
was cynically built on the idea of exploiting the glorious historical

25. Roman Shiyan, Kosaymeo Ilisdennoi Yrpainu ¢ ocmannii weepmi XVIII cm.
[Cossacks of the Southern Ukraine in the last quarter of the 18" century] (Zapor-
ozhie: RA “Tandem — U”, 1998), p. 9; P. Usenko, “Bixn “rperpkoro mpoexry” na
momnesnIi Ko3anbkux Bosbrocreil” [Milestones of the “Greek Project” on the ashes
of Cossack liberties]’, in Zaporoz’ke kozatsvo v pamiatkakh istorii ta kultury. Materialy
mizhnarodnoi naukovo-praktichnoi konferentsii (Zaporizhzhia, 2-4 zhovtnia 1997), Sec-
tions I1I, IV, V (Zaporozhie: RA “Tandem — U”, 1998), p. 129.

26. On this subject Anatoly Boyko wrote that the “Greek Project” was not
only grand but also mythical. “The project was a terrible thing for all because
it was mythical. For Russia, the project had a concrete embodiment and spread
Russian influence on the Black Sea, straits and even the Balkans... In Europe,
everybody told about the aggression, aggressiveness and diktat of Russia. Russia
reached its goals. In comparison to the unacceptable and therefore terrible for
European countries “Greek Project” the consistent incorporation into the Russian
Empire of lands between the Dnieper and Bug, Bug and Dniester, along with
the annexation of the Crimea, Moldavia and Bessarabia were considered the less-
er evil”, see: Anatoly Boyko, “/Ixepena 3 coniaibHO-eKOHOMIYHOT icTopii [liBaeHHOT
VYkpainu octanaboi uBepti XVIII cromiTrst: [lmceprartist ma 3mMo6yTTs HAYKOBOTO CTY-
meHs JoKropa icropuunux nayk” [Primary sources of social and economic history
of the Southern Ukraine of the last quarter of the XVIII century] (Ph.D. thesis,
Zaporizhzhia National University, Zaporozhie, 2001), p. 322.
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past of Byzantium hidden by the noble slogan of liberation of Or-
thodox Christian Nations from the power of the Muslims. In reality,
one of the first victims of the “Greek Project” was Crimea, or rather,
the Crimean Khanate.

The method used to prepare the annexation of the Crimea was
its economic weakening by orchestrating the mass migration of the
Crimean Orthodox people to the lands of the Russian Empire in
1778.% On March 9, 1778 Catherine II signed the edict to the com-
mander of the Russian army P. Rumyantsev and the decree to G.
Potemkin about the preparation of migration of Christians with
a plan of further measures. In April, negotiations took place be-
tween, on the one hand, representatives of the Greek and Arme-
nian communities, headed by the Metropolitan Ignatij, and on the
other hand, the Russian resident at the court of the Crimean Khan,
A.Konstantinov. Greeks and Armenians formulated the conditions
under which they would agree to leave the Khanate. In July the
relocation began, and took place under the supervision of Russian
troops led by A.Suvorov. The population was moved from an in-
habited area with a mild climate and cultivated lands for centuries,
to a deserted, empty and uncultivated land with much harsher
weather conditions. In this way promises to them, in most cases,
were not fulfilled by Russians in due course, because the newcom-
ers had to suffer significant hardships, losing several thousand peo-
ple during the winter stay in different places of the Azov province.

On May 21, 1779 Catherine II signed the Letter of Grant, which

27. Historiography of the mass migration of Christians from the Crimea is
much more representative than historiography of any other aspect of the coloni-
zation of the region in 1775-1783. The main topics are: the political situation on
the peninsula; reasons, initiators and targets of the resettlement; the process of
preparing the resettlement and its progress; the question whether it was a voluntary
or compulsory migration; circumstanceswinter stay in Novoselytsia; establishment
of Mariupol and other settlements in the Azov province; economic and property
status of the Greeks; damage caused by the mass migration to the Crimean
Khanate; other effects of the resettlement; the role of some individuals in the
mass migration. See the bibliography: M. Aradzhyoni, [ perxu Kpvina w llpuasoevs.:
UCTROPUA USYHEHUS U UCTOPUOZPAPULL IMHULECKOU Wemopul U Kyavmypol (80-¢ ze.
XVIIT 6. — 90-¢ ee. XX 6.) [The Greeks of the Crimea and Azov region: history of
the study and historiography of ethnic history and culture (the 1780s —the 1990s)]
(Simferopol: Amena, 1999), p. 49-55.



72 The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c.

provided privileges for the Greeks, including certain administrative
and religious autonomy.?® In September and October of that year,
the territory for new Greek settlements was determined: it was lands
on the northern coast of the Sea of Azov, where Mariupol uezd was
established.” Not all Greeks wanted to go exactly there; opinions
expressed that it would be better to return under the rule of Khan.
Nevertheless, in the spring and summer of 1780 the majority of
Orthodox Greeks settled in the uezd, in couple dozen of settlements
and the city of Mariupol.*® Armenians were settled in new Nakh-
ichevan by the Don, a town which was later merged with Rostov.?!

The annexation of the Crimean Khanate was fixed by the man-
ifesto of Catherine II on April 8, 1783. The maritime borders of
the Russian Empire in the region were thus significantly expand-

28. Mapmynosnbcruil kpaeseguecknii myseil [Mariupol museum of local history,
MKM], D-3471, “Letters of Grant about settling of Christian Greeks that trans-
migrated from the Crimea. 1779”; Poccuiickuil rocyfapcTBeHHBII HCTOPHUYECKIIT
apxuB [Russian State Historical Archive, RGIA] fond 796, opis 60, delo 98 “Ac-
cording to the decree with the request to Gotfeyskij Metropolitan Ignatiy, who was
withdrawn from the Crimea to Azov province, 1779-1793, list. 1-6.

29. MKM, D-3354, “Map of the part of lands of Mariupol uezd, the Azov
province, which is determined for the Greeks, withdrawn from the Crimea. 1779”.

30. Igor Lyman (compiler), llpasocaasna yeprsa na nisoni Yepainu (1775-1781).
Jbicepeaa 3 icmopii Iliedennol Yepainu. Tom 4. [Orthodox church in the South of
Ukraine (1775-1781). The primary sources in history of the South of Ukraine. Volume
4] (Zaporozhie: RA “Tandem — U”, 2004), pp. 27-29. The fact that the manipulations
of the Russian authorities with the Crimean Greeks were aimed at achieving primarily
political rather than religious purposes, is confirmed by the effects of the migration
for the Orthodox Church on the peninsula. Orthodoxy in the Crimea suffered losses,
which were felt for decades. In December of 1783 in the Crimea there were only 58
churches, 25 of which were destroyed. Archpriest Lebedintsev later described the situ-
ation in these words: “In what conditions were Christianity in the Crimea at the time
of the annexation of these lands to Russia? It would be correct to say that in 1783
we found here only the sad traces of it”, see: A. Lebedintsev, “Crosnerne 1iepkoBHoii
sknsan Kpeiva. 1783-1883” [A century of church life of the Crimea. 1783-1883], in
Sanucku Odeccroeo Obwecmsa MUemopuu w /lpesiocmeii [Notes Odessa Society History
and Antiquities], Vol. 13, (Odessa: 1883), p. 204. After the migration of the Greeks and
Armenians from the peninsula the situation would had been even worse, but Khan
ordered to reopen worship services in some religious buildings.

31. See Sarkis Kazarov, “Nahichevan-on-Don: Armenian merchants and their role
in the commercial development of the Azov-Black Sea region”, in this volume, chapter 14.
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ed. They stretched from Kinburn to Taman, including the entire
coastline of the Sea of Azov.*? The key strategic points for the
preparation of the further expansion of the Russian Empire were
the coastal Taganrog, Azov, Kerch and the Petrovskaya fortress,
which had been established during the Russian-Ottoman War of
1768-1774. However, already in the late 1770s the main interest had
shifted from the urban settlements of the Azov coast, to the West to
the development of a new city, Kherson, aimed to become the main
base for the construction of the Russian naval fleet.*

Thus, Russia continued its policy to strengthen its naval power
by building a Naval base and shipyards on coastal riverine towns
near the Black Sea. It is worth recalling that under Peter I, at the
end of the 17" — early 18" centuries, ships of the Azov Flotilla were
built on the Don river, in Voronezh. As early as 1768, Rear-Admiral
A. Senyavin was sent to the same river fortress of Saint Dimitriy of
Rostov on the river Don in order to prepare the construction of the
Naval fleet here. It was planned to lay 10 slipways and to build six
frigates by the following year.? The same was now undertaken in
Kherson on the Dnieper river. It became a center of imperial atten-
tion, and, accordingly, the focus was moved from the Sea of Azov
region to the West. However, Kherson remained a favorite for rel-
atively short time, as the focus of imperial attention was moved to
building on the much better strategically located Nikolayev, which
was also located not on the sea coast, but at the confluence of the
rivers Ingul and the Southern Bug.

Nikolayev itself began to be built during the next Russian-Otto-
man War (1787-1791) caused by the ambitions of the Ottoman Em-
pire, supported by Britain, France and Prussia, to regain the Crimea
and prevent strengthening of Russia on the northern Black Sea, the

32. Elena Druzhinina, Ceseproe Ilpuuepromopve ¢ 1775-1800 ee. [Northern
Black Sea region in the 1775-1800] (Moscow: Izdatel’stvo Akademii Naouk SSSR,
1959), p. 92.

33. Erarepuna Il u I''A.lloremkun. Jluunas nepenmcka 1769-1791 [Cath-
erine II and Grigoriy Potemkin. Personal correspondence, 1769-1791] (Moscow:
Nauka, 1997), p. 125.

34. Pocmos-na-/lony: cmpanuyor ucmopuw. 260-1emuio Pocmosa-na-/{ony noces-
waemca [Rostov-on-Don: the pages of history. Dedicated to 260 anniversary of
Rostov-on-Don] (Rostov-on-Don: Omega, Golden Section, 2009), p. 17.
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Sea of Azov and the Transcaucasus. In practice, the war ended as
the next stage of Russian expansion: the Treaty of Jassy (1791) not
only confirmed the conquest of Crimea and Kuban by the Russian
Empire, not only deprived the Ottoman Empire from any claims
on Georgia, but also stipulated the incorporation into the Russian
Empire of the lands between the Southern Bug and Dniester. Now
the new border between the two empires-rivals in the West was the
Dniester and in the Caucasus — the Kuban river (see maps 2.1 and
2.2 in chapter 2).

One of the consequences of the Treaty of Jassy was the founding
in 1794 of the city of Odessa on the newly acquired lands. Odessa
rather quickly took the leading position on the “Russian” coast of
the Black Sea and the Sea of Azov, thereby making more periph-
eral the status of the Azov region and its port cities. An attempt
to change somehow the balance of power and extend the network
of port cities on the coast of the Sea of Azov was made only in the
second quarter of the 19" century. Berdyansk was founded not
far from the former Petrovskaya fortress, which had long lost its
former importance.*® And the inception of this town was due to
economic but not military reasons.

The war of 1787-1791 was not the last of the confrontations of
the Russian and Ottoman empires. The Ottoman Empire made an
unsuccessful attempt of revanche in the war of 1806-1812, and the
war of 1828-1829% which further expanded the importance of the

35. Ivan Bastryga and Igor Lyman, HHauana ucmopuu BLepoancka [The begin-
nings of Berdyansk history] (Zaporozhie, 2002), 132 p.; Igor Lyman and So-
fia Podkolzina, [llowupenns imnepcorur nparmuk e3aemun 0epicasu i UYepreu.:
peaieiiine scummsa Bepoancvka nepuozo decamupiuus itozo icnysanns [The spread
of imperial practices of the relations between State and Church: religious life of
Berdyansk at the first decade of its existence] (Berdyansk, 2015), 118 p.

36. The Russo-Ottoman war of 1828-1829 broke out immediately after the
Russo-Persian war of 1826-1828, and it resulted to the victory of the Russian
Empire that realized its aspirations to gain a foothold in the Transcaucasus and
the Caspian region. Thus, the struggle for lands between two seas — the Black and
Caspian, was fought between the three empires — the Russian, the Ottoman and
the Persian. But directly for the lands near the Black Sea the first two were com-
peting. However, in the region another actor was present, which for a half century
“confused the cards” of the Russian Empire in its expansionist game and its desire
to conquer the land, which became an enclave after the accession of Georgia. We
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Russian Empire in the Black Sea region. Among the conditions of
the Treaty of Adrianople (1829) were the Russian dominion that
extended from the mouths of the Danube with islands, to the lands
of the eastern Black Sea coast; from the mouth of the Kuban river
to the pier of St. Nicholay in the northern Adjara with the seaside
fortresses of Poti, Anapa, and Sujuk-Qale. It is there, on the shore
of the Tsemess bay, that the Russian Empire established the last
new port-city of Novorossiysk, whose official founding date of is
considered September 12, 1838. By the 1830s, the chain of forts
(the Black Sea Coastal Line) was formed on the eastern coast. This
Line consisted of the forts, arranged mainly in mouths of rivers.”
The Black Sea Coastal Line was liquidated in 1854.

Confrontation in the region was not “an internal affair” of the
Russian and Ottoman empires. Western European empires had
their own geopolitical and economic interests here that were pro-
moted by diplomatic and strategic methods. A key player was Great
Britain, well aware of the inability of the Ottoman Empire to con-
front Russia. The British were trying to prevent the transformation
of the Black Sea into the “inland lake” of the Russian Empire.

In the middle of the 19" century a culmination of the struggle
for spheres of influence in the region became the Crimean War of
1853-1856 between the Russian Empire on the one hand and the
Ottoman Empire, Britain, France and the Kingdom of Sardinia — on
the other. Russian imperial plans to expand their influence to the
South failed. Moreover, under the terms of the Treaty of Paris of
1856 Russia (along with the Ottoman Empire) lost the right to have
a navy and arsenals on the Black Sea.

The Russian Empire could not tolerate such “humiliation” for
a long time and already at the beginning of the 1870s refused to
comply to the corresponding clauses of the Treaty of Paris. The vic-
tory in the Russo-Ottoman war that broke out in 1877 for influence

are talking about the local population, Caucasian highlanders (Chechens, Adygs
(Circassians), Ingush, Dagestanians and others), who desperately fought for their
freedom during the so-called Caucasian War (1817-1864).

37. A.Vereschagin, Hcmopuueckuii 0630p koaonusayuu Yepromnopcrozo npubpeicos
Kaskasa u ee pesyavmam [Historical overview of the colonization of the Black Sea
coastal zone of the Caucasus and its result] (Saint Petersburg, 1885), p. 2.
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over the Balkans and the Danube Basin®®, extended the possessions
of the Russian according to the Treaty of San Stefano of 1878. The
Russian Empire obtained Southern Bessarabia (which Russians had
lost with the Treaty of Paris of 1856), and, in addition, Batoum, Ar-
dahan, Kars and Beyazid (the last one was returned to the Ottoman
Empire by the Congress of Berlin in the same 1878).

Thus, Batoum became the last of the port-cities of the region, to
pass from the Ottoman to Russian jurisdiction.?” The geopolitical
interests of both these empires, Great Britain and Persia for the
region lying between the eastern coast of the Black Sea and the
Caspian Sea, as well as “Georgian context” of changes of the politi-
cal map of these lands, are described in detail in chapter 16 by Eka
Tchkoidze. In some sense it was symbolic for the Ottomans, that the
next military conflict that involved the Ottoman Empire and Russia
was the invasion of the Ottoman troops in the Batoum region, and
a little later the bombardment of Odessa, Sevastopol, Theodosia and
Novorossiysk by the Ottoman and German cruisers. The very next
day the Ottoman Empire officially entered World War 1.

38. Though hostilities in this war were far from the Azov region, the Russian
authorities admitted the possibility of a retaliatory strike of the Ottomans and just
in case examined, in particular, the plan for the evacuation of establishments from
Kerch to Taganrog: T'ocynapcTBeHHbIH apxuB B ABTOHOMHOH Pecmy6nuke Kpeim [State
Archives of the Autonomous Republic of Crimea, GAARK] fond 162, opis 2, delo
545, “Correspondence about the transfer of Kerch establishments to Taganrog in
case of an enemy attack, 1877-1878”.

39. M. Vladykin, llymesodumensv w cobecednur 6 nymeuecmsuu no Kasrasy
[Travel Guide and companion in the journey through the Caucasus], Part 1 (Mos-
cow: tipografia I. I. Rodzevich, 1885), pp. 335-336; A. Vereschagin, Bausnue
CYTONYMHUL U MOPCKUL COOOWeHUl Ha KoAoRu3ayuo w passumue Yepromopcrozo
npubpexvs Kasrasa [Influence of land and sea communications on the colonization
and development of the Black Sea coastal zone of the Caucasus] (Saint Petersburg,
1885), pp. 46-47; E. Veydenbaum, llymesodume.s no Kasrasy [Guide to the Cauca-
sus] (Tiflis: tipografia Kantseliarii Glavnonachalstvuyshago grazhdanskoi chatiou
na Kavkaze, 1888), pp. 365-366; P. Nadezhdin, Onwm eeoepaguu Kasrkasckozo
kpas [Experience of geography of the Caucasus region] (Tula: tipografia N. I.
Sokolov, 1891), pp. 267-268; A. Kaspari (compiler), [lokopernuiii Kasras [Con-
quered Caucasus] (Pyatigorsk: SNEG, 2010), pp. 655-658.
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Colonization and urbanization

For an adequate understanding of the colonization processes in the
Black Sea and the Sea of Azov region it is very important to under-
stand that before the expansion of the Russian Empire, the “Wild
Fields” were “wild” exactly from the point of view of Europeans,
and in particular of officials in Warsaw and Moscow. The features
of such wildness were the instability of the frontier, the lack of a
centralized power, the lack of cities and roads, the dominance of the
nomadic population and so on. But in fact the main problems was
the civilizational differences. The Steppe was just “different”.

This “otherness” was quite successfully adapted by the Cossacks,
who began unauthorized folk colonization of the region long before
the “civilizing mission” of the Russian Empire. The Cossacks did
not aspire to create cities in the Steppe. Instead, they preferred other
forms of settlements, which were much more effective for the devel-
opment of the vast frontier region with low population density. In
particular, the predominant form of settlements of the Zaporozhie
Cossacks was the zimouvnik; there were more than 6,000 zimovnik
in the lands of Zaporozhie Vol'nosti during the period of the New
Sich (1734-1775). Zimovniks were small settlements, in which own-
ers (wealthy Cossacks) and their farm workers lived. Many modern
scholars characterize the zimovniks as “diversified farms of the capi-
talist type”, that is, commercial farms primarily focused on the mar-
ket needs.”” And we are talking about the times when the feudalism
and serfdom system prevailed in the Russian Empire as a whole. It is
quite understandable why soon after the abolition of the Zaporozhie
Cossackdom in 1775 the Russian authorities actively began liquida-
tion of the zimovniks and forced their residents to relocate to larger
settlements, including newly established towns.

The eastern neighbors of the Zaporozhie Cossacks — the Don
Cossacks also preferred scattered settlements and not concentration
in large cities. And this trend continued throughout their pre-revo-
lutionary history. The same can be said about other Cossack troops

40. Oleksandr Oliynik, 3anoposvkuii sumisnur wacie Hosoi Ciui (1734-1775)
[Zaporozhye zimovnik during the period of the New Sich (1734-1775)] (Zaporozhie:
Dike pole, 2005), p. 7.
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that already existed in the region in the times of its active imperial
colonization.”” We should take under consideration that the im-
perial authorities perfectly understood that colonization could be
a prerequisite for the development of the vast region, which had
quite a small population at the beginning of the last quarter of the
18" century. It should be recalled that the policy of Catherine II in
the region was formed under the significant influence of the ideas
of the Physiocrats, the essence of which was quite simple: because
the people, not money, make the power of a state, a ruler should
take care of the growth of the number of population®’. Natalia
Polonska-Vasilenko, who convincingly described the impact of the
implementation of this belief for the development of the South of
Ukraine, wrote that there were two main ways to achieve the goal
of population growth: the protection of existing residents and the
attraction of foreign colonists.”> However, there was a third way,
which we described above — the annexation of new territories to
the state. The successful implementation of this plan by Catherine
the Great is indicated by the fact, that territorial acquisitions of the
empire under Catherine II exceeded the conquests of Peter the Ist.*

41. For example, the Black Sea (Chernomorskoe) Cossack Host during its stay in
the northern Black Sea region (1788-1792) was based in the large villages (slobody)
and zimovniki. Dispersed settlements (including so-called “hovel (kurin’) settle-
ments”) prevailed also during the Kuban period of its history (1792-1860), when
the Black Sea Cossack Host was on the eastern and southern coast of the Sea of
Azov, on the right bank of the Kuban river. However, among other settlements,
the Black Sea Cossacks founded the city of Ekaterinodar, which became the ad-
ministrative center of all the lands of the Black Sea Cossack Host and at the same
time, along with Taman and Yeisk, the center of one of the districts (okrugs) of the
Host. The network of settlements was expanded in the period after 1860, when
the Kuban Cossack Host was formed on the basis of the Black Sea Cossack Host
and a part of the Caucasus Line Cossack Host. The Azov Cossack Host, which in
the 1830s —early 1860s occupied the territory of so-called “Berdyansk wasteland”
between Berdyansk and Mariupol did not have cities.

42. Natalia Polonska-Vasilenko, Sanopisccs XVII cmoaimma ma itoeo cnaduuna
[Zaporozhie of the 18" century and its legacy], Volume 1, (Munich: Dniprova hvy-
lya, 1965), p. 171.

43. Ibid, p. 169.

44. M. Geller, Hcmopusa Poccuiickoti umnepuw: ¢ 2 momax [History of the Rus-
sian Empire: in 2 volumes], Volume 2 (Moscow: MIK, 2001), p. 111.
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The policy of increasing the population of the South, which had
been carried out by the Russian Empress so vigorously, was con-
tinued by her successors on the throne. Russian monarchs did it
despite changes in their priorities of the ways of the development of
the region. According to the statistics of the Synod, while in 1782 in
the Slavic and Kherson diocese there was an Orthodox population
of 547,505 people, in 1859 this figure for Kherson and Taurian dio-
cese had climbed to 1,132,094, and for Ekaterinoslav and Taganrog
diocese to 901,717 people.”> Prior to the 1820s, colonization and
immigration rather than natural growth was the main source of
replenishment of the population of these parts of the region.

Of course, an important role to this end was played not only for-
eign but also internal immigration that is resettlement to the Black
Sea region people from other territories of the Russian Empire. The
development of lands near the seas with the simultaneous decrease
of agrarian overpopulation of “old” imperial provinces was of pri-
mary importance.

The nature of the imperial colonization of the Black Sea coast of
the Caucasus was noted already in the 19" century by A. Verescha-
gin: here political interests came into conflict with economic inter-
ests. Whereas the first required resettlement of “pure Russians, to
create in all respects a trustworthy population on the border of the
state”, the second, due to geomorphological and climatic features
of the area, determined the preference of relocation not of residents
of the interior provinces of the Russian steppes, but inhabitants of
the mountains and foothills. Imperial authorities gave preference to
political priorities: it was decided to prefer Russian migrants, at the
same time accepting just Orthodox settlers from the Transcaucasian
region, Anatolia and “Slavic lands”.%

45. 1. Pokrovsky, Pyccrkue enapruu ¢ XVI-XIX s6. Uxr omkpuimue, cocmas u
npedeavt. Onvum YeproSHO-ULCMOPULECKO20, CINAMUCTIUYECK020 U 2e02paiuieckozo
uccaedosanus [Russian Dioceses in the 16™-19" centuries. Their opening, composi-
tion and limits. Attempt of church-historical, statistical and geographical research],
Volume 2 (Kazan: Tsentral’naz tipographia, 1913), p. 19; Hseuewenue us omuema
no gedomemay npasocaasnoz2o ucnogedanus sa 1860 200 [Extract from a report on
department of the Orthodox confession for 1860] (Saint Petersburg: Sinodal naia
tipographia, 1862), pp. 44-45.

46. Vereschagin, Historical overview of the colonization ..., p. 8.
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In this context of imperial priorities it is important not to forget
that the imperial colonization feared a colonization that would back-
fire; the resettlement of part of the local population, which either
was or was considered hostile or at least was not enough loyal to
the Russian authorities. Let us recall just a few examples. In 1775,
immediately after the dissolution by Catherine II of the Zaporozhie
Cossack Vol’nost, a part of the, now, former Zaporozhian Cossacks
moved to the Ottoman lands. After the annexation of the Crimean
Khanate in 1783 many of its inhabitants went to the Ottoman Em-
pire. Similarly, a large percentage of the Nogais and Tatars of Taurida
guberniia followed to the same direction after the end of the Crime-
an War. As a result of the continuous wars of the Russian Empire
against the mountaineers, furthere waves of refugees of Caucasian
people moved to the Ottoman Empire and Persia.”” One of the final
episodes of the Caucasian Wars was precisely “the conquest of west-
ern mountaineers” who lived in Transkuban and along the eastern
coast of the Black Sea from Anapa to Gagra. As one of apologists of
the Russian expansion in the region wrote in the early 20" century,
it was decided in 1859 at any cost to move western mountaineers
from the coast, “Highlanders fought with extraordinary courage and
ferocity, but they had to retreat step by step to the sea. Defeated but
not conquered, whole communities departed to Turkey”.*® Extremely
indicative for the imperial perception of ethnic cleansing of the east-
ern Black Sea region as a “civilizing mission” is the following quote,
used in the volume “Caucasus” of the edition Picturesque Russia: “The
country of future hopes! Prior to 1865 populated by the wild Ady-
geian tribe, it has been waiting for working hands and developed
minds until now”.*> As we can see, almost twenty years after the end

47. Berat Yildiz, “Emigration to the Ottoman Empire: an Overview”, in Ergiin
Ozgiir (ed.), The North Caucasus: Histories, Diasporas and Current Challenges. Pro-
ceedings of the Sukhum Conference “Towards a New Generation of Scholarship on the
Caucasus”, (Ankara: Social Science Research Council, 2009), pp. 148-149; Zarema
Kipkeeva, Cegepnuuii Kaskasz 6 Poccutickotl umnepuu: Hapoobl, Muspayu, meppumopuu
[The Northern Caucasus in the Russian Empire: people, migrations, territories]
(Stavropol: Publishing House of SSU), pp. 376-388.

48. Moskvich, The Caucasus illustrated practical guidebook..., p. 40.

49. Husonucuas Pocens [Picturesque Russia], Volume IX (Caucasus), (Saint
Petersburg: M.Wolf, 1883), p. 8.
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of the “pacification of mountaineers” even adherents of the imperial
policy had to speak only about hopes for the future of this land and
had no evidence to praise the situation that resulted after Russian
conquest. The fact is that the depopulation of the eastern coast of the
Black Sea, a result of the eviction of the indigenous people, was not
overcome yet. In 1885, one of the authors reported on the failure of
colonization of the coastal lands and wrote that along and beyond
the coast from Adler (region near Sochi) to Anapa, that stretched
250 miles, over 300,000 mountaineers had lived until 1863; and
after that because of the lack of free lands and the poor conditions of
means of communication “wild boars are still the main inhabitants
of these places”.”

If we speak not of losses but about the increment of the pop-
ulation, we must not forget that, along with the resettlement from
abroad and from the interior provinces of the empire, migration
within the region took place. A characteristic feature of this mi-
gration was from the countryside to the cities, which is one of the
characteristics of urbanization. For the cities of the region, and
more specifically, for the port-cities, Louis Wirth’s thesis is correct:
urban population did not provide its own reproduction and had to
recruit migrants from other cities, from the countryside of its own
country and from other countries. That’s why cities historically
were melting pots of peoples and cultures, creating fertile ground
for the emergence of new “biological and cultural hybrids”."!

Unfortunately, we have to agree with the common historio-
graphical point, that the calculations of the urban populations,
which took place in the Russian Empire both before and after the
census of 1897, due to a complex of reasons have numerous signif-
icant inaccuracies.”®> Therefore, we will use the available statistical

50. M.Vladykin, /lymesodumensv w cobecednur ¢ nymewecmeuw no Kasrasy
[Travel Guide and companion in the journey through the Caucasus], Part 1 (Mos-
cow: tipografia I. I. Rodzevich, 1885), p. 360.

51. Louis Wirth, “¥Ypbanusm kak oopas sxknzun’” [Urbanism as a way of life],
in Louis Wirth, Ustpanivie pa6omor no coyuonoeuuw. Coopruk nepesodos [Selected
works on sociology. Collection of translations] (Moscow: INION 2005), p. 102.

52. 1. Vologodtsev, “Oco0eHHOCTH pa3BUTUSI TOPOAOB YKpauHbL. Tpynbl KOMUCCUU
110 U3Y4YEHHIO IEPCIEKTUB pa3BuTUs ropoios” [Features of development of Ukrainian
cities. Proceedings of the commission on studying the prospects of urban develop-
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data to determine rather trends than precise figures. For a better
understanding of the role of migration in the growth of the urban
population of the region it is advisable to use the materials of the
census of 1897, which recorded information about birthplaces of the
inhabitants of cities and uezds.

Table 4.1 Birthplaces of urban inhabitants

City Percentage of people born | Percentage of people
in the same uezd born abroad
Kerch 51.01 5.18
Berdyansk 67.27 2.08
Mariupol 44.83 1.05
Taganrog 54.05 1.96
Rostov 33.36 1.31
Novorossiysk 16.83 7.27
Batoum 9.86 29.84

Source: llepsas sceobujas nepenuco naceaenus Poccuiickoi umnepuw, 1897 2. XII1.
LEramepunocaascras eybeprus [The first general census of the population of the
Russian Empire, 1897. XIII. Ekaterynoslav guberniia] (Saint Petersburg: Tipografia
E. Porohovschikova, 1904), p. 36; llepsas eceobwas nepenuce naceaenus Poccuii-
crotl umnepuw. 1897 e. XLI. Taspuuecras eybeprus [The first general census of the
population of the Russian Empire, 1897. XLI. Taurian guberniia] (Saint Peters-
burg: Tipografia P. Yablonsky, 1904), p. 40; Ilepsasn sceobuyas nepenuce naceienus
Poccuiickoii umnepuw, 1897 . LXX. Yepnomopcrasn eybeprnus. Terpann 2 [The first
general census of the population of the Russian Empire, 1897. LXX. Black Sea gu-
berniia. Notebook 2] (Saint Petersburg, 1901), p. 61; [The first general census of the
population of the Russian Empire, 1897. LXVI. Kutaisi guberniia] (Saint Petersburg:
Tipografia V. Meschersky 1905), p. 38.

ment], Issue 2 (Kharkov, 1930), pp. 95-96, 128; Peter Gatrell, David Macey and
Gregory L. Freeze, “Commannnas mcropus Kak Meraucropus” [Social history as
metahistory], in Boris Mironov, Coyuatvrnan ucmopus Poccuu nepuoda umnepuu
(XVIIT — nauaao XX 6.): B 2 romax [Social history of Russia in the period of the
empire (17" —beginning of 20" century): In 2 volumes], Volume 1 (Saint Peters-
burg: Dmitry Bulanin 2003), pp. VI, 313-314.
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It is important to note that the actual percentage of those who
were born within these cities was less, because the corresponding
data of the census did not distinguish between urban dwellers and
residents of their uezds. At the same time, as can be seen from the
above table, it was internal migration and not the immigration of
foreigners, that contributed to the growth of the urban population
in the second half of the 19" century. Batoum with 29.84% had
among the highest percentages of people born abroad (table 4.1).
This was of course due to the fact that the city had been on the ter-
ritory of the Ottoman Empire less than 20 years before the census.

As indicated in table 4.2 for the population growth rate, we
should note that in the middle of the 19" — early 20" century the
city-port of Mariupol had among the highest growth rates of all cit-
ies of the Ekaterinoslav guberniia, second only to Ekaterinoslav, the
capital of the guberniia. More modest corresponding figures were
for Berdyansk, that conceded to the rates of population growth of
the other Taurida towns, namely Yalta, Sevastopol, Staryi Krym,
Melitopol and Theodosia. Kerch was relatively close to Berdyansk
population growth rates. At the same time, Berdyansk and Kerch
outpaced Evpatoria, Simferopol, Balaklava, Nogaisk, Orehov, Alesh-
ki, Bakhchisarai, Karasubazar and Perekop.>® Rostov was very close
to Mariupol: the number of its inhabitants in 1897 compared to
1858 increased at 582%, in 1904 compared to 1858. For Taganrog
the corresponding figures were growth of 247% and 296%., very
much resembling the figures of Berdyansk. The most impressive of
all, was the population growth of Novorossiysk (in 1897 compared
to 1866, a growth of 3930%). The reason for this was the tiny num-
ber of inhabitants (just 430 persons), with which the town started
its growth, when its status was changed in 1866. Rapid population
growth was shown also by Batoum. According to some sources, at
the time of its inclusion in the Russian Empire in 1878, it had a
population of 3000 people; at 1902 there were already more than
30,000 inhabitants, that is, during less than a quarter of a century
the population growth rate was at least 1000%.

53. Konstantinova, Urbanization: A South-Ukrainian dimension ..., pp. 390-391.
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Table 4.2 The urban population growth rate

City Population Population Population Population
growth in 1897 | growth in 1897 | growth in 1904 | growth in 1904
compared to compared to compared to compared to
1858 1861 1858 1861
Kerch 272 % 180 % 389 % 257 %
Berdyansk 262 % 278 % 291 % 309 %
Mariupol 588 % 522 % 608 % 540 %

Source: Victoria Konstantinova, Ypanisayis: niédennoykpaincoruii eumip (1861-
1904 poku) [Urbanization: A South-Ukrainian dimension (1861-1904)] (Zapor-
ozhie: AA Tandem, 2010), pp. 390-391.

It is important to compare how our calculations are correlat-
ed with calculations made by the famous Russian geographer and
statistician Veniamin Semenov-Tian-Shansky for a slightly shorter
period. According his calculations, “for the last 40 years of the
19" century” in Ekaterinoslav guberniia the population growth
increased in Mariupol, 7.2 times, in Ekaterinoslav, 6.5 times, in
Aleksandrovsk 5.1 times, in Luhansk 2.5 times, in Pavlograd 2.1
times, in Verkhnedneprovsk 2.0 times, in Bakhmut 1.6 times; in
Taurida guberniia Yalta 13.5 times, Sevastopol 10.5 times, Simfer-
opol 9.9 times, Genichesk 7.0 times, Kerch 3.4 times, Theodosia
3.1 times, Balaklava 3.1 times, Melitopol 2.9 times, Berdyansk 2.8
times, Alushta 2.8 times, Evpatoria 2.7 times, Orehov 1.5 times,
Aleshki 1.4 times, Perekop (with Armenian Bazar 1.1 times. On
the territory of the Oblast of the Don Cossack Host the population
of Rostov (calculated together with Nakhichevan) increased by 4.2
times, Novocherkassk by 3.5 times, while Taganrog only 1.6 times.
About the population growth of Novorossiysk Veniamin Semen-
ov-Tian-Shansky did not give corresponding information, instead
he put a question mark in the table, but at the same time noted that
in 1897 the city population was 16,900 people, and at the time of
writing the book — already, “probably”, 45,000 (contemporaries

54. Semenov-Tian-Shansky, City and village in European Russia..., pp. 150-156,
165-166, 173-176.
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emphasized that although the port of Novorossiysk was opened in
1846, it, due to the Caucasus, had no value until the completion of
construction of the railway, which took place only in 1889).%
Speaking about the overall picture of urbanization in the region,
according to the calculations contained in “Statistical tables for the
Russian Empire in 1856”7, the townspeople constituted 9.44% of
the population of Ekaterinoslav guberniia. And this is taking into
account Rostov, posad Azov, Taganrog and Nakhichevan, Rostov
uezd, Taganrog and Nakhchivan okrug.”® On 1897, we have the fol-
lowing picture. The percentage of the townspeople in Ekaterinoslav
province (now — without Taganrog, Rostov, Nakhichevan and Azov)
was 11.4% which means a double increase in comparison with the
middle of the 19* century. But in the Taurida guberniia the towns-
people accounted for an increase of 20.0% compared to 1856. The
percentage of the townspeople of the Taurida guberniia in 1897 was
on the fourteenth place among the 89 guberniias and oblasts of the
Russian Empire (including the island of Sakhalin), while the Ekate-
rinoslav guberniia was at the forty third place. However, this should
not be perceived as a sign of a delay of the urbanization in the
region; after all the area has a higher than average for the Empire
total population growth of both guberniia. While between 1856 and
1897 the corresponding figure for the empire was 193.64%, for the
Ekaterinoslav guberniia (within the Southern Ukraine) it was equal
to 221.39%, and for the Taurida guberniia, 219.53%. It is crucial to
emphasize that the above calculations are taking into account only
the settlements which had the official status of a city (town). If we
considered other official urban settlements, including industrial set-
tlements (poselki), the level of urbanization of the Southern Ukraine
would be much higher. Speaking about other parts of the northern

55. S. Melnikov-Razvedenkov, Iopooa cesepnoii uacmu 6ocmouno2o nobepedicosi
Yepnozo mops [Cities of the northern part of the eastern coast of the Black Seal,
in COopHIK MaTepHasoB jjia onmcanus Mectnocreil n miaemen Hasrasa [Collection
of materials for describing places and tribes of the Caucasus], Volume 27 (1900),
in URL: http://apsnyteka.org/411melnikov_razvedenkov_goroda_severnoi_chasti_
vostochnogo_poberejia_chernogo_moria.html (date of access: 5 April 2015).

56. Cmamucmuueckue mabauyovt Poccuiickoi umnepuu 3a 1856 200 [Statistical
tables for the Russian Empire in 1856] (Saint Petersburg, 1858), pp. 38-41, 130-
131, 148-151.


http://apsnyteka.org/411melnikov_razvedenkov_goroda_severnoi_chasti_vostochnogo_poberejia_chernogo_moria.html
http://apsnyteka.org/411melnikov_razvedenkov_goroda_severnoi_chasti_vostochnogo_poberejia_chernogo_moria.html

86 The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c.

and eastern Black Sea area, the Black Sea guberniia, with Novoros-
siysk as its provincial center, in 1897 was in the leading position
of the empire, ranking fifth (after St. Petersburg, Moscow, Warsaw
and Piotrkéw guberniias) by the percentage of townspeople among
overall population. The Oblast of the Don Cossack Host was at the
thirty-seventh place and the Kutaisi guberniia, which Batoum as its
capital, was only fifty-seventh (see table 4.3).

Table 4.3 Level of urbanization of administrative-territorial compo-
nents of the region in 1897

Guberniia The percentage | Place of the The Position of
(oblast) of permanent guberniia absolute the guberniia
urban residents| (oblast)* in number | (oblast)™ in terms
among terms of per- | of urban of the absolute
the entire centage of the | popula- | number of urban
population townspeople tion population
Taurida 20.0 14 289,316 12
Ekaterinoslav 11.4 43 241,005 17
Oblast of the
Don Cossack 12.4 37 318,693 9
Host
Black Sea 34.2 5 19,641 86
Kutaisi 9.2 57 97,516 56

* Among 89 subjects of the Russian Empire.
* Among 89 subjects of the Russian Empire.
Source: O6wuii ¢600 no umnepuu pesyibmamos paspadomru dannrz Ilepsoi sceobuyell
nepenucu naceaenus, npoudgedennoil 28 ansaps 1897 2oda [Common set for the em-
pire of data of the first general census of the population of the Russian Empire,
conducted January 28, 1897], Volume 1 (Saint Petersburg: N.Nyrkin, 1905), pp. 4-6.

We have quite a different picture in terms of the absolute num-
bers of urban population in 1897. As we can see in table 4.3, the

57. Obwuii c600d no umnepuu pesyivmamos paspadomru dannviz Ilepsoil eceobuyeti
nepenucu nacerenus, npoussedennoi 28 ansaps 1897 20o0a [Common set for the
empire of data of the first general census of the population of the Russian Empire,
conducted January 28, 1897], Volume 1 (Saint Petersburg: N. Nyrkin, 1905), p. 6.
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Black Sea guberniia, which was at a leading poisiton by the per-
centage of the townspeople, occupied one of the last places in the
empire by their absolute number. And the absolute majority of
urban population of this sparsely populated guberniia was concen-
trated directly in the guberniias capital, Novorossiysk. Indicative
that just three urban settlements were in the guberniia and only
one of them (Novorossiysk itself) had official status of the city, while
Tuapse and Sochi were posads.

There is no doubt that one of the important factors that affected
the character of urbanization processes in the region, was the ethnic
composition of the population. Representatives of dozens of ethnic
groups moved to the coast of the Sea of Azov. Nevertheless, the vast
majority of the new arrivals were both Ukrainians, migrants from
the right bank and the left bank of the Dnieper, and Russian, to a
greater extent to the lands of the Don Cossack Host. However, this
statement is true to a greater extent in relation to the rural popula-
tion than in relation to urban centres, especially coastal cities at the
beginning of their existence.”®

Besides, there were significant difference in the ratio of Ukraini-

58. Enough to recall that Mariupol long remained “the Greek city” (Stefan Ka-
loerov, Iperu lpuasosvs: Annomuposannutiic 6ubauoepaguneckuii yrasamerv [The
Greeks of Azov region: Annotated bibliography] (Donetsk, 1997); Larisa Yakubo-
va, Mapiynoavcori epeku (emniuna icmopis): 1778 p. — nowamor 30-x porie XX
cm. [Mariupol Greeks (ethnic history): 1778 — the beginning of the 1830s] (Kyiv:
Institute of History of Ukraine, 1999); Anna Gedyo, [ucepeaa 3 icmopii eperis
Hisniunozo Ipuasos’s (kineyv XVIII — nowamor XX cm.) [Primary sources on
the history of the Greeks of Northern Azov (end of the 18"-20" centuries)] (Kyiv,
2001), 241 p.; Irina Ponomareva, Emniuna icmopis epexie Ilpuasos’s (kineyo
XVIII — nowamor XXI cm.). Iemopuko-emnoepaghiune docaidacenns [Ethnic History
of Azov Greeks (the late 18" — beginning of the 21% century). Historical and ethno-
graphic research| (Kyiv: Referat, 2006). Taganrog was considered for a long time
a “Greek kingdom”. See Evrydiki Sifneos and Gelina Harlaftis, “Entrepreneurship
at the Russian Frontier of International Trade. The Greek Merchant Community/
Paroikia of Taganrog in the Sea of Azov, 1780s-1830s”, in Viktor Zakharov, Gelina
Harlaftis and Olga Katsiardi-Hering, Merchant *‘Colonies’ in the Early Modern Period
(15"-18" centuries), (London: Chatto & Pickering, 2012), pp. 157-180. At the end
of the 19 century Greeks accounted for only 1.96% of its residents; it seems that
in the second or third generation, a number of Greeks of the town were russo-
phone and were considered Russian.
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ans and Russians in the cities and in the countryside of the North-
ern Azov: the percentage of Ukrainians in the overall population
of the two guberniias, adjacent to the Sea of Azov, was significantly
higher than their percentage among the townspeople. That’s why
some researchers assert that city people were hostile to Ukrainian
villages and peasants; Ukrainians “preserved” for themselves the
countryside®, and they were not able to integrate themselves prop-
erly into the urban population. As a result, urbanization in the
region took place with their minimal participation.®® The opposite
situation is observed regarding Russians: according to materials of
the census of 1897, in the cities of Ekaterinoslav guberniia Russians
accounted to 40.68%, and in the cities of Taurida guberniia, 49.10%
of townspeople. At the same time among the overall population of
these guberniia their representation was much lower: 17.27% and
27.90%, respectively.

Russians dominated Novorossiysk, and by the percentage of
Ukrainians among all coastal cities of the eastern coast of the Black
Sea and the Sea of Azov region, Novorossiysk was only second
to Berdyansk. Taking under consideration the above mentioned
priorities of imperial colonization of lands of insubordinate moun-
taineers, there was nothing surprising in such a state of affairs.®!
It is indicative that among residents of Novorossiysk Russians ac-
counted for 63.63% and among the entire population of the Black

59. Fedir Turchenko, “Pernensis: [ pucszxuior FO. Ykpaincwke censinecrso Hayini-
NPSHCBKOT YKpaiHu: corioMeHTasbHa icropist apyroi monopuuan XIX — mouarry
XX er” [Review: Yuri Prysiazhnyuk, Ukrainian peasantry of Naddniprianshchyna
Ukraine: socio-mental history of the late 19" — early 20" century, 637 p.], Naukovi
pratsi istorichnogo fakultety Zaporiz’kogo natsional nogo universitetu, 26, (2009), p. 397.

60. Fedir Turchenko and Galyna Turchenko, /lisdenna Yepaina: nodeprisayis,
ceimosa gilina, pesoaoyis (kineyo XIX em. — 1921 p.): lemopuuni napucu [South-
ern Ukraine: modernization, World War, Revolution (the late 19% century —1921):
Historical Essays] (Kyiv: Geneza, 2003), pp. 40-43.

61. In addition, as even modern Russian researchers have to admit, imperial
policy of providing greater cultural homogeneity of the population of the region
in general was manifested in a tougher line of Russification, in efforts to boost
Russification of the multi-ethnic population of the Caucasus and to strengthen the
“Russian element” here, see: Arthur Tsutsiev, Amaac omnonoiumuueckoil ucmopuu
Kaskasa (1774-2004) [Atlas of ethno-political history of the Caucasus (1774-
2004)] (Moscow: “Europe”, 2006), p. 33.
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Sea province only 42.53%; Ukrainians among residents of Novo-
rossiysk were 12.86%, while among the entire population of the
province, 16.06%.%* Discussing the diversity of the population of
the Black Sea guberniia in general, an author of the early 20"
century wrote that there lived Czechs, Moldovians, Greeks of Asia
Minor, Armenians, Germans, as well as “Russians”, some of whom,
belonged to the coastal and linear military battalions, settled in
separate stanitsas.5®

In comparison with port-cities of the Sea of Azov region and
of the Black Sea guberniia, Batoum was different radically. Rus-
sians there accounted only for 21.83% of the population, Ukraini-
ans, only 2.99%, while representatives of the Kartvelian languages
21.35% (including 18.07%, the native speakers of the Georgian and
Ajarian), Armenians 23.99% (see table 4.4). Greeks formed 9.70%
of the population of Batoum, having the highest percentage of sur-
passed Novorossiysk and any port-city of the Sea of Azov region.5

Overall, as of 1897 the ethnic composition of population® of the
port-cities of the region was as follows:

62. The first general census ... LXX. Black Sea guberniia...., pp. 34-39.

63. Moskvich, The Caucasus illustrated practical guidebook..., p. 45. Note that it
was a common phenomenon in the statistical sources of the Russian Empire not
to distinguish Ukrainian, Russian and Belarusian ethnic groups, which, as a rule,
were all called “Russians” or if they were mentioned separately, the calculations
were given for the entire group. We are not talking only about the Ukrainian
lands. Indicative of the description of the ethnic composition of the Kuban oblast
and the Black Sea province, is what Grigoriy Moskvich correctly wrote in 1902:
that these lands in the 1790s had been inhabited by “the Cossacks of the Black Sea
Cossack Host (Zaporozhian Cossacks)”, and “Little Russian [Ukrainian] nationality
of the Black Sea Cossacks persists to the present day, despite the 100-year-old
proximity of other peoples”. But all this information Grigoriy Moskvich placed
under the subheading “Russians” see ibid, pp. 17-18).

64. The first general census ... LXVI. Kutaisi guberniia ..., pp. 88-93.

65. Ethnicity has been filed on the basis of information about mother tongue.
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Port-cities in urban space and their role in changes of the
administrative-territorial structure of the region

The configuration of the urban network of the “Russian” Black Sea
and the Sea of Azov region was formed not according to the princi-
ples of the spatial uniformity of population distribution (which pre-
vailed in the densely populated Western Europe with an extensive
network of cities), but under the influence of the historical realities
of the urban history of these lands. The network of the existing
cities, already there sicne ancient times or the Middle Ages, was
supplemented by cities, which were “the products” of colonization
of the region in the 18" — early 19" century. The locations of such
cities were largely chosen according to the stages of incorporation of
the new territories to the Russian Empire, the phase of colonization
and the military needs emerging in a particular historical moment.
To a certain extent, however, some principles based on the idea
called by modern architects as “planimetric urbanism” and “math-
ematical fortress urbanism” were taken into account®. The uneven
spatial distribution of the official cities also was determined by the
natural-geographical factors.

In the second half of the 19" — early 20" centuries the network
of settlements of the Northern Black Sea and the Sea of Azov coast,
which had the official status of the city, underwent several changes,
which were neither numerous nor cardinal. The conservatism of the
authorities, the complexity of the procedure of changes of the status
of an urban settlement and a number of other factors led to the
fact that the number of official urban settlements progressed quite
slowly, something that did not reflect the real level of urbanization.
If we proceed from the definition of “network of cities” proposed by
architects as an “optimal form of city location under the influence
of a complex of factors specific to a certain historical period”®,
the network of cities, which the region had in the second half of
the 19" century, remained in general optimal for the needs of the

66. G. Petrishin, U. Ivanochko, Yu. Idak and others, lemopuuni apximexmypro-
Micmobydieni komnaercu: nayrosi memodu docaidncenns: Haswarvrnuii nocionuk
[Historical architectural urban complexes: methods of research. Manual] (Lviv:
“Lviv Polytechnic”, 2006), p. 55.

67. Ibid, p. 74.
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state. However, from the perspective of correspondence to modern-
ization and industrialization the network was far from optimal. As
a result, movements in a “differential chain” were occurring: “old”
cities which did not correspond to new factors, moved to the end of
the chain®, experiencing stagnation or even degradation; “skipping
ahead”, were the more successfully located cities. In the second
half of the 19" century the changes in the network of official cities
on the lands adjacent to the south-eastern coast of the Black Sea
were somewhat more substantial. This is logical, if we take under
consideration that this area was the more recent acquisition of the
Russian Empire.

It is crucial to keep in mind that the network of official cities did
not exist in isolation of the wider network of urban settlements of
the region. And the last network was developing quite dynamically,
far outpacing the rate of changes in the number of official cities.
From the very beginning of intense imperial colonization of the re-
gion the majority of cities were built and developed here mainly as
military-administrative or purely administrative centers. We have
reasons to believe that in spite of the fact that in the Russian Em-
pire as a whole and in Black Sea region in particular in the second
half of the 19" — early 20" centuries there was a tendency to turn
cities into multifunctional centers, the administrative functions of
the official cities remained the priority of the state authorities.® It
was quite natural for the absolutist empire. Lydia Koshman was
right in asserting that “the post-reform city retained its administra-
tive functions as the most important”.” Therefore it is reasonable

68. Ibid, p. 81.

69. Konstantinova, Urbanization: A South-Ukrainian dimension ...,, pp. 133-165.

70. Lydia Koshman, /'opod u eopodckas xcusne 6 Poccuw XIX cmonemus: Coyua-
avrote u kyavmyprote acnekmet [City and urban life in Russia of the XIX century:
Social and cultural aspects] (Moscow: ROSSPEN, 2008), p. 62. It is worth to cite
a more radical statement regarding the cities of the Russian Empire, this time ex-
pressed by a New York professor of history: “In many instances the only compel-
ling reason for the existence of “cities” was that they were needed as administrative
centers for local agencies of the central govertnment”, Walter Hanchett, “Tsarist
Statutory Regulation of Municipal Government in the Nineteenth Century”, in
Michael F. Hamm (editor), The City in Russian History, (Lexington: The University
Press of Kentucky, 1982, p. 91).
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to trace the evolution of these functions of the port-cities in the
context of the changes of the administrative-territorial structure of
the Sea of Azov and the eastern Black Sea region.

After the completion of the Russo-Ottoman war of 1768-1774 and
signing the Treaty of Kii¢ciik Kaynarca, which extended the posses-
sions of the Russian Empire in the region, the Azov guberniia was
established here by the decree of Catherine II on February 14, 1775.
It consisted of two provinces (provincia) — Azov and Bakhmut. The
decree of the Empress specified that Taganrog and the fortress of
Saint Dimitriy of Rostov belonged to the first of them.™

At the end of the 1770s Mariupol was founded, and became the
administrative center of the Mariupol Greek okrug and Mariupol
uezd. On January 22, 1784 Mariupol, Taganrog and the fortress
of Saint Dimitriy of Rostov became part of the newly established
Ekaterinoslav viceroyalty.” Already on February 10, 1784 Cather-
ine II signed a decree “About the construction of new fortifications
on the boundaries of Ekaterinoslav guberniia”, according to which
Taganrog lost its status of a fortress because it “remained within the
boundaries of the state” due to the annexation of the Crimea by the
Russian Empire.”® At the same time, the fortress of Saint Dimitriy
of Rostov was officially abolished only in 1835, although it had lost
its military importance much earlier.”

After the administrative map of the region had been redrawn
in accordance with the decree of 12 December 1796 which includ-
ed the dissolution of the Voznesensk guberniia and Taurida oblast
and its replacement by the Novorossiysk guberniia, on August 29,
1797 Emperor Paul I approved the report of the Senate, according
to which Taganrog became part of Rostov uezd of Novorossiysk
guberniia with the fortress of Saint Dimitriy of Rostov as the uezd’
administrative center. Although the document did not provide for
the existence of a Taganrog uezd, it was specifically stipulated that
public offices (prisutstvennye mesta) were to continue to operate in

71. Complete collection of laws ..., Col.1, Vol. 20, pp. 55-56.

72. Complete collection of laws ..., Col.1, Vol. 22, pp. 11-12.

73. Ibid, p. 21-22.

74. A. 1Vin, Ucmopus eopoda Pocmosa na Jlony. Ouepk ¢ pucynranu 6 mercme [The
history of the city of Rostov-on-Don. Essay with drawings in the text] (1909), p. 61.



94 The Port-Cities of the Eastern Coast of the Black Sea, late 18"— early 20" c.

Taganrog.” According to the decree of October 8, 1802, Rostov
became the center of the uezd of Ekaterinoslav guberniia, and Ta-
ganrog had to get a urban prefect of the town, who, among other
duties, had to manage the city police and “to compel the magistrate
for the speedy resolution of affairs”.’® On August 17, 1806 it was
ordered finally to transfer the public offices of Rostov uezd from
Taganrog to Rostov”’, but already by October 31, 1807 Rostov itself,
along with Mariupol and Nakhichevan, for the better development
of trade and industry became part of the Taganrog urban prefec-
torate “on issues of the police, trade and merchant shipping”.’®
The following year Taganrog was recognized as the administrative
center of the entire Azov coast in the economic sphere: according to
the imperial rescript, the urban prefect of Taganrog remained at his
post, becoming at the same time the “chief trustee of merchant ship-
ping in the Sea of Azov”. On May 12, 1808 the Emperor signed a
decree on the establishment of Taganrog Merchant court of Justice;
its jurisdiction covered not only the commercial matters of Tagan-
rog but also of Mariupol, Rostov and Nakhichevan.” By October 16,
1816 the Emperor, according to the request of Taganrog urban pre-
fect, ordered to return all public offices from Rostov to Taganrog.®

Thus, Taganrog step by step became in some sense the main
administrative center of the Sea of Azov coast. But already in the
1820s, after the establishment of the Governorate-Generals centred
at the city of Odessa, the Taganrog urban prefectorate® as well as
the whole of the northern Black Sea and the Sea of Azov were

75. Complete collection of laws ..., Col.1, Vol. 24, p. 706-707.

76. Complete collection of laws ..., Col.1, Vol. 27, p. 272.

77. Complete collection of laws ..., Col.1, Vol. 29, p. 695-696.

78. Tocynapcrsennsiii apxus Opeccroit obmactu [State Archive of Odessa re-
gion, DAOO], fond 1, opis 221, delo 4, “By imperial order about joining the cities
of Rostov, Nakhichevan and Mariupol to Taganrog urban prefectorate and about
submission of adjacent Greek villages, suburban residences, Nikolaev volost and
Nakhichevan colonies to Taganrog” (1807); Complete collection of laws ..., Col.1, Vol.
29, p. 1318.

79. Filevskiy, History of the city of Taganrog..., pp. 218-220.

80. Complete collection of laws ..., Col.1, Vol. 33, p. 1051.

81. It is noteworthy that in 1821 on the lands adjacent to the Sea of Azov
another urban prefectorate (Kerch-Yeni-Kale) was established.
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subordinated to the administrative structures of Odessa. This sig-
nificantly transferred the balance of power from the Azov ports to
the western coast. Odessa “subjugated” Taganrog and did not give
it a chance to rise at an upper level.

Soon Taganrog in several aspects lost its administrative superi-
ority over Rostov. According to the regulation of the Committee of
Ministers approved by Nicholas I on July 25, 1833 the public offices
were moved again from Taganrog to Rostov.®> In connection with
this already by March 20, 1834 it was decided to withdraw Rostov
from the jurisdiction of Taganrog urban prefectorate and to subor-
dinate it to the Ekaterinoslav gubernator.®®

It has been suggested that one of the reasons of the “degrada-
tion” of Taganrog was the dislike towards it of the omnipotent gov-
ernor-general of Novorossiya and Bessarabia Mikhail Vorontsov.®
Perhaps Vorontsov tried to create an alternative to Taganrog in the
Azov region: in 1827 on the Azov coast of neighboring guberniia
of Taurida a wharf was founded, which gave rise to the port-city
of Berdyansk. For some time this new settlement was attributed
to Nogaisk, which appeared on the shore of the Sea of Azov a de-
cade earlier. However, a more convenient location was found that
allowed the construction of a port, which quickly removed Berdy-
ansk from the “shadow” of Nogaisk®®, that now had to be satisfied
with the status of zashtatnyi [unimportant] town, while Berdyansk
officially became a city on January 1, 1841, and by 1842 the capital
of Berdyansk uezd.®

82. Complete collection of laws ..., Col.1, Vol. 8, Sec. 1, p. 443.

83. Hoanoe cobpanue saronos Poccuitickoti umnepuu [Complete Code of Laws of
the Russian Empire], (Saint Petersburg: 1835), Col. 2, Vol. 9, Sec. I, p. 220.

84. Filevskiy, History of the city of Taganrog..., p. 126.

85. DAOO, fond 1, opis 191, delo 30, “About establishment of a wharf on
the Sea of Azov and lands of Nogais, the opening of the town of Nogaisk and in
generally about the institutions for the benefit of the Nogais, and about the town
of Berdyansk, 1831”; GAARK, fond 26, opis 1, delo 10325, “On the report of the
acting Police Chief of Nogaisk requesting a permit to refer some cases to the Police
Chief of Berdyansk, 1834-1836", lists. 1-2.

86. DAOO, fond 1, opis 192, delo 13, “About Nogais, who settled in Taurida
guberniia, about towns of Nogaisk and Berdyansk and the new separation of
Dneprovsky and Melitopol uezds, 1841”; ibid, fond 1, opis 192, delo 12, “About
Nogais, who settled in Taurida guberniia, about towns of Nogaisk and Berdyansk
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Since the second half of the 1830s there were plans for the cre-
ation of a new guberniia in the Sea of Azov region, which remained
divided between the Taurida, Ekaterinoslav guberniias and the Don
Cossacks Host. In 1838, the Minister of Internal Affairs, Bludov,
raised the question about establishing there Taganrog or Petrovsk®
guberniia, which would include: a) the Nogai Steppe (later, Berdy-
ansk uezd), b) the territories of the Ekaterinoslav guberniia adja-
cent to the Sea of Azov, ¢) the Miuss okrug (which was a part of the
lands of the Don Cossacks). His main argument was the fact that all
these areas “are linked by common interests because of their natural
struggle with the Sea of Azov”.*® Emperor Nicholas I supported this
idea, but for some time the project was postponed. In 1844, Senator
Zhemchuzhnikov, conducting an audit of the Taganrog urban pre-
fect, also spoke for the creation of Taganrog guberniia that, in his
opinion, should contribute to the development of the Azov trade.
To consider the projects of Bludov and Zhemchuzhnikov a special
committee was formed, which also supported the creation of a new
guberniia. However, the committee refused an earlier proposal for
the inclusion of Kerch in the new province, because the city of the
Taurida guberniia was too far from Taganrog, which was to become
the guberniia center. In addition, the committee considered it inap-
propriate to include Miuss okrug in the new guberniia, “in order to
avoid infringing the inviolability of the lands of the Don Cossacks”.*

Later consideration of ideas for the transformation of the ad-

and the new separation of Dneprovsky and Melitopol uezds, 1842”; GAARK, fond
26, opis 1, delo 12432, “About transfer of cases related to Melitopol and Berdy-
ansk uezds, from Perekop magistrate and orphaned court to Berdyansk Hall and
orphaned court, 18427, lists. 1-2.

87. In honor of Peter 1.

88. DAOO, fond 5, opis 1, delo 186, “Materials about measures on transforma-
tion of administrative management of Taganrog urban prefectorate, organization of
management of Pryazovia area, about establishment of Rostov urban prefectorate
(decrees, position papers, projects of staff, map of Ekaterinoslav guberniia etc. May
5, 1881 —January 4, 1888, list. 36 verso.

89. DAOO, fond 5, opis 1, delo 186, “Materials about measures on transforma-
tion of administrative management of Taganrog urban prefectorate, organization of
management of Pryazovia area, about establishment of Rostov urban prefectorate
(decrees, position papers, projects of staff, map of Ekaterinoslav guberniia etc. May
5, 1881 —January 4, 1888, list. 37.
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ministrative-territorial structure of lands adjacent to the Azov coast
recurred several times; in the second half of the 19" century pro-
posals were introduced to make Rostov, not Taganrog, the center of
the new guberniia (which, alternatively, could be called Priazovska-
ya)®, or to establish a new Northern Azov urban prefectorate which
would include Taganrog, Rostov and Nakhichevan. One of the ma-
jor obstacles for the integration of the lands near the Sea of Azov
into one administrative-territorial unit remained the problematic
inclusion of Miuss okrug, because it would limit the privileges of
the Cossacks. Various options of territorial issues (including the
town of Azov) and other compensations to the Cossacks for the
lands of Miuss okrug were proposed. However, since at least 1867
quite the opposite idea was proposed, not only to separate Miuss
okrug from the lands of the Don Cossack Host but to join the latter
with the Taganrog urban prefectorate and Rostov uezd. Finally, un-
expected for many, exactly this option was chosen. The discussion
for the reformation of the system of governance of the Sea of Azov

90. Sometimes, Mariupol was suggested as as the center of the future guber-
niia. Besides, a more radical idea was expressed: to make “a main port of the Sea
of Azov” on Belosaray Spit between Berdyansk and Mariupol, because places for
the foundation of Mariupol and Taganrog had been selected “accidentally”, while
Belosaray Spit was located in a strategic position and the foundation of a port
here might allow to organize better the export of coal from the rapidly develop-
ing Donbass, see: Filevskiy, History of the city of Taganrog...,, pp. 238-239. As for
Berdyansk, Mikhail Vorontsov expressed the idea not to include it in the new
administrative-territorial unit and to leave the city as a part of Taurida guberniia.
On the other hand, opponents of the status quo argued that “the subordination
of Berdyansk to the Kerch urban prefect in trade issues, due to the remoteness
of Berdyansk, at a distance of 340 versts from Kerch, also does not provide any
special benefits for the first. On the contrary, benefits of Berdyansk and its uezd
seem obvious if this city will depend on Taganrog governor, who at the same time
can be a chief trustee of merchant shipping in the Sea of Azov and a head of the
customs district, as now the Taganrog governor of the town does”. Another argu-
ment was given in favor of adding Berdyansk to the new guberniia: “It is known
that the merchants, in whose hands the whole trade of the ports of the Sea of Azov
is now, are the same engines of this extensive trade in Taganrog, Rostov, Mariupol
and Berdyansk, and the trade of this last city, as well as trade of all other cities,
depends on the same merchant firms” DAOO, fond 1, opis 192, delo 147, “About
transformation of Ekaterinoslav province and opening of Petrovsk or Taganrog
guberniia, 1847, lists. 61 verso —62.
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region which lasted for half a century”, ended in May 19, 1887,
when Emperor Alexander III approved the document of the State
Council “About the inclusion of Taganrog urban prefectorate and
Rostov uezd of Ekaterinoslav guberniia to the Oblast of the Don
Cossack Host”. This document required the formation on the base
of Taganrog urban prefectorate, the Rostov uezd, Miuss okrug and
part of Cherkassk okrug, two civil okrugs, Taganrog and Rostov.
The document came into force on January 1, 1888.9>

Taganrog and Rostov became a part of the same administrative
unit, which was “from top to bottom subordinated to the arbitrari-
ness of the military administration”.?® With the abolition of the
urban prefectorate Taganrog lost its former administrative impor-
tance.”* While the economic primacy now belonged to Rostov, the
main administrative city of the area became Novocherkassk.”

91. DAOQO, fond 1, opis 139, delo 170, “About formation of Taganrog province,
1864”; Ibib, fond 1, opis 192, delo 147, “About transformation of Ekaterinoslav
province and opening of Petrovsk or Taganrog guberniia, 1847”; Ibid, fond 1, opis
17, delo 41, “About the establishment after the formation of Taganrog guberniia
of a common branch of the Commercial Council for the entire Pryazovia, 1870”
[The delo is lost]; Ibid, fond 5. opis 1, delo 186, “Materials about measures on
transformation of administrative management of Taganrog urban prefectorate, or-
ganization of management of Pryazovia area, about establishment of Rostov urban
prefectorate (decrees, position papers, projects of staff, map of Ekaterinoslav gu-
berniia etc. May 5, 1881 — January 4, 1888”.

92. loanoe cobpanue saronos Poccuiickoti umnepun [Complete Code of Laws of
the Russian Empire], (Saint Petersburg: 1889), Col. 3, Vol. 7, p. 403; DAOO, fond
5, opis 1, delo 1837, “Correspondence with the Ministry of Internal Affairs and
other institutions about the trip of the Governor-general to Saint Petersburg and
subordinated guberniias; printed materials about inclusion of Taganrog urban pre-
fectorate and Rostov uezd of Ekaterinoslav guberniia to Oblast of the Don Cossack
Host. January 1, 1887 — December 31, 1887”.

93. S. Svatikov, Poccus u Jon (1549-1917). Hecaedosanue no ucmopuu 2ocy-
dapcmeeniiozo u a0MUNLCMPAMUEH020 NPA6A U NOAUMUYecKUL dsuicenull na /Jony
[Russia and Don (1549-1917). Research on the history of the state and administra-
tive law and political movements on the Don] (Don Historical Commission, 1924),
p. 403.

94. N. Nikitin (ed.), Asemanazr-Cnpasounur: no zopfody] Taeanpoey u eeo okpyey
na 1912 200 [Almanac-Handbook of Taganrog and its okrug for 1912] (Taganrog:
Typo-lithographia N. Razi, 1912), p. 209.

95. Ibid, pp. 216-218.
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The administrative importance of Rostov increased slightly by
the establishment of Rostov urban prefectorate in February 23,
1904, which included Rostov and Nakhichevan.?® However, in 1908
an English vice-consul in Rostov wrote in a report to London that
administratively Rostov could be called as the stepdaughter of the
Oblast of the Don Cossack Host: the government concentrated ad-
ministrative offices in Novocherkassk, the number of inhabitants of
which amounted hardly half of the population of Rostov.”” S. Sva-
tikov had to state in 1920 that the inclusion of Rostov and Taganrog
to the lands of the Don Cossacks “turned out rather mechanical and
was not planned to provide satisfaction of historical claims of Don or
to restore administrative and economic unity of the Don region”.”

As for the administrative and territorial changes on the coastal
lands lying to the south from the Oblast of the Don Cossack Host,
from the 1790s the territory of the Black Sea Cossack Host was
formed.” With the conversion of the latter into the Kuban Cos-
sack Host in 1860, a new administrative-territorial unit, the Kuban
oblast, was created with Ekaterinodar as the administrative cen-
ter in, which previously had been the administrative center of the
Black Sea Cossack Host. On the territory of this oblast, which was
adjacent to the Sea of Azov, the Kerch Straits and the Black Sea, the
port-city of Yeisk was created, which received the status of the port
city only in 1848. Within Kuban oblast, Yeisk became the adminis-
trative center of Yeisk uezd.!'®

96. lloanoe cobpanue saronos Poccuiicroti umnepun [Complete Code of Laws of
the Russian Empire], (Saint Petersburg: 1907), Col. 3, Vol. 24, Sec. I, pp. 163-165.

97. Diplomatic and Consular reports. Russia. Report for the year 1908 on the
trade and commerce of the consular district of Odessa: Harrison and Sons, 1909,
p- 103.

98. Svatikov, Russia and Don..., p. 163.

99. Lands of this Host even after its conversion continued to be called among
the people “Chernomorye”. These lands included the Taman Peninsula, as well as
the area between the rivers of Yeya and Kuban till the stanitsa of Ust-Labinsk.
As of 1888 the territory of Chernomorye was a part of Ekaterinodar, Temryuk and
Yeisk uezds, see: Veydenbaum, Guide to the Caucasus..., p. 8.

100. Eiick [Yeisk], in Hoswviii snyuraoneduweckuii caosaps ®.A. Bpokraysa,
N.A. 9ppona [New Encyclopedic Dictionary of F. Brockhaus and I. Efron] (Saint
Petersburg: tipografia Brockhaus and Efron, 1914), Volume 17, p. 388; Veyden-
baum, Guide to the Caucasus..., p. 212.
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In 1866, the Black Sea (Chernomorskii) okrug was established on
the north-eastern coast with the port-cities of Novorossiysk (which
became its administrative center) and Anapa.!’! The creation of this
okrug was directly related to the imperial plans of the development
of the lands, which had recently been inhabited by recalcitrant Cau-
casian highlanders. The territory of the Black Sea okrug, which had
Novorossiysk as its administrative center, consisted of three otdels
and the posads Velyaminovskiy (Tuapse) and Dahovskiy (Sochi)!®2.

After the Russian Empire annexed Batoum, the Russian eastern
coast of the Black Sea administratively consisted of the Black Sea
okrug and the Kutaisi guberniia that had the port-cities Sukhu-
mi and Batoum, subordinated to the civilian department. Under
the military department there were the Sukhumi otdel and Batoum
oblast.'® It is interesting to note that almost simultaneously with the
beginning of changes related to the inclusion of the eastern part of
the Sea of Azov region with Taganrog and Rostov into the Oblast
of the Don Cossack Host, in 1879 the need for unification and coor-
dination of planning was expressed by the commission, established
after annexation of Batoum: “The Black Sea coast, which has be-
come property of Russia all the way from Kerch to Batoum, allows
now for the planning of joint activities with the aim of getting all
the benefits which can be provided by this beautiful and the rich
area, making it possible to export numerous and valuable goods by
sea to Russia and Europe”.'%

However, this did not mean that the lands of the eastern Black
Sea coast from Anapa to Batoum were to be united within a sin-
gle administrative unit. A restructuring did take place, however in
1888. Because of its small population and the poor development,
the Black Sea okrug was annexed to the Kuban oblast. But already
in 1896 there was a new change in the administrative structure
of the eastern coast: the Black Sea (Chernomorskaya) guberniia was

101. Vereschagin, Historical overview of the colonization ..., pp. 4-5.

102. A.Vereschagin, Ilymeswvie 3amemru no Yepromopcromy okpyey [Travel
notes on Black Sea okrug] (Moscow: edition of N.Mamontov, 1874), pp. 126-128;
Veydenbaum, Guide to the Caucasus..., p. 215.

103. Vereschagin, Historical overview of the colonization ..., pp. 33-34.

104. Ibid, pp. 33-34.
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organized here.'” Novorossiysk became its guberniia center.'”® Re-
garding the southern part of the region, in 1883 Batoum oblast
(formed by Batoum and Artvin okrugs) was incorporated in the
Kutaisi guberniia; in 1903 these okrugs and the city of Batoum
itself formed the separate Batoum oblast, which was excluded from
the Kutaisi guberniia and operated by a military governor.'”’

As we can see, the eastern coast of the Black Sea in the last third
of the 19" — early 20™ century experienced a period of quite active
administrative-territorial transformations. These transformations
can be compared to the administrative-territorial changes that the
northern Black Sea and the Sea of Azov region had experienced ap-
proximately a century earlier, in the last quarter of the 18™ — early
19" century. It is quite understandable: in both cases, the imperial
authorities were looking for the most appropriate model for the ad-
aptation of the lands which recently had been acquired as a result
of Russian expansion, to Russian Empire.

Concluding remarks

Such was the evolution of the port-cities of the Russian frontier
lands in the context of the expansion of Moscovia / the Russian
Empire to the Azov and the eastern coast of the Black Sea. Russia
pressed forward; it started with territorial acquisitions in the region
with the fortress of Azov and finished by Batoum. The succession
of redrawing the boundaries of the administrative-territorial units in
the Sea of Azov (as well as in the northern Black Sea region) took
place in the last quarter of 18" — early 19" centuries, which reflected
a) the ambition of the imperial power to transform the acquired
lands as to fulfill the geopolitical and economic tasks in the best
way, and b) the actions and inconsistencies of the monarchs of the
Russian Empire and their protegés in the region. For the port-cities
of the Azov coast these administrative-territorial transformations

105. This province stretched as a narrow strip along the coast, and consisted
of Novorossiysk, Sochi and Tuapse okrugs.

106. Melnikov-Razvedenkov, Cities of the northern part of the eastern coast ... .

107. The first general census ... LXVI. Kutaisi guberniia ..., p. V.
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were important but none ended to become a major provincial ad-
ministrative center. In this regard, the empire continued to focus
“on the land” rather than “on the sea”. After creating in the very
beginning of the 19* century Kherson, Taurida and Ekaterinoslav
guberniias only minor administrative-territorial changes occurred
in the northern Black Sea and the Sea of Azov region, although for
half a century the discussion lasted about variants of unification
of various parts of the Azov coast in one province, and one of the
port-cities to become its administrative center. However, the result of
this epopee was the contrary, the weakening of the role of the major
coastal cities of the area in the administrative hierarchy: since 1888
the port-cities of Taganrog and Rostov had to subordinate to the
“continental” Novocherkassk. In contrast to the Sea of Azov, greater
transformations of an administrative-territorial nature took place
on the eastern coast of the Black Sea. This was directly related to
the fact that now Russian expansion moved exactly to the southern
direction. And it was here that the only guberniia on the whole ter-
ritory of the Russian coast of the Black Sea and the Sea of Azov was
established and had a port-city as its main administrative center. At
the same time, within the framework of the imperial colonization of
the region, coastal cities more often obtained special status, whether
the status of a center of a urban prefectorate or a center of an oblast,
which was not subordinated to any provincial center. In such a way
a special role of the port-cities in the military-strategic and economic
spheres was taken into account and at the same time was enhanced.
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On and In the Sea






5.
Controlling the straits:
The development of the port of Kerch

Anna Sydorenko

Introduction

After the integration of the region along the northern coast of the
Black Sea to the Russian Empire, a “fortunate coincidence” of the
region’s simultaneous access to the markets of industrialized West-
ern Europe, paired with the opening of the Black Sea to internation-
al shipping, allowed for the development of a series of port cities.
Moreover, this new access to the productive hinterland as the highly
fertile land (chernozem) was incorporated to the Russian Empire. For
about a century the southern parts of the Russian territory were the
breadbasket of the Western Europe. Most port-cities in southern
Russian were developed through the management of the maritime
grain export trade, and eventually evolved into major export gates
and maritime centers for the Eastern Mediterranean.! However, the
Kerch port-city followed a different development path compared to
the eleven other trade centers of the northern Black Sea coast.

The history of Kerch within the territory of the Russian Empire be-
gan in 1774. The Kuchuk-Kainarji Treaty (1774) in the Russian Empire
included, among other things, the Fortresses of Kerch and Yeni-Kale,
which were strategically important forts at the eastern point of the Crime-
an Peninsula, where the Azov and Black Seas connect. The Russians
gained control of the straits and the right to free navigation in the Black

1. For the development of port-cities on the North Black Sea coast, see recent stud-
ies: Sifneos, Harlaftis, Greeks in the Azov... ; Sydorenko, “The economic development
of the Crimean port-cities...; Mikhail Davidov, “Transportation of grain to the ports of
the Black Sea and the Sea of Azov, 1893-1913”, in Davydov, Harlaftis, Kulikov (ed.),
The Economic Development of the Port-Cities... ; Herlihy, Odessa: A History..., pp. 96-108.
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Sea. The city of Kerch played an important role in the military and com-
mercial policy of the Empire in the first half of the 19" century. It was
developed to serve two purposes: on one hand, as a port that handled all
traffic to and from the Azov Sea, and on the other hand, as the Russian
bastion in conquering the opposite coasts of the Caucasus (see map 5.1).

Map 5.1 Crimean Peninsula (Late 18" Century)

e O TS

Source: W. G. Rummel (ed.), Mamepuaiot das onucanus pycckux KOMMePLECKUT
nopmos u ucmopuu ux coopyrcenus, Kepuv-eayboruii nopm, cydorodnuiii kanas om p.
Rybanu k Anane, Cyxym [Essays on the description of the Russian commercial ports
and the history of their construction, Kerch-deep port, fairway from river Kuban till
Anapa, Sukhum], Vol. 20, (Saint Petersburg: Ministerstvo putei soobshchenia, 1900).

Early Phase of Development of the Port-City of Kerch

The initial phase of the creation of the city evolved within the frame-
work of the defense and colonial policy of Catherine the Great. The
southern affiliated areas were characterized by low population den-
sities and were under constant military threat from the Ottomans.
The fortresses of Kerch and Yeni-Kale were important defensive
forts for the security of the newly acquired areas. The defense of the
Straits of Kerch-Yeni-Kale was achieved through the installation of
the “Greek Regiment,” which took part in the sea martial operations
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and was distinguished in the Russo-Turkish War of 1768-1774. By
the decree of March 28, 1775, the new settlers were granted a num-
ber of privileges, among others, Tsarina promised to build them
houses and temples, and introduced a 30-year tax exemption.? Ad-
ditionally, she legislated that the development of the city would be
based on trade. This ultimately granted the right to free trade. The
triptych of defense, colonization, and trade (porto franco status)
were the main pillars of Catherine’s policy that were integrated into
the imperial space, which contributed to the development not only
of Kerch-Yeni-Kale, but also to that of all the newly acquired areas
on the northern Black Sea coast.?

Defense and military priorities, coupled with the financial dif-
ficulties of establishing new settlers, did not allow the status porto
franco to be implemented — rather this promise remained on paper.
However, in the context of the wider trade developing policy in the
Azov and Black Sea during 1776, a custom and quarantine were
opened in Kerch.* Yet, the development process was interrupted by
the creation of new commercial ports in Crimea. By the decree of
Paul I, in 1798, porto-franco was opened in Theodosia and Evpato-
ria. The port of Kerch gradually lost its importance, the custom and
quarantine were abolished, and it was forbidden to unload goods.®

2. Hoanoe cobpanue saronos Poccuticroi umnepun 1775-1780, [Complete col-
lection of laws of the Russian Empire 1775-1780], No. 14284, Vol. 20, (Saint Peters-
burg: 1830); Sanucru Odeccroeo Obugecmea Hemopuu u Jlpesnocmeii [Notes Odessa
Society History and Antiquities], Vol. 1, (Odessa, 1844), p. 217.

3. For overview of the colonization policy in the South regions of the Rus-
sian Empire see: Willard Sunderland, Taming the Wild Field: Colonization and Em-
pire on the Russian Steppe, (Ithaca and London: Cornell University Press, 2004);
Leonard Friesen, Rural Revolution in Southern Ukraine. Peasants, Nobles, and Colo-
nists, 1774-1905. (Cambridge: Harvard University Press, 2008); pp.23-63, Roger
P. Bartlett, Human Capital: The Settlement of Foreigners in Russia, 1762-1804, (New
York: Cambridge University Press, 1979).

4. Complete collection of laws ..., No. 14473, Vol. 20, Notes Odessa society history...,
p- 217.

5. Complete collection of laws ..., No. 18373, Vol. 25, Natalia Bykovskaia, “OrkpsiTue
B Hepun nopra u ero Binsnne na HKoHOMIUYECKYIo curyaruio B Hepub-Ennkanncrom
rpaforadansere” [Opening of the port in Kerch and its impact on the economic
situation in the Kerch-Yeni-Kale urban prefect] in fuauepumvr Ipvina, Cooprur
nayuneix cmameit w nemepuanog [Pilgrims of Crimea, Collection of scientific articles
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Despite the commercial port’s operation, the city of Kerch during
the first twenty years of its life, and during the next two decades
after its abolition, did not appear to have made any significant
progress. In 1804, the Russian geographer, Shchekatov, reported
that there were, “one hundred miserable houses”, in the city, and
ten years later, there were several hundred men in Kerch, and only
a few piteous shops where one could hardly buy tea or sugar.®

Creation of a Transit Port

Despite the stagnant situation that characterized the city’s evolu-
tion, its favorable geographical location (at the point where the
Black and the Azov Sea were united) would determine its devel-
opment for about a hundred years. Alexander I, in his decree pub-
lished on October 10, 1821, legislated the creation of a commercial
port, defining both the type of port and the commercial influence it
would have to the port system of southern Russia.” The port’s role
was identified as a transit, transshipment point for goods going to
and from the ports of Azov, which due to its shallowness, posed
serious navigation problems. The port of Kerch would have been
of auxiliary character, initially to the development of the Taganrog
port and later to other Azov ports such as Mariupol, Rostov-on-
Don and Berdyansk. In paragraphs 11 and 26 of the decree, the
Tsar characteristically states: “Because the imported goods going
through the Kerch quarantine will be directed to the Azov Sea, for
the development and benefit of the Taganrog port ... these goods

and materials], Vol. 2 (7), (Simferopol: Krymskii arkhiv, 2003) p. 22.

6. S. N. Avseniova, “3amucku IyTelIeCTBEHHUKOB NepBoi monoBunbl XIX Beka
o Kpeive: Kepub u ee okpectHocTH B onucanuu Pobepra Jlaiismia” [Traveler’s notes
of the first half of the 19" century about Crimea: Kerch and its surroundings
in the description of Robert Lyal] in Hayrosi npayi icmopuunozo daryivmemy
3anopisvko2o nHayionarbroz2o yrisepcumemy [Scientific works of the Faculty of His-
tory of the National University of Zaporizhzhya], Vol. 38 (Zaporizhzhya: Zapor-
ozhskii Natsinalnyi Universitet, 2014), p- 42.

7. Complete collection of laws ..., No. 28776, Vol. 37. For a more detailed view
of the types of ports see: Broeze, “The ports and port system ..., pp. 73-96; Atiya
Habeeb Kidwai, “Conceptual and Methodological Issues: Ports, Port Cities and
Port-Hinterlands” in Indu Banga (ed.), Ports and Their Hinterlands in India (1700-
1950), (New Delhi: Manohar Publications, 1992), pp. 7-43.
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will be unloaded at ferry boats in the Kerch Straits [SA] ... One of
the most important reasons why the port was built in Kerch is that
it is the most appropriate export point for Russian products from
all parts of Azov.”.® The port officially opened in 1822.

Strategic Role of Kerch in the Conquest of the Northwestern Cau-
casus

Although the area’s geopolitical significance was lost in the empire’s
expansive policy, Kerch’ played a supportive role in the development
of the Azov trade ports, specifically in the northwestern Caucasus re-
gion, where the indigenous Circassians lived. The imperial authorities
believed that by developing and strengthening trade relations between
the Russians and the locals in the northwestern Caucasus, the an-
nexation of the region would be easier argued, and would also help
to undermine the trade with the Ottomans.” According to the trade
regulations with the Circassians, which were approved by Emperor
Alexander I, the Russian authorities aimed to strengthen the already
existing trade of the Circassians not only with the Cossacks of Kuban,
but also with merchants in other areas. The idea was to strengthen
relations with the inhabitants of the north-west Caucasus through
commercial activity, “instill” the benefits that they could derive from
it, and both gradually and systematically cultivate the habit of using
Russian products. For this purpose, a special institution called, “The
Kerch and Bugaz Trade Observation Post”, was established."” The
observation post staff was appointed by the foreign ministry, whose

8. Complete collection of laws ..., No. 28776, Vol. 37.

9. For the economic penetration of the Russian Empire in the Caucasus see: M.
V. Pokrovskii, 43 ucmopuu advieos ¢ konye XVIII — nepsoit noaosune XIX eera:
Coyuanvro-srononuueckue owepru [The history of the Adyghe, late 18" — first half
of the 20™ century: Socio-economic essays], (Krasnodar: Krasnodarskoe knizhnoe
izdatelstvo, 1989). More about Russian Empire expansive policy in the Caucasus
see: V. A. Potto, Kaskasckas 60uHa 6 OMOEIbHbIX 04epKax, dNU300ax, jle2eHoax u
ouoepagusx [Caucasian war in different essays, episodes, legends and biographies],
Vol. 1-4, (Saint Petersburg, 1887-1889), Charles King, The Ghost of Freedom: A History
of the Caucasus, (Oxford: Oxford University Press, 2008).

10. Complete collection of laws ..., No. 28776, Vol. 37.
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director was based in Kerch. The director had three assistants, one of
which was based on the opposite side in Bugaz, while the other two
were in the mountains of Circassia. These observation post members
were responsible for overseeing the proper management of trade be-
tween the two sides. The achievement of the development of trade
between them would be based on the conduct of duty-free imports
and exports, which had been in place for ten years, though at the
same time, trading was based on barter. Often merchants and captains
from the Russian side paid mooring fees in kind. In 1826, the trade
with the Circassians from the Russian side could then be carried out
not only by traders who belonged to merchant estate, as it was before,
but also by representatives of other estates of the empire through the
port of Kerch. This greatly expanded the range of participants in
trading. In Kerch, ships that arrived from the opposite side were re-
quired to go to quarantine, as well as, to present documents (typically
a certificate issued by observation post) proving that the cargo they
were carrying came from a transaction with the Circassians. Although
we do not have statistics on the size of the trade being carried out
between the two sides, it nevertheless appears that it was profitable.
In 1824, merchants reported to the governor-general of Novorossiya'!
about the great benefits of this trade and their intentions to double
the ships for carrying trade in the coming period. The main Russian
export product to the opposite coast was salt. Entrepreneurs from all
over Crimea (like Theodosia’s merchant, Lagorio, or petty bourgeois,
Moishe Kalore, from Bakhchysarai) were sending cargos of salt to the
Circassians. They later imported wood and wheat."

Thus, Kerch functioned as a transit port and political center
for the imperial authorities to consolidate their position in the
north-western Caucasus until 1829, when the signing of the Treaty
of Adrianople ended the Russian-Turkish War, and Circassia came
under the domination of the Russian Empire. At the same time,
during the hostilities between the Russians and the Ottomans, the

11. The governor-general of Novorossiya administered the homonymous unit
established in the south of the empire as a hierarchically superior administrative
division covering a large territory and subordinate to the center, more specifically
to the institution see: A. Sydorenko, “The economic development..., p. 51-54.

12. DAOO, fond 1, opis 219, delo 633, “About the opening of a port in Kerch”,
list 101, 104, 119.
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role of the port was strategically important, because it functioned as
a supplying foodstuff center for Russian troops. This function was
carried out by the merchants of the Kerch."

The placement of Kerch along with its straits, “on the military and
commercial map,” of the empire seemed promising for the develop-
ment of the city and the economic prosperity of its inhabitants. Accord-
ing to the authorities’ plans, rebuilding a city according to European
standards would be done in part with the revenue generated by the
port’s operation and the management of the traffic in its straits. The
city’s treasuries included the tax on docking, anchoring at the straits,
and the tax on the capacity of ships. At the same time, since 1828, and
for 25 years to follow, 10 per cent of the customs revenue was directed
to the city’s funds. The economic activity of the inhabitants of Kerch
was largely linked to the operation of the trading port and fishing, but
even more to the management of the movement of ships to and from
the Azov Sea. At the end of 1820, the residents and administration of
the city of Kerch received from the government a number of benefits,
including: tax reductions, annual grants for the city’s landscaping, and
loans for the construction of coastal boats and ships suitable for man-
aging of the traffic in the straits.'"* Although the measures taken were
insufficient to build a new, European-style city, despite the insistence
of Novorossiya governor-general Mikhail Vorontsov. Rebuilding a city
was a costly affair. At the end of 1839, the view of the city from the
deck of a sailing ship that approached the straits from the Black Sea,
seemed beautiful, when in fact, the infrastructure and embellishment
of Kerch was quite botched and sloppy. Governor-general, Gregory
Phillips, who had visited the city several times between 1837 and 1845,
described it in his memoirs as: “... looking at Kerch, you see decora-
tions of every kind, ambitions for Europeanism, inventions of petty
bourgeoisie grandeur ...”. The development of Kerch followed the
same pace until the Crimean War, when it suffered major disasters, as
did other port-cities of Crimea. The export-import activity of the port
remained at very low levels and was confined mainly to small-scale,
intra-sea trade with ports on the Ottoman Black Sea Coast."

13. Ibid, list 68, 69.
14. Tbid, list 111; Natalia Bykovskaia, “Opening of the port in Kerch ..., p. 23.
15. The foreign trade activity of the port was small enough not to be record-
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Second Phase of the Development of the Port-City of Kerch

After the end of the Crimean War and during the period of “Great
Reforms” (aimed at modernizing and developing various sectors of
the empire, including port infrastructure and port policy), Kerch
continued to develop in relation to the Azov and the Caucasus. It
also adapted partially to the period of changes by developing its
own wealth and resources. Evaluating Kerch’s position in the Em-
pire’s economy, contemporaries, scien