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Unfaterruptsd through traffie by rail is not possible between the USSR and
Central Europe, bacause Soviet railreads are 3% inches wider in gsuge than the
stardard Buropean railreads. Traffic, therefore, must be transferred at the
western Soviet frontier from tracks of ons system to tracke of the ciher.
Thirtyfive special transloading stations for handling such cargo transfers
sre Imown to exist along the western Soviet fromtier. The two vrincipel methods
uged %o accomplish such transfers are the followings first. unloading sars of
one gauge and transferring the cargo to other ears of a differant geige and,
secend, adspting the rumning gear of rollimg stock 8o that loaded sars can puas
from tracks of ome gaugs to tracks of another without diaturbing the lead,

Although transloading is wasteful of manpawer, time, and equirment, it has
not proved a sericus obatacle to intra=BHloc rall traffiec. Existing faeilitics
are now handling epproximately 110,000 metrie tons dally in cach direstion
acroge the berder; and meximum capacity is somewhat higher then presont treffic
lgvels: The Soviet Blecy, morecver, is cepable of expanding fasilitics to mcet
any foregsecable irerease In traffie sapscity of the transfroatier railroad
lﬁ.ﬁﬁao )

Land communication between the USSR and Cemtral Eurepe depends almost
entirely om railroads; but the gauge differential of the lines crossing the _
vostern Sovliet frontier is a echorasteristic dizadvantage almost vaicus in intore
national railreeding. Soviel rails are 5 feet apart, 3} iuches farther apert
than stenderd-geuge Buropean tracks, thus preventing Soviet broadegauge losos
motives and rolling stock from passing freely into the Satollite couniries,
vhere railrosds ars standsrdegauge. Although the differecnce in geuge is of scme
defensive value to the USSR, it is a disadvaniage in military movements against
‘the West and in ths normal traffic of the eilvilian economy. The defensive value

B GrBeied
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iz postiulated on the assumption that the USSR will withdraw all losanotives
in event of a retreat, foreing an invader to comvert the Soviet railroads to
atandard geuge in order to use them, (Such conversion proved omercus to the
German Army, whieh wes unsble to use the Soviet railroads for scme time in
1943.) On the other hand, eonverting Eastern Buropean rail linss 4o broad

- geuge would bs infinitely more difficnlt for the Soviet Army then comverting

brosd gauge to standard would be for an invader. It might not bs necessary,
howsver, for a wostwerd-moving Soviet army to convert Satellite or Western
Burepemn railroads to Twoad gange, because the USSR already contrels aboud
15,000 Jocomotives and 400,000 freight ears in the Satellite countries. y*

The difforence in gauge, moreover, sharply reduces the strategic ad-
vaatage to the USSR irnhsrent in the steadily increasing density of the rail net
from the Urals toward the west, vhich is the result of the requiremsnis of
the eivilian cconcmy. Tho increased density would otherise constitute a
atrong military advantage for the USSR, particvlarly in offensive setions
toward the West, beezuse the facility of supply for an army corps om a fighting
front depends directly on the dengity of the rall net in its rear srea, A '
sparse net nocessitates a deep rear area, which eomplicates supply and reduces
the effeetivenens of the entire corpg.®# ’

Three solutions to the gavge~differentisl problem are opan to the USSHs

8. To comvert the Satellits railrosds to Soviet broad genges

"‘be To 1t rolling stock with axlss which readily can be ade
justed to elther gauge; and ' :

e, To tramnsload freight at change-=of=gouge polnts from cnvs
of one geupe to cars of the cther,

All three of these devices are used, and some in combination, tat the major
tomnage of freight vhich erosses the Soviet frontier is transloaded, The dise
sdvantages of transicading have military as well as sconcnie eignificence. The'
¢o8% in eapital investment for transleading stations snd the menpowar alloeated
o the stations are burdens on the sconcmy, and the time lost in transloeding
impedes eivilian and military traffie alike. The vulnerability of the {rang-~
loading stations themselves {0 air attack eould have far-reaching cousequences.
A railroad system usuvally derives stratogic elasticity from the density of ite
uclvork because traffic can be revouted frem a Jine waich ney be hlecked to
other linos which are clear. This flexibility is limited along the Soviet

fromiier, however, bocause there is no transborder traffie on some lines vhich

erosg the fromtier, and transloading stations have not been tuilt. Through
traffic therefere mmst be funneled through certain points of ecenveniration.

# Footnote reforcnces in arabie mumerals refer to sourees listed in Appendix B,
¥ The USSR metwork has a density of about 1/ kilometers of track per 1,000
square kilemeters of territory in the Kuben and Cavessus, 45 kilemsters per 1,000
square kilematers tetween the Dnieper and the Don, and sbout 70 kilemetors pev

1,000 sguare kilometera olong the western frontier. 2/

~ 2 o
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Thess targets do not offer a short out to paralyzing Soviet Bloe rail 4raffic
completely, because the simplicity of transloading statioms allows them %o

bs readily tumilt, repaired and rebuilt. They ars, howsver, uniquely vulnerable
to traffic interruptions and delays and to fraquent reductions in cast-west
rall treffic espacity. :

The change-of-gauge problem ias not new. Russia has carried on railresd
traffic with Central Europe sineo 1865, when a treaty comeluded with Prussia
established direct transportation of passengers and freight botween the East .
Prussian Rallways and the Petersturg-Warsaw Railway Dirsctorate. Between 1865
and World Wer I, railrosd commmication was estoblished with Germsny, fustris-~
Hungary, the Free City of Damzig, Franee, Bslgium, and Sweden., After World
War I, international traffiec agreements established dirsct railrosd ecummunica~
tion between the Soviet Union and Eatonia (1920), latvia (1921), Germeny via
Latvie and Estonia (1923), Finland (1925), Poland (1926), Germany via Peland
(1927), Austria through Poland and Czechoslovakia (1928), and Turkey (1928) .
Communication with the Near East wma estdblished in 1928 and with Rumenia in
1935. Reloading of cars was needed for all traffic on zll of thess routes ex—
cept to Estonia, Latvia, Finland, and Turkey, The econamic poliey of the USSR
following World War I restricted rail traffic with the west to a fraction of
its former level. Of the eight major routes via Poland, two wers closed, end
four were kept open solely for local traffic., The only two kept open for main=
line traffic wers oquipped with axleechanging plants at the frontier.

Traffic was disrupted by World War II, and the trsaties beceme void,
New treatles were worked out after World War II reestablishing commmications
vith Poland (23 November 1945), Czechoslovakia (26 November 1946), Rumania
(1 July 1947 = provisionslly as of 10 September 1945), Fungary 1 December 1947 e
provisionally as of 31 August 1945), and vith Finlend (19 December 1947 == pro-
visionally as of 19 August 1945). The treaty with Poland provided for reloading
of cara at the froutier, but it also permitted the transfer of loaded cars
across the frontier by exchanging vheelwendwaxle ssts of one gaeugs for those
of the other. 3/ In addition, the treaty provided for direct transpert of
bassengera, baggage, and freight under ome set of papers covering the entire
route from the station of departure in cne country to the statien of destince
tion in the other, The ireaty also allowed transit traneport across Pelend for
Soviet-Germen traffie,

Similer treaties vere signed by the USSR with Czechoslovakia, Hungery,
Rumenis, and Finland. Fach of these treaties specified the bvorder-crossing .
points vhere cars wers to be reloaded, Thess border peiris have two stations

sach, one in the USSR near the frontier and snother acrozs the fromtier in the
treaty country. A11 traffiec was to be trenslesded at the station in the

<> 3 =
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counry of its destination. Fifteen stations wore listed in Poland for
iransloading freight, and five of these alsc wers o serve pagsenger traffic.
One station was 1isted for Czechoslevakia, one for Hungary, and six for

Rumania, Although transloading is not necsgsary between the USSR and Finland,
because Finnigh rallircads also operate on the S«foot gauge, translosding was
provided for at four border-crosaing points betweon the two countries, and
transloading scnetimes occurs. Becauss the entire length of the present

Soviet frontier is many miles west of its prevar poaition, ell of the trans~
loading statione eptablished had to be nevly built. A few transleeding sta-
tions not covered by the original treatics have been added to the systen.

Cn the other hand, some stations have never been activated, others have remsined
comparatively unfmportant,and some have been abandoned.. '

3o

45 the Sstellite economies quickened under ths impetus of the several
Five Year Plans, castewmst rail traffilc Ancreased, and by 1949 all of the .-
wajor trangleading points were handling far more froight than the 1945 transe
losding capacity. These yards hed beon expanded gradually since the war %o
-the point vhere, for meny of them, yard expansion was apparently no longer
the most profiteble manner of increasing overeall capecity, Additional transe
loading stntions had to be built, and, beeause the stations hed to bo located
on the major rail lines, which run east and west, rother than slemg the Soviet
frontier; transloadingein~depth came into being. This required a duaslegange
1ine (para)lel standarde end broadegsuge tracks) between the eantern- and
westermost transleading stations. .

Inaterburg, Brest, Pruemysl,and the corplex hased on Chop are the most
aextensive Inmstallations, Brest has develnped since 1945 from = simple change-
of-gauge point with perhaps only one transloading station intc the conter of =
complex of at least szix transloading stations located along 25 miles of duale-
gauge irack whieh extends 16 mileos into the USSR and 9 miles into Palend, These
statione are, fram west to east, as follows: Malsazeulczeo, Terespol, Brestetloat,
Brogt~Central, Brost-South, Brest-East, possibly Brzozowka, and Zabinka, The
Insterburg eamplex iacludea Insterburg, Heu Insterburg, Birkenfeld, possibly
Klein Gnie, and Gerdauen. The Przemysl eomplex inoludes Zurawica, Przemyal,
Hodyln, Nizenkowice, and pessibly Lwow., The Carpathian eomplex inciudes Chop,
possibly Uzhorod, and Mukacevo in Soviet Ruthenia, Cerna in Czechoslovakia, and
Zahony in Hungary. A typleal exemple of o smaller complex 13 Galats In Rumania,
vhere three transloading siations have been reported to exist, at Gulatg-Brates,
Galatmelorga, and Reni in the USSR, with the poceibllity of other installations
at Galatz«New Port and at Reni-Transborderes. '

< 4’ =
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A 1ist of the transloading stations kmown to be cparating in 1950
is given bslow: :

Trensloading Statione in Operation
~ on the Western Soviet Frontler

1950
Heiligenbeil Braniewo
Insterburg Complax
Gerdauan)
Birkenfeld) Korase
Reu Inaterburg)
Lososna o Kusznieca
Berestovitas Krinki
Brest-Main)
Brost~Esst) {Tersspol
Brest-Host) _ ' (Malaszeviozs
Zabinka ) ~ _
Yagodin Dorohusk
Rawa Ruska Hrabenne
Medyka ' Prrzemysl
Kizankouice ‘ Zurawica
Carpathian Complex
B | W&s&@m
, {Cerna Rad Tisou
Chop) {
Mukacovo) ((m..ml
(Zahomy
-5 -

‘ STl o fins!
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Vadul Dorpsati
Ungeni Iasi=Socola
(Galatz-Brates

Reni (Galatz=-Lavga

4a  Opganization.

The translonding statlons apparenily are not organised as a speolal
branch of Soviet Bloe transportation as is, for example, the Soviet Damibe
Ravigation Company but are administered by the seperate railroad administrae
tions under which all railroad operations in their respective areas sre com=
trolled, Thus the Malaszevieze and Terespol atations ars administered by the
Warsaw Railway Directorate, 1 of the 10 administrative regions of the Polish
State Railways, whereas the Brest and Zabinka stations are administered by
the Brestelitovsk Railway Syatem of the USSR Ministry of Rallweys. Transload-
ing as such dees not eppear ¢o have separate administration outside the
authority of the loeal station masters, who are in turn subject te direstion
from the Traffic and Transport Sectors of their Regional Rallway Dirsctorate
hesdquarters. Nor are transloading yards separated physically from local
station yards. They ere fenced in with ard are urder the sams police sup=
vaillanes as the Joeal station yards. ‘ '

Maintensnce 18 not an administrative problem suespt at statioas along
the Soviet-Polish berder where East Germen squiprent must be sorviesd. At
other stations, squipment can be serviced at systen-ofeorigin faeilities just
over the frontier. What appears to be an overlap of authority socours in the
maintensnce eateblishment at Brest, for exemple. Thers ars two leoccmotive
depots with repair facilities at the East Station yards, ons for Soviet equipment
and one for standardegauge equipment. There i3 cvidence 5/ that the standerde
geuge depot balonga mot to the Polish Railways but to the East German rail
oygtom, which operates German locomotives aerose Poland and inte Brest-Esst
Statlion in the USSR. - ‘ ’ '

Little 1s mown of traffic administration im any of the atations. Mest
of the materlal on this subject is supplied from priscnereofewar (POH) intere
rogations and pertalne chiefly to Polish transfer stations. Material on Cmechoe
alovel, Hunmgarian, and Rumenien stations 1s very limited ard often too old %o
be useful, Nevertheless, it is antieipated that review of Wringer and other
POV roports will confirm the ocpinion that administration of traffic at Chop
(where traffic is conplicated by the faect that two different foreign systems,
the Hungarian and the Csech State Ralluayz, feed into this Soviet station) -
also is locally eontroiled snd 4s 1iitle mors of a problem than slsevhere.

b w
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Two basic methods of transferring freight are used in the major trans~
loading stations. In the first, called transloading, freight is physically
removed from one freight car and relosded inte another car of different gauge.
In the second method the vheels and axles of the car are adjusted to it the
gauge, and the car moves into the other system without disturbing the freight.
Several ways of working both systems have been developed. The known methods
are outlined below, but unreported methods may exist.

8. Translgadine Methods.

(1) Cars of different gauges are parked in parallel rows on ope
posite sides of long platforms which are flush with the floor
level of the cars. Freight of managsable proportion is removed
by hand from ome car to the platform, vhere it is relozded into
the other cars. ' _

(2) Cars of bulk comnodities such as ceal, ores, or grain ave
shifted onto elevated sidings, 1 or 2 yards higher than the
lsvel of the track of the recoiving cars, The material is
shoveled by hand from the cars into wooden chutes which delives
it directly into the receiving ears.

(3) At a fow stations scme bulk materials are trsasloaded by car
tipping. A device like a drawbridge elevates the car, lifting
one end high in the air, which causez the ore or grain, for
exsmple, to slide rapidly into the receiving ecar. [ Y4

(4) Mobile equipment is transloaded between adjacent flat cars
by spanning the gap with portable gangplanks. Mo platform is
necessary. Since approximately 10 percent of eastboumd repara~
tiona traffie 7/ aod much more of westbound military trafflc is
made up of motor vehicles, this system permits important wolumes
of traffic to be transloaded without using fiwed installations
ar equipment of amny sort. The use of porteble ramps, furthor=
mere, permits vehieles to be off-loaded at any place in a yard
and reloaded when cenvenient. ~ :

(5) In smaller yards, coal and ores have been manually transloaded
with the use of canvas, stretcher-like containers borme betweea
two men. It ia not certain that this inefficient method ig s$ill
in vse.

w1 '7 =]
S-E-C-R-E-]
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(6) Smsll stems, including scrap metal, are tossed by hand
from one ecar to emother. In 1945 and 1946, much valusble
mxchinery was demaged by such rough transloading. This in=
officlent methed has largely been abolished as yarde have
become specialized for varicus commedities.

(7) Fixed and movable eranes are used to handle heavy equip-
ment. Cranes with grab-buckets eleoc are used in reloading
coal and ores vhere car-to=car loading is not practiced, At
some points where large coal dumps ars maintained along the
tracks, trains are loaded by mobile cranes. (Brest and
Frzemysl have special areas for translcading coal,)

(8} ¥o information has béen disclosed on the transloading of live=
stock, and 1t is unlikely that appreciable mumbers of live znimalg

are shipped. _
b. Agle Adaptation Mothodg.
(1) Genepal.

There has been & tendeney anong US intelligence agencies to
diseredit the practiecality of adapting the gauge of rolling stock by edjuating
tho axles, but it 48 now confirmed that a eonsidersble pait of Soviet eaatw
west tralfic has crossed the change-of-gaugo points in adjustablowaxle cars,
aud it 4s clear that this ham been the case for many yeors. In the interwasr
puriod, Germany, Poland, the USSR, and the Beltic countries employed approximately
70,000 units of adapiable rolling stock in easte-wsst traffie. OF thess; 31,000
solonged to the USSR, 13,000 to Poland, and 13,000 to Germany. &/ OCszeshoslovakie
sequired 8,000 to 9,000 new sdjustable ears betwsen 1945 and 19.8. 9/ Germsuy
wad paramount in develeping adjustable axles; but sinece the war, dualegauge
rolling stock has been produced in Poland, Czechoslovakia, Hungary, Rumania,
and tho USSR s well as in East Germany ., ,

Several types of adjustable ears have been developed, nons of
which bas proved % be really successful. The simplicity of rolling stock
design, particularly of the two-axle cars, is based on the rigidity of wheel~
and=axle seis. HNo sstisfactery method has besn foupd for bullding a sufficiently
rigid vheel-and-axle set vhich can be lengthened and shortered at will, The
chief diffieculty is that play developa batwson the whael and axls, causing
vibration; pounding, and szeessive wear to =ll parts. Changing the lengih of
the axle on ears which were bullt for only one geuge sets up stresses in losde
bearing members for whieh they wers not deslgned and in some cases bringe the
zars out of bslanee. Another difficulty is that the brake mechanigm must be
relung to keep the brake shoes in eligrment with the whesl rims when the axla
iz lengthened. In soue eases it is nob possible %o align the beake linkege,

- e
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and only helf of the brake shoe can be brought to bear on the rim when axles
ers sot for standardegeuge service. Theae disadvantagesz are not sorious,
tat they complicate cperatiocns and cause delays.

It is doubted that the develepment of adjustable-szle loco~
motives for frequent transfer across the frontier has been undertalem,
- Satellite locomotives built for the USSR move to the frontier on standsrde
gauge arxles. They apparently camnot do so under their own atean, however,
because they are reported to mske the journey Moold,” with driving rods

disconnested,

The following four different types of paugs eonversion equip-
ment have been identified to dates

(a) The removable-wedge axle, on vhich splines are cut inteo
both the axle and the vheel. Vadges which lock the vheal
against both rotation amnl lateral displacement are fixed
firmly into the splines. The wodges are fitted on the ocut~
8ide of the vhesl for standard-gauge and om the inaside for

broad-gauge aservice. 10/

(b) The ring-and=key axle 1s similar in design and funciion
to the removable=wedge axle described above. The axle and
vwheel are splined to take a key vhich locks the whoel against
rotation. Each end of the axle is circumsoribed with two
concave channels into which a complemeantary ecawex ring will
fit. The ring secures the whesl against lateral movemont
ard 18 fixed into the cuter chanmel for broadegange and the
inner channel for standard-gauge serviscs. L1/

(c) & telesecpic axle has been raported, ut confirmation
is lacking, and ro deseription has besn received.

(8) An automatie camber-change hub which would permit cars
tc pass slovly from one gange to snother without ad juntnent
or stopping was develeped by the Germang. The spindles on
the ends of the axles are bent slightly dovmiard, so that
on stardard-gauge tracks the whesls run on a eamber which
toss~in the wheels 7/8 of an inch at the rim. As the car
moves over the adjusting track seetion, a trip autcmatically
rolates the axle one=half revolution, inclining the spindles
upwerd and changing the whoel camber to a teedeout pegition,
This gives the necessary inereass in gauge at track level.

-8 w
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It 1s believed that thiz device was abandonsd as being
impractical,

(3) Mm;msg.lmn

. There are alse several different methods employed to effeet
the adjusting of exles. The exchange of bogies or trucks may be the simplest
and nost efficient method of adapting all rolling stock and is the only
method of modifying four-axle (double~truck) ears. A simple oparation ra=-
moves & key from the king pin of the bogey, and the cer 12 hoisted off its
bogies with cranes end set down again on bogles of the other gauge. The
trake linkage is no problem, becauss it is tuilt into the bogey. The rmmber
of four=nyls ears in serviee in the Satellites, however; is still a smel]
fraction of total ivventories. The exchangs of bogles on fouwresyle oars has
baen reported at Galatsz and may be done at Brest, Prgemyal, Chop, Cerna, and
Zehony ae well, if not at other smaller stations.

(a) At Cerna in Czechoslovakia, cars are moved onto & gt~

tion of dualegauge track and parked ever a pit. A mechanical =
possitly hydraulie == 1ift olevates the wheels above the rails,
ard after wedges and braks linkape are loosensd, the wheols

are forced cutward on the axles. The 1ift then moves the

whole car 1-3/4 inches sidevays and lowers it onto the broad~
gauge rails. The earlier practice of forcing the slowly

moving wheels out on the axles by a guard rail has been
abandoned, Thers are two plts, cne for eastbound and one for
westbound traffie, :

(b) At Zeheny in Hungary, cars are parked over a pit vhere
four msn loosen the wedges and two men fix braces %o the
"movable rail,” which 1s forced cutward by two hydraulic
cylinders. (The bracea transmit e thrust to the top of the
vheel equal to the thrust at the bottem. thus preventing
the springing of the wheel or 4he aﬂms The csr is then
moved to a second pit, vhere wodges and beake linkage are
secuved. 12/ ‘

(€) &t Galatz in Rumenia, loaded esrs ars 1ifted about 18
inches off the tracks by large cranes motnted en flat cara.
Wheels are forced cutward on the axles by serew jacks placed
against the axle and coanected to the wheel rims by chains
and hooks. At this station there are 10 to 12 cranes, each
able to 11f% one loaded ear. 13/ :

.
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Rellable statistics reveal .thet railroad traffic between the
USSR and Central Europe fluctuated widely in the decads before Vorld War 1Y,
Traffic with Germeny and Czechoslovakie across Poland varied bstween a high
of 1,645,000 metric tons in 1931 and a ‘ow of 219,000 tons in 1934. In
the last reported year, 1937, this traflfic totaled 522,000 tons. In addi-
tion, traffic destined for Poland itmelf 1z estimated to have been about
175,000 tons, meking total traffic across the Polish frontier approximately
700,000 tona, or a daily average of approximately only thres trains. Prewar
tonnage was only « small fraction of present traffic because the Satellites,
which now trade almost exelusively within the Soviet Bloc, carried on most
of their prewar commerce with Western Europe. Thess figures have little
‘vearing on this study, however, because none of the present translosding sta-
tions was in serviee before World War II. 14/ -

b. Hgrld War IJ Period.

The history of wartime tranrlocding bas not bsen explared, chiefly
becauge of the dearth of materiasl, and.it is unlikely that reliable material
on Soviet tranalcading during the closirg days of thse wer will scon be availeble.
It is clear, however, that wartime traffie through the translcading stations
now under reviey dld not exist,; except possibly for a very brief peried.

c. Tgglwar.

‘ Although reporting on pestwar traffie has been poor, particularly
before 1949, total traffic acroms the wesiern Soviet frontier is tentatively
estimated at 100 trains and 110,000 metric tons a day eseh way. This figure
was derived from reports of traffic on scne of the lines, the nmumber of trains
transloeded at soms stations, the number »f ears or the number of tons trang-
loaded at other stations. The daily capscities reported for two coal and ore
transfer installations were used, as well as the time required teo effect the
change of axles reported for two other irstallations. These figures wers ade
Justed according to the date of information. Three secondary yards, for which
no informstion was aveilable, were arbitrurily allotied traffic levels com
mensurate with their importesnce as compard with other stations whose traffiec
levels were known. Where several figures exist, the mean was taken as the
current traffic level. The margin of errcr 1s estimated to be abeut 20 percent.

unm
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a. Pepcetinme Egonomy.

The volume of traffic can be expected to rise at least 5 percent
per year for 5 ycars, a rate of increase well within the capabilities of the
railroads and the transloading stations to.mateh.

b

Traffic to support stand=by forces in the western Satellites would
put no strain on the tranaleading systea. Exisding facilities are delivering
gpproximately 110,000 metrie %c823 a day in saeh directiom agroas the border,
This would supply 60 divisions with 500 toms & day each and leeve 80,000 tons
a day to support the civilian sconamies. Only severe sabotags .or bomb dsmage
would create situations in whieh military requirements might not be met,

IIY. Capgcitieg.
1,

The full extent, condition, and eapacity of facilities and installations
at all transloading stations is not known. With minor exceptions, however, the
approximate number of tracks, cranes, platforms, and warshouses san bs estimated,
and special areas, such as the coal-loading dopot, can be located and desaribed.
The quantity and condition of transloading equipment is quite well=known for a
fow of the major installationz and fairly well-known for many of the secondary
atations. Maintenance of transloading squipment i8 not a ssricus problem. Exoept
for a very few hydraulic installations, cranes are the chief items :
maintenaneo, and the locomotive shops adjacent to nearly every yard are sble to
provide ths neeessary periodic checks and overhauls.

The efficiency of operations has improved greatly in the Swyear pericl
since most of the stations were established. Careless or willful destruction
of machinery cargoes in manual transioading has been reported only rarely since
1946, The increased use of mechanical 1ifting equipment and the development of
special techmniques for cortaim commodities have greatly increased the tons-per
man and tons-per=day transloading capacity of all but the most uninportant
stations, ' .

- Transloading is no longer hampsred by seasonal factors to the same eX-
tent that it once was., The construction of warshouses beside platforms has
reduced losses in goods and time because of bad weather. Figures permltiing
the comparison of transloading capacity for winter and sumer, or for fine
veather and foul, are not available. :

12 -
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The aggragate capacity of all tranaloading stations on the western
Soviet frontier haa been estimated at sbout 185,000 metrie tons 2 dey in
each direction. This figure is only approximate as sufficiently firm data
to permit an accurat-e estimate are not yet available.

Based on the estimate for aggregate current traffie of 110,000 metrie
tons of froight a day in each direction given in II le, above, the aggrszaice
eapacity was estimated by using the highost credible reported traffic levels
for sach station, rather than the mean levels, and by meking some allowances
for the expansion of facilities which undoubtedly has gone on since June 1950,
The estimated level of traffie given in II 1lc, above, has an estimatod margin
of error of 20 percent, and tho estimated present capacity, partially based
on this figure, hns an estimated margin of error of 30 percent.

3. tant Capacity.

The posaibilities of diverting traffic to other transport media
are emall, Improved highway transpert and the possible incrsase of ocast-west
inland ahipping mey cause greater tonnages to move by other media, but con-
current, over-all inereases in transportation requirements will cause rail
traffic to imcreace, preventing any reduction in azetual tonnage transleaded. -

b.

The possibilities for eaxpanding transleading capscity by mow con-
struction are #o great that potential future capacity will be difficult to com=
pute. It may be assumed, however, that existing facilities, pius feasible
sxpansion of transleading-in-depth, will be able to scope with any incresses in
traffic that the tributary lines ean accommodate.

Existing facilities appear to be contimually, though only graduelly,
expanding. Information on this activity, however, has rarely been less than 6
nonths cut of date, and ths current position is not clear, but most of the sta=
tions may be expeeted to receive appropriations for expansion every year, Ex-
pansion of transleading stations requires sush a negligible fraction of the
total Soviet Hloe productive capselty that supply sources will be no problem.
The Satellite countries cen supply all of the coment and cranes required.
German reparations alone could meet these neads. It is 1likely that more rails
vill come frowm the USSR than from the Satellites, where the replacement of rails

-l e
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in loocal networks generally is lagging behind schedule, a result in part

of the unsatlsfactory production of rails in several Satellite countries.
Maintenance is not a large fzetor ia transleading capacity, and its improve-
ment cannot he expected to yleld significant capaeity increases.

The efficiency of operations already has been greatly increased,
ard future incresses will have little effect on transleading capacity unleas
mechanisation is greatly increased. It is undoubtedly within the capacity
of the Soviet Blos to inoreass grently the amount of machinery employed in
tranaloading, but plenitude of labor and the shortage of mechanica) equip—
ment make it likely that increases in mschanizatlion will be slow.

. The entire complex of transloading stations does not require capital oute
lays extensive enough to create a noticeable strain on the economy of the ‘
Soviet Unjon. Cranes, rails, cement, and mampowsr are the chief requirements.

1,

Large stations have from six to a dozen cremes. Maximm requirementa
for the entire system of transleading stations probably do not exvesd 175
units. Veost of thess cranes are now installed, and maximum anmal
ments for replacement and for expansion of installations should not exceed
20 percent, or 35 cranes. Most of these sre mamufactured in East Gormany.

Rails are believed to be no more of a problen than cranes, Although
rails are in extremely short supply throughout the entire Soviet Blec, rails
for marehalling yards are not a eritical item. The average translosding stee
tion may have 2,500 motric tons of rails already lald, and replacement will
be elmost nil. Annual expansion mey be at the rate of 5 percent for the entire
complex, vhich would require 3,600 tons of rails per year. This i1s not a re-
quirement against the productive capacity of the USSR, however, because the quan=
tity of rails, too worn for maineline servies but sdequate for station yard
inetallations, that are dismantled and replaced every year in the Sovie’ Union
far exceeds 2,600 tons. :

Concrete has been used to build one or two iransloading platforms in
many of the larger stations. The totel investment may squal 6,000 cubic yards
of concrete in each of 20 platforma. Thus a total of approximstely 120,000
cubic yerds of conerete, or 30,000 yarde of cement, have besn used for that
purpoge. Station expansion may require 12,000 cubic yards of cement yearly,
vhich is certainly not a strain on the Soviet SOOnOMY .

Nik j‘é l\- .
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2. Hegoouer.

Indirect manpowsr requiraments of other industries vhich produce twrans-
loading eq\ﬂrxnent. can be regarded as negligible,

Direct mampover requirements in the transloading compléx run from 600
to 2,000 persons & siation. Although this may raepresent a total labor force
of from 12,000 to 45,000 workers, even the mawimum estimate would be only
1.5 percent of the total railrcad mampower foree of the Soviet Union, 1§/ o
an infinitesimal fyaction of the total labor supply of the Soviet Kloe.
Roughly 1,000 man of the total transleading labor force sare required to
eparate cravem and 14fta. \ .

v Distribution of skills, training, and technicel perconnel are net
problems, becsuse transloading s done almost exclusively by unekilled labor,
The crane operstors and hydraulie 1ift persomnel require & minimm of technieal
competence, whieh can be acquired on the job.

V. Cepabilitics, Volpersbdlities and Yntentions.

1. Canabilidiege.

The difference In gavge and the systom of transleading shatlons do pot
constitute a limiting factor ¢o any foreseeadble Sowlet courses of action. The
existing system is capable of mesting all current requiremsnta for traneferring
frelght across the western Soviet frontier with only occasfonsl amd temporsry
delays bocause of =sasonal or exfraordinary inereases in tvaffic, whioh ave not
frequent enough to warrant incregsed faecilitiss. Horeover, translosding eapaeity
can bo oxpanded to meet any foreseesble inervase in the traffile capsclity of the
transfrontier railrond lines. This includes the ability to inatall svrplus
eapacity im properation for air atiack; but such overinvestueni® is not yot
foreseen,

2. Julnexobdlitleg.

Air atiack couvld achisve a fev extraordinary disyuptions to rail commniesnw
tions, but until Weatern alr forces had neulrslized Soviet adr defensna, demsge
would be neither sufficisntly critiesl nor sustained to fwpsir the Seviet military
- potential in the West. Even with complete control of the afr, contirming inter-
dietion would be very difficult to maintain because of the exigencies of wsather
and other deterrents. A badly demspged yard, moreover, cen bs relaid in a relaew
tively short time, and transloading-in-depth further complicates nir stteck. Any
permanent, deelslve reduction of translosding caspacitles could be sitained only
by lerge~seale and repeated attacks made possible by camplete alr supremascy.

- 35 -
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3. Zntentions.

Intolligencoe reports on transloading statlone may not provide reliable
indicators of war intentions, as the two types of activities at transleading
stations which might possibly be indicators go on epecmodicslly in normal
poecetime. These are (a) the extensism of yard eepacity, wvhich is a conbiming
reanlt of the expanding esoncmic requirements, and (b) the occasionsi assenbly
of large mmbers of flat cars, which necesserlly mst prescede the movement of
armorod divisiocns. Siocks of military stores, vehicles, and troops in quanii~
ties mfficient for mounting aen invasion already exist wast of the transloading
belt, and exiating transloading eapacity elready is sdequate to maintain a
full-acalo military attnck against the West.

16w
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APPENDIX A
GaPS TN INTELLIGENCE ON JRANSLOADING STATIONS

Althovgh & large body of material pertaining to translosding stations
is availsble within CIA, thore are some critiesl gups in the information.

" Reliable figures on tho total wolume of traffie curvoutly crossing the
wostern Soviel fromtier do mot exiet. Coplous muterisl on the facilitdes
2t sovaral of the statiocns is available, tul eonplets apd detalled informe
ticn on all facilitiss of any ome station doss not exist, and 1ittle informae
%ion of any mort exlsts for several secondary stationa. Thers are a few
ninor statlone foz whieh no informetion cn facilities was available at ths
time of the preparation of this report. Morssver, thers is mo one conponent
of o transloading stetion, as, for exawple, loading platforms, on which ine
formation oxiste for a1l stations.

As & veoult of the gaps in intelligenss, no scwuratse table of all transg-
loading facilities on the western Soviet frontier has been propesred, and the
total wolune of traffic now being transloaded can be eatimated enly from in-
complete gvidence., Similarly, the potential translesding capacity for the
entire western frontier can be estimated only in the light of mxz"mn‘b traffic
sgtimates, whick are not entirely fimm,
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