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Preface

A large part of this manuscript has been written in buses and trains, as I travelled
between my study institute in Germany and sites of my ethnographic fieldwork in Ukraine
and Romania, as well as relatives’ and friends’ places in Belarus, Russia, and Moldova. Here I
am omitting the long list of acknowledgements to people who supported me by their patience,

knowledge, and readiness to talk and listen to me.

The topic of the project inherits to my master work at European University in St.
Petersburg which was dedicated to the mobility of elderly people in Mariupol. In this text I
use some data collected for the master work, however, do not reproduce any parts of its text.
Some of the dissertation arguments have previously appeared in my publications in journals;

in case | use them, respective citations and references are provided in the text.

The manuscript has been written and structured with an idea of the book in mind.
Introduction outlines research context, explains terminology and methodology used, and
shortly presents the main theses of the following chapters. The first chapter briefly outlines
historical context and introduces cities where I did my fieldwork. The chapters 2 to 5 are

based on ethnographic data and they are written to be readable separately.

All interviews, a survey, and interview transcripts as well all translations from
Romanian, Russian, and Ukrainian languages are made by myself. Any errors, inaccuracies or

misinterpretations are my own.



Abbreviations

CP — concessionary passenger

LRT — light rail transit

MMKI — Mariupol Ilyich Iron and Steel Works
MT — maxi-taxi

PR — the newspaper ‘Priazovskii Rabochii’ (/Ipuazoeckuii pabouuir)
SH — second-hand

ST — shared taxis

TTU — Tramway and Trolleybus Department
UET — urban electric transport

VL — the newspaper Viata Libera

Names of places

Throughout the text geographical names of places in the Ukraine are Latinized alternately
from their Russian and Ukrainian versions, as they figured so in conversations and documents
during my research. The same goes for names of the cities that were re-named as part of

decommunization in the Ukraine after 2014.

Avdiivka — Ukrainian: ABjiiBka, Russian: ABneeBka, Russian transliterated: Avdeevka
Donetsk — Ukr.: Jloneupk, Rus.: JloHerk

Druzhkivka — Ukr.: IpyxkiBka, Rus.: JIpyxkoBka, Rus. translit. Druzhkovka
Horlivka — Ukr.: I'opniBka, Rus.: I'opiaoBka Rus. translit. Gorlovka

Kamianske — Ukr.: Kawm'suceke, Rus.: Kamenckoe. In 2016 renamed back from

Dniprodzerzhynsk

Kostiantynivka — Ukr.: KoctsnTuniBka, Rus.: Koncrantunoska Rus. translit. Konstantinovka
Kramatorsk — Ukr.: Kpamaropcek, Rus.: Kpamaropck

Makiivka — Ukr.: MakiiBka, Rus.: MakeeBka, Rus. translit. Makeyevka

Mariupol — Ukr.: Mapiynons , Rus.: Mapuymnomns



Yenakiieve — Ukr.: €naxkieBe, Rus.: EnakueBo Rus. translit. Yenakiyevo

Vuhlehirsk — Ukr.: Byrneripcek , Rus.: Yrimeropck Rus. translit. Uglegorsk

Stakhanov — Ukr. and Rus. Craxanos, in 2016 renamed back into Kadiyivka (Ukrainian:

Kaniika, Russian: KagueBka, Rus. translit. Kadievka)
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Introduction

Public transportation — tramways, trolleybuses, buses, share taxis, and, in a few cases,
subways — is an important part of life in Eastern and Southeastern European cities. The region
is historically less motorized than Western Europe or North America, and using public
transport remains a common feature of everyday life here. For many in the region commuting
is a mundane everyday practice, something that happens between other, more significant
activities like work, consumption, leisure, or being with the family. However, commuting
feels unimportant to reflect upon and mundane as long as it is relatively unproblematic. When
public transit infrastructure breaks down, it at once draws attention of various stake-holders.
Also, such break-downs attract the attention of researchers — which is the case with this book.

This is a study about public transit from an anthropological perspective. It means that
it does not concentrate on economic models or technical aspects of the organization of public
transport. The primary focus is on practices and experiences of commuting citizens,
discourses of public transit stake-holders, and the ideas of mobility that circulate in the city.
Trams or trolleybuses in the city provide more than simply a way to move from A to B.
Throughout the chapters of this book will describe decaying public transit infrastructures that
suffer from dysfunctionality and are under threat of complete removal. Via an analysis of
everyday mobility and grass-roots efforts to preserve these infrastructures, we will see how
public transit is connected to ideas about urbanity, justice, state, and time in the region.

In spite of its ubiquity in Eastern and Southeast European cities, urban public transit is
surprisingly underrepresented in the anthropological and sociological literature about the
region. Research on post-socialist cities focuses primarily on the issues of privatization of
property on contested urban spaces; another prominent topic is social transformation of
industrial mono-cities. Some ethnographic works mention public transit in passing (Utehin
2004, P. 204; Parvulescu P. 33-35, 379, 381-382). Among the few texts I found on the topic,
many were written by colleagues whom knew in person before or after reading their texts'
and who shared my perplexity about the lack of scholarly writing in this area (Kuznecov
Shajtanova 2013; Zaporozhec 2014; Sgibnev 2014; Smol’kin 2014; Tuvikene 2014; Jansen
2015, ch. 2). The lack of publications is one of the reasons why some pages in this manuscript

spell out what may seem banal everyday knowledge for the residents of the studied cities.

! Some interesting publications on transport appeared in Russian and Ukrainian languages, and [ owe many ideas and
inspiration to them although readers of this manuscript might be not able to read these texts.



However, presenting this topic to audiences outside the region I realized that many of the
things my informants and I consider to be self-evident are actually surprising and inspiring to
others. This is why the work is written in English.

The book will focus primarily on surface electric public transport, tramways and
trolleybuses, and it will sometimes also deal with shared taxis and buses, far less with
subways. The subway is less relevant for this book since in my research I have focused on
smaller cities (a choice which I will explain more in the detail below, see: Mid-sized cities).

This work is about public transit in Eastern European cities, more precisely about
public transit crisis. In many locations at the peripheries of Europe public transportation has
gone through hard times which can be gleaned from numerous quantitative indicators: the
length of tram and trolleybus lines, lack of services and number of departures, the average age
of the vehicles, the schedule fulfillment rates etc. This picture, however, would be incomplete
without taking into account the qualitative signs of decay: the visual deterioration, the
changes in attitudes, as well as the new stereotypes and social divisions pertaining to the use
of particular transit modes. Together, these qualitative and quantitative data allow us to speak
about a genuine crisis. The reader should keep in mind, though, that this work about
infrastructures in crisis is an anthropological one. It means that ‘crisis’ will not be treated as a
mere constellation of qualitative indicators of decrease, slow-down, or malfunction but also as
a recognized characteristic of the situation — ascribed with the intention to depict the situation
as abnormal or to speak about the situation in these terms, for some reason. Crisis also will be
understood as a sentiment, or subjective perspective — something that people cannot always
easily explain but nevertheless take into account in their behavior. For the urban
anthropologist, crisis in transportation is particularly interesting to study because it manifests
itself everywhere on the street, visible to everybody, to residents of different kinds of housing,

those who do and do not commute, drive, or cycle.

Studying crisis to understand the norm

Having urban ideas of good life in mind, notion of crisis is rather ambiguous. It
mediates the tension between the permanent and the temporary. In many contexts
temporariness is problematic and uncomfortable, while permanency is a desired condition.
Puzzlingly, the sense of crisis contains also a hope that the unacceptable present will be
temporary, and that the current state of affairs will change for the better; the proper; the

normal. Crisis is an indirect way to define the normal, the proper, and the permanent.



Cities were until recently constructed as permanent. Urban inhabitants absorbed and
lived the dream of the permanent; the temporary was contrary to the norms and ideals of
urban life. It is only few years ago when Bishop and Williams (2012) challenged this
assumption with their concept of the ‘temporary city’ — of pop-up spaces, events, and
interventions. However, as these lines are written, the ‘explicitly’ temporary city is still a
project to be realized. The vast majority of post-socialist urbanites lives in wannabe-
permanent cities; more than that, these are cities that were projected for the bright future more
than for the present, and constructed as if that future would surely come. This confidence
resulted into gigantic material investment — infrastructures, purposed to provide electricity,
food, water, and mobility. Urban infrastructures, being the material skeleton for sociality,
movement, production, and consumption, are pivotal manifestations of this illusionary
permanency in the city; infrastructures underpin the coherency, the rhythms and cycles of
urban life. Since ‘a variety of scholars, across a range of disciplines, have brought the topic of
infrastructure <...> into the more open daylight of anthropology, sociology, political science,
and urban studies’ (Graham, McFarlane eds. 2014, xii), I also will take an ‘everyday’
approach to infrastructural issues. To explore the social life of infrastructures, I will look at an
infrastructure of a particular kind, public transit, and concentrate on its temporality. The
geographical region and timeframe of the research — Romania and Ukraine after state
socialism — will provide us with vignettes of infrastructures in decay, suspension,
contestation, and hope. They will show the uncertainty of a dismantled myth promising the
arrival of permanent good after temporary problems — a justification used by many political

and some scientific discourses (Schwarzer 1994).

Although infrastructures symbolize permanency, much of the time they find
themselves in limbo or in temporary states, that is, when subject to planning, construction, re-
habilitation, closure, and dismantlement. Infrastructures demand lots of money, effort,
knowledge, and, of course, lots of time to create and maintain their permanence. Such states
differ in the degree of their desirability: the state of construction is intriguing and pleasant,
when it does not take too long and people do not lose confidence; the state of decay and
uncertainty is sometimes harder to live with than no infrastructure at all. This work shows,
however, that different temporary states, including crises, may together constitute normalcy
and coherence for urban infrastructures. Nevertheless, people inhabit such crises without ever
making them into the norm — so that seemingly insurmountable structural predicaments are

used as a basis for local mobilization, self-governance, and incremental change. Forced to live
3



with crisis, the people figuring in my research learned to care about infrastructures and
technologies that are fully nontransparent during the periods of their normal functioning.
Writing about how crisis mobilizes people, I by no means want to suggest that crisis is
necessary or positive. In the regional context of my research, focusing on the effects of crisis
helps us to stay analytically vigilant when the crisis is declared to be over and purported

normalization relaxes the attention of urban communities.

Why study public transport in a post-socialist city?

In my research I investigate urban crises and ideas of the normal city by focusing on
tramway and trolleybus infrastructures. I do this in Romania and Ukraine, the field I worked
in between 2010 and 2016. I started with an ethnographic exploration of mobility amongst the
elderly population in the city of Mariupol, Ukraine. As my fieldwork in Donetsk Region
evolved, the notions of ‘decay’, ‘abandonment’, ‘futility’, ‘normal city’, and ‘European city’
co-existed and combined in numerous ways, being used by passengers and maintainers, by
sceptics and adherents, by amateurs and experts of electric public transport. Public transport
was the venue where many recent aspects of post-socialist of urban life came together:
amongst them poverty, panhandling, the plight of homeless children, ageism, social
stratification, corruption and other crimes, the proliferation of portable digital devices, etc.
Public transit connected various sites of urban life — schools, offices, factories, markets,
supermarkets — and provided itself a vibrant scene for debate, critique, conflict, and
compromise, as well as mutual help and mobilization. For citizens, trams and trolleybuses —
as technologies and as artifacts — materialized and indicated social welfare, urbanity,
European-ness, and, not seldom, ‘at least something done’.

Stops and vehicles were the sites where urban time was produced. At the everyday
level, these were the spaces of waiting, boredom, and haste, causing irritation for the inability
to administer one’s own time. Some people found ways to inhabit these periods of
uncontrollable time and even perceived them as useful and important — chapter 3 will explore
this topic in more detail. For many urban residents, especially the economically and socially
most vulnerable, transport organized their daily schedules. In the long term, the use of public
transit invoked more abstract temporal notions: when people expressed their judgements on
regress and improvement, shared their visions of normalcy and deviation from the norm, and
spoke about their longings for stability and predictability. Commuting myself and watching

others commute, I observed and heard about different forms and combinations of waiting,
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hope, and desperation. These revolved primarily around public transportation but expanded

far beyond that, into other domains of social, political, and economical life in the city.

Concepts and terms

This work was interdisciplinary from the very beginning and draws heavily on the
existing literature about infrastructures, mobility, time, and post-socialism, as well as crisis
and disaster studies. At the turns of the research my narration was sometimes moving closer
to historical reconstruction, or to anthropological thick description, or to the critical analysis
of the current ‘new urbanism’ toolkit. However, the concepts I will use in this text to
systematize my material are mostly connected to notions of time and temporality. In my view,
the social functioning of infrastructure — inter alia, the perception of infrastructure’s condition
and quality, as well as the practices of its (non-)usage — should be studied in dynamics and
change, even if the vocabulary of social sciences traditionally refers to static spaces and

structures in the first instance.
Crisis

Crisis is the central concept of my work. I started to investigate something that was
conceived as in crisis and many new developments I observed during my research project fell
under that category. However, most of the time the notion of crisis will be questioned rather
than taken for granted. In this context I will develop a constructionist perspective on the
formation, development, and dissolution of crisis. Exemplary here is Marcus’s work who
questioned how the °‘crisis’ is made and unmade through his study of the debate on
homelessness in America (Marcus 2006). Marcus traces the trajectory of the crisis of
homelessness from the moment when the issue entered public debate till the shift of the focus
away from the homeless without actual change of the housing situation, within the timeframe
of a decade (1983 — 1993). The social construction of crisis here was ‘as much about
competing descriptions of society as it was about housing those without a home’ (Marcus,
P.142). Akin to Marcus, not putting into doubt the hardships of the crisis — in my case, of
commuting in the post-socialist city, — I ask how the crisis in public transportation and, more
broadly, in urban infrastructure is socially constructed? What such a crisis means for different

stake-holders? How do social groups engage with this crisis?



In primary identification of crisis, I focus on the perspective of public transit stake-
holders. In other words, I analyse crisis-like situations there, where informants see it, also
when other words like ‘abandonment’, ‘decay’, or ‘depression’ are used. In this series of
synonyms, the word ‘meantime’ has become particularly important in the course of my work.
‘Meantime’ is used by Stef Jansen in his book about life in a Sarajevo apartment complex. For
Jansen’s informants, ‘the sense of lack of improvement <..> intimately related to the
(geo)political stagnation and dysfunctionality <...> was itself a key pattern’ (Jansen 2015, P.
2). In its exploration of how people yearn in the ‘meantime’ for the ‘normal lives’, the book
subtly counterposes these two notions. The ‘meantime’ also suggests that ‘crisis’ or ‘non-
normal life’ is by definition a temporary situation. In my ethnographies I will present people’s
efforts to live the ‘meantime’ as more ‘normal’, thus reducing the gap. Even more, some
improvised repairs in Ukrainian urban life are predicated precisely in pessimism and the fear
that the future may be even further removed from the normal. Thus in the depressive cities at
the peripheries of Europe such a future is collectively and deliberately postponed, a
counterpoint to the hastened future of socialism-communism. That is, for my informants the

‘meantime’ also bears positive and inspirational meanings.

Throughout the book I will talk a lot about the regional specifics of living with crises,
but it’s not my intention to describe crisis as something inevitable, necessary, or immanent for
any particular society. At the earlier stage of research I used the notion of ‘culture of crisis’ to
designate local practices of dealing with infrastructural problems, but later realized its
problematic essentialist connotations: the phrase ‘culture of’ suggests that people live
perpetually in crisis and cannot live outside it. Such a notion also would be affined to idea of
cultures of poverty introduced by Lewis (1966) who describes the cultural patterns in low-
income families that proved more stable than the level of their income. I tend to join the
critics of Lewis’ concept’? who note that it prioritizes cultural determinism over structural
factors and serves more to the reproduction of the status quo rather than tackles the problems
of those living in poverty. Now I prefer to describe practices of resistance and adaptation to,
as well as alleviation of crisis. Importantly, these activities take place as long as the situation
is not conceived as normal. One can say, that through these practices people both become

experts in crisis and resist its further normalization and blurring of boundaries with normalcy.

2 See review of the most common criticisms of the concept ’culture of poverty’ in Gajdosikiené¢ 2004



Mid-sized cities

Romanian and Ukrainian cities that are described in this manuscript are usually
classified as mid-sized cities and small towns. I am shifting attention away from capitals and
large cities on purpose. First, my intention is to tell more about everyday life outside the
booming capitals and million-plus cities, since this is still where the majority of the urban
population in Eastern and Southeast Europe resides. In my choice for provincial cities, I also
follow to Robinson’s idea of ‘thinking with elsewhere’. Robinson argues for a comparative
urbanism that shifts the focus to under-researched cities outside of the global centers
(Robinson 2016). Multi-sited ethnography allows to find out principles and patterns of urban
life ‘between these places’. With this in mind, I believe that my research on industrial small
and midsized cities in southeastern Ukraine and southeastern Romania can be relevant for
other cities of similar size. This continuous ’thinking with elsewhere’ that I practiced during
my research, to my belief, at least partly compensates for the relative shortness of time I spent

in each of my six fieldwork sites.

Many practices described in this text may fall under the notion of informal urbanism. 1
will talk about grassroots initiatives in support of public transport and about practices which
are sometimes at the verge of legality. Informal urbanism appears in descriptions of
contemporary life in Romania as a critical concept. Vaetisi (2018) shows how forms of
informal urbanism such as squatting, do-it-yourself urbanism, creative re-appropriation of
public space, guerrilla gardening, and artistic occupy-type interventions are only divided by a
thin boundary from authorized urbanism. Informal urbanism practice in Romanian cities thus
can reveal linkages between creativity and power. Although examples of creativity in my
research are quite different from those analyzed by Vaetisi, I would like to preserve critical
element in my view on informal urbanism as well. That is to say, | see informality as
something that can demonstrate the strength of local communities and popular inventiveness,

but also reveals the exploitation of volunteer labor and buck-passing from the state.

My thesis deals mostly with vehicles that move and spaces on the move, designed to
enable displacement. This makes them rather special in comparison to real estate, owned or
rented, where people sleep and keep their belongings. There’s a risk that social relations in
these ‘no one’s’ spaces where people ‘just commute’, wait, and spend less time than in
buildings are seen as secondary and unimportant. That is why I would like to think about
practices described in this book as mobile informal urbanism. The adjective mobile refers not
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only to the fact that these vehicles move, but also that the social realms through which they
move are fluid, and to the fragility of citizens’ interests in non-places as Augé (1995) would
put it — places only existing to provide transit between ‘actual places’. My ethnography will
show how the alleged ‘non-place’ of the tram takes on its own specific history, social

significance, and ability to shape identities.
Peripheries of Europe

My research focuses on places that are located at a certain distance from the political,
economic, and cultural centers of states and regions. Though being at different sides of the EU
border, Romania and Ukraine are both peripheral, in many senses, in Europe. Both countries
regularly appear at the top of the rankings of the poorest countries of Europe, facing
aggravated forms of corruption, poverty, and social inequality. In addition, both countries
have huge internal disparities between regions. In both countries I focused on the regions
considered to be most problematic, according to economic, environmental, and demographic
indicators. So my reflection is to reflect about the ‘peripheries of the peripheries’ where many
cities and smaller towns of Eastern Europe find themselves. Being at the periphery means not
only that social problems are more severe, but also that the belonging to Europe is more
contested. In chapter 1 I will describe in detail why Galati and Mariupol are peripheral and
why these sites are good for research on crisis, mobility, and urban life in post-socialism.

Chapter 5 will focus more on the contestations of European-ness at the periphery.

Post-socialism is a very broad term and I initially wanted to introduce a narrower term
(‘after-socialism’) in order to describe urban life in Mariupol, Galati, and other cities were
described here. Such a term, however, would likely impose binary oppositions there where a
kind of range or continuum is present. This is true for the varying intensity of change after
socialism and for the differences between cities ‘further eastwards’ and ‘further westwards’.
Therefore, post-socialist is understood here in the simply chronological sense, as the period
that follows the official fall of the state socialist system. In some cases the prefix ‘post” marks
the qualitative distinction from socialism, but in others it shows the reproduction of socialist
patterns continuously shaping urban life. After all, ‘post-socialism’ never seemed of key
importance for my informants whose more significant time orienteers were rather ‘socialism®,
the ‘nineties‘, and ‘Europeanization’. That is why I keep the term ‘post-socialist’ here as a

simpler way to locate the general timespace of my work for the broader public.



Infrastructure

Infrastructure is understood more broadly here than it would be in engineering. For the
ethnographer, along with artifacts such as vehicles, rails, wiring, depots, and electric
substations, public transit infrastructure also includes the people employed in public transport,
their skills, practices of planning and maintenance, the legal and technical norms regulating
the functioning of public transport etc. Knowledge about the infrastructure is also an
important ingredient here, as it is unequally socially distributed among urban milieus and
actors. Graham and McFarlane named knowledge of infrastructure one of the four main veins
of ethnography of infrastructural lives (Graham, McFarlane 2014, P. 2), and I will focus on
how the knowledge about infrastructure grows during crises. An important characteristic of
infrastructure is that it goes usually unnoticed unless breakage occurs. Although a normal
functioning of complex urban infrastructures requires the simultaneous intact performance of
multiple processes, for end-users they together represent a non-event of unreflected
‘normalcy’ (Graham 2010, P. 17). Studying infrastructure ethnographically means looking at
how its functioning, and expected results of its work begin and cease to be an infrastructural

non-event.
Temporality and temporalization

Many aspects of life in midsized cities at the peripheries of Europe can only be fully
understood through how they happen in time. This means that social practices and ideas are
deeply influenced by plans, schedules, promises, and expectations not less than by histories
and actually happening events. I will understand the sum of relations between these elements
as the temporality of social life, and the conscious efforts of different actors to establish, adapt
to, change, or resist such relations as femporalizations. Temporalizations formed a key
ingredient refer to the handling of uncertainty and the resistance to imposed notions of regress
and hopelessness. Temporalizations formed a key ingredient of socialist urbanism and they do
so afterwards (Lindstrom 2012) — the socialist sociomaterial legacy keeps them meaningful
and it results in temporality conflicts. In such conflicts, different urban actors negotiate what
is outdated and modern, permanent and temporary, regular and deviant. Shared taxi
entrepreneurs, for example, reject long-term planning to the benefit of short-term
management. Electric transport enthusiasts re-define and advance the tram and trolleybus
technology from being a remnant of socialism into a premise for green mobility. The elderly,
by their wish to be mobile and consequent support electric transport, claim the importance of

9



their lives in retirement for the city. Temporalization, therefore, can be a way of defending
own interests, of mobilizing urban communities, and producing knowledge on how the city
works. From a constructionist perspective, crisis is also a form of temporalization. Different
groups in these former industrial centers in Romania and Ukraine contest the temporal order

by combatting crisis or enforcing the articulation of crisis in order to reach their future goals.

Complexity of post-socialist temporalities attracts attention of a growing circle of
scholars. For instance, in their ,ethnographies of absence’ in contemporary Georgia Martin
Frederiksen, Elisabeth Dunn write on ,past perfects, past imperfects, future anteriors, and
present progressives’ emerging in propaganda, politics, and materialities of everyday life
(Frederiksen, Dunn 2014, P.243). Categories like absence, disappointment, nostalgia are also
frequently present in the studies of troublesome post-socialist ‘grey zones’ at the outskirts of
Europe, embedded into societies experiencing emigration, unemployment, and development
of semi-legal businesses (for more see Harboe, Frederiksen eds. 2015). With many of these
topics present in my material, I will focus on diversification of temporalities, on

desynchronizations there, where some semblance of integrity existed.

Citizens

This thesis is about groups of citizens that find themselves engaged in relations with
each other and with transportation infrastructures. The existence of ‘crisis’ reveals many of

these relations, and I am using this opportunity to learn about social life in midsized cities.

Passengers are the most numerous and important group for this work. For the urban
ethnographer, passengers are generally interesting characters to study. This is so because
practices of moving around the city make visible and clarify social norms and connections
significant for urban life. Passengers represent and embody ways of life and various human-
technology interactions (Adey et al. 2012). Trajectories and rhythms of passengering in the
city tell about what everyday life consists of and how it is spatially connected. Rules for
passengers indicate degrees of trust and control that are considered necessary in a particular
society. The question ‘what does it mean to be a passenger’ might seem pretty boring in
‘normal settings’, but in a situation of crisis in midsized cities it might get surprising and quite
specific answers. In this thesis, passengers perform the roles of beneficiaries, keepers, experts,
and decision-makers. Different groups of passengers will be presented throughout the book,

but of particular importance are the elderly, as formally defined by age. In my fieldwork sites
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they were the most numerous group of urban electric transit (UET) users whose life patterns
depended much on trams and trolleybuses. Economically, pensioners were irrelevant for
public transit because of their rights on free rides. Such insignificance however was only
formal, and the fieldwork reveals many informal, improvised, mobile practices in which the

elderly show and establish their own importance for the urban infrastructure.

One more key group of stakeholders is a heterogeneous network of people whom I
will call, in the absence of a better term, enthusiasts of electric public transit. Called
amateurs, fans, supporters, adherents etc., these people are active in different forms
supporting UET and producing knowledge about urban mobility in crisis (chapter 4).
Amateurs are often disregarded by institutionally acknowledged experts, including social
scientists. For me, however, UET enthusiasts are especially important, since I conducted my
research, to some extent, together with them. More than that, this group initially inspired the
project — as I became interested in the grassroots support of UET in Donbas as a relevant topic
in the sociology of social movements. Later, I benefited a lot from data that UET enthusiasts
had aggregated. Also, I discussed my research with them, which helped me to define the
project goals; it taught me to explain the purpose and meaning of my research to a non-
academic audience. Finally, enthusiasts were the most active readers of my published texts
giving extremely valuable feedback. So enthusiasts were figuring in my research in various
ways and the data about them demonstrate how the boundaries between expert and amateur

knowledge can get blurred when ‘normalcy’ fails.

Besides the enthusiasts, sometimes surprisingly close to them, stand the entrepreneurs
— who engaged directly with acute problems and produced change during the crisis of the
1990s. Initially they appeared as the main antagonists of my ‘main heroes’ — the users of
urban electric transport and pro-UET activists. I was not conscious enough to include them
from the very beginning, but the field prompted me to do this for a proper understanding of
the mobilities I intended to study. It also helped me to see how various modes of mobility are
interrelated in ways more complicated than just rivalry and antagonism. The two groups —
UET enthusiasts and share taxi entrepreneurs — shared one or two features: they started with
informal, bottom-up efforts to resolve public transportation problems. And both entrepreneurs
and enthusiasts proved equally helpless against the state’s presence and power of ordering
(see chapter 5). Although I did not interview drivers of share taxis and their ticket-sellers in

the Ukraine, I had several conversations and many hours of participant observation,

11



newspapers, and a few interviews with entrepreneurs in Galati in 2016, right before and soon

after maxi-taxis were abolished there.

In some cases one person combines more than one of abovementioned social roles or
switches between them. For instance, tram passengers in Horlivka and Kostyantynivka,
Ukraine, volunteered and donated to local public transport. Some enthusiasts were later
employed at a regular basis in public transport and continued their activity even after
retirement. For this reason, I prefer to view them as roles, or positions and not as fixed social

groups.

It is not easy to unite these roles and groups of people under one umbrella designation
without leaving important characteristics out. The word ‘citizens’ has been chosen as the best
and most inclusive. It came to my mind through ‘infrastructural citizenship’, a notion coined
by Kyle Shelton (2017a) in his study of civic struggle for and against roads in Houston. He
understands it as ‘a set of rhetorical and political actions’ which emerge when the built
environment transforms ‘from inert materials into arenas in which they [citizens] could claim
and assert political power’ (ibid, P.5). Although the repertoires of such actions in Eastern
Europe and USA differ a lot, they are similar in that they define citizenship ‘not by nationality
or legal standing but instead by the quotidian acts’ (ibid). Acting together in support of or
against particular modes of transportation, citizens might be guided by various motivations:
love for the city, will to be mobile, claim for legitimacy, and yearning for a normal life. The
following chapters will make the different motivations clear for a better understanding of the

conflicts between public transit stake-holders — infrastructural citizens.

Finally in this section, I specify my use of terminology for different kinds of public
transit, since many of them are contested in professional and amateur circles. Tramway, or
streetcar in the American tradition, nowadays shares most of the features with translohr,
premetro, or light rail transit (LRT), so that some cities promote as ‘metro’ something that in
other cities is officially called ‘tram’ or ‘high-speed tram’. This is not the case for the sites of
my fieldwork. In Braila, Galati, Horlivka, Kostyantynivka, and Mariupol trams are quite
outdated and have low operation speed; they also often share the road surface with other
modes of transit and use wiring with a different voltage than railway. In this sense, they have
the features of a ‘classic tram’. The trolleybus is an electric bus that draws power from two
overhead wires on its entire route or an overwhelming part of it. It is thus not the same as the

electric bus which might use wiring to charge at the end loop; and not quite the electric bus
12



like the one introduced as ‘trolleybus’ in Prague in 2017 which uses overhead wiring only
along a small part of the route.’ Both tram and trolleybus technologies as they appeared in my
project were inherited from socialist times without essential changes, even though some minor

adjustments may have been implemented.

Ethnographies ‘with elsewhere’ and ‘from afar’

The thesis is based on ethnographic research that includes a considerable use of online
and media content analysis. In my ethnographic exploration of crisis, I was inspired by the
example of Brekke and colleagues (Brekke et al. 2014) who studied ‘crisis-scapes’ in Greece
through the everyday practices and experiences of Athens’ inhabitants. My ethnographic
research started with a traditional form of ‘being there’. First I went to Mariupol, Horlivka,
and Kostyantynivka as an anthropology student in 2011. Back then, my master research
focused on the mobility of elderly people in Mariupol and the role of urban electric transport.
During weeks and months of research in Mariupol I was sharing the rhythms of mobility with
the passengers of trams and trolleybuses — mostly seniors. In doing so, I explored that ‘boring
thing’ of infrastructure, which Susan Leigh Star has called upon to study ethnographically in
order to understand its imbrication with human organization as well as with aspects of
planning, distributional justice, aesthetics, and change (Star 1999, P. 379). First of all in
Mariupol I bought a monthly card that made UET free of charge to me, just as to the elderly;
along with that, I purposefully avoided marshrutkas at any time of the day. At stops and in
vehicles I watched others waiting and spending their time. Sometimes I spent many minutes
alone at a stop, feeling very tired and often wanting to continue foot. In Mariupol, the degree
of visibility of infrastructure was informative in itself: it was hard not to notice it, due to the
multiple breakages and the general unpredictability of UET. At the same time, the calmness
with which the elderly faced yet another break-down of the tram service exemplified how
dysfunctionality in mobility became part of their normal everyday life (Trentmann 2009).
Also, repeatedly passing by the same venues and facing similar situations together was

helpful in understanding of how seniors experienced urban space.

3 After 45 Years, Electric Trolleybuses Are Back on Prague Streets https:/cz.cityspy.network/prague/features/45-years-
electric-trolleybuses-back-prague-streets/ . Hereinafter electronic links in the footnotes are accessed on 03.06.2018, except as
noted.
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Staying in Mariupol during 2011-2013, I also undertook a series of one-day trips to
other sites in the Donetsk oblast — the region was quite well connected by buses. In such a
manner [ visited all Donechchyna cities possessing trams and most of those having
trolleybuses, but the majority of trips were to Horlivka (Gorlovka) and Kostyantynivka
(Konstantinovka). These two cities were examples of cities with ‘ghost tramways’ (mpawasaii-
npuspax) — to spot a tram or trolleybus on the streets there was extremely rare and a matter of
good luck. Kostyantynivka at that time had three tramway vehicles on two lines and Horlivka
not more than eight on three or four lines; during my research in these cities I unavoidably
became a visible stranger, a recognized tramway fan. This image I did not mind since it
corresponded to my own personal curiosity and helped me to explain my behavior to my
interlocutors. In these cities I felt a high level of intimacy with conductors, drivers, and
passengers at stops whom I always talked to, so it was virtually impossible to pretend to be a
fly on the wall or ask people to speak with the recorder on. Also I talked to employees of the
tramway-trolleybus departments; several among them were organizers or participants of

initiatives supporting UET systems. These trips provided the basis of chapter 4.

Remote ethnography

Military conflict in Donbas in 2014 radically changed the environment where I had
conducted my fieldwork until 2013. After my master project finished, I made only one private
visit to Donbas in January 2014. In late 2014, intending to organize a photo exhibition about
UET in Donbeass, I restored my contacts with local UET enthusiasts using electronic means of
communication, contacting my old acquaintances and new ones. This was followed by several
Skype interviews, conversations in social media platforms, and phone conversations — and
with the help of these I followed closely the news about urban life in the Eastern Ukraine
(which by then had become physically inaccessible to me because of my Russian passport). In
addition I monitored publications in the local online media and the comments in them. By
working in this manner, I entered the territory of ,remote ethnography’ — a technique that has
recently made its way into the methodological debate. Gray, researching Russian mass
protests via social media, grounded her decision to abstain from going to Russia for firsthand
research, since her USA citizenship at the time would have increased the risk of harrassment
and violence against her (Gray 2016). Postill gives many more examples of how
anthropological fieldwork can entail serious risks for particular researchers: when, for

instance, their field site comes under control of the Taliban; when they became part of
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skirmish during mass protests against a ruling military regime; or because of a volcano
eruption (Postill 2017). For UET-enthusiasts living in Donbas, military conflict has presented
much more risks, both offline and online, than for me living in Germany. Using channels of
communication that they suspected to be tapped by the authorities but lacking alternatives, my
interlocutors were highly concerned about the content and confidentiality of our
conversations. For that reason, I abstained from continuing our communication when they
deleted me from the conversation after some weeks of my silent reading. From an ethical
perspective, I did not continue because I was not confident about the safety of our
conversations and did not possess any technical tools to make them safer. Epistemologically, I
acknowledge that ethnographies are virtually always unfinished, and their end is determined

by constraints of our academic setting and other external factors.

Postill (2017) raises the issue of authority and proposes to re-think the meaning of
,being there’ and ,being then’ in the context where part of the studied reality inevitably
happens not offline but online and in the media. Remote ethnography then is a way to
triangulate, to access the actors from a different perspective, and to approach their lifeworlds
composed of both digitally mediated and non-mediated experiences. Facing the same
dillemma of ethnographic authority vs. personal safety, akin to Postill and colleagues, I try to
alleviate my physical separation from Donbas by continuing my observations and

incorporating the data collected ,from afar’ into those gathered offline prior to the conflict.

Defining ethnographic sites in Romania

In 2015 I started my field research in Romania, in the cities of Galati, Braila, and
Constanta. Going there and making Galati the principal fieldwork site in Romania was not a
result of trial and error as it was in Ukraine in 2011. The Ukrainian cities Horlivka and
Kostyantynivka appeared in my research due to their geographic accessibility at the moment
of my stay in Mariupol and they suggested topics that I did not intend to research before. In
2015, in Romania I was obliged to establish a selection of field sites through the topics that
would connect them with my previous research locations in Ukraine. That is why T will
describe my inroads into Romanian cities in more detail in chapter 1. Here 1 only briefly

outline my ethnographic activity in Galati.

During my four visits to Galati in 2015 and 2016, I spent a lot of time commuting,

communicating with my host families, and talking with locals: acquaintances of my hosts and
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colleagues, people working in different organizations — the library, statistical agency,
university, museum, newspaper’s office — as well as people in the streets. I also studied
newspapers from the 1990s and 2000s in order to compensate, if only partly, for the absence
of personal experiences for those decades that I had seen in the Ukraine. In some way, Galati
made an impression as being the projected future of Mariupol — more precisely, one of the
futures anticipated in Eastern Ukrainian cities. The Romanian city was an arena of
rehabilitation and renovation, and it existed in a particular time — the time after the crisis. That
is why I observed various sites of reconstruction, repair, and rehabilitation in Galati with
special attention. The temporality of crisis that pervaded the urban space of Mariupol,
Kostyantynivka, and Horlivka in 2011-2013 was replaced by the temporality of
Europeanization in the case of Galati in 2015. Again, this does not only mean a lived material
change, but also a declared or perceived transformation in relation to previous years. Given
this, in Romania I paid attention both to discources about the ,normal city’ and to mobility

practices, present and reported for the past.

Comparing parts of the Ukraine and Romania, and particularly choosing the cities of
Mariupol and Galati as cases for my research project triggered many questions from people in
both countries. In my view this astonishment can be partly explained by the fact that
knowledge of both sides about each other was scarce, both regarding the cities and the two
neighboring countries in general. My fieldwork cities did not meet the stereotypical
expectations of ‘fascinating’ places, and in both countries when indicating that you work in
Mariupol/Galati you harvest an incredulous grimace — which means, probably, that the cities
have things to teach to their own countries as well. People in Galati and Mariupol sardonically
joke about their city (‘after death residents of Mariupol who behaved badly go to Mariupol’)
but it does not mean that they do not care. In the Romanian and Ukrainian cities that I studied
the previous agenda of socialist development was abandoned but a new one was not
formulated yet. These cities are peripheral both to the new flows of movement and to the new
ideals of urban regeneration. At the same time, they are too small to dominate their region but

too large to give up their longing for urbanity.

During my research the method of data gathering transformed significantly — in the
Ukraine 1 followed the model of grounded theory, formulating and developing ideas while
doing the fieldwork. Coming to Romania, I had become more focused on particular topics that

proved to be of key importance in my previous research: the notion of crisis, ideas of the
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normal city, the participation of various urban stakeholder groups, and the process of
Europeanization. Narrowing down was also a necessity due to limited time resources.
However, gathering data from another setting enabled my thinking ‘in between’ and ‘with

elsewhere’, as proposed by Robinson.
Collaborative ethnography and engaged urbanism

The research on which this thesis is based has been influenced by ideas of
collaborative ethnography and engaged urbanism. Collaborative ethnography engages
communities at a more equal basis, in all stages of the research: the formulation of questions,
and the collection, processing, and interpretation of data. At each stage of the project I aimed
to update my research question on the basis of what my informants counted as important. At
the start of the project, still having a low confidence in my research abilities, I tried to make
sure that my stay in the field will bring at least some benefits to the respondents. Particularly,
I tried to facilitate the exchange of information between passengers and the public transport
authorities in Mariupol by writing contributions to local newspapers, disseminating timetables
among survey participants, and introducing local transport enthusiasts to a wider activist
community. In Romania I tried to contact local transport enthusiasts and arrange my data
collection in such a way that it would make sense in the context of already existing data sets
created by them. Sometimes the form of my participation was close to activism, for instance,
when [ tried to represent interests of local communities in open letters and petitions: I will
reflect more on the methodological effects of such activism in chapter 4. All this helps me to

think that this book is not the only outcome of my fieldwork throughout the last six years.

Prioritizing a collaborative approach and admitting to interaction with the field, I want
to view the book itself as an example of engaged urbanism in Romania and Ukraine. Engaged
urbanism is ‘practical in orientation’ and means ‘work that critically and purposefully
responds to the concrete problems and issues that are important to improving the quality of
life for city dwellers’. Also it ‘increasingly takes place outside of traditional academic
environments’, and features ‘strong collaborations between academic, professional groups,
community based organizations, artists, activists and others’ (Campkin Duijzings eds. 2016,
iv). This is not to say, however, that my occasional minor assistance to informants is enough
to legitimately call it like that. Collaborations and activism-like episodes provided a setting
for more intense communication and allowed me to better understand the ideas and behavioral
logic of local elderly people, activists, transport officials, and authorities. Such insights
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sometimes confirm what is written in the scholarly literature and sometimes inspire me to
contribute new ideas to this literature. That is, I have aimed to integrate social participation
into the research process in a way that neither of them would clash and produce new

obscurities and misunderstandings.

Chapters

The chapters that follow will not only tell dramatic local stories but also depict more
generally societies on their move out of crisis — or between crises. The structure of my
dissertation is not based on separate geographical case studies but instead seeks to be
problem-oriented, analyzing the problems of urban infrastructures across the peripheries of
Europe. The reader will be familiarized with various kinds of social responses to crisis: the
idealistic maintenance of a big bright reliable future of an accessible and democratic urban
environment (chapter 1), the pessimism resulting from the fall of this planning paradigm and
the emergence of informal public transit with consequent shift towards short-dated
management (chapter 2), the efforts of urban elderly people to satisfy their need and desire to
be mobile in spite of low income, ageism, and contradictory legislation (chapter 3), and the
grassroots production of know-how and knowledge in order to preserve infrastructures in
absence of the state (chapter 4). The overarching theme is the blurring of boundaries between
‘crisis’ and ‘normal life’ and the efforts to make crisis more livable without normalizing it.
Chapter 5 will conclude with an analysis of challenges that public and political initiatives
encounter when trying to finish the crisis as a narrative and a period of time.

The first chapter outlines the role of large urban infrastructures in the establishment of
a socialist social order. Large and complex technological infrastructures in the socialist city
did not only secure a better quality of life. They also represented the power of the state and
state’s ability to exert technological and social control over, as well as to take care of, its
citizens. Public transit in the socialist city showcased a particular kind of modernity and
helped to maintain the image of a socialist future. Modes of public transportation had different
functions and meanings in public life and culture. Trams and trolleybuses together formed an
integrated administrative system — urban electric transport (UET) — and were used to calibrate
spaces and places. This calibrating proceeded not only according to the existing
characteristics of the places but also in reliance on what these places were to become. UET
infrastructures communicated the idea of preparation for and transition to normal life — not

always through its current condition but more so via plans, promises, and hopes. The visibility
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of tram and trolleybus infrastructure — rails, wires, electric substations, catenary poles —
helped to produce a belief in the forthcoming normal life, it generated confidence and the
feeling of the place already when being planned and constructed. The chapter will outline the
rules of distribution of transit modes in socialist cities and the exceptions from such rules.
Then the midsized city will be introduced as an idea with specific place characteristics. In
midsized cities, the existence of UET was often questioned and contested after socialism —
which also represented a contestation of the place’s status itself. I will introduce the cities of
my fieldwork and discuss their similarities and peculiar features regarding urban
infrastructure, mobility practices, specific lifestyles, and the effects of post-socialist transition
on the local population. The chapter draws heavily on historical sources, particularly those
collected by UET enthusiasts.

The second chapter focuses on the acute problems in the public transportation domain
during the 1990s and the practices with different degree of formality that rapidly emerged in
response. The deficiency of petrol, the lack of spare parts, and insufficient maintenance and
repair provoked diverse responses, whereby one became particularly widespread: the share
taxi. As the state provision in the public transit domain collapsed abruptly, privately owned
mini-buses started operating on fixed routes, with pricing being independent from the
municipal transit authorities. The chapter reconstructs the upsurge of marshrutkas in the
Ukraine and maxi-taxis in Romania and the change of their public perception over the decades
after socialism. The share taxi as a response to a sudden challenge was initially seen as a
temporary solution but in actual fact entailed a long-term change. The chapter analyses how
the acceptability of particular solutions is connected to an imaginary temporal horizon of their
application. As short-term management took over from long-term planning, the share taxi
took adopted new meanings. The technology evolved from being an enhanced comfort option
for the few to an enforced urgent solution and then to the new ‘normal’ disadvantageous for
many and widely criticized. The popularity of the share taxi was both a response to and
catalyzer for the decay of the tram and trolleybus transport systems. From being a spine of the
transit system, UET was degraded to co-exist with shared taxis and later became its second-
rate alternative. The informal urbanism in the public transit domain resulted in something that
I call submobilities — adds-on to the formerly united mobility systems which function
according to different economical and ethical principles. Along with on-site ethnography the
chapter uses open source materials from local newspapers as well as interviews with longtime

residents of Mariupol and Galati.
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Chapter 3 is about elderly passengers who find themselves on the margins of the social
order in this post-socialist environment; there are many parallels and interconnections
between them and the aging infrastructures of UET. This chapter will trace the social effects
of Ukrainian legislation to reduce fares for the elderly in public transit. Similar to some other
post-socialist states, the Ukraine entitled a wide range of social groups including the elderly,
handicapped, and mothers with a certain number of children to free use of the stately and
municipally owned public transit. As the municipal public transit system degraded, and share
taxi developed as an alternative, commuters sorted themselves out between share taxi users
and UET users according to their income. Another effect was the stigmatization of trams and
trolleybuses as ‘social assistance for the poor and old’; at times, such stereotypes were
steadier than the actual characteristics of these transport modes. Thus, young people avoided
using trams and trolleybuses as they saw them as transport provided for senior persons. In
2005 a new bill obliged private share taxi companies to carry old people for free, which was
followed by a boycott by both transport providers and the elderly. This boycott — the
companies’ refusal to provide the zero fare and the elderly’s refusal to use it — demonstrated
how market relations in the post-socialist city are very much charged with moral codes. The
chapter investigates why the elderly perceived the new legislation as unfair to the share taxi
drivers. I will show that old vehicles and old bodies in the Ukrainian city found themselves in
a kind of symbiotic relationship. On the one hand, trams and trolleybuses provided affordable
mobility for seniors, helping them to maintain some independence and visibility. On the other
hand, pensioners sustained the existence of the tram and trolleybus lines through their own
policy input: as an influential part of the electorate they halted the rapid displacement of UET
infrastructures from midsized Ukrainian cities, especially since in the public discourse,
pensioners were the main beneficiaries of UET infrastructure. 1 offer an alternative
perspective, arguing that the elderly enabled the survival of tramway-trolleybus
infrastructures until the inflow of EU material aid in form of new and second-hand vehicles in
the mid-2010s. My elderly informants often compared themselves to old vehicles, and 1 want
to use this metaphor to elaborate on the linkages between identity, time, and infrastructure.
Public transit symbolized development and progress in the socialist city but during the 2000s
it was proclaimed backward and doomed for extinction. So was the generation of the elderly,
together with their past aspirations and ideals. For them, life at a more advanced age was the
time after their ‘actual life’, devoid of perspectives and longings. In their direct and indirect

engagements to save UET, the elderly re-assessed their advanced age stating that
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improvements during ‘their remaining time’ is important, even if temporary. This engagement
also marked a departure from the socialist ideology wherein the hardships of today were
justified by prosperity to come. The crisis was thus actively tackled, not just passively waited
through. The elderly projected this perspective — of ‘tackling and not just waiting through’ —
onto their advanced age in the city. Chapter 3 uses the materials of my research with the
elderly in the Ukraine: participant observation, surveys, and interviews, as well as maps
drawn and self-observation diaries written by participants.

Chapter 4 is a story of how knowledge develops and the boundaries between expert
and amateur domains get blurred in conditions of crisis. The chapter presents the social
network of people who share a passion for transportation infrastructures. This network unites
people whom 1 call enthusiasts of urban electric transport, or UET-enthusiasts. This tram-
trolleybus hobby generates a specific methodology — a set of practices that enthusiasts
undertake in order to collect, systematize, and consolidate information about their objects of
interest. Such a methodology evolves at the intersection of two factors: the evolution of digital
media and the crisis in urban transportation. The proliferation of the Internet and digital
photography allows the collection of data from amateur journeys in a digital archive. The
chapter traces how personal web-sites gradually transformed into collectively maintained
multimedia platforms, in particular, a good example being transphoto.ru. Part of the chapter is
dedicated to this largest online repository storing photos, databases of rolling stock, maps,
historical notes, news etc. In parallel with the evolution of digital media, the crisis — trams and
trolleybus being at risked of dissappearance — triggered the emergence of an enthusiast
epistemology. Such knowledge production means that enthusiasts have to bring across the
importance of existence of their object of passion, UET, in ways meaningful to others. In
pursuing this goal, enthusiasts inevitably acquire knowledge about other modes of
transportation as well. During the late 2000s they carried out (mostly informally) different
activities in support of tram and trolleybus infrastructures. This included crowd funding,
fundraising, voluntary work, innovative advertising schemes, and development of Internet-
platforms where news and information on available resources circulates. Just like elderly
people, the enthusiasts have inhabited the crisis through mobilization. In particular they used
preventive and sometimes alarmist tactics when they identified dangerous trends at an early
stage. The chapter also raises the issue of the lack of recognition for enthusiasts. First,
enthusiast networks find themselves outside of the usual Webs of institutionalized activism

with its grants and NGOs. Second, professionals and transport employees do not
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acknowledged the community’s authority except in crisis situations, even though they, along
with the NGOs, increasingly use the Transphoto platform. Enthusiasm becomes especially
vulnerable in situations of large-scale political conflict as has occurred in Donbas since 2014.
The formerly most active cluster of grassroots initiatives was divided both physically and
politically: some enthusiasts had to leave the conflict zone while they also had to severe their
connections with UET adherents of the other side. In my online-ethnography, which forms the
basis of the chapter, I have tried to find at least minor examples of how common interests in
UET infrastructures managed to overcome political discord.

The last chapter, chapter 5, deals with the most recent infrastructural developments in
Romania and the Ukraine which pursue the goal of ‘exiting’ transition. Entering Europe might
be perceived as ‘the end of the meantime’ and at the same time it remains challenging.
Empirical topics here include state-led attempts to rehabilitate tram and trolleybus
transportation and to combat share taxi as the problematic legacy of a past transition. I will
approach the peripheries of Europe not only as space but also as a temporal order — where
some European states go in the footsteps of others and never ahead of them — which makes
some places more ‘past’ and others more ‘future’ in relation to each other. In particular, the
situation of temporal inequality is reproduced by the flow of second-hand trams going south-
and eastwards from Western and Central Europe. Analyzing the contradictory popular
reactions to second-hand vehicles arriving in Galati and Mariupol, I will show that the
perceptions of these vehicles are strongly connected with their difference from the previous
ones, as well as with the form and discourse in which the vehicles are presented to the
population. Difference forms a key ingredient for the exit from transition. The message saying
‘transition is over’ gets distorted or causes disappointment when the newly arriving normalcy
turns out to be less different than was expected. In the region ideas of a normal city are linked
to a re-scale of governance: efforts have to be allegedly large-scale and the relevance of
grassroots initiatives is reduced. Infrastructural investments might be used to show the state’s
sovereignty and power, especially when the effectiveness of the state is contested. This idea
has emerged from the data I gathered on infrastructural investments in Donbas, which under
the military conflict were higher than during the two previous decades of peace. From both
sides of the frontline powerful actors try to demonstrate their capacity of building a proper
state. Remarkably, the similarity of their methods betrays the common background of the
territories that now belong to different political factions. In Romania the investments into the

renovation of public infrastructures has made mid-sized peripheral cities into a new frontier of
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Europeanization, which paradoxically includes re-habilitation of tram and trolleybus projects
from the communist 1970s and 1980s. Uncertainty, as a sign of weak or ‘failed’ states which
did not secure a plausible infrastructural maintenance after the fall of socialism, is viewed as
incompatible with Europeanization. In most cases this infrastructural uncertainty is resolved
through opposite technological solutions: either to remove or to substantially rehabilitate the
infrastructures. Sometimes it means that what was abandoned by the state and kept minimally
alive by grassroots initiatives during the early 2000s is then closed and dismantled as a result
of arbitrary decision a decade later. These recent processes of urban ‘ordering’ can represent a
change from a crisis of transition to ‘crisis’ as a mode of neoliberal governance. Within this
new mode deficiencies are articulated as structural, while responsibilities are delocalized,
making it increasingly hard to identify who is responsible for whatever problematic situation.
For local communities it threatens to decrease their agency in terms of defining, articulating,
and combatting a perceived crisis. At this point and with these challenges, the micro-histories
and ethnographies collected in this book resonate with present day problems and seek to
provide insights for the future of European cities — more precisely, for people living in these
cities.

In the end of this introduction, I would like to specify whom I see as the primary
addressees of the text:

- academic, intellectual, and wider audiences interested in the complexity of
contemporary mobility infrastructures and their social impacts;

- public transit activists, enthusiasts, experts working in regions with serious
infrastructural problems;

- mediators connecting those different stake-holders usually not communicating
with each other;

- people dealing with social futures of different kinds — those initiating,
facilitating, and empowering local populations against undesirable and seemingly
inevitable futures.

The text was written with this readership in mind and intends to be understandable for
people beyond narrow academic circles. This specification should not frighten away anyone
else interested in the region of Eastern and Southeastern Europe, in issues of crisis, and in
public transportation. The intention behind this work was to bring together groups of people

and pieces of knowledge that usually stay apart.
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1. Public transport infrastructure and midsized Eastern European
city: between anticipations and crises

One day in 2012 a maintenance team arrived to Slov’yanska Street in Kostyantynivka,
Ukraine, to start dismantling the tramway rails on former line 2. Since the early 2000s the line
was not in service, and during 2004 and 2005 the entire city remained without a tramway
service for 14 months. Then in the years 2007 — 2009 line 2 was shortly reinstated, but soon
after that it was abandoned again, yet without being dismantled. Nevertheless, in 2012, the
rails were to disappear for good. Locals were outraged and surrounded the workers — yelling
at them, calling journalists, and protesting. It seemed they were alerted even more than when
line 2 stopped circulating. Although there was no tram service in their neighborhood for a
while, they were now dispossessed of the tram infrastructure that had remained after the tram
stopped running. For them the existence of a tram infrastructure had a meaning that went

beyond carrying people.

The relevance of technologically complex infrastructural assets can never be reduced
to their nominal functions like the provision of water, illumination of streets, or movement of
people. Apart from performing a role in a technically engineered physical space,
infrastructure is also important as representation (Larkin 2008, P.9), as a reflection of a
particular social order and ideology, which ‘does not just exist in linguistic form; it also
appears in material structures’ (Humphrey 2005, P.39). Infrastructures, for example electric
networks often help to constitute urbanity and to draw its spatial borders, thus defining also

what does not belong to a city and who is excluded from the urban social order.*

Larkin points at the poetics of infrastructure by considering roads and railways not just
as technical objects but also as things that operate on the level of fantasy and desire: ‘They
encode the dreams of individuals and societies and are the vehicles whereby those fantasies
are transmitted and made emotionally real’(Larkin 2013, P.333). Transportation infrastructure,
which has a public presence and visibility, provide the face of the social status quo: you
cannot observe people’s life in their private dwellings, but you can at least see them

commuting. If kitchens and bedrooms host the kind of sociality that is not supposed to be

were turned on’ (Gupta 2015)
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publicly visible, boulevards and public transport showcase at least the public part of social

life.

This chapter will outline specific legacy of former socialist cities in Europe, introduce
sites of my fieldwork in Eastern Ukraine and south-eastern Romania, and look for the
similarities between popular visions of infrastructure in highly industrialized mid-sized cities
of these two regions. I will argue that public transport infrastructure represented progress in
socialism and continued to do so afterwards. Urban electric public transport was an
indispensable asset for any mid-sized city as a quality that distinguished it from provincial,
rural, and traditional spaces. Tramway and trolleybus infrastructures were important to the
construction of a social identity of provincial socialist cities. This was the case even before
they started, that is, at the planning and construction stage, and during the process of their
demolition. At ‘the peripheries of the peripheries’, in highly industrialized mid-sized cities,
urban infrastructures after socialism underwent more than simply a neoliberal privatization.
Tram and trolleybus infrastructures became an arena where state claimed its social character
while different groups of population tried to engage with the processes of decision-making in
the city management. Furthermore, these infrastructures became signs of ‘normalcy’ and
‘crisis’ representing alternately these both conditions. Here continuous infrastructural decline
of transport, interrupted with short periods of rehabilitation, leads to a conflict between
different models of economy and ideas of urbanity, such as oligarchic, nationalist, and
European one. Together, these dynamics of infrastructural hope and disappointment shape the

ways in which crisis, norm, and quality of life are perceived and practiced in the region.

1.1 Infrastructure, the future, and normal life

Infrastructure never represents the mere present, neither in its practice nor in its logic.
Infrastructure has a strong connection to the future visions, prognoses, and expectations; it
embodies perpetual longings for modernity, development, and progress. Often, an
infrastructure is the requirement and burden of being up to date; it is seen as pushing the
society into the future; it represents the possibility to be modern and to have a future.
Correspondingly, the foreclosing of this possibility results into an experience of abjection,
making the modernity of infrastructure ‘unbearable‘ for individuals and for social groups
(Larkin 2013, P. 333). The desire to demonstrate modernity may occasionally run ahead of the

available capabilities: for instance, the aesthetical functionality of architectural forms may
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suffer from the modernization of such vital invisible infrastructures as water pipes (Gandy
2008, P. 126). Apart from projecting a desired modernity and future, infrastructure has also a
strong connection to the past. It is constructed for a long time and thus the very project bears
the imprint of ideas that were actual at the moment of planning. It starts ageing immediately
after the startup, and inevitably inherits characteristics of the previous technological solutions,
demonstrating path-dependency. More than that, the public apprehension of the improved
technology is also path-dependent (Low, Astle 2009); hence, [Clities are haunted by past
events that reverberate through places long after they have occurred’ (Brigstocke 2016a,
P.92). Infrastructures are therefore layered in time and must be understood through the
archeology of their planning, implementation, and contestation.

Management of collective anticipations through infrastructural projects was an
inherent part of many governing strategies. The future was also important because it allowed
presenting current hardships as temporary, on the opposite to the awaited ‘permanent’
prosperity. Ferguson influentially deconstructs the ‘myth of permanency’ behind the
urbanization, industrialization, and modernization in Zambia, showing how these processes
paradoxically give way to counter-urbanization and de-industrialization (Ferguson 1999,
P.11-12). For the state socialism in general and for its urbanism in particular, the future was
also highly important. As the conditions of life in socialist cities were often unsatisfactory,
citizens needed to be given a bright perspective, or a teleology that would justify their
hardships. The future goals and anticipated achievements were a key element in temporal
structuring of socialist life.

In socialist states, massive planning institutions were established to provide detailed
visions of cities-to-be (Bakanov 2003) — particularly, Giprogor® and CENII®. Five-Year Plans
then became the standard tool to draw these future horizons. In the neoliberal era (Abram
Weszkalnys 2011, P. 7), planning, apparently, is a target for criticism due to its tendency to
‘foreclose the future’, to dispossess the majority of their future time, and of possibility to
decide and to see the future as open, ‘collective, shared, and hopeful’ (Brigstocke 2016b, P.
152). Planning may also be criticized as a colonizing practice, as a form of internal

colonization (Abram, Weszkalnys 2011, P.12). However, in particular contexts, planning can

3 Russian spelling is TUTTPOI'OP. Institution’s full name has been changed several times throughout Soviet years and after,
initial name is /'ocydapcmeennviii mpecm no NAAHUPOBKe HACENEHHBIX MeCH U ePAAHCOAHCKOMY npoekmuposanuo HKBJ]
PCOCP [State Trust for Settlements Planning and Civil Engineering NKVD RSFSR]

6 Russian spelling is LIOHUU (L{enmpanshbiii nayuno-uccredogamensckuti skonomuyeckuti uncmumym Iocnnana PCOCP)
[Central Economic Research Institute of Gosplan, The State Planning Committee]

26



also function as a promise that makes ‘the openness of the future appear controllable by
humans’ (Limbert 2010, P. 10). Promises from the state are performative, they are ‘not merely
statements. They do more than describe: they express intention. Promising is a performance; it
has effects’ (Abram Weszkalnys 2011, P.9). Thus, the infrastructural provision for the
socialist city was performed not only in relation not to the present, but rather to the yet
inexistent future. Particularly it was determined by growth in the entire socialist block, as well
as by demographic prognosis that failed to predict the decrease after 1990 (Goskomstat 1991,
P. 65-66). In post-socialist urban spaces, the promise of socialism is still materialized in the
presence of unfinished constructions (Ssorin-Chaikov 2003). Plans, and, inter alia, unrealized
plans contribute to perceptions of success and failure, rises and falls. The task of the
ethnographer is to chart practices, discourses, technologies, and artifacts produced by these
planning activities (Abram, Weszkalnys 2011, P.3). These plans, partly forgotten and partly
resonating today via practices, discourses, and artifacts were part of my library research as

well as of my informants’ accounts in the Ukraine and Romania.

Temporalities of infrastructure: normality, crisis, and anticipation

The imaginary future plays an important role for popular perceptions of what is
normal in the work of infrastructure and what indicates a crisis. At the same time, such
perceptions of normalcy and crisis differ across territories and in different areas of
knowledge. For conventional urban planning, a ‘normally functioning’ infrastructure by-
default implies long-term planning, stability, regularity, increasing service frequency,
predictability, and permanency of improvement. Also, in a long-term perspective
infrastructure is usually thought of as an incremental process of growth. For anthropology and
social sciences in general, this notion of ‘normal functioning’ is less of a given and is a
premise than needs to be deconstructed and tested in case-studies. Analytical insights into
unnoticeable sociomaterial carcasses of our everyday life — what Pinch called ‘making
infrastructure visible’ (Pinch 2010) — were often inspired by a broken door-closer (Latour
1988), North American electricity blackout (Bennett 2005), air traffic paralyzed by volcano
eruption in Iceland (Martin 2011). Following Latour, who coined the term blackbox for the
objects whose principles of functioning remain unclear to the users (Latour 2000), Stephen
Graham and Simon Marvin recognized a disruption as an unblackboxing (Graham, Marvin
2001). The Graham’s edited volume, compiled predominantly of ethnographies of

infrastructural disruptions (Graham ed. 2010), shows the paradoxical helplessness of the most
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prosperous population groups in the face of material/technical problems, most of all because

of total ignorance of how the infrastructure works.

Mobility infrastructures are specific in that they require a lot of time to be const