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1.Background      
 
1.1 Needs of Beneficiaries 
 
During May 1993, a conference organised by the European Commission was held in Brussels 
at which the states of Armenia, Azerbaijan, Georgia, Turkmenistan, Uzbekistan, Kazakhstan, 
Kyrgyzstan and Tajikistan were represented.   
 

The objectives of the Conference were: 
• To promote co-operation among the participating states in all matters pertaining to the 

development of trade and transport in the region.      
• To promote the Central Asian-Trans-Caucasian-Europe transport corridor.      
• To identify problems and deficiencies in the regional trade and transport systems.      
• To define in terms of content and timing a Technical Assistance Programme to be 

financed by the EU.  
     
From this conference the TRACECA (Transport Corridor Europe Caucasus Central Asia) 
programme was created as a component of the TACIS interstate programme. 
 
On September 7-8, 1998, delegations of 32 countries and 13 international organisations 
gathered in Baku for the International TRACECA Conference. Nine Presidents and one Prime 
Minister, Ministers, Ambassadors and heads of delegation discussed the importance of the 
TRACECA programme as the shortest way of integration into the international economic 
structures, as a guarantee of political and economic stability and also as a means to improve 
regional co-operation.  
 
During this Conference, 12 countries: 

Azerbaijan Republic   Republic of Moldova 
Republic of Armenia   Romania 
Republic of Bulgaria   Republic of Tajikistan 
Georgia    Turkish Republic 
Republic of Kazakhstan  Republic of Uzbekistan 
Kyrgyz Republic   Ukraine 
 

signed a Multi-Lateral Agreement (MLA) on International Transport in the transport corridor 
Europe-Caucasus-Central Asia (and four supplementary technical annexes on Customs, road, 
maritime and rail transport), which has been ratified by 10 countries. It is anticipated that 
Turkey and Kazakhstan will ratify the Agreement by the end of 2000. 
 
In accordance with the MLA a Permanent Secretariat in Baku was set up. 
 
On 10-11 March 2000 in Tbilisi the First Conference of the TRACECA Intergovernmental 
Commission (IGC) was held. The Conference adopted the Intergovernmental Commission 
rules and procedures as well as the statutes of the Permanent Secretariat and elected its first 
Secretary-General. 

National TRACECA Commissions have been set up and a National Secretary appointed in 
most of the TRACECA States and it is anticipated that all will be in place by the beginning of 
2001. The National Commissions have been asked to make comment on proposals for new 
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projects and their comments and recommendations are reflected in the content and structure of 
these Terms of Reference. 

It must be noted that Turkmenistan was not present in Baku and Mongolia, which was 
represented, has not yet signed the MLA. However, article 14 provides that the basic 
Agreement is "open for accession of any state". This provision is clearly intended to make 
room for them, once they have considered the benefits they may obtain from membership. 
 
1.2 Problems to be addressed. 
 
Since the break-up of the Soviet Union TRACECA states have entered into a series of 
agreements to regulate transit traffic between and across their territories. These may be 
summarised as: 
• bi-lateral agreements, which are the most prolific, and somewhat difficult to catalogue and 

administer. 
• multi-lateral agreements, such as the “Sarakhs agreement” of May 1996 which is a rare 

example but working proof of the regional will to regulate transit traffic on a broad basis. 
Other agreements exist within the framework of the OCJD for rail transport, and there is 
also the Customs Union which links, at least nominally, certain of the TRACECA states 
with Russia. 

 
For road transport operators, in the absence of detailed application of the MLA, a somewhat 
chaotic situation exists at the operator level. Road carriers are confronted by a confusing and 
ever changing regulatory environment and road transit fee structure, sometimes administered 
at both national and oblast level, and this continues to lead to uncertainty, delays and 
inefficiencies throughout the journey. The effect of all this uncertainty is an increase in 
transport charges to traders, who then pass on these extra costs in higher prices to the 
consumer. 
 
For rail transport the MTT tariff system (with discounts subject to negotiation), does not 
always seem to provide the degree of flexibility needed on the TRACECA route to attract 
more goods and passenger transport. Where the trader or user of the transport service has 
freedom of choice (where there are alternatives), and where the trade is not route sensitive, a 
more flexible system is needed. Such a system needs more accurately to reflect the nature of 
the traffic, for example high volume/time sensitive/ temperature controlled or perishable.  
 
An alternative solution is to set a permanent discount to a level that will attract volume traffic. 
Following the Sarakhs agreement a discount of 50% was set for the TRACECA route and 
with governmental support large volumes of traffic were diverted to the TRACECA route. 
Later, the discount was selectively reduced in some States, and the traffic volume declined. 
 
The transport of oil and oil products, minerals and bulk goods, by rail should be seen as a 
separate issue, subject to long term contracts and high volumes at a relatively low price. As an 
example, over 80% of international rail transport in Azerbaijan is of oil and oil products and 
could be seen to be competing (with some products) on price with pipelines. With such rail 
movements the main issue seems to be one of excessive border delays and Port charges, rather 
than transit tariffs. This issue will be dealt with under the Harmonisation of Border Crossing 
Procedures project. 
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Where goods are time sensitive, have high value or are perishable, rail freight needs to be able 
to offer a service that can compete effectively with other transport modes. In many countries 
the security of containerised goods movement provided by rail (with two 20-foot containers 
loaded on the rail wagon with the doors facing together), is seen as a unique benefit, more 
valuable than time or cost. This is a marketing issue that needs to be exploited more fully. 
 
For Maritime and Port operations there are perceived to be excessive charges levied for port 
handling, stevedoring and warehousing for all modes of transport, relative to the work done 
and by comparison to other Ports of an equal size in countries outside the region. 
 
1.3 Relation to past and present TACIS projects 
 
Past and present TRACECA projects have analysed the current situation of the transport 
sector in the region. The projects of most relevance to a Unified Policy on Transit fees and 
Tariffs include the following: 
 
• A project for road transport to establish a road transport training centre under the overall 

control of the National Association of Road Hauliers/Carriers, who are the IRU members, 
in each TRACECA state. This included a training element to assist in understanding road 
transport costing and marketing. 

• For all modes of transport, a project to provide assistance in the establishment of a 
Transport Legal Framework in each TRACECA state. The project worked with local 
experts on a draft multi-lateral agreement (MLA) that included provision for transit fees 
and tariffs. 

• For road and rail transport, a project entitled “Trade Facilitation” which carried out a 
detailed survey of current trade documentation usage, border-crossing conditions and 
recommended streamlined procedures. These recommendations have already been 
partially implemented in the region and they included reference to Transit Fees and 
unauthorised payments levied on road transporters. 

• A project to set up a database and forecasting model of freight movements within the 
region  (Traffic Forecasting). 

• The Central Asian Rail restructuring project which considered the reorganisation of the 
concerned operating companies to become more commercially oriented, and determined 
investment packages of interest to IFIs to support their development. 

• A rail project “Tariffs and Timetables” that among other project components, analysed the 
input costs of providing rail freight services and proposed a new cost accounting system 
for the railway companies. 

 
Training and familiarisation in international transport practices including customs, tariffs and 
transit procedures, has been included in the content of most TRACECA projects. 
 
At the time of writing, two new TRACECA projects and one national TACIS project sharing 
certain domains of interest with this project should be commissioned within the time frame of 
the project: 
 
• The Harmonisation of Border Crossing Procedures project will build on earlier 

TRACECA projects and generate an implementation programme to deliver a series of 
performance improvement targets that have already been agreed in principle. This will 
include the introduction of simplified model documents and the rationalisation of 
documentation flows to speed up border crossing transit times. 



 

Page 6 

• The Common Legal Basis for Transit Transport project will give guidance in the 
organisation of a common legal basis for transit traffic in each TRACECA State. 

• The TACIS National Project, in Kazakhstan on “Support to the development of a Transit 
Corridors Policy, in the Republic of Kazakhstan” will look at specific aspects of transit 
transport including a review of goods and passenger flow statistics. It will also look at the 
application of on-line transport management systems. 

 
The Contractor should closely co-ordinate its work with the above mentioned projects. It is to 
be noted that the activities of the present project are to concentrate on the technical and 
operational aspects of achieving the stated objectives. To the extent that any legislative 
consequences might arise from aspects of the project work these should be the concern of the 
Common Legal Basis for Transit Transportation project. 
 
1.4 Relation with other donors 
 
There appears to be a number of other agencies that are either active in the region currently, 
or have plans to become active shortly.  The consultant carrying out this project will be 
expected to co-operate with other donors to fullest degree possible. The present project will be 
particularly attentive to complementary actions, collaboration, exchange of information and 
cross referencing in reports, with the other donors initiatives. 
 
A report entitled “Trade Facilitation in the Caucasus” (November 2000) has been prepared by 
World Bank. Its content should be taken into consideration by this project. Likewise, several 
reports have been published by ESCAP and should be considered. 
 
2. Rationale and Objectives 
 
2.1.1.  Road transport transit fees, situation analysis 
 
Road transport transit fees of various types are imposed in all TRACECA states.  
 
As in all countries, there is some justification for imposing user charges on all road vehicles 
based on the amount of damage they are calculated to impose on roads and bridges. In the 
case of heavy trucks a transit fee charge is levied on a number of factors that may include the 
gross weight of the vehicle, the number and type of axles and the distance between the axles. 
The issue of transit fees imposed on goods vehicles, in particular, is a very contentious one 
and those TRACECA States that have many borders to cross to reach their markets feel 
disadvantaged by them.  
 
There have also been many reported incidents of the arbitrary imposition and charging of 
“transit fees” by some regional authorities. Such charges are not authorised by central 
governments and the charges imposed are not justified or uniformly applied. There is also 
seen to be a general lack of transparency in the economic and legal basis for some transit fees 
that are perceived by some operators to be rather like a ransom demand. 
 
If excessive or arbitrary fees are imposed, unrelated to any service provided by the transit 
country, then the transporter and trader may seek alternative routes and markets for their 
goods that are more certain for their business. They are not in business to take unnecessary 
risks or to enter into contracts that have an undetermined cost base. If they succeed in doing 
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this then the regional economy of the transit State, by-passed in this way, suffers to the 
detriment of all of the people in the region, and the regional economic activity is suffocated.  
 
2.1.2.  Rail transit tariffs, situation analysis 
 
Rail transit tariffs are set according to the International Transit Tariff (MTT) scale, which is 
periodically adjusted (the next review is in November 2000 for tariffs to be applied in 2001), 
but which is subject to a review twice each year on the level of discounts that may be applied. 
This is done within the Organisation of Co-operation of Railways (OCJD) forums.  
 
The OCJD is an organisation that is not unlike the International Union of Railways (UIC). 
The OCJD is involved in regrouping railway systems from the former eastern block. The 
principles of the tariff scales are thought to be based on a system dating from the former 
Soviet central planning era that may no longer have any relevance to actual operating costs. 
However, it is known that some rail companies have already refined and revised their costing 
systems on a more realistic base and can tell the level of income needed to cover the repair 
and replacement of vital infrastructure. It is not known to what extent utilisation and 
availability considerations are taken into account when deciding whether or not to accept 
particular traffic, and what line capacity or pathing issues are considered.  
 
The MTT scales allow for heavy discounts on published prices, which may compensate for 
the apparent unrealistic level at which the rates are first set. This discount system allows for 
some commercial flexibility, but the process of achieving discounts is time consuming and 
convoluted. For rail rates on bulk commodities such as oil and minerals, such delays may be 
acceptable within the contract negotiations. For consumer goods and high value or perishable 
products, the trader will seek an early answer on availability and price. Failing a quick 
response the trader may look elsewhere. It is also thought, but not proven, that high rail transit 
tariffs may cross-subsidise domestic rail traffic.   
 
It may be more realistic to consider an approach where rail transport operations are organised 
in such a way as to develop their activity according to competitive principles. Such a system 
would envisage that prices were established freely on the market, based on the availability and 
utilisation of rolling stock and other equipment, and with an allowance for infrastructure cost 
recovery. 
 
It may also be considered that tariffs and taxes should be based at minimum cost recovery 
levels, looking towards a base cost set at direct cost level with the addition of a small 
percentage cost addition. In brief, the “Cost Plus” basis. There are many options available. 
 
A previous TRACECA project attempted to set up a completely new tariff methodology, but 
it was found that the MTT scale is so deeply implanted in the sales and marketing philosophy 
of the whole region, that it proved difficult to convince the parties concerned that such a plan 
was practical. It is felt that the level of expertise in some local rail management on this subject 
is not well developed and attitudes could be difficult to change.  
 
2.1.3. Port tariffs and shipping rates 
 
Some of the TRACECA port tariffs are reported to be among the highest in the world 
(disbursement, stevedoring, etc.). Likewise maritime shipping rates in the region are reported 
to be high and seen to be unrealistic in terms of the distance and service provided. In some 
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cases the handling cost per tonne can be higher than the rail cost to reach the Port from many 
hundreds of kilometres away. This may be a volume related issue but one that needs to be 
analysed. 
 
Such seemingly un-justified high costs contribute to the factors that restrict the growth of 
traffic volumes, cause traders to look for alternative routes and lead to a lack of traffic with 
the corresponding reduction in revenue for the operators and high unit cost of both road and 
rail feeder services.  
 
2.2 Overall Objective 
 
The overall objective of this project is to find practical solutions to local problems that will 
enable the whole TRACECA route from the Chinese border to the borders of West European 
states, to be seen as commercially competitive and attractive to all traders, in both time and 
cost. The TRACECA route needs to be seen as one that traders will use from choice as it is 
the shortest route to Black Sea Ports, and provides known cost and better security than the 
alternative routes available. 

Results     
 
The expected final result of the project will be a more transparent tariffs and transit fees 
structure and the removal of illegal, non-physical barriers to effective international trade and 
transport services within the TRACECA region. This should ultimately result in a reduction in 
transport costs and unnecessary delays notably for road carriers. In addition the traders will 
have a route of predetermined cost which is vital for sustainable international transport 
movements. 
 
It must be appreciated that full delivery of these benefits cannot be guaranteed during the 
project timescale and that on-going monitoring and evaluation by the IGC and the National 
Commissions will be required over a number of years following completion of the project 
tasks. 
 
2.3 Project Purpose and Deliverables 
 
In order to reach the above stated overall objectives the project purpose and deliverables are 
defined as follows: 
 
• To determine a unified policy and equitable levels for the imposition of legitimate road 

transit fees and to seek clarification and with the active participation of the National 
Commissions, Freight Forwarding and Carriers Associations, expose those that cannot be 
justified. 

• To carry out a study of both the positive and negative features of the existing MTT rail 
tariff scheme so that it can be compared to any new proposals made by the contractor. 

• To establish a permanent working group entitled "Council of Heads of Railways" for 
TRACECA, through the IGC and Permanent Secretariat. This would unify the approach 
of the TRACECA States within the MTT Tariff Committee enabling the rail companies to 
conduct their tariff negotiations from a position of greater strength. 

• To improve the contact between traders and the rail companies by easier access through 
all freight forwarders, so that there is greater opportunity to establish competitive tariffs 
for new business. 
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• To clarify the present methodology behind the setting of rail tariffs and to provide external 
assistance on a regional basis to promote cost accounting methodology, region-wide 
commercial analysis, and regional collaboration. 

• To examine maritime rates and port fees, in detail and to propose a basis on which a series 
of more commercially rational scales can be established. 

 

Results     
 
Results should consist of the achievement of the above project deliverables. 
 
 
3. Risks and Assumptions 
 
The principal assumption is that the ratification of the MLA, and approval of these Terms of 
Reference, provides a sufficient mandate for the National Commission in each state to resolve 
the many issues that will arise.  
 
It is assumed that in the majority of States the Beneficiary will be the National TRACECA 
Commission. Where the government designates an alternative Beneficiary the same support 
structures should be available to the Contractor and on the same basis, as would be the case if 
a National Commission were the designated Beneficiary. 
 
Risks are several: 
 
• That decisions contrary to the MLA, are taken by National Authorities, possibly in pursuit 

of other initiatives being taken in the region through other international organisations. 
• That the IGC and its Working Groups are used as a mere talking forum by the National 

Delegations, without members taking any decisions on key issues. 
• That road, rail, maritime and port operators refuse to co-operate with the Contractor and 

the National TRACECA Commissions. 
• That Oblasts or National Agencies are not informed about, or do not respect, the 

engagements of the MLA and its Annexes. 
•  That it proves impossible to achieve harmony between the TRACECA States to form a 
      united approach to the International MTT Tariff Committee. 
•  That decisions made in relation to rail tariffs, at international level, prove incapable of 
 concrete implementation within the region. 
 
 
4. Main Components 
 
4.1. Tasks 
 
4.1.1  Working Groups 
 
The Contractor will establish a working group entitled "Council of Heads of Railways" for 
TRACECA, through the IGC and Permanent Secretariat. The Contractor, in close co-
operation with the Permanent Secretariat in Baku will design ToR for such a Council. This 
would unify the approach of the TRACECA States within the MTT Tariff Committee 
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enabling the rail companies to conduct their tariff negotiations within this body from a 
position of greater strength. 
 
With the active co-operation of the Permanent Secretariat, the Contractor will set up three 
Transit Fees and Tariffs Working Groups (TFTWG), road, rail and maritime, attached to each 
of the National Commissions. The Transit Fees and Tariffs Working Groups should meet at 
approximately monthly intervals and their members should be deeply involved in all project 
activities. The team will include one or more experienced local experts in each National 
Commission.  
 
Overall there will be a need to discuss the advantages and disadvantages of revising fee and 
tariff scales and mechanisms, bringing this debate back into the IGC for action, when a clear 
consensus on regional interest emerges. The IGC will wish to ensure that any reform of 
freight rates, Transit Fees and Tariffs presently set by State authorities are moved towards 
market-driven systems based on the need to find improved efficiencies and reductions in cost. 
 
Following completion of the project the TFTWGs should remain in place with the dual task 
and status of continuing input to the work of the IGC and Permanent Secretariat, and 
maintaining the momentum of the work done by the National Traceca Commissions. 
 
4.1.2    Review of previous work and recommendations  
 
The Contractor and each TFTWG should together review the work done under previous 
TRACECA programmes in the area of transit fees and tariffs in order to make 
recommendations and promote improvement in current practices. 
 
Valid recommendations from previous projects which cannot be taken forward within the 
present terms of reference should be restated in the Contractor's final report to be incorporated 
in future action programmes.  
 
4.1.3  Unified Policy for road transit fees 
 
The Contractor will determine a unified policy and equitable levels for the imposition of 
legitimate road transit fees and will seek clarification and with the active participation of the 
National Commissions, Freight Forwarding and Carriers Associations, expose those that 
cannot be justified. 
 
As a first step the Contractor will compile an inventory of all fees and permits, national or 
regional, levied on road transport operators, to improve transparency of the issues and to 
enable some priorities to be set in resolving the more important issues first. The inventory will 
need to examine the transparency of the publication procedures, as it has been reported that 
the details are sometimes hard to establish in advance. The review needs to take into account 
differences that may exist between actual fees charged and the published rates. 
 
The Contractor should next identify and analyse the economic benefits that change would 
bring and estimate the losses currently being experienced (both in time delays and in cash 
terms) due to the present transit traffic regime in each State. 
 
Finally the Contractor should contrast current practice with a recommended scheme of logical 
and fair road transit fees that should be applied uniformly in each State. 
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4.1.4  Management development and training 
 
The Contractor will: 
 
• Produce a User Guide for transport operators and traders wishing to use the TRACECA 

States road and rail network. It will contain a summary of useful information on trading 
conditions, tariffs and transit fees in all TRACECA States. This could be produced with 
the assistance of each National Commission, using as the basis some of the existing 
publications produced by Road Transport Associations together with relevant rail freight 
tariffs and trading conditions. Such a publication would have commercial value to 
international traders and could be sold for a small fee to defray the cost of mass 
production. 

• Disseminate the content and import of the MLA and its Annexes to all parties concerned 
in respect of the issues regarding road and rail tariffs. 

 
The Contractor will provide on-the-job training and assistance in the region with such re-
organisation as may be needed to introduce new procedures and tariffs.  
 
It is not envisaged that any training will take place outside the region within this project 
though the Contractor is welcome to assess what long-term on-the-job training might usefully 
be provided in Europe for specific Transport Managers and Operators in the future. The 
concept of a job-exchange with (say) a rail or road freight company in Europe could be 
explored.  
 
There have been sufficient Europe-based familiarisation training and study tours organised by 
numerous previous projects for such initiatives to be considered superfluous in the present 
environment. 
 
4.1.5 Evaluation of the MTT system and recommendations for change 
 
The Contractor will carry out a study of both the positive and negative features of the existing 
MTT rail tariff scheme so that it can be compared to any new proposals made by the 
contractor. 
 
The Contractor should produce a schedule of comparative levels of rail transit tariffs relative 
to costs within and adjacent to the TRACECA corridor in order to draw comparisons between 
them and to be able to take an informed view of the transport choices available to 
international traders. The previous TRACECA Tariffs and Timetables project output and 
working papers should provide a base from which to build a clearer understanding of the 
current cost accounting practice of the railways. 
 
4.1.6 Improved access for traders to the rail system 
 
The Contractor will improve the contact between traders and the rail companies by easier 
access through all freight forwarders (not just those attached to the Railways), so that these 
have a greater opportunity to establish competitive tariffs for new business. 
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The Contractor should evaluate the manner in which tariffs are currently negotiated, the way 
in which tariff discounts are set, the authorities that set them and the time it takes. It should 
make recommendations for improvements. 
 
4.1.7 Improved methodologies in setting rail freight tariffs 
 
The Contractor will clarify the methodology behind the setting of tariffs and provide external 
assistance on a regional basis to promote cost accounting methodology, region-wide 
commercial analysis, and regional collaboration. 
 
The Contractor should make recommendations on establishing possible new tariff scales, 
methodologies for adjusting them and the likely effect differently structured tariffs would 
have on future traffic volumes. 
 
4.1.8 Analysis and recommendations on maritime rates and port fees 
 
The Contractor will examine existing maritime rates and port fees in detail and propose a 
basis on which a series of more commercially rational scales can be established. 
 
A detailed study of port authorities and shipping companies’ tariffs should be carried out 
comparing the tariff with actual costs incurred in the provision of specific services. In order 
for this to be effective there will need to be close involvement between the IGC, National 
Committees, Freight Forwarding Associations and representatives of the various transport 
sectors.  
 
Having compiled the data it will need to be analysed so that proposals for tariff modifications 
to introduce realistic rates reflecting actual costs can be discussed. Where existing costs are 
too high in comparison with those of other Ports and shipping services of a similar size in 
other countries the Contractor should make provisional recommendations as to how these 
might be reduced. Any detailed planning would, however, have to be taken forward by a 
future project. 
 
4.2 Implementation Procedures 
 
 
4.2.1  Staffing requirements 
 
 
Proposing the exact composition of the team of experts is left to the discretion of the 
Contractor, but it should include a qualified transport practitioner with wide practical 
experience of road, rail and maritime transport as full time Project Manager. The Project 
Manager will be assisted by three key experts (Road, Rail and Maritime Economists) and a 
range of part time specialists for short to medium term assignments.  
 
 
 
Expert profile for key experts: 
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Project Manager 
 

Education: Transport Economist  
 
Experience and references: 
At least 15 years experience in the field of  Transport economics and in particular 
Tariffs and Transit Fees.  
At least 3 years experience in Project Management is required. 
 
Field experience in NIS and/or Central European countries would be a distinct 
advantage 
Knowledge of the Russian language is highly desirable  

 
Transport Economist 
 

Education :  Transport Economist (specialised in Road  Transport) 
 
Experience and references: 
At least 10 years experience in Road Transport Economics and Road Transit 
Transportation. Knowledge of the Freight Forwarding and Carriers Associations is 
required. 
Field experience in NIS and/or Central European countries would be a distinct 
advantage 
Knowledge of the Russian language is highly desirable  
 

Transport Economist 
  

Education :  Transport Economist (specialised in Rail Transport) 
 
Experience and references: 
At least 10 years experience in Rail Transport Economics, Transit Fees and Transit 
Transportation. Knowledge of the MTT rail tariff is required 
 
Field experience in NIS and/or Central European countries would be a distinct 
advantage 
Knowledge of the Russian language is highly desirable 

 
Transport Economist 
  

Education : Transport Economist (specialised in Maritime Transport) 
 
Experience and references: 
At least 10 years experience in Maritime Transport Economics, Maritime Rates and 
Port Fees. 
 
Field experience in NIS and/or Central European countries would be a distinct 
advantage 
Knowledge of the Russian language is highly desirable 
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The Contractor is free to compose its team of specialists for short and medium term visits, as 
it thinks fit. However, although not exclusive, the following domains of expertise should be 
clearly visible in its proposed staff list: 
 

• Transport Tariffs and Transit Fee experience  
• International freight and logistics knowledge 
• Freight forwarding, legal aspects and codes of practice      
• Transport Economics and planning, road, rail and maritime 
• Port and Harbour operations and financial planning     
• Customs Legislation and procedures, world wide     
• Documentary requirements and systems including EDI    

 
The Contractor’s proposal must fully describe the experts to be assigned to the project, their 
precise domain of expertise applicable to the project, their individual roles in the achievement 
of the project objectives, the timing, duration and location of their assignments. Time spent in 
the beneficiary states and at home office is to be clearly shown. Proposals should also be 
included of the methodology to be used to co-ordinate the working groups and the 
communication between each of them and the Contractor. 
 
Counterparts (and in particular the National TRACECA Commissions) will be expected to 
provide assistance and to participate fully in meetings and discussions and to provide copies 
of previous relevant studies and documentation. For this to be effective, some personnel from 
the National Commissions will need to be seconded to the Contractor to ensure the necessary 
level of management authority and to provide the element of on-the-job-training.  
 
The proposed time-cost element for such contributions should be clearly visible in the 
Contractor's proposal. There should aim to be a reasonable balance between inputs from local 
experts in different TRACECA states. 
 
 
4.2.2  Project Management 
 
The project is to be managed from a regional centre. The Contractor will work closely with 
the Permanent secretariat in Baku at all times, with National competent authorities, primarily 
the TRACECA Commissions at local level, and where appropriate, with other relevant 
National and International institutions and organisations. In designing project deliverables it 
may be appropriate for the Contractor's staff to work for periods alongside staff of the 
Permanent Secretariat.  
 
The principal objective of this project is regional harmonisation and the majority of 
deliverables will be uniform and applicable to all the participating states. Therefore activity in 
each individual state should always be clearly focussed on the international dimension. The 
Contractor should regard individual national counterparts as sources of verification of 
proposed overall regional solutions and should not be diverted into advising and working on 
purely local problems, which are the responsibility of national TACIS programmes. 
 
The Contractor should bear in mind this regional (rather than local) emphasis in planning its 
travel and staffing requirements and a draft schedule of visits including flight requirements 
and overall travel budget should accompany its proposal. It is appreciated that this may need 
to be adjusted at inception report stage or later with the agreement of the Task Manager.  
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The ratio of working time spent in the Contractor's home office, at the Permanent Secretariat, 
at a regional centre (if a centre other than Baku is selected) and on mission in the region 
should be clearly visible in the Contractor's proposal. 
 
The Contractor will be required to attend occasional co-ordination meetings in Brussels. 
  
4.2.3  Project kick-off meeting 
 
The Contractor will organise a project kick-off meeting in Baku to agree the pre-inception 
report phasing of the work and to establish priorities in discussions with the Permanent 
Secretariat. It will be helpful if the Permanent Secretariat can organise attendance of at least 
some of the National Secretaries for this initial round of meetings and brainstorming. 
 
4.2.4  Informing National Commissions through presentation of reports 
 
The Contractor will host meetings of National Secretaries in regional centres (Kiev, Tashkent 
or Bishkek appear to offer a balance of overall convenience) to receive and discuss the 
Contractor's reports due at months 10 and 16. A wrap-up meeting following a similar format 
should take place in month 22 in Baku to agree the draft final report and project 
recommendations.   
 
4.2.5     Logistics 
 
The Contractor shall be responsible for arranging necessary living accommodation, travel, 
telecommunications and other expenses of project experts as well as interpretation, 
translation, the cost of printing, photocopying and similar office expenses required for the 
purposes of the work. This shall include the arrangements for regional meetings other than in 
Baku, as more particularly described in 4.2.4.  
 
It is assumed that office accommodation and services will be available to the Contractor at the 
Baku Permanent Secretariat and by arrangement with each of the National Commissions.  
 
The Contractor should budget for an appropriate sum of money to reimburse these 
arrangements following the guidelines set out in 4.4 below. 
 
4.3  Rough Timetable 
 
The project is to be substantially completed within 24 months.  
 
4.4  Global Budget 
 
A maximum budget of 2,000,000 Euro is available. 
 
The Contractor is free to indicate in its proposal the proportion of the global budget which it 
proposes to allocate to each task but it is appreciated that the exact emphasis may not be clear 
until presentation of the project inception report.  
 
This project does not envisage the specific purchase of equipment for counterparts, as this has 
been a major component of previous projects. Also the Contractor will have access to the 
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resources of the Permanent Secretariat in Baku and also to those of the National Secretariats. 
Therefore there should be no requirement for separate office accommodation and indeed the 
Contractor is strongly encouraged to integrate its project activities within the above 
mentioned bodies.  
 
In order to assist the sustainability of the Regional and National Secretariats and to defray 
foreseeable expenditure arising from its use of office resources the Contractor should indicate 
in its bid the sum it would allocate to the Permanent Secretariat in Baku and to the National 
Secretariats.  
 
For indicative purposes only the following may serve as a guideline: 
 
In Euro per working day 
Interpreters 90, Translators 70, Drivers 30, local support staff 85 
 
In Euro per working month 
Communications 1,000, Copying and Courier 800, Office Consumables 900 
  
No expenditure is foreseen for formal training seminars but the Contractor should allocate 
funds (and would be prudent to evaluate financial requirements and present them in his 
proposal) to cover the cost of: 
 
• National Secretaries attending the report presentations in regional centres other than Baku 
• Providing on-the-job training for key personnel in central locations 
• Providing any presentations of the project or its recommendations on a country by country 

basis that the Contractor may feel would enhance the overall sustainability of the project. 
 
5. Reporting 
 
All reports are to be delivered in the numbers, languages and locations as follows: 
 
 Bound  Loose-leaf Diskette 
 English

  
Russian English Russian (Eng.+Rus) 

Brussels 
 

2 0 0 0 1 

Permanent  
Secretariat 
in Baku 
 

3 3 1 1 1 

12 National 
Secretaries 

1 1 0 0 1 

      
 
The Contractor is to provide reports directly to key Beneficiaries, which may substitute for 
some of the reports to be distributed other than according to the table above. Lists of 
addressees for each issue of the reports are to be provided to Brussels and the Permanent 
Secretariat.  

Copies of the Delivery Notes to the recipient(s) are to be provided by fax or mail to the 
Permanent Secretariat. 
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The importance of high quality Russian texts, delivered on time, cannot be over emphasised. 
The reporting dates in these ToR are for the delivery of the Russian and English language text 
to be provided at the same time. 

5.1  Computerisation 
In order to include reports on the TRACECA web site and to allow further data processing, 
each report must be provided by the contractor under an electronic file “.doc” (Microsoft 
Word) or “.pdf” (Adobe Acrobat). In any case, all texts must be composed with COMMON 
and SCALEABLE fonts in order to include photographs, booklets, maps, diagrams and 
drawings.  

Only photographs, logos and facsimiles of original documents will be accepted under a 
bitmap graphic format (inside the “,doc” or “pdf” file) though in this case they cannot be used 
in the document data processing. The resolution of bitmap files must be 150 dpi or less. 

Each report must correspond to one “,doc” or “pdf” file. Reports transmitted in multiple files 
and files of a different kind will be refused 

Contractors are invited to contact the Webmaster before any file transfer is attempted. 

All information to obtain the necessary software (Adobe Acrobat Pro 4.0 or higher) for 
creating Acrobat Reader files can be obtained at the following Internet address: 

http:/www.adobe.com/store/products/acrobat.html  
 
5.2  Project inception report 
 
An Inception Report in Russian and English shall be issued within 4 months of the start of the 
project. It must summarise initial findings and propose any modifications to the methodology 
and work plan, in accordance with TACIS Guidelines. 
 
It will also confirm or modify those bodies to be directly involved in the implementation. 
 
5.3  Deliverables 
 
In addition to the specific deliverables mentioned in 4.1, Working Papers on the many issues 
covered by the project should be issued regularly and discussed with the Beneficiaries. 
 
5.4  Project progress reports  
 
These reports will be submitted at the end of month 10, and month 16 and 22 and shall be in 
accordance with TACIS Guidelines. The third progress report will be the draft Final. Each 
report should be presented in the region as discussed in 4.2.4 above. 
 
In order to meet TACIS reporting requirements a brief administrative report will also be 
required on a quarterly basis (the inception, month 10,16 and 22 progress reports shall be 
deemed to satisfy their respective quarterly requirement). Production of the quarterly reports 
should not be allowed to take resources away from the principal task of achieving project 
deliverables and objectives. 
 
A monthly information report, the format of which is left to the Contractor's discretion and 
which should not normally exceed 5 pages in length, should in addition be provided to 
Brussels, the Permanent Secretariat in Baku and National Secretaries.   
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5.5  Final Report 
 
The Final Report will be submitted at month 24. 
 
All Reports required to be in accordance with TACIS Guidelines must include an Executive 
Summary. Progress reports and quarterly reports should note any deviation from the 
Contractor's schedule and any difficulties encountered as well as actions proposed to 
overcome them. 
 
6.  Factors Ensuring Sustainability 
 
6.1 Institutional appraisal 
 
The project poses a considerable institutional challenge, both at the national and regional 
level. The harmonious development of the present situation is the core objective of the 
project. The signature and ratification of the MLA indicates that the beneficiaries are 
themselves placing the highest priority on achieving concrete results, which TRACECA 
wishes to support by this project. The Contractor should not hesitate to invoke the support of 
the IGC via the Permanent Secretariat in Baku where local impediments cannot be overcome 
via the TRACECA National Commissions though it is assumed that these Commissions will 
themselves have all necessary authority to deal with situations which arise.  
 
6.2 Economic and financial appraisal 
 
Most of the beneficiary countries have already created a National TRACECA Commission 
comprising personnel from key Government Ministries and National Associations. The 
TRACECA States will benefit from the long-term financial viability of the project, as its main 
aim is to reduce overall costs and delays and minimise unauthorised payments. Quicker 
delivery times should reduce inventory costs that are inevitably passed on to the consumer in 
the form of higher prices. The volume of trade will have the potential to be increased within 
the same infrastructure cost, which should result in economies of scale for the traders, lower 
prices for the consumer and with increased volume of better managed trade there should be an 
increased tax revenue to the government. 
  
6.3 Political Environment 
 
The signature and ratification of the MLA indicates a positive political environment with 
potential for the highest level support. 
 
7. Environmental Impact 
 
With transparency in transit fees and simplified procedures on tariffs (with co-ordinated 
actions by the Harmonisation of Border Crossing Procedures Project) there should be a 
reduction in waiting time of road vehicles and trains at border crossings. This could have 
significant environmental benefits for the local environment. 
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8. Monitoring and Evaluation 
 

Key indicators: 
 

•  Council of Heads of Railways  established 
•  Road, Rail and Maritime Working Groups established 
•  A unified policy on all road transit fees and payments devised and discussed 
• A comprehensive review of the MTT system carried out and suggestions for 

improvements made 
• Easier access for traders to use rail freight services created 
• A User Guide to tariffs created for transport operators and traders. 
• Improved methodologies in setting rail tariffs devised 
• Evaluation of tariff/cost relationship in maritime and port rates carried out and 

recommendations for improvements made 
 
 


