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1 INTRODUCTION 

The intermodal capabilities of countries are defined by the presence (or absence) of facilities 
and terminals and their capacity to handle intermodal freight transport in intermodal transport 
units (containers, vehicles, swap bodies). 

The capabilities, hinterland connections and operational features of the coastal transshipment 
points for containers and vehicles (ports in beneficiary countries in the Black and Caspian Seas, 
including rail-ferry operations) were analysed in the Maritime Sector Overview Report (Annex 3, 
Part I) and TRACECA Inland Waterways Reports (Annex 6: Part I - Dnepr; Annex 6: Part II - 
Danube). The present analysis concentrates on the inland intermodal capabilities. 

Intermodal freight transport involves the transportation of freight in an intermodal container or 
vehicle/swap body (Intermodal Transport Unit ITU), using multiple modes of transportation (rail, 
ship, barge and truck), without any handling of the freight itself when changing modes.  

The method reduces cargo handling, and thus improves security, decreases damages and 
losses, and allows freight to be transported faster. Reduced cost of a multimodal transport chain 
(rail, inland waterway and short-sea shipping) over exclusively road trucking is the key benefit 
for intra-continental use.  

The intermodal transport chain involves:  

 direct connections between a given terminal/Logistics Centre (origin) and 
another terminal/Logistics Centre (destination) using either rail transport, barge 
transport or short-sea shipping, without any transshipment of the goods,  

 intermodal terminals/Logistics Centres where handling and collection/delivery 
operations of the ITU are organized. 

Intermodal terminals or transshipment points are locations equipped for the transshipment and 
storage of Intermodal Transport Units (ITU) like containers and swap bodies. These 
transshipment points are crucial elements in intermodal transport chains for connecting different 
modalities. Their efficiency significantly affects the entire intermodal freight transport chain (EC 
2006).  

Intermodal terminals handle ITUs (Intermodal Transport Units). Rail terminals or inland 
waterway terminals create critical mass for efficient transportation in big numbers of ITUs, e.g. 
block trains and/or barges. These flows are decomposed into single units for final delivery to 
the receiving customer. 

In terms of modalities, terminals are believed to connect at least two transport modes, which 
usually are road and rail, although waterborne modes (sea and inland waterways) can also be 
integrated.  

At the same time, main inland intermodal terminals shall (partly or completely) serve as Dry 
Ports as far as border crossing procedures for international freight transport in ITUs are 
concerned. A Dry Port is ‘a common user facility with public authority status, equipped with fixed 
installations and offering services for handling and temporary storage of any kind of goods 
(including containers) carried under customs transit by any applicable mode of transport, placed 
under customs control and with customs and other agencies competent to clear goods for home 
use, warehousing, temporary admissions, re-export, temporary storage for onward transit and 
outright export’ (ECE/UNCTAD/CCC). 

Thus, the technical and organisational handling capacities of the inland terminals is vital for the 
efficient functioning of the inland Dry Ports/terminals/Logistics Centres, but equally important is 
the effective and seamless functioning of public authorities in connection with international 
intermodal transport chains.  

http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA3.1.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA3.1.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.1.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.2.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.2.pdf
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Finally, this concept received further development in Europe and other parts of the world by 
adding the investment of logistics operators, warehouse facilities and additional service 
providers on the same territory as the intermodal terminal facilities and the public authorities 
responsible for border crossing procedures.  

This, again, helps to avoid additional handling operations of the cargo and creates both an 
economy of scale and opportunities to bundle activities into their spheres of collection and/or 
final distribution of cargo.  

As a result, the establishment of an efficient inland terminal/Dry Port/Logistics Centre is a large-
scale real estate project, with both private and public sectors involved.  

With the introduction of new and modern ways of attracting investment using the concept of 
Public Private Partnership (PPP), one of the main components of the transport sector 
development in terms of its multimodal capabilities is the establishment of inland 
terminals/Logistics Centres.  

Although developing inland terminals/Logistics Centres should be primarily a business-related 
activity, public authorities have a clear role to play in creating the appropriate framework 
conditions, and promoting the development of this kind of logistics infrastructure on the political 
agenda.  

In particular, public participation is essential for the creation and the development of such 
large-scale infrastructure projects, which compares to public investment into roads and railway 
lines, ports, or airports. As an example, in order to mitigate the pressure of land speculation 
around large cities (where real estate speculation is intensive) public authorities promote land 
acquisition operations and prepare the areas for future private logistics operators.  

Within the EU Medlog1 initiative the functions and responsibilities of the public promoter of 
the logistics platforms (besides the responsibility of providing access to infrastructure) is 
proposed in accordance with a specification that includes the following elements: 

 environmental charter, 

 safety/security, 

 compliance with the prescribed ratio of built areas to undeveloped land and green areas, 

 traffic routes (road and rail), 

 internal broadband communication network (e.g. fibre optic), 

 internal water and energy distribution networks, 

 equipment for generating renewable energy, 

 sewerage, drainage, wastewater collection, reservoirs, 

 transport and logistics training centres. 

Within the logistics platform the following buildings that all correspond to functions and services, 
are proposed to be built: 

 leased warehouses, 

 an administrative centre, 

                                                
1
 MEDLOG network - A Euro-Mediterranean network of logistics platforms, see for example the EIB report 

from 2010: http://www.eib.org/attachments/country/logismed_en.pdf 



   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 4 of 44 Annex 7 Master Plan 

 buildings for communal services, 

 controlled temperature warehouses, 

 buildings and storage facilities for dangerous and polluting substances in accordance 
with local needs, such as the import of oil products, 

 buildings for maintenance and container depots (empties for return). 

Services provided by the management company include: 

 access control, security, safety (risk prevention), 

 waste collection, maintenance of the green areas and the road system, lighting of the 
area, 

 catering facilities for staff and visitors, 

 staff transport within the area and to nearby urban centres, 

 a medical centre, 

 a specialized temporary employment agency, 

 a road transport centre, a service providing hire, upkeep and maintenance of handling 
equipment, 

 a container depot, a storage area for dangerous substances, a controlled temperature 
warehouse, 

 a training centre for trades in the logistics sector, 

 a data processing and transmission centre. 

Public services are offered through the following facilities: 

 a customs centre (administrative buildings and inspection area), 

 a medical and plant health centre for food products, 

 a technical inspection centre for vehicles and equipment subject to special regulations, 

 a State security centre (national police, local police, etc.). 

Finally, it has been proposed that properties should be marketed on two bases: 

 leasing (short or long term), particularly for the plots that have been already developed, 

 sale (for a relatively small part of the area of the platform – 10-15%). 

Naturally, equal and free access of all market players to the intermodal facilities (at least for 
those that have received public funding) is worth mentioning as a fundamental principle of the 
operation and success of the Logistics Centre. The operator of the handling facilities (rail-road 
or rail/road – inland waterway container terminal) will be obliged to render its services following 
this principle to avoid dominant and monopolistic market structures.  
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2 LOGISTICS CENTRE PROJECTS IDENTIFIED BY PREVIOUS EU-FUNDED 
TRACECA PROJECTS 

Following a similar approach, the EU funded two TRACECA projects for the Western part of 
NIS/Caucasus and Central Asia, which prepared individual feasibility studies for Logistics 
centres, and, thus, supported and promoted the development of Logistics Centres throughout 
the TRACECA corridor. 

As a result, by early 2011 eleven feasibility studies were available and the projects were as Pilot 
projects to be followed up included into the scope of the current LOGMOS project. 

Figure 1: Map of TRACECA Showing LOGMOS Pilot Projects 

 

It is worth noting that these feasibility studies were prepared in 2009-2010, during the global 
financial crisis which saw a sharp drop in economic activity and, consequently, container 
transportation throughout the whole region (up to -50%). Market conditions were characterized 
by a climate of uncertainty and, as the development of the last two years shows, not all formerly 
existing traffic flows to and from the beneficiary countries have recovered to pre-crisis levels. 

Reports on the two projects (and the respective feasibility studies mentioned in the text below) 
are available on the TRACECA web page following these two links: 

http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-
caucasian-countries-and-western-nis-countries/documents/ 

http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-
asian-countries/documents/ 

As the concept described above is new to most of the countries of the region (not a single 
Logistics Centre following the features mentioned above is operating in the beneficiary 
countries), this requires an awareness building process within the public sector where new 

http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-caucasian-countries-and-western-nis-countries/documents/
http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-caucasian-countries-and-western-nis-countries/documents/
http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-asian-countries/documents/
http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-asian-countries/documents/
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inland container handling terminals are widely perceived as a private sector activity with no 
public support required.  

The two EU-funded TRACECA projects on International Logistics Centres2 (followed by the 
activities of the LOGMOS project) have contributed to awareness, comprehension and a 
change of attitude within the state authorities in the beneficiary countries. Studies of IFIs as the 
World Bank, ADB and others have contributed to this as well, underlining the need for public 
support for inland intermodal terminals/Logistics Centres. 

Based on the definition and functions of a Logistics Centre (Logistics platform, Freight village, 
Inland Dry Port) these projects require a high degree of coordination and cooperation within the 
public sector (ministries, agencies involved in border crossing procedures, local municipalities, 
state owned railway companies, etc.) and between the public sector and the private sector 
(transport, logistics and financing businesses). 

Consequently, the preparation process for implementation is complex and decision making on 
several levels takes more time compared to a single mode rail or road public investment project.  

Without repeating the findings of the respective feasibility studies, the results of the studies and 
the progress since the delivery of the feasibility studies can be summarized as follows: 

The maturity of the identified and selected projects differs widely, some of them are subject to 
prior construction/extension of ports (ILC at Alyat, Azerbaijan, ILC at Turkmenbashi, 
Turkmenistan) or decisions about suitable land plots to be used (Osh, Kyrgyzstan), while others 
were based on the further multimodal development of existing (partly or entirely private sector) 
logistics facilities (Dry Port Euroterminal Odessa and Boryspil Commercial park, Kiev, Ukraine; 
Air cargo terminal, Navoi, Uzbekistan; International airport, Marculesti, Moldova). 

While in the Western NIS (with the exception of Moldova3) all proposed International Logistics 
centres are located near capital cities or major urban centres, no capital city/major economic 
centre of the respective Central Asian countries was covered by the previous TRACECA 
project.  

In the Western NIS and the Caucasus all feasibility studies were based on specific land plots 
with a clear ownership structure, in Central Asia only the proposed ILC at the airport of Navoi 
was based on specified real data. All other pre-feasibility studies for International Logistics 
centres assumed that a land plot would be defined and made available for the project in the 
future. 

As all selected locations required the approval from the respective beneficiary country, there 
was certain reluctance in Central Asia to follow the concept described above some years ago.  

A short description of the projects, including a summary of the current status of implementation, 
is presented below. 

 

                                                

2 Links to the project websites: http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-

the-caucasian-countries-and-western-nis-countries/documents/ 

http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-asian-
countries/documents/ 
3
 In the early stages of the TRACECA project ‘International Logistics Centres for Western NIS and the 

Caucasus’ Chisinau, based on the container terminal of Moldovan railways, had been proposed as the 
most favourable location for an ILC. Due to lack of cooperation from the Moldovan railways in 2009, the 
location was changed to FIA Marculesti upon request of the beneficiary.  

http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-caucasian-countries-and-western-nis-countries/documents/
http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-caucasian-countries-and-western-nis-countries/documents/
http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-asian-countries/documents/
http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-asian-countries/documents/
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ILC AT ZVARTNOTS INTERNATIONAL AIRPORT, ARMENIA 

Mode: Multimodal (Road/Rail/Air) 

Investment Volume: EUR 24.4 M 

Project Status: Defined as Priority Project by the Armenian 
Government, first steps towards 
implementation taken 

 

Geographical Description 

The Zvartnots International Airport site of 36 ha is located about 12 km to the south-west of 
Yerevan city centre, adjacent to the Airport (about 300 m). The nearest city road is 1.5 km away 
and the direct distance to the main railway line is approximately 1.3 km, providing opportunities 
for easy connections to the site. 

The proposed ILC at the Zvartnots International Airport will be developed as a competitive 
logistics site and as an integrative part of the TRACECA network. The site will offer several 
logistics functions and well developed land plots with excellent infrastructure and facilities for 
logistics service providers and logistics intensive industries. 

The potential for the ILC in Yerevan lies in the development of more diversified export products 
(including food processing based on domestic agriculture) and the development of foreign trade 
relations with Georgia, Turkey and Iran. 

The identified needs and site requirements of potential private sector stakeholder and partners 
are the following: 

 New capable and well accessible road access from/to main TRACECA road M4 
(Yerevan – Sevan – Dilijan – Ijevan – Tbilisi).  

 New accessible road access from/to highways M2 (Yerevan – Angarak) to Iranian 
border and M1 (Yerevan – Ashtarak – Gyumri) to Turkish and Georgian border.  

 Direct railway access to TRACECA railway line. 
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Figure 2: ILC at Zvartnots International Airport Location 

 

Synergies can be created with the development of an integrated Free Economic Zone. New 
market opportunities depends mainly on the opening of international borders that are now 
closed to trade, and the completion of transport infrastructure projects linking the South 
Caucasus region with Turkey and Iran. The time horizon for these developments is uncertain, 
and Georgia and Azerbaijan are to some extent better placed to exploit them. 

Technical Description 

There is an urgent need to improve transport and logistics infrastructure and systems in order 
to:  

 promote and diversify exports, which remain dominated by bulk mineral products despite 
recent growth of the value of food exports, 

 allow more efficient sourcing and movement of imports, saving foreign exchange and 
reducing the costs for the industry and its consumers. 

An efficient tri-modal logistics facility at Yerevan would facilitate containerization of suitable 
cargo (particularly food exports and a wide range of consumer and intermediate imports) and 
allow block trains to operate to Georgian ports and to Russia via Georgia. When the borders 
with Azerbaijan and Turkey are opened to trade there will be an increased potential for more 
efficient transportation. 

The proposed ILC at ZIA will be developed and upgraded to become a highly productive and 
competitive logistics site as a part of the TRACECA network. The different warehouses and 
areas for logistics services will be developed under consideration of the requirements of 
regional and international stakeholders. Three functional areas for ‘logistics services’, ‘container 
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terminal’ and ‘logistics-intensive industries and trade’ have been delineated. The functional 
‘logistics services’ area will be developed with a focus on transport, handling and storage 
facilities for logistics providers and operators (like warehousing, distribution centres, etc.). The 
functional ‘container terminal’ area will include a combined transshipment module for the rail-
road handling of containers, semi-trailers and swap bodies as well as project cargo. A container 
service centre with container depot, customs clearance, container packing, container repair and 
cleaning will be established. Finally the functional ‘logistics intensive industries and trade’ area 
will be developed with its focus on the settlement of logistics intensive industrial companies (like 
food processing companies or agricultural machinery, aviation and automotive industries) and 
commercial enterprises (such as distribution centres for retailers). 

Implementation 

The Government of Armenia has decided to include the project into the list of priority projects in 
the transport sector. 

A PPP scheme is being implemented where the Government of Armenia will take care of land 
acquisition for new transport access links (road and rail), the construction of a new access road 
to the airport area and for the extension of the land plot.  

In 2011-12 new road access to the area was designed and coordinated with ongoing road ADB-
financed infrastructure projects in and around Yerevan (North-South corridor project and 
Yerevan city centre by-pass). This was supported by the LOGMOS project. 

The Concessionaire of Zvartnots airport, Armenia International Airports CJSC, has finalized a 
design study for new railway access linking the ILC, the Free Economic Zone, the fuel farm of 
the airport and the new passenger terminal to Masis railway station and the city centre.  

Currently, discussions are underway between the airport concessionaire, the South Caucasus 
Railways and the Government about their respective shares in the investment needed and 
operational issues.  
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ILC AT THE NEW BAKU INTERNATIONAL SEA TRADE PORT AT ALYAT, 
AZERBAIJAN 

Mode: Multimodal (Road/Rail/Sea Port) 

Investment Volume: EUR 38 M 

Project Status: Priority 

 

Geographical Description 

The ILC on a 50 ha land plot at the New Baku International Sea Trade Port at Alyat is a 
greenfield site and located about 70 km to the south of Baku, on the Caspian Sea, where 
TRACECA and North-South Corridor cross each other: 

 Road: the east-west highway M4 and M1 (Baku – Tbilisi – Poti/Batumi) and the 
north-south highway M2 and M3 (Russia via Baku to Iran). 

 Rail: the main railway to Georgia (Baku – Tbilisi – Poti/Batumi) and the railway 
from Russia to Iran via Baku, Lenkoran and Astara, which cross at Alyat Station. 

Figure 3: ILC at the New Baku International Sea Trade Port at Alyat Location 

 

Technical Description 

The ILC development project will bring the following benefits: 

 Improved containerization along the TRACECA corridor, development of the new type of 
transport and logistics services to increase attractiveness of the TRACECA route in 
terms of liability of transportation and supply chain, reduction of travel times and costs. 



   

Logistics Processes and Motorways of the Sea II 

 

 

 Master Plan Annex 7 Page 11 of 44 

 Development of new businesses in freight transport and logistics sector in the metropolis 
region of Baku, contribution to the port attractiveness as a central hub on the Caspian 
region, thus creating a shift of cargo flows onto the TRACECA corridor. 

 Facilitation of intermodality and development of the container transportation on Caspian 
Sea. 

 Becoming a linking node in the network of the Logistics Centres in Central Asia and 
logistics terminals in Iran and Russia, thus contributing to the continuity of the 
transportation along TRACECA. 

Implementation 

Construction of the New Baku International Sea Trade Port at Alyat is underway, dredging 
works were finalized in March 2013 and construction of the quay walls has started. Land filling 
activities are well advanced for the territory of the future port. The start of operation for the new 
port is planned for late 2015/early 2016. 

The project has two consequent steps: 

 New development of infrastructure on BOT basis (preparation of the plot, utilities, 
communication, integration into the transport network via access railway and access 
road, development of the Logistics Centre land plot (land filling), internal road and 
railway network, establishment of the container terminal). 

 Attraction of the logistics business to settle in the new facility, i.e. investment in 
warehouses, logistics facilities, supporting services, establishment of the value added 
services in the Logistics Centre. 

The construction of the port is an up-stream project for the development of the International 
Logistics Centre. While the construction of the port is progressing under the responsibility of the 
Ministry of Transport and a dedicated company for the development of the port territory has 
been created, the development of the adjacent ILC land plot is under the responsibility of the 
Ministry of Economy as an investment promotion project. Preparation of the ILC land plot, the 
definition of the share of public investment, the design of the PPP scheme and coordination with 
other public services involved (customs, etc.) remain on the agenda. 
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ILC AT TAM/VELI SITE, TBILISI, GEORGIA 

Mode: Multimodal (Road/Rail/Air) 

Investment Volume: EUR 41.3 M 

Project Status: Under development 

 

Geographical Description 

The TAM/Veli site is located 3 km from Tbilisi International Airport and 15 km from Tbilisi City. 
The total area is 217 ha. The operator of the TAM is JSC Tbilisi Aircraft Manufacturing (TAM), 
owned by the Georgian state (Ministry of Defence). The site with its own runway is being used 
for test flights by the company. There is about 63 ha of land available for the development of an 
ILC (including 15 ha extension area and 12 ha at Veli Terminal).  

Road: TAM/Veli site has a direct connection to the road Tbilisi – Rustavi (the largest industrial 
city in the Tbilisi region). The envisaged road access of the future ILC guarantees a connection 
via country road to the main highway S9 (Poti (S1) – Tbilisi – Baku/Yerevan). The nearest 
junction with the main highway is about 7 km away. The existing country road, which connects 
the land plot with the main highway, is in poor condition and will have to be repaired and 
upgraded.  

Railway: The future ILC area at TAM/Veli will link to the TRACECA railway line (Poti – Tbilisi – 
Baku) in cooperation with the Container Terminal Veli. The CT Veli, adjacent in the north of the 
TAM territory, is situated on the main railway line (Poti – Tbilisi – Baku) and will be used for rail-
road transshipment operations. The Tbilisi Marshalling station (located roughly 3 km away from 
TAM/Veli) is the main railway junction for directions to Azerbaijan and Armenia). Georgian 
Railway JSC is currently implementing the Tbilisi Railway Bypass project, a new double track 
railway route that will bypass the central area of the city of Tbilisi and could upgrade the Tbilisi 
Marshalling station. 

Located in the eastern outskirts of Tbilisi metropolitan area, the ILC will have adequate access 
to the existing railway line and to the major road network, including the road links to the 
Georgian Black Sea ports of Poti and Batumi, Turkey, Azerbaijan and Armenia.  
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Figure 4: ILC at TAM Logistics City Tbilisi Location 

 

Technical Description 

The main objective of the planned Logistics Centre is to: 

 provide integrated logistics services, develop a logistics hub to cover the industrial 
centre and catchment area of Tbilisi, and create a railway container hub for the South-
Caucasus region, 

 foster cooperation between the TAM land plot and the Veli Railway Container Terminal, 
in terms of the ILC providing tri-modal transport access, and benefit from potential 
synergy effects.  

The TAM/Veli land plot will be developed and upgraded to a highly productive and competitive 
logistics site as a part of the TRACECA network.  

The site has the potential to become a major railway hub for container block train operations 
between Turkey/Black Sea and the Caspian Sea/Central Asia, including the important link to 
Armenia.  

The different warehouses and areas for freight transport and value-added logistics services will 
be developed with consideration for the requirements of regional and international stakeholders. 

Other Involved Parties 

Ministry of Defence, Ministry of Regional Development and Infrastructure of Georgia, Aircraft 
Manufacturer TbilAviaMsheni (TAM) and Georgian Railway JSC. 
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Implementation 

The implementation of the project has been halted due to different and partly conflicting 
interests among the various public sector stakeholders, a change of ownership of the TAM site 
and the decision by Georgian railways to operate an alternative new container terminal in the 
same area of the city of Tbilisi, where less investment was needed to start operation (the former 
railway container terminal in the city centre was closed in 2010 in connection with the Tbilisi rail 
by-pass project). The mid and long term perspectives for the development of this container 
terminal close to the road to Tbilisi international airport are limited due to space restrictions.  

The Ministry of Economy and Sustainable development is continuing its efforts to promote the 
project and coordinate the future activities of the parties involved. The LOGMOS project 
prepared an updated information paper for this project in October 2013. 
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AKTAU INTERNATIONAL LOGISTICS CENTRE, KAZAKHSTAN 

Mode: Multimodal (Road/Rail/Sea) 

Investment Volume: USD 33.4 M 

Project Status: Under development 

 

Applicant, Sponsor, Beneficiary, Promoter 

The Kazakhstan Ministry of Transport and Communications, Ministry of Trade and Industry 

Geographical Description 

The Aktau ILC with a size of 8 ha is positioned within the Aktau SEZ, close to the port, which 
holds a very strategic location on the North of the Caspian Sea. Aktau is also particularly 
important for the TRACECA corridor as it constitutes the gateway to Kazakhstan and Central 
Asia and the main transit centre for a variety of products. 

The Aktau ILC will have direct access to road, rail and seaport infrastructure:  

 Road: the AH70 East-West branch Aktau – Zhetybai and the North-South branch 
Zhanaozhen – BCP with Turkmenistan. 

 Rail: Aktau is connected to the Kazakh national railway network which goes up to the 
Chinese border. 

 Seaport: shipments of cargoes from Aktau port are carried out towards Baku 
(Azerbaijan), Turkmenbashi (Turkmenistan), Iranian and Russian ports. 

Figure 5: Aktau ILC Location 
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Technical Description 

The Aktau ILC will provide modern modal facility and logistics terminal enabling multi-functions 
and a turnkey customer service through transshipment, storage, processing of goods and a fast 
efficient throughput of cargo. 

Benefits will include: 

 savings in transport costs and waiting time, as well as an improvement in time spent at 
the port and customs clearance, 

 improved containerization along TRACECA corridor, development of the new type of 
transport and logistics services to increase attractiveness of the TRACECA route in 
terms of liability of transportation and the supply chain, 

 development of the new businesses in freight transport and logistics sector in Aktau, 
contribution to the port attractiveness as a central hub on the Caspian region, thus 
creating a shift of cargo flows onto the TRACECA corridor, 

 facilitation of intermodality and development of container/Ro-Ro transportation on 
Caspian Sea, 

 linking node in the network of the Logistics Centres in Caucasus, Central Asia and 
logistics terminals in Iran and Russia, thus contribution to the continuity of the 
transportation along TRACECA. 

Source of Repayment 

Budget and Concession to a private sector organisation for operating and managing the 
Logistics Centre. 

Related Investments 

Overhaul works and construction of roads are planned for the 50km-long Zhanaozhen – 
Fetisovo – Turkmenistan road and the 35km-long Beyneu – Akzhigit – Uzbekistan road. 
Overhaul works are also planned for the 589km-long Dossor – Kulsary – Beyneu – Sai – Utes – 
Shetpe – Zhetybay – Aktau road that connects with Atyrau oblast. 

Construction of a new railway line Zhezkazgan – Beyneu has started, shortening the distance 
from Aktau to the Chinese border and the Eastern part of Kazakhstan. 

The extension plans of the port of Aktau are under review, currently, after the port has been 
transferred to KTZ (Kazakhstan railways).  

Implementation 

In the basic documents for activities allowed within the Free Economic Zone, warehousing and 
logistics activities have been added. Several companies have shown initial interest in investing 
into these spheres of business in the Free Economic Zone.  

However, this did not result in investment as rail transport access to the port of Aktau and rest 
of Kazakhstan depends on Kaskortransservice, which owns the main railways facilities allowing 
access to both the port of Aktau and the Free Economic Zone.  
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OSH INTERNATIONAL LOGISTICS CENTRE, KYRGYZSTAN 

Mode: Multimodal (Road/Rail/Air) 

Investment Volume: Unknown 

Project Status: Site for implementation proposed 

 

Promoter 

Ministry of Transport and Communications of Kyrgyz Republic 

Geographical Description 

The ILC is well located North of Osh, on the border with the Kara-Suu district, with a site of 10-
14 ha within the territory of a former textile mill of 44 hectares. The northern part of the former 
textile mill, according to plans of the local administration, will be developed as a new wholesale 
market for the city of Osh. The area was chosen given the nearby proximity of road, rail and air 
connections. 

 Road: Immediate connections are possible with the national highway M41 linking 
Bishkek to Osh and Kasymbekov street, which connects Osh to its international airport. 
By road, the distance to the Dostyk BCP with Uzbekistan is 8 km, to Tajikistan is 246 
km, and to China is 253 km. 

 Rail: The ILC is served by outdated rail paths, which connect the power station, located 
inside the territory of the mill, to the national network. The distance between the ILC and 
the rail station Osh-2 is about 1,350 m. 

 Air: The international Airport of Osh is located about 8 km from the ILC. 

Figure 6: Osh ILC Location 
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Technical Description 

A technical description, taking into account the specific condition at the site, should be subject 
to a more detailed update in the Feasibility study prepared in 2010.  

Initial findings during the mission of the LOGMOS team in July 2012 proposed to include 
temperature controlled warehousing and processing of agricultural export goods into the 
functions of the future Logistics Centre. 

Socio-Economic Description 

This project will have a big impact on intermodality in Southern Kyrgyzstan, creating 
opportunities for transshipment between the three modes of transport (road, rail and air).  

Source of Repayment 

Budget and Revenue in the form of rent paid for land, buildings and other infrastructure and 
superstructure that the investors install and finally revenue from providing a range of auxiliary 
services to tenants and users. 

Implementation 

During the TRACECA project ‘International Logistics Centres/Nodes Network in Central Asia in 
the Republic of Kazakhstan, Kyrgyz Republic, Republic of Tajikistan, Republic of Uzbekistan 
and the Republic of Turkmenistan’, a Feasibility Study had been prepared for an International 
Logistics Centre in Osh in 2010. However, the area for location of a logistics centre has been 
generally identified; no specific plot of land with exact boundaries had been defined for the 
implementation of the project.  

During an expert mission of the LOGMOS project in July 2012, the premises and land plot of the 
former textile mills were proposed as a possible location for the ILC. The site was evaluated as 
suitable for the development of a Logistics Centre. This was discussed with the local 
administration and the Ministry of Transport and Communication of Kyrgyzstan and a 
preliminary assessment, defining the next steps to be taken, was prepared for the Ministry of 
Transport and submitted to the beneficiary after the mission.  

During the next expert mission of the LOGMOS project in December 2013, no progress has 
been obtained in terms of allocation of the land plot of the former textile mills for the 
development of ILC. It was clarified that the land plot is owned by two or three private persons 
who would have interest to bring the land into the equity of the planned ILC.  

There was an alternative land plot of approx. 2 ha proposed by the Ministry of Transport and 
Communication and the Government of Osh region in village of Karatay, 22 km away south east 
from Osh. The local government is ready to make the site available for ILC development. The 
site has a direct road access to TRACECA Corridor via M41 Osh- Irkeshtam (China). A distance 
to the railway link is ca 12km. Access to the electricity network is available. Water supply does 
not exist. The site is relatively narrow for integrating logistics service areas (widest part is 
approx. 140 m) having an altitude difference of approx. 8 m. The site has no extension 
possibilities, as it is adjacent to a mountainous area. The investments for site preparation are 
extremely high and do not fit into the costs elaborated within the feasibility study of 2010. 
Therefore, due to the absence of railway access, no extension possibilities and high cost of the 
necessary soil works, the proposed site cannot be considered as an alternative. 

The Ministry of Transport is also considering an alternative site of a former textile factory in Osh 
city. The site has as total area of approx. 23 ha. It is adjacent to a former abandoned power 
station. This provides for extension possibility of approx. 20 ha at later stages of development. 
Some old buildings and facilities are still located on the territory of this site. The site has a direct 
access with railway and city road. However, rail track at the territory is in a very bad condition 
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and practically not usable. Road access also needs to be upgraded to provide for regular truck 
operations.  

Despite this territory has enough development spaces, utilities access, relatively low earthworks 
and prerequisites for integration into the road and rail networks, its biggest disadvantage is a 
location within a city of Osh. This will cause additional freight traffic through the city and traffic 
congestion in the city.  

The next possible steps to be taken in the project development are: 

 Definition of the site location and boundaries remains the central question. Clarification 
of a position of Kyrgyz Government in terms of purchase/allocation the land plot for the 
development of a Logistics Centre and participation in the project as an co-investor; 

 Despite general comprehension of the Government regarding necessity of location of 
customs services within the boundaries of logistics area,  practical steps of assuring of 
customs presence on the logistics centre territory should be taken; 

 Apart from nomination of the site, in general terms, the commitment of the Government 
to take over investment-intensive land allocation / acquisition, site preparation, provision 
of basic infrastructure access and utilities should be assured / included into the policy 
principles for development of logistics node.  

 Clarification of interest of land owners in the development of ILC; 

 Work closely with ADB active in the region, and targeting development of logistics 
facilities in major nodal points of Kyrgyzstan including Osh.  
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ILC AT THE FREE INTERNATIONAL AIRPORT MARCULESTI, MOLDOVA 

Mode: Multimodal (Road/Rail/Air) 

Investment Volume: EUR 12 - 20 M 

Project Status: Priority 

 

Promoter 

Ministry of Transport and Road Infrastructure, Republic of Moldova 

Free International Airport Marculesti (FIAM) 

Geographical Description 

The ILC with territory of 40 ha is located about 30 km east of the city centre of Balti. There are 
reasonably good connections to the urban and national highway network, but limited integration 
with the international road network. Thus, there is a need for future road network improvements 
in order to enhance integration and accessibility. The Marculesti International Airport site is 
located directly on the TRACECA railway network, which gives an adequate integration and 
accessibility with regard to railway-based transport solutions. Additionally there will be a need 
for new local level access roads to the site, as well as railway access to the main line and 
present railway junction at Marculesti. 

Figure 7: ILC at the Moldova IAM International Airport Marculesti Location 
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Technical Description 

The project will build a new facility on the site of the primary building of FIAM (local territory) and 
create an intermodal Logistics Centre in Moldova. The project aims to increase the interaction 
with the city of Chisinau and the Free International port ‘Giurgiulesti’. Expected outcomes 
include significant cost reductions in international transport and a decrease in the average 
transit time for international traffic and regional distribution. 

The proposed project would substantially broaden the business, in particular by making it truly 
multimodal. In short terms, this would entail:  

 rehabilitating an existing branch line (0.24 km) to Marculesti Station, allowing cheaper 
fuel delivery by rail tanker instead of by road tanker, 

 completion of the construction of a new air cargo terminal.  

In subsequent phases it would entail:  

 constructing an access road (0.4 km) to an existing road running north to the main east-
west road R13, and rehabilitating that existing road (1.2 km), 

 constructing a container terminal equipped for inter-modal operations,  

 providing railway access to that terminal, making use of an existing dead-end entry line 
parallel to the main line that runs along the northern boundary of the site,  

 constructing temperature-controlled storage and handling facilities for agricultural 
produce and other temperature-sensitive goods; and preparing land for construction of 
specialized and multiple-use facilities. 

Socio-Economic Description 

This project will have a big impact on intermodality in Northern Moldova, creating opportunities 
for transshipment between the three modes of transport (road, rail and air). Additional 
environmental impact will be negligible since the proposed project is located in the Free 
International Airport ‘Marculesti’ (a former air base) with the status of a Free Economic Zone. 
Emission reductions will be achieved through the use of more effective and appropriate modes 
of transport (i.e. movement of freight from roads to railway). 

Source of Repayment 

Initially, interest came from the private sector with regard to land and activities in the FIAM, 12 
resident companies are present at the moment. In Moldova, there is a legislative framework for 
concessions. PPP could be an option with the successful example of the free port ‘Giurgiulesti’. 

Implementation 

The FIA Marculesti has been included into the Transport Strategy of Moldova as one of the 
multimodal hubs to be developed in the country (other hubs have been identified at Chisinau, 
the port of Giurgiulesti and close to the railway bogie-exchange facility at the Romanian border 
at Ungheni). The Strategy was approved by the Government of Moldova in September 2013. 

The improvement of road access to the site as an important step towards implementation is 
under consideration by the Ministry of Transport and road construction. 
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NIZHNIY PYANDJ INTERNATIONAL LOGISTICS CENTRE, TAJIKISTAN 

Mode: Multimodal (Road/Rail) 

Investment Volume: USD 8.3 M 

Project Status: Under elaboration 

 

Promoter 

Ministry of Transport of the Republic of Tajikistan 

Geographical Description 

Nizhniy Pyandj, is on the Tajik/Afghan border, the single and most important road border 
crossing for Tajikistan. The Nizhniy Pyandj Logistics Centre, with a proposed size of 4ha, will 
provide a modern logistics terminal, initially for single-modal truck delivery, but eventually 
allowing multimodal shipment by truck and rail, and multi-functions such as transshipment, 
storage and processing goods for general container cargo. The Logistics Centre will be a 
gateway for international export, import and transit container cargo and will also store and 
process consumer goods needed by local people in the Khatlon region. 

The area was chosen given the close proximity of road, rail and air connections. The access to 
the road will be provided through the existing connections. There is no rail connection but a rail 
line from Nizhniy Pyandj to Kolhozabad has been planned. This would provide the Logistics 
Centre with a direct rail connection and would transform the Nizhniy Pyandj Logistics Centre 
into an intermodal facility. The road connection to trunk corridors including TRACECA and 
CAREC is provided by Kurgan-Tube-Nizhniy Pyandj road finalised in 2012. 

Figure 8: Nizhniy Pyandj ILC Location 
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Technical Description 

The development plan of the Logistic Centre may include construction of the following buildings, 
depending on an update of the Feasibility Study of 2010 and the actual configuration of the land 
plot: 

 One single storey Class A1 warehouse, max 10 m high of 3500 sqm; for storage of 
general or hazardous cargo.  

 One single storey Class A warehouse, max 10 m high of 3500 sqm; for storage of 
perishable cargo.  

 Road container depot with capacity for 200 TEU containers (15 or 30 sqm per 
container).  

 Maintenance workshop.  

Other planned areas and installations include: 

 30-bed bunk room facility on first floor (reception & café/bar/restaurant on ground floor) 
of 2 storey detached building.  

 30-seat café/bar/restaurant on ground floor with adjacent reception.  

 Fuel/Service station with fuel bays (6 pumps) for trucks/cars and adjacent wash/service 
area.  

 Small retail outlet within a fuel/service station.  

 Dedicated secure truck (and car) parking with capacity for 60 trucks/cars.  

 Two storey office (1,000sqm per floor) building with canteen facilities.  

 Area zoned for other warehousing and storage for leasing and or concession.  

 Site access and presentation.  

 Depuration Plant Area.  

 Area zoned for future growth and expansion. 

Source of Repayment 

Budget and Revenue from concession to a private sector organisation for operating and 
managing the Logistics Centre. 

Related Investments 

The Tajik Ministry for Transport and Communication has developed an investment project for 
building the Kolhozabad – Nizhniy Pyandj railroad, which will be about 46km long. Three 
options for a rail alignment were defined in late 2013. A final decision of the Government on 
selection of the alignment is under preparation. The LOGMOS project recommended to the 
beneficiary to assure the railroad connection to the future logistics site, and allow for an access 
line from the site to the major railroad to be approved. 

Implementation 

During the TRACECA project ‘International Logistics Centres/Nodes Network in Central Asia in 
the Republic of Kazakhstan, Kyrgyz Republic, Republic of Tajikistan, Republic of Uzbekistan 
and the Republic of Turkmenistan’, a Feasibility Study had been prepared for an International 
Logistics Centre in Nizhniy Pyandj in 2010 

The Tajik Government has invested around EUR 1.2 M for the preparation of utilities (electricity, 
water supply) and fencing of the FEZ area. The site has no railway connection. The start of 
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construction of the Kolkhozabad – Nizhniy Pyandj railway line is not clear, as there is no 
ultimate decision on the alignment yet. 

The beneficiary has defined the land plot of ILC in Nizhniy Pyandj. The total area for the 
development of the ILC is 27 ha. International Road Transport Carriers' Association of Tajikistan 
(ABBAT) expressed an interest to develop logistics facilities at the 20 ha land plot. Initial 
investments in fencing the boundary of the ILC and construction of the gate have been 
completed. However, further investment partners and estimated start of the PPP project 
development are not clear yet.  

The Tajik private transportation company AMBAT Service has already leased 5 ha territory and 
started soil works for the construction of a truck terminal. According to the company, the 
estimated investment for the development of terminal amounts EUR 2.2 M.  

There are plans of the Government to promote the project under a PPP-scheme. It has been 
already included onto the priority list of logistics terminals of the PPP-Promotion Programme 
supported by the Government. Both development of PPP and support of logistics are part of the 
Government transport strategy 2025. These PPP developments are at the inception phase, and 
PPP implementation is being actively supported by UNECE and UN SPECA.  

In December 2012, a PPP law has been adopted. Based on this law a governmental resolution 
of July 2013 has been issued to establish a PPP National Management Board, and a dedicated 
state enterprise on implementation of PPP Projects. The State Committee on Investment and 
State Property is responsible state body managing PPP implementation. The PPP National 
Management Board was formed with in the beginning of 2014, and included high-level 
representatives of the Ministry of Transport. The first meeting of the PPP National Management 
Board was planned for July 2014. 

The UN SPECA is actively promoting PPP development in Tajikistan, and provided to the 
consideration of the Government a report on Tajikistan’s preparedness to PPP in November 
2013. The recommendations were discussed by the Ministry of Transport within the government 
in the first half of 2014. The consultation process with Ministry of Transport recommended to 
continue promoting logistics development at Nizhniy Pyandj under this format.  

In addition, ADB sees development of the PPP and logistics as two wheels of the cart. Logistics 
chains based on economic corridors, and capitalising on nodal hubs are included as underlying 
principles of the new ADB CAREC corridors development strategy. Nizhniy Pyandj is 
recommended as an important hub for promotion of regional trade and hence, contribution to 
sustaining peace and development in the region. Settling of the transport and logistics providers 
in the area indicates the commercial interest in the project, and assumes development potential 
once an applicable PPP-scheme is clarified. The specifications of the applicable PPP schemes 
are planned for 2014, under supervision of the National PPP Management Board.  

It is recommended to pursue the possibilities offered by UN SPECE, ABD CAREC for further 
follow up of the project development. It is also essential to include logistics centres development 
activities on the agenda of the National PPP Board. The best practices of state support and 
private business attraction should be pursuit.  
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TURKMENBASHI PORT INTERNATIONAL LOGISTICS CENTRE, TURKMENISTAN 

Mode: Multimodal (Road/Rail/Sea Port) 

Investment Volume: USD 44.4 M 

Project Status: Under development within the port expansion plans 

 

Promoter 

Cabinet of Ministries of Turkmenistan, State Service of Maritime and River Transportation of 
Turkmenistan 

Geographical Description 

The Port of Turkmenbashi enjoys a very important and strategic location on the Caspian Sea. 
Turkmenbashi is an important gateway to Central Asia and an import and export centre for a 
variety of products. The ILC will be located within the extended Port of Turkmenbashi, on 12 ha 
of newly acquired land. The main railway line and highway connect the port to Djanga and 
further to Ashgabat. 

Figure 9: Turkmenbashi Port ILC Location 

 

Technical Description 

The Turkmenbashi ILC will provide a modern modal facility and logistics terminal enabling multi-
functions and a turnkey customer service through transshipment, storage, processing of goods 
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and a fast efficient throughput of cargo. Economic benefits will include savings in transport costs 
and waiting time, as well as an improvement in time spent at the port and customs clearance. 

The development plan of the International Logistics Centre within the extended Port includes 
two phases. For the project of Phase 1, the following buildings to be built as a part of the LC: 

 Two single storey Class A1 warehouses, max 10 m high each of 5,000 sqm; for 
storage of general or hazardous cargo, total area of 10,000 sqm. 

 Two single storey Class A chilled warehouses, max 10 m high each of 5,000 
sqm; for storage of perishable cargo, total area of 10,000 sqm. 

 Road/Rail container terminal and depot with capacity for 2,500 TEU containers 
(15 or 30sqm per container), total area of 45,000 sqm. 

 Two storey office (1,250 sqm per floor) building with canteen facilities, with 
allocated parking, total area of 3,000 sqm. 

Other areas and installations to be built include: 

 An area for lifting equipment (container stacker etc.) and road to rail cargo, total 
area of 2,500 sqm. 

 Secure truck (car) parking area with capacity of 500 cars/trucks, total area of 
20,000 sqm. 

 Area zoned for other warehousing and storage for leasing and for concession, 
total area of 34,000 sqm. 

 Cargo docking area providing 9 berths with associated lifting equipment and/or 
gantry cranes, total area of 12,500 sqm. 

 Depuration Plant, total area of 8,000 sqm. 

 Future development\expansion area of 30,000 sqm. 

Related Investments 

Expansion project of Turkmenbashi port. A construction contract of USD 1.5 bn was awarded to 
Gap Insaat, part of Calik Holding, a Turkish corporation on 20 August 2013. 

Implementation 

During the TRACECA project ‘International Logistics Centres/Nodes Network in Central Asia in 
the Republic of Kazakhstan, Kyrgyz Republic, Republic of Tajikistan, Republic of Uzbekistan 
and the Republic of Turkmenistan’, a Feasibility Study had been prepared for an International 
Logistics Centre in Turkmenbashi in 2010. However, no plot of land had been defined for the 
implementation of the project. The proposed plot of land will be available from newly acquired 
land in the course of the extension of the new port. 

Whether the land preparation for the ILC territory is included in the construction contract, 
mentioned above, or not is still unknown at present. 
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ILC AT BORYSPIL AIRPORT COMMERCE PARK (BACP), KIEV, UKRAINE 

Mode: Multimodal (Road/Rail/Air) 

Investment Volume: EUR 96.4 M 

Project status: Under development 

 

Promoter 

Ministry of Infrastructure of Ukraine 

Geographical Description 

The BACP site is located 35 km from Kiev city centre. The plot is adjacent to Boryspil 
International Airport and is located in the vicinity of a planned Kiev Ring Road east of Boryspil.  

Road: The site is located 5 km away from the M06/E40 Kiev-Kharkov main road. A new 6.8km 
access road to Highway M06/E40 is required to accommodate the increased future traffic. A 
decision has been taken to build this road for reasons that are independent of this project, 
ensuring improved road access to the whole 350 ha estate. 

Rail: The nearest trunk railway line is about 7 km away from the site. This means that there is at 
present no railway access, which is considered essential for a successful ILC. A Feasibility 
Study for a passenger link at Boryspil International Airport has been prepared in connection with 
a possible involvement of financing Chinese banks.  

Figure 10: ILC at Boryspil Airport Complex Park (BACP) Location 
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Technical Description 

BACP is an operational facility adjacent to Boryspil International Airport. The owner, BF Group, 
has already constructed internal infrastructure and warehousing with a total area of 100,000 
sqm. Customs clearance is on site. The standard of construction is high and specifications meet 
an ‘A-class’ standard. There is an industry expectation that with recovery from the global 
financial crises there will be a strong growing demand for A-class warehousing.  

The total site size constitutes 350 ha. There are areas reserved for future BACP planning with 
main focus on General Aviation Terminal (GAT), an air cargo centre, an exhibition and 
convention centre and a retail mall. The initial land allocation to the Logistics Centre is 120 ha 
(34% of the total site area) with the possibility of expansion if warranted by demand. 

Socio-Economic Description 

The proposed ILC will primarily serve the city and conurbation of Kiev. The catchment area of 
the ILC, including the towns of Boryspil and Brovary to the north, is estimated to produce 17% 
of national GDP. 

Positive impacts would mainly arise from:  

 improving small farmer’s access to domestic and export markets, by bringing a reliable 
cold chain closer to the farm-gate, 

 providing training for new job opportunities specifically targeted at disadvantaged groups 
in the vicinity. 

Source of Repayment 

Revenues will be created through fees from customers, rent for the site, rent for buildings and 
fees for services that are not included in the rental agreements, for example security services or 
maintenance. 

Related Investments 

Air cargo facilities and other airport related investment is planned by BF Group 

Other Involved Parties 

Ukrzaliznytsia (UZ) as the owner and operator of the national rail network 

A possible private investor (yet unidentified) 

The CT operator 

BF Groups two special purpose vehicles that act as the ILC operator and the owner/manager of 
ILC infrastructure  

NIF (Neighbourhood Investment Facility) 

Implementation 

The facilities of the BF group have been extended during the last few years. Additional 
warehouses were constructed and leased to customers, but no major progress has been 
achieved concerning the improved road access and a new railway link. 

At the time the Feasibility Study for this ILC project was prepared by the TRACECA project 
‘International Logistics Centres for Western NIS and the Caucasus’, railway access to the site 
was confirmed technically feasible within the planned construction of a new passenger railway 
line to the Boryspil airport passenger terminals as part of Ukraine’s preparation for the 
Euro2012 football championship. However, this initial government plan, foreseeing a railway 
tunnel under the Kiev – Kharkov highway, was not implemented. During the LOGMOS project, 
direct contact has been promoted between the BF Group, the Ministry of Infrastructure and the 
railway design institute, which was entrusted with the technical design of the proposed 
passenger railway line to the airport terminals. As a bridge is now proposed over the Kiev – 
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Kharkov highway, the trunk line to BF group logistics facilities may be problematic due to height 
restrictions related to the runway of the airport. 
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ILC AT THE DRY PORT EUROTERMINAL IN ODESSA, UKRAINE 

Mode: Multimodal (Road/Rail/Sea) 

Investment Volume: EUR 103 M 

Project Status: Under development 

Promoter 

Ministry of Infrastructure of Ukraine 

Geographical Description 

Dry Port Euroterminal is a functioning private facility on an inland 50 ha site located 2 km west 
of the northern extremity of Odessa Commercial Sea Port. It is served by the following routes:  

 Road: The Kiev – Odessa highway (E95/M05); The Nikolayev highway (E58/M14): Odessa 
– Russian border; the road route between Odessa/Iliychevsk and the Moldavian border 
(E95/M5 and M16/M14); the road route between Odessa/Iliychevsk via E87/M15 (or 
M22/M05) to Giurgiulesti on the Danube River in Moldova; the road corridor between 
Iliychevsk/Odessa and the Polish border via M22 - E95/M05. 

These routes involve direct road connection to the TRACECA corridor via Odessa – E87/M15 – 
Ukrainian Border (Palanka) – R30– R31 – Chisinau, and via Odessa – E95/M05 – Kiev.  

 Railway: the railway corridor to the Polish border (at Yagodin); the railway route to the 
Moldovan border and Chisinau, the railway routes between Odessa/Iliychevsk and Kiev; the 
eastward railway route between Odessa and the Russian border via Kherson. 

Figure 11: ILC at the Dry Port Euroterminal in Odessa Location 
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For further development a direct improved road connection (Khadzibey-2 road) and new rail 
access is needed. Peresyp railway station is just 1.5 km away, with a functioning trunk line 
ending at an industrial facility on a neighbouring site.  

Technical Description 

The Euroterminal project will bring the following benefits: 

 Stimulated efficiency and competition in the customs clearance and container handling 
markets and increased service quality. 

 Synergies will be obtained from cooperation with the ILC and other hubs in the Kiev 
region, cooperation with ILCs in the three TRACECA countries in Caucasus, the Ro-Ro 
and rail-ferry routes between Iliychevsk and Poti/Batumi in Georgia, planned Ro-Ro 
developments to Turkish Marmara and Black Sea ports and the container feeder vessel 
services between the Black Sea ports. 

The project has three consequent steps with the following functional modules or components: 

 Development Stage 1 (2012–2015): TIR-Parking and Empty Container Depot (already 
in operation), Customs Terminal (under construction), Multipurpose Railway Yard with 
new Railway Access – A, Production and Storage Facilities, Bonded and General 
Warehousing Buildings, Temperature Guided Warehousing Building, ILC Service 
Centre.  

 Development Stage 2 (2016–2018): Relocation of existing TIR-Parking and Empty 
Container Depot, New TIR-Parking, New Road Access – C with private access road, 
Container Terminal including two Loading Tracks with new Railway Access – B, 
Container Depot and Container Service Centre. 

 Development Stage 3 (2019–2022): Container Terminal extension including four 
Loading Tracks and one optional bypass line, General Warehousing Building, Freight 
Forwarding Facility. 

Source of Repayment 

Euroterminal LLC will act primarily as a landlord, deriving most of its revenue from leasing out 
warehouse space, open storage areas and parking areas. In addition, Euroterminal LLC will earn 
revenue from providing a range of ancillary services to tenants and users. These may include 
facility management, customs terminal, TIR parking, security, equipment leasing, marketing, 
logistics management and training. 

Related Investments 

EBRD and EIB have already agreed to parallel co-financing of the initial stages of development of 
Dry Port Euroterminal, to an amount of USD 27 M. A customs terminal has been constructed and 
is operating. 

Implementation 

Dry Port Euroterminal has successfully extended its activities after the opening of the customs 
terminal in early 2012, which mainly functions as a buffer parking zone and customs inspection 
area for trucks. The company has financed design studies for both the new ‘Khadzibey-2’ access 
road to the site and the new railway access (including extension of Peresyp railway station) to the 
site for the development of a railway container terminal and other railway-related cargo 
operations. The implementation of both projects relies on public support. Investment EUR 10 M 
for the new access road is currently on hold and no private investor for the railway terminal has 
been found up to now. Recently, disturbances occurred in the formerly good relationship and 
cooperation with the port of Odessa.  
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NAVOI AIRPORT INTERNATIONAL LOGISTICS CENTRE, UZBEKISTAN 

Mode: Multimodal (Road/Rail/Air) 

Investment Volume: USD 10.5 M 

Project Status: On hold 

Promoter 

Ministry for Foreign Economic Relations, Investment and Trade of the Republic of Uzbekistan 

Geographical Description 

The Navoi ILC can play a role in developing quality infrastructure links within Central Asia and 
other major regional markets. It will be located at Navoi International Airport on a 2ha plot, near 
the ‘Navoi’ Free Industrial Economic Zone (FIEZ), at the crossroads of international ‘North-
South’ and ‘East-West’ land and air corridors: 

 Road: the E40, which is the shortest connection between China and Europe 

 Rail: Main railway line linking Bukhara to Samarkand and further to Tashkent. Uzbek 
railways plan to electrify high-traffic density sections, including those via Navoi to 
increase capacity and reduce operating costs. Main electrification is planned for 
Samarkand–Navoi–Uchkuduk–Urgench–Nukus, and Navoi–Bukhara routes. 

 Air: The distance between South East Asia and Europe via Navoi is 1000 km less than 
via Dubai (UAE), the flying time is 1.5 hours shorter and the economy of the fuel is 15 
tonnes for a cargo Jumbo B-747. 

Figure 12: Navoi ILC Location 
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Technical Description 

According to the Feasibility Study prepared in 2010, the proposed ILC will comprise a 
warehouse distribution centre and a railway container terminal. It will be built in the territory of 
the Navoi Airport. 

The project of ILC development shall bring the following benefits: 

 Support and consolidate Navoi as a base for the exchange of commodities and air 
freight traffic between Asia, Europe and other international markets. 

 Improved containerization along TRACECA corridor, development of the new type 
of transport and logistics services to increase attractiveness of the TRACECA route 
in terms of liability of transportation and supply chain, reduction of travel times and 
costs. 

 Enhanced activities related to transport, logistics and the distribution of goods, both 
for national and international transit  

 Facilitation of inbound, outbound, internal and external movement of goods, 
services and related information, intermodality and development of the container 
transportation in Uzbekistan and the whole Central Asia region 

 Linking node in the network of the Logistics Centres in Central Asia, thus 
contribution to the continuity of the transportation along TRACECA. 

Implementation  

During the TRACECA project ‘International Logistics Centres/Nodes Network in Central Asia in 
the Republic of Kazakhstan, Kyrgyz Republic, Republic of Tajikistan, Republic of Uzbekistan 
and the Republic of Turkmenistan’, a Feasibility Study was prepared for an International 
Logistics Centre in Navoi in 2010. 

The proposed facility is planned as the extension of the existing air cargo terminal at Navoi 
airport. According to the management of the air cargo terminal, currently the existing terminal of 
12,000 sqm was used at 10% of its capacity, without a high storage system installed. Therefore, 
due to absence of cargo there is no immediate need to extend the air cargo terminal facilities. 
The share of air cargo transit traffic from/to Asia being 80-85%. Moreover, the selected plot 
does not offer sufficient space for further extension with road/rail handling facilities and 
warehouses.  

Therefore, development of the logistics centre purely on the potential of air trade has limited 
benefits for the region. The logistics centre at Navoi region should therefore capitalise on 
combination of air cargo and land traffic. For this the development of cargo airport into 
multimodal hub should be done in synergies and partnership with the Free Industrial Economic 
Zone (located just about 1.5 km across the road). A new site, possibly with direct connection to 
Navoi Free Industrial Economic zone, shall be evaluated. The Navoi Free Economic Zone 
already has a direct access to rail and road networks.  

Bearing in mind intention of the government to develop this air hub as a priority node, the 
following factors should be taken into consideration to target successful development of the 
initiative: 

 To promote the project, Uzbek government should benchmark successful cargo airports 
regions of similar caption area worldwide, and study the design, finance, marketing, and 
operations of multimodal facilities. 

 Moreover, it should formulate a comprehensive plan of policy measure to address the 
challenges relating to developing the airport and its facilities into a multimodal hub.  
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 The government should facilitate development of partnership between the stakeholders 
of the economic zone and the airport.  

 The government should guarantee free market access to the site for various interested 
operators. 

Such an approach of synergic development of the airport and the Free Economic zone will help 
increase the efficiency of public investments, and improve attractiveness of the site.  

In general terms, with improvements of the investment climate in Uzbekistan the interested 
logistics sector stakeholder will be attracted to develop business in this country. Uzbekistan 
would benefit from easing its trade regulations essential for logistics. Despite improvements in 
comparison with 2012, in 2013 the country ranked 146 out of 189 economies in total WB doing 
business index4. In trading across border-indicator of the same index Uzbekistan ranked 189 
out of 189. This demonstrates costs associated with foreign trade operation including 
documents, fees for clearance, technical controls, customs, terminal handing charges and 
inland transport. Such costs are decisive for logistics sector players when it comes to inclusion 
of a certain location into a supply chain. Therefore, the question of logistics development should 
be put in a broader trade facilitation policy context for this double-landlocked country.  

 

                                                
4
 http://www.doingbusiness.org/data/exploreeconomies/uzbekistan#trading-across-borders 
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3 DEVELOPMENT OF A TRACECA NETWORK OF LOGISTICS CENTRES  

3.1 Background for the Development of Multimodal Logistics Facilities 

The development of international multimodal logistics chains based on unified transport units 
(container, swap bodies) depends first of all on the degree the economy is integrated into global 
or regional economic development. Consequently, the development of reliable, cost efficient 
intermodal capabilities is driven by demand for the economic development. In other words, the 
absence of such capabilities will hamper international and national industrial investment, limit 
the access to foreign markets for national products, and, finally, negatively affect the price level 
for imported consumer and industrial goods on local markets.  

Currently, the economies of the beneficiary countries are largely dependent on the export of raw 
material and semi-products ranging from ore, metal and metal products, natural gas, oil and oil 
products to grain, cotton, vegetable oil and other agricultural products (see Annex 2: TRACECA 
Regional Trade Flow Potential and Country Profiles5). The majority of imports (Fast Moving 
Consumer Goods (FMCG), machinery, construction material, etc.) move in containers and/or 
trucks.  

Although an increasing part of the exports named above is being containerized, the trade is not 
balanced in terms of containerization (see Annex 2: TRACECA Regional Trade Flow Potential 
for information about the potential for containerized goods to be transported via the TRACECA 
corridor).  

Consequently, this creates the problem of repositioning empty containers. During recent years, 
some export goods and commodities in the beneficiary countries (grain, wood, metal products, 
vegetable oil, and fertilizers) have been increasingly transported in containers. Increasing 
containerized grain exports via Ukrainian ports and the Moldovan port of Giurgiulesti are 
examples of this trend. 

The unbalanced export-import structure leads to bulk and liquid exports becoming a priority at 
national level. As ports and railway companies remain firmly in public hands (with the exception 
of Moldova and Georgia for the first, Armenia for the latter) public port investment, transport 
sector priorities and railway operations focused on these categories of goods, leaving the 
development of container handling capabilities to the private sector. Furthermore, in some 
countries these exports are either directly conducted by state-owned companies or strictly 
regulated by the state.  

Direct foreign investment in manufacturing is still limited in beneficiary countries. Besides the 
extracting and raw material sector, foreign investment is mostly limited to food products and 
locally produced international brand products (tobacco, food products, beverages, and chemical 
household products).  

Industrial investment demanding sophisticated industrial logistics in manufacturing (aviation 
industry, automotive assembling, machine building, etc.) is relatively weak and concentrated on 
a limited number of industrial sites (automotive industry in Uzbekistan: Fergana Valley – 
General Motors; Ukraine: Zaporozhe – ZAZ, Cherkassy – Bogdan group, Zakarpatia oblast – 
Eurocar, Lviv – LAZ, Kremenchuk – KRAZ). 

                                                
5
 Links to country profiles Azerbaijan, Armenia, Georgia, Kyrgyzstan, Kazakhstan, Moldova, Tajikistan, Turkmenistan, 

Ukraine, Uzbekistan 

http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA2.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA2.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1AZ.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1AM.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1GE.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1KY.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1KZ.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1MD.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1TJ.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1TM.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1UA.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA9.1UZ.pdf
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As far as logistics in distribution of consumer goods and retail is concerned, only in some 
countries (Kazakhstan, Ukraine) international and/or national retail chains requiring outsourced 
logistics operators (3PL) have a significant share of the retail market.  

Existing industrial enterprises or traders are reluctant as far as outsourcing of transport and 
logistics functions are concerned. Partly, this stems from Soviet industrial history, were a lot of 
additional fields of activities, up to recreational resorts, health care and cultural facilities were 
integral parts of the enterprise. Partly, this is due to an unsecure legal environment and 
absence of adequate services on the market. Thus, management still tends to keep the supply 
chains under direct control.  

Since 2011, considerable progress could be achieved. Some of the beneficiary countries 
included the proposed projects into their National Transport Strategies. Armenia, for an 
example, has decided to include the proposed project at Zvartnots International airport into the 
priority project list of the Government. The Georgian Ministry of Economy and Sustainable 
Development is continuing effort towards implementation of the project. Moldova has included 
the proposed Logistics Centre at the Free International Airport Marculesti as one of the 
intermodal hubs to be developed within the National Transport and Logistics Strategy.  

3.2 ESCAP Draft Agreement on Dry Port Development 

On the level of the United Nations Economic and Social Council a draft intergovernmental 
agreement on Dry ports has been finalized as a result of the work in the Committee on 
Transport6. Among others, the International Logistics centres proposed by the EU – funded 
TRACECA projects (marked red) are included into the list of Dry Ports to be developed in 
TRACECA countries. Potential Dry ports are listed in square brackets.  

                                                
6
 For details see http://www.unescap.org/ttdw/ctr3-2012/English/CTR3-2E.pdf 

http://www.unescap.org/ttdw/ctr3-2012/English/CTR3-2E.pdf
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Armenia  

International Logistics Centre at Zvartnots International Airport, Yerevan  

Azerbaijan  

Baku Cargo Terminal of Heydar Aliyev International Airport, Baku  

Balakan Cargo Terminal, Azerbaijan-Georgia border  

Bilasuvar Cargo Terminal, Azerbaijan-Islamic Republic of Iran border  

Gabala International Airport, Gabala  

Ganja International Airport, Ganja 

Heydar Aliyev International Airport, Baku  

Julfa Cargo Terminal, Azerbaijan-Islamic Republic of Iran border  

Lenkoran International Airport, Lenkoran  

Nakhichevan International Airport, Autonomous Republic of Nakhichevan  

Silk Way Cargo Terminal, Baku  

Zagatala International Airport, Zagatala 

[Baku City Goods Depot, Khirdalan Station]  

[Cargo Terminal on frontier point at state border, Samur]  

[Cargo Terminal on frontier point at state border, Sinig-Korpu]  

[Container Terminal of Baku International Sea Trade Port, Baku]  
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[Ganja Station, Ganja]  

[International Logistics Centre, Alyat]  

[Keshla Station, Baku]  

[New Baku International Sea Trade Port, Alyat] 

[South Terminal on frontier point at state border (Astara)] 

[Sumgait Station, Sumgait] 

Georgia  

Poti Free Industrial Zone, Poti  

[Tbilisi International Logistics Centre, Tbilisi] 

Kazakhstan  

Aktobe Centre, Aktobe  

Damu Industrial and Logistics Centre, Almaty 

[High Tech Logistics, Almaty Region]  

[Khorgoz International Border Cooperation Centre, Almaty Region]  

[Tau Terminal, Almaty Region]  

Kyrgyzstan  

Alamedin, Bishkek  

Osh, Osh 

Tajikistan  

Dushanbe, Dushanbe  

Karamyk, Jirgital 

Khujand, Khujand  

Kurgan-Tube, Kurgan-Tube 

Nizhniy Pyandj, Qumsamgir  

Tursunzade, Tursunzade  

Vakhdat, Vakhdat  

The above list of Dry Ports to be developed under intergovernmental agreement includes all 
major nodes (capital cities, major regional and industrial centres) in the countries involved.  

3.3 Overview of Existing Inland Rail/Road Terminals7 

As stated above, the following listed terminals are mostly designed for container handling 
exclusively, with no area for logistics activities. Some offer the service of customs clearance and 
custom brokerage but with limited warehousing space available.  

The vast majority of container terminals in the hinterland are on railway property (exceptions are 
mentioned later). The railway companies (or specialised subsidiaries) directly operate the 
terminals, in many cases they are in charge of final collection and delivery of containers by 

                                                

7 For intermodal facilities in ports and inland waterways see Annex 3: Part I:– Maritime Sector Overview; Annex 6: 

Part I: TRACECA Inland Waterways – Dnepr Case Study; Annex 6: Part II: TRACECA Inland Waterways – Danube 
Case Study 

http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA3.1.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.1.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.1.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.2.pdf
http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA6.2.pdf
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road. The railway companies are, naturally, responsible for operating the wagons and the trains 
carrying the containers, some offer their own containers and fitting platforms to customers.  

Non-discriminative access to terminals, rail-side access for all licensed railway undertakings, 
road-side access for all operators and transparent capacity allocation and pricing remain issues 
to be solved. 

The railway terminals are generally small terminals, historically located close to city centres, 
without modern handling equipment, with little storage capacity and limited space for extension. 
Being designed mostly during Soviet times, they do not correspond to the requirements of 
efficient container block train operations. 

Armenia  

Location  Ownership  Operator  

Yerevan, Karmir-Blur station APAVEN APAVEN 

Gyumri  South Caucasus Railways  South Caucasus Railways 

The existing railway container terminal close to Karmir-Blur station (not operational at that time) 
was privatized in 2010 by the forwarding company APAVEN. After some investment and in 
cooperation with South Caucasus railways this terminal is operational again, offering customs 
clearance services, a small container depot and warehouse. The terminal functions as the end 
point of the container Block train Poti – Yerevan. 

Due to the small territory available, further development into a Logistics Centre with warehouse 
operators on site is limited. 

A new International Logistics Centre should be developed in Yerevan by 2015 close to the 
international airport Zvartnots. 

Azerbaijan 

Location Ownership Operator  

Ganja  Azerbaijan State Railways  Azerbaijan State Railways 

Kirdhalan  Azerbaijan State Railways Azerbaijan State Railways 

Keshle Azerbaijan State Railways Azerbaijan State Railways 

Astara  Azerbaijan State Railways Azerbaijan State Railways 

Next to the future port of Alyat, south of Baku, a new International Logistics Centre proposed by 
the EU-funded project ‘International Logistics Centres for Western NIS and the Caucasus’ shall 
be developed. 

Georgia  

Location Ownership Operator  

Varketili, Eastern Tbilisi Georgian Railway Georgian Railway 
TransContainer 

In 2009 Georgian Railway (GR) established a subsidiary, Georgian Railway TransContainer Ltd 
(GRTC) to take care of container operations and more particularly of the management of railway 
container terminals (in the port railway stations and in Tbilisi). 

In 2011 GRTC took over all container operations from GR’s previous sub-contractor InterTrans 
and transferred the handling of all containers incoming to/outgoing from Tbilisi by rail, from the 
city centre to a new 25,000 TEU capacity container terminal at Varketili, an Eastern Tbilisi 
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suburb on the way to the airport. This terminal is dedicated to container handling exclusively 
and does not have many options for future extension.  

A fixed-day block container train, departing every other day, was launched in June 2011 
between Poti and Tbilisi. In partnership with South Caucasus Railways, a similar service was 
opened from Poti to Yerevan. 

In May 2012, an attempt was made for the first scheduled container train to Baku, but the 
operation has not had any significant success to date, as transportation of containers by rail to 
Baku (including the last section terminal – customer) remains more expensive and takes more 
time than trucking directly. 

As a result of the GR strategy, the share of containers transported from the Georgian ports by 
rail increased between 2009 – 2012.  

A new Tbilisi Logistics Centre, was proposed by the TRACECA project ‘International Logistics 
Centres for Western NIS and the Caucasus’ in 2011 on the basis of combined Veli Terminal and 
TAM (Tbilisi Aircraft Manufacturing plant land plots).  

Kazakhstan  

City  Ownership Operator  

Almaty - 2 KTZ Kedentranservices  

Almaty - 1 KTZ Kedentranservices 

Taldykorgan KTZ Kedentranservices 

Dostyk  KTZ Kedentranservices 

Astana KTZ Kedentranservices 

Atyrau  KTZ Kedentranservices 

Semipalatinsk  KTZ Kedentranservices 

Ust-Kamenogorsk (East Kazakhstan) KTZ Kedentranservices 

Karaganda  KTZ Kedentranservices 

Kokshetau KTZ Kedentranservices 

Kostanay KTZ Kedentranservices 

Kuzulodra KTZ Kedentranservices 

Pavlodar  KTZ Kedentranservices 

Mangyshlak KTZ Kedentranservices 

Uralsk  KTZ Kedentranservices 

Aqtyube (West Kazakhstan) KTZ Kedentranservices 

Shimkent (South Kazakhstan) KTZ Kedentranservices 

Almaty Damu Logistics  na  Damu Logistics 

PEAK Akzhal, Almaty region na PEAK  

TAU Terminal, Almaty region na Tau terminal  

In Kazakhstan, up to now, most terminals are property of Kazakhstan Temir Zholy (KTZ) 
railways, but operations are the responsibility of Kedentransservice where the main shareholder 
(besides KTZ-subsidiary Kaztransservice, KTS) is Russian based ‘Transcontainer’. The 
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terminals are small and in urgent need of modernisation. Kedentransservice is preparing an 
investment program. 

Several private logistics operators (mainly around the country’s biggest city Almaty and the 
capital Astana) have successfully created their own terminals and warehousing complexes, 
including railway access with the ability to handle railway containers and railway cargo. 

Substantial investment is planned to develop intermodal facilities at the newly opened border 
crossing point at Khorgoz (Chinese border) corresponding to the growing transit container flow 
from China towards Russia and Europe. 

The government of Kazakhstan plans to develop a public company responsible for logistics on 
the basis of KTZ publicly owned group (the port of Aktau, and a number of regional airports are 
handed over to this group). JSC Kaztransservice (KTS), the container company of KTZ, is 
participating in the operation of numerous container block train operations on Kazakh territory.  

The development of an International Logistics Centre within the Aktau port Free Economic Zone 
is in its initial stages (see above).  

Kyrgyzstan  

Location  Ownership  Operator  

Bishkek, Alamedin terminal Kyrgyz Railways  Kyrgyz Railways 

Osh  Kyrgyz Railways Kyrgyz Railways 

A new Logistics Centre should be developed near Bishkek as the existing terminal does not 
correspond to modern requirements.  

Effort is continuing to implement a Logistics Centre in the city of Osh, the crucial problem being 
land acquisition issues and the definition of a suitable plot of land (see above). 

Moldova  

Location  Ownership Operator  

Chisinau  CFM (Moldovan Railways) CFM (Moldovan Railways) 

Danube Logistics SRL, a subsidiary of Dutch transport company EASEUR, owns and operates 
Giurgiulesti International Free Port, which is the only sea port of Moldova. As such it is the first 
privately owned facility in Moldova. Since 2011 the port has been handling containers, too.  

Based on a recent project of the World Bank, a transport strategy for Moldova has been 
adopted by the Government, including the development of intermodal hubs in or near the capital 
city (and main economic centre) Chisinau, the Danube port of Giurgiulesti, close to the railway 
border crossing and boogie change facility at Ungheni (Romania) and based on the Free 
International airport Marculesti (see project description above).  

Tajikistan 

The capital city of Tajikistan is served by the container terminal ‘Dushanbe 2’. The terminal is 
owned by JSC ‘Sewush Dushanbe 2’, a private company which has privatized the railway 
container terminal (CT) in the northern part of Dushanbe. It is only CT in the city at the moment.  

The company has a contract with the railway for shunting services of rail wagons and container 
platforms. The CT size is 17 ha. As the distance to the main road is 2.5 km and as it is located 
next to the main marshalling station of Dushanbe and with direct access to the main railway 
line, the transport access is good. The CT has six loading tracks with a loading length of 500 m. 
Four tracks are dedicated for container handling, two for handling of rail wagons. 

Average handling volumes per month of the CT Dushanbe amounts to 1,300 20F and 40F full 
containers and 350 rail wagons.  
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CT operates old soviet mobile cranes with the following handling capacity: 40T (one), 12T (two), 
10T (two). The company operates 4 own trucks and provides of door-to-door service of 
containers.   

Although infrastructure and mobile equipment need upgrading und rehabilitation, by size and 
location the terminal ‘Dushanbe 2’ could be developed into an International Logistics centre for 
Dushanbe. 

Turkmenistan 

Location  Ownership Operator 

Zerger Turkmen Railways Turkmen Railways 

Mayskaya Turkmen Railways Turkmen Railways 

Ashgabat Turkmen Railways Turkmen Railways 

All inland terminals are very small, less than 2 ha.  

A new International Logistics Centre was proposed within the extension plans for Turkmenbashi 
port (on land to be newly reclaimed). The status of this project is unknown to date. 

Ukraine  

City  Ownership Operator  

Usatovo (Odessa region) LISKI/UZ LISKI 

Kiev LISKI/UZ LISKI 

Dnepropetrovsk LISKI/UZ LISKI 

Kharkov  LISKI/UZ LISKI 

Lugansk/Donetsk  LISKI/UZ LISKI 

Chop (border)  LISKI/UZ LISKI 

In Ukraine only the TRACECA – relevant routes are in the scope of the LOGMOS project: 
mainly rail and road corridors from Iliychevsk/Odessa to border crossing points with Poland, 
Slovakia, Hungary, Romania and Moldova. Kiev as the capital city and a major economic and 
transport hub is included. 

There are numerous private sector stand-alone logistics terminals and warehouse complexes in 
and around Kiev and in the Odessa region. Only some of them have direct rail access. 
Currently, all big international logistics providers and shipping companies are present in Ukraine 
and the vast majority of cargo processed in the terminals is import cargo coming in by 
truck/trailer from Europe/Turkey or in containers trucked form the Odessa port region (imports 
from China and the Far East). 

Several international transit freight trains, including 57-wagon block container trains, cross the 
Ukrainian territory: ‘Chardash’ from Budapest via Kiev to Moscow, ‘Odessa’ from Odessa to 
Moscow, ‘Yaroslav’ from Kiev to Slavkow (Poland), ‘Baltica’ from Gdansk to Odessa/Iliychevsk, 
‘Viking’ from Odessa/Iliychevsk to Klaipeda via Minsk and Vilnius. This railway route crosses 
Lithuania, Belarus and Ukraine enabling a connection of Pan-European Transport Corridor IX 
with TRACECA.  

Further plans include the container train ‘RUS’ between Russia, the Ukraine and Slovakia and a 
container train from the Ukraine to Kazakhstan via Russia. 

Some of the above trains plus other block container trains within Ukraine are operated by LISKI, 
a structural division of UZ created in 1995: ‘Khreschatik’ from Iliychevsk and Odessa to Kiev, 
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‘Dneprovets’ from Iliychevsk and Odessa to Dnepropetrovsk, ‘Podolye’ from Iliychevsk and 
Odessa to Khmelnitsky, Mariupol and Kiev. LISKI is one of the operators of the ‘Viking’ train. 

Unlike in Europe, or in the Russian Federation, there are no privately operated block trains or 
free accessible railway container terminals in Ukraine.  

Ukrzaliznytsia (and its affiliate LISKI) are regarded as monopolists who do not take into account 
the requirements and requests of the port or logistics operators. Railway container transport is 
slow (it takes 24 hours to rail a container over the 479 km between Odessa and Kiev), tariffs are 
not considered competitive (except projects like the ‘Viking’ train, were a considerable discount 
is given based on international agreements).  

LISKI now owns the fitting platforms and the 4000-container fleet of UZ. It manages six 
intermodal hubs across the Ukraine equipped with handling, warehousing and own trucking 
facilities (Kiev, Chop, Odessa, Kharkov, Lugansk and Donetsk). As for Kiev and Odessa 
regions, the LISKI terminals have very limited options for further expansion.  

As a result of the EU-funded TRACECA project ‘International Logistics Centres for Western NIS 
and the Caucasus’ the further development of two existing and operating private sector projects 
into tri-modal hubs and International Logistics Centres was proposed: Dry Port Euroterminal 
Odessa (EBRD financed, see also Maritime Sector Overview Report – Annex 3, Part I for 
Odessa port) and Boryspil Airport Commerce Park (BACP), which is close to Kiev, adjacent to 
Kiev-Boryspil airport territory.  

Although both projects have been developing quite actively over the past two years, public 
support for improving the transport connection of both sites (access roads and, mainly, railway 
access) could not be obtained (see detailed project description above).  

Uzbekistan  

Location  Ownership  Operator  

Andijan  UTY Uztemityolkontenyner 

Angren See below See below 

Bukhara  UTY Uztemityolkontenyner 

Chukusay  UTY Uztemityolkontenyner 

Karshi UTY Uztemityolkontenyner 

Nukus  UTY Uztemityolkontenyner 

Rustan  UTY Uztemityolkontenyner 

Tashkent, Sergeli  Uzvneshtrans Uzvneshtransna 

Tashkent Tovarnyi UTY Uztemityolkontenyner 

Termez  UTY Uztemityolkontenyner 

Tinchlik UTY Uztemityolkontenyner 

Urgench  UTY Uztemityolkontenyner 

Tashkent Shostrans  Shostrans /InterRail group  Shostrans  

Tashkent Azia Trans terminal  Far Eastern Transport 
Group (DVTG) 

Azia Trans terminal  

A new International Logistics Centre was proposed by the EU funded project International 
Logistics Centres for Central Asia, based on the air cargo operations of Korean Airlines at the 
Free Industrial Economic Zone and Multimodal Hub ‘Navoi’. 

http://www.traceca-org.org/fileadmin/fm-dam/TAREP/65ta/Master_Plan/MPA3.1.pdf
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As far as the capital city Tashkent is concerned, the company ‘Uzvneshtrans’ is in charge of the 
construction of a Logistics Centre, including rail container handling facilities. The ILC is situated 
in the Sergeli district of Tashkent City, well connected to transport corridors. 

According to information of Uzbek state railway – Uzbekiston Temir Yollari, the private company 
Shostrans is planning to invest EUR 7.5 M in the container terminal in Tashkent (Chukursai 
District).  

Logistics Centre of Angren 

To date, the container handling and transshipment operations are focused on the Logistics 
Centre Angren, located ca. 100 km away from Tashkent. This centre was created in 2009 and 
up to now is the biggest hub in Uzbekistan. Shareholders are ‘Uzavtosanoat’ (Uzbekistan Auto 
Industry Company), ‘Uzbekistan Temir Yullari’ (State Railway Company), ‘Uzbekneftegas’ 
(Uzbekistan Oil & Gas National Company), ‘Uzkimesanoat’ (Uzbekistan State Company of 
Chemical Industry), ‘Uzpromstroymaterialy’ (Uzbekistan Construction Materials Company) and 
Association of Food and Butter-Oil Industry, each possessing 16.66% of the shares. 

Operations at LC Angren started in 2010 and relied on railway services provided by the railway 
station ‘Ablyk’ (ending point of block container trains from Korea). The main business carried 
out at the LC is handling and delivery of any type of cargo to/from Fergana Valley (enclave part 
of Uzbekistan) by trucks. 4.1 Mt of cargo were transported in 2010, mainly components for cars 
and cars for General Motors Uzbekistan. 

The main services of LC Angren include intermodal terminal, container handling, dry 
warehousing mainly for car components of General Motors Uzbekistan, storing of chemical 
products (produced in Fergana) and construction materials. 

Logistics Centre Angren has handled ca. 6.5 Mt including ca. 65,000 TEU in 2013. Main 
objective of the establishment of LC Angren was to ensure supply of Fergana and Namangan 
regions with consumer goods, deliver oil products of Fergana Oil Refinery and chemical 
products from the factories located in the region avoiding rail transit via Tajikistan. For this 
purpose LC Angren is a main reloading point for both regions. However, after the completion of 
the Angren–Pop railway line, freight would be directed directly to the Fergana and Namangan 
regions without stopping in LC Angren. Based on this situation, it is questionable whether LC 
Angren can remain as an important regional logistics centre.  

The main reason for the creation of LC Angren is that the railway track between Fergana, 
Namangan and Andizhan regions and central parts of Uzbekistan passes the territory of 
Tajikistan where delays often occur. 

Termez River Port 

The only international river port in Central Asia on the Amudarya River, Termez, provides 
access by river to Afghanistan. 


