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FOREWORD  

This foreword document is included with the report as an auxiliary paper. This format was cho-
sen because in the current stage of its development, the LOGMOS Master Plan is published as 
an annex of the Progress Report IV. In the next reporting period the Master Plan will be pre-
sented as a stand-alone document. This foreword will be omitted and will be replaced by the 
executive summary.  

Currently, this foreword provides: 

 A summary of work on the Master Plan, undertaken by the LOGMOS team since 
project start. 

 A reminder of the key components of the concept paper on Master Plan preparation. 

 Guidance on the current structure of the Master Plan document and a preview of the 
form it will take in April 2014. 

These components are presented in the paragraphs below.  

 Summary of work: 

The Master Plan exists as the core of the LOGMOS project. From the start of the project, all ac-
tivities, analyses and stakeholder consultations have been organised with the development of 
the Master Plan in mind. In accordance with project planning, work on the Master Plan compo-
nent was carried out intensively, from the very start of progress reporting period III in April 2012 
(Figure 1).  

Figure 1: Workstream on Master Plan 

 

 

 

The interim results of Master Plan work implemented since project start are presented in Table 
1 below. The basis of the LOGMOS methodology for delivery of the Master Plan is presented in 
the inception report. This methodology reflects on TEN-T development and has been applied 
where required under TRACECA conditions. With the advancement of the TEN-T policy review 
and TEN-T extension guidelines, the LOGMOS project has published its approach to utilising 
the TEN-T methods in the LOGMOS Master Plan preparation.  

In addition, profiles presenting infrastructural, institutional and operational aspects of transport 
and logistics in each beneficiary country have been prepared. TRACECA's own data base has 
been developed in preparation of the Master Plan. Furthermore, funding recommendations 
were developed and legal barriers are being addressed. Several case studies, including inland 
water ways, the transit function of Ukraine in TRACECA and CBA for block container train, were 
also developed. All of these constitute integral parts of the Master Plan preparatory work.  
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Table 1: Progress of Work on the Master Plan 
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 A reminder of the key components of the concept paper on Master Plan prepara-
tion 

In December 2012, a concept paper for the Master Plan document was approved. This paper 
defined background, objective and rationale, as well as dimension and scope (infrastructure, 
regulatory work and market). The paper clearly set out the structure and the work plan on deliv-
ery of the LOGMOS Master Plan (Figure 2).  

Figure 2: Provisions of the Concept Paper 

 

The provisions of this concept paper have functioned as the basis of the project work since the 
beginning of reporting period IV. 

 Guidance on the current structure of the Master Plan document and a preview of 
the form it will take in April 2014 

The structure of the Master Plan, as presented in the Annex 5 of the Progress Report, is in line 
with the structure defined by the concept paper (Table 2). The elements will be published as 
soon as they are ready and will be updated over the course of the project.  

Currently work has started on Section 1 – Introduction and 2 – Findings and Results. Drafts of 
relevant subsections are published in the form of separate reports.  

Table 2: Structure of the Master Plan and Delivery Plan 

Executive Summary Will be prepared once all chapter 
are finalised 

1  INTRODUCTION  Annex V – Introduction  

1.1 Definition and Reference Models Draft 

Will be updated 1.2 Target Groups and Objectives of the Master Plan 
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1.3 Methodology Used to Prepare the Master Plan 

1.4 Consultation and Dialogue  

2 FINDINGS AND RESULTS  Partly prepared 

2.1 State of the Play: Thematic Sectoral Reports Annex V – Thematic Sectoral Re-
ports  

  Drafts 

Will be updated 

 

(ProgRep 5) 

(ProgRep 5) 

 Institutional and Legal Barriers  

 Traffic Flows  

 MoS, Rail Ferry and Maritime links 

 Railway Sector  

 Road Sector  

 Hinterland Connections, Multimodal and Logistics Capabili-
ties 

2.2 Approach to a Definition of the  
 Comprehensive and Core TRACECA Networks and 
 TRACECA Corridor 

ProgRep 5 

October 2013 

2.3 Benchmarking of National Projects  
 and Pilot-Projects (MCA) 

ProgRep 5 

2.4 Technical Recommendations  ProgRep 5 

2.5 TRACECA and EU Linkage  ProgRep 5 

3 GUIDELINES AND HIGH-LEVEL  
 RECOMMENDATIONS 

ProgRep 5 

3.1 General Guidelines and Principles ProgRep 5 

3.2  Definition of Strategic Perspective and Priorities  ProgRep 5 

3.3 General Recommendations  

 Macro level including, but not limited to: 

 Role of TRACECA IGC 

 Role and function of TRACECA PS 

 Role and involvement of the Private Sector 

 

Draft Final Report 

March 2014 

 Micro level: 

 Drafting/updating recommendations in the form of Action 
Plans for future and existing crucial projects   

Draft Final Report 

 3.4 LOGMOS Road Map  Draft Final Report 

Work on the Master Plan will continue and in October 2013 the Master plan will take the form of 
a stand-alone document. The web section on the Master Plan will contain regular updates. 
From May 2013 sectorial reports, case studies and country profiles will be updated online be-
fore their final publication in April 2014.  
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1 INTRODUCTION 

This Master Plan is being prepared in accordance with the framework of the EU-Funded LOG-
MOS Project that is aimed at developing MoS and Logistics concepts in TRACECA in order to 
support corridor functioning and market integration of its counties.  

TRACECA is a multimodal corridor that encompasses states with direct access to seas and 
landlocked countries of Central Asia, Caucasus and some countries of the Black Sea basin. 
The objective of LOGMOS Master Plan is to provide a comprehensive vision of vital strategic 
directions and help guide TRACECA beneficiaries and EU stakeholders to enhance the func-
tional and operational logistics and MoS dimensions of TRACECA. This Master Plan aims to 
become a comprehensive framework of action domains within TRACECA to streamline the 
agenda of external interventions into TRACECA.  

The Master Plan has been developed from a corridor perspective and targets the core network 
of TRACECA countries. The methodology of EU TEN-T Extensions and TEN-T policy review is 
taken carefully into account and adapted to TRACECA conditions. This methodology is not only 
a basic element for core network definition, but also is reflected in criteria applicable to determi-
nation of priority projects and actions.  

The Master Plan sets out recommendations applicable for three layers of corridor functioning: 
infrastructural, legal and institutional and market dimensions. In addition to high-level recom-
mendations that set out guidelines for strategic action, the Master Plan includes an action plan 
for pilot projects that are vital for long term development.  

The work is based on comprehensive analysis of the transport sector throughout the region, 
documented in country profiles, thematic reports and case studies. All recommendations de-
fined during the project work represent the practical outcome of intensive stakeholder dialogue 
and consultations. Keeping its innovation target in focus, the Master Plan will be further devel-
oped capitalising on existing TRACECA projects, experience, tools and instruments of regional 
importance.  

In the light of increasing globalization of the world economy, countries have recognised the ne-
cessity to better connect the TRACECA corridor. TRACECA countries seek integration into 
global supply chains to the EU countries in the West through the TEN-T and to the emerging 
market of the East in Western China and beyond. Transport policies and projects should there-
fore not only contemplate national requirements but also assess their relevance to regional and 
international needs and trends.  

Coordinating efforts to achieve the most efficient synergies calls for the design of a global plan 
for TRACECA member states. The Master Plan will sum up the shared views and jointly-agreed 
working principles drawn out of the permanent dialogue maintained with stakeholders at nation-
al, bilateral and regional levels. However, in a modern dynamic environment, this plan should 
not be regarded as a final, conclusive and intangible document. Rather, its primary function is to 
be a living tool, whose shape and contents must evolve over the course of time under the moni-
toring of the TRACECA Permanent Secretariat.  

It is therefore assumed that the implementation of the Master Plan inasmuch as guidelines and 
recommendations are concerned will be underpinned by the overt political will of the countries 
and that stakeholders will remain firmly committed to bringing regular contributions for improving 
and updating it. 

The LOGMOS Master Plan concept is being developed through close cross-boundary stake-
holder dialogue, based on: 

 a market-oriented approach,  
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 a focus on pragmatic issues for which solutions often exist in the implementation of 
soft measures, which, in many cases, have already been designed and successfully 
implemented elsewhere in TRACECA or in other former socialist countries, 

 and, therefore, a constant dialogue with a wide range of institutional, public and pri-
vate stakeholders thus enabling identification of their expectations and demands 
within and beyond TRACECA countries.  

The key target remains the transversal improvement of competitiveness and reliability. Reliabil-
ity, in turn, can be measured in terms of safety, predictability and on-line non-stop access to in-
formation by all players.  

The LOGMOS Master Plan aims to deliver implementation of a functional multimodal supply 
chain based on scenarios whilst taking into account any foreseeable geopolitical and economic 
developments and effects in and around the TRACECA region. 

Continuation of land corridors across the sea and extension of sea links to hinterland major 
hubs constitute an important idea from TRACECA. Five out of ten direct beneficiary countries 
(Kyrgyzstan, Tajikistan, Uzbekistan, Armenia and Moldova) have no coast line at all and there-
fore no direct access to the open seas. Three (Kazakhstan, Turkmenistan and Azerbaijan) have 
access to the closed Caspian Sea only. These eight countries, to a greater or lesser extent, 
thus depend on their neighbours’ transport networks and associated rules of use when carrying 
out a significant part, if not all, of their foreign trade. 

Therefore, the LOGMOS Master Plan proposes to encompass not only the maritime dimension 
but also the logistics dimension, the nodes and hubs in the landlocked countries, their connec-
tions to MoS pilot projects in terms of infrastructure development, organization of international 
supply chains and soft elements for a smooth and seamless flow of goods across borders and 
in transit.  

The following considerations have been retained and applied to maximize the efficiency and 
sustainability of the present Master Plan: 

 capitalization on the achievements and proposals for the best possible integrated 
transport-logistics corridor of the three previous EU-funded projects: 

– International Logistics Centres in Western TRACECA and Caucasus; 

– International Logistics Centres in Central Asia; 

– Motorways of the Seas in Black and Caspian Seas; 

 permanent screening and refining of pilot projects selected under these Projects (for 
example, the two MoS projects in the Caspian Sea have been divided into four to 
better address the specific issues of each mode of transport – Ro-Ro and rail ferry); 

 concentration on pilots that hold the potential to be merged or linked with other pilot 
projects or enhance the performance of existing activities (for instance the proposed 
ILC at Tbilisi could become a major rail node for all regional block container trains, 
the already running Poti-Tbilisi and Poti-Yerevan routes and the future Poti-Baku, 
Baku-Tbilisi-Kars and Silk Wind from Kazakhstan); 

 integration of new pilot projects that strengthen the corridor function of TRACECA 
as a whole (Silk Wind); 

 systematic transfer of experience and best practices between TRACECA countries 
and from other regions (state-of-the-art customs and other border-crossing proce-
dures implemented in Georgia, between Georgia and Turkey at their land BCPs, be-
tween Ukraine, Belarus and Lithuania for the Viking train operation, under the aus-
pices of EUBAM between Moldova and Ukraine, between Georgia and Armenia un-
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der the EU-UNDP South Caucasus Integrated Border Management Programme, 
Free Pratique for vessels as implemented at former Soviet (now EU) ports in the 
Baltic States and Constanza, etc.); 

 focus on soft measures to remove bottlenecks, facilitate border and sea crossing, 
improve public and private asset-management (in particular vessels, ports, rolling 
stock, trucks and containers) and therefore trim the costs of their operation and in-
crease the competitiveness of TRACECA; 

 emphasis on the allocation of human, financial and other resources only to invest-
ment in and operate infrastructure (ports, hubs/inland logistics centres, and their 
road, rail, inland waterway connections, direct or through hubs) and equipment 
(vessels, port and logistics centres superstructure, rolling stock and containers) that 
are considered as absolutely essential and relevant to existing and potential market 
demand on the basis of refined traffic and market analyses, feasibility studies and 
CBAs. (This will be done through core network definition and application of the 
adapted TEN-T methodology); 

 capacity building of the human resources involved in the implementation of 
TRACECA projects relevant to the LOGMOS dimension. 

The Master Plan will integrate relevant components of national transport policies, provisions of 
the TRACECA IGC strategy as well as the results achieved or sought after by other TRACECA 
and ‘foreign’/non-EU supported Projects in view of: 

 consolidating recommendations on the implementation of MoS and concept of re-
gional logistics network; 

 highlighting the features of the comprehensive and core networks in TRACECA di-
mension, 

 guiding development of the TRACECA Corridor today and for the next 5 years. 

1.1 Definition and Reference Models 

1.1.1 Master Plan: Definition and Meanings, Difference with Similar Terms (Other 
Types of Plans or Road Maps) 

Master Plans are defined as the strategic planning of an entity, i.e. the process of determining 
its strategy and making decisions on how to allocate its resources to achieve the goals set out 
in the strategy.  

The key components pertaining to strategic planning include: 

 A Vision, which is a long-term view of what an entity wants to be or how it wants the en-
vironment in which it evolves to be; 

 A Mission, i.e. what crucial target the organization pursues and thus why it exists and 
what it does to implement its vision; 

 Values, which are views and beliefs shared by all stakeholders in the organization. They 
drive the priorities and represent the cultural cradle which frames the decision-making 
process; 

 A Strategy, which names and combines the general long-term and high-stake goals that 
the organization wants to reach and the means it uses to do so. It may also be called a 
roadmap. It usually triggers the issue of more detailed plans, which in turn explain which 
actions are to take place, when, how and how the results are to be measured (key per-
formance indicators). Such plans are named Action Plans.  
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The strategic planning process unfolds in the following stages: 

 An evaluation of the current situation, to assess relevant economic trends, the mar-
ket (supply, demand and competition) and existing regulatory environment;  

 A definition of the desired targets; 

 The selection of the route deemed most suitable for the goals/objectives in view of 
the means available now or which will become available over the course of the con-
sidered period.  

The Project adopts this standard approach to the LOGMOS Master Plan case. The situation 
analysis shall cover the alternative modes and routes in competition with TRACECA and be ex-
tended to also include a review of infrastructure missing links and bottlenecks of all kinds that 
prevent the seamless flow of goods along the Corridor. This is attributed to the corridor perfor-
mance index (TRAX), developed by IDEA project. The LOGMOS Master Plan will capitalise on 
these achievements and any available assessments to extend the provisions available for im-
provements in logistics and Motorways of the Sea areas. 

1.1.2 Regional and National Master Plan Determinants in TRACECA and LOG-
MOS Contexts 

The Master Plan will be prepared from a regional perspective. A national dimension will be con-
sidered in the Master Plan from two interlinked domains by:  

 focusing on provisions of the existing national transport plan that are relevant to the 
development of the corridor, 

 applying country-wide recommendations that are relevant for improved TRACECA 
performance.  

In the TRACECA region the progress of implementation of transport plans and policies depends 
on specific national and regional political and socio-economic parameters. Therefore, the Mas-
ter Plan aims to select tailored recommendations and approaches that are applicable in a range 
of contexts in various TRACECA countries.  

The Master Plan is set in a challenging environment where it will target national level recom-
mendations in order to: 

 address practical economic issues in transport; 

 set realistic objectives in terms of impact of the proposed actions, involving compre-
hensive dialogue with all stakeholders, including key players from the private sector; 

 streamline the activities of potentially overlapping plans that exist at the national 
level in order to coordinate the development of user demand driven TRACECA cor-
ridor; 

 propose organisational and monitoring mechanisms to follow up and measure im-
plementation. 

Regional cooperation is based on specific projects limited in their scope and not always coordi-
nated at efforts. Recommendations are provided in relation to various regional transport coop-
eration initiatives. The Master Plan takes these initiatives into account in terms of their impact 
on function of logistics and motorways of the sea concepts in TRACECA. The specific activities 
and initiatives of such institutions are beyond the scope of this Master Plan due to its focus and 
practical considerations.  

Sharing a common global vision and following a clearly defined approach in improving corridor 
performance is further required to develop the TRACECA Corridor in line with the demands of 
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the modern transport industry. The potential of the IGC TRACECA should be used as a tool to 
implement business-driven requests of corridor users, whose demands and objectives could be 
regularly collected, monitored and implemented by the TRACECA PS in Baku. 

The fast and growing internationalisation of trade may be the catalyst for a drastic change in the 
TRACECA Region: countries start recognising that individually decided policies can prove inef-
ficient and counter-productive and there is a need for bi-, multilateral and regional cooperation 
to access world markets. Most countries also begin computing the benefits they can reap in 
terms of investments, employment and revenues from attracting transit cargo-flows through 
their territories. In order to be developed, this ‘transit function‘ needs to be supported by easier 
border-crossing and customs transit procedures, or, in other words, by trade facilitation 
measures which can be achieved only through cooperation with other countries.  

1.1.3 Comparable Reference Models in Logistics & Transport (Regional) 

As TRACECA is an intercontinental corridor linking its countries and Asian markets to the Euro-
pean Union, the Master Plan should take into account the Trans European Transport Network 
on the West, as well as the Central Asia/Asia axes into the analysis.  

The policies of the European Union on TEN-T extension, and policy papers guiding the 
transport development between the European counties, are taken into account during the de-
velopment of the Master Plan.  

Suggested examples include, but are not limited to, the following:  

 EU 1996 White Paper: A strategy for revitalizing the Community's railways and the 
following three 'Railway packages’ 

 White paper 2011: Roadmap to a Single European Transport Area - Towards a 
competitive and resource efficient transport system. 

 Guidelines for the development of the Trans-European Transport Network (TEN-T) 
of October 2011 (adjusting guidelines of July 2010), which were approved by the 
Council of Transport Ministers in March 2012. 

Presentation of the strategic vision and the practical framework of action require an approach 
that links the Western Transport Network and corridors and the Eastern axes. The EU's TEN-T 
methodology has been adopted as the starting point and will be adapted in line with the 
TRACECA corridor and TRACECA countries' plans. 

1.1.4 Principles Retained for LOGMOS Master Plan 

The following principles are fundamental in preparation of the Master Plan:  

 Regional and corridor perspective 

Since TRACECA is a multimodal corridor encompassing both countries with access to the sea 
and those that are landlocked states, such a Master Plan should logically be aimed at imple-
mentation of both logistics and MoS concepts. For routes linking Europe to Asia, a Master Plan 
should take into account the Trans European Transport Network on the West and the Central 
Asia/Asia axes. 

National contexts and development plans are taken into account inasmuch as they are relevant 
to the development of the corridor as a whole. Vision for TRACECA and EU: LOGMOS Master 
Plan will produce a comprehensive vision of vital strategic directions and help guide TRACECA 
beneficiaries and EU stakeholders in enhancing functional and operational logistics and the 
MoS dimensions of TRACECA. The Master Plan shall serve as a comprehensive framework of 
action domains within TRACECA and streamline soft and investment support agenda for 
TRACECA.  
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 Capitalise on TRACECA's tools and experience  

On the TRACECA level it will be subordinated to the 5-pillar strategy of IGC TRACECA till 2015. 
This strategy is aimed at development of sound multimodal chains, and seeks to provide cross-
linked recommendations to chapters related to capacity building and attraction of funding in-line 
with guidelines/work of the IDEA I and II projects. In order to avoid overlapping with other EU 
projects, the LOGMOS Master Plan will take into account and rely on the work of these projects 
in the areas of safety and security in maritime and land transport or aviation, measurement of 
TRACECA corridor performance and transport modelling, but will not concentrate on these do-
mains.  

 Suitable for all TRACECA countries  

The scope of the Master Plan will focus in terms of region on ENPI and Central Asia Countries. 
Given the non-homogeneous status of TRACECA countries in terms of EU cooperation mecha-
nisms the Master Plan will address the challenge of better responsiveness of the ENPI, Central 
Asia, IPA and EU-members of TRACECA to objectives falling in the scope of logistics and MoS 
that could be derived from relevant documents applicable to these countries1. Approaches to 
technical assistance envisaged in the LOGMOS terms of towards various categories of 
TRACECA beneficiary countries will be followed. 

Indirect beneficiary countries, EU member-states like Romania and Bulgaria and accession 
countries like Turkey will be cross-referenced to the Master Plan in terms of direct core links 
and best practices.  

 Best practices and promotion 

In regards to sharing best practice, the EU and IPA TRACECA members should take an essen-
tial role in leading review and making adjustments to the founding principles of TRACECA in its 
Vision, Mission and Values towards the current business-oriented concepts of sustainable eco-
nomic corridors.  

The role of the EU in promoting the Master Plan is to highlight its function not only as an eco-
nomic tool but also as an instrument that can strengthen global cooperation and contribute to 
maintaining solidarity and peace in the Region. 

                                                
1
  ENPI Countries documents:  

 COM (2011) 415 of 7 July 2012, Communication from the Commission to the Council 
and the European Parliament - The EU and Its Neighbouring Regions: a Renewed Approach to 
Transport Cooperation.  

 COM(2007) 32 of 31.1.2007 Communication from the Commission to the Council and the 
European Parliament - Extension of the Major Trans-European Transport Axes to the Neighbour-
ing Countries - Guidelines for Transport in Europe and Neighbouring Regions 

 Central Asia documents: 

 New Partnership approved by EU Heads of State and Government in June 2007  

 EC Regional Strategy Paper for Assistance to Central Asia 2007 -2013 

 Reviewed agenda approved by the Council of the European Union in June 2012 

 Turkey being an IPA country has its transport agenda set in IPA Transport Operational Pro-
gramme for Turkey.  

 Bulgaria and Romania, being EU members have to follow the agenda set by TEN-T policy re-
view. These countries will be associated as indirect beneficiary countries, but activities related to im-
provements at the national level in these states will not be in focus of this LOGMOS Master Plan. 

http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2011:0415:FIN:EN:PDF
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2011:0415:FIN:EN:PDF
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2011:0415:FIN:EN:PDF
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0032:FIN:EN:PDF
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0032:FIN:EN:PDF
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0032:FIN:EN:PDF
http://eeas.europa.eu/central_asia/docs/2010_strategy_eu_centralasia_en.pdf
http://eeas.europa.eu/central_asia/rsp/07_13_en.pdf
http://www.consilium.europa.eu/uedocs/cms_Data/docs/pressdata/EN/foraff/131149.pdf
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1.2 Target Groups and Objectives of the Master Plan 

The target groups of the Master Plan are the national governments, the users of the corridors, 
the EU, IFIs and the TRACECA structures. The Master Plan will provide them with a vision on 
action domains for improvement of TRACECA corridors and its changed agenda.  

At this draft stage, the main objectives of the LOGMOS Master Plan can be described as fol-
lows (although they will be refined in the final document):  

– to highlight the growing and needed role and function of the TRACECA Corridor in 
international trade beyond the TRACECA Region (Western China-EU, Western Chi-
na-Turkey) as a needed alternative to other corridors/modes (a report on trends and 
perspectives for the sea-borne containerised trade between Far-East and Europe 
will be presented in this section); 

– accordingly, to induce stakeholders to assess systematically regional and interna-
tional impact of national policies when addressing transport and logistics issues, 
which should additionally facilitate negotiations with Donors and IFIs and attract an 
increased interest and support from their side; 

– to propose a methodology to ensure the largest possible dissemination of best prac-
tices existing in the region and abroad between and among all the stakeholders of 
TRACECA countries, thus enabling them to build on the experience of others, allo-
cate their resources in the most efficient and timely way (as one of many examples: 
KTZ, the National Railway Company of Kazakhstan has been engaged for many 
years in the operation of the block container train ‘Baltica Transit’ from Riga to Al-
maty. However, since 2011 it has also been involved in the transit of the block con-
tainer train Chongqing-Duisburg through Kazakhstan which crosses both OTIF–CIM 
railway bill and OSJD–SMGS railway bill territories. The procedures developed and 
implemented by KTZ to ensure a minimum border-crossing delay on the Chinese-
Kazakh border (from OTIF to OSJD) could serve for future operations such as the 
Silk Wind or the Baku-Tbilisi-Kars train); 

– to prepare a set of principles, recommendations and guide-lines to help decision-
makers over their short, medium and long term courses of action in line with the 
strategy commonly agreed at IGC level; 

– to prepare a detailed plan, or explanation, to guide potential partners in setting 
standards and KPIs, thus enabling them to assess potential pilot-projects (results 
achieved in this respect by the EU-funded TRACECA IDEA Project will be used as 
much as possible) and determine immediate and future courses of action for the im-
plementation and sustainable development of these projects in the TRACECA area, 
including financing. The LOGMOS methodology and activities have already provided 
a working method for case projects, based in most countries on national Stakehold-
ers Working Groups, the partners of which have started using standards and action 
plans (or elements of action plans) including the approaches to implementation and 
financing; 

– to lay down a concrete proposal for the development and permanent implementation 
of global supply chain logistics and transport processes based on international prac-
tice and the LOGMOS concept and approach in the TRACECA Region; 

– to define the best conditions for the involvement of private actors to build on MoS, 
ILCs and combined Projects (for example Alyat will simultaneously be the new Baku 
port, an ILC and a rail hub to/from Central Asia in the East, to the Caucasus, Turkey 
and the Black Sea region in the West, to Russia in the North and Iran and the Per-
sian Gulf in the South); 
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– to list the infrastructure and other investments needed in the short, medium and long 
terms and envisage ways to organise/finance them for the development of a fully-
fledged TRACECA Corridor. The Master Plan will consolidate information about the 
possible funding sources and conditions of accessibility based on the experience ac-
cumulated within the TRACECA investment promotion process during the last years; 

– to identify the areas of competence in public and private sector where capacity build-
ing and vocational training are needed and present recommendations to fill the gaps. 

1.3 Methodology Used to Prepare the Master Plan 

The Master Plan methodology is based on three layers, determined in close permanent public 
and private stakeholder consultations: 

 Consideration of the institutional and legal environment at national and regional lev-
els.  

This entails trade facilitation aspects both for domestic, import/export and transit cargo-flows. 
The emphasis is placed on actual implementation of existing national laws and international 
conventions. Remaining legal bottlenecks, inconsistencies and vacuums are identified. This al-
so covers a benchmarking of the countries in terms of LPI (Logistics Performance Index), doing 
business/investment climate and ease of international transit. 

The solid basis for this analysis was collected whilst drafting the country profiles and the dedi-
cated legal barriers assessment for each country. Additionally, interviews with private sector 
representatives and action plans prepared for implementation of crucial projects are required to 
identify gaps to be filled in comparison with best international practice. 

All recommendations are provided from practical level and are applicable to priority projects.  

 Analysis of transport and logistics infrastructure and networks for each transport 
mode. 

Each transport mode under review (rail, road, sea) throughout the corridor will be assessed with 
an objective to highlight weak or missing links, interoperability and interconnectivity gaps. Inland 
waterway transport is covered by Dnieper and Danube studies. Main findings will be included 
into recommendations of the overall LOGMOS Master Plan as far as this part of TRACECA and 
the connection to TEN-T network is concerned. 

A summary will also be provided of all on-going investments in new infrastructure and corre-
sponding Donors and IFIs’ involvement, future plans and a long list of projects (out of which a 
number were selected and presented at TRACECA 2010 and 2012 Investment Forums) in all 
countries. 

Factual basis for the analysis of existing/planned infrastructure is provided by the country pro-
files, national transport strategies, stakeholder consultation, missions and primary data collec-
tion activities and the TRACECA investment promotion activities. 

 Context of Global TRACECA market and operations in MoS and logistics dimen-
sions.  

To this end the following aspects are analysed and taken into account: existing and potential 
traffic flows, demand and supply, ease of access to infrastructure and facilities, role of the pri-
vate sector, old and new monopolies, systems of collection, exchange and access to infor-
mation (between Authorities and between Authorities and Users at local (for example, Port 
Community Systems) national and regional level), competitiveness and attractiveness of 
TRACECA versus other corridors/modes with an analysis of trends, soft commercial barriers 
(such as border-crossing practices, tariffs in terms of decision-making processes, pricing and 
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regional cooperation or standardisation of trade and transport documentation), human factors 
(capacity building, vocational education and training) and other missing important features. 

The main sources for this layer are the traffic flow data base of the LOGMOS project (compiled 
with UN COMTRADE Data), the TRAX model developed by the IDEA 1 project, the country pro-
files with regards to market aspects, reforms in the transport related public sector (mainly rail-
way companies and port operating concepts) and private sector involvement and interests and 
the numerous findings gathered during interviews and meetings with private sector representa-
tives and business associations. 

All corresponding findings are synthesised in thematic reports covering each mode of transport 
(rail, road and maritime links - MoS) as well as the multimodal capabilities, the logistics sector 
and the legal framework in a corridor perspective. The global recommendations and proposed 
measures, with ranking and assigning implementation period from short, medium and long-term 
perspectives, will be published. 

The Master Plan is accompanied by action plans for LOGMOS pilot projects that are crucial 
links for the corridor (MoS, rail ferry and container connections over the Black and Caspian 
Seas, the land bridge between the Black and Caspian Sea, transit from China and via Ukraine 
to Europe, logistics centres close to main nodes). These project implementation plans are de-
veloped in line with global measures and recommendations and all three layers of the Master 
Plan (network, legal, market). 

Tools and scenarios developed by the IDEA I and IDEA II Project are applicable to ensure the 
best possible consistency with the LOGMOS Master Plan. 

A joint drafting of the Master Plan with the stakeholders (the ultimate target being to obtain their 
principle endorsement, strengthen their ownership and have them implement it) has been 
sought after from the first steps of the Master Plan development. 

1.4 Consultation and Dialogue 

The draft Master Plan will be discussed and submitted to secondary and key stakeholders at 
high TRACECA level through the regular contact between the LOGMOS Expert Team and 
TRACECA PS, national coordinators, public and private project stakeholders.  

The advice of International Transport Organizations and Agencies, Donors and IFIs (EU, 
UNDP, World Bank, ADB, EBRD, EIB) are sought and taken into account. 

The objective is to receive feedback that provides the vision of the stakeholders, emphasising 
their expectations and priorities, enabling us to help them whenever possible to merge their in-
dividual national interests, thus fostering cooperation at regional and international levels, and 
have them improve, endorse and ultimately implement the Master Plan. 
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1  REGULATORY REFORMS  

This chapter summarises the findings of the Report on the “Legal Barriers”, both on a regional 
and functional level. It shows concretely which interventions should be taken and by whom and 
for which purpose. The action plan in the final chapter of this section provides a  great amount 
of detail for each and every recommendation of the Legal Barrier Report, which has now been 
submitted as a proposal for concrete intervention.  

These intervention proposals exist on a cross regional, regional and national level; they can be 
combined with each other or implemented on a standalone basis. In any case, the action plan 
will allow for targeted and concrete implementation of measures aimed at the removal of legal 
and regulatory bottlenecks (in the widest sense) at Border Crossing Points, fostering the 
seamless flow of goods.  

In terms of next steps, those interventions that are deemed important should be developed 
further by drafting concrete Action Fiches. This can be done either by the national 
administration, by the relevant EU Delegations, by TRACECA, or by one or more of the ongoing 
TRACECA projects (if these particular TRACECA projects cover these objectives and have the 
budget for such an approach) or even by a dedicated TA project thus elevating all or possibly 
the most important interventions to this next level of Action or Project Fiches.  

This chapter briefly reviews the findings and recommendations of the Legal Barrier Report and 
summarises those in overview stage. Subsequently,  the methodology for the Action Plan is 
discussed and introduced, providing an understanding of Action Plan details and also allowing 
for efficient usage of the data and analysis provided. It is to be understood, however, that this is 
a dynamic process and a report is static; meaning, that at the time of submission of this chapter, 
the information provided is accurate; at the time of “using” this chapter and subsequently the 
Action Plan, it will almost certainly require an update with the recent developments.  

1.1 Findings Summary 

The findings from the “Legal Barriers” report are based on a specific methodology that was 
developed for this particular assignment. This methodology extracted the main principles of 
mainstream best international practice (conventions, and currently applicable EU acquis) and, 
within the framework of the TOR and objectives of the LOGMOS project, main areas of concern, 
so-called legal (in the widest sense) bottlenecks, potentials to foster the seamless flow of goods 
across borders were filtered out.  

These main “bottlenecks”, principles and issues are ranked according to their relative 
importance. Additional analysis, comparators, interviews, personal observations, were applied. 
The most important bottlenecks were used to benchmark the countries against these specific 
principles and therefore, to an extent, countries were benchmarked against each other.   

Following this exercise, specific recommendations for each jurisdiction were issued, along with 
regional and cross regional recommendations.  

The main issues pertain to three recurring areas. Apart from one or two exceptions, all countries 
have issues concerning the Single Window Concept and the Economic Operator Concept. 
Many of the countries have issues concerning the modernisation of their custom codes and the 
internal and external exchange of information and therefore risk-management.  

Georgia is ahead of most of the other countries (apart from Turkey and the EU member states 
Romania and Bulgaria) and has undergone the most radical reforms. Georgia can therefore 
lend a hand in the concrete implementation of reform concepts, as can and does Turkey, 
Romania and Bulgaria. Azerbaijan and Tajikistan too have undergone comprehensive reforms 
and are on the final lap of completing these.  
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The other countries are in various stages of implementation of targeted and comprehensive 
reforms, some require additional technical assistance, for example where a new a customs 
code is being drafted or just being adopted, other countries may benefit from information and 
experience exchange; some require hardware and investment assistance, etc.  

1.2 Recommendations Legal Barriers Report  

Recommendations of the final Legal Barriers Report were issued at three different levels:  

– Individual national recommendations: addressing specific national shortfalls or specific 
bottlenecks;  

– Regional recommendations: addressing common patterns and issues that can best be 
tackled on a regional level;  

– Cross regional recommendations: addressing concerns of all participating jurisdictions. 

These recommendations are summarised below.  

1.2.1 Individual Recommendations 

The following individual recommendations have been issued per country via the legal barrier 
report:  

Armenia  

- Single Window Assistance; Twinning Project on site; bilateral assistance from Georgia;  

- Economic Operator Concept; bilateral assistance by Georgia, round tables, etc.  

- Custom Code modernisation; TA from scratch, options new code or revamp of old 
customs code;  

- Accession to Landlocked States Convention; TAIEX; 

- Delineation of Borderlines with Georgia;  

- Institutionalisation of cooperation with Georgia. 

Azerbaijan 

- Single Window Concept implementation, round table, information exchange;  

- Assessment Land Border Crossing with Georgia; benchmarking, analysis;  

- Economic Operator Concept, by-laws, bilateral assistance Turkey, TA.  

Georgia 

- Compulsory insurance for vehicles and transportation.  

Kazakhstan 

- Single Window Implementation, round table, information exchange;  

- Aktau Port AISCP, benchmarking, TA/pilot project Single Window;  

- Economic Operator concept, benchmarking, implementation assistance.  

Kyrgyzstan  

- Single Window Concept, TA for drafting of bylaws;  

- Economic Operator Concept; information exchange, drafting of legislation.  
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Moldova 

- Electronic Risk Assessment for Transit; hard and software, EUBAM on site;  

- Single Window Implementation, TA on capacities, hard and software, training;  

- Custom Risk Management and Information sharing Centre; TA, building on EUBAM 
outcomes;  

- New Customs Code, TA supporting the drafting of a new customs code.  

Tajikistan 

- Single Window Concept, TA for implementation, requirements, etc; 

- Economic Operator Assistance; TA for drafting of bylaws.  

Ukraine 

- Single Window Pilot Project in Odessa Sea Commercial Port;  

- New Customs Code, TA to draft by-laws and regulations;  

- Economic Operator Concept; TA to draft by-laws, regulations, capacity assessment and 
training of staff;  

- Performance Indicators for port services;  

- Twinning with Port and Custom authorities from other countries.  

Uzbekistan 

- Single Window Concept; assistance in introduction, institutional strengthening, capacity 
building;  

- Economic Operator Concept; TA for bylaws, institutional strengthening, capacity 
building; 

- Electronic Risk Assessment; TA for Action Plan supporting introduction of electronic risk 
assessment and information sharing.  

Custom Code reform; TA for the introduction of bylaws and regulations 

1.2.2 Regional Recommendations  

Following these individual recommendations, regional recommendations have been issued, for 
the Black and the Caspian Sea separately, addressing specific regional concerns.  

These regional recommendations concern the “Round Table/Benchmarking on the 
Implementation of the Single Window Concept” and another “Round Table/Benchmarking on 
the Economic Operator Concept” for the Caspian Sea Countries.  

The two regional recommendations for the Black Sea Countries are virtually identical to the 
ones for the Caspian Sea region, being “Round Tables, Twinning Efforts for the Implementation 
of the Single Window Concept” and the other one “Round Table, Twinning and TA on the 
Implementation and Demonstration of Advantages of the Economic Operator Concept”.  

The only, even if minor, difference is that the Black Sea countries seemed slightly ahead of their 
counterparts at the Caspian Sea in terms of methodologies and objectives. At the Caspian Sea, 
some countries seem to be stuck in their own environments; unsurprisingly to an extent, given 
the transposition from ex-soviet legal environments to modern legislative environments, with 
cultural and historic barriers blended in; and even more impressive if and when these factors 
are overcome.  
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The Black Sea countries enjoyed a higher level of targeted assistance, due to the immediate 
position of the EU and Turkey and have contributed very good ideas of how issues can be 
addressed and the objectives can be attained. This is why Twinning and TA seem more 
appropriate at the Black Sea, targeted interventions could have major impacts. At the Caspian 
Sea, a benchmarking exercise would help to establish the status quo and then enable bundling 
of targeted assistance programs.   

1.2.3 Cross Regional Recommendations  

Whilst the two main regional recommendations concerning the Single Window Concept and the 
Economic Operator Concept would appear also as Cross Regional Recommendation, the 
approach and type and level of assistance would be different for the Black and the Caspian Sea 
Regions. There is another issue that requires cross regional and in due course international 
cooperation and, eventually, international recognition.  

The TRACECA MTA agreement, which has not been ratified by all TRACECA countries, 
proposes the corner points for an internationally accepted multi-modal transport document 
regulating liability, insurance, etc. The main principles of the MTA are based on the 
internationally accepted Hague-Visby rules and can therefore provide a regional normative 
basis for an internationally acceptable contractual document catering for the liability of a 
Multimodal Transport Operator.  

TRACECA countries are not on their own in attempting to tackle this issue. The EU Freight 
Transport Logistics Action Plan deals with researching and developing multimodal freight 
transport networks in Europe, examples of these efforts are e-Freight and FLAGSHIP. 

A TRACECA multimodal transport document, in line with best international practice and 
internationally accepted has yet to be drafted and is, from today’s viewpoint, a rather 
challenging endeavour. However, this should not mean that this issue cannot be addressed and 
first steps cannot be taken. In fact the first attempts are already there, the TRACECA MTA/MLA. 
Efforts should therefore be made that all TRACECA countries ratify these. But this alone will (of 
course) not solve the situation of multimodal transport liability and insurance.   

Another step that can be taken would be a TRACECA-wide benchmarking exercise on where 
TRACECA countries stand on issues pertaining to freight insurance, liability for the operator, the 
freight forwarder, the carrier (if different), the sub-contractors, the limits of liability, the regulation 
and exemptions, the shift of liability (when) and joint liabilities, etc.   

Of particular interest would be issues such as the liability of receivers abandoning cargo, failure 
to pay (and the option to enforce payment for) demurrage for unduly retained containers, liability 
questions for containers not returned, etc., and compensation regimes and procedures for 
abandoned of cargo, recovery of losses, and issues such as the auctions by customs within a 
set timeframe and the free expatriation and recovery of the goods/cargo.  

This could be a dedicated multilateral TA project, where firstly, a specific set of benchmarks are 
defined; these would be the most important points pertaining to multimodal transport liability, 
based on best international (EU) practice, in close cooperation with TRACECA. Then, the 
TRACECA countries would be assessed against these set benchmarks. This would allow a 
comprehensive assessment of the most important shortfalls, identification of similarities and 
joint areas of concern and then, piece by piece, addressing of these shortfalls and thus, the 
taking coordinated and efficient steps towards the ultimate aim; the removal of this bottleneck to 
the seamless flow of goods across borders.    
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1.2.4 Summary 

The table below shows an overview of the recommendations for the Caspian and Black Sea 
Regions in regards to the identification and addressing of legal bottlenecks at border crossing 
points.  

Area concern Black Sea Caspian Sea 

Arm Geo Mol UA Az Kaz Kyr Uzb Taj 

MTA / MLA √√ √√ √√ √√ √√ √√ √√ √√ √√ 

SWC √√√  √√√ √√ √√ √√√ √√√ √√√ √√√ 

EOC √√√  √√√ √√ √√ √√√ √√√ √√√ √√√ 

Legislative reform  √√ √ √√√ √√ √√ √√√ √√ √√ √√ 

The table shows the main areas of concern and where those are most applicable. The table 
appreciates individual countries' concrete concerns and requirements. For example, Ukraine 
has just recently signed a new customs code into force, so did Tajikistan and Azerbaijan. These 
countries, therefore, might not need assistance to draft primary legislation, but there may well 
be a demand for sub-normative legislation and therefore a need for legislative support; either to 
align sub-normative legislation and/or to enact rules and regulations.  

Other countries, such as Moldova and Kazakhstan are working on a legislative overhaul and 
have not (yet) introduced new primary legislation (new customs code); therefore, these 
countries have a higher need for legislative assistance.  

In some countries the Single Window concept is being implemented to varying degrees, for 
example in Azerbaijan and the Ukraine, the legislative basis for the single window concepts 
have been established and therefore, apart from sub-normative legislation, the “legal 
bottleneck” has been removed. Other “tools” need to be employed to make these legal systems 
work, such as capacity building, sourcing of software and hardware, etc. and this will be 
addressed in the Action Plan.  

1.3 Action Plan Methodology  

This chapter introduces the master Action Plan for the rectification of the bottlenecks and 
omissions, requirements and deficiencies that were found in the participating TRACECA 
countries. It shows which concrete actions, measures, interventions, etc. should and could be 
contemplated, the reasons why, the anticipated levels of effort, potential funding sources and 
finally, the anticipated impact of each measure, action or intervention.  

These actions, measures and interventions are based on the specific recommendations of the 
Legal Barriers Report. The recommendations of the Action Plan are classified and determined 
along the below key parameter:  

 Micro and macro levels; 

 National/Bilateral/Regional (TRACECA) levels; 

 Definition of intervention, action, measures;  

 Involvement (and role) of key stakeholders, IGC TRACECA, EU, other 
organisations;  

 Priorities (in a corridor perspective); 

 Requirements for capacity-building (all levels); 

 Anticipated economic/social impact (if and when measurable or appreciable); 

 Time;  

 Efforts;  
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 Linkages to other initiatives. 

Below is an explanation of the chosen Action Plan parameters and examples to illustrate the 
choice if applicable.  

 Micro and Macro Levels  

Under this parameter, the concrete target level of intervention will be identified. This could be at 
a marco level, meaning at national level, or local, at grassroot level. The importance of this 
parameter, by way of example, can be seen in the Ukraine. There is a history of successful and 
less successful implementation of projects, interventions and measures. The successful ones 
were those that saw parallel implementation efforts, where a change at national level 
(nationwide) was accompanied by local/grassroot pilots.  

The functional intervention level can also be different; policy and/or legislative measures at the 
macro level and local implementation/regulation measures at the micro levels. Also, these must 
not necessarily be consecutive, either one of the (macro or micro) measures can precede the 
other; but to get the maximum benefits, effects and impacts, both need to be planned, 
coordinated and implemented. Reverting to Ukraine, again, by way of example, the EUBAM 
initiative can be named as a successful grassroot/micro project and the enacting of the new 
customs code as macro. EUBAM came first and the new Customs Code last year.  

Thus, any macro level initiative will need micro level spin-off pilot projects (or similar) and any 
successful micro project/s may well lead to or precede macro interventions; hence the 
importance of coordination and planning of macro and micro level measures. 

 National/Bilateral/Regional Levels  

Any cross border measures, such as those tackling the reduction of legal/institutional 
bottlenecks at physical border crossing points will require national, bilateral and even regional 
cooperation and coordination. The example of the border crossing point between Georgia and 
Armenia at Bavra shows how important bilateral cooperation is on these matters. Georgia has 
built their part of the border crossing facility without, so claimed by Armenian officials, 
coordinating with Armenia. Now, Armenia is forced to adjust their design, so they can feed into 
the already commissioned structures on the Georgian side.  

Any measure that has the potential for a cross border impact will need to be matched by efforts 
by all key stakeholders concerned. "All concerned" means the immediate key stakeholders, 
such as the relevant state customs authorities, but also any other organisations concerned, 
such as the EU, TRACECA or any other projects or interventions, etc. The levels of intervention 
and the respective functional target areas for intervention need to be clear and all key 
stakeholders need to be committed to the objectives of any such planned measure.    

EUBAM is a good example how a bilateral project between Ukraine and Moldova was 
implemented successfully, but only because of close cooperation and coordination of measures 
on both sides (joint inspections, information sharing, etc.).  

 Definition of Intervention 

The interventions as such can be of a multitude of natures and combinations thereof. In 
principle, there are technical assistance projects, exchange of experience (twinning), 
information exchange platforms (TAIEX, round tables, etc), capacity building and training 
measures, supply, etc.  

When addressing a specific (cross border or national) area of concern and trying to identify the 
most suitable intervention a number of factors are relevant. These are the analytical issues, 
such as the lack of legislation, lack of standards, lack of education, etc; then, the human 
resource related issues of institutional strengthening and capacity building and any hardware 
related issues, such as the absence of but requirement for equipment and facilities. These 



   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 8 of 10 Annex 5 Progress Report IV 

factors need to be addressed on a national and/or bilateral level comprehensively; many times, 
there may be sufficient capacities, but insufficient training, for example, the inability of some 
custom officials in Ukraine to deal with Carnet TIR T1 forms.  

Another example is the quite acceptable legislative framework in Moldova on the joint risk 
assessment with Ukraine (under EUBAM), but, there is a need for mobile scanning equipment, 
which would allow for controls away from the border crossing points. Whilst one measure, the 
joint border crossing points with the Ukraine, has had quite an impressive impact, some 
associated measures are required to extend the impact to the required length.  

 Involvement of Key Stakeholders (roles) 

The engagement and commitment of key stakeholders is vital for the success of any 
intervention. Therefore, all types of interventions will see a stakeholder mapping exercise, 
identifying the key national and international stakeholders; both public and private sector 
stakeholders as well as those between the public and private sector, such as NGOs, etc.  

Only if and to the extent the key stakeholders can be bought into an intervention will related 
actions be crowned by success. Key stakeholders may need to play active roles, accompanying 
or even governing the implementation of specific measures.   

The stakeholder mapping identifies the stakeholders, groups those into public, private and 
hybrid stakeholder groups, measures and estimates their specific (anticipated) commitment to 
the overall intervention, identifies the specific stakeholder groups or individual stakeholder’s 
objectives, roles and functions and sets out generic and individual buy-in measures.  

The implementation of an intervention, specific measures and activities will therefore allow for 
coordinated and pro-active engagement with the concerned stakeholder (groups).  

 Priorities  

There are multiple interventions suggested for each jurisdiction, either on a national, a bi-lateral 
or a multilateral basis; all from the TRACECA perspective. Each one or those, by itself, is a 
priority intervention, since these interventions are a result of the Legal Barrier Report and have 
either been found by the consultants and discussed with the beneficiaries, or in some cases the 
proposed interventions were suggested to the Consultants as a priority. Any overall intervention, 
if a TA project, will consist of a number measures, each of those measures with different levels 
of priority.  

Thus, there are various levels of priority, before the intervention as such has been matched 
against EU, TRACECA, regional or national priorities. Therefore, in some cases, a multilayer 
approach will be needed for the stakeholder mapping exercise and this will need to be kept 
updated over the course of planning, programming and actual implementation.  

For example, the adoption of the TRACECA Regional Action Strategy (TRAS) at the ICC 
meeting in Bucharest in November 2011, was preceded by a year of dialogue, Regional 
Working Group meetings, discussions and alignment within the various national maritime 
administrations, the transport ministries, coordination with the TRACECA PS in Baku, with the 
relevant stakeholders in the EU, etc. Actual policy and updates from the EU and TRACECA 
found an immediate reflection in the proposed TRAS, priority areas were adjusted and finally 
adopted with the commitment of all concerned stakeholders, especially the commitments of the 
national transport ministries.  

Since the priorities always reflected good international standards and current EU practice and 
requirements, the adoption of the TRAS was not unexpected, since the high level objectives of 
the TRAS was reflected in most national policies already, and in some cases already saw first 
bilateral implementation measures before actual adoption (for example between Turkey and 
Georgia).  
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 Capacity Building and Institutional Strengthening  

All interventions will have various degrees of capacity building measures included and some will 
be additionally concerned about institutional strengthening. Both these measures are vital to 
ensure sustainable impacts.  

Some interventions may have capacity building placed as a high priority, for example in 
countries where the required software and hardware has been installed or is available, but the 
accompanying capacity building measures have proven insufficient. Other interventions will 
have capacity building as an additional component, if, for example, the revision of a customs 
code, or the drafting and enactment of bylaws are concerned.  

 Anticipated Impacts  

All proposed interventions undergo an impact assessment, where the anticipated impacts are 
predicted, together with indicators along which any such impact can be verified (so-called 
verifiable indicators).   

Identification of potential impacts is important, because the objectives and priorities of an 
intervention might be clear and the stakeholders committed, but the anticipated impacts might 
not be fully in line with the objectives. This is why the anticipated impacts are split over 
political/social impacts and economic impacts, thus giving an opportunity to weigh negative (if 
any) impacts against positive ones and to specifically address the potentially negative impacts 
at an early stage.  

Donor organisations and modern national jurisdictions have various performance standards 
which are applied if and when negative impacts to the environment or to the people are likely 
and mitigation measures are drawn up; this helps to pre-empt the occurrence of a potentially 
negative impact, or to mitigate the effects of any negative impacts.  

At the same time, the positive impact definition will enable the assessment of the progress 
made in implementing the specific measures, through the establishment of suitable and 
appropriate verifiable indicators. For example, if an intervention is concerned about the 
reduction of a specific bottleneck at a border crossing point, then, the intervention is 
successfully implemented if/to the extent waiting times actually decrease.  

Each intervention is therefore complemented by an impact assessment, even if only at high 
level (at this stage) and with a proposal of indicators, or areas where indicators can be 
identified, to objectively measure the impact and the level of successful implementation of the 
interventions.  

 Time  

Each intervention will be put on a time horizon, showing when this intervention should 
commence and its anticipated duration. This allows programming of any of the interventions in a 
coordinated manner, and it allows also mixing, combining and matching of interventions on the 
timeline. 

 Effort  

The levels of efforts for each intervention are also indicated. Since this is at an early stage, even 
prior to action fiche level, the indication of effort level is either:  

– Low, indicating a budget of less than € 100.000;  

– Medium, indicating a budget of € 100.000 to € 1M; or  

– High, indicating a budget in excess of € 1M.  
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 Linkages to other Projects  

Finally, the linkages to other initiatives, interventions, projects, planned, ongoing or past (but still 
with impact) are indicated, together with most recent policy developments (if applicable). This 
would allow the entire planned intervention to be visible from a birds’ eye view and facilitate 
merging and placing the intervention into and amongst ongoing/planned interventions and 
ensuring past achievements are being appreciated and built upon.  

1.4 Action Plan  

The above introduced methodology for the description of the interventions is employed and 
reflected in the Action Plan below. All interventions listed would be subjected to a 
comprehensive implementation schedule; the comprehensive implementation schedule would 
be based on a detailed and specific intervention description, as per the below table (and above 
methodology).  

The reasoning as to why these particular interventions are recommended are not provided, 
these can be found in the Report on the Legal Barriers. If and when this Action Plan is used, or 
parts of it, then the relevant chapters of the Report on Legal Barriers should be used as 
background information as to why a particular intervention is recommended.  

Also, the relevant country profiles, also issued along the various LOGMOS project progress 
reports, should be consulted to gain relevant understanding of the countries’ profiles and status 
quos, at least at the time of drafting. Then, given this comprehensive basis for information, an 
updating exercise can be undertaken quite easily and Action or Project Fiches can be drafted 
against this updated background information and existing objectives. 

Table 1: Action Plan Template 

Title: description of intervention, macro, micro or both levels, etc.  

Action No.  Short title for intervention  Cross regional  Regional  Local  

Concerned 
jurisdictions  

 

Action 
Description  

Technical 
Assistance  

Consultation 
(TAIEX, etc) 

Information 
exchange 

Capacity & 
Institution  
Building  

Other 

Description 
priorities & 
objectives 

 

Stakeholders  International  National  

Impact 
assessment  

Economic Social Political  Logistical  Other 

Verifiable 
Indicators 

     

Time  Indication of intervention commencement and time schedule. 

Efforts  Indication of efforts required for intervention (low, medium, high).  

Linkages Linkages to other projects, initiatives, projects and policy implementation, realising 
synergies.  
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1 INTRODUCTION  

The present study is prepared as background material for elaboration of the LOGMOS Master 
Plan. It identifies the global local, international and transit trade potential for the TRACECA Re-
gion for various types of commodities suitable for carriage on the TRACECA transport networks. 

The purpose of this report is to present indications of potential transport volumes to be moved 
on TRACECA corridor using Motorway of the sea (MoS) links in the Black Sea and Caspian 
Sea. Therefore, this research gives a stronger focus on Motorways of the Sea and logistics cen-
tres affine goods, i.e. goods that are suitable for shipment in standardised transport units (con-
tainers, swap bodies, trailers and wagons).  

In other words the type of cargo is, in itself, less important than: 

a) the mode of transport used to carry it  

b) the parameters of the transport service offered for carriage 
(See Textbox 1) 

The analysis of the trade flows demonstrates how crucial is the set up of a functional transport 
corridor in order to stimulate the attraction of trade onto TRACECA corridor and foster its utilisa-
tion in supply chains in the future. This research is aligned with an exercise of TRACECA core 
network definition run by the EU-funded IDEA I and II technical assistance projects. Conclusions 
of this report rely on findings of TRAX-study when it comes to corridor capabilities to attract new 
cargo and divert flows from other routes to TRACECA.  

This overview is a conclusive part of traffic analysis study undertaken by the LOGMOS project 
since its start, and is based on adjusted UNCOMTRADE data for 2010 compliant with the meth-
odology of TRACECA database and freight model (see LOGMOS Progress report II, April 2012, 
Appendix A). 

Trade flows existing in 2010 already contained considerable volumes of goods potentially at-
tractable for transportation utilising MoS links across the Black Sea and the Caspian Sea and 
present and future hinterland connections along the TRACECA Corridor.  

This report comprises two thematic chapters describing status quo and trade potential, as well 
as elaborating on the trade routes. It is supported by illustrative charts and statistical information 
revealing the most promising areas of trade development along the Europe-Caucasus-Asia 
transport corridor.  

For the purpose of the present analysis, potential LOGMOS markets are divided into three 
types: 

 Direct trade: trade between neighbouring countries on each side of the sea 
(Caucasus is considered as one zone). This direct trade encompasses the most 
obvious potential as intermodal sea based solutions are the most rational. 

 Transit trade: trade between countries, which requires transit through one or 
several TRACECA countries 

 Long distance trade between non-TRACECA countries potentially transiting 
through the TRACECA corridor. 

The target in this report was to provide a broad overview on regional trade potential and origin-
destination clusters. In individual country profiles prepared by the LOGMOS project this ap-
proach is broadened to present the role of each TRACECA country in the TRACECA direct 
trade, transit and long distance trade.  
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In a more globalised and integrated world, trade corridors are commanding attention due to their 
role in economic development and trade facilitation. The findings of the analysis appeal to a 
need for a functional transport corridor capable of accommodating existing and future trade be-
tween and with TRACECA countries.  
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Textbox 1: MoS links and Logistics Processes– Unlocking trade potential along the TRACECA 
Corridor 

The methodology of research and analysis within the EU-Funded LOGMOS project is following up the 
approaches of three previous EU-projects implemented in 2009-2011: 

 Motorways of the Seas in the Black and the Caspian Seas 

 International Logistics Centres (ILC) in Western TRACECA and the Caucasus 

 International Logistics Centres (ILC) in the Central Asia. 

These projects have mainly focused their attention on goods suitable, fully or partly, to be carried in 
standardized transport units (containers, wagons and railcars, trucks and trailers, swap bod-
ies, etc.) for routing along the MoS links and affine for handing at the international logistics centres. 
In 2009-2010 these projects assessed the trade potential of TRACECA countries on the cognominal 
route, and determined potential of cargos to be handled in the international logistics centres. These 
projects have used data of UNCOMTRADE 2008, available national statistics and existing references 
of the TRACECA database, notwithstanding the information collected during numerous meetings with 
the transport operators and users on the ground.  

In general, under a trade potential of a route, a link or a corridor, an existing volume of cargo moved 
between or with the participation of the countries located along this particular route has been as-
sumed. The total volume of existing trade (bulk / conventional / non-integrated successive move-
ments which could be shifted to transport units / intermodal / combined solutions) moved along vari-
ous transportation routes is assumed as maximum potential to be moved along an evaluated route 
provided that it offers the users similar or more attractive conditions as an alternative link. Movements 
considered under this potential trade include direct trade between the countries, transit trade through 
their territories and long-distance trade.  

While some bulk commodities between TRACECA countries are already routed on TRACECA (e.g. 
oil transport between Azerbaijan and Central Asia), container (and other standardized transport units) 
affine goods are mainly directed on alternative routings. Cargoes shipped in containers and (TIR) 
trucks falling under the scope of LOGMOS project form the most significant part of trade that could be 
potentially attracted to the TRACECA corridor.  

Following the methodology of the three previous projects above, and bearing in mind TRACECA traf-
fic model developed in 2010-2012, the LOGMOS team updated existing traffic potential researches 
using UNCOMTRADE 2010 data and harmonising the approach with the TRACECA freight model. 
The approach has been presented in the LOGMOS Progress report II, April 2012, Appendix A and 
applied in all country profiles prepared by the LOGMOS project. 

The approach focused on commodities which are liable to be loaded in transport units and currently 
or potentially accepted on board of vessels deployed by Black Sea and Caspian Sea MoS services 
i.e. plying regular line services: 

 Containers, of all types and sizes, including for specific cargoes (reefers, flat-racks, 
open-tops…), 

 Rolling units: freight trailers, trucks and other vehicles and rolling equipment, 

 Rail cars loading above units, including for specific cargoes (block train laden only with 
large solid or liquid bulk consignments excluded), and 

 Any other cargo, as accepted by operators. 

 The words "containerisable/containerised" are used hereafter for qualifying the "LOG-
MOS relevant trade". 

Data is classified with TRACECA commodity system nomenclature and with standard commodity sys-
tem where appropriate.  

Since MoS links are currently underdeveloped in the TRACECA area, containerisable cargo is avoid-
ing utilisation of the TRACECA route. Functional MoS links supported by the modern logistics pro-
cesses unlock trade potential along TRACECA corridor. Improved MoS conditions and modern logis-
tics possibilities represent the key factors to attract cargo for physical movement along the TRACECA 
corridor, and accommodate freight onto TRACECA close to maximum existing and future trade vol-
umes. 
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2  TRANSIT TRADE POTENTIAL 

2.1 Long-Distance Transit Market 

TRACECA countries conduct trade not only between them, but also participate in the regional 
transactions with and between the European and Asian states (see Table 1 below). The analy-
sis of trade statistics reveals considerable amounts of cargo moved between origins and desti-
nations in the TRACECA area. However, not all traffic flows generated or consumed in the 
TRACECA beneficiary countries, or transiting their respective territories towards Europe or 
Asian neighbours run along the Europe-Caucasus-Asia transport corridor. These cargo flows, 
however, could be attracted to the TRACECA route, and utilise the existing and future MoS and 
land transport links provided this corridor meets the requirements of the market and satisfies the 
users’ needs in terms of seamless capacity, safety and security, predictability, competitiveness, 
regularity, guaranteed transit-times and overall quality of service including, in particular, availa-
bility of and access to information.  

As can be seen, a considerable part of potential trade exchange occurs between Europe, and 
China/Mongolia. This trade constitutes 66% of the respective tonnage of goods moved. Alt-
hough these countries have a number of established land routes (Northern road route via Rus-
sia, TransSib rail route), the greatest volumes still move on long-haul liner services.  

In order to redirect part of the traffic flow from deep sea routes to TRACECA, the countries 
would need not only to target improved transport and cargo handling but also ensure smooth 
and harmonized trade and transit procedures especially with regard to documentation exchange 
and controls. 

The second direction, in terms of significance, for potential trade exchange (15% of concerned 
tonnage of trade) exists between Turkey, on one hand, and China and Mongolia, on the other. 
As already identified by LOGMOS project, there is a demand from the side of Turkish truckers to 
divert part of road traffic, which is now moving partly on the Southern route (via Iran and Af-
ghanistan) and partly, via the Black Sea, on the Northern route (via Russia) on TRACECA cen-
tral axis. To make it possible, it is necessary to address the current and long-term development 
needs of the Caspian Sea ports (Baku/Alyat, Turkmenbashi and Aktau). The ferry line services 
connecting these ports will need to be up-graded and modernized as far as administrative and 
operational procedures are concerned. Finally, the respective transport operators - including the 
shipping companies but also the railways as well as ports – which all are state-owned – will 
have to implement a form of management and a customer-oriented marketing approach similar 
to the ones developed by their counterparts in the EU for instance.  

The third important direction of potential trade exchange includes two streams: 

– between North-Western region of TRACECA (Moldova and Ukraine) and Belarus 
and China/Mongolia – 8% of concerned tonnage; and 

– between TRACECA North-West and Middle Eastern countries (Afghanistan and 
Pakistan) – 6.6% of concerned tonnage. 

Table 1: Trade Origin/Destination moved in Long Distance Transit, 2010, tons 

Reporter* Partner** Export Import Total trade turnover 

Europe (non-TRACECA and CIS) China/Mongolia 33,941,976.9 54,807,046.1 
(No.1)  

88,749,023.0 

TRACECA West China/Mongolia 636,620.3 1,049,529.4 1,686,149.7 

TRACECA North-West China/Mongolia 8,910,465.0 2,030,783.8 (No.3)  
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Reporter* Partner** Export Import Total trade turnover 

10,941,248.8 

South Asia 177,217.4 129,157.5 306,374.8 

Middle East 
8,351,696.5 515,509.7 

(No.3) 

8,867,206.2 

Turkey South Asia 168,325.4 330,789.5 499,114.9 

China/Mongolia 
16,428,344.9 4,057,971.1 

(No.2)  

20,486,316.0 

Caucasus South Asia 100,884.9 17,882.8 118,767.7 

China/Mongolia 636,063.2 386,823.1 1,022,886.3 

Kazakhstan Middle East 2,518,660.3 79,281.0 2,597,941.3 

Total 71,870,254.7 63,404,773.9 135,275,028.6 

Source: Computation based on Eurostat and UN Comtrade databases 

* Origin in case of export flow, otherwise – destination  

** Destination in case of export flow, otherwise – origin 

The trade flow between TRACECA North-West and China/Mongolia is currently served by rail 
transport, while the trade with Middle East (now transported via diverse routes) could be poten-
tially attracted to TRACECA provided competitive terms of service are in place. 

Among the other potential trade exchanges along the TRACECA corridor, it is necessary to 
mention: 

– the trade between Kazakhstan and Middle East (about 2% of concerned tonnage). This 
cargo is carried along the North-South corridor, which means aside of TRACECA; 

– the trade of TRACECA West, including Bulgaria and Romania, with China/Mongolia (1% 
of concerned tonnage) presents solid potential for movement on TRACECA corridor. To 
realize this potential, TRACECA would need to withstand competition from Northern and 
Southern routes; 

– the trade between Caucasus and China/Mongolia (about 0.8% of concerned tonnage) is 
a direct target for TRACECA. 
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3 SYNTHESIS ON POTENTIAL TRADES AND ROUTES 

3.1 Potential Trades in Relation to Transit Corridors/Transport Network 

To determine the potential of the central TRACECA corridor, one should take into account the 
relevant trade links between Central Asian TRACECA countries (Kazakhstan, Kyrgyzstan, Tajik-
istan, Turkmenistan and Uzbekistan), Caucasus as a middle land segment interconnecting 
Caspian and Black seas, and European countries. Table 2 below presents trade flows potential 
along TRACECA. 

Table 2: Potential Trade on the Central TRACECA Corridor, 2010, tons 

Direction 

of trade 
Origin Destination Containerisable 

Partially con-
tainerisable 

Total 

Eastbound Belarus Caucasus 26,227.1 66,039.8 92,266.9 

 Kazakhstan 62,907.5 106,739.8 169,647.3 

 KY/TJ/TM/UZ 27,629.5 170,566.6 198,196.1 

BG/RO Caucasus 30,378.1 96,631.7 127,009.8 

 Kazakhstan 4,337.8 5,579.2 9,917.0 

 KY/TJ/TM/UZ 1,817.0 10,057.4 11,874.4 

Caucasus Kazakhstan 18,447.9 30,248.3 48,696.1 

 KY/TJ/TM/UZ 5,833.8 40,282.1 46,115.9 

Europe (No.2) Caucasus 384,276.0 284,613.4 668,889.3 

 Kazakhstan 483,163.3 388,013.4 871,176.7 

 KY/TJ/TM/UZ 259,602.1 299,907.8 559,509.9 

Turkey (No.1) Caucasus 479,197.1 1,172,139.5 1,651,336.7 

 Kazakhstan 107,224.0 120,403.8 227,627.8 

 KY/TJ/TM/UZ 246,204.8 611,374.0 857,578.8 

UA/MD (No.3) Caucasus 136,146.1 1,032,414.6 1,168,560.7 

 Kazakhstan 207,489.6 384,250.8 591,740.4 

 KY/TJ/TM/UZ 80,051.6 324,292.0 404,343.6 

Total eastbound 2,560,933.1 5,143,554.3 7,704,487.4 

Westbound Caucasus Belarus 14,990.0 20,795.3 35,785.3 

 BG/RO 560.1 61,917.3 62,477.4 

 Europe 49,169.5 151,717.3 200,886.8 

 Turkey 19,385.3 336,914.4 356,299.7 

 UA/MD 86,133.6 46,732.9 132,866.5 

Kazakhstan 
(No 1) 

Belarus 1,316.3 75,410.9 76,727.3 

 BG/RO 5.8 32,863.1 32,868.9 
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Direction 

of trade 
Origin Destination Containerisable 

Partially con-
tainerisable 

Total 

 Caucasus 4,834.6 1,508,722.3 1,513,557.0 

 Europe 23,969.7 1,049,053.1 1,073,022.8 

 Turkey 1,915.0 1,016,663.0 1,018,577.9 

 UA/MD 4,642.8 477,442.9 482,085.7 

KY/TJ/TM/UZ Belarus 5,261.7 89,815.2 95,076.9 

 BG/RO 6,054.1 28,989.0 35,043.1 

 Caucasus 14,154.7 32,407.6 46,562.3 

 Europe 15,602.6 252,551.8 268,154.3 

 Turkey 44,086.1 277,217.9 321,304.0 

 UA/MD 14,529.6 66,836.5 81,366.2 

Total westbound 306,611.6 5,526,050.5 5,832,662.1 

Total 2,867,544.7 10,669,604.8 13,537,149.5 

Source: Computation based on Eurostat and UN Comtrade databases 

As can be seen, in 2010 the eastbound trade along TRACECA totalled 7.7 M tons and slightly 
exceeded the volumes of the opposite trade flow. The most significant trade flows to East 
TRACECA countries are generated in Turkey (about 2.7 M tons), Europe (about 2.1 M tons) and 
Ukraine/Moldova (2.2 M tons). Westbound trade, on the contrary, is quite concentrated: 4.2 M 
tons out of 5.8 M tons are generated in Kazakhstan. 

The difference between eastbound and westbound trade is much more significant, if considering 
containerisable goods only: 2.6 M tons and 0.3 M tons, respectively. In 2010 the major part of 
eastbound containerisable trade was generated by Europe (1.1 M tons) and Turkey (0.8 M 
tons); and the westbound, by Caucasus (0.2 M tons) and South East TRACECA countries (0.1 
M tons). 

In view of these potential trade flows, it is possible also to infer the potential capacity of two key 
TRACECA transport nodes: the sea ports of Poti/Batumi and Baku (see Figures 1 and 2 below). 
In 2010 the total potential tonnage of (partially and completely) containerisable goods of Po-
ti/Batumi equalled 11.8 M tons, including 7.6 M tons and 4.2 M tons in eastbound and west-
bound directions, respectively. The corresponding tonnage of Baku sea port constituted 7.4 M 
tons in 2010, out of which 3.5 M tons and 3.9 M tons related to eastbound and westbound 
trades, respectively. 

In 2010 the potential tonnage of the same ports in processing (completely) containerisable 
goods, quite expectedly, was much less. Poti/Batumi contributed to almost 2.8 M tons (2.5 M 
tons in eastbound and 0.29 M tons in westbound direction) and Baku sea port, to 1.6 M tons 
(0.12 M tons in eastbound and 1.5 M tons in westbound trade). 
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Figure 1: Potential Trade Flows along East-West TRACECA, Including Completely and Partially Containerisable Goods, 2010, in million 
tons 

 

Source: Computation based on Eurostat and UN Comtrade databases 
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Figure 2: Potential Trade Flows along East-West TRACECA Corridor, Including Exclusively Completely Containerisable Goods, 2010, in 
million tons 

 
Source: Computation based on Eurostat and UN Comtrade databases 
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Summary of the key findings: 

– TRACECA holds a unique place in long-distance trade between European and 
Asian countries. Most of this trade takes uni-mode (sea or land) transport routes; 
others, e.g., Turkey–China/Mongolia, TRACECA North West-Middle East and 
TRACECA West–China/Mongolia (altogether 23%) have good perspectives to be 
attracted to and served on TRACECA; 

– existing trade in (partially and/or completely) containerisable goods is a target in 
direct and transit markets (see Tables 3 and 4). The majority of partially and 
completely containerisable goods is produced in Kazakhstan (31%), Turkey (20%) 
and Europe (16%); these goods are consumed in Caucasus (39%), South East 
TRACECA (15%), Kazakhstan (14%), Turkey (13%) and Europe (11%). As for 
completely containerisable goods, most of them are produced in Europe (39%) and 
Black Sea countries (29% in Turkey and 15% in Ukraine/Moldova) and consumed in 
South East TRACECA (22%), Kazakhstan (31%) and Caucasus (37%); 

– existing direct and transit trade in containerisable goods is unbalanced. This is 
particularly true, as far as completely containerisable goods (only 14% of them are 
targeted westbound) are concerned (see Table 5). 

Table 3: Production and Attraction of Trade (Partially and Completely Containerisable 
Trade) on the East-West TRACECA Corridor, 2010, tons 

Origin Generation % Destination Attraction % 

Belarus 460,110.3 3% Belarus 207,589.5 2% 

BG/RO 148,801.2 1% BG/RO 130,389.4 1% 

Caucasus 883,127.7 7% Caucasus 5,268,182.6 39% 

Europe 2,099,575.9 16% Europe 1,542,063.9 11% 

Kazakhstan 4,196,839.6 31% Kazakhstan 1,918,805.4 14% 

KY/TJ/TM/UZ 847,506.8 6% KY/TJ/TM/UZ 2,077,618.6 15% 

Turkey 2,736,543.3 20% Turkey 1,696,181.6 13% 

UA/MD 2,164,644.6 16% UA/MD 696,318.4 5% 

Total 13,537,149.5 100% Total 13,537,149.5 100% 

Source: Computation based on Eurostat and UN Comtrade databases 

Table 4: Production and Attraction of Trade (Exclusively Completely Containerisable 
Trade) on the East-West TRACECA Corridor, 2010, tons 

Origin Generation % Destination Attraction % 

Belarus 116,764.1 4% Belarus 21,568.1 1% 

BG/RO 36,532.9 1% BG/RO 6,620.0 0% 

Caucasus 194,520.2 7% Caucasus 1,075,213.7 37% 

Europe 1,127,041.3 39% Europe 88,741.8 3% 

Kazakhstan 36,684.2 1% Kazakhstan 883,570.1 31% 

KY/TJ/TM/UZ 99,688.9 3% KY/TJ/TM/UZ 621,138.7 22% 
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Turkey 832,625.9 29% Turkey 65,386.5 2% 

UA/MD 423,687.2 15% UA/MD 105,306.0 4% 

Total 2,867,544.7 100% Total 2,867,544.7 100% 

Source: Computation based on Eurostat and UN Comtrade databases 

Table 5: Stakes in Concerned Trade Flows and Links 

Type of trade 
Black 
Sea 

Caucasus 
Caspian 
Sea 

Full or part potential Full potential 

Eastbound Westbound Eastbound Westbound 

Direct Trade on 
which: 

   1,482,649 1,791,248 217,033 120,673 

West TRACECA – 
Caucasus 

●   1,387,837 231,129 192,751 101,684 

Caucasus - East 
TRACECA 

  ● 94,812 1,560,119 24,282 18,989 

Short Transit 
Trade on which: 

   3,485,295 2,345,232 1,511,274 120,552 

Europe -
Caucasus 

●   668,889 200,887 384,276 49,170 

Europe - East 
TRACECA 

● ● ● 1,430,687 1,341,177 742,765 39,572 

West TRACECA - 
East TRACECA 

● ● ● 1,385,719 803,168 384,233 31,810 

Long Distance 
Transit on which: 

   40,524,212 60,396,916 8,816,277 33,551,656 

Europe – China ● ● ● 29,154,383 53,418,911 8,598,996 30,650,971 

TRACECA (West 
and North West), 
Turkey - China 

● ● ● 11,369,829 6,978,005 217,281 2,900,685 

Source: Computation based on Eurostat and UN Comtrade databases 
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1 EXECUTIVE SUMMARY  

The main purpose of this report is to provide an overview of the maritime sector in TRACECA 
countries in light of the international corridor approach and to become part of the LOGMOS 
Master Plan. This document, therefore, consolidates complements and synthetises the 
information contained in the Country Profiles of TRACECA's direct beneficiary countries that 
have a coastal line1. It also includes an outline of the port facilities available on the Black Sea 
shores of Romania, Bulgaria and Turkey and their modus operandi. 

Ports, as border-crossing points and as interfaces for intermodal operations, administrative 
services and trade procedures between hinterland connections and maritime links, are among 
the most critical points of the transport chain. In the case of TRACECA they take on a particular 
importance since the Corridor crosses both the Black and the Caspian Sea, its function as an 
international transport corridor depends to a large extent on the improvement made in the 
performance of its port and shipping sector2.  

The situation is significantly different in the Black Sea and Caspian Sea regions. While 
merchants have sailed the Black Sea since classical times, sea-borne trade in the closed 
Caspian Basin is relatively new. The port of Baku was built in 1902, the first regular shipping 
service (provided with rail ferries) to Krasnovodsk (today Turkmenbashi, in Turkmenistan), was 
only implemented in 1963, the same year that Aktau, Kazakhstan, was built.  

Accordingly, people and countries around the Black Sea have a long-established maritime 
tradition and substantial experience that includes international shipping relations. In contrast, 
the young states of Central Asia bordering a closed sea have a much shorter maritime history 
that is mostly shaped by the ways of thinking and rules of Soviet times. These historical features 
are still very much alive today and need to be considered when broaching situations and 
challenges today.  

In spite of considerable amount invested the operation of the ports and fleets, progress 
generally remains sub-standard and hampers the development of sea-borne transport. 

                                                
1
 The economy of landlocked Armenia is highly dependant on sea-borne trade carried via the Georgian ports of Poti 

and Batumi and therefore represents a non-negligible part of the tonnage they handle (see Appendix I). The 
Moldovan river port Giurgulesti handles sea trade proceeding to and from Istanbul and Constanza via the Danube. 
There are about 400 vessels registered under the Moldovan flag which, so far, holds the reputation of a „flag of 
convenience‟. The Moldovan Government decided in November 2012, to proclaim a new law and conduct an audit to 
deprive sub-standard vessels of its flag. 

2
 LOGMOS Project (as per ToRs) focuses on the Motorways of the Sea Concept, as defined by the EC, transferred 

and applied to the TRACECA Region. As such it contemplates, first and foremost, goods stuffed and moving in rail 
wagons, trucks and containers, as well as goods affine for load in standard transport units.  

This shipping report also includes breakbulk cargoes stuffed on mafi-trailers and unpacked rolling cargo and 
equipment of all types on wheels or chains including new and second-hand cars and trucks. Such types of goods are, 
in the TRACECA Region as anywhere else worldwide,shipped exclusively on specialised vessels (Ro-Ros, Rail-
ferries, container vessels) plying regular liner services between dedicated sea ports according to fixed schedules. 

Oil and gas products, as well as other solid or liquid bulk commodities (such as grain) and raw or semi-finished 
materials (wood and pig iron, for example) are, therefore, taken into account here only if and inasmuch as they are 
packed and shipped by sea in one of the above listed means of transport on a regular liner service.  

Goods carried in large or very large volumes on a tramp/spot basis by ships that do not follow a fixed schedule and 
frequently change ports of call depending upon a much variable market demand,which is usually the case with 
project cargo, oil and gas as well as raw materials and thus with tankers, bulk vessels and dry-cargo/non-specialised 
freighters, therefore fall out of the Motorways of the Sea perspective and remain out of the scope of this study. By the 
same token, dedicated oil and gas and bulk ports and facilities meant to handle tankers and bulkers only do not come 
under review.  
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Infrastructure, however, does not represent the main obstacle. National regulatory policies need 
be reconsidered in view of economic globalisation and the spreading of the supply-chain 
concept. The respective roles of the State (acting through public companies and public 
monopolies) and of the private sector have to be redefined.  

To overcome the numerous non-physical barriers hindering the sustainable development of the 
sector, TRACECA countries have the primary duty to foster dialogue at national and regional 
levels, thus enabling their stakeholders to address and together solve issues of common 
interest.  
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2 PORT SYSTEMS – CASPIAN SEA 

2.1 Azerbaijan 

The port of Baku is the major non-oil and gas dry cargo sea port of Azerbaijan. It is one of the 
best harbours in the Caspian Sea, the bay being sheltered by the islands of the Baku 
Archipelago to the east and the Absheron Peninsula to the north. Baku is also the biggest port 
in the Caspian Sea with a handling design capacity of 10 MT dry cargo p.a. Other ports in the 
Baku area are mostly oil and gas terminals such as Sangachal (45 km south of Baku) and 
Dubendi (35 km north-east of Baku). It is managed and operated by the State-owned company 
„Baku International Sea Trade Port‟ (BISTP).  

Figure 1: Port of Baku 

 

The port is located downtown Baku in a land plot appointed to become a high-standing 
residential area. It will be replaced by a marina in the future. 

BISTP consists of: 

– 6 general/dry cargo berths extending over 866 m at 7 m quayside depth, also used for 
berthing and handling ¾ stern ramp Ro-Ros and performing the container stevedoring 
operations. These berths are equipped with 16 portal cranes with a lifting capacity from 5 
to 40 T;  

– 24,000 sqm of open storage and 10,000 sqm of covered warehouses. This includes a 
1,600 sqm open storage dedicated for containers. BISTP has the capacity to handle 
15,000 TEU yearly;  

– A railway branch line linked to the national railway network and 4 diesel locos for 
manoeuvring, ensuring a full inter-modality of container transport through the port. 
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Shore-handling of containers is carried out with modern equipment such as a 42 T 
Kalmar container forklift and a 40 T reach-stacker (provided under a previous TRACECA 
investment project enhancing intermodal capacities of the port), mafi-trailers, Terberg 
tugmasters and small Hyster forklifts; and 

– A double-bridge rail-ferry terminal. The second ferry bridge was rehabilitated in 2010 
enhancing the handling capacity of the port for rail-ferried cargo from 5.5 MT to 8 MT per 
annum. Maneuvers are carried out with 4 diesel locos.  

There is a railway freight station of ADY, national railway company of Azerbaijan, 2 km away 
from the port which serves 5-9 pairs of trains per day (the design capacity was for 17-18 pairs of 
trains a day) or about 400 railcars per day. At present, the daily rail traffic at the port is about 
150 railcars, well below the capacity of the port railway station. The rail track to the port crosses 
one of Baku's main road arteries thus, trains are hauled back and forth only during night time. 

The road access to Baku port is one of the main and busiest arteries of the city. A restriction is, 
therefore, in force on the exit/entrance of trucks from/to the port during daylight over the working 
week and a complete ban applies over the weekend. 

In 2011, CASPAR, the Azerbaijan State Shipping Company, took the initiative to transfer its Ro-
Ro operations to Zykh, a port located on the eastern side of the bay of Baku, which is under its 
sole control but has not been officially commissioned yet. The shipyards should also be 
transferred from the city centre to this new facility. There are several berths and a Customs 
office available at Zykh. This port could become a dedicated permanent maintenance and Ro-
Ro operation base for CASPAR at least until Alyat starts operating. 

2.1.1 Port Traffic 

Baku registered its highest cargo volume in 1973 when it handled 24.405 MT (including crude 
oil). Since the late 1980s there has been a sharp drop but the volume picked up in the last few 
years and reached 6.374 MT in 2012 in spite of a decrease in the oil traffic (which went down 
regularly from 3.172 MT to 1,403 MT between 2008 and 2012) and thanks to a strong increase 
in ferry and dry cargo flows. The major trading partners of the port of Baku are Aktau 
(Kazakhstan), Turkmenbashi (Turkmenistan), Anzali and Amir Abad (Iran). 

Except for a few last-voyage containers, the only significant containerised trade BISTP is 
handling is the NATO humanitarian cargo to Afghanistan, which is now significantly on the 
decrease. The boxes are shipped from Baku on board of CASPAR general cargo vessels in lots 
of approximately 100 TEU. 

The sailings are not regular. Most of these containers (proceeding from various origins including 
Iraq via Turkey) are railed from Poti, some also arrive from Turkish Mediterranean ports. 

The vast majority of the ferry and Ro-Ro traffics are transit from and to Turkmenistan to and 
from Georgia (82% in 2010) while import3 and export represent the biggest portion of the dry 
cargo trade (82 and 5% respectively in 2010).  

 

                                                
3
 Dominated by construction materials from Iran. There are also some imports from Europe reaching Baku via the 

Volga-Don Complex. 
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Table 1: Throughput of BISTP (Oil and Oil Products Excepted) 

  2008 2009 2010 2011 2012 

Containers (number of units)   3,103 9,626 5,744 na 

Containers (TEU)   3,172 16,521 9,233 8,491 

Wagons (number of units) 31,826 38,370  46,677 58,186 63,559 

Rail-ferry MT 2.088 2.296 2.932 3.836 3.795 

Dry and Ro-Ro cargo, MT 0.78  0.29 0.833 1.128 1.176 

2.1.2 Plans of Development 

The Azerbaijani Government initially allocated USD 400 M for the construction of the new 
BISTP, at Alyat, 65 km to the south of Baku, which started in November 2010.  

Figure 2: Location of Alyat Port and ILC 

 

The budget of this first phase was revised in 2011 up to USD 760 M. An area of 400 ha has 
been reserved for this new hub, out of which 100 have been allocated for the erection of an 
International Logistics Centre.  
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The port should be built in three phases, the first (due for completion by 2015), allows for a 
progressive transfer of the operations from the old port without too much disruption to maritime 
operations. A major component is the dredging of a two-way navigation access channel 7.5 km 
in length, 160 m width and 7.6 m depth. In February 2011, Dutch leading dredging and marine 
engineering company Van Oord and JSC Azerkopru launched the preparation of dredging work, 
which actually started in September the same year. The major dredging work was completed in 
March 2013, construction of the quay walls has started and levelling and land filling works are 
under way on the whole territory. 

Rail and road connections to the national Azerbaijani networks will also be built during this first 
phase (including a new highway between Baku and Sumgait). 

The plan also includes the construction of two ferry bridges, three cargo berths for receiving 
container vessels, Ro-Ro and general cargo/bulk carriers, a container terminal, warehouses and 
administrative buildings. Upon completion Alyat will be able to handle up to 10 MT dry cargo 
and 40,000 TEU from day one. 

The second phase of the project includes construction of three cargo berths, and the third, the 
construction of two additional cargo berths. When the third phase is over Alyat should be 
capable of handling 25 MT of freight and 1,000,000 TEU. 

The port is designed for vessels with 13,500 DWT that is optimal for the Caspian Sea.  

Although no official announcements have yet been made, it is generally expected the 
Azerbaijani Government will seek private partners for the construction and operation of the ILC 
(and later development of the port) through JV or BOT arrangements while Alyat should be a 
port of the landlord type with the involvement of an international operator (probably in JV with an 
Azerbaijani partner).  

2.2 Kazakhstan 

Aktau is the only international commercial sea port in Kazakhstan. Bautino (124 km north of 
Aktau) mainly serves as the marine and supply base and vessel maintenance facility4 5 
supporting the development of the Northern Caspian Sea offshore oil fields, notably Kashagan6, 
while Kuryk (70 km south of Aktau) is the construction base for the (huge) artefacts installed at 
sea in the oil fields7 8.  

Aktau is managed and operated by the Republican State Enterprise „Aktau International Sea 
Commercial Port‟ (AISCP)9. Early in 2013 the Government of Kazakhstan (GoK) decided to 

                                                
4
 Built at a cost of USD 95 M out of which 52.3 financed by the EBRD in two phases in 2006 and 2008. 

5
 KazMorTransFlot (KMTF), the national shipping company of Kazakhstan has a 30% share in the jont-venture 

operating the vessel maintenance facility. 

6
 Kashagan offshore oil field discovered in 2000, not far from the city of Atyrau, is considered the world‟s largest 

discovery in the last 30 years; the start of operations has now been delayed to 2013 at the earliest. 

7
 Kuryk was the docking place where, in 1961, construction materials were shipped to build the port of Aktau 

connected with the exploitation of local uranium and oil shore deposits in the region of Mangyshlak. The current 
construction base is operated by ERSAI, a joint-venture established in 2003 between Italian SAIPEM (ENI Group) 
and Kazakh Lancaster Group. 

8
 Vessels (and cargoes) proceeding from foreign origins to Kuryk have to register in passing at Aktau as there are no 

Harbour Master/Port Authorities at Kuryk. 

9
 AISCP also manages Bautino. 
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transfer the management of the port to Kazakhstan Temir Zholy, the Kazakh State Railways10. 
Discussions are also going on with DP World to have them manage (to an undisclosed extent) 
the port operations and Aktau FEZ. It seems the GoK wants to make a package deal and 
demands that DP World takes over the management of the Horgos FEZ at the same time. 

The port has an integrated management system incorporating compliance with ISO 9001:2000 
and ecological management system compliant with ISO 14001:2004. 

Aktau has been basically designed for the handling of bulk liquid and solid commodities (oil and 
oil products, grain) and break-bulk cargoes (metal, steel products, sawn-timber, etc.). A rail-ferry 
handling complex was added later on (and later on rehabilitated and modernised with a Euro 2 
M EU TRACECA allocation). After a USD 74 M reconstruction partly financed by the EBRD the 
design capacities have been increased to 8 MT for oil and 1,55 MT for dry cargo.  

The port can accommodate vessels of maximum to 150 m LOA, 20 m width and 6.2 m draft. 
Towage is compulsory for berthing/unberthing due to the port features and inclement/windy 
local climate11.  

The port is open all the year round, however berthing is often delayed (up to several days) in 
winter due to bad weather conditions12. 

Today Aktau is composed of: 

 4 oil berths totalling 676 m at 5.5/6.2 m permissible draft; 

 4 general-cargo/multipurpose berths extending over 550 m at 4.6 m quayside draft 
also used for the stevedoring of ore, grain13, heavylifts and Ro-Ros; 

 1,140 m long rail-ferry berth/ramp at 5.3 m depth; 

 Shallow service berths for the port fleet and other internal use; and 

 Over 50,000 sqm of open storage areas and 6,000 sqm of covered warehouses. 

There are no dedicated Ro-Ro and container vessel berths and no facilities for handling 
passenger traffic.  

The port is equipped with 5 portal cranes with a lifting capacity from 10 to 32 T, 3 mobile cranes 
of respectively 36, 64 and 80 T lifting capacity, 17 forklifts from 1,8 till 28 T and a fine array of 
other, new, port stevedoring equipment (including 12 x 50 T semi-trailers). 
 

                                                
10

 As well as, for the record, 17 regional airports. 

11
 AISCP operates 2 powerful 1700 and 2720 HP tugboats. 

12
 Winds also prevent crane work for about 20 to 30 days each year. 

13
 The port silos/terminal of Kazakh major grain trading company AK Bidai/Kostanay allow the transhipment of up to 

600,000 T a year. 
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2.2.1 Port Traffic 

Aktau is connected with Baku, Makhachkala and Olya/Astrakhan (Russia) and the Iranian 
Caspian Sea ports (Anzali, Nowshahr, Amir Abad). 

The volume of dry cargo handled at AISCP has jumped from 1.426 MT in 2004 to 4.072 MT in 
2011.  

The recent and sudden development and rapid growth of the TIR-truck traffic (via Baku and 
mainly from and to Turkey) on the Ro-Ro vessels must be underlined. Figures which were 
insignificant until 2010, read as follows for the past 2 years: 

Table 2: TIR-TruckTraffic 

Number of trucks 

    2011 2012 

  total 2,998 2,919 

Import on rail-ferries 1,912 259 

  on Ro-Ros 1,086 2,660 

 total 1,820 3,502 

Export on rail-ferries 151 217 

 on Ro-Ros 1,669 3,285 

The rail-ferry trade has also increased considerably (see Table 3). 

Table 3: Throughput of AISCP 

  
2006 2007 2008 2009 2010 2011 2012 

Containers, TEU 716 846 700 3,638 9,970 3,402 5,030 

Ferry and Ro-Ro cargo, 
thousands Tons 

310.6 237.8 227.5 221.6 603 1,433 1,383 

Number of wagons          9,400 19,000 21,237 

As already mentioned for BISTP, apart from a handful of last-voyage containers, the only 
significant containerised trade AISCP has been handling (reluctantly, because of its perceived 
low profitability), is the NATO non-military cargo to Afghanistan which is now increasingly 
diverted to Turkmenbashi. The once sizeable liner container flow, which used to move from 
Bandar-Abbas to Enzeli and then with Iranian Kazar Sea Shipping vessels to Aktau, has largely 
decreased due to the sanctions on Iran14. 

Due to the nature of the main cargo-flows it handles, AISCP is a tramp port, the only regular 
service being the already mentioned rail-ferry and Ro-Ro lines run by CASPAR to/from Baku 
performed with rail-ferries of 28 or 52 wagon capacity and small, rather out-dated Ro-Ros of 33 
truck capacity. The rail trade is imbalanced. Ro-Ro and rail-ferry services to Russian ports are 
extremely irregular.  

The export commodities (oil, metal and cereals), being shipped within the frame of 
intergovernmental contracts (for the most part), are given a full priority at political level. Oil is 

                                                
14

 Ocean Carriers such as Maersk have pulled their vessels out of Iranian ports and very much scaled down their 

operations which are now performed through Gulf-based feeder lines only. 
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exported by tanker and rail tank cars on rail ferries predominantly to Baku. These trades, which 
do not require AISCP to deploy any marketing effort to attract them, are also the most profitable 
ones for the port (ferry trade represented only 5% of the port revenues in 2010). This reflects 
the port's management style and approach and also AISCP's plans for infrastructure 
development.  

Figure 3: Plan of the Port of Aktau  

 
Source: AISCP 

The port is currently operating close to full capacity: 10.95 MT were handled in 2012 out of 
which 7.591 MT oil and oil products.  

The Ro-Ro berth at the grain loading berth, which is itself also virtually operating at full capacity 
(0.644 MT handled in 2012 for a 0.6 MT design handling capacity). This causes an ongoing 
conflict with the generally unscheduled Ro-Ro vessels. The berthing situation somewhat 
improves in winter when the Volga-Don Complex closes due to the freeze of the Russian rivers 
and the main part of the sea-river vessel fleet.  

Likewise the rail-ferry ramp berth also serves small tankers which, at times, results in waiting 
times at roads for the rail ferries. Still, the oil trade should undergo a temporary but severe drop 
in the coming years with the diversion of substantial flows from Kazakhstan directly to Russia 
through the existing pipeline network. The rail-ferry trade is also hampered by the port's limited 
storage and handling capacity for empty and full wagons15. 
 

                                                
15

 The bottleneck is the T-wise railway tracks that link the empty wagon depot (KTO- upper left branch of the T) to the 

wagon loading place (upper right branch of the T) and to the port (the straight I branch of the T): if KTO is full, empty 
wagons are parked on the port track and full wagons cannot be moved down to the berths. 
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2.2.2 Plans of Development 

1 - Infrastructure  

There are plans to build an extension to the current port in the north. This had originally been 
scheduled to be completed in 2012/13 with the support of the EBRD. Owing to the GFC, and for 
political reasons, EBRD withdrew and the project is now financed solely by the State-budget. It 
concerns new grain, container and universal berths and terminals which would increase the 
port's annual handling capacity by 2.5 MT. Exports of metal and steel products should, however, 
decrease as the main buyer, Iran, is facing growing difficulties in financing its imports.  

There are no plans for building a Ro-Ro berth nor for an additional (and needed) rail-ferry ramp. 
Building the second ramp in the northern extension has not been pursued as it implies acquiring 
and pulling down a number of private buildings and laying down a new rail track through an oil 
storage area. Currently, there is a rail-connected plot already available for erecting a second rail 
ramp immediately next to the existing one. However, the port management does not favour this 
option citing security concerns while the main works to be performed amount to diverting a 
number of pipes from the rail-ferry complex to the port Northern area16.  

On one hand this solution, if implemented, would prevent small tankers from berthing at the rail-
ferry complex. This, however, should not be a problem in view of the overall decrease in oil sea-
borne trade via Aktau. Until the oil traffic rises again, off-shore options for loading these tankers 
could be considered if the upgraded capacity by soft measures (see below) does not yield the 
results needed to meet the demand. 

On the other hand, the present rail ramp would always be available to berth the ferries, which 
would allow (and, to some extent, compel) CASPAR to run them on schedule and alleviate the 
problem of rail track congestion. A technical feasibility study would also probably unveil the 
possibility to accommodate and handle Ro-Ro vessels at the second to-be-built ramp, thus 
freeing space at the general cargo berths or at the (grain) berth (number 6) which could then be 
used for handling grain vessels exclusively. 

Interestingly, on several occasions CASPAR have requested permission to invest their own 
funds and build this second rail berth/ramp, but this has been rejected by AISCP on the 
questionable grounds that there is no space available to build new rail tracks and 
sorting/marshalling yards. 

Finally, the ongoing construction of the Zhezkagan – Beineu missing rail link17 will definitely 
attract Kazakh, Western Chinese and other Central Asian dry-cargo in wagons to and from 
Aktau (regardless of the implementation of the Silk Wind Project) and exacerbate the need for 
an additional rail-ferry bridge. 

A third project seriously considered by KMTF is to have the ramp built at Kuryk. The bay of 
Kuryk is better protected from winds than Aktau and vessels often shelter there when Aktau is 
closed. Water-depth is also bigger (up to 25 m). However, as can be seen from the below 

                                                
16

 In actual facts these pipes do not belong to the port but to an oil company which uses them for connecting its 

nearby tankfarms to the port bunkering facility located at this potential rail-ferry berth. Regardless, relocating the 
pipes is neither a major technical issue nor a big expenditure. It may rather be assumed the port is not keen on 
elaborating solutions to increase the rail-ferry (or Ro-Ro) trade which is reportedly not as financially profitable as the 
other traffics handled. 

17
 Furthermore the GoK, having taken stock of the fact that a parallel technical road had anyway to be constructed to 

enable and support the construction of the railway line, has decided to upgrade the road project to a main, fully-
fledged (Republican) road along the same Zhezkagan – Beineu axis. 
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photos, the 1961 berth is in a dilapidated condition and there is no rail connection nor a pothole 
sandy track to reach it.  

The investment would amount to some EUR 60 M, according to preliminary studies, which 
would include a great deal of land reclamation across stretches of swamps on which the 
foundations and ballast of the rail connection to the main Aktau-Kuryk track would have to be 
laid. These marshes, additionally, form the natural habitat of black swans, ducks and other, in all 
likelihood protected, bird species.  

Apart from the amount of investment involved, which, in the end may well exceed the above-
mentioned figure, and time needed to carry out the first feasibility study, followed by a massive 
workload, dividing the rail-ferry operation between two distant sites is highly questionable from 
the point of view of efficiency and costs.  

Figure 4: Kuryk 

 

Source: LOGMOS Project 

Figure 5 and 6: Kuryk (March 2012) 

  

Source: LOGMOS Project 
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Discussions held with KMTF and AISCP within the scope of the LOGMOS national Kazakh 
Working Group in February 2013 clarified several points and led to a number of joint 
conclusions: 

– The theoretical maximum handling capacity of the railramp in Aktau, as per AISCP‟s own 
words, is of 2.5 MT cargo but 2 MT should be retained as a more realistic figure18; 

– The time needed for the construction of Kuryk will probably exceed the rather optimistic 
5 years planned by KMTF. It is unlikely that Kuryk will be even partly operational before 
2019-2020, even if the decision to build is made now (February 2013); 

– In the meantime there is no other choice than to use Aktau‟s capabilities up to 
exhaustion. This limit may, however, be reached very soon, should the rail-ferry trade 
continue to grow. The pace over the past few years is as follows: +229% between 2010 
and 2012 and +624% between 2009 and 2012; 

– Should the growth rate remain indeed unabated, there will be a need for political 
arbitration and further review of the option to build a second rail-ferry bridge at Aktau; 

– The (re)construction of Kuryk, which is becoming rather compulsory, should represent 
an opportunity for Kazakhstan that is often missed by other TRACECA countries. This 
opportunity involves specialisation of its ports by assigning specific traffics to nominated 
ports, thus avoiding useless and devastating competition between them and ensuring 
optimal asset-management of their infrastructure; and 

– Finally, regardless of the plans adopted between Kazakh stakeholders, they need to be 
discussed and agreed upon with the Azerbaijani partners, i.e. the port of Baku and 
CASPAR who are the only members in the region that have a deep and lengthy 
experience of rail-ferry and Ro-Ro operations and will be instrumental in the 
establishment of joint liner services in the Caspian basin. 

 

2 - Soft Measures  

The analysis carried out by port management highlighted a range of soft measures that would 
improve the efficiency of port operations, berth occupancy and information systems and as a 
result significantly increase the size of the port output.  

Among the problems that have been identified, the handling of vessels‟ clearance (inward and 
outward) is an issue of major concern (in the whole Caspian basin), since this operation, may, 
reportedly, take up to 6 hours per call19.  

                                                
18

 Considering a 52-wagon rail-ferry under operations every day, all-the-year round, loading and discharging full 

wagons only (which is, actually and unfortunately not the case as the traffic is disbalanced), the theoretical yearly 
capacity is: 52 wagons*2 (import+export)*365 days*60 MT (average)/wagon= 2,277,600 T 

19
 The economy of only one hour on 760 dry-cargo vessels (2011), handled in 16 hours (as per port figures), 

regardless of any other measure, would result in a total of 47 vessels or 6% more dry-cargo vessels handled at the 
port of Aktau, (notwithstanding what can be saved on other vessels including rail-ferries). This, by EU standards, is a 
considerable figure. In other ports worldwide, there is a time-frame set by law/regulation for the Commission to 
present itself in order to carry out its duties as from the moment the Master‟s notices of readiness to have his lady 
handled have been received (whether the vessel is at berth or not and provided the Commission is entitled to perform 
its task at outer or inner roads. In some ports this can be carried out only once she is lying alongside) or leave the 
berth and sail. Another specific lapse of time is fixed for completing all checks and granting the corresponding 
clearances. Port regulations and/or Maritime Codes usually include penalties for the State Agencies side in case they 
exceed these norms (actually this translates into discount on port dues for Ship Owners). Such regulations existed 
and were applied during Soviet times.  
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The port management is actively involved in defining and implementing altogether new 
procedures which, through a totally revamped port community system/Customer Service 
Centre, would decrease waiting times at roads20 or at berth for vessels and facilitate the entry21, 
exit, identification22, handling, storage and clearing of cargo in and out of the port. However, the 
success of the project very much depends on the third parties in other countries around the 
Caspian basin that subscribe to this project. 

There is a clear tendency in modern logistics to outsource transport and logistics operations to 
specialised companies. This means that the central role of the private sector (forwarding 
companies/logistics service providers) is increasing and that no port can take over the role of 
the door-to-door freight forwarding or logistics company vis-a-vis cargo-owners. The philosophy 
of AISCP seems to be towards creating a new monopoly, which is neither in line with the 
approach described above, nor a step towards reducing logistics costs. Port procedures are 
heavy and time-consuming. They still owe much to the Soviet system where the role of the 
Shipping Agent was minimal and unrelated to cargo operations. Container handling provides a 
good example (see Appendix II).  

It is, therefore, recommended to create a platform (advisory panel, permanent working group, 
etc.) of all parties involved (port, terminal operators, state agencies, freight forwarders/logistics 
service providers, railway companies and railway operators), including the IT-platform, to 
discuss problems of common interest and find solutions to improve day-to-day operations. Such 
bodies exist and successfully function in most Western European ports.  

The first exercise of this beneficiary-run platform could be to benchmark existing processes 
against the practices commonly adopted in other ports in the world in order to simplify and 
shorten them. 

 

3 – Pending Matters and Prospects 

The organisation of railway operations in Aktau and the distribution of tasks and responsibilities 
between various entities remains opaque. There are currently two companies operating the 
Oblast capital city and main regional rail node, to the port. They are KTZ, the National Railway 
Company and KaskorTranService, a private operator who manages the last 18 km rail stretch 
from Mangystau.  

Domestic and foreign users regularly underline the reportedly excessive, non-transparent tariffs 
of KaskorTranService as the main reason for them not to ship via Aktau: Rather than sending 
cargo to Baku, it is seemingly cheaper and quicker to rail it to Atyrau and then, after crossing the 
Russian border, reaching Azerbaijan through Dagestan. Generally, KTZ tariffs are deemed not 
transparent and the rail transport insurance regime is a real issue. 

Users also emphasise the issue that consumer goods movement by rail is difficult in 
Kazakhstan due to the slow pace of the freight trains, which steam a lower than (Soviet) 
standard 200 km per day (7 to 10 days are needed to reach Almaty from Aktau). Depending on 
the volume of the goods, many companies prefer to send them with an employee by passenger 
train, which will arrive in Almaty just 3 days later. 

                                                
20

 The target is to decrease the present 3-4 days average to 1 day only. 

21
 Shortening the time necessary to complete formalities from 6 hours to 30 minutes. 

22
 The implementation of a bar-code system will reduce the time necessary for tallying the steel products meant for 

export and getting them ready for loading on board of vessels from 52 down to 37 hours. 
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However, the railways' information system appears to be unreliable, therefore, the arrival time of 
goods is hard to predict23.  

Finally, road transport operators and logistics services providers have long been deterred by the 
poor condition of the road network in the Mangystau Oblast where Aktau lies. The GoK have 
addressed the issue and a total of 681 km of roads are or will be constructed or rehabilitated in 
the region during the period 2010-2020, at an estimated (in 2012) cost of Tenge 193.676 M 
(about EUR100 M).  

This includes the vital 313-km segment between Aktau and Beineu and the 164-km link from 
Aktau to the Kazakh-Turkmen border (which is part of the North-South transport corridor project 
from the Persian Gulf to Russia). 

Figure 7: Road Network Rehabilitation in West Kazakhstan  

 
Containerisation – The Grain Case 

Kazakhstan is among the top 10 wheat exporting countries in the world. As previously noted, 
export contracts are mostly concluded at inter-governmental level and involve very large 
quantities of product. As such, this trade is vulnerable to fluctuations in political conditions (as, 
for instance with Iran, one of Kazakhstan‟s biggest customer), crops in importing countries, 
world market prices, etc. 

Exports could be boosted if the structure of the trade would change and the Customers‟ base 
was broadened, i.e. if Kazakhstan could start dealing on a much larger scale with foreign private 
importers. This is made all the more certain as Kazakhstan durum wheat (used in the production 
of pasta) is among the best in the world. 

                                                
23

 One consequence is that consumer good trading companies keep an inventory much bigger than what they use to 

do in other parts of the world. This reflects in turn in higher retail prices. Volvo Belgium adds for instance a 3-week 
storage cost on top of its prices for all the goods exported to all CIS countries. 
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In a (probably large) number of cases this creates a need for relatively small consignments (a 
few thousand tons) to ship in containers that could be partly routed via Aktau. This would 
represent significant savings for the country, which, at times, subsidises the transport cost of 
grain through foreign countries. It would also foster the creation of added-value jobs in Aktau for 
sampling, testing, storing, containerising the grain, etc., which are carried out today by Baltic 
and Ukrainian companies in their ports.  

Initiating export container-flow dynamics via Aktau would also provide the flexibility needed to 
promote imports in containers, which, in turn, would increase the attractiveness of Aktau FEZ 
(including the planned Logistics centre) and arouse the interest of domestic and foreign 
industrial and trading companies as well as entice logistics services providers to develop new 
activities there. 

Obviously, all this requires a great deal of work and investment, as well as a „trimming‟ of 
railway tariffs and procedures by KTZ to make the transport of containers by rail, in general, 
competitive versus bulk transport and versus routing via foreign ports. As far as grain is 
concerned, the USA very successfully followed such a path less than two decades ago. 

2.3 Turkmenistan 

Turkmenbashi, the main commercial sea port of the country, is located 165 nm (about 305 km) 
East of Baku, at a short distance from the Western coast of the Caspian Sea and approximately 
550 km from the capital of the country, Ashgabat, to which it is linked by road and railway. 

It is managed and entirely operated by the State Service of Maritime and River Transportation of 
Turkmenistan (SSMRT) through the State-owned company „Turkmenbashi International 
Commercial Sea Port‟ (TICSP). The SSMRT also manages the Turkmen commercial fleet. 
Discussions have been going on for years between the Government and UAE-based terminal 
operator, Gulftainer, who showed a strong interest in investing in the planned port extension 
and operating the facility but without any result so far.  

2.3.1 General Description  

The 22 km, 140 to 200 m wide, one-track access channel was last dredged in 1968 and as a 
result of siltation the maximum acceptable draft has been decreased to 5.1 m (the actual 
minimum and thus critical depth being 5.5 - 6 m). This halved the lifting capacity of the 12,000 
DWT tankers (which have a fully laden draft of 7.1 m) and hampered moves with the rail-ferries 
under windy conditions. In 2012, the navigation channel was entirely modernised with a new 
light buoy of international standard with AIS system (Automatic Identification System) enabling 
vessel to move at night. 

There are two bulk-oil piers at the nearby UFRA terminal on the Eastern side of the bay. 

The 1963-built double 2-railtrack ramp cargo ferry terminal (PPK2), used for the handling of both 
wagons and trucks, occupies 41.7 hectares. This includes the parking area for outgoing trucks 
and the maritime station for ferry passengers. There is a customs post in the maritime station, 
which is in charge of the ferry freight + pax traffic only. 
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Figure 8: Aerial View of the Port of Turkmenbashi with the 2 Rail-Ferry Ramps  

 
 

The gates from the parking area into the terminal are equipped with scanning equipment for the 
trucks. The landward ramp has been rehabilitated through an EBRD loan; the seaward ramp 
should be repaired in the near future through a USD 62 M WB loan. 

From the ramps, the rail tracks lead to a marshalling yard located half a kilometre behind the dry 
cargo port. The marshalling yard is in poor condition and only part of the original 12-track 
network is operational.  

The underground electric cable network was once automatic but has been operated manually 
since it was flooded by the Caspian Sea. The main road from the port entrance to the truck 
parking area and rail-ferry terminal was upgraded in 2010-2011 and now a 500 truck parking-
slot is available. The main rail track to the ferry ramps has also been revamped. Two additional 
separate road access points, leading from the port directly to the Ashkhabad highway, are 
planned/under construction.  

A new building is under construction for Customs and other Governmental Agencies to 
implement a one-stop shop for border-crossing procedures. 

The port also consists of a strong 430 m general/dry 3-berth cargo facility (PPK1) designed for 
the handling of heavylifts discharged, mostly, from Russian sea-river going vessels proceeding 
from the Volga-Don Complex. 

Lifting gears include 11 berth cranes of 6 to 100 T, 3 Liebherr mobile crane including one of 
150-200 T and 2 of 64 T (installed in October 2012), 2 top loaders of 35 T lifting capacity plus a 
number of tug masters and mafi-trailers. 

Furthermore, the port fleet was expanded and the following equipment was purchased: KAMAZ 
and MAZ mobile complex for oil spill response, mobile multicomputer diving system, vacuum 
truck, tank capacity of 10 cubic metric with a vacuum pump, mobile mechanical repair truck, 
repair car with special fitting and a fire tanker. 
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Figure 9: Map of Turkmenbashi and Ufra Port Accesses 

 

Source: EGIS / BCEOM 

There are 2 warehouses in the port, one of 5,000 sqm for general cargoes and another, 
dedicated to the storage of PP, measuring 12,000 sqm. Another 4,000 sqm open storage area 
is allocated for the handling and storage of containers. 

The cranes at the port railway station have a 5 T lifting capacity only. Therefore, when 
discharging from the vessels, containers, which have to be dispatched inland by rail, are trucked 
to better geared private terminals where they are reloaded onto rail platforms. The reverse 
procedure applies for full export containers. 

Apart from the ferry line to Baku, other shipping links include Russian tramp sea-river vessels 
and Iranian coasters of Khazar Sea Shipping Company, plying irregular services to and from 
Iran (Anzali, Amirabad) and Russia (Astrakhan, Olya) and rail-ferries to Makhachkala (Russia). 

The volume of containers and cargo remains, however, very low compared to the potential of 
the Turkmen economy and is mostly made up of last voyage boxes (part of this traffic consists 
now in NATO non-military cargoes to Afghanistan)24.  

A significant quantity of oversized and heavy parcels shipped to Turkmenistan (as well as other 
Central Asian Republics) mainly destined for the oil and gas industry, are moving via 
Turkmenbashi. Users, however, complain that the aforementioned port means are not powerful 

                                                
24

 TICSP, which started working with TACIS on the container matter in 1998, reckons it can handle 10,000 containers 

p.a. with the current equipment.  
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enough for the sizeable quantity of super-OOG/very heavy lifts imported at Turkmenbashi and 
at times additional lifting gears have to be brought in from other locations around the Caspian. 

2.3.2 Plans of Development 

Turkmenbashi port is a strategic point on the way to and from several landlocked central Asian 
countries at the end of a Trans-Caspian railway line.  

Forecasting a high and long term national economic growth and the development of maritime 
transport in the Caspian Sea, the SSMRT adopted in a presidential decree of June 8th 2011 a 
General Development Plan (GDP) of TISCP and of the Merchant Fleet of Turkmenistan until 
2020. The main provisions of this plan have been reflected in the 2012 „Blue Book‟ which 
mirrors the long-term projects of Turkmenistan in (mainly) the field of road transport. 

The initial port Master Plan25 included: 

– The modernisation/rehabilitation of the second (seaward) ferry terminal ramp (see 
above); 

– The dredging of the access navigation channel, specifically to allow loading of crude oil 
tankers up to full DWT. A bathymetric survey of the sea-bed was performed in 2007. 
According to the corresponding feasibility study some 4,100,000 cbm of earth (accretion) 
has to be dug out to reach the desired depth of 8 - 8.5 m at a cost (then) of about EUR 
5/cbm; the renewal of a number of navigation lights, which was part of this project, was 
completed in 2012 as previously noted; 

– A new control tower and improved equipment for monitoring ships‟ movements. All 
Caspian Sea ports have the same old VTMS, with the exception of Astrakhan (which 
also acts as the security focal point for all the Northern Caspian Sea Region): the port 
there acquired a system, manufactured by Transas/Saint Petersburg, that allows control 
of the traffic on the Volga-Don by cameras; 

– An increased storage facility for the PP and improved handling means coping with the 
planned increase in PP production and exports. This amounts to about 90,000 T yearly 
and represents some 3 - 4% of the export volume in value; 

– An extension of the port to accommodate a container terminal along with an ILC; 

– A specialised dry-cargo terminal for the export of construction materials next to the 
future container terminal, plus another terminal for handling the grain exported from 
Russia and Kazakhstan via Turkmenbashi to other Central Asian countries and 
Afghanistan;  

– A shipyard for shipbuilding and repairs; 

– A specialised cement export terminal (there are plans to build cement producing plants 
in 5 regions of Turkmenistan)26; and 

– A Ro-Pax terminal to be built on the shoreline outside of the port (directly in front of the 
Çarlak hotel) on the site of an existing fish factory, which will be demolished. The 
terminal would double up as an oilfield supply base. 

                                                
25

 drawn in 2010 

26
 1,500 m of new berth would be constructed in total and all these new facilities should be interconnected by rail (rail 

movements in the port are under TICSP control who also owns the locos used for shunting/marshalling). 
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The EBRD and JICA have shown interest in the project and a MoU for the modernisation of the 
port has been signed between the IBRD and the Government of Turkmenistan. The 
international tender was announced on August 17th 2012. 

The port's development plan goes together with the country's projected increase in the 
commercial fleet. This would allow the country to gain independence from foreign maritime 
companies and lower the transport costs Turkmenistan is exposed to.  

According to national statistics, in 2010, only 17% of oil products were exported by national 
vessels. At present Turkmenistan runs 9 vessels (4 bulk carriers and 5 sea-river oil carriers).  

The measures envisaged in the GDP are scattered across the period 2012 - 2020. They include 
the acquisition of 6 more oil tankers, 1 LPG carrier, 4 tugs, 4 supply vessels for the oil platforms 
in the Caspian Sea (today served by foreign companies) and one crane vessel27. The 
international tender for the purchase of the 4 tugs and the design and construction of buildings 
and facilities for salvage, rescue and underwater technical operations and acquisition of further 
environmental equipment was announced on July 31st 2012. 

The 6 oil tankers will allow Turkmenistan to control 50% of its total exports. The vessels will be 
deployed on the following routes: Turkmenbashi – Makhachkala, Turkmenbashi – Baku, 
Turkmenbashi – Neka/Enzeli/Nowshahr. 

Relying on significant development in the national Awaza touristic zone28, Turkmenistan also 
intends to participate actively in passenger, car and truck traffic and diversify the shipping 
offered by opening its own liner services to ports other than Baku, the only port regularly served 
so far. One of the stated main goals is to reduce travel times for those crossing the Caspian Sea 
or driving around it to reach or leave Turkmenistan. This proposal therefore concerns sea links 
with Russia, Iran, Azerbaijan and, to a lesser extent, Kazakhstan, which is to be connected by a 
new rail link in the near future.  

                                                
27

 The question of purchasing LNG carriers is under review: the LNG produced at Turkmen refineries is now carried 

mostly by trucks and in rail wagons (and then shipped by a Russian rail-ferry to Makhachkala, Daghestan, Russia). 
Sea bulk transport would allow the efficiency of the operation to improve. The purchase of one LPG carrier vessel is 
expected to boost the export and master 88% of national production.  

28
 Awaza is a megaproject in which over US 1.4 B have already been invested since 2006. The Turkmen leadership 

plan to make it a Dubai on the Caspian and attract foreign tourists as well as Turkmen citizens. 
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Figure 10: Rail Link from Kazakhstan to Iran through Turkmenistan 

 

A contract was signed in September 2012 with „ULJANIK Brodogradiliste‟, the Croatian shipyard 
that builds rail-ferries and other vessels, specifically designed for the Caspian Sea, for the 
construction of 2 x 155.8 m LOA / 17.8 m width Ro-Pax with an option for 4 sister-ships. The 
vessels will have a capacity of 970 lm and 200 Pax and extensive services for drivers and 
passengers. Their design service speed is of 17.6 kn.  

On the basis of Japanese and Korean pre-feasibility studies the vessel(s) would be deployed 
between Turkmenbashi and Anzali (Iran), Olya (at the Russian year-long ice free port at the 
mouth of Volga down the river from Astrakhan), Aktau and Baku. 
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3 PORT SYSTEMS – BLACK SEA 

3.1 Bulgaria 

Ports of national importance are managed in Bulgaria by a state company under the Ministry of 
Transport, Information Technology and Communications (MTITC), the Bulgarian Ports 
Infrastructure Company. Its headquarters are based in Sofia and it has for regional offices 
(Territorial Directorates), two on the Danube in Ruse and Lom and two on the sea shore in 
Burgas and Varna. 

Stevedoring and other operations are performed by state port companies. 

Although the ports have been earmarked for concession since 2005, the privatisation process of 
the (river and sea) ports takes time and is not without difficulties. 

In June 2010, Vidin North Terminal (on the Danube) was awarded to BRP (the Bulgarian River 
Shipping Company) under a 35-year concession and in June 2011, a 35-year concession for 
the bulk cargo terminal and Terminal 2A in the country largest port, Burgas, was granted to the 
national shipping company, NaviBulgar29 30. 

Between April and November 2012 calls have been published in the State Gazette for six 
Danube ports or terminals (including a third call for the port of Lom on the Danube31). The 
MTITC is reportedly preparing calls for an additional three Danube river ports and for various 
terminals in the two country main seaports, Burgas and Varna32. 

Maritime transport via the two main Bulgarian seaports of Burgas and Varna, plays an important 
role in Bulgaria‟s external trade. Bulgaria has been seriously affected by the global economic 
downturn and the sea-borne trade is only starting to pick up again. 

Table 4: Bulgarian Sea Ports Traffic (in thousands of tons) 

  2005 2006 2007 2008 2009 2010 2011 

Imports 14,293 16,250 15,853 16,791 11,797 11,847 13,036 

Exports 10,548 11,263 9,047 9,785 10,096 11,099 12,149 

Total 24,841 27,513 24,900 26,576 21,893 22,946 25,185 

Source: NSI 

                                                
29

 As noted by the Bulgarian media: „the new concessionaire was the only candidate remaining, after all other 

applicants pulled out because of the complicated proceedings‟. The same is happening with the Burgas-West 
Container Terminal for which NaviBulgar is, again, the sole bidder (the bid is now (February 2013) under evaluation 
by the MTITC). 

30
 Although pressed to generate much-needed revenues and therefore willing to pursue the privatisation plan, the 

government also has to address the issue of high unemployment in the country (12.9% in the first quarter of 2012, 
11.5% during the third one) though it is decreasing i.e. over double the pre-crisis rates. Under the above-mentioned 
concession contract, NaviBulgar had to agree to keep a minimum of 288 workers out of the 1,018 currently employed. 

31
 In January 2013, Bulgarian capital investment company, Chimimport, won the 35-year concession to operate Lom. 

USD 15.5 M will be invested to transform Lom into a competitive international river port, with bulk, container, ro-ro 
and ro-pax facilities. As part of the tender requirement, Chiminmport will have to move 480,000 T of cargo and about 
1,800 ferry passengers per year on average. 

32
 The rail-ferry terminal „Varna Ferry Complex‟, jointly managed by BRP and BDZh, should be included in the call as 

well as both Varna-East and West Container Terminals. A former attempt to give Varna-West Container Terminal 
under concession failed in 2005. 
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The considerable decrease in the tonnage of imports is mostly linked to the December 2008 
closure of the factory o Kremikovtzi, the largest steel and cast iron producer and biggest 
importer of coal and iron ore in Bulgaria, after the GSHL Group of Pramod Mittal (not to be 
mistaken with his brother, Lakshmi Mittal, main shareholder of the Arcelor-Mittal Group) 
withdrew from the company. 

3.1.1 Burgas 

The port of Burgas lies at the Black Sea end of the Trans-European Transport Corridor VIII, 
which via Sofia, Skopje, and Tirana (the respective capital cities of Bulgaria, FYROM, and 
Albania) reaches the Albanian port of Durres on the Adriatic Sea.  

Figure 11: Trans-European Transport Corridor VIII 

 

Infrastructure investments are planned for improving the rail and road connections between 
Burgas and other Bulgarian cities.  

As in many countries of the former Eastern Bloc, there is no port specialisation in Bulgaria, and 
Burgas handles practically any type of cargoes from bulk commodities to containers, at 19 
berths stretching over 3,233 m with a maximum draft of 11 m, distributed between two terminals 
(to be increased to four terminals as per the Port Development Master Plan)33. 
 

                                                
33

 The Strategy for the Development of the Transport System of the Republic of Bulgaria until 2020 lists the 

construction of one of these additional terminals (for container handlin) under priority number one. 
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Figure 12: Aerial View of the Port of Burgas 

 

Source: Port Burgas EAD 

Cargo volumes have dropped under the double effect of the financial crisis and the demise of 
Kremikovtzi. 

Table 5: Burgas Port Total Traffic (in thousands of tons) 

2006 2007 2008 2009 2010 2011 

6,771 5,180 4,616 3,564 3,139 3,552 

New regular traffic could nonetheless be attracted in 2011. For example, chemical in big bags 
by vessels from Turkey proceeding further by rail to the Baltic States.  

Several rail freight operators have contemplated opening a weekly block-container train 
between Burgas and Plovdiv, which could later be on extended to Sofia34, with the ultimate 
target of being able to capture part of the traffic to FYROM and Serbia. 

The Port, however, places a great importance on the development of value-added cargoes 
carried in containers and on Ro-Ros and trying to attract new such operators to use its facilities.  

Container volumes remain modest though increasing after a sharp drop in 2009. 

Table 6: Total Number of TEU Handled at the Port of Burgas  

2006 2007 2008 2009 2010 2011 

25,936 30,587 45,927 23,833 23,538 29,449 

 

                                                
34

 The container transport market to/from Sofia and the surrounding Western Bulgaria region (the most populated 

area of the country) is highly disputed between the ports of Varna and Thessaloniki, in addition to Burgas. 
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Figure 13: Burgas Port Development Master Plan 

 
Source: Port Burgas EAD 

Customs have purchased scanners and fifty officers have been trained to learn how to use 
them. Scanning was implemented in April 2012 on a 24/7 basis, and has eliminated the 
unstuffing - restuffing of containers for inspection checks as performed previously. 

Within the frame of the 2014-2020 SOP for Transport and plan for establishing 10 intermodal 
terminals in Bulgaria, the Municipality of Burgas and the Ministry of Economy created a 
company to establish a 728 ha industrial/logistics zone in Bulgarovo, in the North-Western part 
of the city, on a land plot given by the Municipality, 7 km from the port and 10 from the airport. 
This plot is well connected to the port and easily accessible by railway.  

The Port is planning to develop a container freight station for frozen cargoes at their 10,000 sqm 
reefer warehouse, in the West Terminal, and a distribution centre with dedicated areas for 
specific clients and geographical destinations in and outside Bulgaria. 

Discussions are also going on with an (unnamed) line for reviving the Burgas-Poti liner Ro-Ro 
service which, until 2010, was performed by Somat, the subsidiary of a German leading trucking 
company, Willy Betz.  

However, as Bulgaria will sooner or later be integrated in the Schengen space, there are 
specific/additional requirements from the EU that are related to security (full adherence to ASTS 
Code) with regard to the existing Ro-Ro Terminal. Therefore, there are plans to open a new 
terminal that would be able to accommodate 50 to 60 trucks.  

Burgas is certified as per the requirements of the International Ship and Port Facility Security 
(ISPS) Code. 
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3.1.2 Varna 

Varna includes two distinct port areas, Varna East on the Black Sea coast and Varna West 
accessible through two inland 11 and 11.5 m draft canals connecting the sea and Lake Varna 
and Lake Beloslav.  

Figure 14: Varna East  

 
Source: Port Varna EAD 

Varna is the largest Bulgarian port and, like Burgas, a multi-purpose facility, handling any type 
of cargo, including (since 2001) dangerous liquid chemicals. A total of 32 berths span over 
5,601 m. 

Figure 15: Varna West 

 
Source: Port Varna EAD 

While general cargoes, grain and other bulk commodities represent a large portion of the 
volume handled at Varna, the port has, through two terminals (one in each location), also 
established itself as the leading container gate of Bulgaria (see Appendix III). 

Most of the containerised trade meant for inland destinations or from inland origins, move by 
truck and there is, so far, no strong link with the Danube (although the Port, jointly with BDZh, 
BRP and the Port of Ruse have tried to develop such an intermodal offer to/from Central Europe 
quoting preferential „package‟ prices). 
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Table 7: Varna Port total Traffic (in thousand tons) 

2006 2007 2008 2009 2010 2011 

7,922 6,622 7,723 6,729 8,039 9,142 

Since 2010, the Port of Varna has implemented the „Integrated Management System‟, which 
includes certified management systems to international standards ISO 9001:2008; BS OHSAS 
18001:2007; ISO 14001:2004. Varna is ISPS certified. 

The Varna Ferry Complex (VFC) located at Varna West is one of the main ports of call of the 
rail-ferry liner service jointly performed with 4 x 108-waggon vessels by Navigation Maritime 
Bulgare (NaviBulgar)/Varna and UkrFerry/Odessa linking Bulgaria, Ukraine and Georgia.  

Figure 16: The Varna Ferry Complex with a NaviBulgar 108-Waggon Rail-Ferry under 
Operations 

 
Source: Port Varna EAD 

This huge, facility was designed and built in the late 70s and high-tech at the time. It was also 
considered a natural prolongation of the Soviet rail network and therefore placed under Railway 
management. During the Soviet years there was a ferry from Iliychevsk calling every 12 hours 
with 108 full wagons out and the same quantity in. Furthermore, the railway plan was 
established on an hourly basis. Today the plan is a monthly one, due to the sharp drop in the 
trade from/to Iliychevsk35, and the service has become even more irregular due to the crisis.  

The original infrastructure (which includes a number of state-of-the-art warehouses for stuffing / 
un-stuffing the railcars, a special shed for changing the wheels36, storage areas for cistern-
wagons containing hazardous cargoes, customs bonded parking areas for trucks, etc.) remains 
in place and is operational but is greatly under-used, ageing and there is maintenance leaves 
much to be desired.  

Although there are two rail bridges, the left one is in a bad condition and is not used any more. 
This could be a problem if traffic resumes to its pre-crisis levels, especially as the line to/from 

                                                
35

 Since 2009, another rail-ferry liner service, jointly performed by Varna Ferry Ltd (a joint-venture between 

NaviBulgar and the Bulgarian River Shipping Company) and the Russian Railways, connects Port Kavkaz in Russia 
and the VFC. This link shortens the distance between Bulgaria and Russia by 800 km and reduces the travel time by 
about 40%. 

36
 The wheels are changed in a covered building equipped with double European and Russian gauge rail tracks and 

40 T lifting capacity jacks at the pace of 24 wagons per 65‟ (1 man/4 jacks per wagon). Once removed, the wheels 
are marked, stored and kept, waiting for the return of the very same wagon from which they have been taken. 
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Port Kavkaz is scaling up with NaviBulgar acquiring a new vessel37, which should be introduced 
in the service during the fall of this year, as well as two Russian 50-wagon „Annenkov‟ class 
vessels38. Today, despite the increased occupancy of the sole operational ramp, the discharging 
and loading operations last only 2-3 hours (on the basis of 108 discharge plus 108 load moves) 
as there is no waiting time for the arrival of the wagons.  

Recently (February 2012), due to the increased level of activity that frequently resulted in 
congestion and waiting times for berthing/handling the vessels, VFC started to resume working 
round-the-clock. 

At their meeting in January 2012, the Ministers of Transport of Turkey and Bulgaria confirmed 
the intention of both countries to develop new Ro-Ro connections between Varna, Zonguldak 
and Samsun, which, once established, should benefit the VFC.  

Reportedly, there is an increasing demand for transportation of road trailers and trucks between 
the VFC and Caucasus as well as to Russia.  

3.1.3 ECOPORT8 and TEN ECOPORT 

„‟ECOPORT8 - Environmental management of transborder corridor ports" was a project that ran 
from March 2009 till June 2012 within the framework of the South East Europe Transnational 
Cooperation Programme (SEE), co-funded by the EU. 

Through a strong partnership involving Port Authorities, Universities & Research Organisations, 
the aim of ECOPORT8 was to improve the environmental performance of the ports within the 
SEE area. The initial goal of its implementation was the reduction of environmental nuisances 
caused by port activities and the sensitization towards compliance with the regulations set at 
international, EU and national level. 

The existing certification systems, such as the EU Eco-Management and Audit Scheme (EMAS) 
and the international standards of the Environmental Management ISO 14000 family 
indisputably constitute valuable tools. However, they are not compulsory. 

ECOPORT8 involved TEN VIII ports in Albania39, Bulgaria40, Greece, Italy, Montenegro and 
Romania. Integration of the ongoing international dialogues on the developments in maritime 
traffic and implementation of monitoring of the environmental impact of port activities should 
result in a common environmental policy addressing the lack of/gaps in specific national 
environmental regulations, fragmentation and non-homogenous nature of the solutions adopted 
by single ports with a view to define shared standards. Key parameters to be measured and 
controlled have been identified as follows:  

 Water quality of port aquatorium 

 Releases to water 

 Air quality (including asbestos) 

 Waste (including electrical and electronically waste) 

                                                
37 

This new unit (due to be placed in service in March 2013) will have a Ro-Ro capacity which, according to users, 

should entail a deviation from the Varna-Iliychevsk service to the Varna-Port Kavkaz line of the trucks, which currently 
have to cross Ukraine to reach their final destinations in Russia. 

38
 A total of 2,089 waggons loaded with 48,026 T were carried in 2011 between the VFC and Port Kavkaz. 

39
 IPA Partner as Montenegro. 

40
 ERDF Partners: National Institute of Meteorology and Hydrology - Bulgarian Academy of Sciences and BPI Co. 

http://www.corridor8.org/
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 Dredging 

 Noise 

 Odours 

 Energy efficiency 

 Soil contamination 

 Bunkering 

 Cargo handling, transportation and storage 

 Biodiversity 

 Drinking water 

The port of Burgas was selected as one of the four pilot ports for testing and monitoring survey 
on site. A state-of-the-art high-tech Automatic Monitoring System that provides in real time air 
and sea water quality measurements has accordingly been installed in several monitoring points 
ashore and at sea in the port in March 2012. 

The Project activities were summarised in a final publication „ECOPORT8 Handbook‟ and a 
web-based multilingual application was developed under the name „Ecoport 8 WebGIS‟, 
presenting measurements of environmental parameters in the project ports through an 
interactive electronic map based on Google maps. 

„‟TEN ECOPORT – Transnational Enhancement of ECOPORT8 network‟‟, the follow-up Project 
of ECOPORT8, held its opening event in December 2012. New ports have been added, among 
which Varna. An underlying challenge has been recognised in light of the ECOPORT8 
experience, namely different environmental legal frameworks across the SEE countries place 
different obligations (and therefore different financial burdens) on the shoulders of Port 
Authorities. This affects the economic interests of the ports and may result in distortion of 
competition. Both of these undesired results have to be mitigated especially as the EU is under 
the grip of the economic crisis. TEN ECOPORT is therefore promoting a step-by-step 
implementation, starting from more critical issues, which will reduce initial investments. 

The main practical targets of TEN ECOPORT are to benchmark the sustainable processes 
implemented during ECOPORT8 against the actual and expected results, define the constraints 
that hamper the sustainability of the results, establish a platform for discussion among Port 
Authorities and between each port and its stakeholders, establish a Transnational Task Force 
defining best practices and assisting project Port Authorities in their implementation. 

Finally it should be noted that Burgas and Varna are both members of the ESPO, the 1993-
established European Sea Ports Organisation based in Brussels which acts as an independent 
lobby for seaport interests. However, they are not yet part of the EcoPorts Network implemented 
by the ESPO to promote the environmental performance of the EU and Norway port industry on 
the basis of voluntary self-regulation. 

3.2 Georgia 

The Georgian port system comprises two medium-size bulk, general cargo and container ports, 
Poti and Batumi, plus dedicated oil terminals at Supsa and Kulevi. Supsa, 10 km south of Poti, 
is the Black Sea end of the BP-operated Western Route Export Pipeline which runs on 833 km 
from the Sangachal Terminal near Baku.  

Batumi, being the country's only deep sea harbour, has a billion-dollar plan that was initiated in 
2010 for the extension of Supsa (which has a water depth of 18 m) and construction of a 40 MT-
capacity dry and containerised cargo port. Likewise, the construction of an entirely new port at 
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Lazika, north of Poti, was considered in 2011. However, given the huge investment costs and 
the unfortunate timing for building such big facilities, i.e. at a time when a global economic crisis 
reduced the demand for freight transport, these plans have been dropped. 

Poti and Batumi are the Eastern Black Sea intermodal gateways westbound to Black Sea, 
Turkey and Europe and eastbound to the Caucasus and Asia. 

Both ports are served by regular rail-ferry and container services linking them with other Black 
Sea ports and Mediterranean ports. They are geographically close, handle both containers but 
different types of non-containerised cargo (Batumi being more specialised in liquid and solid 
bulk and Poti in solid bulk and general cargo). 

Poti has an advantage in terms of it offering a shorter rail route to Tbilisi and Baku, whereas the 
rail link between Batumi via Poti has restricted train lengths. 

Batumi, on the other hand, has greater depths and does not need permanent dredging like Poti 
where the Rioni river washes sediment into the port aquatorium. 

3.2.1 Poti 

The port of Poti is the largest commercial (predominantly non-oil and gas) port on the Black Sea 
of Georgia. 

Figure 17: Port of Poti, General Outlay 
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It has 15 berths, with a total berth length of 2,900 meters and more than 20 quay cranes and a 
capacity of 12 MT per year. Berth №13 in the South Basin is used for handling Ro-Ro vessels. 

Rail ferries have been accommodated since 1999 at berth №14. This 183 m long and 12.5 m 
deep berth cost EUR 3.4 M, funded by the TRACECA Program. The ramp has a 1,520 mm 
Russian gauge. The complex includes a 10,000 sqm lorry park. The nominal cargo throughput 
is estimated at 700,000 T. 

Container vessels are berthed at pier №7 (210 m long, 8.5 m deep) adjacent to a 16,000 
sqm/800 TEU storage area and pier №14 (250 m long, 8.5 m deep) rehabilitated in 2009, 
thanks to EBRD funding, to receive 1,000 TEU feeder vessels. Both terminals are rail-
connected but there is no container storage facility at berth №14. 

Limited storage facilities in the port area so far compel the stevedore to evacuate discharged 
containers to 8 off-dock private terminals where empty containers are stored and wherefrom full 
and empty export boxes are brought for loading upon vessels‟ calls. In an initial move to 
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integrate activities, a storage area in the port was completed in 2010 to handle second-hand car 
containerised traffic. 

Reportedly, the port is often congested (shipping lines report an average of 3-day waiting time 
for vessels, which may occasionally surge up to 7 days in case of bad weather, for instance), 
which has led some operators to divert their vessels to Batumi and others to implement a 
congestion surcharge. 

The port has received the quality management ISO 9001-2000 certification. 

In 2007, the Ministry of Economic Development of Georgia invited letters of interest towards 
operating Poti Sea Port by leasehold and creating a Free Industrial Zone (400 ha) adjacent to 
the Port territory. In April 2008 the port of Poti was entirely privatised to RAKIA (Ras Al Khaimah 
Investment Authority of UAE) and a 49-year concession contract signed to operate the port and 
develop a Free Economic Zone investing over USD 200 M within the next five years.  

Figure 18: Port of Poti, Cargo Berths 

 

In April 2011, RAKIA sold 80% of its shares to global container terminal operator AP Moeller 
Terminals, a sister-company of Maersk Line. 

The change from State-owned company to private enterprise and from public service to a 
supposedly more efficient type of operation has led to a significant number of redundancies in 
the port staff (reportedly over 400 in 2011 alone) as well as to the implementation of a new 
wage and social benefits policy. 

This resulted in an unprecedented spate of strikes in October-November 2012 which paralysed 
port activity for nearly two weeks.  

APM plans a USD 100 M investment in the next five years, which includes a new 
comprehensive container terminal to be built on a 100 ha site adjacent to the existing port. To 
start with, a rail and road-connected 15 ha yard equipped with 13 RTG and with the capacity to 
handle up to 400,000 TEU yearly should be opened in 2013. This should, in principle, allow 
avoidance of off-dock operations and should carry out block-trains operations right in the yard. 

Dredging at 17m water depth (yielding 13-14 m draft) is projected to receive mother vessels of 
up to 5,000 TEU. 

Poti port is directly linked to the Georgian railway network. There is an ongoing project for 
modernising and improving the connection with Tbilisi including the construction of new tracks 
and tunnels due for completion in 2016. This will coincide with the renewal of the Beyuk Kesik 
(on the border via Azerbaijan) - Baku railway line as well as the construction of the missing 
railway link Zhezkazgan-Beyneu and planned implementation of the Silk Wind Block Container 
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Train Project in Kazakhstan. This will enable rail containers to travel in a fast and reliable 
manner back and forth between Poti and Horgos (PRC‟s border-crossing point with Kazakhstan) 
in the future. 

Poti is also the Georgian gate of the E 60 European route (running from Brest, France to 
Irkeshtam, Kyrgyzstan on the border with PRC). In Georgia this major axis known as the „East-
West Highway‟ links Poti to Beyuk Kesik, via no less than 8 of the 10 biggest Georgian cities 
(including the capital city Tbilisi)41.  

Its rehabilitation and upgrading (financially supported by the WB) has been going on since 
2006. Once completed it should further enhance the function of Poti as a port for the transit of 
cargo-flows to neighbouring Armenia and Azerbaijan as well into Central Asia. Conversely, this 
should foster the development of Ro-Ro services across the Black Sea to and from Poti42. 

Table 8: Poti Container Throughput (in TEU) 

2007 2008 2009 2010 2011 2012 

184,792 209,614 172,800 209,797 254,000 284,154 

 

Maritime Services43 

LOGMOS relevant shipping services are of two types: 

– Those connecting directly one TRACECA port to another/other TRACECA port(s) – 
marked (a) 

– Those connecting one TRACECA port to a non-TRACECA port(s) whose traffic, totally 
or partially, is destined to/originates from the ILCs and from other LCs/hubs/urban 
centres which could be selected for inclusion in the LOGMOS Master Plan core network 
– a system of routes suitable for logistics of MoS type of cargo flows in view of the EU 
concept definition (see also footnote 2, page 8). This traffic is all the more significant as 
it generates a greater use of specific hinterland connections which contributes to, and 
enhances, the corridor dimension of the network – marked (b). 

Regular services calling at Poti include the following: 

Rail-ferry 

– UkrFerry-NaviBulgar weekly joint service to/from Kerch44 (a) 

– BMF, a subsidiary of RZD (the Russian Railways), weekly service from/to Port-Kavkaz 
(b) 

Cargoes carried in wagons by these lines are mainly destined to Georgia and Armenia 
(especially to Armenia for BMF since the (Armenian) South Caucasus Railways are also a 
subsidiary of RZD) and to a smaller extent to Azerbaijan. There is practically no transit cargo 
to/from Central Asia. 

 

                                                
41

 The others are, in descending order, Kutaisi, Rustavi, Gori, Poti, Khashuri and Samtredia. 

42
 For many years the Port has been mulling over plans to establish Ro-Ro connections with Istanbul and Constanza. 

So far, however. there has been no evidence of a sound commercial and economically viable basis to run such lines. 

43
 The same classification as the one given here will be used for other ports under review. 

44
 Provisionally suspended. 
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Containers45 

 CMA-CGM feeder to other Black Sea ports, Mediterranean (a) 

 Maersk feeder to other Black Sea ports (a) 

 MSC feeder to Romania, Turkey and Ukraine (a) 

 Arkas feeder to other Black Sea ports (a) 

So far, due to the port features, only container feeders call at Poti relaying boxes from/to main 
hubs in the Black Sea (Constanza, Istanbul) or the Mediterranean (Malta). The lines are run with 
vessels of up to 1200 TEU maximum capacity. The world's three leading Ocean Carriers, 
Maersk, CMA-CGM and MSC, dominate the container market in Poti with a market share in 
excess of 80%, MSC holding the lion‟s share with nearly 50% of the import market and one third 
of the export one. 

Although trucking remains the dominant inland carriage mode, import containers into Georgia 
are increasingly railed due to the implementation of drastically reduced tariffs and improvement 
in the rail transport service offered by Georgian Railway, particularly the launching in June 2011 
of a fixed-day block-train service every other day to/from Tbilisi Georgian Railway Eastern 
Terminal. This, in turn, has a positive effect on the containerisation of exports which, thus far, 
were shipped in break-bulk in closed wagons for further stuffing at Poti.  

Table 9: Containers Carried by Rail (in TEU) 

  2007 2008 2009 2010 2011 2012 

From/to Poti 

16,080 14,444 11,120 12,872 13,100 21,354 To/from all Georgian 
destinations 

From Poti to Tbilisi 7,011 6,253 4,100 4,234 4,173 8,387 

From Tbilisi To Poti 7,803 6,899 5,309 4,787 5,089 8,295 

Containers to/from Armenia are partly railed on the regular train from Poti to Yerevan46 and 
partly carried by truck. 

Due to the non-competitiveness and non-transparency of rail tariffs, insufficient quality of 
service, shortage of platforms and lack of container handling equipment at railway stations, 
longer transit-times and customs issues, trucking to Azerbaijan either in containers or after 
unstuffing at Poti is by far the preferred mode of transport. This applies to all cargo except for 
heavy loads, moving mainly in 20‟ containers, and for the decreasing flow of NATO 
humanitarian cargoes moving to Afghanistan. Still, border-crossing formalities for trucks 
reportedly take about four hours in total, dignity issues have been reduced but probably not 
erased and the implementation of EDI systems having failed on the Azerbaijani side as there is 
no possibility to file pre-declarations. Due to the unavailability of container logistics services in 

                                                
45

 Several other container shipping lines not mentioned in the list, having not developed an in-house feeder service 

because of their small traffic with Caucasus, usually buy slots (space) on the feeders of the main operators.  

46
 Actually South Caucasus Railways (SCR) upgraded in 2012 its former twice-a-week Block Train operation between 

Yerevan, Poti and Batumi to a daily connection, including platforms carrying containers in normal scheduled 
heterogeneous trains. Furthermore, SCR developped a reefer container service using 12 specialised platforms, which 
run from Poti to Yerevan every other day. This, combined with the ongoing rehabilitation of the 308-km rail track and 
8 bridges between Yerevan and the Georgian border, should boost the transport of containerised (and non-
containerised) cargo by rail (a strategic necessity for landlocked mountainous Armenia where to access by road in 
winter is often risky and lengthy). 
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Azerbaijan, boxes, after devanning, are brought straight back to Poti, whether by rail or truck. As 
a result all exports from Azerbaijan, even containerisable goods, move to Poti either by truck or, 
for heavy cargoes, in closed wagons or gondolas.  

Given the sanctions, an increasing portion of the cargo-flows, which used to move via Iran, is 
being repatriated (temporarily?) to the Caucasus corridor, partially via Georgian ports. Still, non-
negligible volumes of containers shipped from the Far-East to Baku (and Central Asia) keep on 
being discharged at Bandar-Abbas (BA)47.  

By the same token there has been a significant increase in containerised traffics between Poti 
and Central Asia, although volumes remain altogether modest. 
 
Still, as Ocean Carriers and container lines do not offer inland transport service, customers have 
to perform the on-carriage till final destination in merchant haulage. The container lines, who are 
afraid of losing their boxes, request the cash payment of a deposit equal to the value of the 
container which most clients reject, instead unstuffing their cargo into conventional wagons in 
Poti. Another reason for the low figures shown in Table 10 is the cost of returning an empty 
back to the original port of discharge: depending on the distance, it is often cheaper for shippers 
to buy and send a last-voyage container.  

Table 10: Containers Carried by Rail between Poti and Central Asian Countries (in TEU) 

  2007 2008 2009 2010 2011 2012 

From/to Poti 
588 562 437 717 1,823 3,707 

To/from Central Asia 

In all likelihood this situation will change dramatically in the next few years with the 
implementation of the current regional rail projects (Tbilisi Bypass, Baku-Tbilisi-Kars, Silk Wind). 
Furthermore, the interest taken by Georgia, Azerbaijan and Kazakhstan in becoming partners in 
the contrailer Viking Train (running presently between Klaipeda, Lithuania and Iliychevsk, 
Ukraine via Minsk, Belarus) should speed up and strengthen these changes. 

Container export/import flows through Poti remain very imbalanced with a ratio of nearly 1:648. 

Poor logistics services, overly expensive rail tariffs, long and unpredictable transit-times, as well 
as infrastructure constraints (narrow roads, tunnels and bridges) cause an important part of the 
flow of non-containerised general cargo49 destined to Baku and (mostly) to Central Asia via 
Turkmenbashi and Aktau to be diverted during the river navigation period (April to November) to 
the Volga-Don Complex.  

                                                
47

 Under the present circumstances, the sea voyage duration from Chinese ports to Poti or BA (both reached via 

transhipment hubs, in the Mediterranean or Marmara Sea for Poti, in the UAE for BA) is about the same, between 30 
and 33 days on average. The road distance is much shorter from Poti than from BA to Baku (886 km versus 2,126 
km) but the driving time, due to different condition of the roads, time spent at border-crossing points, etc. is only 14 
hours shorter (11 hours versus 25). Freight rates to BA (about USD 600 /20‟ – USD 900 /40‟ in January 2013) are 
about 10-15% cheaper than to Poti while THC+port-transit+trucking costs are about the same (USD 2,200/20‟ – USD 
2450 /40‟). 

48
 In 2012 imports represented 64% of the total container volume handled at all Black Sea ports (including 

Novorossyisk in Russia) against 36% only for exports. Exports however grow quicker than imports at all ports except 
Georgian ones (respectively +13.46% and +1.16% in 2012 in comparison with 2011). 

49
 Construction materials, steel products, heavylifts and OOG parcels. 



   

Logistics Processes and Motorways of the Sea II 

 

 

 Progress Report IV Annex 5 Page 41 of 117 

Figure 19: Discharging of Passenger Rail Wagons for GR at Poti Port Berth №14 

 

This solution is not only less expensive and easier, it is also quicker, as sea-river vessels (able 
to load between 3 and 5,000 T) perform the voyage from Turkish Marmara Sea ports to Caspian 
ports in 8 to 10 days only and much less if loading from Azov Sea ports (Mariupol, Taganrog or 
Rostov-on-Don). This brings about the loss of whole contracts for Georgian ports and the 
central TRACECA corridor50. Nonetheless, the port handles significant volumes of heavylifts and 
OOG cargoes for destinations in the Caucasus. 

3.2.2 Batumi 

In November 2007, the container berths №4 and №5 (which total 284 m in length at a depth of 
11.7 m), the adjacent terminal and the rail-ferry bridge and berth №6 of 187 m length and 8 m 
depth were leased to Batumi International Container Terminal, a subsidiary of ICTS/Manila, one 
of the top five maritime terminal operators in the world, operating in over 18 countries. 

In February 2008 KazTransOil, the main transport operator of Kazakh oil, both for export and 
domestic market and a member company of the Kazmunaygaz Group, acquired the exclusive 
long-term management rights of Batumi Sea Port and purchased the Batumi Oil Terminal. 

Over USD 8 M had already been invested by 2009 for the purchase of new equipment (such as 
a 18-32 T portal crane, the first bought in Georgia in over 30 years, and a new mooring tug), 
repair and upgrading of the existing equipment, port buildings and berths and development of 
modern IT systems.  

Work is going on to pull down old dilapidated warehouses in order to increase the present-day 
16,412 sqm open storage area capacity and to better meet the needs for the dry bulk traffics 
moving via Batumi. 

                                                
50

 Estimated by the Port of Poti in 2010 at some 300,000 T p.a 
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Figure 20: Port of Batumi 

 

Source: Port of Batumi/DB International 

Batumi is predominantly a liquid bulk terminal. Depending on the year, crude oil and oil products 
can represent up to 80-90% of the total turnover. 

The port consists of 5 terminals: the oil terminal (berths №1, №2, №3 and CBM-conventional 
Buoy mooring, which can accept 4 tankers simultaneously), the multi-purpose container terminal 
(berths №4, №5), the railway ferry terminal, the dry cargo terminal (berths №6, №7, №8, №9) 
and the passenger terminal (berths №10, №11). Maximal throughput is 18 MT at the oil 
terminal, 2.3 M T at the dry cargo terminal and 0.7 M T at the rail-ferry terminal. The prospective 
throughput of the container terminal is 300,000 TEU per year.  

ICTS set up the Batumi International Container Terminal on a plot of 13.6 ha in total51, investing 
USD 15 M. Modern container handling equipment such as prime-movers, reach stackers and 2 
x 100 MT SWL capacity mobile harbour cranes, a customs warehouse, a container freight 
station and other state-of-the-art facilities formed part of this investment. 

Table 11: Batumi Container Throughput (in TEU) 

2008 2009 2010 2011 2012 

44,197 8,813 16,318 45,400 73,126 

The Batumi International Container Terminal is handling the planning process for the first phase 
of a new project that will increase its operational space and capacity.  

                                                
51

 Out of which only 3.6 are used at the moment providing the capacity to store up to 2,500 TEU and handle 100,000 

TEU p.a. 
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The project involves several million dollars of investments52 in infrastructural improvements and 
creation of additional material and technical bases, in order to provide an enhanced quality of 
service for high-value goods with reduced handling times.  

Batumi Sea Port is certified in accordance with the requirements of the international standards 
of quality management ISO 9001-2008 and of environmental protection ISO 14001-2004, as 
well as per the International Code for Security of Ships and of Port Facility (ISPS).  
 

Maritime Services 

Regular services calling at Batumi include the following. 

Rail-ferry 

 UkrFerry-NaviBulgar weekly joint service to/from Varna and Iliychevsk (a)  

Cargoes, as in Poti, are mainly destined to Georgia and Armenia and to a smaller extent 
to Azerbaijan. There is practically no transit cargo to/from Central Asia. 

Containers 

 MSC feeder to Romania, Turkey and Ukraine (a) 

Figure 21: ‘MSC HINA’, the Largest Containership To-date in Georgia, Docking at BICT on 
the 6ht of August 201253 

 

                                                
52

 In total ICTS invested USD 30 M by the end of 2012 and plans another USD 20 M investment in the coming years. 

53
 203 m LOA, 9.80 m laden draft, 1,254 TEU nominal capacity. A record 2,200 moves were performed during this 

call.  
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Container traffic started in Batumi in 2008 only and was severely hit by the GFC. The closeness 
of Poti and longer road and rail distances to Tbilisi and further on to Azerbaijan also bear on 
BICT development.  

Batumi port, however. offers better drafts and, in an effort to compensate its less favourable 
geographical location, the Port is proposing more attractive tariffs than Poti‟s (users in 2011 
reported a D/A difference of up to USD 4,000 per call). Negotiations are going on with GR for 
the set-up of a block container train to Tbilisi.  

Furthermore existing and planned rail infrastructure projects54 will allow shortening the distances 
and equalising tariffs with those from/to Poti in a not too distant future. 

Figure 22: Rail-Ferry under Operations at BICT 

 

BICT has meantime developed a specialty in handling and providing all related services for the 
second-hand car traffic which represents about 85% of its import flow. 

As in Poti, export/import flows are heavily imbalanced. 

One of the main obstacles to the development of BICT and the whole port of Batumi is the fact 
the rail tracks to the port cross the city centre and the main access road to Poti, Tbilisi and the 
rest of Georgia. The municipality is considering the construction of a fly-over which would cost 
some USD 16-18 M. 

The road network in the region is being rehabilitated and improved: in December 2010, ADB 
signed a Multitranche Financing Facility of USD 500 M as its contribution to the Road Corridors 
Development Program in Georgia which includes the 48.4-km Adjara Bypass around Kobuleti 
and Batumi (tranche 1 – due for completion late 2014/early 2015).  

                                                
54

 GR Modernization Project focuses primarily on the railway line from Tbilisi to the Black Sea, in particular to the 

terminals at Poti and Batumi. GR intends to modernise the railroad and electric supply infrastructure between Tbilisi 
and Batumi (315 km, including a 40-km mountainous gorge region in Central Georgia). The process was launched in 
2010, work started in 2012 and is due to be finished in 2013.  
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This infrastructure investment is direly needed to cope with the increasing traffic through the 
nearby border-crossing point with Turkey at Sarpi, 16 km from Batumi55.  

It is also necessary in view of the rising TIR-truck traffic carried by UkrFerry-NaviBulgar liner 
service (mostly from and to Varna). Both the road and sea-borne Ro-Ro trades will certainly 
develop further via Batumi if and when GR implements its long-awaited project of building the 
Batumi and Tbilisi Intermodal (Contrailer) Terminals establishing a Ro-La connection between 
both56.  

Figure 23: Container Stripping at BICT 

 

It however remains to be seen which way the Georgian Authorities will find to ensure the 
balanced development of the port of Batumi and of the city itself.  

Since coming to power in 2003 President Mikhail Saakashvili, taking stock of the limited natural 
resources of his country, has turned the tourism industry into a key sector of the Georgian 
economy, comprising 7.29 percent of the Georgian GDP in 2012 (up from less than 3% in 
2003). Georgia is now regularly ranked as one of the world‟s fastest-growing tourist destination 
by the World Tourism Barometer (4.017 M foreign tourists visited Georgia in 2012, a 42% 
increase compared with 2.822 M in 2011 - which already represented a 40% increase from 
2010).  

                                                
55

 Sarpi is actually the busiest road border-crossing point in Georgia. The number of trucks which passed it grew 

unabated through the GFC as follows: 

2007   76,552 
2008   85,496 
2009   92,408  
2010   97,084 
2011  107,922  

56
 GR plans include a further extension to Yerevan to facilitate truck movements particularly during winter time. 
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In Batumi alone the number of tourists rose from 75,000 in 2004 to over 1.6 M in 2012. Within 
the last few years a number of remarkable buildings and monuments of architecture were 
erected and US real-estate developer Donald Trump, who signed an agreement in April 2012 to 
invest USD 100 M in the luxury residential 47-story Trump Tower Batumi Project, rightly 
nicknamed the town „the Monte Carlo of the region‟.  

Still, in Monte Carlo there is not an oil terminal handling nearly 5 MT crude oil and products and 
a dry-cargo terminal handling, among other cargoes, ammonium nitrate57, just a few hundred 
meters from the city centre. 

3.3 Romania 

The National Company Maritime Ports Administration SA (CN APM SA) is a joint stock company 
assigned by the Ministry of Transport to develop activities of national public interest in its 
capacity of port administration. It exerts the role of port authority for the 3 Romanian sea ports of 
Constanza, and its satellites Midia58 and Mangalia59 (respectively located 25 km north and 38 
km south of Constanza).  

As such, it undertakes infrastructure works and monitors and implements security, safety and 
environmental port policy.  

Ongoing infrastructure projects at Constanza financed through the SOP 2007-2013 include: 

– The 642,487,000 RON (about EUR 144 M) extension of the Northern breakwater by 
1,050 m (suspended after being awarded to Van Oord due to complaints lodged by other 
bidders);  

– The construction of a road bridge over the Black Sea-Danube Canal at a cost of 
160,018,000 Lei (about EUR 36 M) to offer a quicker and easier connection between the 
Northern and Southern parts of the port as well as to the Constanza-Bucharest highway 
bypass; the work is due for completion in 2013;  

– The development of the railway capacity in the river maritime area of the port to better 
serve existing operators there budgeted at 93,219,000 Lei (about EUR 21 M), running 
until 2015; and 

– The Southward Extension of the Lighter Berth. Fillings will be carried out between the 
southern edge of the lighter berth and the future quay, resulting in the gain of 10,900 
sqm. of reclaimed land from the sea. The estimated value of the works is 19,873,286 Lei 
(about EUR 4.5 M) and their duration 24 months (until 2014). 

Among many other projects, which are deemed to be eligible for financing under the SOP and 
are now under review, stands the Master Plan of the port. The objective of this EUR 2 M project 
is to carry out medium/long term (until 2040) strategic planning aimed at providing a tool for 
decisions regarding investments in the port. The corresponding tender was launched in 
November 2012. 

                                                
57

 A high-nitrogen fertilizer, also used as an oxidizing agent in explosives. In 1947 a ship carrying ammo-nitrates 

exploded in the port of Texas City (USA) causing the death of 581 people. This disaster is generally considered the 
worst industrial accident in American history. 

58
 Midia is mainly used for the supply of crude oil for the nearby Petromidia Refinery. In 2010 the largest liquefied 

petroleum gas (LPG) terminal in Romania was opened in this port. 

59
 The Constanza Shipyard is the main user of Mangalia. 

http://en.wikipedia.org/wiki/Crude_oil
http://en.wikipedia.org/wiki/Petromidia_Refinery
http://en.wikipedia.org/wiki/Liquefied_petroleum_gas
http://en.wikipedia.org/wiki/Liquefied_petroleum_gas
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CN APM SA60 is also partner in the ADB Platform (Adriatic - Danube - Black Sea Multimodal 
Platform) project, part of the SEE Programme, involving thirteen countries out of which three are 
TRACECA ones (Bulgaria, Romania and Ukraine).  

Figure 24: Satellite View of the Port of Constanza 

 

 

The main objective of the project is to better integrate South-eastern Europe in the European 
Union's market, by increasing the efficiency, the attractiveness and the competitiveness of the 
regional transport system and thus to establish an integrated network in the Adriatic-Danube 
region.  

CN APM SA implements the „Integrated Management System‟, which includes certified 
management systems to international standards ISO 9001:2008; SR OHSAS 18001:2008; ISO 
14001:2005. The port is ISPS certified61.  

CN APM SA is a member of already described ESPO but Constanza is not yet part of the 
EcoPorts network. The National Institute for Marine Geology and Geo-ecology (GeoEcoMar) 
was the Romanian partner in the already mentioned ECOPORT8 environmental project of the 
SEE Programme. GeoEcoMar is a research-development institute established in 1993 under 
the Ministry of Education and Research. The main activities of GeoEcoMar relate to marine, 
deltaic and fluvial environmental and geo-ecological studies regarding the ecosystems of the 
geosystem River Danube - Danube Delta - Coastal Zone - Black Sea. GeoEcoMar has been 
joined by the Romanian Naval Authority as Romanian partners in the successor TEN 
ECOPORT project. 

Constanza is the biggest Romanian port, as well as the biggest EU port in the Black Sea, the 
4th largest in Europe and the biggest Black Sea port.  

It is located 179 nautical miles from the Bosphorus Strait. The port covers an area of 3,926 ha 
out of which 1,313 ha is land and the rest 2,613 ha is water.  

                                                
60

 Together with the Constanza Chamber of Commerce, Industry, Shipping and Agriculture and the national rail 

freight company, CFR Marfa S.A. 

61
 Compliance with the ISPS and ISM Codes are actually under the responsibility of the Romanian Naval Authority - 

the specialised agency of the Ministry of Transport for the safety of navigation at sea and on the rivers.  

http://www.google.ru/url?sa=i&source=images&cd=&cad=rja&docid=UFGYEd-hPRUr9M&tbnid=BVnS2SwegnJ47M:&ved=0CAgQjRwwAA&url=http%3A%2F%2Fwww.romcargomaritim.ro%2Fen_harti.html&ei=G98IUaDNBMWK4ATAlICQAQ&psig=AFQjCNHjQgakShUUW9TENT8y_bVPixpGzw&ust=1359622299135584
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Constanza boasts a 100,000,000 tons yearly handling capacity at 156 berths running on 29.83 
km with depths ranging between 8 and 19 meters allowing the accommodation of tankers of up 
to 165,000 DWT and bulkcarriers of up to 220,000 DWT. Practically any type of cargo/vessel 
can be handled at the several, privately-operated, terminals of Constantza including rail-ferries 
and Ro-Ros.  

The Ferryboat Terminal, located in Agigea, is equipped with about 5,250 m European-gauge 
railtracks for the reception/delivery of railcars and preparation/loading/unloading of trains. From 
1995 till 2009, CFR Marfa, the Freight Division of the Romanian Railways, ran a number of liner 
services in the Black Sea with its 2 sister Ro-railferry partners „Mangalia‟ and „Eforie‟ (built 
respectively in 1988 and 1991; 85 up to 100 wagons/alternatively 80 TIR trucks capacity) 
between Constanza and Poti/Batumi in Georgia and Derince and other Turkish ports.  

However, a number of technical difficulties (obligation to tranship cargoes from Romanian to 
Georgian wagons on board of the vessels in Poti/Batumi with subsequent long duration of calls 
and increased costs, impossibility to re-load cisterns used for the carriage of crude oil from 
Azerbaijan to Romania with Romanian refined/white products back to Caucasus), the harsh 
competition of overland trucking to Turkey, and, finally, the market collapse brought the 
operation to a standstill. The vessels are presently laid off. 

Constanza is a typical „landlord‟ port.  

All cargo-handling terminals are operated by concessionaires including the 4 container 
terminals, the biggest one (which is also the biggest in the Black Sea), the Constanza South 
Container Terminal (CSCT), having been built and being operated under a long-term 
concession contract by giant container terminal operator DP World62. 

The peak traffic at Constanza was reached in 1988 at 62,342,000 T and nearly equalised in 
2008 (61.8 MT) during a pre-crisis dramatic growth period. The volume handled dropped down 
to 42 MT in 2009 and has been slightly recovering since then.  

The river traffic which makes about 20% of the total dropped considerably in 2011 due to the 
prolonged drought then freeze of the Danube which practically prevented navigation from 
August till December but recovered to over pre-crisis levels in 2012.  

                                                
62

 Top-ten world container terminal operators 2011 (source: Drewry Maritime Research) 

Operator      M TEU  % share of world throughput 

1 PSA International     47.6   8.1% 
2 Hutchison Port Holdings     43.4   7.4% 
3 DP World      33.1   5.6% 
4 APM Terminals      32.0   5.4% 
5 COSCO Group      15.4   2.6% 
6 Terminal Investment Limited (TIL)   12.1  2.1% 
7 China Shipping Terminal Development   7.8   1.3% 
8 Evergreen      6.9  1.2% 
9 Eurogate      6.6  1.1% 
10 HHLA     6.4  1.1% 
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Table 12: Constanza Port Traffic (in tons) 

Year Maritime River Total 

2000     33,104,300 

2001     33,800,500 

2002     40,523,900 

2003     43,245,400 

2004     50,433,300 

2005     60,632,000 

2006     57,138,000 

2007 47,014,528 10,768,787 57,783,315 

2008 50,452,587 11,385,192 61,837,779 

2009 34,149,949  7,864,229 42,014,178 

2010 36,975,597 10,588,282 47,563,879 

2011 37,224,600  8,747,400 45,972,095 

2012 38,854,222 11,730,440 50,584,662 

Constanza is both a maritime and a river port linked to the Danube through the Danube–Black 
Sea Canal.  

Figure 25: The Black Sea – Danube Canal at Constanza 

 

 

It is the hub port for the container feeder service performed since 2010 by „Tavria Line‟, a 
shipping company of „Aquarelle‟, the logistics arm of the Alef, Dnepropetrovsk-based Ukrainian 
industrial group.  
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This regular service, linking Constanza to Dnepropetrovsk through the Black Sea and along the 
Dnepr River, is performed with two STK Class sea-river vessels of 112 TEU nominal capacity. 
The volume carried reached 5,900 TEU in 2011. 

Figure 26: Tavria Line M/S ‘ALKOR’ in Service between Constanza and Dnepropetrovsk 

 

The Ro-Ro traffic (consisting of a significant part in new vehicles carried by large PCCs63) has 
been steadily on the increase since 2000, passing from 4 calls a year to 81 in 2010.  

In November 2011, Turkish shipping company U.N. Ro-Ro64 opened a line between Pendik 
(Istanbul) and Constanza offering 3 journeys per week from each port, deploying in this service 
a chartered 2007-built Ro-Pax65 of 2,500 lane meters (160 trailers) capacity and 24kn speed.  

Trucks loaded with fruits and vegetables from Southern Turkey for Romania represent the main 
potential from October to April until Romania picks its own products. Besides, the service should 
attract a significant part of the hundreds of trucks which daily drive through Bulgaria and 

                                                
63 

Imports in Romania of passenger cars and utility vehicles of all makes, exports of Dacia and Ford vehicles 

manufactured in Romania and transit of vehicles towards Ukraine and Russia. 

64
 U.N. Ro-Ro was established by Turkish trucking companies in 1994, when wars and unstable political situation in 

the Balkans made journeys through Central Europe as long as risky and an alternative route had to be found. Today 
U.N.Ro-Ro is one of the world leading companies in Ro-Ro transport, running services from a number of Marmara 
and Turkish Mediterranean Sea ports to Italy (Trieste) and France (Toulon). They offer a full package of service to the 
international trucking industry, beyond pure sea-carriage, negotiating and fixing the conditions of port operations and 
handling tariffs, arranging flights for truck drivers to/from Ljubljana (for Trieste) and Marseilles (for Toulon) to/from 
Istanbul avoiding them to lose time during the sea-passage and ensuring an optimal use of driving windows in 
Europe.  
They also take an active part in the negotiations between competent Turkish and foreign Authorities on the number of 
truck permits and related issues, and, where possible, in the arrangement of Ro-La operations through transit 
countries in Europe (Austria and Romania for instance), practically erasing the problem of obtaining transit permits.  
U.N. Ro-Ro have demonstrated to the trucking industry that, notwithstanding an increased security of cargo, truck 
and driver and reduced traffic accidents and fatalities, a significant advantage of Ro-Ro transport versus overland 
driving, is to lower the depreciation costs of trucks. According to their calculations, a truck that operates round-trip 
between Turkey and Germany will make app. 550,000 km in six years whereas the same truck will only make 
200,000 km using the shipping service.  

65
 U.N. Ro-Ro selected this more costly type of vessel to enjoy the transit priority given to the passenger vessels 

crossing the Strait of Bosphorus. 
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Romania to deliver textile, shoes, vegetables and fruits, chemical products and other 
commodities to other Central and Northern Europe countries. 

Figure 27: U.N. Ro-Ro Vessel ‘AUDACIA’ in Service between Pendik and Constanza 

 

U.N. Ro-Ro however suspended the line in September 2012 without explanations. There is no 
information to-date as to a possible re-opening of the service.  

While the container and bulk coal, coke ferrous and non-ferrous ore, cement and oil traffics 
decreased considerably since 2008, the volume of grain (and other raw food products such as 
seeds and vegetable oils) remains unabated and now represents the first commodity handled at 
Constanza in front of general cargo and crude oil.  

Table 13: Constanza Port Grain Traffic (in MT) 

Year   Year  

2000 1.0124  2006 7.1716 

2001 2.7842  2007 4.2589 

2002 4.6589  2008 6.6704 

2003 3.7442  2009 10.4187 

2004 3.8838  2010 12.062 

2005 6.01  2011 9.5346 

The container trade severe drop is the result, partly of the considerable shrinking of the 
Romanian economy and, partly, of the opening of new container terminals in other Black Sea 
ports (Odessa, Iliychevsk, Novorossiysk).  
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Table 14: Constanza Port Container Traffic (in TEU) 

Year  

2000 105,981 

2001 118,645 

2002 136,272 

2003 206,449 

2004 386,282 

2005 776,594 

2006 1,037,068 

2007 1,411,414 

2008 1,380,935 

2009 594,303 

2010 556,694 

2011 662,796 

2012 684,059 

The considerable decrease in the volume between 2008 and 2009 needs to be further 
explained for better understanding: Ports consider transhipment of a container as a double 
operation. Accordingly such containers are counted twice in the port statistics, once upon 
discharging and once upon loading. Any decrease in the volume of such traffic therefore reflects 
more heavily on the overall port statistics. 

A number of container shipping lines have accordingly redirected their deep sea services to 
these destinations and no longer need to tranship their boxes at Constanza.  

Also, Constanza lost its leadership as a container hub in the Black Sea when Ukrainian 
container terminal operators, faced with comparable losses in the volumes of containers 
handled and willing to mitigate it, worked very hard to containerise any possible export cargo.  

This policy proved successful as now apart from grain, such commodities as wood, ferro-alloys 
and even pig iron are shipped from Odessa and Iliychevsk in containers. Having very much 
improved the trade balance has enhanced the commercial attractiveness of Ukrainian ports for 
the shipping lines.  

The container trade on the Danube from/to Constanza hovers around 10,000 TEU per year66.  

This encouraging figure, however small compared to the total number of containers handled 
yearly in Constanza, shows an increasing attractiveness of inland water way transport versus 
road and rail modes faced with other/new regulatory, environmental and financial challenges.  

 

                                                
66 

2007: 9,927, 2008: 11,555, 2009: 11,721, 2010: 10,012 
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Figure 28: BRP Pusher with 2 x 40 TEU Barges en Route from Constanza to Belgrade 

 

Source: BRP 

Constanza lacks a fully-fledged logistics centre in or near the port. There is a Free Economic 
Zone which, reportedly, is not doing very well due to the fact the Romanian law on FEZ has 
been changed many times over the past few years and each time with reduced benefits for the 
operators. The port community recognises the need for a real logistics centre especially in light 
of the Port ambition to become the Eastern gate of Europe for its trade with Asia. The feeling is 
that things will start changing and Bucharest will lose its monopoly over logistics activities in 
Romania now the motorway between the capital and Constanza is completed (the last 4-lane 
section between Cernavoda and Medgidia was opened in November 2012). 

Involving the private sector (including port and terminal operators) in a logistics venture and 
attracting its financial participation however remains an issue in Romania. The Intermodal 
Transport Strategy to 2020 published in May 2011 by the Ministry of Transport and 
Infrastructure primarily rests on public planning, public funding (originating for a significant part 
from the EU), regulations and policy incentives and subsidies, public management and 
monitoring by the MoTI.  

PPPs are contemplated but, seemingly, as the final phase of an operation already decided and 
undertaken (unilaterally) by the Government through State-owned companies (first and foremost 
CFR Marfa, the freight transport division of the heavily-losing Romanian Railways). Still, the 
MoTI is aware of the need to develop a market-oriented approach and seeks to establish closer 
links with and receive advices from the transport industry private operators. To that effect, it 
therefore created in December, 2006, the Romanian Intermodal Association (RIA) which, still 
acts today as an advisory body for the Ministry.  

At the moment however, the RIA still includes public organisations/agencies such as the 
Maritime Ports Administration (providing its staff and management to the Association), the 
Administration of Navigable Canals, the Romanian Naval Authority, the Romanian Maritime 
Training Centre (Ceronav), few private companies (DP World, Nord Marine Shipping), all of 
them located, as the RIA, in Constanza, and the Administration of Giurgiu Free Zone.  

Efforts made to attract members from the private sector have not proved very successful so far, 
maybe because the emphasis has not been laid enough on bringing in logistics providers and 
carriers (including shipping companies) to build a more representative panel. 
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3.4 Turkey 

3.4.1 Ports and Seaborne Trade 

Bordering three seas, the Black Sea, the Aegean Sea and the Mediterranean Sea, and 
enclosing the Marmara Sea, Turkey, at 8,140 km, has the longest coastal line among 
TRACECA countries. It also has the most developed port and shipping systems  

All ports in Turkey were previously run partly by TCDD, the Turkish state railway company (for 
those (major) ports, which were linked by rail to the national network), and by TDI, the Turkish 
Maritime Administration for other ports.  

Privatisation was however placed on Turkey‟s economic policy agenda as early as in the mid-
1980s. At the time, policymakers, influenced by Margaret Thatcher‟s policies, presented 
privatisation as a way to liberalise the economy and increase its overall efficiency, reduce public 
expenditures and state‟s indebtedness, transform a vast array of monopolistic SEEs (State 
Economic Enterprises), which were seen as inefficient loss-making public companies and curtail 
the state‟s economic role and also develop domestic capital markets and widen share 
ownership by the general public. 

In 1997, TDI‟s Tekirdag in the Marmara Sea, Hopa, Giresun, Ordu, Sinop and Rize on the Black 
Sea, in 1998 Antalya, in 2000 neighbouring Alanya and Marmaris on the Mediterranean coast, 
and in 2003 Çesme, Kusadasi, and Dikili ports in the region of Izmir and Trabzon in the Black 
Sea were privatised under the „landlord port‟ scheme by transfer of the operation rights to the 
private sector for a period of 30 years, while ownership of the registered inventories such as 
machinery and equipments, vehicles and others was transferred by sale. Among these ports, 
Trabzon, Antalya and Tekirdag are the largest ones while Alanya, Marmaris, Çesme and Sinop 
do not have container cargo handling facilities67. Some play today important roles in the tourism 
sector. 

On the 30th of December 2004 the Privatization Higher Council decided to include 6 (out of 7)68 
of the railway-connected TCDD ports into the privatisation process (Izmir in the Aegean Sea, 
Mersin and Iskenderun in the Mediterranean, Derince and Bandirma in the Maramara Sea and 
Samsun on the Black Sea).  

                                                
67

 Çesme is however one of the major Ro-Ro ports of Turkey. 

68
 Haydarpasa Port (in Istanbul, on the Asian bank) is not included in the portfolio since it will be part of a tourism 

complex project. 
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Figure 29: The Sea of Marmara 

 

Under the current law the ownership of the ports and port assets and land remain public 
property and only operational rights are transferred to the private sector for variable periods 
(Mersin International Port Management (MIP), the joint-venture created by PSA/Singapore and 
AKFEN Group/Istanbul, acquired the rights for Mersin in May 2007, Cey Group/Istanbul for 
Samsun in April 2010 and Limak Group/Ankara for Iskenderun in January 2012 all for 36 years. 
At Izmir it is planned to transfer them for 49 years). 

Meanwhile, owing to a drastic increase in the trade69 and limited facilities at the existing 
harbours, private investors started in the early 90s to develop own ports and particularly 
container terminals at various sites in the vicinity of Istanbul around the Marmara Sea (Tekirdag: 
Akport - Ambarli: Marport, Kumport, Akcansa, Mardaş - Izmit Bay: Gebze, Evyap, Derince - 
Gemlik Bay: Gemport, Borusanport, Rodaport - Bandirma).  

In 2011 the above-mentioned private ports accounted for 63% of the total volume of containers 
handled at all Turkish ports (4.195 M TEU out of 6.613 M70 71).  

                                                
69

 The sea-borne foreign trade volume of Turkey stood at 363.3 MT in 2011, yielding an increase of nearly 70% 

compared with 2005. 

In value the foreign trade evolved as under: 

1970  USD 1.536 B 
1990  USD 35.261 B 
2011 USD 375.749 B out of which USD 207.016 B or 55.1% was sea-borne. 

70
 In comparison Turkish ports on the Black Sea coast handled 44,000 TEU (less than 1% of the total). 

71
 Compare and contrast: all Black Sea ports in Bulgaria, Romania, Ukraine, Russia and Georgia handled together 

2.495 M TEU that same year. 
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Figure 30: Container Traffic at Marmara Sea Ports in 2011 in TEU 

 
 

No less than four new terminals with a total capacity of 1,4 M TEU are planned or under 
construction by private companies in this region, at Tekirdag, Izmit and Gemlik Bays. 

Table 15: Turkish Ports Container Traffic (in TEU) 

Year   

2005 3,301,140 

2006 3,822,727 

2007 4,708,160 

2008 5,191,747 

2009 4,153,846 

2010 5,865,785 

2011 6,613,03572 

In total there are 161 private ports, wharves and jetties in Turkey today that are able to berth 
vessels of over 500 GRT serving for international cargo transport and cabotage out of a total of 
181. 

                                                
72

 Out of which 231,164 TEU transhipped to and from Black Sea TRACECA countries split as follows: 

Bulgaria  45,240 TEU 
Romania 67,034 TEU 
Ukraine  59,342 TEU 
Georgia   59,548 TEU 
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Figure 31: General Layout of Ambarli, the Biggest Container Port in Turkey 

 

Source: Cerrahogullari T.A.S. 

3.4.2 Transport Links with other TRACECA Countries 

Turkey is a major trading partner for all other TRACECA countries and has therefore developed 
a dense network of sea and overland transport links with all of them. 

Table 16: Turkey Foreign Trade with TRACECA Countries in Billions USD in 2011 

  Exports to 
Imports 

from Total 

Azerbaijan 2.060 1.300 3.360 

Bulgaria 1.600 2.500 4.100 

Georgia 1.000 0.314 1.314 

Kazakhstan 0.938 3.000 3.938 

Kyrgyzstan 0.181 0.052 0.233 

Moldova 0.209 0.244 0.453 

Romania 2.900 3.800 6.700 

Tajikistan 0.172 0.324 0.496 

Turkmenistan 1.490 0.393 1.883 

Ukraine 1.730 4.800 6.530 

Uzbekistan 0.355 0.939 1.294 

Total 12.6347 17.666 30.3007 
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3.4.2.1 Black Sea 

All riparian countries are accessible and served by road. This should be enhanced when the 
ongoing 7,140 km Black Sea Ring Highway Project73 is completed. 

Overland rail freight transport is non-existent to the East due to the absence of a modern 
railway connection and practically non-existent to the West due to the difference in rail gauge, 
which compels to tranship cargo at Ungheni on the Romanian-Moldovan border. Furthermore 
rail consignment notes have to be changed from CIM to SMGS as will be seen more in detail in 
the following Caspian Sea section. 

Meantime, sea-transport, which avoids crossing a lot of borders and therefore reduces transit-
time and costs, has gained momentum in the recent years.  

Foreign Ocean Carriers Maersk and MSC and Turkish shipping companies Arkas Group and 
Admiral Container Lines have long-established weekly container feeder and liner74 services 
between Marmara and Turkish Black Sea (Trabzon) ports and all Black Sea TRACECA ports. 

Figure 32: The Black Sea Ring Highway Layout 

 

Turkish operators Karadeniz Ro-Ro, Cenk Group, Birlik Ro-Ro Isletmeleri have been plying Ro-
Ro lines between Zonguldak and Sebastopol and Yevpatoria in Ukraine for the past 20 years. 
Since 2001 there also exists a rail-ferry link between Iliychevskand Derince operated by 
UkrFerry. 

In 2011 a new, thrice-a-week Ro-Ro service was launched between Istanbul (Haydarpasa) and 
Iliychevsk by Finnish/Swedish Stena SeaLine.  

                                                
73

 Agreed upon by the Ministries of Foreign Affairs of the BSEC member States in April 2007. 

74
 „Feeder‟ refers to containers transhipped from/to Deep Sea services (e.g. Far-East) at a hub port while „liner‟ 

relates to containers originating from/destined to the local market (in this case, Turkey). 
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Figure 33: Stena SeaLine M/S ‘Sea Partner’75 in Bosphorus Strait  

 

Source: Stena SeaLine 

The service was upgraded in January 2013 with the addition of a second vessel and twice-a-
week calls at Derince. 

The already mentioned U.N. Ro-Ro Pendik-Constanza service was also launched in 2011. 

In 2012, the rapidly-growing Russian company AnRussTrans76 opened an additional Ro-Ro 
service between Zonguldak and Skadovsk and in March 2013, another between Zonguldak and 
Sebastopol. 

That same year Ukrainian river shipping company Ukrrechflot started a direct line between 
Istanbul and Dnepropetrovsk on the Dnepr River. 

Lastly, following the signature of relevant agreements between Ukraine and Turkey in 2011, 
Black Sea rail-ferry operators are considering the possibility to establish a regular rail-ferry 
service between Iliychevsk and the port of Samsun on the Black Sea coast, which, as Derince, 
is equipped with a rail bridge and rail track allowing the discharge of 1,520 m/m gauge wagons 
ashore.  

Since 2005, Turkey has had a similar agreement with Russia for the operation of a rail-ferry 
service between Samsun and Port Kavkaz, which has been run on an experimental basis since 
December 2010. With the completion of the much-needed wheel-change station built with the 
participation of Russian Railways, the line was officially inaugurated on the 19th of February, 
2013.  

                                                
75

 130 TIR-trucks/166 drivers/Pax capacity, full Pax amenities, 16.5 kn service speed. 

76
 AnRussTrans owns and operates a fleet of 5 rail-ferries and 5 Ro-Pax vessels in the Baltic, Black, Mediterranean 

and Red Sea. Its fleet also includes 2 LNG carriers deployed in the Caspian Sea, a 6,500 DWT sea-river and 5 
tugboats deployed in the Kerch Strait/Azov and Black Sea Russian ports. 
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Figure 34: Ukrrechflot M/S ‘Mekhanik Cherevko’77 Passing the New 30-m Deep 
DnieproGES Lock in Zaporozhye 

 

 

3.4.2.2 Caspian Sea 

Rail links from Turkey into Central Asia go via Iran. A first obstacle is the absence of railroad 
around the Lake Van in eastern Anatolia. When the line to Van and Iran was built, it was 
deemed easier and cheaper to cross the 120-km long78, 80-km wide lake by a ferry rather than 
build a line around the lake, through a mountainous terrain (average altitude is 1,690 m) without 
a convenient pass.  

Wagons have to be loaded onto two specially designed but small and dilapidated 16-wagon 
ferryboats. Reportedly, delays are routine and can be lengthy. New ferryboats, able to carry 50 
wagons at 14 kn are currently being built and expected to enter into service in 2013.  

However, even if the new vessels prove more reliable, and without minimising the huge efforts 
launched by TCDD to modernise and expand its network and operations, the rest of eastern 
Turkey‟s rail infrastructure is so underdeveloped79 that there appears little prospect of freight 
trains across Anatolia becoming an attractive option before another 10 years (interestingly, the 
same observation also applies to the on-going Baku-Tbilisi-Kars Project). 

 

                                                
77

 „Desna‟ class sea-river vessel of 190 TEU nominal capacity. 

78
 The actual crossing distance between the western pier at Tatvan and the eastern one at Van is 96 km. The 

crossing time is about 5 hours. 

79
 The 560-km railroad from Elâzığ to Van and the Iranian border is single-track, non-electrified and non-signalled. 

The 495 km rail stretch between Erzincan and Kars which is in the same condition is due for rehabilitation between 
2016 and 2023. 
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Figure 35: Turkey Railway Network 

 

Furthermore, again due to the difference in rail gauge, goods have to be transhipped or the 
bogies changed at Sarakhs on the Iranian-Turkmen border. Allegedly freight to and from 
Kazakhstan, Uzbekistan and farther has to be transshipped again at the border-crossing points 
with Turkmenistan as, in spite of existing interchange agreements, none of these OSJD 
countries is keen on having its rolling stock (especially container platforms which are in great 
demand) used by its neighbours.  

Last but not least, being an OTIF-member only, Turkish Customs recognise only the CIM rail 
consignment note (also used in Iran80) while Turkmenistan (as well as other Central Asian 
countries and Azerbaijan) only work with the OSJD SMGS form whereby it is needed to arrange 
a cost- and time-consuming change of these documents on the Iranian-Turkmen border. 

This may explain why the block container train operations from Haydarpasa to Almaty and other 
Central Asian destinations launched in 2002 met no success so far and why road transport 
remains the preferred mode on this route which in fact consists of three corridors.  

Table 17: Number of Turkish Truck Export Voyages beyond the Caspian Sea  

 Change 

Countries/Years 2005 2006 2007 2008 2009 2010 2011 2011/2005 

Kazakhstan 4,789 6,548 9,490 5,814 3,936 5,161 5,371  12.15% 

Uzbekistan 3,028 2,899 4,381 4,537 3,973 4,013 4,769  57.50% 

Kyrgyzstan 1,045 1,100 1,639 1,973 1,637 1,089 1,496  43.16% 

Tajikistan 811 991 2,017 2,749 2,325 2,278 2,110 160.17% 

Turkmenistan 4,884 5,690 7,002 11,752 21,542 24,947 27,995 473.20% 

Afghanistan 2,264 1,364 1,762 1,580 2,715 3,175 3,484  53.89% 

Pakistan   100 306 47 7 163 436 259 159.00% 

Total   16,921 18,898 26,338 28,412 36,291 41,099 45,484 168.80% 

Source: UND 

                                                
80

 Iran is both OTIF and OSJD member. 
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Turkish trucks may reach Central Asia: 

 By Ro-Ro from Zonguldak to Port Kavkaz or from Samsun to Novorossiysk and from 
there driving through Russia until the Russian-Kazakh border; 

 Via the TRACECA Corridor through Georgia and Azerbaijan, then by ferry from 
Baku to Aktau or Turkmenbashi; and 

 By driving through Iran into Turkmenistan. 

Although considered better alternatives, driving the Russian or Iranian way is no easy task. 

Russia recently took a much tougher stance on the subject: Turkish trucks have been de facto 
prevented to transit to Kazakhstan over nearly 3 months in the spring/summer of 2012 on the 
grounds of slow bureaucratic processes.  

In the past, Russia has repeatedly tried to limit the number of Turkish trucks so that Russian 
trucking companies could break in and become more involved in the land transportation 
segment of the logistics industry (in the 90s there were some 30,000 travels of Turkish trucks 
carrying goods to Central Asian countries via Russia81, which represented a share of about 
97%).  

In the early 2000s Russia attempted to change this situation by asking Turkish exporters to use 
their truck fleet and offering four passes for Turkish trucks in exchange for every Russian truck 
used, thus forcing Turkish transporters to find partner firms in Russia. This system was called a 
“bonus system”. 

In 2009 Russia decided to lift the bonus system and reduce the share of Turkish trucks to 75%. 
The percentage of Turkish trucks was further reduced to 70 in 2011 and 65 in 2012, while the 
share of Russian trucks increased to 35%.  

UND reported that, in order to avoid this problem, Turks have been using routes via Georgia 
and Azerbaijan to reach Central Asia, but this increases costs by an average of USD 3,000 per 
trip.  

The 1.800 km Iranian road from Turkey to Turkmenistan 

 In normal times there is a permanent queue at the Gürbulak/Bazargan Turkish-
Iranian border post spanning over 10 - 15 km, or more, where trucks are stuck for a 
minimum of 3 days (increasing to 5 during snowy winters in this 1,625 m elevated 
place). However, the collapse of the Iranian Ryal currently prevents Iranian business 
placing orders in Turkey82 and there is no queue anymore; 

 The border is closed on Iranian celebration days; 

 Truckers driving through Iran have to report to 5 designated police stations along the 
way; 

 Roads in Iran are good (speeds of 110-120 km/h can be achieved) with a weight 
limitation of 40 T per truck + trailer. The official allowance of 23-24 T payload can be 
exceeded up to 25 T against some EUR 25 bribe. There is no axle weighing in Iran;  

                                                
81

 According to UND this figure was down to 9,000 in 2011. 

82
 Iron and steel products used by the construction industry ranked first in Turkish exports to Iran in 2011 (USD 481 

M). 
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 The compulsory Carnet de Passage en Douane (passavant) and corresponding 
insurance delivered in Bazargan costs about EUR 700 per truck per trip for trucks in 
transit through Iran; 

 Black money payments in Iran range from EUR 130 to 150 per truck per trip; 

 Hazardous cargoes in transit are prohibited in Iran; 

 There is a minimum 3-4 day waiting time at the Turkmen border; and 

Figure 36: Turkish Trucks Having Formed a 20-km Long Line as They Wait to Enter Iran 
from the Gürbulak Border Gate in this File Photo Taken on Sep. 26, 2011  

 

Source: Today's Zaman 

 Iran levies a fuel tax on Turkish (and other foreign) trucks calculated on the minimum 
amount of fuel the truck is likely to use and representing. 

In addition the sanctions imposed on Iran make it now impossible to carry a number of cargoes 
(especially those proceeding from US and EU origins) through this country. 

Summing up, it is clear that TRACECA (particularly a MoS connection across the Caspian 
Sea) is becoming an always more attractive alternative.  

Yet, UND and Turkish users cite a number of priority issues to be addressed, e.g.: 

 The insufficient number of transit permits granted by Azerbaijan (5,000 in 2010)83; 

 The quality of the ferry service through the Caspian; and 

 The bad condition of the roads in the Atyrau-Aktau-Mangyshlak Oblasts entailing a 
lot of repairs to the trucks and trailers (especially in winter time)84. 

                                                
83

 It seems this matter has been meantime solved and Azerbaijan now (February 2013) grants up to 25,000 transit 

permits for Turkish trucks. 

84
 Meantime addressed through the on-going road rehabilitation projects launched by the GoK (see above in this 

report). 
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Cost, interestingly, is not considered as a major barrier. As a matter of fact trucking companies 
reckon that crossing the Caspian Sea (instead of driving through the Iranian or Russian 
corridors) they can save a 1,400 km drive and USD 600 fuel per trip from Turkey to Almaty and 
back. The main concern is rather the unpredictability of indirect costs and mostly: 

– The amount of illegal payments to be made in the various transit countries (except 
Georgia where such practices have been eradicated); and 

– The number of idle days in ports waiting for space on board of the ferries and departure. 

Meanwhile such expenses can more or less be „budgeted‟ for the Russian and Iranian corridors.  

All the same, statistics reflect the increasing difficulties Turkish (and other) truckers face when 
driving and their growing interest for the TRACECA corridor: 

It is now the duty of the involved stakeholders in Azerbaijan, Kazakhstan and Turkmenistan to 
work out all necessary conditions in order to turn this attractiveness „by default‟ into a positively 
keen interest of trucking companies in using TRACECA. Comparing the figures contained in 
tables 17 and 18 show there is a considerable, as yet untapped, potential. 

Table 18: Number of Turkish Trucks Having Used the CASPAR Ferry Service to Cross the 
Caspian Sea  

Years 2009 2010 2011 2012 

        (10 months) 

To:         

Aktau     382 981 

Turkmenbashi    283 1,971 

Total 917 728 665 2,952 

Source: UND 

 

3.8 Ukraine 

3.8.1 Historical Context and Legislative Developments 

Ukraine has the most developed port system but faces probably the most difficult challenges of 
all TRACECA maritime countries. 

All 18 Ukrainian sea commercial ports are state-owned and perform a number of cargo-handling 
and other business operations.  

However, the quick development of container trade and need for large investments in 
equipment and berths during the pre-crisis period, spurred some port administrations to 
conclude agreements with private operators and shipping lines enabling them to take port land 
on lease, invest in container terminals and run them, e.g. Hamburg Port Consulting Ukraine 
(HPC/Odessa), CMA-CGM (Brooklyn-Kiev/Odessa), Trans Invest Service (TIS) in Yuzhniy port 
region, NCC (National Container Company/Moscow) through Ukrtranscontainer (UTK) at the 
port of Iliychevsk. 
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Figure 37: Sea Ports of Ukraine  

 

Nevertheless, in the absence of a clear legal framework for the privatisation of port operations 
and property rights of infra-/super-structure built by private investors, most of these agreements, 
at one time or another, brought about serious claims, legal proceedings and lawsuits. 

Eventually, on the 17th of May 2012, the Verkhovna Rada (the Parliament of Ukraine) adopted 
the law "On Sea Ports of Ukraine", which introduced deep changes to the laws pertaining to 
legal status, land and property relations in Ukrainian sea ports. It was officially published on the 
13th of June 2012 and became effective 12 months later. 

The main, and most interesting, provisions can be summed up as follows: 

(1) the Law divides between administrative functions (e.g. procurement of and control over 
seafaring safety, levying of port charges, etc.) and business activity in sea ports. Administrative 
functions will be vested with the Administration and the sea port's captain office while business 
activity will be carried by commercial state companies and/or private investors; 

(2) it provides for the exhaustive list of specialised services that will be rendered exclusively by 
state companies and agencies (e.g. search-and-rescue, maintenance of port water area, 
navigation and cartographical support, safeguarding of vessels, etc.); 

(3) more importantly, the Law recognises the right of private investors to lease port 
infrastructure facilities, including berths, which to this point remained officially prohibited; 

(4) a legal regime is established for lands of sea ports split between sea transport, industry and 
water fund lands. Any artificially made grounds on the sea port territories are attributed to the 
water fund lands and the Law, as a rule, cancels ban for their lease; 

(5) the Law guarantees private property rights to berths built by private investors before the 
implementation date further enabling private investors to build new private berths onwards; 

(6) State-owned berths can be leased or granted as a concession for a term of up to 49 years, 
and given their status as strategic objects of port's infrastructure, they cannot be privatised; 
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(7) From the implementation date, any newly constructed berths where the construction is 
financed by private sources will be considered to be privately owned85; 

(8) The Law provides for the possibility to privatise port infrastructure and defines the 
corresponding applicable procedure. So-called strategic port infrastructure facilities (i.e. water 
area, hydrotechnical structures, common use infrastructure such as rail and motor driveways, 
communication lines, heat, gas, water and power supply facilities, navigation equipment and 
data and traffic control systems) are banned from this process; 

(11) Compensation is guaranteed to private investors for any investments made in strategic port 
infrastructure facilities; 

(12) It is stipulated that berthing dues shall be payable to the berth's owner or lessee, as 
applicable; 

(13) The termination before the stated maturity date of any agreements with private investors in 
respect of any port infrastructure made before the implementation date is strictly prohibited. 

Another crucial step forward has been made: following their addition to The List of Concession 
Objects by the Cabinet of Ministers in the Resolution 1055 of the 24th of November 2012, 
operations for all the 18 state-owned sea ports are now theoretically available for concession, 
which was impossible before this Resolution was adopted.  

The MOI is authorised to adopt decisions on transfer of the Ports through a concession. In order 
to ensure the inclusion of specific obligations for concessionaires in the tender conditions the 
CMU stipulated that relevant concession tenders as well as concession agreements be jointly 
developed by the MOI together with the Ministry of Economic Development and Trade and the 
Ministry of Finance. Among other things, the Resolution envisages that the pre-existing liabilities 
of the Ports relating to the assets which are subject to the concession (including liabilities arising 
from loans) shall be transferred to the concessionaire. The procedure for the transfer of such 
liabilities has to be specified in the concession tender documentation. 

While it remains to be seen how all this will work out in practice in a country that has not, so far, 
set a brilliant record of transparency and effectiveness in implementing reforms, it must be 
noted that the long-awaited law "On Sea Ports of Ukraine" contains most of the ingredients 
necessary for moving the Ukrainian port industry into modernity86.  

Indeed the port and shipping sector in Ukraine remains largely plagued by concepts, features, 
and even rules inherited from the Soviet times. 

A – Centralisation  

Until now key decisions regarding ports are made exclusively by the MOI in Kiev, port 
managements being given only a consulting role in the process. One reason for this may be that 
ports, as well as many other branches of the economic activity which fall under the total control 
of the State, such as the Customs and Ukrzaliznytsya, are regarded as net contributors to the 
State budget rather than economic tools for the sustainable development of the country.  

Another reason is the mistrust of the central administration for port employees (whether from the 
public or private sectors and whatever their rank) deemed hard to control and always ready and 
keen to strike unclear/under-the-table deals. This is no Ukrainian idiosyncrasy: the same can be 

                                                
85

 The 19.3-ha extension of HPC Odessa Terminal at the Quarantine Mole (now near completion) will serve as a test 

for the application of this provision as well as those reported under (4) and (5) above. 

86
 It also has the means to cope with the increasing competition of its near (Russia, Romania) and not-so-near 

(Poland, Italian Adriatic) neighbours as will be analysed further down in this report. 
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observed in other such administrations around the world, including in Western Europe. In the 
case of Ukraine however, this attitude may have hardened with the innumerable scandals for 
corruption, tax-evasion, embezzlement of hundreds of millions of dollars of public funds and 
assets and resounding lawsuits involving both prominent and rank-and-file figures from the 
Ukrainian shipping spheres ever since the country became independent. 

B – Planning 

Centralisation port managements are required to fulfil a yearly plan in terms of tonnage handled 
and revenue collected. In principle drawing such plans at a national level seems reasonable and 
is a common practice elsewhere in the world.  

It has become patent during the present economic crisis that the pure Soviet-style tendency to 
impose year-on-year better/increased figures to the port managements are not supported by 
sound macro-economic analyses, do not match the reality and therefore cannot possibly be 
achieved.  

As noted already by the WB in 201087: „‟The current planning system applied in Ministry of 
Transport and Communications (MoTC) deals with sub-optimization and individual projects 
rather than overall system efficiency…. As a result, the governance structure in the transport 
sector is characterized by micromanagement of … ports, and other state entities … 
subordinated to the MoTC. This approach does not allow market-driven potential to develop, 
regardless of the form of ownership‟‟.  

Several other causes contribute to this poor outcome.  

 

C – Port Tariffs 

The pricing system for fees payable by ship owners for the maritime services provided to their 

vessels by the personnel and technical means and equipment88 of the ports89 and other, 
specialised state-owned companies (anchorage, towage, pilotage, wharfage, tonnage, quay, 
lighthouse, sanitary dues, VTMS, etc.), summing up what shipping lines used to call a vessel 
disbursement account (D/A), is still the one set during the Soviet era, based on the volume of 
the vessel90 calculated in cubic meters.  

Although not the simplest, and a rather antiquated method91, it would not be questionable if 
corresponding applicable rates per cbm were not unilaterally set by the MOI92, regardless of any 

                                                
87

 Ukraine Trade and Transit Facilitation Study 

88
 In the EU these services have been much liberalised. Today such services as pilotage are still monitored by public 

authorities (in Hamburg for instance by the Municipality) whose main task is to ensure the service rendered meets all 
possible requirements (safety and security, environment, qualification and training of staff, technological means 
employed) and is to the satisfaction of the users and to regulate tariff levels. However the actual suppliers very often 
are private companies. 

89
 Excluding therefore services provided by the ports or terminal operators for loading or discharging cargo on board 

of the vessel, forming the „stevedoring expenses‟. 

90
 Length overall x Breadth x Minimum Depth (calculated from the weather / upper deck to the keel). 

91
 Most ports now work on the basis of GRT/NRT. 

92
 Merchant Shipping Code of Ukraine, Section IV, Chapter 1, Clause 84 „Port dues in the sea port shall be levied by 

the following classification: vessels, channel, anchorage, berth, lighthouse, cargo, sanitary, administrative. The other 
forms of port dues may be introduced by the legislative acts of Ukraine. The amount of port dues shall be determined 
by the Government of Ukraine‟. 
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other (and especially commercial) consideration, at levels, supposedly appropriate, to fill in the 
State budget, as per plan93. A number of so-called ecological, radiological and other fees (or 
rather taxes, since they correspond to zero service) and overtime surcharges must also be 
added on. As a result Ukrainian ports are reportedly the most expensive in the Black Sea and 
among the most expensive in the world in terms of D/As94 (Appendix V). 

As far as container trade is concerned, this is a very serious problem: container vessels, which 
call at one port/terminal only in all other Black Sea ports, have, for reasons which will be 
explained later on in this report, to make a double call in Ukraine, one at Odessa and one at 
Iliychevsk (to discharge and load at both ports, on average, about the same total volume of 
containers as at other single ports). This means ship owners have to settle 2 D/As (instead of 
one only) and also that vessels are spending in actual fact double the time in Ukrainian ports 
than in other Black Sea ports. On the basis of the figures presented in Appendix IV and of the 
average daily cost for the type of vessel considered, the overall cost of the Ukrainian part of the 
voyage is 135 - 140% higher than, for instance, the Romanian part. 

The decision of MSC, number 2 container shipping line in the world, to suspend its direct 
service from the Far-East and send only feeder vessels from Istanbul to Ukrainian results 
directly from the sharp drop in the cargo volumes combined with this over-pricing situation. 

While Iliychevsk had been developed in Soviet times as the main container port in Ukraine, by 
the turn of the century Odessa was on a par with Iliychevsk as a container port95 and has taken 
the leading position during these recent crisis years. 

This means that as of today, the most active container terminals of Ukraine are those situated in 
the heart of the congested city of Odessa with no other possibility for expansion than reclaiming 
land from sea (as HPC Ukraine is carrying out at the moment), and very limited road accesses 
(the main one being a 2-lane 6.4 km road constructed between 1996 and 2009 at a cost of USD 
109 M and including a 516 m long, 54 m high flyover from the port to the Euroterminal dry port 
as shown on the map in the figure 38). 

The worst, already noted, outcome, is the obligation made to container ships to call at both 
Odessa and Iliychevsk: over the course of time, there has been some kind of division of the 
market between the „clean‟ trade supposed to move via Odessa with a, reportedly, rather 
transparent Customs process and the „grey‟ or „black‟ one handled at Iliychevsk where the 
reading of the Customs rules and Code is said to be significantly different. The Iliychevsk import 
container flow mainly feeds the huge96, notorious outdoor „Seventh-Kilometer‟ market.  

 

 

 

                                                
93

 More simply rates, since 1991, have been increased more or less whenever „necessary‟.  

94
 Although enjoying some discounts, regular shipping lines state that, worldwide, only Japanese ports are more 

expensive. 

95
 And called in 2001 on world reknown specialist HHLA to form a company (HPC Ukraine) to manage the container 

terminal. 

96
 The 7-km market, nearly entirely made of shipping containers stacked two high in rows, is thought to be the biggest 

of its kind in Europe with pre-crisis sales deemed in excess of USD 20 M a day. 
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Table 19: Container Traffic at Odessa and Iliychevsk97 

Year TEU   

  Odessa Iliychevsk 

1996 64,611   

1997 51,520   

1998 47,321   

1999 49,780   

2000 69,487   

2001 75,606 79,000 

2002 111,175 103,000 

2003 158,870 152,000 

2004 201,428 197,000 

2005 288,349 291,000 

2006 395,564 324,000 

2007 523,881 523,766 

2008 572,142 670,556 

2009 255,461 256,825 

2010 351,568  301,508 

2011 455,552 298,750 

2012 463,088* 257,544* 

*Provisional figures. 

It may prove extremely difficult to reverse a situation deriving from the strategic vacuum 
mentioned above and the consequent absence of definition of a Master Plan for the 
development of the Ukrainian port system. 

This historical blank has had further negative consequences: 

 The Soviet system did not favour port specialisation and Ukrainian ports so far retain 
this „old‟ multi-function pattern which has been dropped long ago in other countries, 
especially in the EU, to tackle environmental and human safety problems as well as 
to streamline certain industrial operations or logistics processes, reduce their costs 
and improve their efficiency (Odessa for instance, apart from containers, handles as 
well crude and refined oil and oil products as well as liquefied gas, a variety of solid 
and liquid bulk commodities and also steel and other break-bulk products98)99;  

                                                
97

 Container volumes handled at Odessa and Iliychevsk in 2011 represented 97.67% of the total volume handled at 
all Ukrainian ports. The only two other ports with a significant container traffic are TIS Yuzhniy (also located in the 
Odessa Region) and Mariupol, the main port of the Donbass Region in the Azov Sea, which handled 10,006 TEU in 
2012. 

98
 Vegetable oil, fats, iron and manganese ore, pig iron, grain and other cereals, raw sugar, temperature-controlled 

perishable products including fish and seafood, technical oil, etc.  

99
 The same applies to practically all other ports in the ex-Socialist republics of TRACECA, including Romania and 

Bulgaria. 
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Figure 38: Odessa Port Development Plan  

 

 Source: Port of Odessa in the pre-crisis years the Ukrainian economy experienced a 
rapid growth and foreign and national private investors, anticipating a further 
increase in sea borne trade, were willing to invest into port infrastructures. A number 
of new container terminal projects were designed. Some came to fruition such as 
the 200,000 TEU CMA-CGM Brooklyn-Kiev Terminal at Odessa, launched in 
October 2008 or the 430,000 TEU TIS Yuzhniy which started operating in November 
2011 while others were slowed down such as the 1,000,000 TEU terminal at the 
Iliychevsk Fishing Port or put on hold due to the GFC.  

 Regretfully, the Ukrainian authorities neither involved themselves strongly nor 
sought to coordinate or monitor these plans.  

It was clear, however, that certain assumptions supporting these projects were altogether 
wrong: most of the plans relied partly on a steady growth of the Ukrainian market and partly 
(and sometimes mainly) also on the development of transit container flows via Ukraine into 
neighbouring countries (first and foremost Russia) and to other Black Sea ports in 
transshipment via Ukrainian ports. 

Leaving alone the many administrative barriers100 and high port-transit costs101, which today still 
prevents cargo moving smoothly via the ports and the territory of Ukraine from or towards third 
countries, a closer reading of Russian politics proved that after the Orange Revolution in 2004, 
a plan was developed to repatriate Russian cargo flows moving via foreign ports (especially 
Ukrainian ones) into Russian ports.  

                                                
100

 Customs check for transit cargo should, as per established norms, not exceed 4 hours. Forwarders transiting light 

petroleum products from Kazakhstan, classified as an excise cargo in Ukraine, however report much longer periods 
(up to few days) which more than ruin the benefit of UZ discounted rail freight rates due to the downtime cost of the 
tank-wagons they rent. 

101
 For instance, at the beginning of 2013, the transhipment of coal, a major transit cargo, is reportedly 5 USD/T more 

expensive in Yuzhniy than in Baltic ports. 
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This started to be implemented with the revamping of the port of Kavkaz on the Russian bank of 
the Kerch Strait and the opening, early 2009, of a direct rail-ferry line to Bulgaria first, then to 
Georgia (and via Georgia to Russia‟s closest ally in the Caucasus, Armenia) in order to bypass 
Ukraine and the rail-ferry service provided by UkrFerry.  

Figure 39: The Strait of Kerch and Location of Port-Kavkaz 

 

In August 2008, a further decision was made to build a major international cargo port in the 
same region, at Taman. The first phase is due for completion in 2015102 103. 

Container terminals are included in the plan of development of this new facility104. 

                                                
102

 The total planned cost is USD 5.4 B out of which 3.6 financed by private industrial companies. This initial budget 

is now under revision as the project has been reconsidered and enlarged. 

103
 Currently, a fertilizer terminal is under construction there to link with (deviate) the ammonia pipeline running from 

Togliatti to Odessa. 

104
 Russia‟s then Deputy Transport Minister, Andrei Nedosekov, declared in 2011 that cargo throughput at Taman 

would reach 35 MT by 2015 and 66 MT by 2018 „‟meaning that the aggregate capacity of Russia's Black Sea ports 
(Taman, Novorossiysk and Tuapse) would be sufficient to handle all “southern” dry cargo exports, without having to 
have recourse to Ukrainian harbours‟‟. It seems reasonable to assume that cargoes from the Caspian Region and 
Central Asia (especially from Kazakhstan which is in a Customs Union with Russia) which move today via Ukrainian 
ports will also be attracted in the future to Taman. 
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Figure 40: Location of the Port of Taman 

 

 The legal (Customs) framework of Ukraine, until very recently (2012), did not enable 
shipping lines to tranship containers easily via Ukrainian ports. 

Furthermore, the momentum had already been lost during the last pre-crisis years: 
the tremendous growth of the container trade into the Black Sea ports, mainly from 
the Far-East, had already led major container shipping lines to open direct services 
and avoid transhipment whenever possible (the greatest loser being the port of 
Constanza). From the double point of view of the quality of service to the client 
(shorter transit-time) and easier handling and stowage of containers on board it also 
seems more logical today to tranship at one of the Turkish ports in the Marmara Sea 
(where all these direct services anyway call before entering into the Black Sea) than 
in a Black Sea port (moreover Ukrainian ports are not always the first ports of call in 
the Black Sea). 

Failing to carry out a timely analysis and streamline plans and projects of 
investments into new infrastructure has led to hundreds of millions of dollars being 
spent in building terminals which, in the present economic crisis, remain empty105. 

One appalling consequence of this situation is to exacerbate an unhealthy fight 
between Ukrainian ports and terminals (as well as between Ukrainian and foreign 
neighbouring ports) to try and snatch clients/traffics from each other. 

 In the absence of clear political direction, a Master Plan and financial means, there 
is a marked lack of public interest and support for secondary sea and river ports 
which survive with varying success or slowly die drafting, in a last attempt to attract 
investors, totally unrealistic plans of development. Ukraine has inherited from USSR 

                                                
105

 According to former TIS Yuzhniy Container Terminal Executive Director, Andrey Kuzmenko, the rate of 

unemployment of all container terminals in Ukraine reached 62% in 2011. It increased in 2012 under the double 
negative influence of a further drop in Ukrainian imports and commissioning of new facilities. 
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a port system which is already proving over-sized (on the Danube for instance) and 
may increasingly prove so (from what has been said of Russian port policy above). 
Faltering cargo flows and mounting financial difficulties already triggered serious 
social problems at Reni and Iliychevsk. Addressing such issues will probably compel 
the Government to decide where to concentrate its efforts and resources and 
therefore to determine priorities. At any rate making clear choices represents an 
essential prerequisite for the definition of a sustainable plan of development of the 
port system of Ukraine. It must be remembered that EU countries with long coastal 
lines (UK, France, Spain, Italy) went through this difficult process a few decades ago 
and, in the course of time, rather successfully mitigated the usually painful social 
consequences attached to these policies by a greater specialisation of their ports 
and by fostering the development of new activities through tax and other incentives. 

In conclusion to this subject, it is only fair to mention that the political strife which has torn the 
country apart for the past ten years and the fact the economic actors and public organisations 
(the port managements, the Customs Service, the MOI) have (among many others) been 
constantly regarded as trumps or stakes by the various political parties in their fight for power, 
have not represented a satisfactory environment for the development of a consistent and stable 
port and shipping national policy. The new law on sea ports may, if implemented fully and fairly 
with the accompanying political will, represent a first step and a chance to bring this sector back 
on track and contemplate a global reform of the roles, duties and responsibilities of each key 
player, including the private sector. 

3.8.2  Waterborne Traffic and Trends 

Traffic through Ukrainian river and sea ports evolved as follows over the past 5 years: 

2008 182.4 MT 

2009 162.0 MT 

2010 154.4 MT 

2011 161.6 MT 

2012 160.64 MT 

The total volume handled seems to be stabilising albeit well below pre-crisis tonnages. 

In 2012 the trade split of the 153.967 MT handled at the 18 public and at the private seaports 
and 6.674 MT at river ports was as follows: 

98.257 MT export – 16.849 MT import – 38.783 MT transit – 6.752 mt cabotage106. 

Bulk commodities (coal, coke, iron and other ores, chemical and mineral fertilizers, sugar, grain 
and other cereals) represent the core traffic (60% – 96.901 MT in 2011). 

China (15.7 MT in 2011) and Turkey (11.3 MT) are the first export destinations, while transit 
cargoes proceed mainly from Russia and Kazakhstan. 

An important trend is the downturn in transit cargo flows (from 69,764 MT in 2007 to an historic 
low of below 39 MT in 2012), which in actual fact started well before the GFC as shown in Table 
21 and can be mainly attributed to the regular losses in the volume of Russian goods in transit 
as shown in Table 20. 

                                                
106

 Out of which 4.908 MT (72.7%) via inland water ways/between river ports. 
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Table 20: Russian Cargo Traffic in MT 

Via  2007 2008 2009 2010 2011 

Baltic ports 64,4 71,9 63,6 62,3 69,6 

Ukrainian ports 52,4 44,6 37,2 28,1 28,6 

Russian ports 449,7 454,6 496,4 489,6 503,8 

Total 566,5 571,1 597,2 580,0 602,1 

The figures in Table 17 further show that the traffic via Russian ports increased by over 50 MT 
between 2007 and 2011, while Russian cargoes in transit via the Baltic State ports, after a drop 
in 2009-2010, practically recovered to pre-crisis levels (about 70 MT) in 2011. This once again 
demonstrates that Russia pursues a long-term policy aiming at bypassing Ukrainian ports 
which, in all probability, will result in a further decrease to the overall transit tonnage handled by 
Ukrainian ports. 

Table 21: Transit Cargo-Flows via Ukrainian Ports 

 

With a tonnage in excess of 88 MT (exports: 44.990 MT - imports 12.396 MT - transit 30.464 MT 
- cabotage 0.159 MT) the multi-port-system of Odessa Region (Iliychevsk, Odessa, Yuzhniy) 
accounted for a large majority of the total trade volumes by sea in 2011.  

However, since there is no port specialisation, the three above-mentioned ports, located within 
a total distance of less than 80 km along the Black Sea coast, compete with each other for 
market shares. 

Apart from the above-named ports and river ports described in other specific LOGMOS reports, 
the other seaports relevant to LOGMOS, at present, are: 

 The comparatively small and shallow ports of Skadovsk and Yevpatoria in Crimea 
where Turkish and Russian shipping companies ply regular Ro-Ro services to the 
316-mile distant Turkish Black Sea port of Zonguldak107; 

 The already-mentioned, much under-used, Yuzhniy TIS Container Terminal108 where 
Maersk started calling at in November 2011 with its ECUMED WCSA service for 

                                                
107

 Skadovsk can handle about 7,200 TIR trucks per year while Yevpatoria can process 10,000. 

108
 Contrary to the rest of the port of Yuzhniy which is state-controlled, the TIS Yuzhniy facility is an entirely private 

venture. TIS throughput reached 30,660 TEU in 2012 and achieved (through empty repositioning) an export/import 
full ratio of 1.05. 
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discharging reefer (fruit) cargoes109 and where TIS plans the building of a 
logistics/cold storage centre; and 

 Kherson, which enjoys a favourable geographical location at 15 km from the mouth 
of the river Dnepr. The port has a 5 MT design capacity and handles on average 
about 3 MT per year of bulk commodities and break-bulk cargoes. No regular lines 
call so far at Kherson. However 40% of the (mostly export) port traffic consists in 
cereals and another 40% in mineral fertilizers and chemicals, which are delivered in 
bulk by rail and packed/bagged in the port. Both these types of cargoes could be 
easily containerised in the future. Various competing, and seemingly oversized, 
projects aim at turning the port in a major hub for container trade along the Dnepr. 

3.8.3 Container Traffic 

As already seen the container trade has been almost monopolised by Iliychevsk and Odessa.  

Ukrainian global container flows grew steadily up to 1,253,928 TEU in 2008 then collapsed in 
2009 (the volumes dropped by over 50%) and although globally recovering since then were still 
39% lower in 2011 (772,307 TEU) than in 2008. As per provisional figures, the situation may 
even have slightly deteriorated in 2012. 

While containerised traffic represents barely over 20% of the volume handled at Iliychevsk and 
Odessa, its share in the country sea-borne trade remains modest at less than 5%. 

The same applies with Ro-Ro (rolling cargo, cars, TIR trucks) and rail-ferry traffics. However, 
the quick growth of the Ro-Ro traffic, boosted by the adoption and implementation by 
governmental agencies (the Customs House in particular) of procedures adapted to the 
peculiarities of this type of transport, deserves to be highlighted (Appendix VI). 

It must also be taken into consideration that until very recently both container and rail-ferry 
traffics have been heavily impacted by external factors completely out of port authorities‟ and 
shipping operators‟ reach and control. 

Figure 41: TIS Yuzhniy Aerial View 

 
Source: TIS 

Specific Features of the Ukrainian Container Market 

Until the new Customs Code was enacted mid-2012 frequent changes in the reading and 
application of the Customs Code and rules by the Customs under financially-motivated political 
pressure reportedly caused the diversion of significant container volumes to other ports outside 

                                                
109

 Since mid-2012 MSC is buying slots on this service. 
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of Ukraine (estimated at some 120,000 TEU or 30% of the total Ukrainian import volume in 2011 
and an unknown percentage during the first quarter of 2012).  

Some users hold that the Government has been trying to limit imports with a view to reduce the 
country trade deficit and the Customs has accordingly been instructed to delay import clearance 
procedures. Others mention that when the Customs performed its monthly planned contribution 
to the State-budget ahead of schedule, and in order to keep some financial „airbag‟ for the next 
month, it uses any possible excuse to delay the „excess‟ container import clearances till the next 
month110 111. For many years huge and sudden increases in import customs duties and taxes 
(not to mention, acts of intimidation) have also been used as leverage on imports or to fill in the 
State-budget in emergency112.  

Whilst acknowledging that the new Customs Code is bringing a lot of improvements, the 
transport industry points out that it contains a number of controversial provisions and some of 
the approaches to customs procedures have an explicit adverse effect on business. A detailed 
analysis of the pros and cons of the Code is not the subject of the present report. It is worth 
noting however that the customs procedure established by the Code for the treatment of 
abandoned cargo (goods which remain unclaimed 90 days after the date of discharge) is far 
from being satisfactory and will certainly need to be reviewed. This is a matter which, in the 
past, has periodically entailed huge operational problems for the terminal operators and 
shipping lines at Ukrainian ports113. 

The key issue rests not so much with the provisions of the new law but, as usual, with the way it 
will be implemented. 

Obviously the string of unpredictable and damageable actions described above carried out over 
many years gravely tarnished the reputation and image of the ports with Ukrainian and foreign 
traders who have been looking for alternatives.  

This has resulted in the definite loss of some containerised traffic, which have been re-routed 
while the corresponding supply chain has been totally changed114. 

Seemingly Ukrainian central Authorities have made the same error of judgment as many others 
have made before (including a few EU countries in the 80‟s) by taking it for granted that cargo 
for the country (Ukraine) shipped by sea would always necessarily be handled at the country‟s 
(Ukrainian) ports. While this assumption is to a very large extent correct as far as Ukrainian 
export cargo-flows are concerned, due to the nature of the goods and trade (large shipments of 

                                                
110

 If, on the contrary, the Customs is late in fulfilling its plan, it facilitates clearance by all means (but this, regretfully, 

seldom happens). 

111
 In 2010 the Customs physically checked 100% of the import containers, in 2011 65%. At the beginning of 2012 

again 100% of the containers were inspected bringing port operations in Odessa to a complete standstill for several 
weeks. The situation has meantime dramatically improved: average rates by the end of 2012 fell down to 4% in 
Odessa and about 17-18% in Iliychevsk. 

112
 In 2010 for instance the duties on iron nails and screws from China were doubled overnight and consignees which 

had (dozens of) containers „on the water‟ at the time the decision was made, simply abandoned the cargo upon its 
arrival at Odessa. 

113
 Containers remain stored on areas for which the terminal operators – whether through concession or otherwise - 

pay a rent to the port without collecting any storage fees and shipping lines have boxes which they own or lease 
unavailable, sometimes for years.  

114
 As an example, SportMaster, a leading Russian sport dress and sport accessory retailer, which used Odessa as a 

logistics platform for the Ukrainian, Belorussian and Russian markets, left it after having had containers unreasonably 
held there by the Customs for up to 3 months. Boxes from the Far-East are now directed to Hamburg which has 
become their new distribution center. 
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heavy commodities and semi-finished products of comparatively low merchant value), it proves 
totally wrong for the import containerised trade which usually consists of light medium or high-
value consumer goods. 

It would therefore be in the interest of Ukrainian ports and the MoI (and therefore of the 
Ukrainian economy) to benchmark their competitiveness (as private operators actually do) 
against ports, which are (or could become) their actual competitors on the main Ukrainian 
import trade routes115. 

To keep things as simple as possible, this comparative economic analysis should cover the 
port-to-door transit-times (which include the sea-voyage from the port of origin, the stay in the 
port of discharge and the overland trip from the port of discharge to the final inland destination), 
the transport cost and other direct and indirect cost factors.  

Today‟s situation can be roughly summed up as follows: 

– The main import sea route for Ukraine (as well as for all other European countries) is 
from East (China in the first place) to West;  

– The biggest markets are located in the north of Europe so there is a much greater 
number of weekly liner services from the Far-East to northern European and Baltic ports 
than to Mediterranean or Black Sea ones and the vessels deployed are bigger and 
faster: for instance, the AE10 Maersk service Far-East to Europe connects Shanghai to 
Gdansk (12,994 nm) in exactly the same time (32 days) as their AE3116 service to Black 
Sea from Shanghai to Odessa (9,674 nm) (see maps of routes and transit-times 
description in Appendix VII). Furthermore the vessels deployed on the AE10 have a 
capacity ranging between 13,000 and 15,500 TEU117 while the vessels plying the AE3 
service have only 6,500 on average118; 

– The difference in the freight from Far-East to Northern Europe and from Far-East to the 
Mediterranean/Black Sea hovers around only 300 USD/TEU; 

– THC and port-transit costs in Gdansk119, the Baltic port closest to the Ukrainian border, 
amount to about EUR 200 per container whereas they cost about the double (or more) at 
Ukrainian ports (2012 figures); and 

– There is always a greater number of block container train operations across Europe 
improving the accessibility and shortening the travel times from various ports to central 
European locations via a number of rail hubs. This means traders and transport 
operators are less and less constrained to use specific routes and can choose the 
routings they deem most efficient and cost-effective for their operation regardless of any 
geographical logic. 

                                                
115

 E.g. the MoI could gather on a regular basis the relevant information supplied by the various public and private 

industry players (port authorities, terminal operators, trucking companies, railways, shipping agents and freight 
forwarders, etc.), elaborate and disseminate the results back to the operators and convene round-tables/organise 
working groups to address issues of common interest while advising upper/Governmental levels on measures 
deemed useful/necessary to keep Ukrainian ports performant.  

116
 Jointly run with CMA-CGM. 

117
 The AE10 was launched in 2010 with 8,000 TEU vessels. 

118
 The Maersk 15,000 TEU „E-class‟ vessels could anyway not be deployed in the Black Sea due to the air draft 

limitation at 58 m under the bridges crossing the Bosphorus in Istanbul. It could also neither enter Ukrainian ports due 
to their 14.5 m draft nor be accomodated at any container terminal due to their 397 m length. 

119
 All what is said about Gdansk applies also fully to the Lithuanian port of Klaipeda. 



   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 78 of 117 Annex 5 Progress Report IV 

One of the main hubs in Eastern Europe is the EuroTerminal in Slawków (28 km away from 

Katowice). It is connected to both the European gauge network and to the Russian gauge one 
through the single-track „Broad Gauge Metallurgy Line‟ (better known by its Polish acronym 
„LHS‟ for the „Metallurgical-Sulphur Line‟) which runs over 400 km up to the Polish-Ukrainian 
border and allows via Yagodin and Kovel to reach Kiev (LISKI railway terminal), the biggest 
import and consumption area in Ukraine, at a distance of 893 km. 

The Adriatic Train from Koper via Vienna calls at EuroTerminal once a week.  

The transit-time is 38 hours. The Baltic Train runs to the Deepwater Container Terminal (DCT) 
Gdansk three times per week in 20 hours. Both these trains are operated by the European 
subsidiaries of Rail World Inc., Chicago.  

– Obviously railing containers to Kiev from Koper (at 1,701 km) or Gdansk via Katowice (at 
1,500 km) is probably three to four times more expensive than trucking them from 
Odessa (at 479 km). Likewise devanning 40‟ containers in Klaipeda to restuff the cargo 
in 100 cbm megatrailers or 120 cbm roadtrains driving to Kiev is certainly more 
expensive than trucking the same container from Odessa directly to the capital city of 
Ukraine.  

– Travel-times are also definitely longer in both cases. The main issues, however, are 
neither the transport cost nor the travel-time (which from Koper, Gdansk and Klaipeda 
are fixed).  

Real problems at Ukrainian ports stem from the unpredictability of the customs‟ clearance 
process in terms of: 

 Illegal payments, which depend upon Customs‟ „needs‟ and political factors as 
described above in this report; and 

 Delays, which result in accrued container demurrage and port storage expenses 
and, more importantly, in considerable additional inventory costs. 
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Figure 42: Adriatic and Baltic Trains Routes and On-going/Future Extensions 

 

Major logistics service providers in Ukraine explain that their choice of the port of discharge and 
routing for import cargoes, especially for consumer goods which are the core of containerised 
trade, entirely depends upon this customs clearance issue: it is for instance much cheaper 
(legally and unofficially) to clear a high-volume truck (from Klaipeda as mentioned above) than 2 
x 40‟ containers via any Ukrainian land or sea border-crossing point. 

The new Customs Code of Ukraine implemented on the 1st of June 2012 addresses these 
issues as now customs clearance may be carried out across the customs territory of Ukraine, 
irrespective of the place of state registration of the party declaring goods (except as otherwise 
provided in the Code). This, and the fact that the focus on the regulation and supervision is 
globally shifted from the border points to Customs‟ post-audits, should (and is meant to) 
introduce a sort of competition between border posts and therefore contribute to a 
levelling/harmonisation of practices. In principle importing goods via foreign ports and a land 
border-crossing point should no longer be more profitable than importing them via a Ukrainian 
port. Much will depend on how the Customs Authorities actually implement the Code. 

3.8.4 Main TRACECA Sea Ports 

3.8.4.1 Iliychevsk 

Iliychevsk Commercial Sea Port (IMTP) has a total combined rail-ferry and Ro-Ro yearly 
capacity of 4.5 MT in wagons, 10,000 trucks and 250,000 passenger cars.  
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Figure 43: Port of Iliychevsk 
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The Ro-Ro traffic is steadily growing: in 2012 IMTP handled nearly 122,000 vehicles (12.65% 
more than in 2011) including 19,267 TIR trucks (66.57% more than in 2011120). 

The current handling capacity of IMTP is 1,150,000 TEU; the storage capacity is 18,000 full 
TEU, 8,000 empty TEU and 606 reefer units. 

Iliychevsk Sea Fishing Port (IMRP, a privately owned terminal on 40 ha) is carrying out up-
grading/lengthening/dredging of its berths n.2, 3 and 4 at respectively 296,4 / 290 / 390 m long 
and 15 m draft. IMRP was planning a 1,000,000 TEU capacity terminal but may have put this 
project on hold due to the market situation. The present storage capacity at IMRP is 7,000 TEU 
and 300 reefer units. 

With a total quay line of 6,000 m, 575,000 sqm of open storage area and 28,000 sqm of 
warehouses and thanks to its location in a rural, sparsely populated region the port of Iliychevsk 
has all possible and logical advantages to become one day the largest sea port in Ukraine. 

IMTP is certified to the requirements of the ISO 14001:2004 Environmental management 
system, OHSAS 18001 for occupational health and safety management system, ISO 9001-2001 
Quality management system and is compliant with the requirements of the ISPS Code. 

                                                
120

 This promising result is largely attributable to the opening of the Stena Sea Line service from Haydarpasa. 
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Figure 44: Iliychevsk Berth n°28 and the Two Ro-Ro Cargo Storage Areas 

 
Source: Port of Iliychevsk 

Table 22: Berth Data 

Terminal 1  
Berth 

Length (m) 
Max Draft 

(m) 

Capacity 

TEU/year 

Berth Vessel types    

1 Containers (up to 6,000TEU) 306 13.0 300,000 

3 Containers (up to 5,000TEU) 200 13.5  

4 Containers (up to 5,000TEU) 120 13.5 850,000 

5 Containers (Feeder vessels) 155 13.0  

6 Containers (Feeder vessels) 181 13.0  

Terminal 3     

Berth     

26 Rail Combi ferry (Russian gauge) 210 9.6  

27 Rail Combi ferry (Russian gauge) 210 9.6  

28 Ro-Ro 270 9.6  

Fishing Port     

1 Containers 154 11 
 

2-3 Containers 240 11 

Maritime Services 

Regular services calling at Iliychevsk include the following: 

Rail-ferry 
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 UkrFerry-NaviBulgar joint service to/from Turkey, Bulgaria and Georgia (a)121  

Ro-Ro and Car-Carriers 

 Stena Sea Lines to Haydarpasa and Derince (pure TIR truck service) (a) 

 Neptune to Turkey, Med (PCC, PCTC) (a) 

 Cenk Group to Turkey (PCC) (a) 

Containers 

 CMA-Maersk Vessel Sharing Agreement (VSA) to/from Far-East122 (b) 

 COSCO, Wan-Hai, PIL, K-Line, Yang-Ming, CSCL VSA to/from Far-East (b) 

 APL to/from Far-East (b) 

 CMA feeder to other Black Sea ports, Mediterranean (a) 

 Maersk feeder to Bulgaria, Mediterranean (a)  

 MSC feeder to Turkey (a) 

 ZIM liner service to Bulgaria, Turkey and Mediterranean (a) 

Figure 45: Iliychevsk Rail-Ferry Complex  

 
Source: Port of Iliychevsk 

Additionally, irregular/voyage-chartered vessels of different types (sea-river, general cargo, 
heavylift, etc.) load and discharge oversized/heavylift/project cargoes/construction material and 
other break-bulk cargoes which are carried from origin/to final destinations in Ukraine using the 
same hinterland connections as the regular lines.  

 

                                                
121

 The service carries also trucks and containers. 

122
 As from November 2012 Maersk deploys 8,000 TEU vessels in this service (instead of 6,500). 
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Intermodal Facilities 

The port is served by two railway stations (Iliychevsk port station and Iliychevsk ferry station) 
and has six approach tracks.  

The overall handling capacity of the two rail stations equals 1,960 rail cars per day. It is 
considered to be well enough for the existing and prospective traffic. 

As for road access, the sea port has 5 road entries, but their carrying capacity is restricted by 
existing access road infrastructure of Iliychevsk. In 2008 EBRD approved the funding for its 
rehabilitation. However, further works are needed to better connect the port and, in particular, 
the Ro-Ro terminal to the public road network. 

3.8.4.2 Odessa 

The port of Odessa is located in the heart of the 5th urban metropolis in Ukraine, which also 
stands as one of the country‟s main industrial and trade hub as well as one of the most popular 
touristic destination (Odessa has the largest Passenger Ship Terminal in Ukraine (and one of 
the largest in the Black Sea) with an annual capacity of 4 M Pax). 

Figure 46: Port of Odessa 
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The 141-hectar port area is therefore landlocked. However a 50 hast land plot is available in the 
vicinity at the Dry Port EuroTerminal for shore activities and further development (Figure 38). 

There is no rail-ferry bridge at Odessa and no regular Ro-Ro service although a Ro-Ro berth 
was set into operations at the end of 2009. 

Following the independence of Ukraine in 1991, the ensuing economic crash and the collapse 
of the Ukrainian shipping sector the port management has developed an approach based on 
successful Western models and has tried to implement it in Odessa to the best of their ability, 
with very scarce resources and often against the will and views of central Ukrainian authorities.  
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The efforts have focussed on the development of a close cooperation with the private sector in 
order to attract the investments of national and foreign operators into the port activities. One 
major beneficial achievement has been the transfer123 in July 2001 of the operation of the 14.5 
ha container terminal at berth number 2 on the Quarantine Mole to German operator HPC124. 

Odessa port is certified as per the requirements of the ISO 9001:2008 Quality management 
systems, ISO 14001:2004 Environmental protection management system and is compliant with 
the requirements of the ISPS Code. 

Container Handling 

The container terminals and yards are developing progressively. Several recent and future 
plans include:  

 The „Brooklyn-Kiev/CMA-CGM terminal launched in October 2008125; and 

 The extension of the Quarantine Mole facility by HPC (on the right part of Figure 47).  

This is a very big infrastructure project with a budget in excess of USD 300 M partly financed by 
the International Finance Corporation126 (USD 34 M) and partly with a long-term loan USD 14 M 
granted in 2011 by HHLA long-time partner DEG127. 

Civil engineering work includes: 

 The dredging of a 65 ha water area;  

 The reclaiming of a territory of 19.3 ha128;  

 The construction of a breakwater of 900 m length; 

 The construction of a 450 m access road; and 

 The building of 2 berths of a total length of 650 m at 15.0 m depth equipped with 6 
container cranes. 

                                                
123

 From American operator Ceres Terminal. 

124
 Under a concession agreement running until 2044. 

125
 Equipped with 2 x 50 MT gantry cranes. The stacking yard covers 2.8 ha. 

126
 A subsidiary of the World Bank. 

127
 Deutsche Investitions und Entwicklungsgesellschaft mbH, a subsidiary of the German development bank KfW 

(Kreditanstalt für Wiederaufbau) belonging to the Federal Republic (80%) and States of Germany (20%). 

128
 As noted earlier the question of the ownership of this land is under scrutiny by the several interested parties (HPC, 

Port of Odessa, Municipality, MoI, etc.) 
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Figure 47: Artist’s View of the Quarantine Mole after the Completion of the Extension 

 
Source: HPC Ukraine 

The design capacity of this new terminal is 600,000 TEU and it will be able to accommodate 
vessels of up to 323 m LOA, 42.8 m width and 14 m laden draft. The construction should be 
completed by 2014 allowing HPC to expand its container handling capacities up to 1,300,000 
TEU (four times more than the volume handled in 2011, 308,000 TEU).  

In the near future, however, HPC sees this extension primarily as a way to alleviate congestion 
problems especially during the winter season when the Bosphorus Strait closes for days due to 
fog, several vessels cross together and then queue up for berthing. Further plans of 
development have been put on hold due to the current GFC. 

Figure 48: HPC Terminal at Odessa 

 

 

http://photo.port.odessa.ua/?menu=1&galary=14&start=2
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Table 23: Berth Data 

Container 
Terminal 

Vessel types 
Storage ca-

pacity 
Berth 

Length (m) 
Max Draft 

(m) 

Capacity 

TEU/year 

HPC terminal      

Berth      

2 
Containers (up to 

5,000 TEU) 

13,500 TEU 
plus 400 

reefer plugs 

310 13.0 

650,000 
3 

Containers 
(1,500-

2,000 TEU)
 

230 11.8 

4 
Containers 

(1,500-
2,000 TEU)

 
270 11.5 

Brooklyn-
Kiev terminal 

  
   

42 
n/a 

4,823 TEU 
plus 328 

reefer plugs 

225 13.5 
200,000 

43 255 13.5 

 

Ro-Ro Traffic 

A small ferry terminal was used for a Ro-Pax line operated by UkrFerry to Istanbul. The service 
was suspended in 2010. 

That same year the port planned to develop its Ro-Ro activities and a car-carrier called for the 
first time on February 2010 to discharge 630 Hyundai passenger cars from Turkey. 

The first phase of a new Ro-Ro terminal has been completed in September 2010 and test calls 
have been performed. However few technical Customs issues remain to be solved allowing the 
vessel‟s call at Odessa not to exceed 6-8 hours and a regular service to Istanbul to start. The 
private operator of the Dry Port EuroTerminal (which can provide all necessary storage, parking, 
customs check areas at his BCP facilities few kilometres from the Ro-Ro ramp) is a leading 
member of this project. 

Maritime Services 

Regular services calling at Odessa include the following: 

Containers 

 CMA-Maersk VSA to/from Far-East (b) 

 G6 Alliance (American President Lines, Hapag-Lloyd, Hyundai Merchant Marine., 
Mitsui O.S.K. Lines, Nippon Yusen Kaisha, Orient Overseas Container Line) to/from 
Far-east (b) 

 Wan-Hai – PIL VSA to/from Far-east (b) 

 CMA feeder to other Black Sea ports, Med (a) 

 Maersk feeder to Bulgaria, Med (a)  

 MSC feeder to Turkey (a) 
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 ZIM liner service to Bulgaria, Turkey and Med (a) 

 UFS-Arkas liner+feeder service to Romania, Bulgaria and Med (a) 

 Admiral Container Lines liner service to Turkey, Med (a) 

Transhipment operations are picking up, thanks to the amendments brought to the legislative 
framework. Since March 2012 IMO cargoes129 are also authorised for transhipment (operations 
with excise remain uneasy). CMA-CGM is thus far the only shipping line having performed 
transhipments at Odessa (about 10,000 TEU in 2012, mainly empty containers).  

The prospects of development of this activity on a large scale remain however dubious. 

Intermodal Facilities and Hinterland Connections 

The port has one rail entry (720 rail cars per day), which is connected with the marshalling yard. 
Its railway station has almost exhausted its capacity (it is capable of handling 12 pairs of trains 
per day and now handles 10). At present, there is no option to expand the railway infrastructure 
or operations due to the lack of free space in or near the port.  

Customers object to using the LISKI terminal at the Usatovo-1 railway station, which they find 
too far away from the port. This highlights the point that the services provided are of poor quality 
and the tariffs are not competitive.  

Rail transport is further hampered by a number of heavy deficiencies: 

– It is slow and definitely too slow for containerised trade in view of the comparatively short 
distances to be covered within Ukraine (it takes 24 hours to rail a container over the 479 
km between Odessa and Kiev); 

– Ukrzaliznytsya (UZ), the Ukrainian national railway company, does not have a good 
record as far as thefts of cargo from freight trains are concerned. Furthermore its liability 
is reportedly unclear and getting compensated is an issue. As a result, customers resort 
to rail carriage almost only when they have heavy containers and/or low-value goods; 

– The often unpredictable length of customs clearance prevents customers ordering 
railway platforms in advance or in a timely manner. Conversely, it also prevents the 
operation of block trains by UZ; 

– UZ (and its affiliate LISKI) are regarded as monopolists who do not take into account the 
requirements and requests of the port operators. Although terminals provide daily plans 
to the Port and the Odessa Port Railway Station, the supply of platforms is made 
somewhat at random, which generates additional moves of unneeded platforms and 
creates congestion on the Terminal rail tracks; 

– This has been aggravated further since the so-called „privatisation‟ of UZ rolling stock in 
2011/2012. There are now 2 types of platforms circulating, i.e. the UZ common stock 
ones (rather old) and the „private‟ LISKIs (newer/with a higher payload – 71.2 MT) whose 
lease fees are about 20% more expensive than UZ‟. For this reason it is not possible to 
load any container on LISKI platforms but only those for which an agreement exists 
between LISKI and the freight forwarder. 

Containers in transit represent 5 - 8% of the total container traffic of Odessa. The main countries 
of origin/destination are Belarus, Moldova and Russia, volumes from/to the EU being completely 
insignificant.  

                                                
129

 „IMO cargo‟ means goods classified by the International Maritime Organization as hazardous or requiring special 

precautions.  
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Belarus has a great deal of potential but although the present Viking Train operation130 is 
improving, after introducing a fixed schedule operation in 2012, there has not been a major 
breakthrough yet as there is no pro-active marketing and the train operators do not show much 
flexibility. It often proves cheaper/quicker to deliver the exports from Belarus in break bulk and 
stuff in Odessa.  

Figure 49: The Viking Train Route 

 

Also due to the lack of available container equipment in Belarus the cargo is often moved in 
containers belonging to the Belarus Railways, which have to be unstuffed at the port131. 

Still, the decision made by the train operators at the beginning of 2012 to schedule 3 regular 
weekly departures and concentrate on the Viking all containerised traffic (and not only cargo in 
transit) from Ukraine to Belarus and Lithuania and vice-versa has proven a winning strategy. 

                                                
130

 The piggyback/container Viking Train is a joint project launched in 2003 by the Lithuanian, Belarus and Ukrainian 

Railways. The operators in Ukraine are UZ subsidiary LISKI, RZD subsidiary Transcontainer Ukraine and PLASKE. 
The Viking runs according to a regular schedule on 1,734 km between Klaipeda and Odessa/Iliychevsk through 
Vilnius, Minsk and Kiev. Public, discounted tariffs, jointly agreed between the railway companies, and a fixed regular 
schedule are applied. 

It is a technological success using all state-of-the art innovations (e-seal, e-declaration, GPS-GSM navigation). It is 
also one of the best example in the region of what good results intelligent and open multilateral cooperation can 
produce (thanks to the transnational teamwork carried out by and between Customs, rail operators and ports, it takes 
only 30‟ altogether to cross both the Ukrainian-Belarus plus the Belarus-Lithuanian borders). The commercial targets 
set by the founders have, however, never been achieved inasmuch as cargo moves between Klaipeda and Minsk on 
the one hand and between Iliychevsk and Minsk on the other hand but not all the way between Ilyichesvsk and 
Klaipeda. 

131
 Famous Belarus tractors and tractor parts produced by the Minsk Tractor Plant (MTZ) are one of the main 

commodities. 80% move via Klaipeda, Odessa is a second option only. This traffic, amongst others, may well come 
under threat after Belarus President A.Lukashenko, facing harsh EU sanctions on one side and in desperate financial 
straits over a number of oil-related issues with Russia on the other side, announced in November 2012 that all 
Belarus exports would be re-routed via Russian ports. Political analysts deem President Lukashenko may, this time, 
be left no other choice than to to hold a promise he already made in 2004 to Russian President V.V.Putin. 



   

Logistics Processes and Motorways of the Sea II 

 

 

 Progress Report IV Annex 5 Page 89 of 117 

Overall liftings have obviously increased but, more interestingly, the volume of containers in 
transit on the train has grown dramatically. 

Table 24: Containers Carried on the Viking Train in Ukraine (in TEU) 

  2008 2009 2010 2011 2012 

Total carried 6,070 6,012 4,083 3,585 13,885 

Total number of full on-
ly 

3,619 3,759 3,091 2,384 9,167 

Total number of full 
610 170 232 450 3,944 

from/to Odessa only 

As for the road access, the port has one main entrance (125 cars per day) and five additional 
(technological) entries. A 6.4 km road including a 516-m long fly over at 54 m height linking the 
port to the dry port Euro Terminal was built between 1996 and 2009 at a cost of USD 109 M to 
free the city streets from the traffic of heavy trucks. The road is designed for a 3,000 truck/day 
traffic equivalent to 2.5 M TEU/year. An alternative has yet to be found in case the road 
becomes temporarily unavailable whereby the need to develop hinterland traffic by rail (and 
therefore a rail dry port) is acute. 

The Dry Port Euroterminal Transport overpass named after N.Pavlyuk (start of construction in 
1996, completion in 2009, total length 6.4 km, width – 11.5-14.8 m). In the construction of the 
main overpass the port of Odessa has invested 109 million dollars. The main purpose of the 
overpass is to relieve the streets of heavy trucks, mainly container trucks, improve the 
ecological situation in Peresyp district and connect container terminal with circular road. In the 
early 90's there was a pretty mass: the road approaches to the port from the Primorskaya street 
were blocked with TIR trucks. In these conditions the administration of the port of Odessa 
decided to build a traffic interchange for container trucks. The tender for construction of the 
bridge won the Italian company "Tegola Canadese".  

The "Euroterminal" LLC was created in 2005 to implement the project of a large logistics centre/ 
dry port on a 50.2 ha land plot 5 km north-west from the sea port to which it is connected by the 
fly-over and road described just above. This was made possible thanks to close cooperation 
between governmental agencies, Odessa municipal and port authorities, private investors and 
the EBRD. 

The complex is still under development and expected to be fully commissioned by 2015. It was 
selected as one of the two locations for an International Logistics centre in Ukraine by the EU – 
funded project “International Logistics centres for Western CIS and the Caucasus”. 

Euroterminal has been first designed to be the buffer zone of the port, supporting the activity of 
the various terminals by mitigating the effects of the lack of space for storage and handling and 
the heavy road traffic within the port. In the first phase efforts have therefore been concentrated 
on the building of a 5-ha 400-slot TIR-truck parking equipped with all service facilities for trucks 
and drivers heading to and from the port and an empty container open storage area. This area 
is currently being extended. 

In the first half of 2012, a process spanning over several years ended and a Customs 
checkpoint was opened, allowing the storage of full containers in the terminal, as well132.  

                                                
132

 The plan of the company is to be able process 1 M TEU per year when the terminal will be fully operational. 
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This major breakthrough in turn enabled HPC to transfer all customs formalities from its 
congested port facility to Euroterminal. Having further gathered other governmental agencies in 
the same place, Euroterminal actually functions today as a „one-stop-shop‟ for transport 
operators and traders. De facto Euroterminal became a border-crossing point. This status is still 
yet to be officially confirmed by the competent authorities. 

The second part of the project is the laying out of the area dedicated to logistics-related services 
and activities. This phase, which includes the draining and filling of a large swamp area, the 
former city filtration land, is only at a planning stage with no final decisions yet made.  

Still, it must be underlined that one of the key questions for a successful development of the 
overall project is the connections of the plot with the Ukrainian road and rail networks. The 
present road access is congested (it also serves neighbouring residential areas) and therefore it 
is deemed insufficient for the forecasted traffic. There is no rail track reaching the terminal, 
although a functioning railway line is just a few hundred meters away.  

Funding of these new links, for which the State-budget support can hardly be expected - is the 
next issue as the most recent (2012) estimate only for a new 3.6 / 4km 2-lane road running in 
parallel to the existing one amounts to USD 12 M.  

Single Window and Port Community System (PCS)  

Among the ports of the TRACECA beneficiary countries, Odessa is certainly the most advanced 
in the field of implementing the Single Window and PCS concepts.  

A Working Group has been set up by the Port to establish a single window system, with 
representatives from Ministry of Infrastructure, Customs Service and Phytosanitary, Veterinary 
and Ecological Services.  

The PCS Project was initiated locally to gain information and experience from foreign ports 
(Marseille, Klaipeda, Constanza). Support received from the UNECE Electronic Trade and 
Facilitation Centre on e-documentation, and from their general partner, the Association of Port 
Electronic Information Society resulted in the establishment in 2012 of the company PPL 33-
35133, a PPP between the port and Ukrainian private company PLASKE, to develop the Odessa 
PCS. PPL 33-35 became the same year one of the only two non-EU members of the European 
Port Community Systems Association (EPCSA).  

Given the stipulations of the new Customs Code, it has also become possible to bring into play 
several measures that are based and aimed at aligning as closely as possible with, among 
other, the EU, the UN Network of Experts for Paperless Trade in support and the Asia-Pacific 
region (UNNxT), the UN Commission on International Trade Law (UNCITRAL), and the WCO‟s 
best practices, rules, guidelines and recommendations. Furthermore these measures 
complement each other:  

– A number of prerogatives and responsibilities have been transferred from the Regional 
Customs to the Odessa Customs;  

– The Customs Service is now acting on behalf of all border control agencies as far as 
cargo is concerned (IT works are still going on to give the other agencies an access to 
the common database)134;  

                                                
133

 PPL stands for планирование портовой логистики (meaning planning of port logistics) and 33 and 35 as a 

reference to the United Nations Centre for Trade Facilitation and Electronic Business (UN/CEFACT) 
recommendations with same numbers. 

134
 For vessel‟s clearance, the other agencies still form part of the commission and board the vessels. 
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– The only required document for cargoes in transhipment is the B/L. More generally 
transport documents (such as Bill of Lading, CIM or SMGS railway bills) are now 
considered as cargo customs declaration;  

– Free practice: since electronic cargo data interchange prior to the arrival of the vessel is 
in place, paperwork has been reduced and, more importantly, stevedoring operations 
start right upon berthing, saving each time about an hour of vessel stay in port. The 
Commission can board the vessel later at any time. In practice this is already working for 
containerships and tankers; 

– In order to better regulate the road traffic, reduce waiting times and avoid congestion in 
the port, multi-design electronic entrance cards are issued to registered freight 
forwarders who can also use it to notify the port database and receive back a time-
window allocation for their trucks to enter into the port;  

– Cargoes can now be cleared before arrival and after departure from the port by „entitled‟ 
or „economic‟ operators. They can also be stored without clearance: 3 types of 
warehousing are considered depending on the storage period: simple (1 month), 
customs (3 months) and temporary (over 3 months);  

– Thanks to the new Customs Code which explicitly introduces the notions of 
„compromise/peaceful agreement/humanization of relations‟, mistakes in declarations 
are now accepted as such and not systematically treated as law-breaking offences; and 

– The introduction of electronic delivery orders (наряд) on an experimental basis on 
October 8, 2012 has been a landmark decision in the overall process: in broad outline, 
forwarders, according to this new procedure, inform the shipping line agents of their 
intention to take delivery of import containers from the port through a port dedicated IT 
platform. As the agent confirms his agreement via the database, the customs officer 
makes a risk analysis and states his own requirements (physical inspection, weighing 
and/or scanning of the box) enabling the forwarder to carry out the necessary formalities 
without any loss of time, obtain an electronic delivery order and pick the container up 
from the terminal. EIPS (single port community information), as the procedure has been 
coded, was first implemented with container terminal operators then extended to 
shipping line agents and freight forwarders. On November 30, 2012, the Port and 
Customs announced that they would stop accepting paper documents as from February 
the 1st, 2013.  

The implementation of the EIPS system once again highlights the dynamism of Odessa's port 
management and the leadership of Odessa among Ukrainian ports in introducing state-of-the-
art working methods and technologies in the organisation of the port workflow. 

This rush process however calls for a few remarks: 

– Terminal operators, shipping agents and forwarders have underlined that the whole 
process has been discussed and decided between the Port Authorities, the respective 
State agencies and Ministries and PLASKE without their involvement/participation; this 
rather Soviet-type way of imposing drastic changes resolved at the top contradicts 
European practice where long negotiations took place between users and ports to 
implement new tools and procedures which were not only efficient but also accepted 
and, in the end, wanted by the users who had had the time and opportunity to 
understand the benefits they would reap out of their operation135. It is to be hoped that 

                                                
135

 For instance, the port of Klaipeda IT Dpt management reported to the Project experts in 2011 that, by the time 

they went through the same process, they spent nearly 80% of their working time (over several months) in 
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port users will be associated more closely and play a greater role in the further 
developments of the Odessa PCS project; 

– The PCS programme is very ambitious and the deadlines imposed by the port for 
amending the users‟ internal working procedures have raised further concerns. It seems 
the port management and project developers did not take into account that users had to 
adjust their IT architecture and processes at such short notice not only to become 
compatible with the port‟s ones. Again, collaborative dialogue and joint planning would 
have avoided useless tensions;  

– EIPS is meant to be used by all (reportedly about 500) companies that have regular 
deals in/with the port. However, a working place has been organised in the port 
premises where forwarders (or other users) who are not in time or are not able to 
connect can come with paper documents to enter their information into the system. This 
is obviously meant for smaller operators/transport SMEs with no sophisticated IT 
systems. There is, however, no indication yet (February 2013) on how long this facility 
will remain in place and what the cost of usage will be. No satisfactory solution has 
either been found elsewhere (in the EU in the first place) to avoid SMEs getting 
discriminated through PCS; 

– It is not yet clear if and how UZ (and LISKI) will be integrated into the PCS, which would 
certainly help improve the organisation of rail operations in the port and possibly 
increase the number of containers carried by rail; and 

– More worryingly yet, the choice of the partner selected by the Port for developing, 
implementing and up-grading further the whole system remains highly debatable. One 
shared principle in the EU, and a basic guideline set both by the UNECE and the 
EPCSA, is that a PCS must be set up and operated by an objective and neutral service 
provider trusted by the community. PLASKE is no doubt a professional company and 
could competently perform the required tasks as it has a long record of carrying out 
similar projects. Still, it is also a freight forwarder and shipping agent with its own 
interests, which may (and sometimes actually do) conflict openly (as will be seen further 
down this report) with the interests of other users.  

                                                
discussions, explanations, negotiations and arranging compromises with and between stakeholders and only 20% in 
designing and implementing the IT part of the PCS itself.  
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4 RAIL-FERRY TRAFFIC AND SHIPPING COMPANIES – CASPIAN SEA 

In international practice, rail-ferries are usually deployed to shorten travel distances crossing 
short stretches of inland waters. These involve large rivers, expansive estuaries, lakes or open 
sea through straits from mainland to islands when bridges or tunnels are not yet or cannot be 
built (as between Calabria and Sicily for instance). Rail-ferry connections may be efficiently 
operated when it comes to the door-to-door journey (of passengers or goods) including a much 
longer voyage by rail overland. Such solutions are generally applied on both sides of a body of 
water. They may be as well used to reach an enclave having a coastal line without crossing the 
territory of foreign countries. For instance, such a rail-ferry link is in place in Russia between Ust 
Luga and Baltjisk in Kaliningrad region. A rail-ferry operation is also applied when it comes to 
link with other nearby countries by-passing unsafe regions or agitated neighbours, for instance 
from Port-Kavkaz to Poti, thus avoiding the restless area of Abkhazia.  

In TRACECA, on the contrary, the rail-ferries are deployed to cover significant distances and 
operate both across the Caspian and Black Seas. 

4.1 Azerbaijan 

In the Caspian Basin the rail-ferry services in the 60s were making up for: 

– The absence of a well-equipped port in Krasnovodsk (179 nm from Baku, today‟s 
Turkmenbashi) which, on the other hand, was the railhead of all the Central Asian 
railway network; and  

– The impossibility to otherwise export the uranium and oil from Shevchenko (296 nm from 
Baku, today‟s Aktau) and deliver there over the course of time all the equipment needed 
for building a city, industrial centre and a big nuclear power station. 

Baku is the only fully-fledged port with a Marine College (today‟s Azerbaijan State Marine 
Academy) and a shipping company (CASPAR, today the Azerbaijan State Caspian Shipping 
Company, which was actually established in its present form in 1953) and both Krasnovodsk 
and Shevchenko were under its authority. CASPAR was logically nominated to perform the liner 
services. 

The fall of the USSR made all newly independent Central Asian countries landlocked. The Cas-
pian Sea acquired strategic importance as an alternative transport route to the Russian pipe-
lines for the Central Asian export of oil and gas products via Aktau, Turkmenbashi and Baku.  

In the first post-independence years, economic policy in Azerbaijan was focused on increasing 
oil exports and developing new offshore oil and gas fields in the Caspian Sea (Karabakh, Azeri–
Chirag–Guneshli, Shah Deniz). Maritime investments were therefore aimed at expanding first 
the fleet of tankers and ships and crafts supporting oil and gas operations at sea136. 

Between 2004 and 2009 CASPAR received 7 new sea-river sister tankers (President–Heydar-
Aliyev type) built at the renowned Krasnoye Sormovo shipyard in Nizhny Novgorod, to the 
maximum possible design for Caspian Sea trading (13,500 DWT - 7 m laden draft)137. 

                                                
136

 KaspMornrNeftFlot, the subdivision of the State Oil Company of the Azerbaijan, SOCAR, which specialises in 

marine oil transportation, maintenance, oil and gas exploration, construction and maintenance and transportation of 
offshore drilling rigs, underwater pipelines and other communications, as well as fire and rescue service, manages a 
fleet of no less than 259 vessels barges, supplies, tugs and other boats of all types. 

137
 CASPAR tanker fleet thus increased to 43 units (out of a total of 84 ships as of December 2012). 
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Because of priority investments into tanker fleet, the CASPAR rail ferries138 and Ro-Ros139 were 
only able to sail between Baku, Aktau and Turkmenbashi. This continued, with limited carrying 
capacities, unchanged for well over 15 years140. 

Figure 50: M/S ‘Mercury 1’ (Dagestan Type) Berthing at Aktau, March 2012 

 

Source: Maritime Traffic Webpage 

A reappraisal of the situation became necessary given the combination of several internal and 
external factors: 

– Both the ferries and Ro-Ros had been built at the time when (Soviet) shipping 
companies were getting bunkers nearly free of charge and there was no objective 
reason to care about either fuel consumption or fuel grade; 

– The maintenance, repair and operation of this ageing fleet became increasingly 
expensive and difficult and they could not be run any longer at design speed; 

– New economic patterns and diversification of the trade in terms of goods transported 
and trading partners endowed Turkmenbashi, and Aktau to a larger extent, with a 
greater role. As an example, where the USSR had suffered from chronic deficit in grain, 
especially after 1970 (importing up to 28 MT wheat in 1984), many post-Soviet 
independent States soon became grain exporters, some of them very big ones141. Such 
drastic changes brought about logistic challenges of an unprecedented dimension; and  

                                                
138 

7 „Dagestan‟ class 28-wagon/200 Pax (if no IMO cargoes/oil products on board) built between 1984 and 1986.
 

139 
2 1984-85 built „Ro-8‟ class ¾ stern ramp 33 trailers

.  

140 
Only 2 „Volga‟ type sea-river vessels were added (in 1994 and 2002) to the existing dry-cargo fleet which now 

numbers 26. They were also built at the already named Krasnoye Sormovo factory.
 

141
 For the July 2011-July 2012 campaign, Russia (with 10 MT), Kazakhstan (with 7 MT) and Ukraine (with 6 MT) are 

ranking respectively 5th, 6th and 8th top wheat-exporters in the world. 

http://photos.marinetraffic.com/ais/showphoto.aspx?photoid=1034676&size=full
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– Kazakhstan has been, and still is, facing a shortage of hopper cars, lack of grain 
terminals142 but also needs more vessels for shipping.  

Still, CASPAR ferries (which have always represented a minor part of CASPAR fleet) had been 
designed, capacity wise, for Soviet domestic use and not to meet the new needs of Azerbaijan‟s 
trans-Caspian close and distant neighbours in terms of international trade. 

Figure 51: M/S ‘Bestekar Gara Garayev’ (Ro-8 class) Alongside at Aktau, December 2012 

 

Azerbaijani Authorities therefore launched a modernisation programme for the rail-ferry fleet. 

First, four modern 52-wagon rail ferries143 built in 2005-2006 at the „Ulyanik‟ shipyard in Pula, 
Croatia, were purchased from Russian Makhachkala Shipping Co. between 2009 and 2011. 

Figure 52: M/S ‘Karabakh’ (52-wagon) Entering Aktau, February 2012 

 

Then 2 x 54-wagon, 14.5 kn vessels (with an option for 3 more) were ordered at a unit price of 
EUR 22 M from „Ulyanik‟ in 2011 and both delivered in 2012. This brought the CASPAR rail-
ferry fleet to 13 units and made the company the number-one rail-ferry shipping company the 
world over. 

                                                
142 

As of September 2012 there are plans to construct a railway grain terminal on the Chinese border and another 

one on the border between Turkmenistand and Iran. The Food Contracting Corporation (the GoK grain operator) also 
contemplates extending the transhipment capacity of the Aktau grain terminal and building an ad-hoc facility at Kuryk. 

143
 Alternatively 58 x 16 m trailers. 
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Figure 53: M/S ‘Barda’ (54-wagon) Under Completion at Pula, Croatia 

 

The results of this policy, through and in spite of the GFC, are impressive. 

 

Table 25: CASPAR Rail-Ferry Traffic  

Number of full wagons carried and corresponding cargo tonnage in thousand tons 

    2008 2009 2010 2011 2012 
2012/2

008 

Baku - Aktau Wagons 2,161 1,486 5,008 7,847 9,903 358% 

  Tonnage 96.7 105.4 348.6 426.9 472.3 388% 

Aktau - Baku Wagons 1,625 1,422 4,637 11,158 11,453 605% 

  Tonnage 123.7 108.2 346 925.2 934 655% 

Baku - Turkmenbashi Wagons 15,799 18,518 18,692 19,67 20,658 31% 

  Tonnage 1,213.8 1,303.6 1,481.8 1,587.4 1,693.1 39% 

Turkmenbashi - Baku Wagons 13,141 16,493 18,32 19,511 20,958 59% 

  Tonnage 654.7 779.2 768.6 893.4 773.3 18% 

Total number of wag-
ons   32,726 37,919 46,657 58,186 62,972 92% 

Total Tonnage   2,088.9 2,296.4 2,945 3,832.9 3,872.7 85% 

out of which to / from Aktau 10.55% 9.30% 23.59% 35.28% 36.31%   

The growing share of the traffic with Kazakhstan is also remarkable. 

 

Provided optimal operational conditions can be met i.e.: 

– The 5 Caspian port rail-bridges and ramps (1 in Aktau, 2 in Turkmenbashi, 2 in Baku) 
are in full working condition (today one of the ramps in Turkmenbashi needs to be reha-
bilitated); 

http://www.marinetraffic.com/ais/ru/showallphotos.aspx?imo=9632351
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– They are fully and exclusively dedicated to rail ferry traffic and there are therefore no 
waiting times at roads for berthing (except for in bad weather conditions), which will al-
low CASPAR to run the vessels according to a fixed schedule (the sole ramp in Aktau is 
at times occupied by small tankers and today vessels may wait from 3 to 5 days, 
sometimes even longer at both Aktau and Turkmenbashi), 

– Marshalling yards should be large enough, equipped with a sufficient number of locos 
and should be available in each port to ensure a timely sorting of wagons and a seam-
less traffic of rolling stock to and from the berths and to and from the main national rail-
way networks (a small marshalling yard is the reason for one of the major bottlenecks in 
Aktau); and 

– Adequate/swift border-crossing and port procedures (including shorter vessel‟s clear-
ance proceedings by the boarding commission and quicker issuing of cargo documenta-
tion. This is required so that export trains can be ready for loading in all respects before 
the vessel‟s arrival and procedures for import trains performed after vessel‟s departure 
(procedures are rather time-consuming in the 3 Caspian ports especially in Aktau and 
Turkmenbashi). 

The present CASPAR rail ferry fleet can carry over 92,000 wagons and 5.5 MT cargo per year 
between the three Caspian ports, versus 63,559 wagons and 3.795 MT144 transported in 2012, 
which totals 45% more.  

Applying the norms, which were in force during Soviet times at Iliychevsk Paromnaya and the 
Varna Ferry Complex (see page 34), to the present volumes could be nearly doubled (details of 
calculations can be found in Appendix VIII).  

This means also that all Turkish trucks driving today between Turkey and Central Asia mostly 
via Iran and Russia (Table 17, page 61) could be accommodated on the trans-Caspian shipping 
services. Today, owing to the irregularity of the services and obligation to give priority to the rail 
traffic, trucks are loaded on the rail ferries at random, depending upon the remaining space 
available on board. 

Infrastructure investments are undoubtedly needed to upgrade the second rail ramp in Turk-
menbashi and extend and modernise the marshalling yards in Aktau and Turkmenbashi and 
provide them with sufficient traction means.  

The key issue, however, is the implementation of appropriate procedures at all ports, which 
aims to disconnect cargo administrative procedures and vessel handling thus shortening the 
vessels‟ stay in port down to strictly the time necessary for performing the pure technical opera-
tions, i.e. berthing/unberthing and discharge and loading. 

4.2 Kazakhstan 

Kazmortransflot (KMTF) is a young shipping company (it was created in 1998) that was granted 
the status of National Maritime Carrier of Kazakhstan in 1999. It is a subsidiary company of 
KazMunayGas, the State oil and gas company, which, in turn, is an affiliated company of the 
(State-owned) National Welfare Fund „Samruk-Kazyna‟. 

KMTF developed its fleet step-by-step by investing over USD 240 M between 2003 and 2011. 
Today it operates two chartered dry-cargo „Volga‟‟ type sea-river vessels and 21 own vessels: 8 
barges-platforms of a freight -carrying capacity of 3,600 T, 5 tugboats, 3 oil tankers of 12,000 

                                                
144

 Figures, i.e. number of wagons and tonnage of cargo carried, slightly differ depending on sources (BISTP and 

CASPAR). 
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DWT and 3 of 13,000 DWT and 2 Aframax (oil tankers of less than 120,000 DWT usually de-
ployed for short to medium haul crude oil transportation from/to ports which cannot accommo-
date VLCCs and ULCCS) of 115,000 DWT (deployed in the Black and Mediterranean Sea). 

Concomitantly with the plan to rebuild a port at Kuryk (see page 17), KMTF intends to purchase 
2 rail ferries of the same type as the ones CASPAR ordered from Ulyanik Brodogradiliste. Being 
LNG propelled they would be more expensive and cost EURO 30 M each. A tender should be 
issued to shipyards in July 2013 with delivery of the vessels scheduled for 2015. 

The emergence in the Caspian Sea of a second rail ferry company may be regarded as a nor-
mal and positive development resulting from the growth and diversification of the Kazakh econ-
omy.  

Still, rail ferry transport is a complex and delicate operation involving a lot of outside players 
which, even more than other maritime shipping processes, need a military-like organisation and 
coordination to be and remain sustainable. KMTF evidently lacks the necessary experience in 
that field. 

Besides, the existing infrastructure constraints will not be lifted by the time KMTF receives its 
new ships as the construction of Kuryk will take many more years; Alyat may not be yet (fully) 
operational and Aktau remains a question mark. 

The lines must therefore cooperate closely to avoid operational clashes and unreasonable 
competition, especially considering the Caspian is a rather small and closed market. In such 
cases nationalist demeanours focused on a narrow-minded reading of existing intergovernmen-
tal agreements usually result in big losses not only for the shipping companies but for trade 
partners and other stakeholders as well.  

Finally, there are more urgent tasks than computing how cargo volumes or freight earnings 
should be split between the respective flags; shipping partners should together devote their ef-
forts to working out soft measures aimed at streamlining and simplifying procedures and improv-
ing the overall efficiency of the existing rail ferry service between Baku and Aktau. Taking the 
appropriate steps now to make it a regular, scheduled one will also make it easier to introduce 
the new buildings into the service when they are delivered. 

The set-up of a permanent bilateral rail ferry or shipping working group seems the most recom-
mended option145. Apart from addressing the above-mentioned issues this body may, in the fu-
ture, also take care of day-to-day matters such as implementing a centralised/advance booking 
system146 (to optimise the vessels‟ load factor), fixing joint tariffs and schedules, keeping records 
of operational, commercial and financial performance, measuring KPIs, harmonising port and 
shipping procedures and documentation, regimes of liability and corresponding insurance cov-
erage, etc.  

                                                
145

 In practice shipping companies operating in joint service, vessel sharing, pool agreement or anything of the sort, 

each appoint one (or few) employee(s) as focal point(s) in charge of all (or specific) matters of cooperation. The so-
composed „working group‟ meets at regular intervals (generally every 6 or 12 months) or on an ad-hoc basis in the 
case of an emergency. 

146
 Also accessible by the other categories of users of the rail ferry service i.e.: passengers (pedestrians and with 

means of transportation); trucking companies (whereby the pure Ro-Ro voyages scheduled by CASPAR should also 
be included in the system). 
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At this stage it is worth underlining that in the closed Caspian Sea companies performing opera-
tions related at some stage with sea-transport (railways, shipping lines and ports) are all state-
owned and sea-transport is regulated by ad hoc inter-governmental agreements147. 

Furthermore, the local sea-transport market still overwhelmingly consists of the carriage of 
goods and commodities in wagons on rail-ferries. This feature in itself is unique, worldwide. The 
surge of the Ro-Ro (mostly TIR truck) traffic is very recent and is more driven by political factors 
than based on considerations of costs or transit-times (see above pages 61 to 64). Additionally, 
sea-borne commercial traffic in container is still to be seen. 

Also the corresponding, very specific, port infrastructure (rail/Ro-Ro ramps/bridges) is limited or 
non-existent. 

It is therefore a necessity for the shipping companies to run their services in close cooperation, 
coordinating their sailings, harmonising their offers and optimising the utilisation of their carrying 
capacities (e.g. cargo/trucks/wagons left behind by one vessel must be accommodated in priori-
ty on the next vessel regardless of who is the ship owner/operator). Evidently, public (railways) 
as well as private (truckers) users who always want to load on the first available departure look 
to have a single tariff applicable.  

This does not mean an absence of competition: wagons can be railed as well as trucks driven 
around the Caspian if the sea-passage is deemed too expensive and/or the quality of service 
insufficient.  

Nonetheless, competition at sea will develop only if and when pure Ro-Ro trade picks up to a 
larger extent when adequate port infrastructure becomes available148. 

When the intention of the Turkmen government to launch its own Ro-Pax services between 
Turkmenbashi and, among other ports149, Baku, materialises, the experience gained in the im-
plementation of a joint organisation with KMTF could usefully be transferred and a similarly flex-
ible structure could be devised to smoothly coordinate the operation of this new line and CAS-
PAR‟s.  

In a broader perspective it must be hoped that ferry (rail and Ro-Ro) services in the Caspian 
Sea will be one day integrated in a commonly shared information platform on the example of 
what is done for instance in Western Europe. A Caspian ferry portal would be an efficient tool to 
attract more users to both the TRACECA and the (maritime) North-South Corridors and a first 
step towards conferring a real Motorway of the Sea status on the regional ferry lines. 

 

                                                
147

 Maritime agreements also exist, for example between some maritime countries in the EU and countries abroad. 

Signatories always underline their common will to facilitate the trade without discrimination towards third parties and 
the document mostly addresses a range of administrative topics related to the flag and the status of the crew and 
vessel while in the territorial waters/on the shore of the other party. In the Caspian Sea however such agreements 
also include a precise, bilateral cargo-sharing clause.  

148
 For the record, the very few rail ferry services that still exist in the EU are operated by single companies without 

any competition (Danish private DFDS in the Baltic Sea, state-owned Bluvia in Italy, for instance). 

149
 According to the latest available press-releases from Turkmenistan (October 2012), the Government would now 

rather consider a strengthening of the country maritime links with Russia through the ports of Makachkala in 
Dagestan and Olya near Astrakhan in the mouth of the Volga River. 
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5 RAIL-FERRY TRAFFIC AND SHIPPING COMPANIES. BLACK SEA 

Rail-ferry operations are performed at the Varna Ferry Complex and commercial sea ports of 
Iliychevsk and Kerch in Crimea (this latter one handling almost exclusively the bulk and break-
bulk cargoes to/from the nearby heavily industrialised Donbass region) and Samsun on the 
Turkish Black Sea Coast150.  

In addition, while adopting the new tariff policy for 2011, Ukrainian Railways (Ukrzaliznytsia) ex-
panded the list of railway stations for direct rail ferry connection. Now, besides Iliychevsk and 
Kerch commercial sea ports, the port of Krym151 and Iliychevsk Fishing Port are open for direct 
rail ferry transport.  

The rail-ferry operations were launched in November 1978 to facilitate the then important trade 
between the USSR and its closest East European ally, Bulgaria. At the time the 4 (still in opera-
tion today) sister-ships of 108-wagon capacity each, 2 rail ferries of (Bulgarian) NaviBulgar and 
2 of (Soviet) BLASCO, operating in joint-service, were entirely dedicated to this service (later 
supplemented with a full container service). Political and economic changes as well as changes 
in trade and consumption patterns have brought this trade next to nil.  

In 1996, the successors to the above-mentioned shipping companies, now privatised NaviBul-
gar and 1995-founded UkrFerry, both national carriers in their respective countries, started re-
deploying their fleet mainly to Georgian ports. At the time there was no rail bridge and ramp in 
Poti and wagons had to be discharged and loaded by a floating crane. The bridge and ramp 
were finally built in 1999 thanks to an EU TACIS investment programme. The traffic, at the be-
ginning, consisted almost exclusively in oil products imported by Ukraine from Azerbaijan and 
Central Asia. The implementation of this new maritime link however boosted the trade relation-
ship between Ukraine and Georgia: from 10,000 T in 1996 the volume carried surged to over 1 
MT in 2007.  

Given the growing market demand for truck and container transport (in particular for the carriage 
of consumer goods), the lines also started accepting rolling cargo and trucks and containers (on 
mafi-trailers) on their ships.  

In May 2001, calls at Derince in Turkey152 were added while Kerch was included in the line 
schedule in March 2009 after UkrFerry and the port of Kerch financed the construction of a rail 
ferry bridge/ramp153. 

                                                
150

 The project of a rail ferry link between Turkey and Russia was initiated in 2005 to support the export trade of 

Turkey to Central Asia and Russia and facilitate the flow of goods between Russia and the Middle-East by rail. Ever 
since, various attempts were made to develop a regular service between Samsun and Port Kavkaz which more or 
less failed in the absence of a boogie exchange station and sufficient marshalling railway tracks in Samsun. These 
facilities have now been built and have been put into operation in February 2013. The renewed service should be run 
by Russian company BFI, a subsidiary of RZD, as an extension of their present service between Port Kavkaz and 
Poti. Further plans include calls at the Varna Ferry Complex. Ukrainian company PLASKE supports the BFI‟s 
intention to also add a call at Illyichevsk to link with the Viking Train. 

151
 This port is situated a few kilometres north of Kerch. Russian shipping company Anrusstrans operates a rail ferry 

service several times per day between Krym and Port-Kavkaz, 5 nautical miles away across the Kerch Strait on the 
Russian bank, carrying mostly cistern-wagons containing oil products exported from Russia to Ukraine.  

152
 This ongoing operation aims to attract Turkish breakbulk/heavy and voluminous cargoes exported to Central Asia 

in wagons (as they cannot be containerised or carried in trucks) via Ukraine (the traffic remains totally imbalanced 
with 95% of the cargo flowing northwards). UkrFerry built at its own expense a special 1,520 m/m Russian gauge rail 
facility in Derince to allow the handling and stuffing/unstuffing of Ukrainian wagons in the port. 
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UkrFerry added a fifth vessel to the joint fleet in the early 2000s, the 1988 German-built, 1,570 
lm/150 pax versatile Ro-Pax-Rail ferry „Greifswald‟, classified as the world biggest vessel of its 
type in the Guinness Book of World Records. 

In 2007, UkrFerry purchased the 558 TEU Ro-Ro/Lo-Lo „Thor Admiral‟. A regular container line 
was launched between Iliychevsk and Poti. This was, however, a short-lived experiment: Ukrfer-
ry was heavily reliant on transhipments from the Far-East to other Black Sea ports via Odessa 
(70% of the expected volume), which never materialised due to the absence of legal/easy frame 
plus prohibitive handling tariffs for transhipment operations at Ukrainian ports. Also, containeris-
ing export goods generated a direct competition with the rail ferry services. 

In recent years the structural problems of UZ weighed more and more heavily on the quality and 
quantity of the wagon supply, which in turn brought stagnation in the volumes of cargo carried in 
rail wagons while traffics in container and truck were steadily gaining momentum.  

Figure 54: NaviBulgar M/S ‘Geroite na Sevastopol’ (One of the 4 x 108-wagon Sisterships) 

 

In 2010, the engine of the Ro-Ro „Sredretz‟ plying a regular service between Burgas, Poti and 
Novorossyisk experienced a major failure and the vessel was eventually scrapped. This was the 
only vessel of UkrFerry/Navibulgar‟s main competitor on the West-East route across the Black 
Sea, the Bulgarian company SOMAT, a subsidiary of leading German trucking company Willy 
Betz. It drove a number of clients from the trucking industry to the joint-service as the „Sredretz‟ 
was never replaced. 

The lines did not, however, take advantage of the situation as much as they could have. As in 
the Caspian, the rail ferry lines are committed to give a top priority to trade in wagons whereby 
trucks are loaded if and only when space is available. Given the much bigger size of the vessels 
this is less of a problem as in the Caspian Sea.  

                                                
153

 Given the loss of the Russian cargo-flows via Illyichevsk (which until 2008 had represented up to 30% of the lines‟ 

traffic), UkrFerry decided to add Kerch to, at least, secure the Donbass trade-flows which could otherwise be diverted 
to the rail ferry service just launched by RZD‟ subsidiary BFI between Port Kavkaz and Poti. 

http://www.google.ru/url?sa=i&source=images&cd=&cad=rja&docid=gsgSaaxG_TLA1M&tbnid=YQAFcY4dR8asqM:&ved=0CAgQjRwwAA&url=https%3A%2F%2Fmyship.com%2Fimo%2F7529976%2FGEROITE-NA-SEVASTOPOL%2Fgallery%2Fphoto%2F7180&ei=C50LUYXWBqrL4ASVhoHACg&psig=AFQjCNFXeWPAC1l7lcWsgWBvC52s9BGFYA&ust=1359801995152033
http://www.google.ru/url?sa=i&source=images&cd=&cad=rja&docid=gsgSaaxG_TLA1M&tbnid=YQAFcY4dR8asqM:&ved=0CAgQjRwwAA&url=https%3A%2F%2Fmyship.com%2Fimo%2F7529976%2FGEROITE-NA-SEVASTOPOL%2Fgallery%2Fphoto%2F7180&ei=C50LUYXWBqrL4ASVhoHACg&psig=AFQjCNFXeWPAC1l7lcWsgWBvC52s9BGFYA&ust=1359801995152033


   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 102 of 117 Annex 5 Progress Report IV 

Problems stem from: 

– The non-closure of the loading list of wagons for re-export from Georgian ports to 
Ukraine: GR keeps the vessels at berth as long as possible, waiting to load back wagons 
that have not yet arrived at the port station;  

– The antiquated procedures of exchange of information between GR and UZ dating back 
from Soviet times, generating discrepancies and further delays for documents checking; 

– The absence of procedure between GR and UZ to deal with the matter of wagon cleanli-
ness and technical condition (inherited again from the Soviet era when Ukraine and 
Georgia as UZ and GR were parts of a single country and system): UZ claims from the 
shipping lines the cleaning and repair expenses of wagons proceeding back from Geor-
gia if they are found dirty and/or not in perfect technical order; and  

– GR on its part claims UZ supplies wagons to clients in Ukraine that are already dirty and 
in bad condition and therefore remain so after unstuffing in Georgia (or Armenia). The 
lines, logically, refuse to endorse any responsibility but vessels can de facto not sail from 
Georgian ports without loading all the wagons delivered at the port stations. These sto-
ries end with long bargains between the vessels‟ command and port station masters 
and, again, vessels‟ delays. 

The fluctuating duration of calls at Georgian ports results in disruptions of the schedule and de-
terioration of the frequency, which obviously prevent the shipping lines from developing truck 
trade to a full extent. 

The badly-planned, erratic and opaque process of privatisation of its rolling stock by UZ created 
a major blow to the rail ferry trade bringing it to a nearly complete standstill in the last months of 
2011 and beginning of 2012154. Above all, it contributed to speed up the modal shift from wag-
ons and railcars to containers and trucks. Apart from greater safety, higher commercial flexibility 
and shorter transit-times usually associated with trucking and container transport, this trend also 
develops because an increasing number of container lines (CMA-CGM, Arkas, MSC155) offer 
now direct services between Black Sea ports (Odessa-Varna, Odessa-Poti, etc.) at relatively 
competitive sea freight rates.  

Indeed the competitiveness of transport in railcars has been negatively impacted by the much 
higher wagon leasing costs and transport tariffs applied in Ukraine as a result of the „privatisa-
tion‟. As often happens in such matters, Ukraine has been imitating with some delay the exam-
ple of Russia. However, where the rolling stock of RZD has ended in the hands of semi- or total-
ly private entities organised and managed in a business-like market and profit-oriented way and 
where the rules of use (and tariffs) have become transparent for users, UZ rolling stock, as a 
matter of fact, has been transferred from a public monopoly to other entirely State-owned enter-
prises supplying the users through „intermediaries‟. New rail tariffs applied by these „LLCs‟ re-
flect a 30% increase to compensate the wagon empty re-positioning expenses, must, as previ-
ously, be „negotiated‟ on a case-to-case basis and are subject to additional „brokerage‟ fees. 

                                                
154

 In order to alleviate operational difficulties and enable the trade to go on GR and SCR proposed UZ in December 

2011 to allot part of their own equipment to the Ukrainian-Caucasian traffic. UZ fixed conditions for the use of foreign 
rolling stock on its territory which clearly amounted to an outright refusal.  

155
 MSC link between Poti and Odessa was launched during the spring of 2012 and has already succeeded in 

diverting some significant traffic from the rail ferries such as the Borjomi exports of bottled mineral water from Georgia 
to Belarus. 
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Figure 55: M/S Greifswald 

 

Source: UkrFerry 

A complete dependence on political issues, critical lack of structural reforms and subsequent 
financial weaknesses156, absence of public accountability do not bode well for UZ and the 
Ukrainian railway sector in general. Given the uncertain future and bleak prospects of rail ferry 
transport, UkrFerry and NaviBulgar focus now on trans-Black Sea TIR-truck traffic which is 
bound to increase all the more as energy-saving eco-friendly RO-LA solutions develop from 
West to East throughout the EU. 

Both shipping companies accordingly embarked on the rationalisation of their services in order 
to improve frequency, transit-times and offer fixed-day sailings and improved their sea-freight 
tariffs. 

                                                
156

 The cross-subsidising of passenger transport by freight operations only cost UZ over UAH 29 B (about EUR 2.9 

B) in 5 years: 4.8 in 2008, 5.2 in 2009, 5.6 in 2010, 6.6 in 2011 and 6.9 in 2012. 

http://www.ukrferry.com/css/images/icon/vessels/grw/b.jpg
http://www.ukrferry.com/css/images/icon/vessels/grw/b.jpg
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6 APPENDIXES  

6.1 Appendix I: Armenia Trade Pre and On-Carries to/from Georgia Port by Rail 

Number of Full Wagons and Tonnage Carried in metric tons 

       

    2010 2011 2012 

From Poti     Total 11,646 12,229 13,718 

      Tonnage 703,066 736,160 839,834 

To Poti     Total 2,485 2,652 2,573 

      Tonnage 153,581 163,859 160,737 

From Batumi     Total 7,697 5,456 3,835 

      Tonnage 443,401 317,948 216,886 

To Batumi     Total 2 26 12 

      Tonnage 90 1,580 595 
From Ukraine and Bulgaria 
to Armenia  

    Total 5,568 4,050 3,924 

via Poti and Batumi     Tonnage 323,051 236,438 230,226 

From Armenia to Ukraine and Bulgaria Total 107 419 1,182 

via Poti and Batumi     Tonnage 6,785 28,125 79,728 

 
NB: cargo in wagons to and from Ukraine and Bulgaria are shipped on the joint rail ferry service 
of UkrFerry/NaviBulgar. Other wagons move to and from the Russian port of Port Kavkaz. 

 
Number of Full Containers and Tonnage in metric tons 

        

    2010 2011 2012  

From Poti     Total 8,159 8,425 8,582  

      Tonnage 210,029 205,204 212,800  

To Poti     Total 2,638 6,862 7,113  

      Tonnage 132,008 174,019 186,246  

From Batumi     Total 18 63 336  

      Tonnage 469 1,442 8,860  

To Batumi     Total     6  

      Tonnage     111  

From Ukraine and Bulgaria 
to Armenia 

    Total 49 51 267  

via Poti and Batumi     Tonnage 1,233 1,206 7,535  

From Armenia to Ukraine and Bulgaria Total 1 1 44  

via Poti and Batumi     Tonnage 24 6 1,159  
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Пошаговое действие клиента 

при вывозе контейнеров и ввозе порожних возвратных контейнеров с/на площа-
док грузового склада РГП «АММТП» 

Вывоз груженого контейнера 

1-шаг Клиент для оформления заявки (Приложение № 4) на вывоз груженого контей-
нера, предоставляет инженеру ТЭГ данные автотранспортного средства и водителя, ори-
гинал коносамента, удостоверение личности, РНН, доверенность, при необходимости но-
тариально заверенную копию доверенности на вывоз контейнера. 

2-шаг Инженер ТЭГ оформляет заявку (приложение №4) на вывоз груженого контей-
нера, клиент получает разрешающие визы у администрации порта. 

3-шаг Клиент получает расчет на предоплату у инженера ТЭГ и на основании расче-
та производит 100% оплату за выгрузку груженого контейнера, и за возврат порожнего кон-
тейнера в порт назначения. 

4-шаг Клиент производит оформление заявки на вывоз груженого контейнера на 
таможенном посту «Морпорт», в отделе пограничного контроля «Актау – морпорт» и при 
необходимости в санитарно-карантинном контроле, фитосанитарном контроле, ветеринар-
ном контроле. 

5-шаг Клиент предоставляет оформленную заявку, оригинал коносамента, копию 
удостоверения личности, копию РНН, оригинал доверенности или копию доверенности, но-
тариально заверенную на вывоз груженого контейнера, на грузовой склад. 

6-шаг Сменный помощник начальника грузового склада принимает документы у кли-
ента и выдает груженый контейнер. Клиент производит вывоз груженого контейнера с тер-
ритории порта. 

Ввоз порожнего возвратного контейнера 

7-шаг При указании в коносаменте о необходимости возврата порожнего контейнера 
в порт назначения, клиент оформляет у инженера ТЭГ заявку на ввоз порожнего, возврат-
ного контейнера (Приложение № 5) с приложением письма (Приложение № 6) от судовла-
дельческой компании «Khazar Sea Shipping Lines» Актауское Представительство о согла-
совании отправки порожнего контейнера с указанием названия судна. 

8-шаг Клиент производит оформление заявки на ввоз порожнего контейнера на 
таможенном посту «Морпорт», в отделе пограничного контроля «Актау – морпорт» и при 
необходимости в санитарно-карантинном контроле, фитосанитарном контроле, ветеринар-
ном контроле. 

9-шаг Клиент предоставляет оформленную заявку с приложением письма (Приложе-
ние № 6) от судовладельческой компании «Khazar Sea Shipping Lines» Актауское Предста-
вительство о согласовании погрузки порожнего контейнера с указанием названия судна, на 
грузовой склад. 

10- шаг По приходу судна указанного в письме «Khazar Sea Shipping Lines» Актауское 
Представительство под обработку в порт, Клиент оформляет у инженера ТЭГ погрузочное 
поручение которое согласовывает на таможенном посту «Морпорт», в отделе пограничного 
контроля «Актау – морпорт» и предъявляет на грузовой склад. 

6.2 Appendix II: Container Handling Procedure at the Port of Aktau 

(Source: Port of Aktau - www.portaktau.kz/ru - Центр Обслуживания Клиентов) 

 

http://www.portaktau.kz/ru
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Free Translation - Additions by the translator for better understanding are in cursive mode 

**** 

Step by Step Course of Action to be Followed by the Client for Retrieving (import full) 
Container and Returning Empty Container from / to Cargo Storage Areas of 

Republican State Enterprise "AISCP". 

(Example based on the semi-regular container service plied by Iranian company ‘Khazar 
Sea Shipping Lines’ between Aktau and Bandar-Anzali) 

Removal of the Full Container 
1st step: The client157, in order to process the application form (form № 4158) for removing the full 
container from the port, provides the TEG engineer159 with the data of the vehicle and driver, the 
original bill of lading, ID card, Taxpayer Registration Number, power of attorney, if necessary a 
copy of the power of attorney authorising him to deliver/remove the container from the port, 
certified by a notary. 
 
2nd step: The TEG engineer completes the application form (form № 4) for the withdrawal of the 
full container and the client receives an exit visa from the port administration. 
 
3rd step: The TEG engineer provides the client with the calculation (of expenses) for pre-
payment and, on the basis of such calculation makes a 100% payment for the discharge of the 
full container from the vessel and for the return of the empty container to the port of destination 
(i.e. the reloading expenses on board of the vessel of the empty box). 
 
4th step: The client submits the filled application for the withdrawal of the full container to the 
customs post "Seaport" in the border-crossing control department of "Aktau - Seaport," and, if 
necessary, to the sanitary-quarantine, phytosanitary, veterinary control departments. 
 
5th step: The Client presents himself with the filled application, original bill of lading, copy of ID, 
copy of Taxpayer Registration Number, original power of attorney or notarised copy of the 
power of attorney to deliver/remove the container from the port to the storage area. 
 
6th step: The assistant of the chief of the storage area receives the documents from the client 
and delivers the full container. The client takes the full container out of the port. 

Return of the Empty Container  
 
7th step: If it is stipulated in the bill of lading that the empty container must be returned to the 
port of destination (origin), the client fills the application for the TEG engineer for the entrance 
(on the port territory) of the empty returnable container (form № 5160) together with the letter 

                                                
157

 Client in this case means either the Consignee of the goods, as stipulated in the original Bill of Lading or his duly 

authorised agent (in general a freight forwarder). 

158
 Form 4 is the request made by the client to the port asking for the authorisation for his truck to enter the port 

territory and pick up the import full container. It contains the truck and driver data.  

159
 Инженер транспортно-экспедиторской группы, (ТЭГ): the engineer from the transport-forwarding department 

(of the port). 

160
 Form 5 is the request made by the client to the port asking for the authorisation for his truck to enter the port 

territory to lift off the export empty container. It contains truck and driver data as well as the name of the vessel 
scheduled for export.  



   

Logistics Processes and Motorways of the Sea II 

 

 

 Progress Report IV Annex 5 Page 107 of 117 

(form № 6161) of the Representative in Aktau of the shipping company «Khazar Sea Shipping 
Lines» confirming his agreement for the dispatch of the empty container and indicating the 
name of the (export) vessel. 
 
8th step: The client submits the filled application for the entry of the empty container (on the port 
territory) at the customs post "Seaport" in the border-crossing control department of "Aktau - 
Seaport," and, if necessary, to the sanitary-quarantine, phytosanitary, veterinary control 
departments. 
 
9th step: The client presents himself to the storage area with the filled application and the letter 
(form № 6) of the Representative in Aktau of the shipping company «Khazar Sea Shipping 
Lines» confirming his agreement for the dispatch of the empty container and indicating the 
name of the (export) vessel. 
 
10th step: Upon arrival of the vessel specified in the letter of «Khazar Sea Shipping Lines» Aktau 
Office for handling at the port, the client prepares with the TEG engineer the loading order 
which is approved by the customs post "Seaport" in the border-crossing control department of 
"Aktau - seaport" and passed on to the storage area. 

Short Comparison with Procedures Applied in Modern Container Ports 

The fundamental difference is in the distribution of roles and tasks between the port, the 
shipping line and the client. 
In most ports of the world, stevedoring operations, as far as container is concerned, are 
performed by private specialised operators and no longer by ports; 
However, where ports remain in charge they do not deal directly with the Shippers or 
Consignees. Rather, contracts are made between the container terminal operator and the 
shipping lines., 
 
This has many advantages: 

For the terminal operators:  

– First the payment of all the stevedoring operations (discharge from the vessel, trucking 
and stacking on the container yard, lift-on truck for delivery, lift-off truck for reception, re-
stacking on yard if/when needed, destacking and trucking from the container yard, 
loading on the vessel (all these being amalgamated into a Terminal Handing 
Charge)THC and storage of full and empty containers) is made (sometimes on a 
prepayment basis as soon as the cargo manifest, which contains amongst other 
information the number and type of containers to be discharged, is sent from the port of 
loading162) for all containers by one party only: the shipping line, either directly or through 
his shipping agent. This eliminates the risk of non-payment linked to abandoned 
containers, reduces the burden of having to chase hundreds of customers to obtain 
payments and simplifies book and account keeping; 

– Secondly, the delivery becomes a pure technical matter, which eliminates a lot of paper work 
since the legal and administrative part of the procedure is transferred from the port/terminal 

                                                
161

 Form 6 is a standard model letter sent by Khazar Sea Shipping Lines Aktau representation to the Director General 

of AISCP asking him to accept the return of the listed container(s) for loading on the vessel, scheduled at such date 
in Aktau, and giving the name/details of the party (client) guaranteeing the payment of expenses to the port.  

162
 Alternatively the terminal operator may, for instance, ask the shipping line to provide him with a long-term bank 

guarantee. 
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operator to the shipping line (via its shipping agent): the Shipper or Consignee does not apply 
to the port but to the shipping agent (with all the documents mentioned above in step number 
1 of Aktau port procedure), pays all expenses and receives a delivery (or shipping) order. The 
agent copies electronically the port/terminal operator when issuing this order while the 
truck/driver data for pick-up or delivery are transmitted by the customer to the terminal via, 
again, the shipping agent. 

For the Clients: 

– All delivery/redelivery or shipping operations and payments, except customs formalities, are 
centralised and performed at one place only, the shipping agent office. 

For the Shipping Line: 

– It makes it possible to monitor and track the equipment (containers) at all times; 

– It ensures payments are duly received. This includes in particular: 

 Freights as the case may be: in the case of Aktau it is assumed the freight for import 
containers has been paid (since the port apparently does not ask for any corresponding 
proof). However, should the freight that is „said to be prepaid‟ not actually be collected 
(say the Shipper, responsible for payment of freight charges at the port of loading, for one 
reason or another, did not pay them in time) then the Shipping Line can decide to stop the 
container upon discharge at the port of destination. There is a potential „hole‟ in Aktau port 
procedure that may well allow the Consignee to escape the ban and pick-up the container 
from the port;  

 Container demurrage at terminal between discharging and pick-up dates, respectively 
delivery and loading dates. This important part of the financial process is completely 
ignored in Aktau port procedure; 

 Container deposit covering the value of the equipment in case of merchant haulage: in 
Aktau port procedure the customer can pick up a container without the shipping agent 
being informed and does not provide any guarantee for its return; 

 Container demurrage between exit import full and return empty from/to the port 
(respectively exit export empty and return full) in case of merchant haulage163. Again, this 
is not taken into account in Aktau port procedure; 

 THCs as per the Line‟s tariff (which may well differ from what is actually paid to the 
terminal operator164); and 

 Storages (collected directly by the shipping agent and paid back to the port). 

– It matches legal maritime requirements: the original Bill of Lading delivered upon shipment by 
the Shipping Line, duly endorsed by the Consignee or his empowered representative at the 
port of discharge, is handed back to the Shipping Line and not to the port as in Aktau. This 
endorsed B/L legally proves the maritime voyage has been duly and fully accomplished. 

                                                
163

 Merchant haulage means the inland carriage of the container to/from the port is performed by the shipper, 

respectively the consignee, as opposed to Carrier‟s haulage when inland transport is performed by the shipping line. 

164
 In Poti, for many years (and pehaps still today), considering the huge imbalance between export and import flows, 

shipping lines used to invoice an import THC which included the real import full THC plus the export empty THC plus 
some empty container storage expenses. 
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6.3 Appendix III: Bulgarian Container Market Statistics 

 
Container Turnover via Varna and Burgas, Full Containers Only 

 

    Import     Export     Total turnover Growth 

Year Port 20' 40' Total 20' 40' Total per port country   

  Varna 5,591 6,416 12,007 8,843 11,194 20,037 32,044     

2001 Burgas 1,727 1,28 3,007 2,64 3,21 5,85 8,857 40,901   

  Varna 7,596 9,158 16,754 10,21 13,76 23,97 40,724     

2002 Burgas 1,695 1,148 2,843 2,356 4,038 6,394 9,237 49,961 22.15% 

  Varna 9,466 10,886 20,352 10,665 15,168 25,833 46,185     

2003 Burgas 2,012 1,658 3,67 2,585 7,13 9,715 13,385 59,57 19.23% 

  Varna 12,423 15,446 27,869 13,399 17,218 30,617 58,486     

2004 Burgas     5,47     12,254 17,724 76,21 27.93% 

  Varna 14,2 19,768 33,968 12,206 15,502 27,708 61,676     

2005 Burgas     6,422     11,416 17,838 79,514 4.34% 

  Varna 17,534 23,574 41,108 12,639 17,258 29,897 71,005     

2006 Burgas     8,018     10,643 18,661 89,666 12.77% 

  Varna 20,94 23,608 44548 16,905 16,526 33,431 77,979     

2007 Burgas     13,144     10,466 23,61 101,589 13.30% 

  Varna 27,929 46,09 74,019 20,828 19,306 40,134 114,153     

2008 Burgas     19,622     10,655 30,277 144,43 42.17% 

  Varna 19,153 30,294 49,447 16,997 19,976 36,973 86,42     

2009 Burgas     10,646     6,831 17,477 103,897 -28.06% 

  Varna 17,962 29,28 47,242 23,972 24,016 47,988 95,23     

2010 Burgas     10,001     8,374 18,375 113,605 9.34% 

  Varna 20,703 30,006 50,709 24,671 24,628 49,299 100,008     

2011 Burgas     12885     11,235 24,12 124,128 9.26% 

  Varna 19,630 28,025 47,655 28,237 28,169 56,496 104,151     

2012 Burgas     16,546     16,926 33,472 137,623 10.87% 
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6.4 Appendix IV: CAREC Corridor 
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6.5 Appendix V: Comparison of Disbursement Accounts for Mother Container 
Vessel 

WESTERN BLACK SEA PORTS 

Vessel type: LOA 294.13 m / Beam 32.2 m / Depth moulded 17.45 m / Draft 13.5 m  

 GRT 53,000 

 Volume 165,628.71 cbm - Nominal container capacity: 5,300 TEU 

     

Port Ambarli Constanza Iliychevsk Odessa 

Currency USD Euro USD USD 

Date Sept.2011 Sept.2011 Sept.2011 Sept.2011 

     

Notice of arrival  8   

Channel Dues   7,128.64  

Light House Signalisation  1,581.78   

Light Dues 6,415  5,123.71 5,123.71 

Supervision of vessel  4,218   

VTMS   3,983.14 3,983.14 

Port Access Tariff  4,113   

Tonnage Dues (In & Out)   19,381 19,381 

Quay Tariff 4,218 2,793   

Wharfage   3,898.48 3,898.48 

Anchorage fees 299    

Watchman Service   175.33 272.04 

Basin Tariff  63   

Outer Roads Supervision  20   

Harbour Master Office dues 50 5,272.6 233.33 375.9 

Port Authority fees   838.25  

Administrative Dues    2,450.47 

Mooring / Unmooring 755 970 766.8 681.6 

Sanitary Dues 10,734  2,450.47 2,450.47 

Sealing of Valves   83.33 128.09 

Environment and garbage fees 750    

ITF Fee  80   

Tugs In  5,280 6,816.77  

Pilotage In  2,584.01   
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Tugs Out  5,280 9,089.02  

Pilotage Out  2,584.01   

Pilotage In / Out 5,970  5,291.67 2,694.63 

Tugs In / Out 4,694   16,440.43 

Tugs / Overtime  1,600   

Hatches handling   451.2  

Hatch cover discharging    2,880 

Contribution to Chamber of Shipping 216    

Maritime Chamber of Shipping 600    

Contribution to Ship Agents' Association 40    

Customs' overtime 330    

     

TOTAL 35,071 36,447.4 65,711.14 60,759.96 

TOTAL IN EUROS PER PORT 25,187.45 36,447.4 47,192.72 43,636.86 

(Basis yearly average exchange rate 2011 

1 EUR=1,3924 USD)    
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6.6 Appendix VI: Traffic at Ukrainian Ports for Selected Cargos 

IN THOUSAND TONS, TARE INCLUDED 

         Total Ukrainian 

Year Roro Wagons Cntrs Total Ports Traffic 

2009 421.9 0.26% 2,826.8 1.74% 5,190.8 3.20% 8,439.5 5.21% 162,039.4 

  1.7 0.40% 493.1 17.44% 19 0.37% 513.8 6.09%   

2010 452.4 0.29% 3,259.5 2.11% 6,687.5 4.33% 10,399.4 6.74% 154,381.9 

  3.8 0.84% 585.4 17.96% 25.9 0.39% 615.1 5.91%   

2011 724.2 0,45% 1,788.8 1.11% 7,707.3 4.77% 10,220.3 6.32% 161,638.5 

  2.3 0.32% 416.8 23.30% 48.4 0.63% 467.5 4.57%   

The tonnages shown on the second line are those carried by Ukrainian-flag vessels for each 
year (e.g. 1.7 thousand tons Roro cargo have been carried by the Ukrainian fleet in 2009) and 
the percentages next to them represent the proportion carried by these vessels from the total 
tonnage for the considered type of cargo during that year (e.g. 1.7 / 421.9 = 0.40% of the total 
2009 Roro cargo has been carried by the Ukrainian fleet). 
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6.7 Appendix VII: MAERSK AE10 and AE3 Asia to Europe Services 

(WESTBOUND ROUTES)  

 

 
Source: Maersk Line 
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Source: Maersk Line 
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6.8 Appendix VIII: Potential Rail Ferry Trade in the Caspian Sea  

Maritime distances retained for calculation are as follows: 

– Baku/Aktau : 296 nm 

– Baku / Turkmenbashi:179 nm 

A number of assumptions are made: 

– The newest 54 wagon, ferries (M/S „Barda‟ and „Balaken‟) sail at 90% of their design 
service speed (14.5 kn) as do the 4x52 wagon ones (M/S „Academic Zafira Aliyeva‟, 
„Karabakh‟, „Aghdam‟ and „Shahdag‟) and are deployed in priority on the longer Baku-
Aktau route, 

– The other rail-ferries of the „Daghestan‟ class sail at maximum 12 kn,  

– The steaming time along the shallow, unsafe Turkmenbashi access channel is about 3 
hours per passage, 

– All five rail bridges/ramps (2 in Baku, 2 in Turkmenbashi and 1 in Aktau) are in good 
working condition and can be used practically 24/7 year-long. 

Hypothesis 1 

Calls at each port from arrival at inward pilot station to sailing from outward pilot station last 24 
hours (without any waiting time for berthing) which seems to be the very best achievable at Ak-
tau and Turkmenbashi for the time being. 

Estimated roundtrip durations: 

Baku-Aktau:  
1 d (Baku)+2*296/14.5*0.9*24 (sailing time to and from)+1 d (Aktau)=3.89 d rounded up to 4 d 

Baku-Turkmenbashi:  
1 d (Baku)+2*179/12*0.9*24 (sailing time to and from)+2*3 h (Turkmenbashi channel in and out) 
+1 d (Turkmenbashi = 3.64 d rounded up to 4 d 

Number of possible trips per vessel 

(360-5)165/4 = 90  

Theoretical carrying capacity based on full loading of all vessels both ways 

=90*(2*54*2+4*52*2+7*28*2) = 92,160 wagons i.e. ca 5.5 MT cargo.  

As a matter of fact this figure can‟t be reached. In this scenario the only 2 ramps at Baku work-
ing at full capacity cannot handle more than: 

360 d * 2 vessels * 2*54 wagons (based on the capacity of the biggest vessels) = 77,760 wag-
ons p.a. 

Hypothesis 2 

Calls at each port from arrival at inward pilot station to sailing from outward pilot station last 12 
hours (without any waiting time for berthing) as was the norm at all rail ferry ports during Soviet 
times. 
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 Taking into account a yearly provision for normal maintenance and repair and about 15 days drydocking every 5 

years for class inspection and other technical maintenance requirements. 
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Estimated roundtrip durations: 

Baku-Aktau:  
1/2 d (Baku)+2*296/14.5*0.9*24 (sailing time to and from)+1/2 d (Aktau)=2.89 d rounded up to 3 
d 

Baku-Turkmenbashi:  
1/2 d (Baku)+2*179/12*0.9*24 (sailing time to and from)+2*3 h (Turkmenbashi channel in and 
out) +1/2 d (Turkmenbashi = 2.64 d rounded up to 3 d 

Number of possible trips per vessel 

(360-5)166/3 = 120  

Theoretical carrying capacity based on full loading of all vessels both ways 

=120*(2*54*2+4*52*2+7*28*2) = 122,880 wagons i.e. ca 7.4 MT cargo.  

In this case the 2 ramps at Baku working at full capacity can handle up to: 

360 d * 2 * 2 vessels * 2*54 wagons (based on the capacity of the biggest vessels) = 155,520 
wagons p.a. 

The rail access to the port of Baku being restricted to night time only, it will probably not be pos-
sible to implement such a working schedule until Alyat becomes operational. 
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 Taking into account a yearly provision for normal maintenance and repair and about 15 days drydocking every 5 

years for class inspection and other technical maintenance requirements. 
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RAIL SECTOR OVERVIEW  

Railways are one of the key components of the transport system in TRACECA member-states. 
After pipelines, railway remains the main mode for overland transport and delivery of bulk car-
goes in large volumes over medium and long distances.  

All TRACECA countries have a historically deeply-rooted rail transport culture, which is easily 
explained considering the low density of the population, the poor condition of the road networks, 
the relative cheapness of railway transport and the huge distances that occasionally exist be-
tween human settlements (e.g. in Kazakhstan). The significance of this mode of transport is ob-
viously even higher for land-locked and mountainous countries. The historical development of 
transport in TRACECA countries has been determined, to a large extent, by the level of the 
countries‟ global development. 

The TRACECA Corridor originates in Eastern Europe (Bulgaria, Romania, Ukraine) and crosses 
into Turkey. The route then travels over the Black Sea to the ports of Poti and Batumi in Georgia 
and follows the transport networks of the countries in the South Caucasus. From Azerbaijan, 
using the Caspian Sea rail ferries (Baku-Turkmenbashi, Baku-Aktau) the TRACECA route con-
nects to the railway systems of Turkmenistan and Kazakhstan, whose transport grids are con-
nected to Uzbekistan, Kyrgyzstan and Tajikistan and extends to the borders of China and Af-
ghanistan.  

The railway network of Turkey, which is not yet linked directly with the former CIS railway net-
work, will soon meet it in the East, when the railway line Kars-Tbilisi opens and provides uninter-
rupted access by sea to the European network via the “Marmaray” tunnel.  

The estimate, calculated by the transport model developed within the EU-funded TRACECA 
IDEA Technical Assistance project in 2010, yields a railway share in the market of long distance 
freight transport ranging from 37% of the ton-km total for energy products, to 95% for raw mate-
rials. According to future projections, the accessibility of the TRACECA region in the next twenty 
years will continue to depend on how the railway networks and railway services affect regional 
competitiveness in terms of trade and costs of exported and imported goods. In most TRACECA 
countries, after about 20 years of low investment in railways, there is a great need for invest-
ment in rehabilitation, up-grading, modernisation and expansion of the existing infrastructure 
and rolling stock. These investments can ensure a future sustainable operation of railway 
transport, resulting in increased technical levels and improved and significantly higher quality of 
service. 



   

Logistics Processes and Motorways of the Sea II 

 

 

 Progress Report IV Annex 5 Page 5 of 44 

1 RAILWAY COMPANIES 

1.1 Corporate Status, Operational Structure, Financial Position 

Railway transport in TRACECA member states is currently in a transitional phase, characterised 
by reforms, restructuring and partial privatisation of railway infrastructure (such as container 
terminals in Armenia, Georgia and Kazakhstan) and rolling stock in some countries. For rolling 
stock, privatisation means partly selling publicly owned rolling stock to private owners and partly 
transferring fleet management from public railway inventory to privately managed railway stock. 

 Historically, the national railway administrations of the former Soviet republics were 
state owned enterprises operating under the Ministry of Railway Communications of 
the USSR. To date, most of them became closed JSC with 100% state capital 
operating under national transport ministries (or other public authorities). There was 
only one exception, the Armenian railway operator “South Caucasian Railway” 
(SCR), which was created in accordance with the Concession Agreement signed by 
“RZD” (Russia) and the Republic of Armenia in 2008 and is the sole fully private 
railway operator among all TRACECA countries. 

 A single model of rail infrastructure and operations management in the space of 
„15201 space‟ does not exist. Each state chooses its own scheme, based on 
external and internal factors. 

Armenia: The management of the entire railway infrastructure of the Republic of Armenia was 
transferred to „SCR‟, the rolling stock being carried as an asset by the Company. One of the key 
areas of „SCR‟ concession activity is investment in the rehabilitation of Armenia‟s railway infra-
structure, rolling stock and new technologies. The total amount of planned investments is USD 
572 M.  

In 2011, a Directorate for Infrastructure Management was created within „SCR‟ and entrusted 
with the operation and modernisation of the railway infrastructure, including optimising the cost 
of infrastructure management. Armenia acceded to the Intergovernmental Organisation for In-
ternational Carriage by Rail (OTIF) in July 2011 and is a member of CIT. 

Azerbaijan: The state owned JSC „ADY‟ comprises three operational divisions based in Baku, 
Ganja and Nakhichevan, with the general management located in Baku. The „State Programme 
for the development of the railway transport system 2010-2014‟ with an overall budget of USD 
1.5 B aims at transforming ADY into a financially self-sustainable operation covering all its costs 
(including infrastructure, maintenance and traction) by revenues, while improving its operational 
efficiency and increasing transparency of the railway sector by introducing International Finan-
cial Reporting Standards and profit centres (passenger/freight).  

The separation of operations and infrastructure management is under discussion, but is far from 
completion. A draft railway law proposes an EU type railway structure creating separate compa-
nies to manage railway infrastructure and operate freight and passenger services. This may 
pave the way for the participation of the private sector in railway operations, which in turn makes 
it possible to improve the competitiveness of this mode and strengthen the capitalisation of the 
industry.  

ADY is a member of CIT.  

                                                
1
 As a reference to the broad Russian gauge of 1,520 mm as opposed to the Western European one of 

1,435 mm. 
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Georgia: Georgian Railway (GR) was restructured in 2004 as a state-owned JSC. It is in 
charge of both the management and maintenance of the rail infrastructure, as well as all opera-
tions of passenger and freight services. The general manager of GR is subordinated to a super-
visory board. GR is a vertically-integrated operator with a statutory monopoly and, at the same 
time, deregulated tariff-setting. As part of a modernisation programme, 2,445 employees were 
laid off, while wages for remaining employees were increased. In a truly market-oriented ap-
proach, tariffs for freight transport were lowered, whilst modernised. In 2010, GR established a 
subsidiary, Georgian Railway TransContainer Ltd (GRTC) to take care of container operations 
and, specifically, the management of the railway container terminals. In 2011 GRTC took over 
all container operations (including rail transport, pre- and post carriages, logistics and storage) 
from GR‟s previous sub-contractor, InterTrans. 

Georgia (an OSJD member state since the mid 90s) acceded to OTIF in May 2012. 

There were some unsuccessful privatisation attempts in the early 2000s. Still, the Georgian 
government intends to privatise GR, separating the ownership/management of infrastructure 
from the operation of passenger and freight services. The state-owned JSC Partnership Fund, 
which holds stakes in some of the major Georgian state enterprises but seems to be as much a 
political instrument as an economic tool, made changes in the leadership of Georgian Railway 
after the October 2012 parliamentary election. Earlier that year, GR, one of the country's largest 
taxpayers and employers, had planned an Initial Public Offering of up to 25% of its shares on 
the London Stock Exchange, but it was postponed citing “challenging capital market conditions”.  

Kazakhstan: The Kazakh railways are managed by the national JSC „Kazakhstan Temir 
Zholy‟ (KTZ) which was created in 2002 in order to improve management and accounting 
methods. The sole shareholder of the company is the National Fund “Samruk-Kazyna”, 100% 
owned by the Republic of Kazakhstan. The Fund manages KTZ through the Board of Directors, 
without interfering in operational work. The activities of KTZ are controlled by the Ministry of 
Transport and Communications and the State Agency for Regulation of Natural Monopolies.  

KTZ is charged with the management and maintenance of the rail infrastructure, as well as op-
erations of passenger and freight services. The state retains ownership of the railway's infra-
structure, 50% of the freight rolling stock and almost all locomotives.  

KTZ acts as a holding company, with 26 wholly owned JSC subsidiaries providing key functions 
such as the management of passenger and freight services, infrastructure maintenance, traction 
and rolling stock provision and maintenance and telecommunications. Traction is under the KTZ 
subsidiary “Lokomotiv”, which was given the stock of locomotives. Wagons are partly sold to 
private companies and partly transferred to KTZ subsidiaries. Repair and maintenance facilities 
are performed by either a State JSC or by an already privatised workshop. Major terminals were 
transferred to “Kedentransservice”, 67% of which has been owned since 2011 by the Russian 
company TransContainer2, with a minority share of KTZ. Containers and related operations 
were transferred to “Kaztransservice” (KTS). The Government of Kazakhstan is in the process 
of creating KTZ logistics, based on the same scheme that was developed in Russia and in 
Germany.  

While the state intends to retain ownership of the railway‟s assets, competition is foreseen for 
the future in the freight sector. There are plans to establish a dedicated freight transport compa-
ny as well as another for passenger transportation. Also, a special infrastructure unit will be cre-
ated within KTZ by 2014, which would be able to set up tariffs on its own for the use of infra-

                                                
2
 An RZD subsidiary listed on the London Stock Exchange and the leader of container rail transport in 

Russia. 
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structure. This would increase the capitalisation of the parent company by covering all the oper-
ational costs (dispatching, maintenance of infrastructure) by revenues (charges for the use of 
tracks and related services). 

KTZ carries two times more freight on rail than Deutsche Bahn, its freight turnover is about USD 
3 B and its market share is more than 80% in ton-km. Passenger services represent less than 
10% of total KTZ turnover, but this figure has improved over the past ten years as they better 
irrigate the country, thus offering enhanced services with higher quality.  

Kyrgyzstan: „Kyrgyz Temir Zholy‟ (KTJ) is the national railway developer of Kyrgyzstan and 
provides cargo and passenger services. KTJ is subordinated to the Ministry of Transport, which 
has just begun to form its structure after many changes of management. In early 2012, the for-
eign liability of KTJ in relation to Russian Railways and Kazakh KTZ amounted to USD 19.04 M.  

The share of rail freight transport in total freight volume in Kyrgyzstan is only about 5%; the 
dominant transport mode is road transport. The Northern and Southern parts of the country are 
not connected by railways. Lack of finance and the complex mountain landscape of the country 
did not allow a connection between the two parts of the country by rail until now. There are high 
expectations of the China - Kyrgyzstan - Uzbekistan (hereinafter „CKU‟) railway construction 
project described further below.  

Moldova: The state enterprise „Calea Ferată din Moldova‟ (CFM) focuses on reviving the rail-
way transport system in the country3. Plans include increasing railway traffic speed, the modern-
isation of the company‟s rolling stock and the renewal of the railway passenger coaches used 
on international routes (passenger transport on international routes is the only segment current-
ly profitable). The Company plans to open the rail transport market to private operators in the 
next five years. It also intends to initiate separation according to cost centres for freight and 
passenger transport and from the point of view of the public infrastructure. This last point is al-
ready underway and has been implemented. The Company is currently working on a total re-
structuring and externalisation of the services considered non-profitable. In 2013, CFM will be 
restructured: Moldovan Authorities consider the set up of three companies: the railway infra-
structure manager, the national railway passenger transport operator and the railway freight 
transport operator. 

Political problems are still the reason why the direct link between Moldova and Ukraine via 
Transnistria is not in operation for freight services. Moreover, changes in the economic flows 
between Ukraine/Kazakhstan and Romania for the steel industry, based in Galati, explain the 
decrease of freight operations through Moldova.  

Tajikistan: The state owned company „Tajik Railways‟ was established in 1994 and is the sole 
national rail operator. Tajik Railways is under a process of self-restructuration. The policy of the 
state is aimed at liberalising the railway market and conditions allowing private operators to 
emerge. Tajikistan plans to create a separate infrastructure company by 2018, which would op-
timise the cost of upgrading railway tracks by eliminating cross-subsidies that are hampering 
equal access to the railway network for all market players. Currently, the level of investment into 
the rail infrastructure of the country is very low, despite the fact that the tariffs are set by the 
Company itself.  

Turkmenistan: Turkmen Railways (TDY) is a state enterprise that owns and operates the rail-
way network in the Republic of Turkmenistan. According to the law “On Railway Transport”, the 

                                                
3
 The freight volume carried fell from 3,655 to 927.1 Million Tons-km between 2006 and 2010. The drop 

was especially sharp in transit cargo flows, which decreased by nearly 10 times (2,536 to 284.6 Million 
Tons-km). 
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Ministry of Railway Transport remains the main provider of railway transportation services in the 
country. The organisation of the railway administration makes it uncertain to develop commer-
cial relations due to its bureaucratic structure, but an in-depth reform of the management sys-
tem is taking place and the government is aware of the benefits of transit development through 
the country. New lines are under construction to improve the possibility for transit development 
in the north-south direction.  

Uzbekistan: The state JSC „Uzbekistan Temir Yullari‟ (UTY) was founded in 1994 on the basis 
of the regional section of the former Soviet Central Asian Railways. Local and foreign private rail 
freight forwarders are working exclusively through appropriate divisions of UTY that specialise in 
the transportation of all kinds of bulk (solid and liquid) or packed cargoes, including containers. 
UTY is subordinated to the Cabinet of Ministers of Uzbekistan and its general director is ap-
pointed by the President of the Country.  

There is no separation between freight and passenger transport operations and management of 
infrastructure, a step that has been long requested by donors. Political considerations have led 
to unclear priority setting and the involvement of UTY in the financing and implementation of 
public non-railway-related projects over the past years has not always been fully based on 
commercial prospects. This largely erased the benefits of substantial structural changes. Freight 
transportation is still able to cross-subsidise the passenger traffic (tariffs are regulated by the 
government), while the maintenance of the network, including its seldom used segments, entails 
a serious financial burden depriving UTY of flexibility in their tariff-policy. The state-owned UTY 
has been exempted from privatisation. 

Ukraine: The State Administration of Railway Transport of Ukraine „Ukrzalisnytsya‟ was estab-
lished in 1991 to centralise management of the country‟s rail network after Ukraine declared in-
dependence. The enabling legislation transferred control of 6 regional companies to UZ. At pre-
sent, UZ combines both public administration functions and those of a commercial operator. It 
monitors and manages the activities of the regional railways and oversees their operational and 
financial performance. However, they are still directly owned by the state and technically are 
subsidiaries of UZ, controlling the Ukrainian railway assets.  

UZ carries as much freight as the western EU-15 countries and as many passengers as the 
central and eastern EU-10 countries.  

UZ, a monopoly that controls the vast majority of the railroad transportation in Ukraine, plans to 
invest more than USD 1 B in the modernisation of its stock in 2013, according to the company. 
At the same time, UZ announced that it does not have enough funds to implement the project 
and hopes for state support. This is due to the fact that its activities have been unprofitable in 
recent years. For example, losses from passenger traffic are expected to be approximately 900 
Million USD in 2012 as no financial compensation for Public Service Obligations (PSOs) is paid 
by public authorities to UZ or to regional railway companies. In such a context, profits from the 
freight activity are just financing losses of the unprofitable passenger business, and are not 
used to invest in the renewal of assets necessary for the freight business. 

Since the 2010 elections, new proposals for partial privatisation of UZ have been brought for-
ward.  

In March 2012 the President of Ukraine signed a law that paved the way for the privatisation of 
hundreds of state-owned companies previously considered as strategic assets. According to 
this law, the new rail entity will be created as a public JSC with 100% of the shares owned by 
the state through the merger of the State Rail Transport Administration, Ukrzaliznytsia, and pub-
lic railway enterprises, institutions, and organisations. In addition, the company's charter capital 
will include shares and stakes owned by the state in companies created with the participation of 
railway transport enterprises. The law on the specifics of the creation of a state  JSC of public 
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railway transport provides that the railway infrastructure is not to be transferred to the charter 
capital of that company, while 100% of its shares will be in state ownership. 

Under the plan presented to Parliament, UZ would be restructured as a JSC by 2015. The infra-
structure and traction would remain under state control, while the six regional companies would 
be merged into a single legal entity. The basic infrastructure department is meant to have finan-
cial autonomy.  

At the end of 2011 and beginning of 2012, the rolling stock was transferred to state owned enti-
ties within the UZ structure and started being operated as private wagons and no longer as in-
ventory wagon fleet. The badly-regulated process took an unduly long time and seriously affect-
ed the operations of UZ's customers. 

Later the stock could be handed over to private companies responsible for investing in renew-
als. The government of Ukraine is considering the possibility of granting permission to private 
companies to start railway passenger transportations within the country.  
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2 EXISTING INFRASTRUCTURE AND ROLLING STOCK  

2.1 Rail Infrastructure 

Although some countries have a rather comprehensive railway network the rail freight traffic de-
clined with the fall of USSR. The main reasons were a dramatic decrease in rail-based indus-
tries, an improving road network and strong competition from the trucking industry.  

The condition of the infrastructure in the majority of countries is poor and characterised by a 
high level of deterioration. For more than 20 years after the countries gained independence 
there was only a low investment in the railways, which resulted in the poor maintenance and 
rehabilitation of infrastructure sections. Additionally, if rolling stock is not renewed timely and 
properly there can be an impact on the general performance of the railway transport in terms of 
cost, lead time and safety. Freight train speeds vary from 60 to 80 km/h, with restrictions of 30-
40 km/h on some sections within particular countries. Currently, all TRACECA member states 
are taking steps towards reforming their railway sector and some are already quite far into the 
process.  

The liberalisation of access to railway infrastructure access has been slow, but is now in pro-
gress. As already noted, in most countries the separation between infrastructure and freight and 
passenger operations within the national railway companies is taking place or is in the plans.  

Initially in the reform process, infrastructure management and operations mostly preserve the 
natural monopoly status. Therefore, train paths allocation, access to the terminals and infra-
structure charging are fully dependent on the national operator. In most countries there is no 
railway regulatory body and safety functions are still fully within the national monopoly infra-
structure manager and service provider. However, some of the countries have plans to open 
access for the freight and passenger operations to the private sector.  

The railway infrastructure characteristics of the respective countries are summarised in Table 1 
below.  

The railway networks are quite dense and in most countries electrified to a great extent. All 
TRACECA countries belong to the so called „1520 space‟ (Russian gauge standard), but in 
Ukraine and Moldova there are some sections that exist in European gauge standard. Tracks 
built to this standard gauge exist in Poland, Slovakia and Romania where they were built to fa-
cilitate trade in relation with the steel industry in Katowice, Kosice, and Galati. These railway 
stations in Poland and Slovakia are now the ending/starting points of container block trains into 
the CIS. The railways of some countries are still not electrified, though electrification projects 
are under way (e.g. in Kyrgyzstan, Moldova, Tajikistan, Turkmenistan and Uzbekistan). The 
electrification systems vary from 3 kV DC to 25kV AC – 50 Hz. 

Table 1: Rail Infrastructure Main Parameters by Beneficiary Countries 

Country 
Total rail 

length, km 
Double track, 

km 
Electrified, 

km 
Electrification 

system 
Gauge, mm 

Azerbaijan 2,929.4 804,7 1,271.4 3 kV DC 1,520 

Armenia 1,328.6  n/a 845,0 3 kV DC 1,520 

Georgia 1,619,7 293,3 1,523.6 3kV DC 1,520 

Kazakhstan 14,200.0 4,800.0 4,100.0 25kV AC – 50 
Hz (partly 3kV 
DC) 

1,520 

Kyrgyzstan 467.0 108.0 - - 1,520 
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2.2 Rolling Stock  

Many years of regulated tariffs have left the countries‟ rail network and rolling stock significantly 
under-financed. In most of the countries, the current fleet has a service life exceeding the target 
average of 30 years. One immediate consequence of this is much higher maintenance costs.  

Following the Russian example, common stock wagon fleets are no longer available in the most 
important railways of the CIS countries. Publicly owned wagon fleets are operated as privately 
owned wagons fleets. This change of status caused (and still causes) problems, especially in 
ports and at border stations where transhipment is necessary, e.g. the border stations between 
Kazakhstan and China. 

Generally, it appears that countries are experiencing a vast shortage of railway wagons and 
container platforms not only because of the wagons' condition and age, but also due to the 
change of status with the wagons. Nevertheless, all TRACECA countries are taking steps to-
wards rolling stock renewal as well as upgrading and repair of the existing fleet. 

Armenia: In 2008-2009, the main priority of “SCR” investment programme was to upgrade the 
rolling stock. Currently, more than 400 freight cars are modernised and the passenger cars are 
upgraded to 70%. Traction rolling stock is equipped with new locomotives. SCR owns 49 elec-
tric and 30 diesel locos, but also 1,839 freight and 135 passenger cars. 

Azerbaijan: The locomotive fleet has been heavily-used and is technically obsolete: about two 
thirds of the fleet requires replacement and modernisation. As of 2010, ADY had 204 two-
section electric locomotives in its fleet, of which 96 were in active use (about half of them over 
15 years old). The remaining units were VL-8 locomotives of more than 35 years of age. The 
VL-8 locomotives are beyond their design life and are experiencing a high level of failures: 
roughly one failure per locomotive per month. These locomotives need to be rehabilitated or re-
placed soon. As a consequence, the weight of the trains is reduced to 2,800 T (instead of 
3,500). ADY‟s freight wagon fleet is also ageing. ADY has more wagons in aggregate than it 
needs, with 7,771 wagons in the working fleet, another 10,162 wagons that are usable and 
spare and a further 5,655 wagons that could be rehabilitated if they were needed. ADY, howev-
er, anticipates shortages of semi-wagons and tank wagons in the near future. 

As far as the international freight carriage is concerned, the Azerbaijan Railways in line with the 
State Development Programme for Railways is carrying out the reconstruction and modernisa-
tion of infrastructure, as well as the upgrading of the rolling stock. It is envisaged that in the ini-
tial phase the passenger train speed will be increased up to 140 km/h. For the sake of enhanc-
ing the train handling capacity on the main double-track line of the TRACECA railway route, a 
single track railway bridge Poylu - Salogly is being reconstructed into a double track bridge.  

In relation with the Kars - Tbilisi - Baku Project the railway lines in Azerbaijan are being modern-
ised to the latest technology and brand new and fast rail stock is under acquisition. As part of 
the renovation of rolling stock, ADY now plans to buy 100 new passenger carriages as well as 
50 locomotives for cargo and 12 locos for passenger transport. Furthermore, some 50 passen-

Moldova 1.157 - - - 1,520 (14km -1,435) 

Tajikistan 960.6 61.5 - - 1,520 

Turkmenistan 3,550.9 34,5 - - 1,520 

Uzbekistan 6020.0 392.0 735.4 25kV AC – 50 
Hz 

1,520 

Ukraine 21 665,4 n/a 5 325,2 25kV AC – 50 
Hz 

1,520 (350,1 km - 
1,435) 

4 763,0 3 kV DC 



   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 12 of 44 Annex 5 Progress Report IV 

ger carriages were sent to Ukraine for overhaul and the repair of another 30 carriages is 
planned. 

Georgia: GR has 308 locomotives, of which 174 are electric and 134 diesel. In addition, it has 
11,711 freight cars, including 1,205 platforms and 50 container cars. Many of these locomotives 
and wagons are in obsolete condition and their operation is time-consuming (e.g. if a regular 
change of locomotives and wagons is required, the speed of the trains is reduced). The maxi-
mum train mass allowed on the Georgian railways varies from 2,800 to 3,000 T. Within the in-
vestment programme providing for a complete upgrade of passenger rolling stock, China South 
Locomotive and Rolling Stock (CSR) branch Nanjing Puzhen Rolling Stock Co. won the Second 
Contract for five EMUs (Electrical Multiple Units) from GR in 2011 (the 1st one was for 3 EMU). 
Another major Chinese electric locomotive manufacturer and CSR affiliate, CSR Zhuzhou Elec-
tric Locomotive Co., won a bid to export 40 bullet train locomotives to Georgia. 

Kazakhstan: In 2010 the working fleet of wagons in Kazakhstan was around 96,409, of which 
43,305 were privately-owned. KTZ owns around 1,000 container wagons, but they are always in 
short supply in spite of the fact that around 1,000 additional foreign container wagons are circu-
lating permanently on the Kazakh territory. More than 20,000 new wagons were ordered and 
received in 2011 and 2012 to renew the KTZ publicly owned wagon fleet on the basis of EBRD 
loans and bonds emissions on the financial markets. For passenger business, KTZ developed 
new services using TALGO rolling stock, produced and maintained in Astana in a new factory 
and workshop operated as a joint venture KTZ/TALGO called TULPAR TALGO, on the basis of 
a 15 year-contract between KTZ and TALGO. KTZ also received new DMU‟s rolling stock pro-
duced in Poland to be operated on domestic services between Turkestan and Shymkent. A pro-
ject for a totally new high speed line between Almaty and Astana is under discussion. In De-
cember 2012, KTZ, French Alstom and Russian Transmashholding (TMH) railway equipment 
manufacturers inaugurated their joint new plant for the production of electric locomotives in 
Astana. An agreement has been signed in Astana by GE Transportation, the Remlokomotiv 
subsidiary of KTZ and Transmashdiesel (a subsidiary of above-named Tansmashholding) to set 
up a joint venture company to produce GE Evolution series engines. The factory is expected to 
become operational by the end of 2014. KTZ's subsidiary Lokomotiv Kurastyru Zauyty (LKZ) 
already has a locomotive assembly plant in Astana, which can produce under license up to 100 
Evolution series locomotives a year4. Along with the increase of local content in locomotive pro-
duction, the plant actively works on bringing the domestic product to the markets of CIS and 
Baltic countries. KTZ will use the USD 425 M loan from the U.S. Export-Impact Bank to buy 200 
GE Evolution series locomotives and locomotive kits that will be assembled into locomotives at 
LKZ's plant in Astana. 

Kyrgyzstan: The KTJ locomotive fleet is worn by 100%. KTJ expects to sign an agreement for 
the supply of five GE Evolution locomotives being built under license by LKZ. 

Moldova: Moldovan Railways own 15 diesel units with four coaches each which are due to be 
modernised. Some priority projects refer to the upgrading of the passenger rolling stock for 
transport to the EU countries, a project estimated at EUR 25 M, as well as the revamping of the 
rolling stock fleet for the transport of passengers to the CIS countries (also EUR 25 M). The 
modernisation of the locomotive fleet is another project that would require EUR 25 M. Financing 
might come from the EBRD and talks are underway. Moldovan Railways have a joint project 
with Remar Paşcani SA (Romania) for the complete overhaul of diesel units. Collaboration plans 
with Remar Paşcani also include modernisation of boogies to be used on the European 1,435 
mm gauge rail tracks. 

                                                
4
 109 such locos were actually produced in 2011. 
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Tajikistan: In 2009, Tajikistan‟s Railways purchased 294 new train cars, including 259 cargo 
cars and 35 passenger carriages. Currently, Tajikistan‟s rolling-stock includes 2,100 cargo cars, 
318 passenger carriages and 90 diesel locomotives. In 2012, the national railway company pur-
chased 6 GE Evolution locos produced in Kazakhstan. 50-70% of the rolling stock is outdated 
and needs replacement. Corresponding modernisation steps are foreseen in the national plan 
for transport development. 

Turkmenistan: In 2011, CSR signed a USD 395 M contract to provide 75 locomotives to Turk-
menistan. Under the agreement CSR will deliver ten diesel locomotives for freight trains and 40 
shunting locomotives and will also supply spare parts for the railcars. In 2012, Turkmenistan 
also purchased 350 diesel-powered drive engines in China. In 2012, the British company Stock 
Plaza completed a number of supply orders for the Ministry of Railway Transport of Turkmeni-
stan for several batches of special freight wagons for transportation of cement, mineral fertiliz-
ers, grain and mineral products, as well as self-unloading wagons. New passenger cars are im-
ported from China and as of 2012, the fleet has been almost completely renewed and increased 
by 271 cars. The locomotive fleet received 36 units. The freight wagon fleet has been signifi-
cantly upgraded by more than 1,000 units. 

Ukraine: The cargo rolling stock consists of 190,000 units, of which 130,000 are publicly owned 
under UZ control and 60,000 are privately owned wagons. The cargo rolling stock includes 
1,900 electric locomotives and 2,500 diesel ones. Rolling stock renewal is a key priority for UZ. 
In 2006 UZ embarked on a major programme of rolling stock renewal and modernisation at its 
own workshops. As far as possible the new stock is being built by Ukrainian companies, but to 
the latest international specifications. In 2007, UZ signed an agreement with Siemens for the 
joint development of a dual-system AC-motored electric locomotive DC-4, intended for operation 
at a speed of 200 km/h. Between 2009 and 2014 UZ expects to take delivery of 50 DC-4s, with 
the first 10 being built in Germany and the remainder assembled locally by the Zaporizkhky Lo-
comotive Plant. In 2012, the EBRD has agreed to provide a USD 62.5 M loan to UZ for the pur-
chase of freight wagons as part of the country's rolling stock modernisation programme. EBRD 
provided another loan of USD 62.5 M to UZ in 2009 to replace old freight wagons as part of its 
fleet renewal programme. The bank also offered a loan of USD 13 M in December 2011 to JSC 
Lugcentrokuz (LCK), an Ukrainian engineering and industrial company specialising in the pro-
duction of forged and stamped steel equipment for the rail industry, to improve freight transpor-
tation services as well as manufacturing of components for freight wagons. EBRD is also fund-
ing for about USD 90 M together with private banks (Raiffeisen Bank, Unicredit Bank and Erste 
Bank), new wagons acquisition by a private wagon-fleet owner and manager at InterleaseIn-
vest. A joint project “Introduction of High-speed Passenger Trains on the Ukrainian Railways” is 
being implemented with the participation of EBRD. The total value of the project amounts to 
USD 200 M, including an EBRD loan of USD 120 MD. This was supposed to complement the-
new EMUs trainsets produced by Hyundai Rotem to operate during the football championship 
EURO 2012. The interregional trains, produced by Hyundai Rotem began to run on the railways 
of Ukraine from May 27, 2012 under the name “Ukrainian Express”. In December 2012, due to a 
sharp deterioration of weather conditions in Ukraine, the majority of these trains broke down. 
Ukraine has its own prototype of high-speed train, but the domestic producer Kriukov Car Plant 
reportedly sets unreasonable prices for its model. 

Uzbekistan: Upgrading the rolling stock, including acquisition, modernisation and major repairs 
with prolongation of service life of cars and locomotives, and building of new freight cars is one 
of the priorities of UTY. As of 2009 the company park included 25,700 freight cars, with an av-
erage deterioration of 50%.  

The ongoing projects should allow UTY to upgrade its freight car fleet by almost 30% within five 
years. As per plan, UTY intends to finish the modernisation and restoration of its park of diesel 
locomotives by 2014 at a total cost of USD 181 M. 2,550 cargo wagons will be produced and 
7,110 wagons will be rehabilitated between 2011 and 2015. The project envisages the construc-



   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 14 of 44 Annex 5 Progress Report IV 

tion of a diesel locomotive engineering plant on the basis of the existing “Uzzheldorremmash” 
industrial mill located in Andijan (so far manufacturing rail equipment spare parts and equipment 
for the repair of rolling stock). The projected capacity would be of 208 locomotive sections per a 
year. The financing will be carried out at the expense of a credit granted by the EBRD - USD 55 
M and the company's own resources of USD 126 M. UTY entered into a contract with the Span-
ish Patentes TALGO for the purchase of two high-speed passenger trains Talgo-250 and eight-
een passenger cars worth EUR 38 M. UTY concluded contracts for the supply of 15 electric lo-
comotives with CSR subsidiary Zhuzhou Electric Locomotive Co. for USD 73.8 M. There is a 
shortage of specialised wagons and Uzbekistan Railway owns very few containers. Almost all of 
the containers used for transporting goods in and out of Uzbekistan are owned by shippers or 
by foreign railways, foreign freight forwarders, foreign logistics companies and foreign container 
leasing companies. Uzbekistan Railway carries containers in “home grown” flat wagons by re-
moving the box from old box wagons. It also moves containers in whatever wagons are able to 
accommodate a container. This results in damage to the container and its cargo and damage to 
the rail wagon. 
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3 NATIONAL NETWORKS, REGIONAL, INTERNATIONAL AND TRACECA RAIL 
CORRIDORS 

3.1 National Networks  

The majority of the national rail networks in the TRACECA region date back to the fully integrat-
ed networks of the Soviet Union. At that time, the railway network was by design centred to-
wards Russia and Moscow and many lines crossed borders over short distances. To date, most 
of these cross borders have been eliminated by construction of new bypass tracks (the newest 
example being Uzbekistan, who plans for a new railway line to bypass Tajikistan, which would 
further isolate the latter). But the capacity of the rail routes is still considerably limited by the 
great amount of single track and non-electrified sections and the general obsolete condition of 
the infrastructure and rolling stock. 

On another hand, given their common historical past, the operating system of the railway 
transport within the Central Asian countries is the same and there are no problems regarding 
interconnectivity and interoperability along the two researched TRACECA rail corridors via Ka-
zakhstan and Turkmenistan. The available service capacity for international/transit rail traffic 
may be considered as adequate. In the majority of cases in this part of the TRACECA region as 
well as in Caucasus or in the Western NIS, the bottlenecks, when they exist, are not due to the 
limited capacity or absence of infrastructure but are caused by a sub-optimal asset-
management and severe shortcomings in procedure definition and application (including border 
crossing procedures) or operations.  

In the Soviet centralised economic system the railway network played a fundamental role in fa-
cilitating efficient passenger, and, to a greater extent, freight circulation. During that period the 
railway system acted as the backbone, i.e. an effective system able to support specific produc-
tion centres disseminated across the country ensuring the distribution of their products all over 
the rest of the 22.4 Mio km2 USSR. 

For this very reason services and network were naturally tailored to the country‟s economic 
structure and so became inward oriented. An overall geopolitical strategy, which lay far beyond 
the economic sector, governed decisions and transit, as well as international trade, was clearly 
not the main concern, whereby the international rail connections have been left historically un-
der-developed except in very specific cases e.g. to provide raw materials to steel combinats in 
Poland, Slovakia and Romania. 

As a result, the network of many TRACECA countries (first of all in Central Asia, which is rich in 
raw industrial materials) still keep the pattern inherited from the Soviet times with a general 
North-South orientation (connections centred towards Russia) and no one track really stretching 
from west to east.  

Under the collapse of the USSR the rail transport sector (and the transport industry in general) 
faced huge problems (institutional reorganisations, new borders, operational reorganisation 
based on the appearance of new States, rolling stock split and management, etc.), which en-
tailed a dramatic fall of the traffic after 1991. Over 20 years later some of the problems that 
emerged during that period have proven to be of such an enduring nature that they still remain 
unsolved.  

3.2 International and Regional Rail Corridors 

The development of efficient Euro-Asian inland transport routes could provide additional 
transport options to the existing maritime routes and at the same time provide a solid develop-
ment tool for the countries in the Euro-Asian region, especially for the landlocked ones, which 
depend on their neighbours for access to international markets. 
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Three Main International East-West Railway Corridors Connect Europe and Asia: 

- The Northern Corridor connects Eastern Europe and the PRC, Korean Peninsula and 
Japan via Russia and Kazakhstan (the Northern corridor and the Russian national 
Trans-Siberian Railway corridor partly overlap), 

- The Central Corridor (partially including TRACECA network) connects Eastern Europe 
and the PRC via the Black Sea, Caucasus, the Caspian Sea and Central Asia, 

- The Southern Corridor connects South-Eastern Europe and the PRC via Turkey, Iran 
and Central Asia.  

These three international corridors follow the same route in China and cross the Kazakh-
Chinese border at Dostyk or at the newly-opened border crossing point at Khorgos5 (Xinjiang, 
PRC) where the change of track gauge from 1,520 mm to 1,435 mm occurs. 

The Northern Corridor is a complete rail route. Another evident advantage of the Northern Cor-
ridor is the lower number of countries involved and, therefore, the reduced impact of border 
crossings both in terms of costs and time lost. 

The Southern Corridor is also a complete rail route with the exception of a (presently still poor) 
rail ferry connection in Turkey (Van lake). Also it crosses Iran, and, under the present political 
circumstances, a lot of cargo-flows are prevented to enter and/or cross. 

The Central Corridor instead is a multi-modal Corridor since it crosses Black and Caspian Seas. 
Its competitiveness is therefore definitely linked to the efficiency of the sea transport, the inter-
modal facilities in the ports, and the inland connections. 

3.3 TRACECA and Competing Rail Corridors 

Transportation of transit cargo by sea has some strong advantages, such as low delivery cost, 
established relationships with customers and high standards of service. Land transit routes offer 
only one competitive advantage, namely the speed of delivery, which is two to three times faster 
compared with the sea routes linking Far East with Europe. This advantage must be exploited. 

TRACECA is an international programme aimed at strengthening transport communication in 
the regions of the Black Sea basin, South Caucasus and Central Asia. Although the TRACECA 
initiative brings countries together in order to develop and promote the common transport corri-
dor, in practice the integrated TRACECA railway corridor has not been formed yet. The 
TRACECA Permanent secretariat has recently been promoting and discussing in working 
groups a number of joint projects in the roads sector (i.e. Development of electronic maps for 
truck drivers, “Model Highways Initiative”). Regional coordination, improvement and harmonisa-
tion of tariffs and operations in the railway sector, especially needed for regular international 
Container Block train operations, has not been in the focus until the “Silk Wind” project emerged 
as an initiative of Kazakhstan in 2012 (see “7. Ongoing Plans, Projects”). Furthermore, 
whereas road transportation, and, increasingly, the port terminals (Black Sea) are privately op-
erated, the railway sector remains (except Armenia) still firmly in public hands, thus requiring 
direct political dialogue and intergovernmental agreements for changes to be implemented on 
regional level. The LOGMOS Master Plan is attempting to address this issue.  

                                                
5
 In January 2013 the first test train was sent with containers shipped by General Motors South Korea 

through the Chinese port of Qingdao and via the border crossing points of Khorgos - Altynkol to the GM 
Ablyk factory in Uzbekistan. If this works out it will significantly shorten the today‟s transit-time based on a 
routing via the port of Bandar-Abbas in Iran.  
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TRACECA is connected with the Major Transnational Axes system (Central and South-Eastern 
axes) via the port of Istanbul, Constanza, Varna, Odessa, and the Danube River. With the Asian 
transport networks it is connected via the Kazakh - Chinese border stations Dostyk and Khorgos 
and Iran via the Turkish railway network. 

In the Black Sea the main rail ferry flow goes from west to east. 90% of the cargo volume car-
ried by the ferries moves between Ukraine and Georgia and the remainder is represented by 
exports from Bulgaria to Georgia. The rolling stock „privatisation‟ by UZ, namely the higher costs 
of the wagon-lease and land transport along with the outdated operational procedures applied 
by UZ in the management of the rolling stock moving between Ukraine and Caucasus, drives 
shippers to use other transport modes. This has a negative effect on the efficiency of the Black 
Sea rail ferry lines along the TRACECA route. In the Caspian Sea, the wagon flow from Aktau to 
Baku is larger than in the opposite direction, but the number of wagons moving from Baku to 
Turkmenbashi and in the opposite direction is much larger.  

Table 2: Number of Wagons Transported by Rail Ferries (Maritime Report, 2013) 

Number of full wagons carried and corresponding cargo tonnage in thousand tons 

    2008 2009 2010 2011 2012 
2012/200

8 

Baku - Aktau Wagons 2,161 1,486 5,008 7,847 9,903 358% 

  Tonnage 96.7 105.4 348.6 426.9 472.3 388% 

Aktau - Baku Wagons 1,625 1,422 4,637 11,158 11,453 605% 

  Tonnage 123.7 108.2 346 925.2 934 655% 

Baku - Turkmenbashi Wagons 15,799 18,518 18,692 19,67 20,658 31% 

  Tonnage 
1,213.

8 
1,303.

6 
1,481.

8 
1,587.

4 
1,693.

1 39% 

Turkmenbashi - Baku Wagons 13,141 16,493 18,32 19,511 20,958 59% 

  Tonnage 654.7 779.2 768.6 893.4 773.3 18% 

Total number of 
wagons   32,726 37,919 46,657 58,186 62,972 92% 

Total Tonnage   
2,088.

9 
2,296.

4 2,945 
3,832.

9 
3,872.

7 85% 

out of which to / from Aktau 
10.55

% 9.30% 
23.59

% 
35.28

% 
36.31

%   

Some projects related to the institutional and organisational building of railway corridors in the 
Central Asian region are carried out under the umbrella of CAREC. In this respect, at a meeting 
held in Wuhan in PRC in October 2012, ministers from the 10 CAREC Program countries 
agreed on an action plan to implement transport infrastructure projects costing more than USD 
23 B, along with energy and trade initiatives aimed at improving connectivity. In parallel to build-
ing new infrastructure, efforts will be devoted to reduce bureaucratic barriers for cross-border 
trade and to tackle smuggling. 

At the same time, the proposed CAREC corridors are not entirely the same as the TRACECA 
railway corridors. Therefore, infrastructure improvement initiatives at present are more often car-
ried out at a national level (sometimes even decreasing the interoperability of the entire corri-
dor). Different multilateral agreements in the region are usually concluded between two to three 
countries in order to improve border crossing issues (e.g. an agreement on joint border crossing 
points management between Ukraine and Moldova); to construct new railway lines (Agreement 
on coordination of the Activity for the realisation of the Railway Connection Baku - Tbilisi - Kars 
between Azerbaijan, Georgia and Turkey of 07.02.2007; North-South Railway project imple-
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mented by Kazakhstan, Turkmenistan and Iran since 2010); or to establish more transparent 
tariff formation mechanisms (e.g. through cargo rate discussed between the participants of “Silk 
Wind” project)6. 

Some parameters of TRACECA railway routes are shown below: 

The total length of the corridor is about 7,000 km (Constanza - Dostyk – 7,120 km, Varna - 
Dostyk – 7,168 km, Odessa - Dostyk – 7,067 km, the mouth of the Danube - Dostyk – 7,057km). 

On the Eastern shore of the Caspian Sea, starting at the rail ferry terminals at the ports of Aktau 
and Turkmenbashi, respectively, two railway lines via Kazakhstan and Turkmenistan connect 
Uzbekistan, Tadjikistan and Kyrgyzstan to the TRACECA railway network.  

There are 8 break-of-gauge/bogie exchange points between the standard and Russian gauge 
railway networks: 

 Chop on the Hungarian - Ukrainian and Slovakian - Ukrainian border; 

 Yagodin, Mostiska7, Rava - Russka on the Polish - Ukrainian border; 

 the Varna Ferry Complex in Bulgaria; 

 between European and Georgian railways at the Turkish - Georgian border8; and 

 the Dostyk and now Khorgos stations on the Kazakh - Chinese border. 

The total length of existing railways amounts to 5,113 km (Russian standard gauge of 1,520 
mm): 

– 1,005 km electrified; 

– 1,456 km double-track; and 

– 2,298 km single-track. 

There are some competitive disadvantages of the TRACECA corridor in its rail component: 

 two sea legs (the Black Sea and the Caspian Sea), which require ferry operations;  

 different gauges in the participating countries (requiring at least two bogie 
exchanges if going to Europe but only one if going to/from Central Asia and 
Caucasus; and 

 no access to South-Eastern Asia. 

                                                
6
 For a complete list of signed bilateral and multilateral agreements in the railway sector see the chapter 

“Legal Environment in the Field of Transport” contained in the Country profiles published at 
http://www.traceca-org.org/en/technical-assistance/traceca-regional-project-logistics-processes-and-
motorways-of-the-sea-ii/master-plan/country-profiles/ 

7
 Starting in 1st June 2009, PKP has operated a daily night train Kraków - Lviv, using the 1435 mm gauge 

line to/from the SUW2000 gauge changing facilities at Mostys'ka 2. The 1520 mm daytime passenger 
trains use the gauge changing facilities at Przemyśl. UZ works freight trains to Medyka. On the Polish 
side the 1520 mm gauge continues to Zurawica, on the Ukrainian side 1435mm gauge track ends at 
Mostys'ka 1. 

8
 To be built near Akhakalaki in Georgia (the track from Akhakalaki to the border station Kartsakhi in 

Georgia will be on standard European gauge). 

http://en.wikipedia.org/w/index.php?title=Kartsakhi&action=edit&redlink=1
http://en.wikipedia.org/wiki/Standard_gauge
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The TRACECA railway corridor is a multi-modal and a multi-country corridor, therefore its com-
petitiveness depends a lot on the efficiency of the intermodal transport organisation and harmo-
nised cross-border procedures. 

 

Southern East-West Railway Corridor 

This corridor can be seen as a natural competitor (in some sections as a supplement) of 
TRACECA. The rapid modernisation of rail transport communications in Turkey will provide a 
better capacity and faster delivery of goods between Central Asia and southern Europe in the 
future. 

The Trans - Siberian Rail Routes 

Figure 1: Trans - Siberian Railway 

 

The Trans-Siberian Railway, and its various associated branches and supporting lines, estab-
lished the first rail connection between Europe and Asia. Despite the fact the TransSib - Man-
zhouli (Inner Mongolia Autonomous Region) route is significantly longer, today this is the most 
efficient route for the cargo delivery from Europe to inner Chinese regions. The border crossing 
Zabaikalsk - Manzhouli is now the largest Russian - Chinese railway crossing point9. The capac-
ity of this line was increased from 22 to 40 pairs of trains (excluding passenger and commercial 

                                                
9
 At 28.17 MT Manzhouli posted a healthy 5.9% year-on-year increase in import and export cargo 

handled in 2012. Furthermore 1.69 Mios pax crossed this checkpoint which represents a 20% increase 
compared with 2011.  
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traffic) with the design speed 100 km/h for freight trains and 140 km/h for passenger trains. The 
processing capacity of Manzhouli station was also enhanced with the construction of two receiv-
ing-departure yards (one for 12 tracks of 1520 mm gauge and one for 14 tracks of 1435 mm 
gauge to send further goods coming from Russia). The Transbaikal railway is considered the 
most promising site for traffic increase between Russia and China. 

The Transsib offshoot, TransSib - Kazakh route (Turkestan - Siberian railway), seems to be a 
very attractive option in terms of infrastructure and distance. Meanwhile, because of the high 
risk of unfair competition due to the presence of monopolistic structures operating on the main 
Trans-Sib railway market, this route is now underused10. In addition, the infrastructure condition 
on the Kazakh section of the route and the capacity bottleneck at the Dostyk - Alashankou bor-
der crossing section contribute to the fact that this route currently is not being used to its full po-
tential. 

In 2008 China and Germany inaugurated a long distance freight train service named Trans Eur-
asia Express between Beijing and Hamburg. Travelling a total of 10,000 km, the train uses the 
China Railways and the Trans-Mongolian line to travel from Xiangtan to Ulaanbaatar, where it 
then continues north to the Trans-Siberian. After reaching the end of the Trans-Siberian at Mos-
cow the train continues to Germany via rail links in Belarus and Poland. Total transit time is 15 
days, which is significantly shorter than the more than 30 days average it would take for the 
freight to make the same journey by ship.  

Another service, from Chongqing to Duisburg via Alashankou crossing Kazakhstan, Russia, 
Belarus, and Poland was launched in March 2012, covering 11,179 km11 in 16 days. Between 
March and October 2012 it performed 36 runs. In December 2012, one more pilot cargo block 
train carrying 50 containers with computer parts set a new record covering 11,000 km between 
Wuhan (PRC) and Pardubice (Czech Republic) in 16 days. 

From the point of view of cargo transit development between Europe and Asia, the main prob-
lem of the Trans-Siberian is its limited capacity (the entire capacity of Transsib is about 120 MT 
per year, or about 13% of the volume of container traffic between Europe and Asia) and the 
high cost of delivery (it's twice as expensive as by sea), which is associated with the monopoly 
of RZD in Russia. But it takes only half the time compared to the sea route and there is a mini-
mum number of cargo transshipments. The total volume of international container transportation 
on the Trans-Siberian mainline in 2012 was 638.216 TEU, which is 15% more than 2011.  

The route through Kazakhstan from the border crossing Dostyk through Aktogay and Astana 
with access to the RZD network through the border crossing Tobol-Kartaly provides the shortest 
distance between the western regions of China and Europe. The length of the route Urumqi - 
Berlin by Tobol-Kartaly is by 1,409 km shorter than when using the TRACECA corridor (2,076 
km on Kazakh territory and 2,069 km through Russia crossing only 2 countries). As Russia and 
Kazakhstan are in a Customs Union, they have a competitive advantage over TRACECA. Cus-
toms at the Russian-Kazakh border check only import and export but not transit wagons. There 
are less customs procedures, less delays, less irregularities, and fewer documents to prepare, 
whereas the TRACECA route has customs at the Poti/Batumi ports, the border between Geor-
gia and Azerbaijan, as well as at Baku port and Aktau port.  
  

                                                
10

 Turksib (built in 1927-31), is a 1452 km long route connecting Transsib at Novosibirsk with Central 
Asia. This route played a great economic role during the Sovyet era promoting cotton trade and 
industrialisation of Southern Kazakhstan. After the collapse of the Soviet Union, this line lost its economic 
importance having surrendered the initiative to Transsib main route.  

11
 Saving thus 2,000 km compared with the north route via the TransSib. 
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Still there is a lack of transshipment facilities and bogies or carts for containers and other gen-
eral cargoes at the Dostyk terminal12. Russian Far-Eastern freight forwarders also report the 
Russian Customs procedures and drawing of documentation represent a main obstacle in the 
way of developing their activity: cargo weight declaration seems to be a source of permanent 
conflict (with subsequent fines and bribes) especially when American weight measurement units 
have to be converted to the metric system. 

The TRACECA rail routes are currently not very competitive and the corridor needs to be exten-
sively improved in order to match the conditions offered on alternative routes. Still, there is no 
guarantee that even Russian freight forwarders would not choose the TRACECA rail corridor if it 
was more profitable for them. In the future, it could play an important role in the provision of 
railway freight traffic between Southern Europe and China, depending upon its development, 
sufficient political support to remove delays caused by border crossing procedures, and if politi-
cal will is translated into concrete infrastructure modernisation projects and measures to remove 
the operational barriers. 

A positive manifestation of the joint political will and a challenging project for the future of the 
railways in the region is the “Silk Wind” container block train from Kazakhstan to Europe 
(see “7. Ongoing Plans, Projects”). 

                                                
12

 During the TransRussia April 2012 transport exhibition, Chinese freight forwarders met by the Project 
reported that the situation at the Dostyk border-crossing station had drastically improved. In 2011 
massive rehabilitation works at the Alashankou railway station on the Chinese side combined with a dire 
lack of platforms (unreturned from Russia) on the Kazakh side and documentation problems (reported 
also by Russian Far-Eastern forwarders) and probably linked to the implementation of the Customs 
Union‟s rules, generated waiting-times of up to 2 months. The delay at the time of the interviews was 
back to a „normal‟ 2 to 5 days.  
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4 PHYSICAL BARRIERS  

The following physical bottlenecks have been identified within the TRACECA rail corridor: 

– General obsolete condition of the infrastructure and rolling stock, shortages of rail cars, 
containers and locomotives; 

– Poor/out-dated technology and low levels of security13; 

– Different gauges (Europe, Turkey, Iran, PRC – 1,435 mm, TRACECA corridor countries 
– 1,520 mm). The special facilities built for boogie change at border stations do not 
reduce the acuteness of this problem because the processing capacity of transfer points, 
which is generally too low, do not correspond to the traffic volumes and this results in 
congestion at the sorting yards; 

– Out of gauge cargoes cannot be moved via the corridor through Caucasus due to the 
gauge restrictions (tunnels) as well as small radii of curves (200 m) and high gradients 
(up to 2,9%) in the mountainous sections which entails the loss of complete contracts for 
local operators14; 

– Different electrical systems on separate segments: 3 kV DC, 25kv AC 50Hz and a 
considerable amount of sections that are not electrified; 

– Shortage of dual-system electric locomotives for use on both 3 kV DC and 25 kV AC 
networks causing operational problems; 

– Different signalling and control systems: not all of the sections of the railway corridors 
are equipped with automated control systems; 

– Only about a half of the rail corridor is double-track; 

– Shippers and consignees have no access to information about the location of their 
shipments, for there is no unified information system enabling users to track/trace their 
cargoes (some countries started implementing automated information processing 
methods, e.g. Georgia); 

– At the Poti, Baku, Turkmenbashi and Aktau seaports there are always risks that suitable 
and sufficient rolling stock will not be available15; 

– Train speed limits: the maximum freight train speed varies on average from 60-80 km/h. 
On some sections in the Caucasus, due to infrastructure conditions, the train speed is 
limited to 20-40 km/h; 

– Transshipment of containers between different modes of transport causes significant 
time delays, and shortage of flat container trailers and vehicles is frequent. 

                                                
13

 Theft is a major worldwide concern for railway companies (and not only in TRACECA region) and a 
deterrent for shippers. Still security is an issue railways address very efficiently when they can as proven 
by the fact Chinese and European manufacturers ship valuable computer parts and equipment by train 
between the two ends of the Eurasian Continent without any such problem being reported. 

14
 Users rather wait for the river navigation period (March/April till October/November depending on 

weather conditions) and ship OOG together with in-gauge cargoes on sea-river vessels from Black and 
Azov Sea ports via the Volga-Don Complex. 

15
 Before the GFC and the considerable drop in the volumes handled, this was, and may well be again, a 

reason for users to use trucks to dispatch containers from Poti/Batumi. 
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One of the weakest points on the TRACECA rail corridors is the reliability of the transit times. 
Even local freight forwarders do not have basic information concerning transit time on the route 
between PRC - Kazakhstan and Azerbaijan. This results from the absence of accurate sched-
ules for rail transport across the Central Asian countries, from congestion originating from out-
dated infrastructure, lack of rolling stock and other operational barriers. Container transport is 
mixed with the regular wagon deliveries and therefore, experiences additional delays (especially 
when sorting out/marshalling the wagons at different stations on the way)16. Moreover, in the 
majority of the TRACECA countries the present freight transport systems are still based on the 
method of assembling and disassembling of freight cars at each freight yard, when trains are 
dismantled and recomposed depending on the cargoes‟ final destinations. This is a cost-
effective system for the supply side, but a very time-consuming system which decreases the 
time reliability of the overall service. 

Furthermore, the absence of coordination in supply of the railway wagons to the ports between 
the railways of Azerbaijan, Turkmenistan and Kazakhstan make the Caspian Sea ferry crossing 
time very unreliable. It is impossible to establish fixed schedules for the rail ferries. 

The rehabilitation and development of railway infrastructure require computerisation of the sec-
tor, development of information systems and introduction of resource saving technologies. Ren-
ovation of power supply facilities and railways electrification are assigned a significant place in 
the infrastructure needs. The relevancy of this task is evidenced by the considerable difference 
in the cost of transportation by electric traction and diesel-electric traction (the cost by electric 
traction is 60% lower). Commissioning of new electrified sections will provide considerable ex-
tension of electric locomotives operation zone, increase of the weight and speed of trains and 
improvement of the locomotives efficiency as a whole. 

On the TRACECA railway corridors there is no unified information system that enables users to 
trace the location of their cargoes on the spot. Wagon tracking systems are occasionally im-
proved but are still not automated. Therefore, there is no tracking/tracing and no service pre-
dictability. Some countries have started implementing automated information processing meth-
ods, within their territory however, these remain individual measures. GR, for instance, intro-
duced in 2011 the on-line placement of orders for the freight transportation.  

As a risk and negative effect of lack of technical co-operation between neighbouring countries, it 
is worth mentioning the case of the rehabilitation plans for the railway line Poti-Baku. Both ADY 
and GR have projects for the modernisation of their own section, but these projects will entail a 
reduction in the interoperability of the line. As a matter of fact the electrification system of the 
503 km line from Baku to Boyuk Kesik on the Azerbaijani-Georgian border will be converted 
from 3kV DC to 25kV AC, while the Georgian section, from the border to Poti will maintain the 
3kV DC electrification system. This will improve the railway performance in Azerbaijan because 
it will increase the power of the locomotives but it also will make a change of locomotive com-
pulsory at the border with Georgia (today the change of locomotive occurs but is due to the or-
ganisation of the service only). 

Missing Links  

Over 72% of the total freight volume transported in Kazakhstan move by rail. Meantime a num-
ber of rail connections are missing (Aktau to eastern and southern Kazakhstan for instance). 
The rail network still keeps the pattern inherited from the Soviet times with a general North-
West/South-East orientation with no one track really stretching across the country from west to 

                                                
16

 It must be noted that the same happens in Russia: for instance containers moving via Novorossyisk to 
Central Asia are first sent to the central Northern Caucasus rail node (Rostov on Don) where they may 
stay for many days before joining the main railway line to Kazakhstan.  
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east. Out of 16 railway border crossings 11 are with Russia, 3 with Uzbekistan, 1 with Kyrgyz-
stan and 2 only with PRC (Dostyk and Khorghos).  

Early 2012 preparations started under LOGMOS auspices for a new block train service connect-
ing Kazakhstan (from the Chinese border) with Turkey and the Black Sea region via the Caspi-
an Sea and the Caucasus.  

This so-called “Silk Wind‟ project is aimed at a significant reduction of transit time between PRC, 
Turkey and (Southern) Europe with a much improved quality of services. The precondition for its 
realisation is the elimination of the following missing links and bottlenecks along its route (the 
respective projects will be introduced more in detail in the chapter “Ongoing Plans, Projects”): 

– Construction of new railway line between Georgia and Turkey (Baku – Tbilisi - Kars): 
This involves rehabilitation of the whole railway infrastructure from Baku to Kars. Project 
work is being conducted as scheduled, and the construction is expected to be completed 
by the end of 2013. The railway should be fully operational by the end of 2014; 

– Construction of 988 km new railway line between Zhezkazgan and Beyneu in 
Kazakhstan: This involves shortening the distance from PRC to the Caspian Sea by 
approximately 1,000 km. Construction has already started and the line should be 
operational in 2016; 

– Construction of the new Baku International Sea port in Alyat: The first phase is due for 
completion in 2015-2016; 

– Modernisation and extension of the port of Aktau, Kazakhstan. 

By the end of 2012 a second rail border crossing point with PRC opened at the cross-border 
international logistics centre of Altynkol/Khorgos17.  

Considering the TRACECA rail corridor, it is clear that the rail system that feeds the Black and 
Caspian Seas connections has a critical section in the Caucasus. As a matter of fact, on both 
the West and East side there are other railway lines that represent optional routes while in the 
central section, in Georgia and Azerbaijan, there is no alternative to the railway line Batumi/Poti 
- Tbilisi - Baku. 

With the new tunnel under the Bosphorus (the Marmaray project18) a single rail transport corri-
dor will be created, which, in principle, should allow the delivery of goods from Asia (PRC, Iran) 
to Europe and back on a non-stop scheme (avoiding the maritime leg across the Bosphorus19).  

                                                
17

 The ILC (actually the ”Khorgos International Center of Boundary Cooperation JSC”) is located 361 km 
from Almaty and 670 km from the 3 Mio-inhabitant „provincial city of Urumqi (capital of Xinjiang province, 
PRC) and covers an area of 528 ha in total. 

18
 The nearly 3 Bios USD project features a 13.6 km Bosphorus tunnel crossing (out of which 1.4 km is an 

immersed tube at 60 m depth) and the upgrade of 63 km of suburban train lines to create a 76.3 km high-
capacity line between Gebze (Asian side) and Halkali (European side). Opening is scheduled for October 
2013. 

19
 The tunnel is primarily designed to alleviate the road traffic congestion in Istanbul and therefore the 

Marmaray Project focuses on passenger transport. According to TCDD it could be used by freight trains 
within a specific time frame after midnight but this remains to be confirmed. In the meantime a new 
railferry line was launched in July 2012 between Derince on the Asian side and Tekirdağ on the European 
one. The berth at Derince is still under construction and the ferry is therefore not operating properly, but it 
seems this service is meant to be the backbone of regular freight wagon transport between the Asian and 
European sides. 

http://en.wikipedia.org/wiki/Bosphorus
http://en.wikipedia.org/wiki/Suburban_train
http://en.wikipedia.org/wiki/Gebze
http://en.wikipedia.org/w/index.php?title=Halkal%C4%B1&action=edit&redlink=1
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Figure 2: Marmaray Tunnel 

 

Although there is little hope of an opening of the Armenian-Turkish border anytime soon, this 
would, in all probability, impact negatively the rail transport operations with Georgia as cargo-
flows would be partially deviated to Trabzon and trucked from there20. Rail transit via Armenia is 
also not prospective, as long as the border with Azerbaijan remains closed and the political sit-
uation with Iran does not improve. 

                                                
20

 Actually this is happening already: Turkey and Armenia grant each other a number of truck permits 
(200 in 2012) in the other‟s territory. Reportedly a truck trip from Armenia to Trabzon is USD 600 cheaper 
than to Poti. The port of Trabzon working well below its design capacity is keenly eyeing the Armenian 
export-import trade via Georgian ports, which are estimated at USD 7.5 Bin value. 
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5 REGULATORY AND OTHER NON-PHYSICAL BARRIERS  

Common Features  

Non-physical barriers are the most significant obstacles to the development of rail cargo transit 
in the region and cause serious delays in cargo delivery. Wasted time not only results in loss of 
money and customer trust, but also ruins the main (in fact the only) competitive advantage land 
transit has over sea transit. 

Non-physical barriers are mostly related to the intermodal connections with two sea legs and 
multiple border crossings. To a large degree, these barriers have an operational character, are 
“manmade” and can be removed through “soft measures”. 

Such operational barriers mainly consist in complicated customs procedures at border crossing 
points, which significantly increase waiting times for vehicles and rolling stock (e.g. random in-
spections that require sealed transit containers to be opened). 

Users also report big difficulties and delays on boundary railway stations due to a bad and un-
timely coordination between the railways, the customs, the forwarding agents and the customs 
brokers, the tremendous number of documents required, long registration procedures with nu-
merous state (and highly bureaucratic) agencies. Administrative rules and documentation (in-
cluding Custom‟s and railways operators) are not clear, often changed, differing from one coun-
try to another and access to relevant information is not easy, even for local enterprises. 

Border crossing by rail in the TRACECA region goes together with complex operational pro-
cesses and procedures. Several countries within the TRACECA railway corridor are actively 
working on the improvement of their customs procedures and introducing modern automated 
systems for customs clearance and centralised cargo management, as well as performing cus-
toms systems reforms. Projects for the reconstruction of the customs checkpoints in accordance 
with best international practices integrating the “single-window” concept, are on-going in Arme-
nia, Azerbaijan, Georgia and Kazakhstan. In order to improve the control on delivery and the 
processing of cargoes and to simplify customs clearance control, Uzbekistan started to operate 
a Unified Automated Information System to control delivery and processing of cargoes with a 
special application for railways (UAIS-Railways). 

Another non-physical barrier is non-harmonised transit tariffs: despite the unified tariff policy be-
ing applied across the CIS, variations in the funding of railways and the different methods used 
to calculate freight tariffs have resulted in significant fluctuations in transport costs. Obtaining 
quotations for transport costs is a difficult and time-consuming process and illegal payments 
vary and cannot be budgeted. For instance, carrying a 20‟ container from Poti to Baku (863 km) 
with general cargo costs USD 569, while the rail tariff from Aktau to Almaty (2,910 km) is only 
USD 793. In addition, the wagon handling/transit costs differ greatly between the ports: e.g. 
USD 230/wagon at Poti, USD 70 at Baku, USD 600 in Aktau (MoS Feasibility study). Freight 
forwarders operating in the region indicate that tariffs are also subject to sudden changes and 
sometimes the rail tariff inconsistencies are observed within one country21.  

Costs are altogether higher than other corridors in particular with rail tariffs. For example, trans-
portation of a 20‟ container by Trans-Siberian railway from Shanghai to Moscow would cost 

                                                
21

 For example, railway access to the Aktau port in Kazakhstan is controlled by a private operator (KTS), 
which is different from KTZ (national railway company). Forwarders have to have two separate contracts, 
one with KTS and one with KTZ. Tariffs charged by KTS for the short route section of 15 km are 
considered to be very high and this discourages many of shippers from using the TRACECA-Aktau route. 
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USD 3585, with a delivery time of 15 days22. Travel times are not fixed because they depend 
upon too many transport operators. Therefore, dates of delivery of cargo to the consignees 
cannot be scheduled accurately. Low reliability of service and high risk of damages and theft of 
the cargo (multiplied by the very long distances to be covered) reportedly are the current rea-
sons that negatively affect the shipper‟s decision to transport their cargoes by rail in the 
TRACECA region. 

The Caspian Sea is one of the major bottlenecks on the TRACECA route. Adding to the usual 
hazard of the voyage by sea, the lack of coordination between the different transport modes, 
mismanagement of the existing port infrastructure, missing port infrastructure and non-
transparent port-transit price formation make the Caspian Sea one of the most unreliable supply 
chain segments in the corridor.  

Political Developments 

Changing policies and unsecured privatisation processes in TRACECA member states some-
times entail decisions which could potentially hamper the harmonisation process within the 
transport corridor.  

– The Open Society Georgia Foundation estimated that USD 900 M would be required to 
fully replace the aged wagon fleet of GR. The government, which came to power in 
October 2012, would rather seek to privatise the rolling-stock of GR, while maintaining 
state control over the rail infrastructure. In July 2012, Georgian Railway issued USD 500 
M in 10-year Eurobonds with a 7.75% coupon to pay back its five-year USD 250 M 
Eurobonds issued in 2010 with a 9.8% coupon. The new government takes the view that 
this was “the wrong plan”, and hopes that privatisation might help pay back the 
company‟s increasing debt. It remains to be seen how transparent the privatisation 
process will be to optimise the profitability for the national economy.  

– As reported above in this report, in March 2012 Ukrainian President Viktor Yanukovych 
signed a law defining the frame for the creation of a state joint-stock company for public 
railway transport. Within the ongoing reform process Ukrzaliznytsya began to transfer its 
rolling stock on the balance sheets of several state companies. In particular, covered 
wagons went to “Ukrreftrans”, fitting platforms to “Liski”, specialized rolling stock to 
“Striyskiy Car Repair Plant” and gondolas were transferred to “Ukrspetsvagon” and 
“Darnitskiy Car Repair Plant”. Thus, freight cars are no longer owned by the state 
administration but by state owned enterprises (SOE). However, instead of enabling 
customers to rent cars directly from these SOE, “Ukrzaliznytsya” introduced 6 unknown 
LLC as “mediators” into the scheme. Now users have to sign contracts with these LLCs 
and report some additional fees. These intermediaries charge 0.3% - 0.5% from 
transport cost for their services and a so-called “additional magnification factor” of 1.3 is 
now applied for the run of empty wagons (that is, a de facto increase in tariffs of 30%). 
All the financial flows of export-import and domestic rail freight go through these LLCs. 
Such examples of „privatisation‟ in Ukraine suggest that transparent and competitive 
conditions are not always met in a way that maximises the benefits for the state. 

Customs Procedures for So-called ‘Excise’ Transit Cargoes in Ukraine  

The Customs Service of Ukraine believes that the railroad does not match the philosophy of 
Customs‟ Carrier. As a result, it cannot guarantee to the state the compensation for the financial 
losses related to the possible disappearance (by loss, theft or damage) or unauthorized use of 
excise goods. Excise cargoes (cars, light petroleum products, alcoholic beverage and tobacco) 

                                                
22

 The EurAsEC Transport Corridors, 2009. 
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belong to the highest rail tariff class. Losing this market share is therefore most disadvanta-
geous for the railway. Due to the fact that UZ lacks the status of a Customs‟ Carrier and needs 
to provide financial delivery guarantees, incoming goods of such category are basically meant 
for the domestic market and move by truck, only. Besides, the Customs is constantly expanding 
the list of goods that require guaranteed delivery. This means diversion of funds and additional 
inconveniences for the clients. If no proof of financial guarantees can be given for the passage 
of certain goods, they are delayed at the border. The border crossings thus accumulate entire 
“warehouses on wheels”. Accordingly freight forwarders prefer to look for other routes bypass-
ing Ukraine, which does not comply with the intention of the Ukrainian authorities to strengthen 
the country‟s transit potential. 

CIS/SMGS Rail Bills 

Development of the railway transport between Central and Western Europe, and the Eastern 
Europe and PRC is being restrained by the presence of fundamental distinctions of provisions 
of two different international transport law systems: SMGS/OSJD and CIM/OTIF. Contracts for 
international railway freight transportation are being regulated by CIM for the states of Western 
and Central Europe and by SMGS in Eastern Europe and PRC. These statutory acts are based 
on different legal systems. 

Figure 3: OTIF (CIM) and OSJD (SMGS) Members 

 

CIM-only members / CIM and SMGS members /SMGS-only members 

The regime of liability of the SMGS differs from the CIM‟s one. Otherwise it is used exactly in 
the same way as far as Customs‟ clearance of the goods is concerned. 

The aim of the common CIM/SMGS railway consignment note is to simplify and shorten transit 
and border-crossing procedures inasmuch as there will be a single transport document recog-
nised by all Customs services, covering the whole stretch of the carriage from origin to destina-
tion through, from and to countries using either SMGS or CIM.  

Performance of Customs‟ clearance could therefore be made on the basis of this common rail-
way note instead of an SMGS or CIM one whichever the country of final destination in OTIF or 
OSJD areas. 

Within the project to make the CIM and SMGS consignment notes legally interoperable, the In-
ternational Rail Transport Committee (CIT) and the OSJD work as fast as they can on the im-
plementation of a comprehensive contractual framework to allow goods to be moved simply in 
administrative terms but with complete legal certainty. The CIT and OSJD are coordinating their 
work closely with the UNECE. A further step towards the consolidation of the legal interoperabil-



   

Logistics Processes and Motorways of the Sea II 

 

 

 Progress Report IV Annex 5 Page 29 of 44 

ity has been taken with the set-up of the Special Conditions of CIM/SMGS Liability (SC 
CIM/SMGS). These are standard provisions for liability in case of the loss of or damage to the 
goods. 

Another objective of the joint CIT/OSJD project is to extend the application of the common con-
signment note CIM/SMGS in practice, in particular for the transcontinental transportation be-
tween Europe and PRC in transit through Kazakhstan on the Great Silk Rail Road. This will al-
low shippers to save time due to the reduction of container idling and resulting demurrage at 
border stations and help them save money. The client is usually charged for re-issuing the CIM 
consignment note in place of SMGS note for each shipment at border stations. The introduction 
of the CIM/SMGS common consignment note will eliminate these extra payments. 

As for the “Silk Wind” project, Turkey, the only participant countries to exclusively use the CIM 
form, initially expressed some concerns about the possible implementation of temporary 
measures similar to those successfully developed by EU countries in the operation of block con-
tainer trains with CIS countries and further, through them, with the PRC (such as the Chongqu-
ing-Duisburg block train, which has even reached the stage of implementing experimentally a 
common electronic CIM/SMGS rail bill allowing shippers to make pre-declaration and thus save 
time on border-crossing points). The main reason for this is that Turkey, unlike European coun-
tries like Germany or France, had no direct railway links with the SMGS railway system for over 
20 years, since the only link to Armenia Kars - Gyumri had been closed in the early 1990s. 
Thus, Turkish railways and Turkish freight forwarders (except some specialised companies) 
have no experience in handling SMGS documentation and so were initially insisting on CIM 
documentation being used throughout the “Silk Wind” project.  

The most recent example of a successful application of the CIM/SMGS common consignment 
note is the first container train PRC - Europe that was dispatched by Russian Railways Logistics 
(RZDL) in cooperation with its Chinese subsidiary YuXinOu Logistics on October 31, 2012. In-
troduction of CIM/SMGS common consignment note was a result of two years of work by the 
railways of all the transit countries involved (Russia, Belarus, Kazakhstan and PRC). The com-
mon consignment note is a customs document which is issued in both paper and electronic form 
according to European Union requirements for prior authorisation. As a Pilot project agreed up-
on between the railway operators and customs services for this project, this is the first step to-
wards creating the Unified Rail Transport Law on the level of all member countries of CIM and 
SMGS. 
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6 TARIFF POLICIES 

In the TRACECA countries rail transit tariffs are set according to the so-called MTT (Russian 
abbreviation for International Transit Tariff) scale, which is revised twice yearly within the OSJD 
forums. These scales are still partly based on the outdated costing methodologies dating from 
the Soviet centralised planning era. They allow heavy discounts, which compensate to some 
extent the lack of rational costing, and give the railway companies some commercial flexibility. It 
is therefore a common practice to have a differentiated tariff structure: a tariff for international 
movements and a tariff for domestic movements that is largely discounted (sometimes 1/3 of the 
international tariff). In general high transit tariffs appear to cross-subsidise domestic traffic. Alto-
gether, however, there is no consensus between the TRACECA countries on tariff matters and 
rebates to be applied for transit cargo. 

Recently the EurAsEC countries (Belarus, Kazakhstan, Kyrgyzstan, Russia and Tajikistan) have 
ratified an agreement to unify their railway tariffs from the 1st of June 2015. The railway tariff 
ceilings will be established in accordance with the national laws and international agreements. 
As from the 1st January of 2013, instead of export, import and domestic tariffs, a single tariff is 
commonly applied by each state-member of the Common Economic Space (CES) according to 
one of the key agreements on the CES on the regulation of access to rail transport, including 
the basis of the tariff policy, signed between Russia, Kazakhstan and Belarus in 201023. Single 
tariffs do not apply to goods in transit. Each participating country pursues unification gradually 
and independently. Tariffs shall be set in accordance with the national legislation of the parties 
with the possibility of tariff differentiation based on goods category, wagon type, transportation 
distances and wagon loads. Unification of tariffs is designed to optimise logistics costs while 
boosting competitiveness in foreign markets and making access to the common market for 
products from third countries more difficult.  

The cost of the cargo delivery on the TRACECA rail corridors is often dependent on the dis-
tance and the shipment size. It is also highly dependent on the number of countries involved in 
the cargo delivery, the number of borders to cross and the bilateral agreements between the 
countries. The parties within TRACECA signed an agreement relating to certain benefits and 
reduced tariffs (e.g. up to a 50% discount on rail freight and ferry transportation of empty wag-
ons; abolishment of taxes and fees on transit cargoes).24 As no fixed discount on tariffs has 
been agreed upon (unlike the agreement concerning the VIKING train from Ukraine to Lithua-
nia) the provision of this Appendix are not binding. As a result, although this agreement is in ef-
fect as of 23 November 2011, in practice the composition of the rail tariff remains opaque and is 
subject to changes on short notice. Furthermore, neither Kazakhstan, nor Turkmenistan (the 
main TRACECA railway transit countries on the Central Asian shore of the Caspian Sea) is par-
ty of this agreement. Fluctuating tariff establishment is the general concern of all railway opera-
tors and freight forwarders in the region. This makes it nearly impossible to forecast prices for 
the mid and long term. The lack of coordination between the TRACECA beneficiary countries on 

                                                
23

 The agreement on regulation of access to services of the rail transport, including bases of tariff policy, 
December 2010. 

24
 Appendix 2 to the Technical Annex on International Railway Transportation to the Basic Multilateral 

Agreement on International Transport for Development of the Europe the Caucasus - Asia Corridor of 9 
October 2003 (in effect as of 23 November 2011 with respect to the Republic of Azerbaijan, the Republic 
of Bulgaria, Romania and Georgia). Not to be applied with respect to the Republic of Kazakhstan in 
accordance with the Reservation to the Basic Multilateral Agreement. 
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railway tariff harmonisation matters is one of the significant constraints for competitiveness of 
the corridor.  

It is important to quote prices to the clients transparently, making them confident of being treat-
ed equally, and providing competitive prices that are within market limits. 

In general, container rail transport in the TRACECA countries remains very expensive and there 
is a large gap between the tariffs for the carriage of the same goods in wagons in bulk or break-
bulk and on platforms in containers (the latter being 2 to 4 times more expensive). Moreover, 
there is no single operator able to quote and guarantee a price all along the corridor. State rail-
ways give rail tariff rates only for carriage on national wagons and platforms: GR being, for in-
stance, unable to guarantee the availability of wagons belonging to Central Asian countries at 
the time of shipment from Georgian ports, is giving rates to Central Asia based on the use of 
Georgian wagons, which include the return of the empty wagons to their depots in Georgia25. 

Reportedly delivery of services by the railways in most countries very often requires also illicit 
payment to obtain wagons in time, suitable condition and sufficient number or to expedite cus-
toms clearance. This significantly increases the final transport costs. 

Besides the conditions of carriage, delivery at the final destination (including description of 
available technical facilities) and liability of the various parties involved remain unclear for the 
users. 

The set up of a unified easy-to-use through tariff is one of the key issues in the creation of a 
competitive route. Azerbaijan, Kazakhstan, Georgia and Turkey will introduce a single tariff for 
the transportation of containers within the project “Silk Wind”, allowing transparency of the tariff 
policy and creation of a confident dialogue with the business. 

The policy requiring freight tariffs to cross-subsidised passenger services, adopted by most of 
the TRACECA countries, will need to be reconsidered in view of the international corridors inte-
gration as it is not commercially sound. The alternative way of financing the passenger services 
through Government support, such as public service obligation grants (PSO), in line with EU 
best practice, should be considered. 

Summarising what has been said above in this chapter the following key issues need to be ad-
dressed to enhance the competitiveness of the TRACECA rail corridor: 

 lack of common basis between railways for calculation of the tariff;  

 lack of coordination between railways to change the level of tariff;  

 differences between domestic , international and transit tariffs„ levels;  

 lack of coordination policy for discounts except to some big freight forwarders, who 
then are the only ones to propose prices;  

 differences of tariff levels for wagons and containers;  

 impact of the change of wagon fleets status on international prices. 

                                                
25

 The same problem exists in the Baltic ports. It is related to the status of wagon fleets. Even if they are 
publicly owned, they are operated as private wagons, which involve payment for return of empty wagons. 
This was not the case for wagon fleets operated as publicly owned inventory fleet. 
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7 ON-GOING PLANS, PROJECTS 

TRACECA countries have the duty to bring a major contribution to the development of the 
transport system linking Europe and Asia. The investments allocated to infrastructure projects 
have a special importance in building missing links and upgrading the existing one, the railway 
network being one of the key components of the transport system in this region. 

There are a lot of on-going initiatives and projects for the modernisation and rehabilitation of the 
railway infrastructure within the TRACECA region. The majority of these projects have a nation-
al character, but some projects are aimed at eliminating missing links and bottlenecks in terms 
of creating integral rail bridges between East and West. Some are aimed at creating new rail-
way lines and some are focused on upgrading the existing infrastructure. 

This report mostly deals with the rail projects relevant for TRACECA in the corridor perspective. 
Other national projects are described in the LOGMOS Country Profiles. 

 New Railway Line between Zhezkazgan and Beyneu in Kazakhstan  

A new line is being built from Beyneu to Zhezkazgan to reduce the distances between central 
and west regions of Kazakhstan and the route from PRC to Aktau port. This will be a 988 km 
double track railway line which will shorten the route by about 1,000 km and reduce the transit-
time by 3 to 5 days); the implementation of this project is planned for 2012-2016. 

 The “Silk Wind” Block Container Train 

This Project results directly from the one mentioned above.  

On 28 November 2012, in Izmir, Turkey, the Ministers of Transport of the four participating 
countries, Azerbaijan, Georgia, Kazakhstan and Turkey, signed the “Memorandum of Under-
standing on the principles of joint activity on the development of transport networks and organi-
zation of cargo transportation”. This document fixes the intentions of the Parties regarding the 
“Silk Wind” project related to the creation of a block train operating in multimodal transport with 
preliminary information exchange system between customs services and railway operators of 
the Project participating countries. 

Figure 4: Silk Wind in Kazakhstan 
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It is assumed that a full package of logistic services will be provided in the countries situated 
along the route. The contemplated trade facilitation measures aim at increasing the commercial 
potential of the TRACECA transport corridor as well as expanding multimodal transport volumes 
in the region.  

The block train will run from the stations Dostyk/Altynkol (on the Kazakhstan/PRC border) 
through Zhezkazgan - Beyneu to the ports of Aktau and Baku, further along the railway line Ba-
ku-Tbilisi-Kars then through Turkey and approach the European border through the railway tun-
nel under the Bosporus. The total length of the route is 4,192 km with an estimated transit time 
of 12 days. The Project is based on the successful implementation of new infrastructure objects: 
the straightening railway line “Zhezkazgan-Beyneu” (Kazakhstan), the new port of Baku at the 
International Sea Trade Port of Alyat (Azerbaijan), the nearly completed railway line Baku-
Tbilisi-Kars (Azerbaijan, Georgia, Turkey) and the “Marmaray” railway channel line (Turkey).  

This link will provide an alternative route to all-sea transport and a direct and 2.5 times quicker 
overland connection between the big manufacturing regions in Western PRC and good-
consuming countries in the EU and Turkey.  

 Construction of New Railway Line Baku - Tbilisi - Kars (BTK) 

This track will directly connect Kars in Turkey, Tbilisi in Georgia and Baku in Azerbaijan. It is 
expected to be fully operational end of 2013. The total estimated cost of the project is USD 600 
M (USD 422 M excluding infrastructure costs). For the construction of the railroad on the territo-
ry of Georgia, Azerbaijan provided a USD 220 M loan, repayable in 25 years, with an annual 
interest rate of only 1%. Turkey and Azerbaijan fund their own sections.  

Figure 5: BTK Outlay 

 

The new railway link is intended to provide an alternative route to the existing Kars-Gumri- 
Akhalkalaki railway line which has been out of use since 1993, when Turkey closed its border 
with Armenia. In total 98 kilometres of new line will be built between Kars and Akhalkalaki, with 
68 kilometres within Turkey and 30 kilometres in Georgia. The existing line from Akhalkalaki to 
Tbilisi and Baku is being modernised. A break-of-gauge facility (from 1,520mm to 1,435mm) will 
be constructed at Akhalkalaki station. The missing Kars - Akhalkalaki section is planned to be 
completed by the end of 2013. For the sake of enhancing the train handling capacity on the 
main double-track line of the TRACECA railway route, a single track railway bridge Poylu - 
Salogly is being reconstructed into the double track bridge. 

http://upload.wikimedia.org/wikipedia/commons/3/33/Map_of_the_Kars-Akhalkalaki-Tbilisi-Baku_railway.png


   

Logistics Processes and Motorways of the Sea ll 

 

 

Page 34 of 44 Annex 5 Progress Report IV 

According to experts‟ forecast, the BTK railway line will transport 1 million Pax and 6.5 million 
tons of cargo in the initial stage. By 2030, the line should carry an estimated 17 million tons of 
cargo and about 3 million Pax. 

The key objective of the project is to improve trade and economic relations between the three 
regions and to gain foreign direct investment by connecting Europe and Asia. The project will 
facilitate transportation of passengers and goods, principally oil and grain. Combination of a 
flexible tariff policy and customs procedures compliant with the European standards and a 
shorter route for cargo transportation compared with sea routes from Asia to Europe may trans-
fer a relatively small project into a strategically important one in terms of international trade. 

The promoters of the Baku - Tbilisi - Kars Railway projects see it as a part of bigger project that 
foresees the connection of the South Caucasia railroads to Europe through Turkey via the 
“Marmaray” tunnel under the Bosphorus Channel. 

 Construction of the New Baku International Sea Port in Alyat, Azerbaijan  

In order to boost activity and increase freight volumes, the Ministry of Transport in Azerbaijan 
launched plans to move the port of Baku to another location 65 km south of the city, in Alyat, by 
2014. The new location is at the junction of two major transport corridors: East-West and North-
South, an area where the Azerbaijani railway and road networks intertwine.  

The new International Port of Alyat will be built in three phases on a total surface of more than 
400 hectares, 100 of which will be dedicated to an international logistics centre. In the first 
phase, the construction project cost is USD 726 M. Development works were initiated at the end 
of 2010. 

The estimated volume that will be handled by 2015, at the end of the first construction phase, is 
10 MT including up to 40,000 TEUs. In the second phase the volumes will amount to 17 MT and 
150,000 TEUs, while in the third and last phase it should reach 21-25 MT and 1 Million TEUs. 

The new port will help improve the intermodality of container transport on the TRACECA Corri-
dor and will also contribute to the development of new logistics services, which will increase the 
attractiveness of the TRACECA route and reduce travel time and costs.  

 Modernisation and Extension of the Port of Aktau, Kazakhstan 

A project to expand the sea port of Aktau in the northern direction that involves several stages is 
under implementation now. This combined with the modernisation of the existing equipment and 
introduction of new technologies and management systems will raise the total capacity of the 
sea ports in Kazakhstan from 14 MT to 17.5 MT. Nothing has yet been planned for enhancing 
the handling capacity of the port as far as rail ferry and Ro-Ro trades are concerned. 

For Armenia and Georgia, the maritime links through the Black Sea and the land connections 
via Turkey and further via Turkish ports are of utmost importance to ensure a seamless trade- 
flow with Europe and the rest of the world.  

For Georgia, the development of the Trans-Caucasian east-west axis, linking the Black and 
Caspian Sea provides significant benefits whilst adding considerable value to the TRACECA 
Corridor as a whole.  

 Rehabilitation of the Main Railway Line Yerevan - Tbilisi 

Armenia is in need of rehabilitation to its infrastructure and the cost of the ongoing projects is 
expected to hit EUR 1 B. Due to the fact the borders with Turkey and Azerbaijan are closed, on-
ly the South Caucasus international railway connection with Georgia is in operation. The re-
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maining three border-crossings (two to Azerbaijan and one with Turkey) are temporarily closed. 
International traffic flows to and from Armenia therefore move mostly via the Georgian ports of 
Poti and Batumi26. Maintaining this vital link is a priority task for SCR and a major programme of 
infrastructure overhaul is ongoing (308 km of railroad, representing nearly half of the total coun-
try‟s network, are under rehabilitation as well as the 8 bridges on the track from Yerevan down 
to the Georgian-Armenian border). 

The 2011-2012 slapdash privatisation of the rolling stock by UZ in Ukraine has made wagon 
supply harder which has negatively affected the trade with Armenia. Thus, the number of wag-
ons moving from Ukraine and Bulgaria to Armenia via Poti and Batumi decreased during the last 
years as follows: 2010 – 5,568, 2011 – 4,050, 2012 – 3,924 27. 

In the meantime, SCR has upgraded the existing block container train service between Poti and 
Yerevan Karmir Blur railway station: in lieu of the former twice-a-week service (on Tuesdays 
and Fridays), SCR is now offering a daily connection to Tbilisi, Poti and Batumi (regardless of 
the number of containers to be transported) using both GR and SCR platforms. Besides, SCR 
provides a reefer container service deploying 12 specialised platforms per train. The trains per-
form the 660 km run between Poti and Yerevan in about 29 hours at an average driving speed 
of 32 km/h and the average turn-time per container Poti-Yerevan-Poti is 12 days.  

 Other Projects of Regional Importance in Armenia 

Another important project is the Vanadzor-Fioletovo railway line (32 km) which is primarily 
aimed at improving Armenia‟s transit potential and increasing its economic and political competi-
tiveness at regional and international levels. The construction of this track will enable to connect 
Ijevan - Hrazdan - Yerevan to Tbilisi - Ayrum - Gyumri - Masis. The launch of transport opera-
tions on this line, as well as the construction of a logistics centre (Akhuryan) will contribute to 
enhance the attractiveness of TRACECA corridor. 

                                                
26

 A small part moves via Iran mostly through the port of Bandar-Abbas. 

27
 The drop was especially sharp in the last months of 2011. It seems there was a partial recovery in 

2012. 
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Figure 6: Armenia Railway Network  

 

Source: TRACECA (2011) 

One of the most important international rail projects initiated by Armenia is the construction of 
the line to Iran. The project envisages a 500-km railway line along the route Gagarin-Gavar-
Martuni-Jermuk-Kapan-Meghri-Iranian city Merand connecting Armenia with neighbouring Iran. 
The Armenia-Iran railway line will provide landlocked Armenia with an alternative way to 
transport energy products and other goods to and from the outside world. According to the pre-
liminary agreement, Iran will provide Armenia with access to the Persian Gulf. The project cost 
is estimated at about USD 2 B while the construction should take 5 years. 

Figure 7: Caucasus Railway Network 

 



   

Logistics Processes and Motorways of the Sea II 

 

 

 Progress Report IV Annex 5 Page 37 of 44 

 

 Poti - Baku Block Container Train 

This is the backbone project linking the Black and Caspian Sea for container trade flows. Some 
regular scheduled container trains started running in 2012. They are, however, operated sepa-
rately by GR and ADY on both sides of the border because a single tariff and streamlined pro-
cedure could not be agreed upon.  

 Tbilisi - Poti/Batumi Railway Line Modernisation Project 

The aim here is to increase traffic capacity and reduce travelling time between the Poti/Batumi 
ports and Tbilisi. The project implies the complete modernisation of the current railway infra-
structure and an upgrade of the line to the speed of 120 km/h. The project is scheduled to be 
completed by 2013.  

This should also help to improve the performance of the Poti-Tbilisi block container train that 
runs every other day by GR28. 

 Tbilisi Railway Bypass Project  

This project involves developing a new railway route that will bypass the central area of the city 
of Tbilisi.  

The bypass railroad comprises the construction of a 30 km long double track of new lines and 
the reconstruction of 10 km of existing line that already bypasses Tbilisi. This project also in-
cludes the construction of a new freight station, the upgrade of a number of existing stations, 
rehabilitation of the existing single track lines and construction of an additional new single track 
line. The expected completion of the project was 2013. GR decided to go ahead with the project 
without the initially planned financing from the EBRD.  

 The Tbilisi Rail Node 

As long as the borders between Armenia and Azerbaijan and Turkey remain closed and as long 
as the situation of Iran does not improve on the international political scene, Georgia will retain 
a key role as transit country to its Caucasian neighbours and, increasingly, to Central Asian 
countries. 

At the same time the on-going rail projects at national and regional levels all include a leg in or 
via Georgia, specifically through Tbilisi: 

– Poti/Batumi - Tbilisi; 

– Poti - Tbilisi - Yerevan; 

– Baku - Tbilisi - Kars; and 

– Silk Wind. 

Because of these conditions, there is a unique opportunity for Georgia to create a major rail 
node in or near its capital city where all these rail lines intertwine. 

                                                
28

 Since GR took this operation over from Intertrans, simplified the procedures, trimmed the tariffs to 
match the competition of the road transport and transferred the handling operations from the congested 
Tbilisi city center to an outside location at Veli, not far from the airport, the volumes handled have 
drastically increased: Poti-Tbilisi from 4 173 TEU in 2011 to 8 387 TEU in 2012 and Tbilisi-Poti from 5089 
TEU in 2011 to 8 295 TEU in 2012. 
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At the same time there is no state-of-the-art logistics centre in Tbilisi. The government has been 
considering various projects including one proposed by the previous EU-funded TRACECA Pro-
ject „International Logistics Centres (ILC) for the Western NIS and Caucasus‟ (and still promoted 
by the LOGMOS Project) but to date no development has taken place. 

Combining the traffic-flows generated by the above-mentioned lines to a single rail terminal, 
which would double with a fully-fledged ILC, would definitely bring considerable benefits for 
Georgia in terms of employment and revenues and would also strengthen its pole position as a 
transit country. 

 Rehabilitation of the Baku - Georgian Border Railway Section 

In Azerbaijan, the on-going Railway Trade and Transport Facilitation project (financed by the 
World Bank and the Azerbaijani Government) includes the rehabilitation of the Baku - Geor-
gian border railway section and the procurement of new electric systems. This should result in 
an increase of the maximum speed of the train up to 160 km/h and a reduced travel time from 
Baku to the border to 7-8 hours (from present 14-16 hours). The electrification system will be 
converted from the 3.3kV to the 25kV AC 50 HZ current and the signalling equipment will be 
upgraded.  

Figure 8: Overhaul of the Baku - Boyuk Kesik Railway Line  

 
Source: News.Az 

The line capacity should be improved to 60 pairs of trains after the rehabilitation. The main 
component of the modernisation project is the rehabilitation of the East-West Main Line Baku-
Boyuk Kesik on about 240 km out of total 317 km railway lines included in the government 
programme. The capital repair of the Baku - Boyuk Kesik line is financed through a loan of USD 
215 M allocated by the Czech Exim Bank. Upon completion of repair works trains will be able to 
reach speeds of 140 km/h. 

 Other Completed and Ongoing Rail Projects in Kazakhstan 

Among the recently completed rail projects in Kazakhstan are the construction of the 293 km 
line Zhetygen (50 km north of Almaty) - Khorgoz and the 146 km line Uzen - Bolashak Turkmen 
border railway station in 2011. The latter gives direct access to Turkmenistan, Iran and the Per-
sian Gulf countries. The railway line Zhetygen - Khorgoz opens a second crossing point with 
PRC and makes it possible to increase cargo transit from PRC to Europe and to reduce the dis-
tance of freight transport by 500 km in the direction of Asia - Europe.  
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In 2012, the construction of the Arkalyk (Kostanay Oblast‟) - Shubarkol (Karaganda Oblast‟) 
214- km railroad started. This will reduce the northward transport distance by 700 km, from the 
Shubarkol open-cast (energetic) coal mine to power plants in southern Russia as well as from 
the adjacent ore fields.  

Altogether Kazakhstan plans to build 2,500 km of new railways in 2013-2015. 

Figure 9: North-South Transnational Rail Corridor 

 

 Southern Central Asia Rail Projects 

By the end of 2013 Kyrgyz Railway (KTJ) aims to carry out a final comprehensive feasibility 
study for a new cross-country electrified line that will open up the country to transit traffic be-
tween PRC, the Persian Gulf and Europe. Reportedly, the construction of the new line, which 
is estimated to cut the rail distance between PRC and Europe by 900 km, might begin by 2014. 
The management of KTJ strives to develop transit routes through Kyrgyzstan replacing the ex-
isting dead-ends, moving closer to the markets of the Persian Gulf countries, as well as Iran and 
Turkmenistan. After building the new line, KTJ 's existing Balykchy - Kochkor and Karakeche - 
Arpa - Kara Suu lines will be connected for the first time providing improved transport links 
across the country for both passenger and freight services. 

Construction of a major railway corridor, which will link PRC, Kyrgyzstan and Uzbekistan, is 
planned to start in the near future. The total cost is estimated at USD 2 B. If built, the railway 
line would go from Kashgar in Xinjiang, through Torugart transcending the Tuz-Bel pass, 
through the Arpa River valley and Ferghana range, reaching Kara-Suu on the Uzbekistan bor-
der then on to Andijan, and across Afghanistan, Iran and Turkey as far as Europe. The line 
should pass through 48 tunnels with a total length of 48.9 km, the longest being the Ferghana‟s 
at 14.1 km, and requires the construction of 95 bridges with a total length of 20.9 km. In addi-
tion, due to the gauge differences between China and Kyrgyzstan, a bogie changing station will 
be built near the Tuz-Bel mountain pass where freight and containers will also be weighed and 
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sorted. It is forecasted the railway could carry up to 5 MT of freight during its first year of opera-
tion, and 15 MT when the line is fully operational. In Kyrgyzstan, the project raises both fears of 
PRC's expansion29 and hopes that the land-locked republic would finally have a shot at integrat-
ing with the global economy.  

Figure 10: Route of the Intended Railway Corridor China - Kyrgyzstan - Uzbekistan 

 

Iran and Tajikistan both support a plan to build a railway line linking Afghanistan, PRC and 
Kyrgyzstan, which represents an alternative to the above-depicted project. The route is ex-
pected to boost trade ties and decrease transit costs between the countries facilitating transport 
of cargo and passengers. After many delays the Iranian company Metra completed the feasibil-
ity study of the construction (at an estimated cost of USD 4 B) of the 400 km Tajik stretch of the 
rail link. The railroad would run from Kashgar in PRC via Osh (Kyrgyzstan), Jergital, Vahdat, 
Kurgan Tube and Nizhny Pyanzh (Tajikistan) to Herat in Afghanistan. In actual fact, this would 
significantly shorten the distance between the PRC and Afghanistan where the Chinese plan to 
develop several mines. Tajikistan is very interested in going ahead with the railway since access 
through its only existing international rail route, to Uzbekistan, has been plagued by political 
problems. In March 2013, the Memorandum of Understanding was signed between the Repub-
lic of Tajikistan, Turkmenistan and the Islamic Republic of Afghanistan on the construction of the 
railway “Turkmenistan-Afghanistan-Tajikistan”. Tajikistan, experiencing a shortage of energy 
resources, would get access to the energy resources of Turkmenistan, including fossil fuels. 
The project, estimated at USD 1.5 – 2.0 B, aims to lay a line of around 350-400 km (220-250 
miles) linking the neighbours' existing rail networks to other parts of Eurasia. 

Turkmenistan launched the construction of its portion of the above-mentioned international 
Uzen - Gyzylgaya - Bereket - Etrek - Gorgan line, passing through Kazakhstan, Turkmenistan, 
and ending in Iran at the end of 2007. Over 700 km of this 900-km line pass through Turkmeni-
stan. In May 2013 the Turkmen-Kazakh railway section was opened. Currently, the construction 

                                                
29

 To give an order of magnitude the PRC is planning to invest USD 104.5 B in its domestic rail network 
only, laying down 52,000 km of track (20% more than the whole Canadian network) in 2013.  
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units of the Ministry of Railway Transport of Turkmenistan continue construction of the Southern 
stretch (256 km long) from Bereket to Etrek on the Iranian border, which shall be completed in 
2013. In Iran, the railway will be linked to the national network making its way to the ports of the 
Persian Gulf. The project is estimated to cost USD 760 M and is jointly funded by the govern-
ments of the three countries.  

In October 2012, Turkmenistan also launched construction of the first link of the international 
railway Atamirat-Imamnazar (Turkmenistan) - Akina - Andkhoy (Afghanistan). 

Uzbekistan plans a series of investment projects. In 2012, UTY launched a large-scale invest-
ment project for the electrification of the Marokand - Karshi - Termez route, one of the country‟s 
longest railroads, to be completed in 2017. The total volume of investments is estimated at USD 
320 M, out of which up to USD 220 M will be provided by the Japanese International Coopera-
tion Agency, and the remaining USD 100 M by ADB. The funds for the project could be partly 
provided by UTY itself.  

UTY plans to build an extension of the existing 75km Hairatan - Mazar-i-Sharif railway in Af-
ghanistan. The project, which aims to be completed between 2013 and 2015, would boost eco-
nomic ties with Afghanistan, analysts say. Notably, Afghanistan, devastated by decades of for-
eign occupation and civil war, has been regularly experiencing difficulties in sending cargo 
through the borders of Iran and Pakistan, and consequently, is interested in alternative transport 
routes. In January, UTY announced plans for a USD 450 M 230 km-long track extension that 
would connect Sher Khan Bandar to a Tajik-Afghan border checkpoint on the Panj River and 
with the existing track in Mazar-i-Sharif. From there, the track would go to Herat, where it would 
link to a still-incomplete track that should one day lead to the country's western border. The pro-
ject would be developed and financed under the CAREC (Central Asia Regional Economic Co-
operation) Programme.  

Uzbekistan also plan to launch various railway electrification projects. The most important of 
them is the Marakand - Karshi line (140 km), part of Corridor 6 CAREC. The line, to be electri-
fied, links Europe to Middle East and South Asia through Central Asia and has a capacity of 100 
MT per annum. The north section of the Corridor is electrified and currently operates electric 
locomotives. The rest of the line is soon to be electrified. The project includes the construction 
of the catenary system, three traction substations, the acquisition of the control system for the 
power supply and the modernisation of line equipment. Moreover, the authorities will purchase 
the interlocking system and communication systems for facilitating the efficiency of operations. 
At the end of 2011, ADB prolonged the financing contract with Uzbekistan granting USD 100 M 
of the USD 176 M for the development of this project. The line will be put in service in 2016 and 
will help increase the trade in the region. 

Uzbekistan backs the project of construction of the PRC - Kyrgyzstan - Uzbekistan railway line. 
The next step would be the construction of Angren - Pap railroad connecting the Fergana valley 
with the rest of Uzbekistan (estimated cost USD 1.9 B) which would logically complete the rail-
way map of Uzbekistan.  

 Rail Projects in Moldova 

Moldova, being a more a transit country, envisages a series of important railway infrastructure 
projects, first of all, increasing the traffic speed of freight trains crossing the country, e.g. the 
speed on Galati - Giurgiulesti - Port of Reni line, as well as on Ungheni - Iasi - Jijia line.  

One of the important projects involves linking Chisinau to the city of Iasi through a standard 
gauge railway line.  

Currently, an extension of the line Cantemir-Cahul south to Giurgiulesti is being implemented, 
which provides a direct link between Chisinau and the port. 
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Investments of EUR 15.5 M are necessary to finalise works and commissioning Cahul - Giur-
giulesti line. Also, the construction of an European gauge line and the electrification of Chisinau-
Ungheni line section are expected to amount to USD 400-536 M and the acquisition of rolling 
stock requires additional investments of USD 135 M.  

The EBRD is lending USD 12 M to Danube Logistics, the owner and operator of the Giurgiulesti 
International Free Port, to finance the construction of a mixed gauge rail terminal in Moldova. 
The funds will be used to improve the overall standard of the port infrastructure as well as to 
complete the railway link to the terminals that handle containers, general cargo and dry goods 
shipped in bulk such as grain and coal. As a result, trans-shipments onto and from railway wag-
ons will no longer require internal transfer by truck and will avoid multiple lifts by cranes, making 
port operations much more cost and time efficient for Moldovan businesses. 

 Rail Projects in Ukraine 

Ukraine is willing to capitalise on its well-developed transport network and its geographical loca-
tion to enhance its role as a transit country in Eurasia. It therefore initiated a programme of in-
vestments in railway infrastructure, as well as in the purchase of freight and passenger rolling 
stock. The reconstruction of six railway stations and six railway complexes was conducted in 
2012. Transit was already 70 MT in 2008 mainly in relation with the Ukrainian ports, compared 
to UZ freight business of 400 MT and 250 Bios ton-km in total.  

UZ started building the new 1.8 km-long double-track Beskyd tunnel on the Lvov-Chop line in 
the Western Ukraine Carpathian Mountains for which Interbudmontazh/Kiev secured in 2011 a 
EUR 102.7 M contract for design and construction. The tunnel, scheduled to open in 2015, will 
allow an increased speed of 70 km/h. This tunnel will replace the existing single-track tunnel 
built in 1886, which is a major bottleneck on the Transport Corridor V. 

The project of electrification of the Dolynska - Nikolayev - Dzhankoi route is budgeted at USD 
701 M. Work is scheduled for 2013-2016.  

UZ has applied for financing to the EBRD and intends to use the proceeds for a project to ac-
quire general purpose freight wagons with a total estimated cost of USD 125 M.  

The EBRD is considering participating in the financing of the railcar acquisition programme of 
the Ukrainian New Forwarding Company (“UNPK”), the Ukrainian subsidiary of Globaltrans In-
vestment Plc. (“GTI Group”), a freight rail group with operations in Russia, CIS and Baltic coun-
tries. GTI Group development programme aims to capitalise on the successful operational track 
record in the region to date, as well as on strong demand for railcars in Ukraine and other CIS 
countries. The total investment volume is USD 33 M, with a foreseen EBRD-share of USD 7 M. 

The railways rolling stock renewal project will enable the company to finance the acquisition of 
general purpose freight wagons, an integral part of a multi-staged Rolling Stock Renewal Pro-
gramme, to renovate Ukraine Railways‟ ageing fleet, which has become a critical bottleneck of 
the country‟s transport system as the shortage and poor state of the freight rolling stock is now a 
potential threat to continued growth of the national economy. The total investment volume is 
USD 441 M with a planned EBRD participation of USD 125 M. It is expected that the European 
Investment Bank will provide parallel debt financing. 

Finally UZ is drawing plans to differentiate traffic directions mainly for passenger and cargo 
transportation, as well as to redirect the flow of goods to idle or low-intensity lines. 
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