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ADY Azerbaycan Demir Yollari,JSC Azerbaijan Railways 


BACP Boryspil Airport Commercial Park 
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CA Central Asia 


CASPAR The Azerbaijan State Caspian Sea Shipping Company 


CBA Cost – Benefit Analysis 


CIS Commonwealth of Independent States (former republic of the USSR) also 
called NIS 


EC European Commission 


EU European Union 


FEZ Free Economic Zone 
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IFI International Financing Institution  


IGC Intergovernmental Commission TRACECA 


ILC International Logistics Centre 
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KAZATO Union of International Road Carriers of the Republic of Kazakhstan 
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Aktau 


LC Logistic Centre 


LOGMOS 
Contract 


TRACECA regional project Logistics Processes and Motorways of the Sea II 
/ ENPI Contract No. 2011 / 264 459 


LOGMOS Pilot 
Project 


A pilot initiative selected for analysis or implementation under the LOGMOS 
Contract 


LOGMOS 
Technical 
Assistance 
project 


TRACECA regional project Logistics Processes and Motorways of the Sea II 
/ ENPI Contract No. 2011 / 264 459 


MCA Multicriteria Analysis 


MLA Multi-Lateral Agreement 


MoS  Motorways of the Sea 


MoT Ministry of Transport 


MR Moldovan Railway, the National Railway Company of Moldova 


NIS Newly Independent States, also called CIS 


Oblast A type of geographical administrative division in the countries of the FSU 


PPP Public-Private Partnership 
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SEZ Special Economic Zone 


TEN-T Trans-European Networks - Transport 


TEU Twenty foot equivalent unit (containers) 


TICSP Turkmenbashi International Commercial Sea Port 


TRACECA Transport Corridor Europe – Caucasus - Asia 


TRACECA NS TRACECA National Secretary 


TRACECA PC TRACECA Permanent Secretariat 


UND Uluslarasi Nakliyeciler Derneği – A Road Trucker Association of Turkey 


UZ Ukrzalisnitsya, the National Railway Company of Ukraine 


PAEIS Pre-arrival Electronic Information System 


TAEIX Technical Assistance and Information Exchange instrument managed by the 
Directorate-General Enlargement of the European Commission. TAIEX 
supports partner countries with regard to the approximation, application and 
enforcement of EU legislation. It is largely demand driven and facilitates the 
delivery of appropriate tailor-made expertise to address issues at short 
notice. 


IBM Integrated Border Management - one of the Flagship Initiatives of the Eastern 
Partnership of the EU, targeted to improve security, reduce smuggling and 
human trafficking, and facilitate mobility of people across non-EU borders, 
particularly along the TEN-T Transport Corridors and TRACECA, help 
partners develop IBM strategies, align border management rules and adopt 
best practices in line with EU standards, and enhance multilateral 
cooperation and networking among partners, candidate countries and EU 
member states. 
 


 



http://www.multitran.ru/c/m.exe?t=4572998_2_1
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1 EXECUTIVE SUMMARY 


 


The present report documents the activity of the LOGMOS technical assistance project in the 
second reporting period and summarises the results of the first year of its implementation. This 
paper presents the plans of the project team till the end of the project in the context of situation 
with local stakeholders and cooperation with project partners or target groups.  


This planning is updated from the point of view of performance indicator delivery and lists the 
identified missions and events. The paper refers to additional tasks which were performed by 
the project team of the project since its start. This report also provides an overview on the 
country based activities aimed at the results of each particular component in the last reporting 
period, as well as the planning for the next one.  


This administrative report is accompanied with a number of technical annexes including: 


Annex 1 – Logframe 


Annex 2 – List of Meetings in November 2011 – April 2012 


Annex 3 – Introduction to Legal Case Study 


Annex 4 – Cost – Benefit – Analysis of the Container Block Train Poti – Baku  


Annex 5 – TRACECA Inland Waterways – Danube Case Study 


Annex 6 – Shipping Line Information 


Annex 7 – Transport Access to the ILC at Zvartnots International Airport, Yerevan, Armenia 


Annex 8 – Documents of LOGMOS Regional and National Working Group Meetings 


Annex 9 – Updated guidelines of EU TEN-T policy and LOGMOS Master Plan Methodology, 
containing an MCA note and matrix in the attachment 1 


Appendix A: Explanatory Note on Data Collection and Processing Methodology for the Country 
Profiles 


The report explains the steps of the project towards its overall objective to contribute to the 
long–term sustainable development of logistics infrastructure and multimodal transport along the 
TRACECA corridor. The report points out stakeholder ownership to be the major factor targeting 
improvement of TRACECA corridor performance supported by regional dialogue on identified 
pilot initiatives in maritime and logistics dimensions.  
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2 PROJECT SYNOPSIS 


Project Name:  


ENPI – TRACECA Regional Project – Logistics Processes and Motorways of the Sea II 


ENPI contract No. 2011/264 459 


Beneficiary countries: 


Direct – the ENPI East partners (Armenia, Azerbaijan, Georgia, Moldova and Ukraine) and the 
Central Asia TRACECA countries (Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and 
Turkmenistan) 


Indirect – Bulgaria, Romania, Turkey 


Wider Objectives:  


This project has been conceived as the follow–up of three previous TRACECA EU Funded 
Projects, namely: 


 Motorways of the Sea (MoS) for Black Sea and Caspian Sea 


 International Logistical Centres for Western NIS and Caucasus 


 International Logistical Centres for Central Asia  


The overall objective of the current project is to contribute to the long–term sustainable 
development of logistics infrastructure and multimodal transport along the TRACECA corridor. 


The assignment will enhance the development and implementation of coherent strategies for 
establishment of intermodal integrated transport and logistics chains underpinned by MoS. 


Specific Project Objectives:  


By assessing the network from a regional perspective the assignment will ensure that infra-
structure and “soft” projects planned or implemented contribute to the continuity of TRACECA. 


The focal points entail: 


1. Removal of logistical bottlenecks, focusing on those which hamper the flow of goods 
between ports and the hinterland with the objective of enhancing trade at regional and 
international levels. 


2. Facilitation of efficient flow of goods between Black Sea ports and between Caspian Sea 
ones, ensuring better interoperable connections from the ports to the hinterland through 
logistics platforms and improved maritime services. 


3. Targeting regulatory framework and sector reforms for port, maritime and logistics 
operations as well as introduction of port environmental management systems. 


Results:  


Result 1: Implementation of the Motorways of the Sea concept through existing and future 
pilot projects and their hinterland dimension. 


Result 2: Development and promotion of the concept of regional networks of Logistics 
Centres and intermodal interfaces.  


Result 3: Master Plan for the implementation of TRACECA LOGMOS concept  


Result 4: Technical Assistance National/Regional Regulatory Adjustment 


Result 5: Communication, Visibility and Information Plan 



http://www.cc.cec/EUROPEAID/cris/saisie/contrat/contratme.cfm?action=ShowFromList&fct=&key=154904

http://www.cc.cec/EUROPEAID/cris/saisie/contrat/contratme.cfm?action=ShowFromList&fct=&key=154902

http://www.cc.cec/EUROPEAID/cris/saisie/contrat/contratme.cfm?action=ShowFromList&fct=&key=154902
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Activities:  


1A: Maritime dimension of MoS projects 


 Set–up of and technical assistance to national, bilateral and regional working groups and 
task forces on already selected pilot projects 


 Training activities and study tours on border–crossing related issues 


 Identification, approach and gathering of EU stakeholders and customers  


 Communication and dissemination activities to strengthen awareness of the MoS concept 
through regional support 


 Assessment and recommendations on feasibility of projects that were not previously 
selected and new pilot projects 


 Technical assistance aimed at mobilisation of different sources of financing for the 
implementation of MoS projects 


 Monitoring and reporting on the implementation of the MoS pilot projects 


1B: Hinterland dimension of MoS projects 


 Set up of working groups and tasks forces and technical assistance for improving 
efficiency (including simplification of border–crossing procedures) and attractiveness of 
commercial conditions 


 Development and implementation of a restricted number of case studies on connections 
between ports and logistical zones 


2A: Concept of the regional networks of Logistics Centres 


 Set–up of bilateral and regional working groups for promoting logistics processes and 
network possibilities 


 Identification of the core networks between ports and logistics hubs 


 Development of recommendations and guidelines for the TRACECA network of logistics 
centres 


 Organisation of study tours and training 


2B: Logistics Centres’ projects implementation 


 Identification of interfaces to be adjusted to promote the network of logistics centres 


 Identification and promotion of synergies between identified logistics centres 


 Technical assistance related to establishment of network modalities  


 Follow–up of feasibility studies and promotion of identified sites, raising awareness and 
enhancing interest 


 Establishment of a dialogue and cooperation between the promoters and developers of 
the logistics centres 


3: LOGMOS Master Plan 


 Developing recommendations and guidelines for LOGMOS 


 Two/three case studies to be selected and developed as pilot projects, small working 
groups to be set up to for addressing bottlenecks / defining required technical assistance 


 Support and capacity building for attracting funding 
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4: Technical Assistance to Regulatory Adjustments 


 Case study related assessment of maritime and intermodal legislation and environment 


 Organization of training, seminars and working groups to identify changes needed 


 Development of a monitoring mechanism on regulatory adjustments 


Target Group:  


Ministries of transport, port and maritime administrations, port and terminal managements, 
border crossing agencies, transport associations, railway entities, shipping companies, local 
associations and institutions, business community etc.  


Beneficiaries: Ministries of Transport of TRACECA member–states, PS IGC TRACECA 


Project starting date: 27 April 2011 


Project duration:  36 months 


Inputs: Technical Assistance will include: 


Long – Term Key Experts:  


Team Leader:   660 MD 


Key Expert 2:   660 MD 


Key Expert 3:   660 MD 


 


Short – Term Experts: 


Senior Experts:  1,000 MD 


Junior Experts:  1,500 MD 


Project main office: 


8, Lysenko Street, office 39, Kiev 01034, Ukraine  


Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 
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3 ANALYSIS OF THE PROJECT 


This document encompasses information on the second project reporting period from 1 
November 2011 till 27 April 2012. This chapter describes the current context and 
implementation approach of the project, highlighting cooperation with project partners and 
stakeholders. It also provides the overviews of the performance indicators achieved within the 
second phase of project duration.  


3.1 Relevant Project Context  


During this reporting period, the project team continued the cooperation with the TRACECA 
Permanent Secretariat (PS), stakeholders and project partners on topics falling under LOGMOS 
mandate. The European Commission was closely involved in the implementation. The contact 
with the EU Delegation is Azerbaijan was established upon appointment of the new project 
manager responsible for TRACECA. Several regional events and missions to eight countries 
were carried out in this reporting period (See Annex 2 – List of Meetings).  


The project team discussed the action plans for sixteen follow up pilot projects. The action plans 
are stakeholder owned and serve as the implementation guidelines for pilot initiatives. Projects’ 
respective scope, relevance for TRACECA corridor, degree of maturity or support in the 
beneficiary countries were critically reviewed in the framework of the working groups and task 
forces. Some projects reached their maturity in terms of absorption of added value from a 
technical assistance project: Varna-Ilyichevsk-Poti-Batumi, International Logistics Centre at 
Marculesti, International Logistics Centre at Euroterminal, Odessa, International Logistics 
Centre at Borispol Airport Commerce Park (BACP), Kiev. These were agreed to be fully passed 
on to the stakeholders’ implementation responsibility. The action plans for these projects will be 
used as guidelines for the committed action in the future. The project will render technical 
assistance to these particular pilot initiatives on the ad hoc basis and upon achievements by 
stakeholders the respective development phase indicators.  


To this end, the LOGMOS team encouraged the countries to submit their proposals in logistics 
and multimodal sectors for evaluation in view of defining the new pilot projects. The initial 
deadline was set in the previous reporting period by end of April 2012. This deadline has been 
extended till October 2012. The extension of the deadline will allow the stakeholders to consider 
the multicriteria requirements for pilot projects published in this report and to prepare high 
quality proposals accordingly. 


The newly submitted projects will undergo assessment of the Multi-Criteria Analysis (MCA). This 
assessment will be organised by means of a three-fold MCA. The first fold will filter out the 
projects falling under LOGMOS dimension. The individual projects should contribute to the 
cohesion of the TRACECA network and hinterland connections needed for optimisation of cargo 
flows. The MCA takes into account in the provisions of the TEN-T policy review as a model to 
follow. The second round of selection will measure the effects of the potential projects for 
TRACECA on macro level. In the third round of selection the projects from a macro level will be 
evaluated between their individual impacts for improvement of the transportation on the 
TRACECA corridor. The projects selected will comply with the measures under identification in 
the LOGMOS master plan. 


The analysis of the project implementation showed a potential for facilitation of regional 
cooperation by organising targeted country level and bilateral meetings between two countries. 
The new practice on TRACECA level was put into operation – bringing together the driving 
forces from two countries involved in pilot projects, facilitation to development of a bilateral 
action plan deemed to improve the logistics and maritime services on the TRACECA corridor. In 
the second project reporting period a cross-regional pilot project was identified in Kazakhstan – 
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Silk Wind Block Train. The project was approved by the Government of Kazakhstan in February 
2012. The implementation task force involving interagency efforts at the national level, bilateral 
meetings between Turkey and Kazakhstan, Georgia and Kazakhstan and a multilateral meeting 
between Azerbaijan, Georgia, Kazakhstan and Turkey, as well as the presentation at the 
TRACECA floor in the next reporting period has been supported by the LOGMOS.  


3.2 Implementation approach 


As explained in the Inception and Progress report I, the project team opted for interactive 
implementation approach which is based on five defined activities and related numbered tasks 
(1A-1D, 2A-2B, 3A-3C and 4A-4C + 5). 


Figure 1: Project Approach 


 


 


All activities are implemented in coordination with TRACECA counterparts. In the second 
reporting period the project team intensified the work on regulatory change package and started 
the development of the LOGMOS master plan.  


The project team put emphasis on Component 5 – Communication, Visibility and 
Information as a tool to reach the technical results. All events of the project are devoted to 
specific technical components. Beyond the Progress reports issued every six months, the 
results of day-to-day work of the project (Newsletters, Updated Action plans, Country profiles 
and Conclusions of Regional meetings) are published at LOGMOS section of the TRACECA 
webpage. 


Any specific proposals addressed by the beneficiaries beyond this plan are considered for 
implementation upon approval by the European Commission as additional tasks in order to fulfil 
the principles of targeted and responsive technical assistance. At the future stages, the 
Contractor will discuss these subjects with the European Commission and apply for 
compensation of these resources diverted to additional tasks following the established 
addendum procedure. In the next reporting period (May – October 2012) this could be 
discussed in the framework a coordination meeting between the project and the European 
Commission. 
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3.3 Cooperation with the TRACECA, EU Projects and sectoral stakeholders 


The important local stakeholders for the LOGMOS project are the National Secretaries in each 
direct and indirect beneficiary country and the Permanent Secretariat. The project team 
perceives TRACECA structures as its main agents and partners to promote the LOGMOS tasks 
and activities. In parallel to this, the project team capitalises on the network of private sector 
actors and involves their know-how in the implementation process.  


The project partners are the donor community, logistics platforms, promoters of similar initiatives 
in the regions, as well as other EU projects. Representatives of IFIs and private and 
international companies have been approached and invited to all regional events.   


Cooperation has also been continued with relevant EU financed projects at regional and 
national level.  


All TRACECA stakeholders have been informed about the progress of the project 
implementation. Bilateral meetings were held with TRACECA Permanent Secretariat, National 
Secretaries or their representatives. The project team organised the work with TRACECA 
counterparts and stakeholders: 


 within the bilateral meetings 


 at external events 


 round tables and working group meetings 


 in working groups at regional seminars and capacity building measures.  


The bilateral meetings held by the project team in this reporting period are presented in the 
Annex 2. 


The project has been presented at the following external events: 


Country Date Event 


Romania  24-25 November 2011 Annual Meeting of the TRACECA Intergovernmental 
Commission 


Kazakhstan 10-11 November 2011 VIII International Conference "TRANSEURASIA-2011": 
Transit. Business. Integration 


Georgia 15-16 December 2011 Annual meeting of the Ferry line Committees Varna – 
Ilyichevsk and Ilyichevsk – Poti/Batumi 


Belgium 27 February 2012 TRACECA Permanent Secretariat Meeting  


Georgia 10 April 2012 Bilateral Transport panel Kazakhstan – Georgia 


Participation of the LOGMOS Team leader in bilateral 
governmental discussions of Georgia and Kazakhstan on 
the Silk Wind project 


Ukraine  11 April 2012 Second meeting of the Working Group on implementation 
of the concept on the development of the road transport 
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The following round tables or working group meetings were organised by LOGMOS project 
in the TRACECA countries in the second reporting period:  


Country Date Description 


Ukraine 20 December 2011 Technical railway meeting of Georgian, Ukrainian and 
Armenia railways hosted by the Ministry of Infrastructure of 
Ukraine 


Ukraine 24 January 2012 Second meeting of the Working group in Ukraine was 
conducted with representatives of the Ministry of 
Infrastructure, Ukrainian Railways, representatives of 
Ukrainian ports and private sector. The LOGMOS project 
presented their findings of the Danube case studies, port 
tariff comparisons on the Black sea and the key results of 
the meetings in December concerning the rail ferry 
operation on the Black Sea, where a serious drop of 
activities was observed during the last months of 2011 due 
to changed regulations of Ukrainian railways.  


Kazakhstan  20-21 February 2012  The first meeting of the national Working group in 
Kazakhstan was held in Astana. During the meeting, further 
steps towards the implementation of the Pilot projects 
(improvement and development of ferry operations and 
container traffic Aktau - Baku) were discussed. The 
development of the proposed logistics centre within the 
Free economic zone Aktau was discussed with 
representative of the Free Economic Zone, naming the 
missing direct railway link to the port and the hinterland as 
one of the main barriers (presently, the railway connection 
is operated by Kaskor Transservice (KTC)). 


The concept of pre-arrival information exchange as 
operational between Ukraine and Moldova and the concept 
of the Viking contrailer train were presented by the 
LOGMOS project to representatives of Kazakhstan railways 
and customs. As a result, a concept paper concerning a 
future container block train (Silk Wind) form the Chinese 
border to the Caspian Sea was developed and approved by 
the Minister of Transport and Communication of 
Kazakhstan. Three layers of action were defined. 


 Infrastructure (construction of railway line 
Zheskazgan – Beneu -1200km- as a substantial 
shortcut) 


 Operation (clarification of the legal framework for a 
single operator, handling of the train), border 
crossing (integrated border management in 
cooperation with customs authorities in other 
countries). 


 Traffic (attraction of traffic to the new project, 
marketing and involvement of the private sector) 


Belgium 29 February 2012 LOGMOS regional workshop for all TRACECA countries – 
third regional event organised by the LOGMOS project 


Turkey 4 April 2012 Bilateral task force meeting on the Silk Wind project in 
Ankara with participation of Kazakhstan and Turkish 
stakeholders 
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Country Date Description 


Azerbaijan  17 April 2012 The stakeholders of the pilot projects in Azerbaijan were 
encouraged to continue dialogue and regional cooperation 
in the framework of the LOGMOS pilot projects on 
intermodal transport and logistics. 


The action plans of the pilot projects were discussed with 
the stakeholders. 


Azerbaijan  17 April  Applied training workshop on containerisation trends and 
customs clearance for regular block train transportation with 
participation of Azerbaijan, Georgia, Kazakhstan and 
Turkey. The Silk Wind project on block train transportation 
was presented, as well as the soft improvement measures 
in customs clearance and border crossing were discussed.  


 


Based on the Logical framework approach (Annex 1) the performance indicators were identified. 
The progress of their achievement is summarised in the table below: 


Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


PI: Project inception  


a) Project Mobilisation 


b) Adjustment on the work 
plan 


 


 1 Kick–off in Brussels   29.04.2011 achieved 


 Core project team 
completely mobilised 


 By July 2011  achieved 


 Project office 
established  


 May 2011 achieved 


 Regional field missions 
took place in beneficiary 
countries 


 All countries were 
approached in the 
inception phase in 
field missions or 
during events  


achieved 


 Counterpart structures 
established 


1A: Maritime dimension 
of MoS projects 


a) Training activities and 
study tours  


b) Dialogue with a 
gathering of EU 
stakeholders and 
customers  


c) Communication and 
dissemination activities 
to strengthen the 
dissemination and 
awareness of the MoS 
concept through 


 Preparation, distribution 
and update of action 
plans on 5 MoS 
identified projects and 
further action plans for 
new projects 


 Distributed in July 
2011 


 Updated in October 
2011 


 Updated during the 
progress report II 


In progress, 
on track 


 National, bilateral and 
regional working 
groups and task 
forces on 5 MoS pilot 
projects are set up and 
work within the first 
year of the project 


 National working 
groups / task forces 
are set up in 
Ukraine, 
Azerbaijan, 
Georgia, 
Kazakhstan, 


In progress, 
on track 
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Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


regional support 


d) Assessment and 
recommendations on 
feasibility of previously 
unselected and new 
pilot projects 


e) Technical assistance 
aimed at mobilisation of 
different sources of 
financing for the 
implementation of MoS 
projects 


f) Monitoring and 
reporting on the 
implementation of the 
MoS pilot projects 


 National, bilateral and 
regional working groups 
and task forces set up 
for LOGMOS 
additional projects 


stakeholders in 
Turkmenistan are 
mobilised  


 At least one 
international 
stakeholder interested 
in development of pilot 
projects is identified 


 International 
stakeholders as 
UND, UTICAD, 
Maersk, CMA, Sea 
Link, Polzug, K&N, 
etc. are involved in 
project 
implementation 


In progress, 
on track 


1B: Hinterland 
dimension of MoS 
projects 


a) Set up of working 
groups and task 
forces and technical 
assistance for 
improving efficiency.  


b) Development and 
implementation of a 
restricted number of 
case studies on 
connections between 
ports and logistical 
zones 


 Shipping line updates 
for Black Sea and 
Caspian Sea are 
issued every six 
months and included 
into the reports 


 1
st


 issue was 
prepared in July 
2011 


 2
nd


 issue is 
attached to the 
PRII 


In progress, 
on track 


 In 13 beneficiary 
countries assessment 
and recommendations 
on feasibility of 
previously unselected 
and new pilot projects is 
implemented 


 Under 
implementation 


 Silk Wind Project 
has been identified 


 Case study on 
Dnieper has been 
issued in October 
2012 


 Case study on 
Danube has been 
issued in April 2012 


In progress, 
on track 
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Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


 Technical assistance 
aimed at mobilisation 
of different sources of 
financing for the 
implementation of MoS 
projects – milestones 
to be defined as fit for 
each reporting period 


 Not yet relevant for 
this phase 


 ILC in Zvartnots 
has been 
presented at the 
TRACECA 
investment forum 


 ILC at Borispol is 
being developed 
using investment of 
the project owner, 
and has been 
presented at 
Brussels workshop 
of LOGMOS 


NA 


 Set up of the key 
performance 
indicators for pilot 
projects and updates  


 Included into the 
action plans.  


 Under verification  
with the 
stakeholders 


In progress, 
on track 


2A: Concept of the 
regional networks of 
Logistics Centres 


a) Set–up of bilateral and 
regional working 
groups to promote 
logistics processes and 
network possibilities 


b) Identification of the 
core networks between 
ports and logistics hubs 


c) Development of 
recommendations and 
guidelines for 
TRACECA network of 
the logistics centres 


d) Study tours and training 
organisation 


2B: Logistics Centres’ 
projects implementation 


a) Identification of 
interfaces to be 
adjusted to promote 
the network of logistics 
centres 


 Preparation, distribution 
and update of action 
plans on 11 ILC 
identified projects and 
further action plans for 
additional projects 


 Distributed in July 
2011 


 Updates in October 
2011  


 On agenda of all 
relevant events 


In progress, 
on track 


 National, bilateral and 
regional working 
groups or task forces 
on 11 ILC pilot 
projects as required 
for scope and status 
of individual project 
are set up and work 
within the first year of 
the project 


 National working 
groups / task forces 
are set up in 
Ukraine, 
Azerbaijan, 
Georgia, 
Kazakhstan 


 


In progress, 
on track 


 National, bilateral and 
regional working groups 
and task forces set up 
for LOGMOS 
additional projects 
(common indicator as 
in the Result 1) 
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Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


b) Identification and 
promotion of synergies 
between identified 
logistics centres 


c) Technical assistance 
related to 
establishment of 
network modalities  


d) Follow–up of feasibility 
studies and promotion 
of identified sites, 
raising awareness and 
enhancing interest 


e) Establishment of a 
dialogue and 
cooperation between 
the promoters and 
developers of the 
logistics centres 


 Core links between 
ports and logistics hubs 
are identified for all 
beneficiary countries 


MCA basis has been 


prepared in July 2011 


MCA updated in April 


2012 


Basis for LOGMOS 


Master plan 


methodology published 


in April 2012 


Work on country 


profiles to be published 


online continued 


Country profiles of MD 


and UA are under 


discussion with the 


beneficiary 


In progress, 
on track 


 One action plan / 
guidelines for 
TRACECA network of 
the logistics centres 


Included into the 
LOGMOS master plan 
methodology 


Will be a incorporated 
into the LOGMOS 
master plan 


In progress, 
on track 


 Interface projects 
adjusted to promote the 
network of logistics 
centres are adapted 


Updates of the action 


plans took place  


In progress, 
on track 


 11 feasibility studies 
are followed up  


Follow up in the 
framework of the action 
plans takes place 


In progress, 
on track 


3: LOGMOS Master Plan 


a) Developing 
recommendations and 
guidelines for 
LOGMOS 


b) Two/three case studies 
to be selected and 
developed as pilot 
projects, small working 
groups to be set up to 
for addressing 


 MCA for LOGMOS 
project identification 
methodology agreed in 
the first year of 
implementation (also 
relevant to results 1 
and 2) 


MCA methodology 
basis has been created 
/ publication of the 
TEN-T policy review 
was essential for this 
work 


achieved 


 MCA runs on project 
proposals (also 
relevant to Results 1 
and 2) 


under implementation  In progress, 
on track 
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Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


bottlenecks / defining 
required technical 
assistance 


c) Support and capacity 
building for attracting 
funding 


 


 2–3 case studies on 
LOGMOS connections 
(also relevant to 
Results 1 and 2) 


The 1st case study on 
the CBA for the Block 
Container train has 
been prepared – 
published in April 2012 


The second case study 
on the road access to 
Zvartnots Airport 
Logistics Centre has 
been prepared– 
published in April 2012 


The third case study on 
potential of Dnieper has 
been published in 
October 2011 


The forth case study on 
potential of Danube for 
TRACECA has been 
prepared in April 2012 


In progress  


indicator 
achieved 


 LOGMOS projects 
identified for Annual 
TRACECA Investment 
Forum (also relevant 
to Results 1 and 2) 


A project on road 
access to the Yerevan 
logistics centre was 
presented at TIF 2012 


Development of  
documents for block 
train CBA and ILC 
Tbilisi for Georgia 
(subject to final 
decision of the 
Government) 


In progress  


On the track 


4: Technical Assistance 
to Regulatory 
Adjustments 


a) Case study related 
assessment of 
maritime and 
intermodal legislation 
and environment 


b) Organization of 
training, seminars, 
working groups to 
identify changes 


 Assessment of maritime 
and intermodal 
legislation and 
environment relevant to 
action plans 


The provisions are 
included in all action 
plans 


The recommendations 
of the EU TRACECA 
SASEPOL project for 
MoS part 


Report on the Weston 


Part of TRACECA has 


been issued in April 


2012 (covering MOS 


part) 


In progress  


On the track 
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Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


needed 


c) Development of a 
monitoring mechanism 
on regulatory 
adjustments 


 Monitoring mechanism 
on regulatory 
adjustments 


Incorporated into the 
action plans.  


Activities will continue 
in the next reporting 
period for Caspian/ 
Central Asia areas 


In progress  


On track 


 Tailored training on ad 
hoc basis for pilot 
project stakeholders 


Training on land lord 
model in Brussels on 
29.02.2012 


Training on intermodal 
transport and customs 
trade facilitation 
procedures on 17.04.12 


In progress  


On track 


5: Communication, 
Information, Awareness 


a) Communication, 
dissemination and 
awareness plan / 
media strategy and 
implementation 


b) Cooperation with ENPI 
Info Centre 


c) Web portal based on 
TRACECA site and 
team room for 
knowledge base on 
MoS and Logistics and 
online library 


d) Cooperation platform 
meetings of project 
owners 


e) Final project 
dissemination 


f) Study tours on MoS 
and Logistics in Turkey 
and EU 


g) Dedicated training 
workshops / capacity 
building measure (ad 
hoc basis) 


h) TRACECA investment 


 Communication, 
dissemination and 
awareness plan / 
media strategy 
framework prepared in 
the inception period 


 Prepared and 
delivered in the 
inception phase  


achieved 


 Web portal based on 
TRACECA site 
launched in the 
inception phase and 
updated minimum 
once a month 


 Project webpage 
launched in June 
2011 


 Prepared, regular 
updated (once a 
week) take place 


in progress 
on track 


 Dissemination materials 
prepared every six 
months to all 
TRACECA beneficiaries 


 Project reports are 
issued on schedule 
(Inception report in 
July 2011, Progress 
report 1 in October 
2011, Progress 
report 2 in April 
2012) 


 Promotion materials 
were designed 
(brochures, memory 
stick card, 
calendars, leaflets, 
stationary, press 
releases, posters, 
certificates of 
training attendance) 


in progress 
on track 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 26 of 72 Progress Report II 


Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


forums support in 
preparation and 
technical docs (TIF) 


 Cooperation platform 
meetings / round 
tables of project 
owners in countries and 
bilateral held – at least 
two every six months 


 Cooperation 
platform meetings 
in 11 conferences 
(April – October 
2011) and 2 
conferences 
(November 2011 – 
April 2012) 


Including a 


cooperation 


meeting with the 


project stakeholders 


in Turkmenistan 


 5 Round tables and 
working group 
meetings (April – 
October 2011) and 
7 round tables and 
working group 
meetings in 
(November 2011 – 
April 2012) 


in progress, 
ahead of the 
plan 


 Five project regional 
meetings for the 
countries of Black Sea 
and Central Asia 


 Black Sea Regional 
Meeting in July 
2011 


 Caucasus, Caspian 
Sea and Central 
Asia regional 
meeting in October 
2011 


 TRACECA regional 
meeting (workshop) 
in February 2012 in 
Brussels  


in progress, 
ahead of the 
plan 


 Two study tours on 
MoS and Logistics for 
all TRACECA countries 


 Planned for June 
2012 in Turkey 


 Planned for June 
2013 


in progress  
on track 
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Outputs Agreed Objective Verifiable 
Indicators  


Comments Status 


 Four training 
measures (on ad hoc 
basis) in working 
groups 


 Land lord port 
model training 
session in Brussels 
on February 2012 


 Block train 
operation, customs 
facilitation and 
containerisation 
trends workshop in 
Baku in April 2012 


 Planned for 
inclusion into study 
tour programmes, 
training on logistics 
and MOS subjects 
in planned to be 
organised in 
Georgia with 
participation of the 
international 
stakeholders 


in progress  
on track 


 Final project 
dissemination (1 event) 


 Planned for 
February 2014 


NA 
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4 PROJECT PLANNING 


4.1 Introduction 


The overall plan of operation is presented in Table 1 of the present report. The plan of 
operations was adjusted to current requirements of the beneficiaries to allow for a certain 
degree of flexibility in delivery of the technical assistance in-line with the Terms of Reference. 
Any activities that result in deviations or supplementary tasks were and will be provided for 
consideration of the European Commission to define a modus operandi.  


The project will be implemented in three years with six month sequence of reporting. The 
reports will reflect major milestones achieved by the project. In the current reporting period the 
project worked in parallel on logistics and motorways of the sea technical components one and 
two, as well as started to tackle the legal environment of project implementation (component 
four). With growing maturity and implementation of the most promising pilot projects, and with 
identification of new initiatives on the missing links in the second year of implementation, the 
project team started to prepare the LOGMOS master plan envisaged under Component three.  


The interactive approach of implementation is assured by active stakeholder dialogue pursuit by 
the project team under the Communication component five. This component accompanies all 
technical work packages of the LOGMOS project. 


The project is split into three phases corresponding to each year of implementation. 


Figure 2: LOGMOS Planning  


 


 


 


 


 


The tentative contents of the project work is summarised below following the determined steps 
for each subsequent reporting phase. Furthermore, for each reporting period a tentative mission 
schedule is presented, as orientation for the beneficiaries in terms of the mission contents, and 
steps to take.  


4.2 Main Output Overview 


The main output overview per reporting phase is presented in the sections below. 


 


   


  


 Major implementation 


04.2012-04.2013 


Follow up and 
Recommendations 


04.2013-04.2014 


Preparatory phase 


04.2011-04.2012 
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Reporting period III- April 2012 – October 2012 


This reporting phase will focus on Multicriteia analysis (MCA) runs and preparation of the short-
list for the new pilot projects; the action plans for the new projects will be elaborated. The work 
on the LOGMOS master plan will continue, and the draft structure of the master plan in line with 
TEN-T policy review and TRACECA strategy will be presented. The legal analysis will be carried 
out for the Central Asia Asian and Caucasus part. A case study on transit potential of Ukraine 
for TRACECA will be prepared. 


In terms of events, the project team plans a regional study tour for the beneficiaries to Turkey on 
10-16 June 2012. Training measures required for implementation of the pilot projects will be put 
onto the agenda of the project. The multilateral working groups will be conducted in the 
framework of the regional events. 


The field missions will be organised as planned on the follow up subjects and on issues of the 
master plan elaboration.  


The activities are summarised in the following tables.  


Report Work to be implemented Outputs 


Progress report III 
–  


April 2012 -  


October 2012 


MCA run on new proposals 


Preparation and distribution of the action 
plans for the new projects 


Set up of task forces on additional 
projects 


Elaboration of the methodology basis for 
the master plan, structure of the master 
plan report 


Updating country profiles 


Drafting action plan / guidelines for the 
TRACECA network of the logistics 
centres 


Dissemination materials will be prepared 
to all TRACECA beneficiaries 


MCA results – assessment matrix 
and short list 


Action plans for the new / combined 
projects 


Country profile publication and online 
updates 


Methodology basis for the master 
plan 


Draft action plan / guidelines for the 
TRACECA network of the logistics 
centres 


Draft case study on Ukraine transit 
potential 


Draft legal findings study 


 


 


Missions Purpose Participants 
Turkey 
June 2012 


Study tour Key experts, short-term experts 


Romania 
August – September 2012 


Updates for the cross-
references for the master plan 


Key experts, short-term experts 


Bulgaria 
August – September 2012 


Updates for the cross-
references for the master plan 


Key experts, short-term experts 


Kyrgyzstan 
June – August 2012 


Round table on pilot projects Short-term experts 


Tajikistan 
June – August 2012 


Round table on pilot projects Short-term experts 


Ad hoc missions to direct 
beneficiary countries 


Ad hoc questions - the missions 
will be planned in greater detail 
in the next reporting period 


Key experts, short-term experts 
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Regional 
Events / Time 
frame 


Contents Countries 


June 2012 Study tour and training Direct stakeholders and project 
owners  


June 2012 Silk Wind Project Presentation within the 
study tour: accent on trade facilitation  


Direct stakeholders and project 
owners, customs 


October 2012 LOGMOS regional meeting for all 
TRACECA on action plans for Central 
Asia, Caucasus and Black Sea countries 


Stakeholders of the pilot project, 
TRACECA institutions 


Tentatively July-
September 2012 


Regional meeting on the Black Sea 
railway issues 


Railways of the Black Sea countries 


Ad hoc basis Specific training will be implemented  Direct stakeholders and project 
owners 


  


The schematic presentation of the event plan is shown in the figure below.  


Events May 
2012 


Jun 
2012 


July 
2012 


Aug 
2012 


Sep 
2012 


Oct 
2012 


Regional 
meetings 


 TRACECA 
study tour 


   Black Sea 
Central Asia 
and 
Caucasus 


Multilateral 
meetings 


  Ad hoc 
basis 
TRACECA 


Ad hoc 
basis 
TRACECA 


Ad hoc basis 
TRACECA 


 


Country 
Working  
Groups / 
Task Forces 


Ad hoc 
basis 
TRACECA 


Ad hoc 
basis 
TRACECA 


Ad hoc 
basis 
TRACECA 


Ad hoc 
basis 
TRACECA 


Ad hoc basis 
TRACECA 


Ad hoc basis 
TRACECA 
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Reporting period IV- October 2012 - April 2013 


The team plans will present a draft master plan report as a first paper for discussion in 
countries. The core network definition for LOGMOS will be proposed and discussed.  


The work on the legal part will be coming to its finalisation: the monitoring mechanism on 
regulatory adjustment will be prepared and included into the master plan. 


In terms of regional events, the fifth regional meeting is planned for April – May 2013. 
Multilateral task force meetings may be conducted during this event.  


The framework planning for this phase is presented below.  


Progress report IV 
–  
October 2012 -April 
2013 


Working on the master plan  


Work on core network (infrastructure 
and trade) analysis 


Updating the action plans  


Assistance in project preparation for the 
TRACECA annual investment forum 


Working on report on regulatory 
adjustments summary 


Work on the project proposals for the 
investment forum 


Dissemination materials will be prepared 
to all TRACECA beneficiaries 


Draft master plan report 


Draft analysis of the core network 


Updated action plans 


Monitoring mechanism provisions on 
regulatory adjustments – 
methodology and approach will be 
included into the master plan. 


 


Reporting period V - April 2013 – October 2013 


During this reporting period the project team will continue the work on the master plan. The 
team will be in close contact with the representatives of countries to discuss the provisions of 
the master plan. The definition of the core network for LOGMOS will be finalised.  


Draft case studies will be prepared and submitted for review with the beneficiaries. The strict 
deadlines on agreement of approach and methodology at the beneficiary level will be essential 
at this stage in order to assure the duly completion of the case studies. The activities will be 
coordinated with the European Commission and the beneficiaries.  


The legal part of the project will be finalised and included into the master plan following the 
comments of the previous phase.  


In terms of regional events, the project team plans to organise the second study tour for the 
beneficiaries, the tailored training measures will be associated with this event. Multilateral 
working group meetings and country working groups will be implemented as scheduled at the 
beginning of the reporting period.  


The scope of work in this phase is summarised below: 


Progress report V – 
April 2013 


October 2013 


Working on the master plan  


Continuation of work on core network 
(infrastructure and trade) analysis 


Updating the of the action plans  


Assistance in project preparation for the 


Updated draft master plan report 
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TRACECA annual investment forums 


Working on report on regulatory 
adjustments summary 


Elaboration of the case studies 


The detailed planning for this phase will be presented in October 2012. 


Final Reporting period – October 2013 - April 2014 


The final phase of the project will be devoted to polishing of the master plan and issuing the final 
versions of the case studies.  


The project team will concentrate on presenting the action plan on future steps and 
recommendations based on the LOGMOS master plan. This will take a form of updated 
documents for the rest of the steps needed to be moved in each of the pilot projects. 


The final event will be organised to summarise the work done and to determine the steps for the 
future initiatives based on ownership driven implementation.  


The outputs to be delivered with the two last reports of the project as shown in the table below 
comprise the LOSMOS master plan and the case studies. 


 


Draft final report –  


October 2013 - 
February 2014 


Work on master plan and case studies Draft final master plan 


Draft final case studies 


Final report –  


February 2014 -
April 2014 


Work on master plan and case studies Final master plan 


Final case studies 


Recommendations for the future 


The detailed planning for this phase will be presented in April 2013. 
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Table 1: Overall Plan of Operations  


Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


PI 


Project 
inception  


x x x                                  


TL 660 


KE 2 660 


KE 3 660 


SE 
1000 


JE 


1500 


N/A 


Details in 
financial 
report 


a Mobilisation x x                                     


b Work plan x x x                                    


1A 
Maritime 
dimension/MoS  


x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
  


a 


Training / study 


tours           x x X x x x x x x x x x x x x x x x x x x x x x x x x 
  


b 


Dialogue with EU 


stakeholders  x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
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Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


c 


Communication 


and dissemination  x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
  


d 


Assessment of 


new pilot projects           x X x x x x x x x x x x x x x x x x x x x x x x x x 
  


e 


TA on funding 


mobilisation         x x x x X x x x x x x x x x x x x x x x x x x x x x x   
  


f 


Monitoring MoS 


pilot projects x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
  


1B 
Hinterland 
dimension/MOS 


   
x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x   


a 


Working groups 


and tasks force     x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


b 
case studies  


            x x x x x x x x x x x x x x x x x x x x x x x x    
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Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


2A 
Regional ILC 
networks  


x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


a 


Working groups 


for promoting 


logistics 


processes  


   x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 


   


b 


Core networks 


between ports 


and logistics hubs 
   x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 


   


c 


Guidelines for 


TRACECA 


network of the 


logistics centres 


           X x x x x x x x x x x x x x x x x x x x x x x x x 


   


d 


Study tours and 


trainings             X x x x x x x x x x x x x x x x x x x x x x x x x 
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Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


2B 
ILC 
implementation 


                 x x x x x x x x x x x x x x x x x x x 
   


a 


Interfaces to 


pursue the network 


of logistics centres 
                 x x x x x x x x x x x x x x x x x x x 


   


b 


Synergies between 


logistics centres                  x x x x x x x x x x x x x x x x x x x 
   


c 
Network modalities  


                 x x x x x x x x x x x x x x x x x x x    


d 


Follow – up of 


feasibility studies                   x x x x x x x x x x x x x x x x x x x 
   


e 


Stakeholder 


Dialogue                  x x x x x x x x x x x x x x x x x x x 
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Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


3 


LOGMOS 


Master Plan            X x x x x x x x x x x x x x x x x x x x x x x x x 


   


a 


guidelines for 


LOGMOS            X x x x x x x x x x x x x x x x x x x x x x x x x 
   


b 


Two/three case 


studies             X x x x x x x x x x x x x x x x x x x x x x x x x 
   


c 


Capacity building 


for attracting 


funding 
           X x x x x x x x x x x x x x x x x x x x x x x x x 


   


4 


TA to 


Regulatory 


Adjustments 
     x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
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Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


a 


Case study related 


assessments       x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


b 


Trainings, 


seminars      x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


c 


Monitoring 


mechanism       x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


5 


Communication 


Information, 


Awareness 
x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 


   


a 


Dissemination and 


awareness plan  x x x                                  
   


b 


Cooperation with 


ENPI Info Centre x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
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Project title: LOGMOS 
Project number: 


2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, Kazakhstan, Kyrgyzstan, Uzbekistan, 


Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 9 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 


2011 
Updated on: 27 April 2012 


EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


No MAIN ACTIVITIES TIME FRAME INPUTS 


 year 2011 2012 2013 2014 PERSONNEL (man/days) OTHER 


 Calendar month 
5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 


Key Experts Non – 
key 


experts 


 


 Implementation 
month 


1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 
   


c 
TRACECA site  


x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x    


d 


meetings of project 


owners x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


e 


Final project 


dissemination x x x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x 
   


f 
Study tours  


           X x x x x x x x x x x x x x x x x x x x x x x x x    


g 
Capacity building  


           X x x x x x x x x x x x x x x x x x x x x x x x x    


h 
support in (TIF) 


  x x x x x x x x x X x x x x x x x x x x x x x x x x x x x x x x x x    


  


TOTAL 


TL 660 


KE 2 660 


KE 3 660 


SE 
1000 


JE 


1500 
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Table 2: Overall Output Performance Plan 


Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


 


Outputs 


 


Agreed Objective Verifiable Indicators  


 


Assumptions 


 


PI: Project inception  


c) Project Mobilisation 


d) Adjustment on the work plan 


 


 1 Kick–off in Brussels  


 Core project team completely mobilised 


 Project office established  


 Regional field missions took place in beneficiary 
countries 


 Counterpart structures established 


 Office established 


 Availability and participation of the 
counterpart staff to engage in meetings, 
project steering and working panels 


 Timely response on Contractor’s requests by 
the beneficiaries 
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Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


1A: Maritime dimension of MoS projects 


g) Training activities and study tours  


h) Dialogue with a gathering of EU stakeholders and 
customers  


i) Communication and dissemination activities to 
strengthen the dissemination and awareness of the 
MoS concept through regional support 


j) Assessment and recommendations on feasibility of 
previously unselected and new pilot projects 


k) Technical assistance aimed at mobilisation of 
different sources of financing for the implementation 
of MoS projects 


l) Monitoring and reporting on the implementation of 
the MoS pilot projects 


 


 Preparation, distribution and update of action 
plans on 5 MoS identified projects and further 
action plans for new projects 


 National, bilateral and regional working groups 
and task forces on 5 MoS pilot projects are  
set up and work within the first year of the 
project 


 National, bilateral and regional working groups 
and task forces set up for LOGMOS 
additional projects 


 At least one international stakeholder 
interested in development of pilot projects is 
identified 


 


 Availability and participation of the counterpart 
staff  


 Favourable regional relations between 
countries 


 Favourable investment environment in the 
countries 


 Countries remain committed to the results of 
the previous projects 


 Stakeholders are willing to cooperate under the 
format of a task force and remain active in 
implementation of the results 


 Customs and other border authorities provide 
full support to implementation of the project 


 Stakeholders are ready to capitalize on other 
project success stories to enable a quicker 
implementation of pilot projects and technical 
regulatory/normative reforms 
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Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


1B: Hinterland dimension of MoS projects 


c) Set up of working groups and task forces and 
technical assistance for improving efficiency.  


d) Development and implementation of a restricted 
number of case studies on connections between 
ports and logistical zones 


 Shipping line updates for Black Sea and 
Caspian Sea are issued every six months and 
included into the reports 


 In 13 beneficiary countries assessment and 
recommendations on feasibility of previously 
unselected and new pilot projects is 
implemented 


 Technical assistance aimed at mobilisation 
of different sources of financing for the 
implementation of MoS projects – milestones 
to be defined as fit for each reporting period 


 Set up of the key performance indicators for 
pilot projects and updates  


 For events see Result 5: Communication, 
Visibility and Information Plan 


 The beneficiaries pursue committed action in 
terms of necessary legal adjustments 


 Free access to the project sites, availability of 
information and documents 


 IFIs’ strategies fit TRACECA objectives 


 Country governmental policies allow for IFI 
funding and loans remain a possible instrument 
of public investments 


 Interest of the international stakeholders in the 
region 


 Strategies of the international shipping business 
include activities in the TRACECA region 


 Investment forums are organised 
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Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


2A: Concept of the regional networks of Logistics 
Centres 


e) Set–up of bilateral and regional working groups to 
promote logistics processes and network possibilities 


f) Identification of the core networks between ports and 
logistics hubs 


g) Development of recommendations and guidelines for 
TRACECA network of the logistics centres 


h) Study tours and training organisation 


2B: Logistics Centres’ projects implementation 


f) Identification of interfaces to be adjusted to promote 
the network of logistics centres 


g) Identification and promotion of synergies between 
identified logistics centres 


h) Technical assistance related to establishment of 
network modalities  


i) Follow–up of feasibility studies and promotion of 
identified sites, raising awareness and enhancing 
interest 


j) Establishment of a dialogue and cooperation 
between the promoters and developers of the 
logistics centres 


 Preparation, distribution and update of action 
plans on 11 ILC identified projects and further 
action plans for additional projects 


 National, bilateral and regional working groups 
or task forces on 11 ILC pilot projects as 
required for scope and status of individual 
project are set up and work within the first 
year of the project 


 National, bilateral and regional working groups 
and task forces set up for LOGMOS 
additional projects (common indicator as in 
the Result 1) 


 Core links between ports and logistics hubs are 
identified for all beneficiary countries 


 One action plan / guidelines for TRACECA 
network of the logistics centres 


 Interface projects adjusted to promote the 
network of logistics centres are adapted 


 11 feasibility studies are followed up  


 Countries remain committed to the results 
achieved in the previous projects 


 Policies are favourable to implementation 


 Customs sector is willing to cooperate and 
introduce change 


 Recommendations of the project are actively 
followed up by the tasks forces and 
promoted by the participants of the action 
plans 


 Countries’ relations are not undergoing 
regional tensions 


 Stakeholders are promoting a regional 
approach 


 International stakeholders are interested in 
exploiting new business opportunities in the 
transport sector in TRACECA 


 Decision making is consistent and 
appropriate 


 Stakeholders at the national level realise the 
potential of the network and understand the 
winning results from participation 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 44 of 72 Progress Report II 


Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


3: LOGMOS Master Plan 


d) Developing recommendations and guidelines for 
LOGMOS 


e) Two/three case studies to be selected and 
developed as pilot projects, small working groups 
to be set up to for addressing bottlenecks / 
defining required technical assistance 


f) Support and capacity building for attracting 
funding 


 


 MCA for LOGMOS project identification 
methodology agreed in the first year of 
implementation (also relevant to results 1 
and 2) 


 MCA runs on project proposals (also relevant 
to Results 1 and 2) 


 2–3 case studies on connections between 
ports and logistical zones (also relevant to 
Results 1 and 2) 


 LOGMOS projects identified for Annual 
TRACECA Investment Forum (also relevant 
to Results 1 and 2) 


For events see Result 5: Communication, Visibility 
and Information Plan 


 


 Countries are available for consultations 


 Decision making process is favourable for 
the project environment 


 Decision making is clear and consistent 


 Counterpart staff remains committed and 
proactive in terms of implementation 


 IFIs remain committed to improvement of the 
infrastructure in the region 


 Availability of funds and programmes 


 Country macroeconomic policies envisage 
external borrowing 


 TRACECA investment forum is organised 


 Ports are following the strategy of regional 
development and understand benefits from 
partnership 
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Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


4: Technical Assistance to Regulatory Adjustments 


d) Case study related assessment of maritime and 
intermodal legislation and environment 


e) Organization of training, seminars, working 
groups to identify changes needed 


f) Development of a monitoring mechanism on 
regulatory adjustments 


 Assessment of maritime and intermodal 
legislation and environment relevant to action 
plans 


 Monitoring mechanism on regulatory 
adjustments 


 Tailored training on ad hoc basis for pilot project 
stakeholders 


For events see Result 5: Communication, Visibility 
and Information Plan 


 Legal mechanisms allow for prompt changes 
and counterpart staff remains committed to 
the implementation of the recommendations 


 PS counterpart is available for consultations 


 International stakeholders remain interested 
in the TRACECA region 
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Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  
Direct: Armenia, Azerbaijan, Republic of Moldova, Ukraine and Georgia, 


Kazakhstan, Kyrgyzstan, Uzbekistan, Tajikistan and Turkmenistan 
Indirect: Bulgaria, Romania, Turkey 


Number 
of 
Pages: 7 


Planning period :  


27 April 2011 – 27 April 2014 


Prepared on: 27 October 2011 


Updated on: 27 April 2012 
EC Contractor : Egis International / Dornier Consulting 


Project objective:  


The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal transport along the TRACECA corridor. 


5: Communication, Information, Awareness 


i) Communication, dissemination and awareness 
plan / media strategy and implementation 


j) Cooperation with ENPI Info Centre 


k) Web portal based on TRACECA site and team 
room for knowledge base on MoS and Logistics 
and online library 


l) Cooperation platform meetings of project owners 


m) Final project dissemination 


n) Study tours on MoS and Logistics in Turkey and 
EU 


o) Dedicated training workshops / capacity building 
measure (ad hoc basis) 


p) TRACECA investment forums support in 
preparation and technical docs (TIF) 


 Communication, dissemination and awareness 
plan / media strategy framework prepared in 
the inception period 


 Web portal based on TRACECA site launched 
in the inception phase and updated minimum 
once a month 


 Dissemination materials prepared every six 
months to all TRACECA beneficiaries 


 Cooperation platform meetings / round 
tables of project owners in countries and 
bilateral held – at least two every six months 


 Five project regional meetings for the 
countries of Black Sea and Central Asia 


 Two study tours on MoS and Logistics for all 
TRACECA countries 


 Four training measures (on ad hoc basis) in 
working groups 


 Final project dissemination (1 event) 


 Counterpart staff is available for consult-
ations and participation at events 


 Beneficiaries respond to contractor’s 
requests and suggestions 


 Counterparts remain committed to 
implementation and assist in organisation of 
meetings in their respective countries 
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Table 3: Resource Utilisation Report 


 


Project title: LOGMOS Project number : 2011/264459 


Beneficiary countries:  


Direct: Armenia, Azerbaijan, Republic of Moldova, 


Ukraine, Georgia, Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan and Turkmenistan 


Indirect: Bulgaria, Romania, Turkey 


Number of Pages: 3 


Planning period :  


27 April 2011 – 27 April 2014 
Prepared on: 27 April 2012 EC Contractor : Egis International / Dornier Consulting 


Project objective: The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal 
transport along the TRACECA corridor. 


RESOURCES/INPUTS TOTAL PLANNED PERIOD PLANNED PERIOD REALISED TOTAL REALISED 
AVAILABLE FOR 


REMAINDER 


PERSONNEL      


Team Leader 660 MD 100 116,5 242,5 417,5 


Key Experts II  660 MD 100 111,5 239,5 420,5 


Key Expert III 660 MD 100 115,5 227 433 


Senior Short Term Experts 1000 MD 128 199 336,5 663,5 


Junior Short Term Experts 1500 MD 195 307,5 539,5 960,5 


OTHER INPUTS  


(%) 
     


(incidental expenditures) 100% 13% around 10% 23% 77% 
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Table 4: Plan of Operations for the Next Period (Work Programme) (1) 


Project title: LOGMOS Project number : 2011/264459 Beneficiary countries:  


Direct: Armenia, Azerbaijan, Republic of Moldova, 


Ukraine, Georgia, Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan and Turkmenistan 


Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 5 


Planning period :  


27 April 2012 – 27 October 2012 


Prepared on: 27 April 2012 EC Contractor : Egis International / Dornier Consulting 


Project objective: The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal 
transport along the TRACECA corridor. 


 


  TIME FRAME INPUTS  


  2012 (months) PERSONNEL OTHER 


No ACTIVITY May June July Aug Sep  Oct Key 
Experts 


Non – key 
Experts 


PI Project inception        TL 120 


KE II 120 


KE III 120 


SE 140 


JE 213 


as specified in the 
financial report 


 


a Mobilisation       


b Work plan       


1A Maritime dimension/MoS  x x x x x x 


a Training / study tours     x x x 


b Dialogue with EU stakeholders  x x x x x x 


c Communication and dissemination  x x x x x x 


d Assessment of new pilot projects     x x 


e TA on funding mobilisation   x x x x x  
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Project title: LOGMOS Project number : 2011/264459 Beneficiary countries:  


Direct: Armenia, Azerbaijan, Republic of Moldova, 


Ukraine, Georgia, Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan and Turkmenistan 


Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 5 


Planning period :  


27 April 2012 – 27 October 2012 


Prepared on: 27 April 2012 EC Contractor : Egis International / Dornier Consulting 


Project objective: The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal 
transport along the TRACECA corridor. 


 


  TIME FRAME INPUTS  


  2012 (months) PERSONNEL OTHER 


No ACTIVITY May June July Aug Sep  Oct Key 
Experts 


Non – key 
Experts 


f Monitoring MoS pilot projects x x x x x x 


1B Hinterland dimension/MOS x x x x x x 


a Working groups and tasks force  x x x x x x 


b Case studies        


2A Regional ILC networks  x x x x x x 


a Working groups for logistics  x x x x x x 


b Core networks ports and hubs x x x x x x 


c Guidelines for ILC network       x 


d Study tours and trainings       x 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 50 of 72 Progress Report II 


Project title: LOGMOS Project number : 2011/264459 Beneficiary countries:  


Direct: Armenia, Azerbaijan, Republic of Moldova, 


Ukraine, Georgia, Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan and Turkmenistan 


Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 5 


Planning period :  


27 April 2012 – 27 October 2012 


Prepared on: 27 April 2012 EC Contractor : Egis International / Dornier Consulting 


Project objective: The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal 
transport along the TRACECA corridor. 


 


  TIME FRAME INPUTS  


  2012 (months) PERSONNEL OTHER 


No ACTIVITY May June July Aug Sep  Oct Key 
Experts 


Non – key 
Experts 


2B ILC implementation       


a Interfaces for ILC network        


b Synergies between logistics centres       


c Network modalities        


d Follow – up of feasibility studies        


e Stakeholder Dialogue       


3 LOGMOS Master Plan      x 


a Guidelines for LOGMOS      x 


b Two/three case studies       x 


c Cap. building to attract funding       x 
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Project title: LOGMOS Project number : 2011/264459 Beneficiary countries:  


Direct: Armenia, Azerbaijan, Republic of Moldova, 


Ukraine, Georgia, Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan and Turkmenistan 


Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 5 


Planning period :  


27 April 2012 – 27 October 2012 


Prepared on: 27 April 2012 EC Contractor : Egis International / Dornier Consulting 


Project objective: The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal 
transport along the TRACECA corridor. 


 


  TIME FRAME INPUTS  


  2012 (months) PERSONNEL OTHER 


No ACTIVITY May June July Aug Sep  Oct Key 
Experts 


Non – key 
Experts 


4 Legal TA  x x x x x x 


a Case study related assessments  x x x x x x 


b Trainings, seminars x x x x x x 


c Monitoring mechanism  x x x x x x 
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Project title: LOGMOS Project number : 2011/264459 Beneficiary countries:  


Direct: Armenia, Azerbaijan, Republic of Moldova, 


Ukraine, Georgia, Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan and Turkmenistan 


Indirect: Bulgaria, Romania, Turkey 


Number of 
Pages: 5 


Planning period :  


27 April 2012 – 27 October 2012 


Prepared on: 27 April 2012 EC Contractor : Egis International / Dornier Consulting 


Project objective: The overall objective of the current project is to contribute to the long–term sustainable development of the logistics infrastructure and multimodal 
transport along the TRACECA corridor. 


 


  TIME FRAME INPUTS  


  2012 (months) PERSONNEL OTHER 


No ACTIVITY May June July Aug Sep  Oct Key 
Experts 


Non – key 
Experts 


5 Communication& Awareness x x x x x x 


a Dissemination and awareness plan        


b Cooperation with ENPI Info Centre x x x x x x 


c TRACECA site  x x x x x x 


d Meetings of project owners x x x x x x 


e Final project dissemination x x x x x x 


f Study tours       x 


g Capacity building measures       x 


h Support in (TIF) x x x x x x 


  


TOTAL 


TL 120 


KE II 120 


KE III 120 


SE 140 


JE 213 
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5 PROJECT PROGRESS IN THE REPORTING PERIOD 


In this chapter the project activities in beneficiary countries from November 2011 till April 2012 
are presented in the geographic dimension.  


During this reporting period the experts of the project took part in all PS IGC regional events, 
ranging from sector working group or coordination meetings to the IGC TRACECA Annual 
meeting in Bucharest. The activities of the project were coordinated with the PS, and the 
representatives of the PS participated in all LOGMOS regional meetings.  


In the second reporting period, the work on legal aspects concerning improved conditions for 
trade and traffic between the TRACECA of the Black Sea basin (Ukraine, Georgia) has been 
intensified. The project team followed the regional approach to the subject, and organised the 
dedicated missions to Georgian and Ukraine, to cover the legal aspects related to 
implementation of the pilot project in the Black Sea region. 


Preliminary discussions were continued concerning the transfer of positive experience of 
Customs – to – Customs pre-arrival data exchange to other countries (Georgia – Turkey, 
Ukraine, Azerbaijan - Georgia, Georgia – Armenia, Kazakhstan) in the field of trade facilitation 
and soft measures. A dedicated meeting of governmental representatives, customs officials and 
railway representatives of Azerbaijan, Georgia, Kazakhstan and Turkey took place in Baku on 
the 17th April 2012 (“Applied training workshop on containerisation trends and customs 
clearance for regular block train transportation”).  


With adoption of the TEN-T revised policy guidelines by the Council of Ministers on 22 March 
2012, the work implemented by the LOGMOS project in respect of the master plan has been 
adapted to incorporate the compliance with the said provisions. The TRACECA LOGMOS 
master plan will consider the following issue areas to be tackled on the regional level:  


Missing links preventing from free movement of freight and passengers (land and maritime 
dimensions, inland waterways).  


 Improvement in quality and availability of logistics competence and infrastructure in 
terms of creation of continuous transport links, focusing on multimodal capacity of land 
transport connections, freight terminals or inland ports, urban nodes and river transport 


 Attracting of funding for transport infrastructure in line with the project appraisal 
guidelines prepared by the EU IDEA project.  


 Improving interoperability of the network both in terms of reduction of the infrastructural 
barriers and interoperable legal basis.   


Work on the methodology and the Multicriteria Analysis (MCA) to select projects supporting the 
LOGMOS master-plan has been continued, amendments arising from the new TEN-T policy of 
the European Union have been integrated into the respective documents on master plan and 
MCA attached to this report.  


The work on the country profiles paving the way to provisions of master-plan and selection of 
pilot project has been continued in ten direct beneficiary countries. This work was supported by 
the background statistical analysis of the trade flows for 2010 (UNCOMTRADE, Eurostat) using 
the same source as laid in a basis of the TRACECA data base. The corresponding trade data 
base for 2010 adjusted for TRACECA purposes has been transmitted to the PS in April 2012. 


The project team has completed the second case study on potential of inland water transport for 
TRACECA, covering Danube. The case study is published in the current report.  


The third case study related to Cost-Benefit Analysis (CBA) for the block train services between 
Georgia and Azerbaijan has been prepared justifying the benefits of the project implementation 
and wins from a mutual action at the regional level. 
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A forth case study being completed during this reporting period dealt with access options to the 
ILC in Zvartnots International airport, Yerevan. The study contains a detailed analysis of the 
area, assessment of the existing traffic using the road network in the area, and the additional 
traffic which will be generated by the ILC, as well as detailed examination of the route options. 
The case study included also the evaluation of the potential environmental impacts and 
estimates of the project costs. Based on this, recommendations were provided for a decision 
making by the beneficiary.  


The process of re-evaluation of Pilot projects as proposed by the former three TRACECA 
projects (ILC for Western NIS and Caucasus, ILC for Central Asia and Motorways of the Black 
and Caspian Seas) has been coordinated with the beneficiaries and the stakeholders of the pilot 
projects.   


In this reporting period the project was monitored by ENPI Monitoring team for activities in 
Azerbaijan, Ukraine and Kazakhstan. A rolling monitoring mission was organised in March 
2012. The monitoring mission leader took part in several field meetings of the team in Baku on 
12-15 March. The LOGMOS team also facilitated contacts and arranged meetings with project 
stakeholders in Kazakhstan and Ukraine upon request of the monitor.  


 


 


Armenia 


The logistics centre in Yerevan Zvartnots was presented as a priority project at the TIF 2012 


The project is being actively supported by the Government of Armenia (MoTC and Ministry of 


Economy). 


The activities in Armenia contained work on regular project assignments and on the additional 


tasks the project team was charged with.  


1: Pilot projects and 
additional tasks 


The review of the feasibility study of the former ILC Project has started 
with the view of inclusion of the updated socio-economic data into the 
cost-benefit analysis of the concerned investment project. 


A draft case study and options for the road and railway access with 
recommendations of the Consultant has been prepared and included 
into the present report.  


Recommendations concerning the Armenian maritime flag issue have 
been further discussed with the National secretary of Armenia and are 
being considered by the beneficiary.  


The action plan was regularly discussed with the beneficiary. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


A draft country profile for Armenia has been updated with the analysis 
of the logistics capabilities of Armenian transport sector.  


The national statistics has been collected as an additional source of 
information to the UNCOMTRADE data used for the country profiles. 
The draft version will be distributed to the beneficiary for cross-
checking and publishing online.  


3: LOGMOS Master 
Plan 


The work on the country profiles as a basis for further master-plan 


elaborations was continued. Intensive work on the updated trade and 


traffic flow data base was continued.  
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Armenia 


The document will serve a basis for elaboration of the LOGMOS 


master plan. 


4: Technical 
Assistance to 
Regulatory 
Adjustments 


Initial provisions were included into the country profile. The project 
team will address specific issues within the action plan prepared for 
Armenia. 


Representatives of the South Caucasus Railways were invited to take 
part in the Black Sea railway working group meeting to elaborate on 
the existing trade bottlenecks.   


5: Communication, 


Information, 


Awareness 


Representatives of Armenian stakeholders took part at railway working 
group meeting in Kiev in December 2012, in Regional workshop and 
training in Brussels in February 2012. 


The International Logistics Centre at Zvartnots International Airport 
was presented at the TRACECA investment forum in 2012. 
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Azerbaijan 


The new Customs Code of the Republic of Azerbaijan after adopting by the Milli Majlis of the 
Azerbaijan Republic on 24 June 2011 and approval by the President of Azerbaijan Republic on 
15 September 2011 entered into force on 1 January 2012. Additional steps are being taken 
towards a single window for border crossing procedures. 


Against this background with the support of the TRACECA National Secretary of Azerbaijan, 
the representatives of the State Customs Committee of this country are now actively involved 
in the pilot projects with participation of Azerbaijan. 


Growing Ro-Ro traffic and scheduled implementation of infrastructure projects (Railway project 
Kars – Tbilisi – Baku, construction of the new railways in Kazakhstan, port Alyat, railway 
modernisation program of Azerbaijan) as well as traffic generation from the major industrial 
zones of Western China create favourable market conditions for regular transportation on 
TRACECA. Still the trade facilitation aspects and elimination of the soft barriers need to be 
tackled both on TRACECA and country levels.  


In March 2012, an expert mission took place to Azerbaijan with an objective to discuss the 
relevant pilot projects, block container train operations, future cooperation between the 
customs authorities of Turkey, Azerbaijan, Georgia and Kazakhstan. In April 2012 a round 
table of project stakeholders and a regional seminar on modern customs procedures applicable 
for block trains and containerisation was organised in Baku with participation of Azerbaijan, 
Georgia, Kazakhstan and Turkey. 


The contact with the EU Delegation in Baku was re-established upon appointment of the new 
project manager responsible for TRACECA. The meetings organised by the LOGMOS in Baku 
were attended by representatives of the EU Delegation to Azerbaijan and the Ambassador of 
the EU Delegation. 


Other activities in Azerbaijan contained work on regular project assignments devoted to the 
action plans and were closely coordinated with the National Secretary.  


1: Pilot projects  
The six action plans concerning Azerbaijan were discussed during the 
Brussels workshop in February 2012, expert mission in March 2012, 
and a subsequent round table in April 2012. 


Baku-Turkmenbashi rail-ferry and Ro-Ro lines. The existing 
services need to be improved in terms of increased regularity and 
therefore enhanced attractiveness, a reduction of operational costs 
and adjustment of existing sea freight tariffs. Joint action of the 
Azerbaijan State Caspian Sea Shipping Company (CASPAR), the rail 
ferry operator, and Azerbaycan Demir Yollari, JSC Azerbaijan 
Railways (ADY) is essential to attract the additional volumes of cargo 
to TRACECA. Regional cooperation with TRACECA neighbours in 
terms of coordination of joint infrastructure development initiatives and 
trade facilitation measure is also important. 


Baku-Aktau rail-ferry and Ro-Ro lines. The objectives are similar to 
Baku-Turkmenbashi rail-ferry line. The current situation demonstrates 
the need to a better coordination for the combined ferry operation with 
the port of Aktau. Further steps of Kazakhstan and Azerbaijan, 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Progress Report II Page 57 of 72 


 


Azerbaijan 


addressing this need, will require continuous action on both sides. The 
potential of Silk Wind block train project in Kazakhstan is of major 
interest for the Baku-Aktau line but the topic will be further discussed 
according to the Action plans proposed to the stakeholders. 


International Logistics Centre at the new Baku International Sea Trade 
Port, Alyat. Recommendations of the previous project (International 
Logistics Centres in NIS and Caucasus) need to be followed, a clear 
position of the Government on terms and conditions of ILC 
establishment should be defined. In particular, a decision will have to 
be made on the public financing scheme (public financing, private 
sector, PPP), management model and operation concept. Since the 
port will be put into operation in two years from now, the decision is 
needed already today. The participation of international logistics 
operator in the logistics centre will be of benefit for assuring 
professional organization of a major regional logistics hub in Baku. 


Block container train Poti-Tbilisi-Baku. Essential project – a land bridge 
between Central Asia and Europe. The scope of subjects to tackle 
entails technical, operational and commercial issues related to the 
implementation of the proposed train. These provisions do not change 
overnight, but require gradual steps towards partnership, agreement 
on agenda to be set and solved in the future. 


The work on Cost Benefit Analysis (CBA) for the block train revealed a 
great potential of this connection to the TRACECA economies. 


There is more than enough freight to support a regular daily block train 
service between Poti and Baku, with a departure from each of the two 
ports every day. The CBA analysis compares the total cost of 
transporting 65,500 TEU annually in the without-project and with-
project cases: 


 Without-project: 15,000 TEU by the existing rail service, the 


reminder by road. 


 With-project:  All carried by the new block train service. 


It is estimated that an investment of €14.5 million in new rolling-stock 
will be needed. Operating costs by rail are less than 20% of those by 
road. Consequently the capital investment is very easily justified. The 
computed internal rates of return exceed 100%pa and benefit-cost 
ratios exceed 10.0. 


It is recommended that negotiations be continued between Georgian 
Railways (GR) and Railways of Azerbaijan (ADY) as soon as possible 
with a view to making the necessary investments and adjustments to 
timetables and operating procedures. 


Furthermore, the project of a regular container block train Silk Wind 
from Aktau to the Chinese border/Central Asia (as a prolongation of 
the block container train Poti – Baku and the new railway line Kars – 
Tbilisi – Baku) was presented and discussed during the regional 
applied workshop 17 April 2012 in Baku, the stakeholders agreed to 
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Azerbaijan 


jointly approve an Action plan for the implementation of the project.  


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The draft country profile for Azerbaijan has been updated and will be 
submitted to the consideration of the beneficiary. 


Pilot projects will contribute to the development of the regional logistics 
centre network. 


3: LOGMOS Master 
Plan 


The country profile will serve a basis for the master plan. The work 
with stakeholder interviews was started in the framework of the project 
events, working group meetings and field missions of the experts.  


The pilot projects will comply with the provisions of the master plan.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The provisions on legal change were included into the action plans. 
The work on this dimension is being coordinated with the National 
Secretary in the framework of the task force meetings.  


Data collection concerning legal issues to be addressed by the project 
has been organised. Preliminary discussions were started concerning 
the transfer of positive experience of Customs – to – Customs pre-
arrival data exchange to other countries (Georgia – Ukraine, 
Azerbaijan - Georgia, Georgia – Turkey, Kazakhstan) in the field of 
trade facilitation and soft measures in the light of the implementation of 
the Silk wind project. 


5: Communication, 


Information, 


Awareness 


The information on the task force meetings in Azerbaijan was 
published online. The information on the regional applied workshop 
which took place in Baku in April 2012 was also put online.  


The National Secretary of Azerbaijan regularly covered the activities of 
the TRACECA programme, and the events organised by the LOGMOS 
project in local and regional media 


 


 


Bulgaria 


1: Pilot projects  
The Black Sea Action Plan 1 (BSAP 1) – Varna – Ilyichevsk – Kerch – 
Poti/Batumi was reconsidered, and a decision to transfer the action 
plan to the stakeholder ownership was taken.  


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The example of the inland waterways development on Danube was 
explicitly elaborated in the second part of the report on TRACECA 
inland waterways study. The role of Danube in logistics of Bulgaria and 
its potential for the TRACECA countries is inter alia presented in the 
report. 


3: LOGMOS Master 
Plan 


The TEN-T network of Bulgaria will be cross-referenced to the 
TRACECA LOGMOS master plan.  


These subjects were discussed with the stakeholder during the 
mission of LOGMOS experts to Bulgaria in January 2012. 



http://www.flags.net/
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4: Technical 
Assistance to 
Regulatory 
Adjustments 


The work on this dimension is carried out by Bulgaria in the framework 
of its membership in the EU.  


5: Communication, 


Information, 


Awareness 


The shipping line update was published.  


The constant dialogue with the stakeholders in Bulgaria is being 
carried out. The representatives take part in all LOGMOS events of the 
regional character. 


 


 


Georgia 


 


1: Pilot projects  
Since the very beginning of LOGMOS project implementation, the 
follow up of identified projects in Georgia (International Logistics 
Centre at the TAM/Veli site, Block container train *(BCT) - Poti-Baku) 
was on the top agenda of the LOGMOS team.  


As a follow up of the activities of May – November 2012 on the issues 
of the pilot projects in Georgia, on the 16 December 2011 Mr Nika 
Gilauri, Prime Minister of Georgia met the project team leader. The 
open issues for the development of the ILC Tbilisi at the TAM/Veli site 
were discussed. The LOGMOS project prepared a draft for an 
invitation to expression of interest as a first step to attract an 
international operator to this project and submitted it to the beneficiary 
in January 2012. 


On the MOS project component, in February 2012 the beneficiary has 
requested to reconsider the potential of two formerly identified pilot 
projects: 


 Pilot Project Poti/Batumi-Constanza 


 Pilot Project Poti/Batumi-Derince 


These projects are being evaluated using the Multicriteria analysis 
(MCA) and the results will be presented to the beneficiary in the next 
reporting period.  


On 10 April 2012, the new Silk Wind project was presented by 
Kazakhstan at the bilateral Georgia – Kazakhstan governmental 
meeting with participation of the LOGMOS Team leader and found 
support with the Georgian Ministry of Economy. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The country profile was updated and will be submitted to the 
consideration of the beneficiary. 


The work on the Cost Benefit Analysis for the Block container train Poti 
– Baku has been continued, the draft report has been transmitted to 
the beneficiary in Georgia. The paper is attached to the current report. 


3: LOGMOS Master 
Plan 


The country profile will serve as basis for analysis of Georgian position 
on TRACECA and role of this country in the regional logistics 
processes. 
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Georgia 


 


The work on the country profiles as a basis for further master-plan 
elaborations was continued. Intensive work on the updated trade and 
traffic flow data base was continued.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


This component is partly covered by the action plans. Further work on 
customs facilitation and transit issues facilitation was carried out.  


The Pre-Arrival Electronic Information System (PAEIS) is put on the 
agenda of the LOGMOS discussions in TRACECA. The project 
addressed the proposal of elaboration of the PAEIS project concept for 
the TRACECA countries, as proposed and supported by the 
beneficiary in Georgia in the discussions with the European 
Commission. The involvement of the dedicated experts for this issue is 
under consideration. 


The subject will be investigated in the greater details in the coming 
implementations periods. 


Data collection concerning legal issues to be addressed by the project 
has been continued during the mission to Georgia in February 2012 
upon mobilisation of the legal expert on maritime transport law.  


The discussions on positive experience of Customs – to – Customs 
pre-arrival data exchange to other countries (Georgia – Ukraine, 
Azerbaijan - Georgia, Georgia – Armenia, Kazakhstan) in the field of 
trade facilitation and soft measures were put on the agenda of the 
LOGMOS events. 


During the applied training workshop on containerisation trends and 
customs clearance for regular block train transportation held in Baku 
on 17 April 2012, discussion aimed at adjustment of the TRACECA 
legal environment for modern transportation technologies was 
conducted with the beneficiary in Georgia and stakeholders of other 
TRACECA countries present at the event. The positive experience of 
Georgia was emphasised, direct consultation between the customs 
authorities of Georgia and Azerbaijan were initiated.  


5: Communication, 


Information, 


Awareness 


The stakeholders of Georgia took part all regional TRACECA events.  
The team leader participated at the bilateral trade commission meeting 
of Georgia and Kazakhstan, where a pilot project of Kazakhstan – Silk 
Wind Block Train – was discussed. The potential for extension of the 
Poti – Tbilisi – Baku block train to the service across Caspian Sea via 
the territory of Kazakhstan to the border of Western China was under 
discussion as well. 


The draft document describing the pilot project of a logistics centre 
was prepared to be included into the request of expressions of interest 
in Georgia. 


 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Progress Report II Page 61 of 72 


 


Kazakhstan 


Several important infrastructure and institutional developments took place in Kazakhstan. 
These are relevant to the LOGMOS project implementation and pilot projects including: 


A project of a new border crossing point and a Free economic zone at Horgoz in Kazakhstan. 
Both estates are managed by Kazakhstan Railways, which founded a specialised daughter 
company dealing with the development of Logistics centres throughout Kazakhstan. A special 
working group for developing logistics in Kazakhstan has been founded and is headed by the 
Prime Minister. 


The financing and start of construction in the near future of the railway line Zhezkazgan-Beneu 
(1200 km), shortening the distance between the Caspian Sea and the Chinese border 
considerably, was announced by the President of Republic of Kazakhstan.  


With the support of the National Secretary the project team took an active part in discussions 
and coordination with the stakeholders involved in these developments. In February 2012, a 
National Task Force (working group) for LOGMOS subjects has been created. 


1: Pilot projects  
The implementation of the Action plans for projects were actively 
discussed. The first meeting of the working group in Kazakhstan took 
place in February 2012. 


During an expert mission to Aktau, the development plans of the port 
and existing bottlenecks were discussed with the port management 
The recommendation on improvement of port activities in Aktau and 
Kuryk were transmitted to the beneficiary.  


Close cooperation continued in terms of the implementation of the Pilot 
projects (improvement and development of ferry operations and 
container traffic Aktau – Baku, improvement of Aktau port operation 
and the Silk Wind block train Aktau – Chinese border). 


During the first meeting of the national Working group in Kazakhstan 
held on 20-21 February in Astana the development of the proposed 
logistics centre within the Free economic zone Aktau was discussed 
with Free Economic Zone revealing the missing direct railway link to 
the port and the hinterland as one of the main barriers for 
implementation (presently, the railway connection is operated by 
Kaskortransservice). 


The Multicriteria analysis  (MCA) for the Silk Wind pilot project is under 
elaboration, the preliminary results and feedback from the TRACECA 
countries  


The concept paper concerning a future container block train (Silk 
Wind) from the Chinese border to the Caspian Sea has been further 
developed. An Action plan has been drafted and was discussed with 
international TRACECA stakeholders (Turkey, Georgia, and 
Azerbaijan) in April 2012.  


For the pilot project three layers of action were defined. 


 Infrastructure (construction of railway line Zheskazgan – Beneu 


-1200km- as a substantial shortcut) 


 Operation (clarification of the legal framework for a single 
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Kazakhstan 


operator, handling of the train), Border crossing (integrated 


border management in cooperation with customs authorities in 


other countries). To this end the concept of pre-arrival 


information exchange as operational between Ukraine and 


Moldova and the concept of the Viking train is being analysed 


by the beneficiary.  


 Traffic (Attraction of cargo to the new project, marketing and 


involvement of the private sector) 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The subject is partly included in the action plans, and in the country 
profile under elaboration.  


 


3: LOGMOS Master 
Plan 


The country profile will serve a basis to present the role of Kazakhstan 
in the logistics processes and MOS Master plan for TRACECA.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The subjects are considered in the action plans. 


The PAEIS subjects are being considered by the beneficiary for 
application in pilot projects.   


During the mission to Kazakhstan support was obtained from the 
Customs Service of Kazakhstan and a road map discussed for further 
joint regional action.  


5: Communication, 


Information, 


Awareness 


The country profiles are being updated to integrate the new 
development of the recent month. They will be submitted to the 
consideration of the beneficiary in the coming reporting period and 
published online. 


The stakeholders in Kazakhstan were invited to all regional events. 


The project team took part in TransEurasia transport exhibition in 
Astana in November 2011, and the team leader participated at the 
bilateral working group on economic cooperation between Georgia and 
Kazakhstan in April 2012. 


The materials of the multilateral meeting on 17th April 2012 in Baku 
were published on the web page. 


 


 


Kyrgyzstan 


1: Pilot projects  
The round tables are planned to be organised in Kyrgyzstan in the 
upcoming reporting period. A dedicated expert for coordination of 
activities in Central Asia will be nominated.  


2: Concept of the 
regional networks of 
Logistics Centres 


The work on the country profile has continued. 
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and Implementation 


3: LOGMOS Master 
Plan 


The transport sector performance of Kyrgyzstan, and links and hubs 
that may help generate the cargo attraction from China on the 
TRACECA route will be considered in the LOGMOS investigations.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The subjects of the legal issues are included into the action plan and 
will be considered at the ad hoc basis during the project 
implementation. 


5: Communication, 


Information, 


Awareness 


The field mission to Kyrgyzstan is planned in the next reporting period 
upon mobilisation of the short-term senior expert to support 
coordination of the Central Asian activities in LOGMOS project. 
Indicatively, the mission is planned for June – August 2012. 


The stakeholders from Kyrgyzstan took part in the TRACECA regional 
workshop in Brussels in February 2012.  


 


 


Moldova 


1: Pilot projects  
It was proposed to transfer the action plan for the pilot project of 
Marculesti to the stakeholder ownership, as the project reached its 
maturity in absorption of the EU technical assistance. The project team 
will provide a dedicated technical assistance to the stakeholders on ad 
hoc basis, and in case of identification of the potential synergies on 
actions specified in the implementation plan for the Marculesti. 


Intensifying cooperation on the Danube is proposed for Moldova 
beneficiary as one of the option for development of the next pilot 
projects. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The role of Moldova in the regional logistics process, including the 
contribution of its transport system in exploiting the inland waterways 
will be incorporated in the master plan. 


3: LOGMOS Master 
Plan 


The project team received the comments on the beneficiary on the 
country profile in April 2012. The document was being updated and will 
be put online. 


4: Technical 
Assistance to 
Regulatory 
Adjustments 


Legal issues are being studied in Moldova. Various aspects of the 
legal environment related to the LOGMOS mandate were discussed in 
Moldova and are partly presented in the first legal report.  


5: Communication, 


Information, 


Awareness 


The constant dialogue with the beneficiary in Moldova was carried out.  


The stakeholders of Moldova were present at all LOGMOS regional 
events. 
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Romania 


1: Pilot projects  
The cross-references to the TEN-T networks of Romania are 
considered in the elaboration of the action plans for the Black Sea.  


Currently, there are no direct pilot projects with participation of the 
Romanian stakeholders.  


The project team will identify practical interfaces for the involvement of 
the Romanian transport sector stakeholders in the coming reporting 
periods.  


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The cross-references to the TEN-T networks in Romania are 
considered in elaboration of the action plans for the Black Sea and in 
the Danube case study. 


3: LOGMOS Master 
Plan 


The country profile information of Romania was included into the 
Danube case study.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The work on this dimension is carried out by Romania in the 
framework of its membership in the EU. 


5: Communication, 


Information, 


Awareness 


The stakeholders from Romania took part at all regional events 
envisaged for TRACECA and the Black Sea region.  


The shipping line update has been published.  


A field mission to Romania was organised, and the stakeholders 
involved in shipping and logistics on Danube were mobilised to be 
involved in the LOGMOS project implementation. 


 


 


Tajikistan 


1: Pilot projects  
The round tables are planned to be organised in Tajikistan in the 
upcoming reporting period. A dedicated expert for coordination of 
activities in Central Asia will be nominated. 


The new pilot project proposed by the beneficiary on establishment of 
the Logistics Centre at Tursunzade. The Multicriteria analysis will be 
applied for the elaboration of this project. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


Pilot projects will contribute to the definition of the regional network of 
the logistics centres. 


3: LOGMOS Master 
Plan 


The work on country profile has progressed.  


4: Technical 
Assistance to 
Regulatory 


The issues will be considered on the ad hoc basis within the action 
plan working groups. In the coming reporting periods the inclusion of 
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Adjustments the landlocked countries into the legal analysis is envisaged.   


5: Communication, 


Information, 


Awareness 


The stakeholders of Tajikistan were invited to the regional meeting in 
Brussels in February 2012.  


 


 


Turkmenistan 


1: Pilot projects  
The issue of pending registration of the LOGMOS in Turkmenistan 
prevent the project team from full-fledged cooperation with the 
beneficiaries in Turkmenistan.  The registration is supposed to be 
finalised in the upcoming reporting periods.  


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The country profile was being prepared. 


3: LOGMOS Master 
Plan 


The work has started and will be advanced in the upcoming reporting 
period.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The provisions of regional importance are considered in the action 
plans and will be tacked during the next reporting phases. 


5: Communication, 


Information, 


Awareness 


Activities have been started to secure participation of Turkmenistan in 
further project events, including the Study tour of the project to Turkey 
in June 2012.  


Steps have also been initiated for the participation of LOGMOS Expert 
Team in the IRU Conference due to be held in Ashkhabad on 16 May 
2012. 


 


 


Turkey 


1: Pilot projects  
The dialogue with the representatives of the Turkish logistics and 
transport industry has continued. The stakeholders from Turkey 
actively parted in the development of the LOGMOS pilot projects both 
for the Black Sea, Caucasus and for the Caspian Sea areas.  


The involvement of the Turkish logistics business is crucial for 
TRACECA success. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The development of the logistics centres network in Turkey will be 
taken into consideration in the concept development.  


In addition, the experience of Turkey with special industrial zones, and 
logistics centres linked to such hinterland will be taken into account. 


The success stories of the efficient organisation of the transport sector 
in Turkey will be presented during the study tour in June 2012. 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 66 of 72 Progress Report II 


 


Turkey 


3: LOGMOS Master 
Plan 


The role of Turkish transport sector and practical experience of the 
Turkish logistics industry in TRACECA will be highlighted in the master 
plan and considered in the pilot projects.  


4: Technical 
Assistance to 
Regulatory 
Adjustments 


Turkey implements extensive work on this subject under IPA 
initiatives. 


5: Communication, 


Information, 


Awareness 


A study tour to Turkey will be organised in June 2012. 


Daily communication takes place with the TRACECA office in Turkey. 


Preparatory work and coordination for the Study and training tour 
planned for June 2012 in Turkey continued in cooperation with the 
Turkish TRACECA representatives. A preparatory expert mission to 
Istanbul and Izmir with an objective to mobilise the stakeholders was 
carried out in April 2012 under support of the Ministry of Transport. 


On the 4th April 2012, a joint meeting of the National Secretaries of 
Turkey and Kazakhstan with participation of the LOGMOS Team took 
place in Ankara to discuss further cooperation and joint action towards 
the implementation of the Silk Wind container train project and related 
customs cooperation. 


The Turkish stakeholders are the most active participants of the 
LOGMOS events.  


 


 


Ukraine 


1: Pilot projects  
The project team organized regular meetings with the acting National 
Secretary of TRACECA, concerning the issues arising from the Action 
plans for Ukraine.  


Dry port Euroterminal Odessa has informed that it started construction 
of additional space for the operation of the new customs terminal on 
their site.  


Various initiatives have been launched for carrying containers directly 
the ports on the Dnepr with Constanta and Odessa. 


The implementation of the action plans on Black Sea I, Borispol ILC, 
Euroterminal ILC pilot projects has been passed beneficiaries. The 
project team will continue supporting the projects at the synergy 
interface level. 


The working group meeting took place in January 2012. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The country profile of Ukraine has been prepared and is being 
discussed with the beneficiary.  


The beneficiary requested the support of the project in the field of 
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Ukraine 


European experience and practice in tariff definition and tariffs of 
competitive transit routes.  


As a first result a comparison of Black Sea ports and handling tariffs 
has been prepared and submitted for consideration of the Ministry of 
Infrastructure in December 2012.  


The project presented a draft concept structure of the Ukraine transit 
case study in December 2011. In April 2012, this structure was 
approved. The paper will be elaborated in the upcoming reporting 
periods.  


In preparation for the TRACECA inland waterways case study on 
Danube the permission to enter the river ports in Ukraine was granted 
with the support of the Ministry of Infrastructure. 


3: LOGMOS Master 
Plan 


The work on methodology has been continued upon approval of the 
TEN-T policy guidelines, which have been used as a model for the 
basis of methodology.   


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The subjects are included into the action plans. The subject related to 
the railway regulatory issues in the Black Sea were discussed within a 
working group of the railways of Ukraine, Georgia and Armenia in 
December 2011.  


The LOGMOS related legal subjects to be tackled in Ukraine is 
presented in the legal case study.  


5: Communication, 


Information, 


Awareness 


This component is included into a daily life of the LOGMOS work in 
Ukraine. The stakeholders for Ukraine are invited to all regional 
events. 


 


 


 


Uzbekistan 


1: Pilot projects  
The action plan was discussed during the team leader mission to 
Uzbekistan in December 2012. 


2: Concept of the 
regional networks of 
Logistics Centres 
and Implementation 


The proposed 2ha land plot in Navoi (for which the previous ILC 
project for Central Asia had prepared a feasibility study) is well located 
as a future extension area for the newly built air cargo terminal (used 
by Korean Air and Uzbekistan Airways) but is not qualifying for an 
logistics centre of international significance due to its limited size. 
Additional land plots are available but have not been made available, 
yet. 


The potential of the site to serve as a feeder location for the 
TRACECA is possible in case of synergies with industries located in 
the Navoi free economic zone nearby. 



http://www.flags.net/
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3: LOGMOS Master 
Plan 


The draft country profile has been prepared and will be submitted to 
the review of the beneficiary in the next reporting period. 


4: Technical 
Assistance to 
Regulatory 
Adjustments 


The subjects of the legal issues are included into the action plans and 
will be considered on an ad hoc basis during the project 
implementation. 


5: Communication, 


Information, 


Awareness 


Meetings with the National Coordination Unit Technical assistance 
projects, the Association of Uzbek truckers and the Airport of Navoi 
were organised during the mission to Uzbekistan. 


The stakeholders took part in the regional event in Brussels in 
February 2012. 
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6 PROJECT PLANNING FOR NEXT SIX MONTHS  


The next reporting period encompasses the six month from April 2012 till November 2012. The 
summary information on project activities planned for this reporting period is already presented 
in the chapters three and four of the present report. The current chapter provides an overview of 
the steps to be taken as per dedicated activity.  


PI: Project inception – completed, as all performance indicators (mobilisation and adjustment of 
the work plan) have been achieved in the inception phase.  


1A: Maritime dimension of MoS projects 


The work on this component will continue and will be delivered as per tasks specified below. 
Activities of the project will be coordinated with the PS. 


a) Training activities and study tours  


Capacity building activities will continue within the framework of the existing task forces. The 
first study tour will take place in Turkey. The logistics facilities and specialised industrial zones 
will be visited in Istanbul and the Izmir area in June 2012. The dates were already 
communicated to the stakeholders. Preparation is underway. In 2013, the second study tour will 
take place in Europe. Locations as Strasburg, Trier or Antwerp are under consideration to host 
the next study tour in June 2013. The dates of this event will be communicated to the 
Permanent Secretariat and other stakeholders for inclusion into the TRACECA calendar upon 
approval of the European Commission.  


Dedicated training will be provided on the subject of logistics and trade facilitation in task forces. 
The preparatory work has been started with contacts to the Port of Antwerp, logistics profiles 
research centres at Universities of Hamburg and Dresden. In addition, activities on training 
related to trade facilitation issues will be discussed with OSCE, who is delivering specialised 
capacity building programmes for efficient border management.  


Initial research has been implemented on the activities of the EU Integrated Border 
Management Programme (IBM). Three main elements of the IBM correspond to the provisions 
of the LOGMOS pilot projects and provide an ample opportunity for synergic cooperation. These 
entail: 


 Exchange of best practices 


 Training and capacity building 


 Implementing pilot project along the TEN-T and TRACECA 


To this end, in the next reporting period, once the legal and trade facilitation recommendations 
of LOGMOS were discussed with the beneficiaries, the project team with the support of the 
European Commission will start coordination with IBM programme to define the synergies. The 
IBM projects will be contacted. The Permanent Secretariat will be involved in this activity.  


In addition, the project team plans to discuss with the European Commission the possiblity of 
involving TAIEX experts to deliver trainings on legal approximation issues related to LOGMOS 
mandate.  


b) Identification, approach and bringing together of EU stakeholders and customers  


This work will continue in the working groups and task forces. 


c) Communication and dissemination activities to strengthen awareness of the MoS concept 
through regional support 


The webpage will be continuously updated. The ENPI coverage work will be continued. 
Newsletters will be published online every 3 months. The presentation kits for each event will be 
posted. 
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The work on intercountry task force on Silk Wind project will be supported by the LOGMOS 
activities. The task force meetings will be prepared and organised. The next event is planned in 
Turkey on 13 June, where the representatives of Kazakhstan will organise a road show of the 
Silk Wind project.  


d) Assessment and recommendations on feasibility of previously unselected and new pilot 
projects 


The collection of project proposals will be continued. The beneficiaries were reminded on 
submission of their project proposals during Brussels meeting. The proposals of the countries 
will be evaluated by means of the  MCA. The monitoring of the pilot projects will be continued. 
The shipping line update will be published in October 2012.  


e) Technical assistance aimed at mobilisation of different sources of financing for the 
implementation of MoS projects 


The meetings with investors, private sector stakeholders will continue in the framework of the 
field missions. Coordination with IFIs or potential investors will progress on most promising 
projects that have already generated the interest of IFIs. The beneficiary countries will be 
assisted in preparation of the logistics and MoS projects for the next investment forum in 2013. 


f) Monitoring and reporting on the implementation of the MoS pilot projects 


This activity will continue within the working groups and meetings of task forces. The reporting 
on progress monitoring will be organised on the action plan basis and discussed with the 
stakeholders.  


1B: Hinterland dimension of MoS projects 


a) Set up of working groups and task forces and technical assistance for improving efficiency 
(including simplification of border–crossing procedures) and attractiveness of commercial 
conditions 


The activity will continue and the TRACECA regional study tour in June will be organised. The 
training needs will be identified and a regional training delivered to participants of the task 
forces. The results of the dedicated task force activities will be followed up. The work will be 
coordinated with the PS. 


The work on logistics centre projects will be intensified.  


b) Development and implementation of a restricted number of case studies on connections 
between ports and logistical zones 


The provision of the TRACECA inland waterway case studies on Dniepr and Danube will be 
monitored. The Ukraine transit potential study will be drafted. The cost benefit analysis (CBA) 
for Georgian – Azerbaijani block train will be monitored. The action plan on Silk Wind project of 
Kazakhstan will be followed up. The work will be coordinated with the PS. 


2A: Concept of the regional networks of Logistics Centres 


a) Set–up of bilateral and regional working groups for promoting logistics processes and 
network possibilities 


This work will continue, and the cross–reference of the ILC pilot projects with MoS will be 
followed up to provide for synergy. The work will be coordinated with the PS. 


The working group meeting of the railways of Georgia, Armenia and Ukraine on railway 
technical matters is planned for July-September 2012. The project team will approach the 
stakeholders in coordination with National Secretaries to organise the event.  


b) Identification of the core networks between ports and logistics hubs 
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This work will continue within individual action plans and country profiles. The activity is relevant 
to the LOGMOS master plan and will be coordinated with the PS. 


c) Development of recommendations and guidelines for the TRACECA network of logistics 
centres 


The draft guidelines taking into account the action plans will be prepared. The work will be 
coordinated with the PS. 


d) Organisation of study tours and training 


The first regional study tour will take place to Turkey on 10-16 June 2012.  


2B: Logistics Centres’ projects implementation 


These activities will be in focus of the project team during the second year of implementation. 
The work on data collection and updates of status of the ILC developments will be in focus of 
the coming reporting phase entailing activities on:  


a) Identification of interfaces to be developed to promote the network of logistics centres 


b) Identification and promotion of synergies between identified logistics centres 


c) Technical assistance related to establishment of network modalities  


d) Follow–up of feasibility studies and promotion of identified sites, raising awareness and 
enhancing interest 


e) Establishment of a dialogue and cooperation between the promoters and developers of 
the logistics centres 


3: LOGMOS Master Plan 


The preparatory work will continue in-line with updated guidelines of the TEN-T policy review.  


The trade data of UNCOMTRADE will be further processed for the country profiles and for the 
LOGMOS master plan. The set of data for 2010-2011 was transmitted to the PS. Since the data 
collection and processing constituted an additional activity for the LOGMOS team, the resources 
spent on this task will be shifted from other tasks of the project. Exact records will be done and 
communicated to the European Commission for inclusion into the subsequent contract 
addendum.  


a) Developing recommendations and guidelines for LOGMOS 


The investigations will continue, based on the feedback on the  methodology received from the 
beneficiaries and the EC. The draft structure of the action plan will be presented. 


b) Two/three case studies to be selected and developed as pilot projects, small working 
groups to be set up to for addressing bottlenecks / defining required technical assistance 


The case studies on Danube and Dnieper, as well as the CBA for the Baku-Poti block train and 
road access prefeasibility for the ILC at Zvartnots International airport are completed upon 
request of the beneficiaries, Further candidate projects will be selected using the MCA with an 
objective to define additional case studies.  


c) Support and capacity building for attracting funding 


The initial activities will continue following the task force approach, dedicated training will be 
delivered.  


4: Technical Assistance to Regulatory Adjustments 


The work on this component will continue in land transport dimension in terms of topics covered, 
and in terms of geographical scope the Caspian region and Central Asia will be in focus of the 
legal study. The requests of the PS on consideration of a number of topics on trade facilitation is 
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included in LOGMOS daily work and addressed via collaboration on the pilot projects. The 
activities will be coordinated with the PS. 


a) Case study related assessment of maritime and intermodal legislation and environmental 
measures 


The recommendations will be updated on an action plan / a working group basis. Various 
dedicated aspects will be finalised. The recommended measures will be followed up.  


The work on PAEIS will be considered for inclusion as a follow up task into the LOGMOS 
activities. The European Commission will be approached in terms of provision of the TAEIX 
expertise on the subject to TRACECA countries.  


b) Organization of trainings, seminars, working groups to identify changes needed 


Regular working groups on a country and bilateral basis will be organised. A regional technical 
working group for TRACECA is scheduled for October 2012. Dedicated trainings on logistics will 
be provided. The work will be coordinated with the PS. 


c) Development of a monitoring mechanism for regulatory adjustments 


The activities will continue and the legal assessment will advance to land based transport and to 
the Central Asian and Caspian region. 


5: Communication, Information, Awareness 


a) Communication, dissemination and awareness plan / media strategy and implementation 


Activities will be implemented in accordance with the TOR as per communication plan 
presented in Annex 3 of the Inception report. Cooperation with ENPI Info Centre will continue. 


b) Web portal based on TRACECA site and a knowledge base on MoS and Logistics online 
library 


The project webpage will be updated. The work will be coordinated with the PS. Upon approval 
of the European Commission the decision on the maintenance of the LOGMOS webpage will be 
implemented.  


The sections on the action plans and country profiles will be established.  


c) Cooperation platform meetings of project owners will be organised in accordance with the 
communication plan. 


d) Final project dissemination 


This activity is relevant for the final reporting period. 


e) Study tours on MoS and Logistics  


A study tour to Turkey will be organised. 


f) Dedicated training workshops / capacity building measure (ad hoc basis) 


Dedicated training will be delivered to the members of the task force working groups. The 
trainings will be organised on the ad hoc basis upon approval of the European Commission.  


g) TRACECA investment forums support in preparation and technical docs (TIF) 


Activities for the preparation of projects for the investment forum of 2013 will start.  


The new action plans will be checked against their readiness to be submitted for consideration 
at the TRACECA Investment Forum 2013. 
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LOGFRAME 


Intervention Logic 
Overall Objectives 


Objectively Verifiable Indicators Sources of Verification Assumptions 


This project has been conceived as the 
follow-up of three previous TRACECA EU 
Funded Projects, namely: 


 Motorways of the Sea (MoS) for Black 
Sea and Caspian Sea 


 International Logistical Centres for 
Western NIS and Caucasus 


 International Logistical Centres for 
Central Asia  


The overall objective of the current 
project is to contribute to the long-term 
sustainable development of the logistics 
infrastructure and multimodal transport 
along the TRACECA corridor. 


The assignment will enhance the 
development and implementation of 
coherent strategies for establishment of 
intermodal integrated transport and 
logistics chains underpinned by MoS. 


 Increased volumes of good on 
the TRACECA corridor in export, 
import and transit 


 Reduction of transport costs 
from/to/via the TRACECA 
countries in export/import/transit 
operations 


 Increased share of 
containerisation of goods  


 Larger share of multimodal 
operations in transport 
transactions 


 Concrete projects on 
improvement of the logistics 
capabilities / motorways of the 
sea connection on the regional 
and country level in TRACECA 
corridor 


 Agreed master plan on LOGMOS 


 National statistics  


 TRACECA database 


 TRACECA investment 
forum publications 


 ENPI Alerts 


 Statistics and reports of 
the international 
organisations 


 State and regional 
programmes and action 
plans 


 Reports of the 
international 
organisations 


NA at the overall objective level as per 
logframe approach 
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Intervention Logic  
Project Purpose 


Objectively Verifiable Indicators Sources of Verification Assumptions 


By assessing the network from a regional 
perspective the purpose of the 
assignment will ensure that infrastructure 
and “soft” projects planned or 
implemented contribute to the continuity 
of TRACECA. 


The focal points entail: 


1 Removal of logistical bottlenecks 
focusing on those which hamper the 
flow of goods between ports and the 
hinterland with the objective of 
enhancing trade at regional and 
international levels. 


2 Facilitation of efficient flow of goods 
between Black Sea ports, between 
Caspian Sea ones, and between the 
two seas across the Caucasus, 
through improved, regular maritime 
services and better interoperable 
connections from the ports to the 
hinterland  


3 Targeting regulatory framework and 
sector reforms for port, maritime and 
logistics operations as well as 
introduction of port environmental 
management systems. 


 Two / three case studies 
implemented in TRACECA 


 At least one mature LOGMOS 
project proposal for TRACECA 
annual TRACECA Investment 
Forum 


 Higher level of investment / 
public granting / IFI financing or 
PPP in case of project realisation 


 Inclusion of identified projects in 
the regional and national 
transport action plans, 
TRACECA action plans 


 Improvement in the Logistics 
Performance Index of the WB 
and improvement in the TRAX 
indicator 


 Agreed provisions and set of 
recommendations submitted to 
consideration of countries as per 
action plans 


 National statistics and 
TRACECA database 


 WB reports on Logistics 
Performance Index 


 IFI funding reports and 
programming documents and 
action plans 


 Publications of professional 
investment promoters and 
international organisations  


 Official governmental 
publications 


 Transport strategies and 
programming documents of 
TRACECA countries 


 Project reports 


 Documents of the 
Investment forum 


 The partner governments continue 
their political commitment to 
regional cooperation;  


 Stakeholders are ready to 
implement the measures required 
in terms of legal, technical and 
institutional reforms and allocate 
adequate resources; 


 Increased ownership  


 TRACECA Permanent Secretariat 
assists in coordination in 
beneficiary countries.  


 Established order of legal initiative 
favours and considers 
recommendations of the project 
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Results 
Intervention Logic 


Objectively Verifiable Indicators Sources of Verification Assumptions 


Result PI: Project inception  


Project Mobilisation and adjustment on 
the work plan 


 


 Kick–off meeting in Brussels  


 Core project team completely 
mobilised 


 Project office established  


 Regional field missions took 
place in beneficiary countries 


 Counterpart structures 
established 


 Project reports  


 Project documentation 


 Official communications of 
beneficiaries 


 Registration letters 


 Free access to necessary 
information and data  


 Beneficiary facilitated the 
formalities of the project 
registration procedure and 
accreditation of the key experts 


 Visa regimes favourable for 
international travel of experts in 
the region 


 Counterpart staff Availability 


Result 1:  


Implementation of the Motorways of the 
Sea concept through existing and future 
pilot projects and their hinterland 
dimension 


 Preparation, distribution and 
update of action plans on 5 
MoS identified projects and 
further action plans for new 
projects 


 National, bilateral and regional 
working groups and task 
forces on 5 MoS pilot projects 
are set up and work within the 
first year of the project 


 National, bilateral and regional 
working groups and task forces 
set up for LOGMOS additional 
projects 


 At least one international 
stakeholder interested in 
development of pilot projects is 


 Programming documents  


 Documents of the round 
tables 


 Case study documents 


 Decisions and 
recommendations 


 ENPI Alerts 


 PS Internal Directives 


 Project and PS WebPages 


 Investment forum documents 


 Updates of the TRACECA 
strategies and Action Plans 


 Adherence of the stakeholders to 
the results achieved in the 
previous projects 


 No change in the national policy 
affecting implementation of the 
MoS concepts 


 Availability and willingness to 
cooperate at regional level 


 Coherent management and 
absence of radical change in the 
transport sector supervision 


 Favourable conditions in the 
transport sector management to 
facilitate the maturity of the 
proposed action 
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Results 
Intervention Logic 


Objectively Verifiable Indicators Sources of Verification Assumptions 


identified 


 Shipping line updates for Black 
Sea and Caspian Sea are 
issued every six months and 
included into the reports 


 In 13 beneficiary countries 
assessment and 
recommendations on feasibility 
of previously unselected and new 
pilot projects is implemented 


 Technical assistance aimed at 
mobilisation of different 
sources of financing for the 
implementation of MoS projects 
– milestones to be defined as 
fit for each reporting period 


 Set up of the key performance 
indicators for pilot projects 
and updates  


For events see Result 5: 
Communication, Visibility and 
Information Plan 


 Availability of counterpart staff 


Result 2:  


Development and promotion of the 
concept of regional networks of Logistics 
Centres and intermodal interfaces 


 Preparation, distribution and 
update of action plans on 11 
ILC identified projects and 
further action plans for additional 
projects 


 Concept documents 


 Updated list of the priority 
projects 


 Project reports 


 Regional cooperation remains 
priority of countries 


 Cooperative attitude of the 
transport sector stakeholders 
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Results 
Intervention Logic 


Objectively Verifiable Indicators Sources of Verification Assumptions 


 National, bilateral and regional 
working groups or task forces 
on 11 ILC pilot projects as 
required for scope and status 
of individual project are set up 
and work within the first year of 
the project 


 National, bilateral and regional 
working groups and task forces 
set up for LOGMOS additional 
projects (common indicator as 
in the Result 1) 


 Core links between ports and 
logistics hubs are identified for 
all beneficiary countries 


 One action plan / guidelines for 
TRACECA network of the 
logistics centres 


 Interface projects adjusted to 
promote the network of logistics 
centres are adapted 


 11 feasibility studies are followed 
up 


 ENPI Alerts 


 PS Internal Directives 


 PS and Project Webpage 


 Investment forum documents 


 Updates of the TRACECA 
strategies and Action Plans 


 Official letters of the national 
counterparts 


 MOUs, cooperation 
documents, letters of intent 


 Endorsing advantages of the ILC 
network based on the EU 27 
experience 


 Availability of information  


 Free access to facilities and data 
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Results 
Intervention Logic 


Objectively Verifiable Indicators Sources of Verification Assumptions 


Result 3:  


LOGMOS Master Plan 


 


 MCA for LOGMOS project 
identification methodology 
agreed in the first year of 
implementation (also relevant 
to results 1 and 2) 


 MCA runs on project proposals 
(also relevant to Results 1 and 
2) 


 2–3 case studies on connections 
between ports and logistical 
zones (also relevant to Results 
1 and 2) 


 LOGMOS projects identified for 
Annual TRACECA Investment 
Forum (also relevant to 
Results 1 and 2) 


For events see Result 5: 
Communication, Visibility and 
Information Plan 


 


 TRACECA GIS traffic 
Database 


 Government reports and 
decisions 


 IGC Action Plans 


 ENPI Alerts 


 IFI reports 


 Publications and information 
reports in mass media  


 Study tour documents 


 


 Beneficiaries’ support and 
continuity in decision-making 


 Favourable political and economic 
situation 


 Willingness of stakeholders and 
authorities to cooperate under 
coherent, integrated logistics 
network solution and MoS 
concepts 


 Relevant legislation and regulatory 
framework exists and is being 
developed  


 Market conditions are attractive to 
the potential investors  


 Access of project team to all 
countries within region, and to all 
project relevant areas (e.g. ports, 
border crossing points, airports, 
terminals, etc.) 


 Approval process for promotion of 
project activities takes place in 
time 


 Availability of the counterpart staff 
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Results 
Intervention Logic 


Objectively Verifiable Indicators Sources of Verification Assumptions 


Result 4:  


Technical Assistance to Regulatory 
Adjustments 


 


 Assessment of maritime and 
intermodal legislation and 
environment relevant to action 
plans 


 Monitoring mechanism on 
regulatory adjustments 


 Tailored training on ad hoc basis 
for pilot project stakeholders 


For events see Result 5: 
Communication, Visibility and 
Information Plan 


 


 Project reports 


 Reports of the PS 


 Documents of the PS 
Working Groups 


 National regulatory agenda 
and publications 


 Legal and regulatory initiative of 
respective bodies 


 Procedures favourable for 
implementation of the 
recommendations 


 Regulatory agenda remains 
priority in countries  


 Interest groups are not pursuing 
polar interests on the national and 
regional level 


 Transparent process of the 
regulations 


 Access to data and information is 
facilitated and provided 


 PS is capable to pursue the 
recommendations of the projects 


 Availability of the counterpart staff 


 Institutional environment is 
favourable to reforms  


Result 5:  


Communication, Visibility and Information 
Plan 


 


 Communication, dissemination 
and awareness plan / media 
strategy framework prepared in 
the inception period 


 Web portal based on TRACECA 
site launched in the inception 


 Project reports 


 Webpage 


 ENPI Alerts and interviews 


 Memos 


 Availability of the counterpart staff 







   


Logistics Processes and Motorways of the Sea II 


 


 


 Progress Report II  Annex 1 - Logframe Page 8 of 15 


Results 
Intervention Logic 


Objectively Verifiable Indicators Sources of Verification Assumptions 


phase and updated minimum 
once a month 


 Dissemination materials 
prepared every six months to 
all TRACECA beneficiaries 


 Cooperation platform meetings 
/ round tables of project owners 
in countries and bilateral held – 
at least two every six months 


 Five project regional meetings 
for the countries of Black Sea 
and Central Asia 


 Two study tours on MoS and 
Logistics for all TRACECA 
countries 


 Four training measures (on ad 
hoc basis) in working groups 


 Final project dissemination (1 
event) 


 IFI documents 


 PS communications 
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Intervention Logic / Activities 
Objectively Verifiable 


Indicators 
Sources of 
Verification 


Assumptions 


PI: Project inception  


1A: Maritime dimension of MoS projects 


1B: Hinterland dimension of MoS projects 


2A: Concept of the regional networks of  
 Logistics Centres 


2B: Logistics Centres’ projects  
 implementation 


3: LOGMOS Master Plan 


4: Technical Assistance to Regulatory  
 Adjustments 


5: Communication, Information, Awareness 


Inputs: 


Key experts: 


 Team leader: 660 man 
days 


 Other key experts: 1320 
man days 


Short-term experts: 


 Senior Experts: 1000 MD 


 Junior Experts: 1500 MD 


Costs 


Fee budget on 
key experts and 
short-term 
experts 


 


Incidental 
expenditures 
verifications 
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Intervention Logic / Activities   Assumptions 


PI: Project inception  


a) Project Mobilisation 


b) Adjustment on the work plan 


 


   Office established 


 Availability and participation of the counterpart staff 
to engage in meetings, project steering and working 
panels 


 Timely response on Contractor’s requests by the 
beneficiaries 


1A: Maritime dimension of MoS projects 


a) Training activities and study tours  


b) Dialogue with a gathering of EU 
stakeholders and customers  


c) Communication and dissemination 
activities to strengthen the dissemination 
and awareness of the MoS concept 
through regional support 


d) Assessment and recommendations on 
feasibility of previously unselected and 
new pilot projects 


e) Technical assistance aimed at mobilisation 
of different sources of financing for the 
implementation of MoS projects 


f) Monitoring and reporting on the 
implementation of the MoS pilot projects 


1B: Hinterland dimension of MoS projects 


a) Set up of working groups and task forces 


   Availability and participation of the counterpart staff  


 Favourable regional relations between countries 


 Favourable investment environment in the countries 


 Countries remain committed to the results of the 
previous projects 


 Stakeholders are willing to cooperate under the 
format of a task force and remain active in 
implementation of the results 


 Customs and other border authorities provide full 
support to implementation of the project 


 Stakeholders are ready to capitalize on other 
project success stories to enable a quicker 
implementation of pilot projects and technical 
regulatory/normative reforms 


 The beneficiaries pursue committed action in terms 
of necessary legal adjustments 


 Free access to the project sites, availability of 
information and documents 
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Intervention Logic / Activities   Assumptions 


and technical assistance for improving 
efficiency.  


b) Development and implementation of a 
restricted number of case studies on 
connections between ports and logistical 
zones 


 IFIs’ strategies fit TRACECA objectives 


 Country governmental policies allow for IFI funding 
and loans remain a possible instrument of public 
investments 


 Interest of the international stakeholders in the 
region 


 Strategies of the international shipping business 
include activities in the TRACECA region 


 Investment forums are organised 


2A: Concept of a regional networks of 
Logistics Centres 


a) Set–up of bilateral and regional working 
groups to promote logistics processes and 
network possibilities 


b) Identification of the core networks between 
ports and logistics hubs 


c) Development of recommendations and 
guidelines for TRACECA network of the 
logistics centres 


d) Study tours and training organisation 


2B: Logistics Centres’ projects 
implementation 


a) Identification of interfaces to be adjusted to 
promote the network of logistics centres 


   Countries remain committed to the results achieved 
in the previous projects 


 Policies are favourable to implementation 


 Customs sector is willing to cooperate and 
introduce change 


 Recommendations of the project are actively 
followed up by the tasks forces and promoted by 
the participants of the action plans 


 Countries’ relations are not undergoing regional 
tensions 


 Stakeholders are promoting a regional approach 


 International stakeholders are interested in 
exploiting new business opportunities in the 
transport sector in TRACECA 
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Intervention Logic / Activities   Assumptions 


b) Identification and promotion of synergies 
between identified logistics centres 


c) Technical assistance related to 
establishment of network modalities  


d) Follow–up of feasibility studies and 
promotion of identified sites, raising 
awareness and enhancing interest 


e) Establishment of a dialogue and 
cooperation between the promoters and 
developers of the logistics centres 


 Decision making is consistent and appropriate 


 Stakeholders at the national level realise the 
potential of the network and understand the winning 
results from participation 
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Intervention Logic / Activities   Assumptions 


3: LOGMOS Master Plan 


a) Developing recommendations and 
guidelines for LOGMOS 


b) Two/three case studies to be selected and 
developed as pilot projects, small working 
groups to be set up to for addressing 
bottlenecks / defining required technical 
assistance 


c) Support and capacity building for attracting 
funding 


 


   Countries are available for consultations 


 Decision making process is favourable for the 
project environment 


 Decision making is clear and consistent 


 Counterpart staff remains committed and proactive 
in terms of implementation 


 IFIs remain committed to improvement of the 
infrastructure in the region 


 Availability of funds and programmes 


 Country macroeconomic policies envisage external 
borrowing 


 TRACECA investment forum is organised 


 Ports are following the strategy of regional 
development and understand benefits from 
partnership 


4: Technical Assistance to Regulatory 
Adjustments 


a) Case study related assessment of maritime 
and intermodal legislation and environment 


b) Organization of training, seminars, working 
groups to identify changes needed 


c) Development of a monitoring mechanism 
on regulatory adjustments 


   Legal mechanisms allow for prompt changes and 
counterpart staff remains committed to the 
implementation of the recommendations 


 PS counterpart is available for consultations 


 International stakeholders remain interested in the 
TRACECA region 
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Intervention Logic / Activities   Assumptions 


5: Communication, Information, Awareness 


a) Communication, dissemination and 
awareness plan / media strategy and 
implementation 


b) Cooperation with ENPI Info Centre 


c) Web portal based on TRACECA site and 
team room for knowledge base on MoS 
and Logistics and online library 


d) Cooperation platform meetings of project 
owners 


e) Final project dissemination 


f) Study tours on MoS and Logistics in 
Turkey and EU 


g) Dedicated training workshops / capacity 
building measure (ad hoc basis) 


h) TRACECA investment forums support in 
preparation and technical docs (TIF) 


   Counterpart staff is available for consultations and 
participation at events 


 Beneficiaries respond to contractor’s requests and 
suggestions 


 Counterparts remain committed to implementation 
and assist in organisation of meetings in their 
respective countries 
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Intervention Logic / Activities   Assumptions 


   Pre-conditions: 


 Governance structure: weakness of maritime 
authorities bodies in the administration structure, 
lack of adequately skilled experts and high staff 
turn-over, insufficient financial resources; lack of 
intra and inter-organisation coordination and 
communication.  


 Inter-state tensions in the Caucasus region as 
well as in Central Asia might create difficulties in 
terms of regional coordination of transport flows, 
cross-border cooperation and trade facilitation.  


 These risks should be minimised by the use of 
already functioning mechanisms for cooperation 
between the transport key stakeholders of the 
neighbouring states and the EU, e.g. cooperation 
with Eastern Partnership and Black Sea Synergies 
structure. A strong coordination between the EC, 
EU Delegations and the TRACECA Permanent 
Secretariat can as well increase the coordination, 
minimising the risk of de-commitments of certain 
countries.  
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Schedule of the Missions / Events in November 2011 – April 2012 


 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


November 2011 


Romania 


Ninth Annual Meeting of the Intergovernmental 
Commission TRACECA, Bucharest 


Mr Andreas Schoen 


Mr Michel Gueriot 


Mr Olexandr Lysenko 


 Participation of LOGMOS experts at the IGC TRACECA  


December 2011 


Georgia 


Meeting with Prime Minister of Georgia, Tbilisi 


 


Mr Nika Gilauri, Prime Minister of Georgia 


Mr Georgi Karbelashvili, TRACECA National 
Secretary, Deputy Minister of the Ministry of 
Economy and Sustainable Development of Georgia  


Mrs Ketevan Salukvadze, Head of Transport 
Corridor Development Division, Transport Policy 
Department, Ministry of Economy and Sustainable 
Development of Georgia 


Mr Irakli Ezugbaia, CEO, Georgian Railway 


Mr Vadim Turdzeladze, Advisor to MoEaSD 


Mr Andreas Schoen 


 Introduction and project overview  


 Status quo of the ILC on the TAM territory and Block 
Train Poti-Baku  


 Exchange of information on tax, legal and investment 
issues 


 Further steps to be taken 


XXIV Council Director Meeting for the Joint 
Exploitation of the Ferry Line Illyichevsk – Varna, 
Tbilisi 


Mr Andreas Schoen 


Mr Michel Gueriot 


Mr George Doborjginidze 


 Participation of LOGMOS experts at the two meetings 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


XXIV Council Director Meeting for the Joint 
Exploitation of the Ferry Line Varna – Poti / Batumi –
llyichevsk, Tbilisi 


Romania 


Romanian Naval Authority, Constanta 


 


Capt. Serban Berescu, Deputy General Director 
Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview and core activities of the company 


 Cooperation of Naval Authority with other TRACECA 
projects  


 Bottlenecks  


 Future cooperation and further steps to be taken 


Administration of Navigable Canals JSC (ACN), 
Constanta  


 


Mr Nicolae Sandru, Technical Investment Director 


Mr Severin Anastasie, Head of Traffic Department 


Ms Moren Abdurafi, Head of Department for 
European Projects and Strategy 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview and core activities of ACN  


 Throughput and trade statistics  


 Constraints in the development of the container traffic in 
Romania 


 Cooperation of ACN with other on-going and planned EU 
projects 


 ACN Master Plan main components 


 Future cooperation  


Nord Marine, Constanta 


 


Capt. Calin Marinescu, General Manager 
Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview and core activities of Nord Marine 


 Future of goods transport through Danube inland 
waterways 


 Discussion about the concurrency of Danube IWW with 
roads and other ports (Adriatic, Hamburg) 


 Customs issues with neighbouring Serbia and Ukraine 


Romanian Intermodal Association, Constanta 


 


Eng. Teodor Patrichi, Secretary General of 
Romanian Intermodal Association 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Presentation, core activities and possibilities for 
development of Romanian Intermodal Association.  


 Introduction and project overview 


 Discussion for collaboration 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


S.C. Canal Sea Services Ltd, Constanta 


 


Capt. Miron Ionel, Director 


Mr Ion Jordan, Surveyor 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview and core activities of Canal Sea Services 


 Involvement of Canal Sea Services in the works to 
deviate water flows from the new riverbed to the old one 
to stabilize water level 


Lower Danube River Administration, Galatz 


 


Mr Florin Uzumtoma, Director General 


Mr Alexandros Galiatatos, Director of Navigation 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview and responsibilities of Lower Danube River 
Administration 


 Bulgarian – Romanian relations regarding to navigation 
issues 


 Overview of EU funded projects related to the Danube 


Port of Galatz, Galatz 
 
 
 
 


Mr George Petcu, Director General 
Mr Mihai Ochialbescu, Technical Advisor 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview and responsibilities of the National Company 
Maritime Danube 


 Institutional issues and its consequences on the 
development of business 


 Reasons of Galatz port situation in comparison with 
other regional ports 


 Overview of road and interland projects 


 Presentation of regional cooperation and development 
projects 


 Recommendations for the development of container 
traffic  


Fluvial Danube Ports Administration, Giurgiu 
 
Eng. Emil Alexandru Isan, Director General 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Presentation of the Fluvial Danube Ports Administration 
and its approach towards business 


 Information shared on development plans for containers 
activities and Giurgiu new container terminal 


Romania TRACECA National Secretariat, Bucharest 


 


Mr Ionut Lacusta, TRACECA National Secretary 


Mrs Irina Popoescu, Senior Advisor 
Mrs Monica Patrichi, Head of Department, Technical 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Report by the experts on the mission 


 Presentation of key-findings 


 Danube TRACECA perspective and possibilities for 
cooperation with TRACECA neighbours in an optic to 
create a Maritime Danube Cluster (MDC)  


 Awareness issue on logistics question and engineering 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Secretariat for the Danube Region 


Dr. eng. Stelian Platon, Senior Advisor, Directorate 
for Infrastructure and Railway Transport 


role 


 Discussion over Romania National Transport Strategy 


 Future cooperation 


National Company " Maritime Ports Administration" 
JSC, Constanta  


 


Mr Aurelian Andrei Popa, President of the Board of 
Directors, General Manager  


Mr Ambroziu Duma, Port Operations, Safety & 
Security Director 


Mrs Emilia Horovei, Head of PR and Protocol 
Department 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Update on recent LOGMOS project activities  


 Status quo of the pilot-project Poti-Baku BCT and the 
trans-Caspian shipping services 


Ukraine 


Euroterminal LLC l, Odessa 


 


Mr Mikhail Vanenkov, Deputy Director 


Mr Andreas Schoen 


 Current situation and development of Euroterminal 


 Customs issues in the development of Ro-Ro services 


 Preparation for TIF 2012 


«Plaske» JSC, Odessa 


 


Mr Vasiliy Zubkov, Advisor to the President  


Mr Andreas Schoen 


 New development in Viking container train 


 Next adhesion steps for Viking container train 


 Preparation of TIF 2012 and transport week in Odessa 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Uzbekistan 


Coordination Office for TA Projects in Uzbekistan, 
Tashkent 


 


Mr Abduvohid Aliev 


Mrs Nadira Muratova, Senior Expert 


Mr Olimjon Buranov, TRACECA National Secretary 


Mr Andreas Schoen 


 Introduction and project overview 


 ILC Navoi status quo 


 Place of investment projects in TRACECA programme 


Navoi International Airport, Tashkent 


 


Mr Aziz Kholikov, Planning and Marketing 
Department 


Mr NN, Director Cargo Terminal 


Mr Andreas Schoen 


 Introduction and project overview 


 Presentation and visit of Navoi cargo terminal 


 Future development steps of Navoi ILC 


Business Logistics Association of Uzbekistan, 
Tashkent 


 


Mr Akram Mukhidov, Head of Business Logistics 
Association of Uzbekistan 


Mr Adilov  


Mr Andreas Schoen 


 Introduction and project overview 


 Purpose and goals of the business logistics association 
of Uzbekistan 


 Development trends of ILC centres of Navoi and Angren  


Association of International Road Carriers of 
Uzbekistan, Tashkent 


 


Mr Kakhramon Sydiknazarov, President 


Mr Olimjon Buranov, TRACECA National Secretary 


Mr Andreas Schoen 


 Introduction and project overview 


 Presentation of the transport of goods sector in 
Uzbekistan and multimodal hubs 


 Institutional issues and lack of transport strategy for the 
development of transport sector 


January 2012 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Bulgaria 


Bulgaria TRACECA Secretariat, Sofia 


 


Mrs Ivanka Georgieva, Head of International 
Relations Department. 


Mrs Galina Doncheva, Chief Expert in National 
Transport Policy Directorate 


Mr Petar Benov, Junior Expert in National Transport 
Policy Directorate 


Mr Anton Pashov, Chief Expert in Executive Agency 
Maritime Administration 


Mrs Iva Chervenkova, State Expert in Coordination 
of Programs and Projects Directorate  


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview 


 Presentation of fact findings of previous IWW missions in 
Moldova and Romania.  


 Overview of national and regional projects and strategic 
programs of transport development 


 Discussion over maritime issues of Bulgarian ports and 
fleet  


SOMAT, Specialized Transport Solutions, Sofia 


 


Mrs Ani Djambazova, Commercial Department 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of current SOMAT activities 


 Issue of ensuring loaded trucks on the way back to 
Bulgaria  


Bon Marine Shipping Agency, Varna 


 


Mr Emil Kaikamdjozov, Managing Director 


Mr Vladimir Hristov, Quality Manager 


Mr Martin Perukov, Head of Forwarding Department 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Description of type of services provided by Bon Marine 


 Presentation of the river port of Belene, operated by Bon 
Marine 


 Potential for development discussed 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


DB Schenker, Varna 


 


Mr Hatcho Garabedian, Manager 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Overview of DB Schenker activities in Bulgaria 


 Discussion over improvement of custom procedures 


 Difficulties of transiting via Ukraine 


Flexy Trand Ltd. and Despred Plc, Burgas 


 


Mrs Tatyana Nedeva, Manager 


Mr Valentin Zangov, Sales Manager 


Mr Pavel Jordanov, Castor Shipping Ltd, Manager 


Mrs Marenka Iordanova, Despred Plc Burgas, 
Director 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of the two forwarding companies activities 


 Current difficulties of working in Russia 


 Discussion over the limited possibilities for rail transport 
in Bulgaria 


Port of Burgas, Burgas 


 


Mr Dian Dimov, Executive Director 


Mr Stoycho Dimov, Manager FR, Marketing, QA 


Mr Pavel Jordanov, Castor Shipping Company, 
Manager 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Current development project in the port of Burgas 


 Concerns expressed over EU security requirements in 
case Bulgaria integrates the Schengen space.  


 Overview of current freight routes and possibilities for 
future development 


 Customs practice 


Bulgarian River Shipping JSC, Ruse 


 


Mr Dragomir Kochanov, Executive Director 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Presentation of BRP activities and its development plans 


 Discussion over the potential of Port of Vidin 


 Bottleneck issues 


Bulgarian Ports Infrastructure Company, Ruse 


 


Eng. Pavlin Tsonev, MTITC, Operational Agency for 
the Exploration and Maintenance of the Danube 
River (EAEMDR), Ruse, Operations Director 


Eng. Miroslav Petrov, Director of TD Port of Ruse 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Presentation of on-going development projects 


 Collaboration with administrations from neighbouring 
countries 


 Ro-Ro services between Bulgaria and Romania 


 Bulgarian legislation 


 Container trade potential from Port of Ruse 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Port Complex Ruse, Ruse 


 


Eng. Petar Dragoshinov, Executive Director 


Mrs Denitsa Mateva, Head of Marketing and 
Analysis Department 


Mrs Diana Kalinova, Marketing Specialist 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Overview of Ruse Port activities and facilities 


 Bottlenecks  


 Discussion over the potential benefits of TRACECA 
corridor for the Port of Ruse 


Somat Vidin-Nord, Vidin 
 
Mr Zahari Komarov, SOMAT, Head of Technics and 
Infrastructure, Vidin Nord 


Mr Zahari Zahariev Komarov, Head of Service 
Station 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Overview of Somat activities and Vidin-Nord port 
facilities 


 Development plans 


Port Belene, Belene 


 


Mr Dimitar Ivanov, Bon Marine Logistics, Varna, 
Manager of Port Belene 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview  


 Visit of the port 


 Overview of Port of Belene activities and facilities 


Port of Vidin-Nord, Vidin 
 
Mr Slaveyko Vasilev, Bulgarian River Shipping Co., 
Port Manager Vidin-Nord 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Introduction and project overview 


 Visit of the port  


 Overview of Port of Vidin-Nord activities and facilities 


February 2012 


Georgia 


Batumi Port Customs Clearance Department, 
Maritime Administration of Batumi Port, Batumi 
 
Mr Giorgi Kikinadze, Head of Customs Clearance 
Mr Mikheil Kavtaradze, Deputy Head Custom 


Mr Falko Sellner 


 Overview of Batumi Customs Clearance activities and 
facilities 


 Overview of applicable laws 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Clearance  
Mr Irakli Abashidze, Head QM MTA 


Batumi Container Terminal, Batumi Sea Port Ltd., 
Batumi 
 
Mrs Ketevan Oragvelidze, Batumi Container 
Terminal, Marketing Manager 
Mr David Chkonia, Legal Advisor  
Mr Ilia Tsivadze, Commercial Manager, Batumi Sea 
Port Ltd 


Mr Falko Sellner 


 Presentation of customs procedure in the port of Batumi 


 Legal issues 


 Bottlenecks for efficiency of transit 


Ukraine 


Accord Ltd., Reni 


 


Mr Alexander Strova, Executive Director 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of the company’s activities 


 Bottlenecks 


Port of Reni, Reni 
 
Mr Sergey Stroya, Port General Manager 


Mr Yuriy Pischalo Head of Marketing, Contracts and 
Commercial Department 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of Port of Reni activities and facilities 


 Discussion over possibility of including Reni in 
TRACECA corridor 


 Future collaboration 


 Development perspective of Port of Reni 


Danube Group, Izmail 


 


Mr Guennadiy Yakovlev, Manager for Chartering 
and Logistics 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of reasons for the decline of Ports of Reni and 
Izmail 


 Tariffs policy and transit fees issue 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Port of Izmail, Izmail 


 


Mr Serguey Nikulin, Izmail Sea Commercial Port, 
Chief Engineer 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of Port of Izmail facilities and activities 


 Difficulties for ships to access Izmail 


 Ferry connection Izmail – Tulcea  


 Regional dialogue 


Ukrainian Danube Shipping Company, Izmail 


 


Mr Vladimir Zaporozhan, Deputy of Chairman of the 
Board of JSC "UDP" for Fleet Operations 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Overview of Ukrainian Danube Shipping Company 
activities 


 Institutional issues 


March 2012 


Azerbaijan 


Baku Sea Trade Port, Baku 


 


Mr Hilal Sadigov, Directorate of the Baku 
International Sea Port Complex, Director 


Mr Aleksandr Pobedin, POLZUG, Head of 
Representative Office 


Mr Andreas Schulze, Deutsche Bahn International, 
Consulting Logistics 


Mr Andreas Schoen 


 Updates on the project status 


 Status of construction of the port at Alyat and future 
steps 


 Alyat port current status of the ILC 


 Landlord model for the new port 


State Customs Committee, Baku 


 


Mr Bagirov, State Customs Committee 


Dr Samad Garalov, Chief of Cargo Control Division, 
Main Department of Customs Control Management 


Mr Andreas Schoen 


Ms Yulia Usatova 


 Presentation of the project 


 Viking train agreement – status of accession  


 Updates on single window initiative 


 Updates on pre-arrival information submission 


 Task force meeting on customs clearance and 
containerisation trends 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Caspian Shipping Company, Baku 


 


Mr Azim Mammadov, Caspian Shipping 


Mr Mukhtar Akhundov, Caspian Shipping, Vice 
President  


Mr Andreas Schoen 


Ms Yulia Usatova 


 Updates on the project status 


 Current trends in operation 


 Trilateral meeting with Azerbaijan, Turkmenistan and 
Kazakhstan 


 Possible cooperation with Euroterminal 


Ministry of Transport of Azerbaijan, Baku 


 


Mr Faiq Alakbarov, Chief of Finance and Credit 
Department 


Mr Elnur Kazimli, Head of TRACECA and 
International Project Unit, International Relations 
Department 


Mr Andreas Schoen 


Ms Yulia Usatova 


 Updates on the project status and invitation to the task 
force meeting 


 Block Trains in TRACECA countries 


 Border management in trade facilitation aspect 


 Alyat port current status of the ILC 


 Landlord model for the new port 


TRACECA National Secretary of Azerbaijan, Baku 


 


Mr Akif Mustafayev, National Secretary of Azerbaijan 


Mr Andreas Schoen 


Ms Yulia Usatova 


 AZ High Level Working group on development of the 
regular transportation on TRACECA  


 Mission schedule 


 Working group and regional workshop in AZ 


International Sea Trade Port of Baku, Baku 


 


Mr Elman Aliyev, Commercial Director 


Mr Rafail Mirgulamov, Deputy Commercial Director 


Mr Andreas Schoen 


Ms Yulia Usatova 


 Updates on the project status 


 Current statistics 


 Landlord model for the new port 


 Invitation to the task force meeting 


Van Oord Dredging and Marine Constructors, 


Azerbaijan Branch, Baku 


 


Mr Edwin Spelier, Project Manager 


Mr Marten Hamstra, Works Manager 


Mr Andreas Schoen 


Ms Yulia Usatova 


 Site visit 


 Project presentation 


 Works status 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


CJSC «Azerbaijan Railways», Baku 


 


Mr Teymur Mammadov, Head of the Department of 
Transport Processes and Commerce  


Mr Andreas Schoen 


Ms Yulia Usatova 


 


 Viking train accession 


 Block container train Poti - Baku 


 Silk Wind project of Kazakhstan 


 Trends of the containerisation in Azerbaijan 


 Modernisation of the railways in Azerbaijan 


 Working group - study tour 


Kazakhstan 


Kazmortransflot, Aktau 


 


Mr Serik Ishmanov, Managing Director 
Mr Gabiden Turashev, Director, Department. of 
Strategic Development 


Mr Michel Gueriot 


 Overview of Aktau Port facilities and Kazmortransflot’s 
activities 


 Visit to Kuryk’s port 


 Development plans of Kazmortransflot 


 Recommendations from LOGMOS experts regarding 
KTM’s development plans 


 Future collaboration 


Aktau International Sea Commercial Port, Aktau 


 


Mr Arman Zhakupov, Chief of Corporative 
Development Department 


Mrs Elena Pogosova, Chief of Commercial and 
Freight operations Department 


Mr Andreas Schoen 


Mr Michel Gueriot 


 Overview of AISCP activities 


 Development plans 


 Improvement of existing procedure and exchange of 
information 


 Problem of tariffs applied by railway transport operators 


 Issue of delays of vessels clearance 


 Visit of Aktau  


Ukraine 


Custom Service of Ukraine, Kiev 


 


Mr Igor Muratov, Deputy Head  


Mr Falko Sellner 


Mrs Olena Nevmerzhytska 


 Enter into force of new Customs code 


 Overview of new customs rules 


 Website 


 Main issues for improvement 







   


Logistics Processes and Motorways of the Sea II 


 


 


 Progress Report II Annex 2 – List of Meetings Page 13 of 17 


 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


April 2012 


Azerbaijan 


Round Table LOGMOS, Baku 


 


List of participants attached in Annex 8 


Mr Andreas Schoen 


Mr Michel Gueriot 


 Implementation of pilot-projects in Azerbaijan 


 Presentation of the reliable transport services between 
China and London 


 Border Crossing Procedures issue 


 State on tariffs matters between ADY and Georgian 
Railways 


 Issue of railway bill (CIM/SMGS) for the Baku – Tbilisi – 
Kars project 


 Review of situation at Baku old and new ports 


 List of bottleneck issues of Poti – Baku block train 


 Study tour 2012 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Turkey 


Bilateral Meeting Turkey – Kazakhstan, Ankara 


 


Mr Boris Tozar, Turkey TRACECA National 
Secretary 


Ms Secil Ozyanik, Turkey TRACECA Expert 


Mr Gulden Akinay, Ministry of Trade and Customs 


Mr Erdem Can Karabulut, Ministry of Trade and 
Customs 


Mr Irfan Ipek, Turkish Railways 


Mrs Hulya Çilgi, Turkish Railways 


Mr Ayhan Er, Turkish Railways 


Mr Marat Saduov, Kazakhstan TRACECA National 
Secretary 


Mr Andreas Schoen 


Mr Michel Gueriot 


 Preparation of multilateral visit AZ-GE-KZ-TK in Baku on 
April 17


th
 2012 


 Presentation of Silk Wind Project (infrastructure, 
customs procedure, commercial action) 


 Intentions of LOGMOS project experts 


 Support of stakeholders to the project 


 Technical and non-technical barriers to the project 
highlighted 


 Issue of number of permits delivery to Turkish trucks 
raised 


 Conclusions 


Marport Terminal Operators S.A., Istanbul 


 


Mr Hurkan Cakar, General Services and Security 
Manager (PFSO)  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Port Strategy 


 Info on shipping lines calling the port 


 Container transhipment (25 in one hour) 


 Ro-Ro berth is not yet in operation 


TCDD Halkali Lojistik Mudurlugu, Istanbul 


 


Mr Hasan Yetim, Lojistik Muduru  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Organisation 


 Business model 


 Main activities 


 Customs clearance 


Balnak 


 


Mr Lutfi Ayguler, Chairman 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Main activities 


 TRACECA flows 


 Shipping line cooperation 
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 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


Mr Ismail Yildiz, Director – Business Development 


Ms Belgin Oncel, Employee  


Ms Secil Ozyanik, Turkey TRACECA Expert 


U.N Ro-Ro Pendik Port, Istanbul 


 


Mr Levent Sinel, Commercial and Operation 
Manager  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Customs issues 


 Operation of the port 


 Lines information 


 All relating to cargo documents are transferred by 
courier 


 Using pre-declaration /new Integrated Customs System 
with EC  


 Presentation to be adapted for our Study Tour 


Kuhne + Nagel, Istanbul 


 


Mr Ercument Gucuyener, Sales and Marketing 
Manager 


Ms Asli Eratalar, Contract Logistics 


Customer Relation and Sales Manager  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Organisation of the logistics centre 


 Value-added services (VAS) warehouses in Gebze 


 Presentation to be adapted for our Study Tour 


Mos Lojistik, Menderes-Izmir 


 


Mr Adil Akcay, General Manager  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Multimodal logistic centre with railways connection 


 Presentation to be adapted for our Study Tour 


Manisa Industrial Zone Logistic Services S.A., 
Menderes-Izmir  


 


Ms Akid Ilica, Head of the Press and Public 
Relations  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Operational model 


 PPP- schemes in place 


 Presentation to be adapted for our Study Tour 


 40 years of experience 







   


Logistics Processes and Motorways of the Sea II 


 


 


 Progress Report II Annex 2 – List of Meetings Page 16 of 17 


 Institutions / Events / Persons Met LOGMOS Participants  Issues Discussed / Investigated 


BGL Barsan, Global Logistics & Customs Brokerage, 
Menderes-Izmir 


 


Mr Ahmet Akman, Deputy Marketing and Sales 
Manager 


Ms Oya Kahveciler, Marketing and Sales 
Representative 


Mr Ramazan Akpolat, Manager, Warehousing and 
Stock Management  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Flows 


 Organisation of the ILC 


 Partnership with TRACECA countries 


 Procedural requirements 


TCDD Izmir Port, Izmir 


 


Mr Turan Yalcin, Port Manager 


Mr Mennan Ersoz, Port Export 


Mr Hakan Erdogan, Operation Manager, TCDD 
Ports Department  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Post privatisation strategy 


 Ro-Ro facilities 


 Container terminal organisation 


 Vessels clearance 


Ulusoy Cesme Port Management S.A., Cesme 


 


Mr Celal Ulas, Port Manager  


Ulusoy Sea Lines Management S.A. 


Mr Can Ozgen, Regional Manager, Member of the 
Executive Committee Chamber of Shipping Izmir 
Branch  


Ms Secil Ozyanik, Turkey TRACECA Expert 


Ms Yulia Usatova 


Mrs Olena Nevmerzhytska 


 Shipping lines organisation 


 Links 
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Ukraine 


Working Group Meeting on Road Transport within 
ITC TRACECA, Kiev 


Mr Andreas Schoen 


Mr Michel Gueriot 
 Participation of LOGMOS experts at the meeting 


Acting TRACECA National Secretary, Kiev 


 


Mr Konstantin Savchenko, Deputy Director of the 
Policy Development Infrastructure Transport and 
Tourism Department, Ministry of Infrastructure,  


Mr Andreas Schoen 


Mr Michel Gueriot 


Mrs Olena Nevmerzhytska 


 Transit report issues 


 Country profiles 


 Progress report II 


Ukrrichflot JSSC, Kiev 


 


Mr Andrei Tchaiko, General Director 


Mr Michel Gueriot 


Mr Oleksandr Lysenko 


 Information about new container service between 
Dnepropetrovsk and Istanbul 


 Bottlenecks  


 Future cooperation and further steps to be taken 
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1 INTRODUCTION  


This assignment concerns the identification of legal barriers in selected TRACECA jurisdictions 
concerning seaborne transport and, in due course, multimodal transport (from sea to road or 
rail) and to suggest ways to overcome these bottlenecks.  


This means, legal barriers from entry of cargo into a national jurisdiction by vessel until the 
cargo either reaches its national destination, or is shipped by another transportation mode into 
another jurisdiction will be covered by this assignment.  


This report is about identification of legal bottlenecks for transport (and trade) does not claim to 
cover all and every legal or semi-legal issues, this would be beyond the scope of this 
assignment, thus not all and every legal barrier can be addressed and solved, but the most 
important ones have been filtered out and are discussed.  


There are still many obstacles to a seamless flow of transport, most are of technical, political 
and of other nature, some are based on the legal and regulatory environments.  


Law is always a reflection of policy and a law alone cannot initiate a change. Policy must come 
first and then, once the stakeholders have bought into a change, ideally a law would reflect and 
back up the policy.  


This means, that a law alone does not mean the situation on the ground actually is “as defined 
in the law”. In some cases, even policy and law are not enough, because there are mature 
systems on the ground, which are able to withstand changes, despite policy and law going into 
a different direction.  


This is why the EU insists on effective implementation of its acquis and is not fooled by laws and 
regulations being enacted in national parliaments. If laws are not effectively implemented by a 
certain deadline, the Commission will treat this just as if the acquis had not been transposed 
and will impose penalties.  


This is why this report looks not only into the transposition of laws, principles, regimes, but also 
into the effective implementation of laws and regulations.  


The analysis covers the Black Sea Countries Georgia, Moldova and Ukraine and the Caspian 
Sea Countries Azerbaijan, Kazakhstan and – if possible – also Turkmenistan.1  


                                                


1 At this stage (end of March 2012) the Appendixes for Ukraine and Georgia have been completed, with the other 


countries to be completed in the coming reporting period.  
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2 EXECUTIVE SUMMARY 


The analysis shows that there is a need for intervention, should seamless flow of traffic and 
transport be extended from the EU to its immediate neighbours and into the TRACECA 
countries. The table below shows the main findings and potential areas for intervention.  


In principle, soft measures should be tried, but consistently and targeted. For example, for the 
development of a multimodal transport document, working groups could be established in all 
jurisdictions, carrying out an assessment of the relevant national jurisdictions to this end, 
according to a set of key areas, to be identified by, for example, TRACECA. Several rounds of 
regional meetings should be dedicated to this issue, where a gradual approximation of positions 
can be attempted.  


Once the outline of a potential multimodal transport document regulating liability has been 
designed, in accordance with the MLA (ratification of which should also be pursued), this jointly 
developed document can be circulated and comments would be retrieved from the participating 
countries. A few more rounds of approximation could then result in a jointly acceptable 
document which the freight forwarders, the shippers, the consignees, etc., all of which would be 
involved into this process, could test-use and provide feedback; eventually, such a document 
would need a wider round of stakeholder engagement, insurers, potential Multimodal Transport 
Operators, national administrations, customs, etc., accepting this document.  


As to the lack of cooperation of national (relevant) authorities, those appear to have their 
specific legal empowerments and competencies and, because of those, are reluctant to change, 
because that might mean breaking the law. There will need to be some educational campaign 
and central reassurance about what is expected from these relevant authorities, a law alone is 
not enough, at the same time, without a dedicated law, not much can happen.  


There are new laws, in Georgia and in Ukraine and, in the case of Ukraine, those will need 
supporting bylaws (Georgia already has those). Coherent policy and legislative changes require 
implementation support and this, in this particular instance, can be rendered by soft measures, 
such as information and experience exchange, twinning would be good idea, round tables and, 
this can be anchored into a pilot project too. The single window concept‟s core is the efficient 
cooperation of otherwise separated administration and institutions. A well implemented pilot 
project, say for a single window at a port, would quickly attract additional traffic, if word gets 
round that waiting times have been slashed and the amount of documentation required has 
been reduced. This could set an example for others to follow.  


The electronic advance declaration has also not been introduced everywhere; there is a lack of 
hard and soft ware and this should be tackled somehow. Perhaps through a dedicated TA 
project with a supply component and intensive training and implementation assistance would 
certainly improve the situation where it has not been implemented. 


There are more specific recommendations in the Appendixes, the findings and interventions in 
the table below are the main issues.  
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Table 1: Main Findings  


No.  Findings Intervention Countries 


1 There is still no multimodal transport 
document which would regulate liability.  


- Round tables;  


- Task forces developing a multi modal 
transport document;  


- Signature of the MLA of those which 
have not ratified;  


All 


2 There is a spatial lack of cooperation of 
customs administration with other 
relevant national administrations.  


- Introduction of enabling sub-normative 
legislation;  


- Twinning with Georgia (Batumi);  


- Pilot projects.  


UA 


3 Electronic advance notification.  - Enforcement of EU benchmarks;  


- Technical Assistance;  


- Sourcing of soft and hardware.  


UA 


4 Single window concept.  - Technical Assistance; 


- Pilot projects;  


- Twinning and/or round tables, 
information and experience exchange;  


- TAIEX.  


UA 


5 Simplified procedure for economic 
operators.  


- Information exchange;  


- TAIEX;  


- TA projects, developing bylaws.  


UA 
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3 METHODOLOGY  


In a first step the international legal, mainly, EU requirements for maritime transport and border 
crossing are identified. These main (legal) principles are then projected into the applicable 
national legislative frameworks, analysing if and to which extent those transit and maritime 
transport easing measures would appear to be implemented.  


The analysis looks into the actual legal reflection of EU principles in national legal framework 
and their effective implementation. This is a major EU pillar, member states are not only obliged 
to transpose the acquis, but to implement the acquis effectively, so that it shows the desired 
results.  


The methodology is therefore structured as follows:  


1. EU Acquis / Good International Practice  


2. Country Assessment 


3. Recommendations  


The specific country assessments and recommendations are in the Appendixes to this report.  


Issues pertaining to maritime safety and security and environmental pollution (prevention) are 
not covered by this methodology. This assignment focuses on the intermodal transport of cargo, 
originating from the sea and continuing by road or rail.  
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4 GOOD INTERNATIONAL PRACTICE  


4.1 General Applicability of EU Acquis  


Good international practice can be defined in many ways. In this particular case EU practice can 
lend the main ideas and principles of good international practice, since the TRACECA and the 
associated transport and custom regimes are EU influenced. 


The EU finances a number of technical assistance projects dealing with the ease of transport 
throughout its neighbourhood and beyond and beneficiary countries have, in accepting those 
technical assistance projects (and associated agreements), in principle agreed to reform their 
customs and transportation legislative frameworks along the main principles as applicable in the 
EU.  


The export of transport and custom legal requirements from the EU is legitimate, since 
TRACECA‟s aim is to simplify and promote the most efficient transport routes. Still, there is, of 
course, no legal obligation, pre se, for the TRACECA member states to transpose the EU 
acquis, still – the EU acquis, if deemed good international practice, can be and is widely used to 
reform public sectors in non-EU member states, in particular in those countries, which have 
close ties to the EU. In addition there are bilateral obligations with some TRACECA countries to 
transpose main EU principles related to the EU acquis concerning customs and transport.  


4.2 Relevant Acquis 


The EU is constantly thriving to ease and harmonise community internal custom procedures and 
ease multimodal transport routes, within the EU and also those applicable at its external 
borders. The relevant legislation begins with seaborne vessels entering EU waters, calling at an 
EU port, discharging cargo and customs clearance. Questions of maritime safety and security 
are not covered by this methodology.  


The latest and most relevant EU legislation are analysed in the following chapters.  


4.2.1 Directive 2010/65 EU: Reporting Formalities for Ships Arriving in and/or 
Departing from Ports of Member States 


The purpose of this Directive is to impose a simplified and harmonised maritime transport 
procedure to the EU member states (MS), by using electronic data transmission and a 
rationalised reporting format.  


The Directive refers to Directive 2002/59 the EU information exchange Directive and 
SafeSeaNet and to the IMO Convention on Facilitation of International Maritime Traffic, the so-
called FAL Convention.  


Concretely, this Directive requires as shown in the table below.  


Table 2: Main Requirements Directive 2010/65 


Article Requirement 
3 - MS: harmonisation and coordination of reporting. 


- Com: develops mechanism for reporting.  


4 Authorised person on vessels provides advance notification.  


5 - Electronic submission of data must be implemented by 2015.  
- Single window (SafeSeaNet and e-customs) must be implemented by 2015. 
- MS must consult with economic operators (stakeholder consultation).  


6 - MS must share information received via SafeSeaNet.  
- This information must (upon request) be available to other MS.  


7 MS must accept FAL forms.  
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Article Requirement 
8 MS must ensure that relevant data remain confidential.  


Annex List of Reporting Formalities 


 1. SafeSeaNet requirements, see chapter below.  


 2. Person border checks / not relevant here.  


 3. Notification of dangerous or polluting goods.  


 4. Notification of waste and residues / not relevant here.  


 5. Notification of security information / not relevant here. 


 6. Entry summary declaration according to the Community Customs Code; see 
chapter below.  


 FAL Forms (No 2 on Cargo) 


4.2.2 Directive 2002/65 EU as Amended and Consolidated by Directive 2011/15 
on Community Vessel Traffic Monitoring and Information System  


SeafeSeaNet is a community based maritime information exchange system, ensuring 
implementation of relevant EC legislation and deals with maritime safety, port and maritime 
security, the marine environment protection and the efficiency of maritime traffic and maritime 
transport. Concerning maritime traffic and transport, it applies to vessels of 300 gross tonnage 
and more, and to all but military fleet, small fishing and tourist vessels and boats.  


Transport relevant international conventions covered by SafeSeaNet include:  


– The International Maritime Dangerous Goods Code; 


– IMO Code of Safe Practice for Solid Bulk Cargoes.  


Relevant provisons of the SafeSeaNet Directive are: 


Table 3: Main Requirements Directive 2002/65 


Article Requirement 
4 - Prior notification requirements (Appendix 1). 


- Additional requirements for vessels carrying dangerous / polluting goods.  


5 MS obligation to implement monitoring and ship reporting systems.  


6 Mandatory use of AIS (fishing) and LRIT, upon entry into EU waters.  


9 Requirement that MS have appropriate technical equipment and qualified staff.  


12, 13 Information requirements for dangerous goods. 


14  MS must exchange and ensure interoperability of information.  


22 MS must designate a competent authority for the implementation of SafeSeaNet and 
its requirements.  


4.2.3 Regulation (EC) 450/2008: Community Customs Code (Modernised Cus-
toms Code) 


One of the fundamental pillars of the EU is the internal market and the customs union, enabling 
and fostering free trade. The EU has introduced rules and procedures for internal and external 
trade. Legislation of the MS is continuously aligned relating to the procedure and collection of 
customs duties.  


In pursuing the objective of simplifying internal (and external) trade, the EU has also recognised 
that legitimate concerns (fraud, smuggling, etc) constitute an obstacle to free trade. Therefore, a 
system based on information sharing, simplified and rapid standard custom procedure was 
introduced, allowing a diversion of resources, otherwise required for standard procedure, to 
crime fighting. 


The Customs Code regulates (here relevant) as show in the table below. 
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Table 4: Main Requirements Regulation 450/2008 


Article Requirement 
1 Applicable to goods brought into or out of the customs territory of the EU.  


2 Customs authorities must find and maintain a proper balance between free trade 
and custom checks (protection of EU financial interest, from unfair or illicit trade 
and ensuring safety and security of residents).  


4.3 Definition of Customs Control: means specific acts performed by the customs 
authorities in order to ensure the correct application of customs legislation and 
other legislation governing the entry, exit, transit, transfer, storage and end-use of 
goods moved between the customs territory of the Community and other territories 
[...]. 


4.7 Risk is defined as: the likelihood of an event that may occur, with regard to the 
entry, exit, transit, transfer or end-use of goods moved between the customs 
territory of the Community and countries or territories outside that territory and to 
the presence of goods which do not have Community status [...].  


4.20 Risk Management is defined as: the systematic identification of risk and the 
implementation of all measures necessary for limiting exposure to risk. This 
includes activities such as collecting data and information, analysing and assessing 
risk, prescribing and taking action and regular monitoring and review of that 
process and its outcomes, based on international, Community and national sources 
and strategies. 


5 All data exchanges between custom authorities and (other) custom authorities and 
/ or economic operators must be in electronic format.  


7 Additional information may be exchanged between custom authorities and / or 
economic operators, based, e.g. on MoUs, etc, easing clearance.  


9 Regulates the information provision to the customs authorities regarding goods.  


10 MS have to cooperate with the EC to develop and maintain an electronic 
information exchange system, covering:  


i. Enabling economic operators to accomplish custom formalities;  
ii. Application for custom clearance;  
iii. Applications and decisions regarding BTI and BOI;  
iv. Risk management;  


Together with information access rules, standard forms and maintenance of data.  


13 Simplified custom clearance for authorised economic operators. Authorisation may 
be granted according to:  


i. Record of compliance with customs and tax requirements;  
ii. Satisfactory system of managing transport records;  
iii. Solvency;  
iv. Relevant professional qualifications;  
v. Implementation of appropriate safety and security standards.  


17 Decisions on the application of a community custom code are valid in the entire EU 
custom territory.  


20 Custom authorities have to decide upon request over: Binding tariff information 
(BTI) and biding origin information (BOI). These are valid for 3 years.  


21 Dissuasive penalties for non compliance with community customs legislation.  


23 Right of appeal against any decision of the customs authorities and MS must 
ensure prompt dealing with appeals.  


25 Establishes the principal right of custom authorities to carry out controls. There are 
“random” checks and checks based on “risk assessment/analysis”, using electronic 
data processing techniques. MS have to employ a common (EU wide) “common 
risk management framework”, based on “risk information exchange” and 
establishing “common risk evaluation criteria”, control measures and priority control 
areas.  


26 Establishment of one-stop-shop (single window), where the same goods are 
checked by customs and other authorities at the same time and at the same place.  
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Article Requirement 
27 Post-release control may be conducted anywhere, e.g. at premises of the holder of 


the goods.  


29  Information provided to customs authorities must be kept for 3 years.  


30 Standard custom authority services are free of charge. Charges may be raised for 
work outside of office hours, analysis and expert reports, costs for examination of 
goods and for exceptional control measures.  


31 Publication of exchanges rates.  


32 Custom authorities must act within set time limits.  


33 Application of the common custom tariffs, based on the combined Nomenclature 
2568/87 on tariffs.  


35 f Origin of goods (there are preferential and non-preferential regimes). Goods 
originate from the territory where they underwent their last substantial 
transformation.  


40-43 Value of goods is determined based on the transaction value of the goods, or the 
transaction value of identical goods, or of similar goods, the unit value or the 
computed value (in this order).  


56 Custom authorities may require guarantees from economic operators (not from 
public institutions) for custom debts (occurred and those that might occur).  


57 The amount guaranteed must be precisely the amount due as custom debt; if this 
cannot be determined, then the guarantee can be fixed at the maximum amount 
due, but not more.  


59 Forms of guarantee: cash deposit, undertaking of a guarantor; any other form 
assuring payment.  


62 Comprehensive guarantees can cover more sequences of import and export.  


65 Custom authorities must release a guarantee immediately after clearance of the 
custom debt.  


72 Customs duty must be paid within 10 days (extensions possible).  


87 Goods brought into the EU must be covered by an “Entry Summary Declaration 
(ESD)”. This ESD must be lodged with the competent customs authority before 
goods are brought into the territory. The customs authorities may accept lodging of 
the ESD with the economic operator (if they have access to this system).  


88 - ESD shall be lodged using electronic data processing sheets. Custom authorities 
may – in exceptional circumstances only – accept paper ESD;  


- ESB to be lodged by importer, consignee, any person who assumes responsibility 
or any person being able to present the goods; 


- For imports into the EU, this ESD can be a manifest, a dispatch note or a load 
sheet.  


91  Custom control by entry of goods (these are non-Community goods) into the EU, 
grounds for control are (not exhaustive, but these are statutory ones): public 
morality, public policy or public security, the protection of the health and life of 
humans, animals or plants, the protection of the environment, the protection of 
national treasures possessing artistic, historic or archaeological value and the 
protection of industrial or commercial property, including controls on drug 
precursors, goods infringing certain intellectual property rights and cash entering 
the Community, as well as to the implementation of fishery conservation and 
management measures and of commercial policy measures. 
Once custom status is established for Community goods, there is no custom 
supervision. Non-Community goods remain under custom supervision until their 
status is established (as Community goods), or re-exported or destroyed.  


92 Conveyance of goods, once in the EU, is to be effected without delay, by the 
specified route to the designated customs office, or any other authorised place or 
into a free zone. The shipper (transporter) of goods is responsible for compliance 
with this obligation. Transit is not affected, as long as the destination is outside the 
EU; also not affected are transports that temporarily left the EU (origin EU and 
destination EU) by ship and air.  


95 Presentation of goods upon arrival in the EU, immediately to customs at the 
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Article Requirement 
customs location, any other designated location or free zone. Responsibility is with: 
1. Person who brought the goods into the EU, 2. the person on whose behalf the 
goods have been brought, or 3. the person responsible for the carriage.  


96 Upon request, goods are to be unloaded and presented to customs.  


99 Transit is exempted from the formalities of Art. 92 (conveyance) and if goods are 
already under transit procedure, then the other formalities are waived too.  


101 Presumption of community goods means that all goods in the EU are presumed 
that they are community goods, unless it is established that they are non-
Community goods.  


105 MS have to designate competent customs offices, with fixed (and predictable) 
opening hours, with procedures in place “so that the flow of international traffic is 
neither hindered nor distorted” 


106 Centralied clearance is possible, meaning the an authorised person can lodge a 
customs declaration for goods which are presented to another customs office.  


107 Custom declaration shall be electronic, either at customs, or in the declarant‟s data 
base if custom has access and the systems are compatible.  


108-9 Regulates standard and simplified custom declarations.  


112 Compliant declarations have to be accepted immediately, provided goods are 
available for control; customs may waive the requirement of goods being available. 
If declaration is lodged at different customs office – to where the goods are – then 
the customs authorities (where the goods are) confirm the availability for 
inspection.  


115 For mixed consignments, the customs authorities – upon application of the 
declarant and if – because of the mixed consignment – the customs declaration 
would be brudensome, may agree that all goods are charged on the basis of the 
tariff subheading of the highest rate.  


118 Verification of customs declaration through taking samples and partial examination.  


120 The result of the verification has full force throughout the EU.  


123 Custom authorities have to release goods as soon as the customs declaration has 
been verified or have been accepted without verification. Verification has to be 
completed within a reasonable time. All goods covered by verification shall be 
released at the same time.  


124 Where customs (import/export) duty has to be paid, then the release is conditional 
on payment of the duty, either by guarantee or cash payment.  


126 Custom authorities measures: confiscation, destruction, sale or other disposal of 
goods.  


129 Non-Community goods are placed under “release for free circulation” if:  
i. Import duties have been paid;  
ii. Other charges (vet, etc.) have been settled;  
iii. No restrictions apply;  
iv. Formalities for import have been completed.  


Upon release for free circulation, non-Community goods become Community 
goods.  


135 Offer special procedure for goods: transit, storage, specific use and processing. 
For all but transit an authorisation is required.  


144 External transit: non-Community goods can be moved from one point of the EU to 
another without:  


i. Import duties;  
ii. Other charges (by laws or regulations);  
iii. Imposition of commercial policy measures (other than for prohibited 


goods).  
Goods can be moved:  


i. Under external community transit procedure;  
ii. In accordance with the TIR convention;  
iii. In accordance with the ATA/Istanbul convention;  
iv. Under the Rhine manifest;  
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Article Requirement 
v. Others.  


145 Internal transit: Community goods can be freely moved and goods keep their 
custom status.  


146 Obligations of the holder of community transit procedure to provide a guarantee for 
payment of import or export dues.  


175 For goods leaving the EU a pre-departure declaration must be lodged (other than 
goods passing through air space or territorial waters). If goods are leaving under 
custom procedure custom declaration or re-export notification are required, 
otherwise only an exit summary declaration is required.  


177 Exit formalities: export duties, other formalities; restrictions only on justified 
grounds: public morality, security, etc. Goods must be presented to customs 
authorities and shall then be released for exit.  


178 Release for exit procedure.  


180 Exit summary declaration shall be made using data processing techniques.  


4.2.4 Decision No 624/2007/EC: Establishing an Action Programme for Customs 
in the Community (Customs 2013) 


This decision of the European Parliament and the Council deals with the establishment of an 
action program for a wider (aligned) customs union. It shows how the EU – by large – has 
approached simplification and unification of the customs union, reaching out across external 
borders, using a formal legislative tool (decision) and how (see recital No 13, Article 16) funds 
were allocated to the implementation of this decision.  


The EU has invited pre- and accession countries and even potential candidate countries and 
certain countries benefiting from the ENP. A work program has been formalised to carry out 
certain activities. The specific objectives of this Decision, inter alia, are:  


– to reduce the administrative burden and the cost of compliance for economic operators 
by improving the standardisation and simplification of customs systems and controls, 
and to maintain open and transparent cooperation with commercial actors; 


– to identify, develop and apply best working practices, in particular in the areas of pre- 
and post-clearance audit control, risk analysis, customs controls and simplified 
procedures; 


– to maintain a system for measuring the performance of Member States‟ customs 
administrations to improve their efficiency and effectiveness; 


– [...] to ensure a uniform and unambiguous tariff classification in the Community, in 
particular by improving coordination and cooperation between laboratories; 


– to support the creation of a pan-European electronic customs environment through the 
development of interoperable communication and information exchange system 
coupled with the necessary legislative and administrative changes; 


– [...] to contribute to the development of high quality customs administrations in third 
countries; 


– to improve cooperation between customs administrations of the Member States and 
third countries, in particular those of the partner countries of the European 
Neighbourhood Policy [...].  


The decision lists certain activities to be carried out, being:  


– establishment of communication and information exchange systems; being 
computerised transit and tariff systems, the combined nomenclatura, and, amongst 
others, electronic customs system;  
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– benchmarking to identify best practices;  


– seminars and workshops, to share information and experience;  


– project and steering groups, to pilot initiatives;  


– study tours and trainings;  


– and monitoring of progress.  


In order to formalise actions a Customs 2013 Committee is established.  


4.2.5 Decisions 2004/387/EC of the European Parliament and of the Council of on 
Interoperable Delivery of Pan-European e-Government Services and 
70/2008/EC on a Paperless Environment for Customs and Trade 


The Lisbon Agenda introduced the principle of streamlining and making more efficient 
governmental services (e-Government) with the aim of increasing competitiveness of doing 
business in the EU. Decision 2004/387/EC introduced interoperable delivery of pan-European 
e-Government services to public administrations, businesses and citizens. The Commission and 
the MS are encouraged to provide efficient, effective and interoperable information and 
communication systems enabling information exchange between the public administrations and 
citizens.  


This decision requires, inter alia, the implementation of measures increasing the efficiency of 
the organisation and enabling of cooperation of customs control administrations, ensuring 
seamless flow of data. This with a view to make customs clearance more efficient, reduce 
administrative burdens, help to combat fraud, organised crime and terrorism, serve fiscal 
interests [etc][sic.]. The exchange and provision of information and communication technologies 
(ICT) for customs administration is vital.  


Decision 70/2008 is a follow up decision within a wider framework of earlier policy and 
legislative means, to finally introduce paperless customs procedures. The objectives of 70/2008, 
inter alia, are:  


– Facilitation (making more efficient) of import and export procedure;  


– Improve clearance times;  


– Coordinate a common approach for the control of goods;  


– Rapid provision and receipt of information regarding the international supply chain;  


– Enable seamless flow of information and data between custom authorities (of different 
countries) and economic operators. 


These objectives are to be achieved by introduction of the following:  


– Harmonised exchange of unified data (models);  


– Optimisation of customs processes;  


– Offering of e-custom services to the economic operators.  


The following outcomes are desired:  


– Single access point for economic operators for lodging e-customs declarations even 
across member states;  


– Electronic interfaces for the economic operators, to conduct all custom related 
businesses even across borders; 
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– Single window service, providing seamless flow of data between economic operators 
and custom authorities and amongst different custom authorities.  


According to Article 14, acceding and candidate countries are encouraged to participate in this 
scheme.  


4.3 Relevant EU Policy 


EU policy is also a vital tool in shaping national regimes, because policy, once matured, is 
followed by legislation and (maritime) transport and customs policy are matured fields in the EU. 
The strategic goals of the Commission and Council can usually be accessed and commented to 
via their differently “coloured” papers. 


4.3.1 Commission Communication and the Council Conclusions on the Strategic 
Goals and Recommendations for the EU's Maritime Transport Policy until 
2018 


The maritime transport policy until 2018 shows the following, here relevant, main characteristics:  


Member States are urged to speedily sign, ratify and implement the UN Convention on 
Contracts for the International Carriage of Goods Wholly or Partly by Sea, known as the 
„Rotterdam Rules‟, establishing the new maritime liability system.  


The Commission is asked to give greater consideration to maritime transport and its land-based 
structures during the forthcoming revision of the Community guidelines for the development of 
the trans- European transport network, in particular the multimodal linking of European sea 
ports with the hinterland.  


The EC‟s proposal for a directive on reporting formalities for ships arriving in or departing from 
ports of the Member States of the Community COM(2009)0011, concerning simplification, 
reduction and elimination of administrative procedures for European short sea shipping.  


4.3.2 Council of the EU Conclusions on Establishing a European Maritime 
Transport Space without Barriers 


In this policy conclusion, the Council lays down its policy and expectations for the European 
Commission. These conclusions concern:  


– Recognition of e-maritime and e-freight systems in simplifying administrative 
procedures, SafeSeaNet, AIS and LRIT should be used form simplifications;  


– Elimination of unnecessary bureaucracy and barriers for the EU maritime transport 
space; 


– MS are encouraged to develop systems for simplified national administrative 
procedures; 


– Full compatibility of EU legislation and requirements with IMO/FAL requirements;  


– EC is asked to draft guidelines for simplification of veterinary, zootechnical and phyto-
sanitary checks, speeding up port operations;  


– Development of e-Maritime systems and single electronic window solutions;  


– Cooperation with third countries, at the appropriate international bodies, reducing 
administrative barriers for international maritime transport (levelling the playing field for 
maritime transport); 


– Use of electronic manifests.  
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4.3.3 Commission Communication COM (2007)606 on the EU's Freight Transport 
Agenda 


This policy document addresses, inter alia, the issue of simplification of short sea shipping 
(because of the territorial waters) and “leaving and re-entering” the territory of the EU, even if 
departure and destination ports are in the EU and the issue of liability in multimodal transport.  


4.3.4 Commission Working Document SEC(2007)1367 Report on the Motorways 
of the Sea 


This paper defines the motorways of the seas as “[...]existing or new sea-based transport 
services that are integrated in door-to-door logistic chains and concentrate flows of freight on 
viable, regular, frequent, high-quality and reliable Short Sea Shipping links”. 


This document aims to reduce bureaucracy, increase port accessabilty and efficiency, 
integrates the Motorways of the Sea into the transport planning, [etc.] and refers to the e-
maritime initiative. Quality and competitiveness are key in the regularity and frequency of the 
maritime (motorway) services on offer and also covers the interface with and access to the other 
modes of transport (hinterland connections through ports). The document mentions one-stop-
shops for administrative and customs issues and seamless flow of goods from door-to-door and 
suggests performance indicators and benchmarking for the motorways of the seas sector.  


4.4 Relevant International Agreements and Conventions 


4.4.1 WCO Revised Kyoto Convention  


The Kyoto Convention consists of three parts, the main text the “Body” of the Convention, a 
“General Annex” and “Specific Annexes”. In order to become Kyoto compliant, the Body and the 
General Annex must be implemented in its entirety. The “Specific Annexes” are not mandatory 
but can be implemented, reservations are only allowed to the non mandatory elements.  


The main Body has provisions relating to scope, structure, administration, accession and 
amendment. The General Annex contains of 10 Chapters dealing with “Standards” and 
“Transitional Standards”. There are also 10 specific Annexes, covering different aspects of 
customs procedures and are structured along “Standards” and “Recommended Practices”.  


The Kyoto Convention establishes best practice in the following, here relevant areas:  


 risk management;  


 audit based controls;  


 pre-arrival information;  


 information technology;  


 coordinated interventions;  


 consultation with trade;  


 information on Customs laws, rules and regulations;  


 system of appeals in Customs matters.  


One important principle employed by the Kyoto Convention is that it looks at the effective 
implementation of its mandatory provisions, rather than “word for word” transposition. This 
resembles the EU requirement of effective implementation of EU acquis (where so required).  
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Table 5: Main Requirements Kyoto Convention 


Section Standard Transitional Standard  Section 


3.3 At common border crossings, 
concerned custom administrations 
shall correlate business hours and 
competencies.  


At common border crossings, joint 
controls shall be exercised.  


3.4 


3.8  Declarant is responsible for the 
accuracy of the declaration and 
payment of dues and taxes.  


  


3.11 Format of electronically lodged goods 
declaration is based on international 
standards (as prescribed).  


  


3.12 Minimisation of information 
requirement, only necessary to 
determine duties and taxes.  


  


3.13 Partly incomplete declarations are 
acceptable (to be completed).  


  


3.14 Once security (guarantee) has been 
provided for import dues, the release 
of goods shall not be delayed.  


  


3.17 Supporting documents can be 
submitted at a later stage.  


Supporting documents can be 
submitted electronically.  


3.18 


3.21 Electronic lodging of declarations must 
be permitted.  


  


3.25 Pre-arrival lodging must be possible.    


  Simplified procedure for authorised 
persons  


3.32 


3.33 Examination of goods must take place 
as soon as possible after the decision 
that goods are to be examined.  


If other competent authorities are 
required (vet checks, etc), then the 
inspection must be coordinated by 
customs and (if possible) carried out at 
the same time.  


3.35 


3.40 Goods shall be released as soon as 
they were examined or customs 
decided not to examine them, 
provided:  


i. no offence was found;  


ii. import/export license and other 
documents have been acquired; 


iii. all permits obtained;  


iv. dues / taxes have been paid, or 
security provided.  


  


3.42 If lab analysis is required, goods shall 
be released before the result, if 
sufficient security has been provided 
and goods are not subject to 


  







   


Logistics Processes and Motorways of the Sea II 


 


 


Page 18 of 45 Annex 3 Progress Report II 


Section Standard Transitional Standard  Section 
prohibitions or restrictions.  


3.43 If an offence occurred, goods shall be 
released and customs shall not wait for 
completion of legal / admin action, if 
goods are not liable for confiscation 
and if the security would also cover 
penalties.  


  


4.2 Applicable duties and taxes shall be 
assessed as soon as possible 
following the goods declaration 
lodging.  


  


5.5 Security shall be accepted at any 
customs office in the customs territory.  


  


5.6 Security should be a low as possible.    


6.2 Custom control shall be limited to the 
necessary.  


  


6.4 Risk analysis determines which 
goods/transport should be examined 
and the extent of it.  


  


  IT should be used to the greatest 
possible extent to enhance control.  


6.9 


7.1, 7.2, 
7.3  


IT shall be applied according to 
international standards, in consultation 
with parties directly affected.  


  


7.4 Legislation must provide for e-
customs.  


  


8.2 National legislation determines 
conditions for third parties acting on 
behalf of another person – and 
determining liability for duties, taxes 
and irregularities.  


  


9.4 Customs should provide information 
upon request, as quickly as possible.  


  


10.2, 
10.4 


Right of appeal to the decision issuing 
custom authority.  


  


10.5, 
10.6 


Right of further appeal to independent 
authority and finally to judicial body.  


  


4.4.2 (FAL) Convention on Facilitation of International Maritime Traffic 


The so-called FAL Convention‟s main objectives are to prevent unnecessary delays in maritime 
traffic, to aid co-operation between Governments, and to secure the highest practicable degree 
of uniformity in formalities and other procedures. The Convention aims to reduce the number of 
required declarations for customs and other competent authorities. 


The Convention defines in the Appendixes are "Standards" and "Recommended Practices" 
regarding arrival, stay and departure formalities for the ship, crew, cargo and passengers. If any 
participating country cannot implement mandatory requirements of the Convention, the IMO 
must be notified and reasons provided. Also in the Appendixes are model forms and here 
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relevant forms concern form 1: IMO general declaration, form 2: cargo and form 7: dangerous 
goods.  


Table 6: Main Requirements FAL Convention 


Section Standard Recommendation Section 


1.1 Public authorities may only require 
minimum information.  


Use of automatic data processing.  1.1.1 


  Minimisation of amount of documents 
required.  


1.2  


1.4 Electronic data exchange between 
public authorities and private sector 
(ship owners, handling companies, 
etc).  


Elimination of unnecessary 
procedures.  


1.7 


1.5 Paper clearance acceptable.    


1.6 If EDI is introduced, minimisation of 
requirements.  


Elimination of unnecessary 
procedures. 


Adapt techniques for multimodal 
applications.  


Minimize costs.  


1.7 


2.1 Public authorities shall only ask for 
(pre-determined) forms on: i. General 
declaration, ii. Cargo declaration, iii. 
Ships stores declaration, iv. Crew 
effects declaration, v. Crew list, vi. 
passenger list, vi. Declaration for 
universal postal convention, vii. 
Maritime health declaration (Forms are 
in Annex).  


Same forms for arrival and departure.  2.2.1 


2.11, 
2.12 


Maximum number of documents and 
copies required upon arrival and 
departure.  


  


  Minimisation of formalities if ship calls 
at another port in the same territorial 
waters (in the same country).  


2.14 


  Port calling time should be kept to a 
minimum (for cargo discharge, etc).  


5.1 


  Clearance procedure for cargo should 
be smooth and uncomplicated.  


5.2 


5.4 Import and transhipment licenses, 
permits etc. should be facilitated 
rapidly.  


Single window for clearance, and 
where this is not possible, clearance 
competent authorities should conduct 
this simultaneously.  


5.5 


5.11 Physical intervention (checks, etc) 
based on risk assessment and kept to 
a minimum.  


  


  EDI should be used to accelerate and 
simplify clearance.  


5.14 


5.15 Unloading and temporary import of Simplified procedure for re-export.  5.16 
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Section Standard Recommendation Section 
containers is possible, irrespective of 
customs clearance.  


5.21 Ship owner should not be held 
responsible for documents required in 
connection with clearance, unless the 
ship owner is (acts for) the 
importer/exporter.  


  


7.1 Simple bond should guarantee 
(potentially) multiple payments, 
customs duties, immigration, etc.  


  


  Normal services of the public authority 
at port to be provided free of charge. 
Outside working hours (etc) for 
moderate charges.  


7.2, 7.5 


7.3 Minimisation of formalities.    


4.4.3 TRACECA Agreement on the Development of Multimodal Transport (MLA)  


The so-called MLA, signed in Baku in 1998, has as its main objective the facilitation of 
favourable conditions for the development of multimodal transport and to harmonise their 
legislations accordingly. Therefore it also applies to maritime traffic.  


The scope of this MLA is the relationship of the various actors in multimodal transport, being 
transport organisations, multimodal transport operators, consignors, consignees, other physical 
and legal persons, acting on behalf of the consignor, carrying goods in multimodal services, 
define rights, obligations and responsibilities of each participant of transport operations.  


Public institutions, at first sight, are not concerned.  


Functionally, the MLA applies if either departure or destination of multimodal transport is within 
the territory of one of the member states and the forwarder is registered in one of the member 
states. 


Article 4 defines the minimum contents of a multimodal transport document, being:  


– Nature and state of goods, product code, description of quantity and, if applicable, 
dangerous goods; freight amount;  


– Name and location of the MTO (multimode transport operator);  


– Names of consignor and consignee;  


– Details of pick-up and delivery destinations, other formalities;  


– Fees for each mode of transport;  


– Route details;  


– Notes of competent authorities.  


There is a principle liability, albeit limited, for loss and damage to the goods; The MTO should 
be able to insure its liability, but there is no obligation for insurance. The consignor is liable for 
the correctness of information provided to the MTO.  


4.4.4 Hague-Visby Rules, Bills of Lading (Liability) 


In principle the carrier is liable for damage or loss of goods, apart from the exceptions as 
regulated by the Hague-Visby rules. Not all countries are signatories to the two protocols to the 
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original Hague Rules from 1924. The protocols are the Brussels Protocol / Hague-Visby rules 
from 1968 and the protocol from 1979.  


The Hague 1924 rules introduced a limitation of liability of 100 Great Britain Pounds for the 
carrier or ship, for loss and damage per “package or unit” with the Bill of Lading specifying the 
units or packages. For the calculation of the liability of the shipper or carrier, the units or 
packages, as described in the Bill of Lading, could be measured by weight or volume, used for 
the description and calculation of the cargo.  


Containers are, vis-a-vis the 1924 rules a novelty, and could not per-se count as “unit”. The 
1968 Hague-Visby rules deal with this matter and use the Bill of Lading as defining point, if a 
container is a “unit” then it also counts as a unit, if a container contains “units” then those would 
be counted in the calculation of damages.  


The relevant Article 4(5) was replaced and the maximum liability of the carrier or shipper has 
been raised to 10.000 Francs per unit or package, unless the shipper has entered the value into 
the Bill of Lading (but this is not per se conclusive evidence of the value). For the sake of 
completion the 1979 Protocol references the value now to special drawing rights as defined by 
the IMF.  


Neither the carrier nor the ship are entitled to the limitation of liability if and so far it can be 
proven that the damage or loss was a result of reckless or intentional behaviour. The coverage 
of the liability exemption (under HVR) also applies to the servant or agent of the carrier, but not 
to independent contractors. 


In the case of damage of goods, if those are visible, a protest must be launched at the moment 
of unloading, or removal, and if they are not visible, then the protest must be launched within 3 
days of removal/unloading and there is an statute of limitation for claims of 1 year. 


In short, the Hague-Visby rules determine a principle liability limitation for the otherwise liable 
carrier. Under the Hague-Visby rules multimodal traffic, delivery from door-to-door with one 
assuming liability is not possible.  


4.4.5 United Nations Convention on Contracts for the International Carriage of 
Goods Wholly or Partly by Sea (the “Rotterdam Rules”) 


The Rotterdam Rules introduce a new regime for maritime carriage of goods and the 
introduction of solutions for the carriage of goods from “door-to-door”, with the carrier 
undertaking responsibility not only for the maritime leg but also for the land or inland waterway 
legs, until final delivery of the goods to the recipient. In short, the Rotterdam Rules regulate 
liability for multimodal transport, provided maritime transport is part of the multimodal scheme 
(door to door). This means, the Rotterdam rules cover both port-to-port maritime transport and 
multimodal transports with a maritime leg. There are questions about the applicability of the 
Rotterdam Rules and the liability for loss or damage, if, for example, the first leg of multimodal 
transport is not maritime, but road or rail.   


At present, only Spain has ratified the Rotterdam Rules and 20 ratifications are needed for it to 
enter into force. This means, the Rotterdam Rules are not effective. 


4.5 Definition of (Assignment Specific) Good International Practice  


The definition of good international practice is specific for this assignment. It is not a merely 
custom related definition, nor is it a comprehensive multimodal transport definition. It relates to 
both and only from a legal perspective, covering the moment goods enter territorial waters and 
until the containers or the cargo is on another mode of transport. Necessarily, this involves 
customs. This definition does not cover the safety and security and environmental questions 
and requirements.  
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In the analytical part of this report (above chapters 4.1 to 4.4), a joint pattern arose and some 
issues and thematic areas are mentioned, regulated and dealt with frequently. These are shown 
in the table below.  


Table 7: Comparison International Requirements  


N. Requirements (key words)  D
ir
e
c
ti
v
e
 2


0
1
0
/6


5
 


D
ir
e
c
ti
v
e
 2


0
0
2
/6


5
* 


R
e
g
u
la


ti
o


n
 4


5
0
/2


0
0
8
 


D
e
c
is


io
n
 6


2
4
/2


0
0
7
 


D
e
c
is


io
n
 2


0
0
4
/3


8
7
 


D
e
c
is


io
n
 7


0
/2


0
0
8
 


C
o
u
n
c
il 


C
o
n
c
lu


s
io


n
 


S
E


C
(2


0
0
7
)1


3
6
7


 


W
C


O
 r


e
v
is


e
d
 K


y
o
to


 C
. 
 


F
A


L
 C


o
n
v
e
n
ti
o


n
  


T
R


A
C


E
C


A
 M


L
A


 


1 
Info exchange, interoperability of 
reporting formalities.  


√ √ √ √ √ √   √ √ √ 


2 
Advance notification through 
authorised person.  


√ √       √   


3 
Electronic submission/exchange 
of data.  


√  √ √ √ √ √ √ √ √  


4 Single window.  √  √   √ √ √    


5 
MS share info with joint database, 
e-data interoperability.  


√ √          


6 FAL forms.  √      √   √  


7 
LRIT use for vessels coming into 
EU waters.  


 √          


8 
Customs carries out risk 
assessment.  


  √      √ √  


9 
Simplified procedure for 
authorised economic operators.  


  √      √   


10 Custom decisions valid in EU.    √         


11 Right of appeal (ad loco).    √      √   


12 
Custom service free of charge 
(exceptions).  


  √      √   


13 
Application of common customs 
tariff / combined Nomenclatura.  


  √ √        


14 
Guarantees over custom duties 
and other potential debts.  


  √      √ √  


15 ESD decentralised.    √      √   


16 
Transit goods exempted from 
formalities.  


  √        √ 


17 
Customs has predictable opening 
hours, cross border correlation.  


  √      √   


18 Clearance decentralised.    √      √   


19 
Benchmarking and KPIs to be 
used.  


   √        
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20 
Release of goods once guarantee 
has been provided.  


  √      √   


21 
Multimodal transport document 
regulating liability.  


          √ 


* as amended by EC 2011/15. 


Some of these issues are important because those have been mentioned across the board, 
such as the possibility of advance notification, lodging custom declarations electronically, etc. 
other are important because of their nature, for example the issues pertaining to guarantees.  


In the Appendixes to this report, the countries legislative environments are analysed to the 
extent of which the most important principles have been reflected in laws and / or regulations. 
Further, even if they have been reflected (transposed) on normative level, the actual (effective) 
implementation of those principles is assessed. And, if there is no normative presentation of 
these principles, if and to which extent, nevertheless, principles are applied. After all, effective 
implementation, according to the principle of subsidiarity, may not always require a law and, 
turning the argument, transposition does not automatically mean implementation.  


The issues that are defined as good international practice and have potential to be legal 
bottlenecks to the seamless flow of goods, originating from the Sea, are as shown in the table 
below.  


Table 8: Definition of Specific (Legal) Good International Practice  


N. Description Normative basis Transposition Implementation Comment 


1 


Acceptance of 
pre-arrival 
notification FAL 
forms.  


FAL Convention, 
EC 2010/65 


   


2 


Information 
provision (AIS, 
SafeSeaNet, 
etc.). 


EC 2010/65.    


3 
Electronic 
submission ESD, 
etc.  


EC 2010/65, 
450/2008, etc.  


   


4 
Single window 
customs concept. 


EC 2010/65, 
WCO Kyoto, etc.  


   


5 
Customs uses 
risk assessment.  


EC 450/2008, 
WCO Kyoto, etc.  


   


6 
Right of appeal 
(ad loco).  


EC 450/2008, 
WCO Kyoto. 


   


7 
Custom service 
free (exceptions).  


EC 450/2008, 
WCO Kyoto. 
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N. Description Normative basis Transposition Implementation Comment 


8 
Aligned custom 
tariff, 
nomenclature.  


EC 450/2008    


9 
Acceptance of 
guarantees 
covering more.  


EC 450/2008 
WCO Kyoto. 


   


10 
Settle formalities 
decentralised 
(clearance, debt).  


EC 450/2008 
WCO Kyoto. 


   


11 
Customs 
operations 
predictable.  


EC 450/2008.    


12 


Formalised 
multimodal 
transport 
documents for 
liability.  


MLA.     


13 


Simplified 
procedure for 
authorised 
persons.  


EC 450/2008 
WCO Kyoto. 


   


14 


Release of goods 
once guarantee 
has been 
provided.  


EC 450/2008 
WCO Kyoto. 


   


In addition, the applicable legislations will be analysed as to their attitude towards simplifications 
and attempts to ease and provide as seamless a flow of transport and goods as possible. 


These potential legal bottlenecks are analysed in the country specific Appendixes.  
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5 APPENDIXES  


The Appendixes is a specific assessment and analysis of the level of transposition and 
implementation of the identified legal requirements, constituting good international practice for 
the purpose of this report.  


Following the analysis, specific recommendations are issued for the countries.  


The recommendations are based on the analysis of applicable laws and on direct observations, 
telephone and personal interviews and studying of relevant reports.  


The legal issues extracted from the analysis above all have potential to hamper the seamless 
flow of goods, the reasoning is shown in the table below.  


Table 9: Bottleneck Indicator  


Issue Comment “Bottleneck Indicator” 


Acceptance of pre-arrival 
notification FAL forms. This 
concerns FAL form 2 on 
Cargo.  


The pre-arrival notification on cargo can be 
used for preparatory activities. Cargo 
related information is with the harbour 
master or other public port authority. FAL 
forms are widely accepted and speed up 
the permission to entry for ships.  


Medium/high 


Information provision (AIS, 
SafeSeaNet, etc.). 


Information sharing is mandatory for EU 
MS, and SafeSeaNet provides a platform. 
For TRACECA countries on the Black Sea, 
the AIS can fulfil a similar purpose. On the 
Caspian Sea no such information system is 
in place. Information sharing should be 
mandatory (non-confidential information) if 
and to the extent a bi- or multilateral 
platform exists, then this should be used.  


Medium/high 


Electronic submission ESD, 
interoperability of data. 


Electronic submission of ESD should be the 
rule and the custom authority should use 
software that allows for computing and 
sharing of non-confidential data packages.  


High 


Single window customs 
concept. 


Single window, or one-stop-shop customs 
concepts inevitably speed up customs 
operations, if in one and the same place 
declarations can be filed, checks 
conducted, duties paid (or guarantees 
provided), etc. Single window will need a 
normative basis, since it will entail the 
establishment of an amended authority.  


High.  


Customs uses (electronic) 
risk assessment for cargo.  


Risk assessment should be based on pre-
determined criteria (those can be kept 
confidential) and be conducted 
electronically, with “human” supervision. A 
properly established and implemented 
electronic risk assessment will reduce 
checks and thus contribute to the seamless 
flow of goods, without compromising on 
safety and security issues.  


High 


Right of appeal (ad loco) Custom officers are public authority and Medium/high 
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Issue Comment “Bottleneck Indicator” 
against decisions of 
customs.  


any decision taken regarding the 
“interruption of seamless flow of goods” 
should be subject to scrutiny. An appeal 
should be possible at the time and location 
where a decision has been taken. Lengthy 
procedures hamper the seamless from of 
goods.  


Custom service free 
(exceptions) and predictable 
(working hours, etc).  


Custom services should be predictable, 
both in their functionality and regarding 
costs. The easiest way of ensuring this is 
publications on portals (such as website, 
etc). Since customs are public authorities, 
the working modalities must be defined by a 
public ordinance or public law; anything to 
the counter would be a public authority 
acting without or in excess of its (public) 
mandate and therefore be questionable. 
Not predictable custom modalities are a 
serious obstacle to the seamless flow of 
goods.  


High 


Aligned custom 
nomenclature.  


The custom nomenclature is vital for the 
sharing of information. The use of an 
international accepted nomenclature is 
therefore vital to speed up the flow of 
goods, provided information is shared.  


Medium/high  


Acceptance of guarantees 
covering more than just 
customs duties, e.g. if there 
are non-essential questions 
about cargo.  


Guarantees should not only cover specific 
customer dues, but also be used to cover 
for repeated custom dues and for other 
eventualities, such as costs for extra 
custom services, as guarantee for the 
release of goods where formal 
documentation may be missing, to cover for 
penalties, etc.  


Medium/high 


Possibility to settle 
formalities in other customs 
offices (clearance, debt).  


There should be the possibility to settle 
formalities at any customs point, which not 
necessarily is the entry point of the goods. 
This requires the use of a computerised 
system, then ESD can be lodged at the 
entry point and the guarantee can be 
provided at any other (central) custom 
office.  


High  


Are goods released once 
guarantee has been 
provided? 


Once the guarantee has been provided, to 
cover the custom dues, goods should be 
immediately released, if there are no further 
checks required.  


High 


Formalised multimodal 
transport documents.  


Once goods have arrived and been cleared 
in ports, the journey will continue on 
another mode of transport. A through bill of 
lading does not regulate the liability of one 
carrier (or MTO); This process should be 
simplified because it would speed up the 
seamless flow of goods.  


High 
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Issue Comment “Bottleneck Indicator” 


Is there a simplified 
procedure for authorised 
persons / economic 
operators. 


Economic operators of good standing 
should be subjected to a simplified 
procedure. There will be criteria to qualify 
as economic operator, but once the status 
is allocated, there should be a standard – 
more simplified – procedure on a normative 
basis, because if otherwise applicable 
principles and requirements are waived by 
the public authorities, then it has to be 
based on legal entitlement. The concept of 
simplification of formalities for economic 
operators is vital for the seamless flow of 
goods.  


High 


In addition to the issues listed in the table above, country specific issues might be mentioned, 
as those were raised or discovered during interviews, analysis and direct observations.  
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6 APPENDIX 1: ASSESSMENT GEORGIA 


6.1 General Remarks  


Georgia has undergone an impressive public sector reform in the past years, tackling sector 
after sector, rooting out corruption and establishing a most business friendly environment. 
Sometimes Georgia seems to be ahead of itself and jumps before they are pushed, in a positive 
sense. For example, the recent, most impressive, transformation of the entire Georgian 
maritime shipping sector (Georgian Flag).  


The new Customs Code for example, despite being rather voluminous, as customs codes tend 
to be, reflects a modern understanding of customs principles and it allows for improvements via 
decrees, of which plenty have been issued.  


The custom officials are encouraged to actively think and come up with ideas, how the 
administration can be improved. There is a system where custom employees can lodge their 
ideas, requests, concerns, etc., and they are usually being dealt with rather quickly. When 
conducting interviews and asking the question of where concretely improvements can be made, 
in the applicable legal system, very specific and concrete issues were raised; all of those are in 
stages of resolution, such as the issue of where and when to impose tax on scrap metal, where 
a technicality was, in their opinion, impeding business. A task force is on the case.  


Ships calling into Georgian ports use the electronic FAL forms and those are recycled and used 
with the single window concept, there are virtually no delays in entering ports. The Harbour 
Master allocates the berth and unloading of cargo virtually begins immediately. This is when 
customs and logistics kick into action. In Batumi, the BICT stores and handles cargo and works 
hand-in-hand with the customs officials who are on site. A new clearance zone is being 
constructed.  


The single window concept is being implemented and very visible, for example, the Port of 
Batumi has a team of customs officials on site, including specialist staff, such as technical 
experts who conduct checks on vehicles or a veterinarian on stand-by for livestock. 


Customs clearance can be done electronically, in advance, in any customs office, or on-site and 
the main clearance office is located near the Turkish border crossing. Customs employs an 
economic operator system with simplified custom procedures. A clearance of an economic 
operator was witnessed, on the computer, and the importer left the customs clearance office 
within half an hour.  
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6.2 Assessment  


Table 10: Assessment Georgia 


N. Description Normative Basis Transposition Implementation Comment 


1 


Acceptance of pre-arrival notification 
FAL forms. This concerns FAL form 
2 on Cargo.  


FAL Convention, 
EC 2010/65; EC 
2002/65* 


Article 215.3 and 2.15.5 of the 
Revenue Code of Georgia sets 
out pre-arrival notification as an 
obligation. The FAL forms are 
used on the Decree of the 
Chairman of the Georgian 
Maritime Transport 
Administration about the Rules of 
the Georgian Ports (12.12.2003). 


Pre-arrival notification is 
standard. FAL forms on 
Cargo are used.  


 


2 


Information provision (AIS, 
SafeSeaNet, etc.). 


EC 2010/65, 
2002/65* 


There is no legal provision to 
internationally share information.  


Georgia has signed up to the 
AIS on the Black Sea.  


It is not necessary to have a 
national legal requirement to 
share information, if relevant 
data are supplied to a 
system like AIS on the Black 
Sea.  


 


3 


Electronic submission ESD, 
interoperability of data. 


EC 2010/65, 
450/2008, etc.  


Article 4.1 of the Customs Order 
993 determines electronic 
declarations. For sea transports 
the bill of lading is required, 
lacking which a mandatory check 
will be carried out. Article 9 of the 
Customs Order 993 and Article 1 
of the Revenue Order 2274 lay 
down the use of ASYCUDA for 


This system is fully 
implemented.  
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N. Description Normative Basis Transposition Implementation Comment 


commodity registration. The use 
of ACYCUDA ensures 
interoperability of data. Chapter 
VI of the Revenue Order 2274 
defines the ESD.  


4 


Single window customs concept. EC 2010/65, 
WCO Kyoto, etc.  


No legal provision on the single 
window concept was identified.  


Despite the lack of a 
determined legal obligation 
for the single window 
concept, Georgia has 
implemented “single 
windows”.  


 


5 


Customs uses (electronic) risk 
assessment for cargo.  


EC 450/2008, 
WCO Kyoto, etc.  


Article 28.3 to 28.6 Customs 
Order 993 deal with the risk 
assessment and green to red 
corridors. The risk assessment 
criteria are confidential.  


Fully implemented.   


6 


Right of appeal (ad loco) against 
decisions of customs. 


EC 450/2008, 
WCO Kyoto. 


 


   


7 


Custom service free (exceptions) 
and predictable (working hours, etc).  


EC 450/2008, 
WCO Kyoto. 


This is regulated by 
administrative procedure and 
visible at: www.rs.ge (not yet in 
English).  


Compliant.  The website should be 
translated into English.  


8 


Aligned custom nomenclature.  EC 450/2008 Article 8.24 Revenue Code 
defines the use of “Foreign 
Economic Activity Commodity 
Nomenclature” in accordance 
with the International Convention 


Fully implemented.   



http://www.rs.ge/
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N. Description Normative Basis Transposition Implementation Comment 


on the Harmonization of the 
System of Description and 
Coding of Goods. 


9 


Acceptance of guarantees covering 
more than just customs duties, e.g. if 
there are non-essential questions 
about cargo.  


EC 450/2008 
WCO Kyoto. 


Article 25, 26 and 27 Customs 
Order 993 deal with guarantees 
and their coverage. Guarantees 
can be used for multiple titles, 
including coverage of potential 
fines. Article 53.5.b, 57.2.b (etc) 
Revenue Order 2274 specifically 
deals with this matter and permit 
release against guarantee.  


Fully implemented.   


10 


Possibility to settle formalities in 
other customs offices (clearance, 
debt).  


EC 450/2008 
WCO Kyoto. 


Article 215.6 Revenue Code 
requires that goods are cleared 
in a border checkpoint or other 
location.  


It is possible to lodge ESD, 
pay custom duties, etc at any 
dedicate custom office.  


 


11 
Are goods released once guarantee 
has been provided? 


EC 450/2008 
WCO Kyoto. 


Article 59 of the Revenue Order 
2274 determines the release of 
goods.  


Fully implemented.   


12 
Formalised multimodal transport 
documents regulating liability.  


MLA.    The Georgians use a 
“Through Bill of Lading” for 
multimodal transport.  


13 


Simplified procedure for authorised 
persons / economic operators.  


EC 450/2008 
WCO Kyoto. 


Article 224 of the Revenue Code 
stipulates the “Gold List” 
simplified procedure. Chapter 
XXI of the Customs Order 993 
defines the Golden List simplified 
procedure and Article 28 on the 
“corridors” does not apply. Article 


Fully implemented.   
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N. Description Normative Basis Transposition Implementation Comment 


62 of the Revenue Order 2274 
specifies the simplified 
declaration for Golden List 
members.  


* as amended by EC 2011/15.  
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6.3 Recommendations  


There are no specific recommendations for Georgia as such. There are no legal deficiencies 
that would constitute a legal bottleneck and Georgia is in full compliance with good international 
practice as defined herein.  


Minor comments would relate to the availability and visibility of the customs procedure in 
English (and potentially in Russian), for example on the revenue service website.  


The only recommendation for Georgia would be to make more attempts in sharing their 
experience with the transport and custom sector reform with their immediate neighbours. There 
are lessons to be learnt and this expertise should be shared.  


Georgia uses as multimodal transport document the “through Bill of Lading”. In principle, this 
would be sufficient for logistic purposes but not for liability questions. Even international bills of 
lading which impose liability for the shipment from origin to destination are not watertight, as 
courts would carefully examine other shipping documents and agreements and then allocate 
liabilities to the carriers, freight forwarder, brokers, etc., involved. 


This could be an area of improvement, where Georgia could introduce and / or develop a 
multimodal transport document, under the MLA umbrella, regulating the liability of multimodal 
transport and promote this with its neighbours, starting with, for example, Turkey and Ukraine 
(who are not signatory to the MLA) and this way give the document leverage with Azerbaijan 
and Armenia (despite the political sensitivities).  


Recommendation 1: Support Campaign for the Ratification of the TRACECA MLA 
Agreement and assume leading role in “Draft Multimodal Transport Document”  


 


Table 11: Recommendation 1: Georgia 


Description  The TRACECA MLA agreement proposes the corner points of a multimodal transport 
agreement. This agreement is in line with the Hague-Visby rules and can therefore 
provide a regional normative basis for a contractual document catering for the liability of 
a Multimodal Transport Operator. This document has yet to be drafted, locally accepted 
and then used. Georgia has ratified the MLA agreement and should therefore support 
lobbying efforts for it to be signed by the other TRACECA members, in particular those 
on the Black Sea.  


In order to convince otherwise hesitant members, a draft multimodal transport 
agreement should be developed, so that non members can analyse in detail their 
potential commitment if the MLA is ratified. A number of round tables are proposed and 
a team of lawyers drafting this multimodal transport agreement. Task forces should be 
established, locally, within TRACECA, reporting on national progress on the ratification 
“willingness” (see to this end also a identical recommendation to Ukraine).  


Rationale Resources/Stakeholders  Impact  


Multimodal transport agreements 
dealing with the liability of a physical 
person for multimodal transport, in 
particular if a maritime leg is concerned 
will improve the seamless flow of goods. 
Whilst Georgia has signed up to MLA, 
Ukraine for example has not; and this 
would be particularly important for the 
new shipping lines between Georgia and 
Ukraine. It is therefore in the interest of 


- Relevant governmental 
officials (Ministry of 
Transport, etc);  


- NS of the TRACECA 
Black Sea member 
states;  


- TRACECA PS;  


- EU officials;  


- Normative basis for 
national acceptance of 
the multimodal transport 
document;  


- Eradication of liability 
questions and 
uncertainties;  


- Facilitation of multimodal 
transport.  
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Georgia that Ukraine ratifies this 
Agreement.  


- Lawyers (drafting the 
model agreement);  
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7 APPENDIX 2: ASSESSMENT UKRAINE  


7.1 General Remarks  


Because of its geographic location, Ukraine has huge potential to become a major transit hub. 
Any public sector reform in Ukraine is a delicate undertaking. There are quite a number reports 
on the Ukrainian transport system and targeted critique on the shortcomings of the Ukrainian 
system; this assessment of Ukraine concentrates on the positive elements and suggest ways to 
elaborate on those. The assessment is based on the new customs code, which, at the time of 
writing this report is in a mature stage, it has passed the Rada and the President will sign it into 
force in May 2012.  


This new customs code, if enacted as it currently stands, has to be seen against the Ukrainian 
specific background. It is, overall, a very good attempt to modernise the custom system, 
especially the border entries at sea ports.  


The customs code does not cover all and every principle identified in this assessment, but it 
does not necessarily have to. Ukraine is using Decrees to refine, define and regulate in more 
detail normative established main principles. The assessment below shows that most of the 
principles and requirements are covered. But, policy and effective implementation measures 
must precede (policy) and accompany any law enactment.  


This is exactly where the system in Ukraine can be improved. The EU has, in the bilateral 
budget support agreement, established certain key performance indicators, such as a significant 
drop in checks of containers, the introduction of electronic declarations (and a benchmark 
allowing to judge effective implementation) and Ukraine reacts with normative legislation, and 
orders, hoping the situation will improve and the indicators will be met.  


The EU also supports initiatives of Ukraine with TA projects (EUBAM is an example), also this 
LOGMOS project to an extent, and the recent projects aimed at the reform of the transport 
sector. 


Ukraine works differently to Western Europe. Change from the top is often taken with a lethargic 
impassiveness, unenthusiastically and sees lacklustre implementation at regional and local 
levels. This is even more so, if the changes at top political level are based on a compromise 
with the EU, rather than political conviction that “this particular” change would be good for a 
specific sector. Change in Ukraine needs to start in parallel at grass root level and backed up by 
local policy, coordinated centrally to ensure uniform implementation.  


Now, the good news to this end is that the new customs code appears to be taken seriously. It 
may not have filtered through to all corners of Ukraine, but there is a lot of discussion of this 
code in the media and public and private stakeholders are all informed about this code and 
await implementation with reserved optimism.  


The major principles (as identified in this report) manifested in this customs code are:  


– Single window concept;  


– Electronic submission of declarations;  


– Custom clearance formalities reduced significantly;  


– Electronic risk assessment;  


– Regulated customs services;  


– Right of appeal ad loco;  


– Economic operator concept and simplified procedure (not detailed);  
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– Guarantees can be provided in various forms.  


It will take quite an effort to introduce only these principles in an effective manner, covering the 
entire Ukraine.  


As regards to the sea ports, there are mature structures in place. These might not be the most 
efficient ones these days, but those have existed and gone through various political changes, 
and operated in these political environments and have yet managed to convey consistency in 
their offerings. There is critique to this end, of course, and it is argued that change and 
modernisation (other than technical improvements) have not materialised in the main Ukrainian 
ports.  


This critique may be founded, but at the same time, - and the author of this report has 
experienced this first hand – the port authorities, port institutions, harbour master, port manager, 
etc., have had to work under diffuse legal conditions and were, to an extent, let down by the 
central government, not enacting laws and regulations that were needed. So, a different 
approach was established and based on personal relationships, the ports were kept in 
operational. There are ample examples were Port Authorities, Port State Control and / or 
Harbour Masters were operating without full legal backing, and were “sorting” issues out based 
on their experience as Captains and therefore personal trust in each other. An example is the 
Harbour Masters “permission to leave” order (but this report will not analyse this any further).  


Given these circumstances and sometimes radical political changes, a crystal clear system as 
employed in most European ports is very difficult to be implemented.  


Focusing on arrival formalities, the Ukrainian ports are using the FAL forms, so any ship 
entering Ukrainian waters notifies electronically the port of call. FAL form 2 is used for cargo. 
According to importers and logistics companies (interviews), the agent or customs broker then 
contacts the authorities and commences “local facilitation”; in a way, this is an informal one-
stop-shop, the agent has a relationship with relevant authorities in the port and once the 
paperwork has been cleared the ship is called into the port for berthing, custom control and 
settlement of formalities. Without going into details, this is a paid service, the local agent 
facilitates everything. 


This does not mean the system cannot or should not be improved. For example, whilst the 
Carnet TIR is recognised by Ukraine, some customs officials simply do not know how to handle 
T1 forms. The custom brokers and the custom officials simply are not always up-to-date with the 
latest, even is legally required, developments and this slows clearance down unnecessarily.  


Computerised declarations have been introduced and implemented since 2009/2010, and the 
allocation of cargo to red and green channels is, by large, working and operational. There are, 
however, still requirements in place, which, despite the partial advance in some areas (such as 
the risk assessment, the red and green channels), impede the seamless flow. One of these 
impediments appears to be the actual acceptance of electronic rather than paper declarations.  


The amount of documentation required under the existing customs regime for freight forwarding 
and registration in ports is rather burdensome. The following documentation is required:  


– Three originals of consignment stamped on the opposite side with the stamp of the 
consignee; 


– Order of the consignor about nomination of a Ukrainian company as the consignee of a 
certain container, if the consignee is in the consignment - "TO ORDER"; 


– Copy of the purchase and sale contract; 


– Original of the invoice with translation into Russian or Ukrainian; 


– Copy of the packing list with translation into Russian; 
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– Copy of the certificate of origin, quality certificate; 


– Notarized copy of safety and health certificate; 


– Copy of the preliminary information (PI); 


– Original of the power of attorney of the forwarding company for receiving, forwarding 
and delivery of the container No. with indication of exact name of the goods in Russian 
and its FEACN code; 


– Original or copy of the consignee's letter confirming its readiness to receive and 
perform customs clearing of the container; 


– Copy of the accreditation card of the consignee company in the regional customs 
office; 


– Original of the certificate of conformity (if needed); 


– For freight of plant origin: original of the phytosanitary certificate, original of fumigation 
certificate, copy of import quarantine permit; 


And, if applicable:  


– For veterinarian freight:  


 original of the veterinary certificate with translation into Russian or Ukrainian; 


– For hazardous freight:  


 copy of the certificate of quality or safety with translation into Russian or Ukrainian;  


 copy of the certificate of analyses with translation into Russian or Ukrainian; 
"emergency card" in Russian or Ukrainian;  


 original of the insurance policy for transportation of the container from the Odessa 
port to the place of unloading;  


 if necessary, a letter of explanation or permission from the Ministry of Ecology and 
Natural Resources of Ukraine;  


– Copy of the contract on utilization of tare and freight packing (for the Illichivsk port). 


This list could be continued, according to a customs official, to 65 documents. With coming into 
force of the new customs code, these requirements will, at least on paper, be history and the 
requirements will be reduced to a minimum of 3, and one of those being proof of having paid the 
dues.  
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7.2 Assessment  


Table 12: Assessment Ukraine  


N. Description Normative basis Transposition Implementation Comment 


1 


Acceptance of pre-arrival notification 
FAL forms. This concerns FAL form 
2 on Cargo.  


FAL Convention, 
EC 2010/65; EC 
2002/65* 


Art. 78 Merchant Shipping 
Code of Ukraine.  


FAL forms are used.  Whilst these forms are used, 
they are sent to the Harbour 
Master, who passes the 
relevant information on to the 
Port Manager, who in turn is 
dealing with customs. This is 
causing delays.  


2 
Information provision (AIS, 
SafeSeaNet, etc.). 


EC 2010/65, 
2002/65* 


No  Ukraine has not signed up to 
the AIS system.  


3 


Electronic submission ESD, 
interoperability of data. 


EC 2010/65, 
450/2008, etc.  


NCC**: Chapter 94, art. 194 
(prior advanced notification), 
Arts. 248, 257(2), 259, 264 (12) 
and Art.335 part 4 regulate 
electronic submission.  


This has not been 
implemented.  


One impediment is that, 
according to the old customs 
code, only the Ukrainian 
importer can file the 
declaration. Also, the 
required soft and hardware is 
not in place. The new 
Customs Code now allows a 
“declarant” to lodge the 
notification electronically. For 
seaborne traffic this is still 
problematic.  
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N. Description Normative basis Transposition Implementation Comment 


4 


Single window customs concept. EC 2010/65, 
WCO Kyoto, etc.  


NCC: Art.319 (4), Art. 319 
determine cooperation with other 
services and a “single window” 
be established.  


This has not been 
implemented.  


There was the notion of a 
pilot project in one of the 
Ukrainian major ports, to 
establish a “test” single 
window.  


5 
Customs uses (electronic) risk 
assessment for cargo.  


EC 450/2008, 
WCO Kyoto, etc.  


NCC Arts. 361-363 This has not been 
implemented. 


Software and training of staff 
is required.  


6 
Right of appeal (ad loco) for the 
importer.  


EC 450/2008, 
WCO Kyoto. 


NCC Art. 24-30 and 52(4)  Implemented.   


7 


Custom service free (exceptions) 
and predictable (working hours, etc).  


EC 450/2008, 
WCO Kyoto. 


NCC Section VIII establishes the 
custom service as a free of 
charge service. Working hours 
are defined by normative act. 
The rates are defined by NCC 
Art.247(2) and set by the 
National Bank of Ukraine (NBU) 
every day. 


These are implemented, 
even before the enactment of 
the NCC.  


In reality, there are more 
than one ways to clear cargo 
from seaborne traffic.  


8 


Aligned custom nomenclature.  EC 450/2008, 
WTO 


NCC: Section IV Improvements being 
implemented (6+2).  


Ukrainian cargo classification 
is being harmonised with 
International Harmonised 
System of Description and 
Codes. WTO uses 8 digits, 
the has used Ukraine 10, but 
this is being changed to 6+2.  


9 


Acceptance of guarantees covering 
more than just customs duties, e.g. if 
there are non-essential questions 
about cargo.  


EC 450/2008 
WCO Kyoto. 


NCC Section X, Arts.306-315, in 
particular 309(4) 


Under implementation.  Even in the old system, a 
guarantee could be provided, 
but, it had to be in the exact 
amount of the dues. The new 
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N. Description Normative basis Transposition Implementation Comment 


version has more flexibility to 
this end and roll overs will be 
possible.  


10 


Possibility to settle formalities in 
other customs offices (clearance, 
debt).  


EC 450/2008 
WCO Kyoto. 


NCC Art. 247 (3) There is a possibility, but 
since there are no electronic 
interfaces, the effectiveness 
will be questionable.  


Will be implemented once 
electronic system covers 
Ukraine. See above, will be 
implemented with reform.  


11 
Are goods released once guarantee 
has been provided?  


EC 450/2008 
WCO Kyoto. 


NCC Section III, Art. 52. Yes, this is already 
implemented.  


But, despite implementation, 
there are factors that can 
delay the release of goods.  


12 
Formalised multimodal transport 
documents regulating liability.  


MLA.  No.   


13 


Simplified procedure for authorised 
persons / economic operators.  


EC 450/2008 
WCO Kyoto. 


NCC Chapter 2, Article 15.  Not yet.  Whilst the notion of an 
economic operator and 
simplified procedures are 
reflected, the conditions and 
the simplified procedure will 
need testing as to their 
usefulness.  


* as amended by EC 2011/15. ** NCC stands for New Customs Code.  
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7.3 Recommendations  


These recommendations assume that the new customs code is signed into force in the near 
future.  


Recommendation 1: Pilot Project Establishment of Single Window Custom Office at Dry 
Port Euroterminal, Odessa 


Table 13: Recommendation 1: Ukraine 


Description  As can be seen in the Batumi port, a single window port clearance facility is essential. 
The port is in possession of information which, if passed on to customs (single window) 
can speed up clearance. Along the proposed LOGMOG pilot project, a clearance facility 
with the required institutions and professionals represented together with bond storage 
and a full range of logistics services would be an ideal example for a pilot, to be 
replicated in other ports.  


Rationale Resources/stakeholders  Impact  


The new customs code 
introduces the single window 
concept. There is, thus, an 
obligation to introduce this 
concept with all required 
facilitation equipment, such as 
electronic lodging facilities, 
electronic risk assessment, etc.  


- Port officials;  


- State Customs Service;  


- Logistics companies;  


- Clearance agents;  


- Provision of TA.  


- Efficient custom clearance; 


- Example for others;  


- Compliance with normative 
requirements;  


- Increase in traffic volume;  


Recommendation 2: Campaign for the Ratification of the TRACECA MLA Agreement and 
Draft Multimodal Transport Document  


 Table 14: Recommendation 2: Ukraine  


Description  The TRACECA MLA agreement proposes the corner points of a multimodal transport 
agreement. This agreement is in line with the Hague-Visby rules and can therefore 
provide a regional normative basis for a contractual document catering for the liability of 
a Multimodal Transport Operator. This document has yet to be drafted, locally accepted 
and then used. As a first step Ukraine should be convinced to ratify this document. To 
this end, a campaign should be launched aiming at the Black Sea countries (and in 
particular Ukraine) to ratify this Agreement. In order to convince otherwise hesitant 
members, a draft multimodal transport agreement should be developed, so that non 
members can analyse in detail their potential commitment if the MLA is ratified. A 
number of round tables are proposed and a team of lawyers drafting this multimodal 
transport agreement. Task forces should be established, locally, coordinated within 
TRACECA, reporting on national progress on the ratification “willingness”.  


Rationale Resources/stakeholders  Impact  


Multimodal transport agreements 
dealing with the liability of a physical 
person for multimodal transport, in 
particular if a maritime leg is concerned 
will improve the seamless flow of goods. 
There are international instruments 
available for this and since Ukraine is in 
TRACECA, the MLA agreement should 
be ratified to provide for a legal basis for 
a multimodal transport document 


- Relevant governmental 
officials (Ministry of 
Transport, etc);  


- NS of the TRACECA 
Black Sea member 
states;  


- TRACECA PS;  


- EU officials;  


- Normative basis for 
national acceptance of 
the multimodal transport 
document;  


- Eradication of liability 
questions and 
uncertainties;  


- Facilitation of multimodal 
transport.  
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regulating liability. This would be 
particularly important for the new 
shipping lines between Georgia and 
Ukraine. Moreover, this intervention has 
also been proposed by the TRACEA 
Secretary General.  


- Lawyers (drafting the 
model agreement);  


 


Recommendation 3: Support (TA) for bylaws and regulations under the new customs 
code regarding the economic operator and simplified procedure.  


 Table 15: Recommendation 3: Ukraine  


Description  Both the economic operator and simplified procedure, whilst manifested in the new 
customs code will need elaboration. This could be done as a bylaw and an 
implementing manual for the officers on the ground, together with trainings measures. 
This could be a dedicated TA project, or TAIEX missions. Coverage should include a 
brief review of the customs code (the relevant provisions) a comparison with other 
applicable (similar) regimes and then drafting (TA) of bylaws and guidelines or manuals 
and training (TAIEX) of relevant staff. This measure should include the main sea border 
crossings. An electronic data base will be required, identifying at any time at any border, 
registered economic operators and their particular track records.  


Rationale Resources/stakeholders  Impact  


The new customs code provides 
a legal basis for the simplified 
procedure for Economic 
operators. For this to work 
efficiently and show an impact, 
bylaws are needed, elaborating 
on the application of the criteria 
for the qualification as economic 
operator and rules on the 
elaboration of the simplified 
procedure as such. It is also in 
line with EU understanding of 
effectively implementing  


- EU Delegation;  


- State Customs Service;  


- Private operators; 


- Electronic database;  


- Consultants for TA;  


- TAIEX mission/s.  


- Speeding up of commercial 
border crossing;  


- Compliance with normative 
requirement;  


- Compliance with EU 
principle of effective 
implementation;  


- If done as pilot (on key 
locations), then examples for 
others to follow.  


Recommendation 4: Establishment of specific Performance Indicators for specific Ports 
(services). 


Table 16: Recommendation 4: Ukraine  


Description  There will be pilot projects in the ports or a country wide initiative, where single windows 
are introduced, and transport related, this should lead to an improvement of services. To 
measure this improvement, a baseline needs to be established, either where pilots will 
take place, or country wide as average and specifically at the main ports (before and 
after concept). Then, suitable and easily measurable performance indicators should be 
introduced, for example:  


- waiting times at roads before berthing; 


- stoppages and waiting times at berth for formalities; 


- stoppages and waiting times at berth for handling; 


- Volumes handled by mode of transport unit (containers, trucks, wagons).  


These indicators need to be formulated, a recording and monitoring procedure 
established and the information needs to be pooled in regular intervals. A dedicated TA 
project should support this. It would also demonstrate the advantages of locations 
having implemented the single window concept efficiently.  
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Rationale Resources/stakeholders  Impact  


Various initiatives and pilot 
projects need to provide for 
measureable results / impacts. 
This is best achieved with 
comparable performance 
indicators and benchmarking. As 
far as port services regarding 
transport and single windows are 
concerned these should be 
established, progress measured 
and additional interventions can 
therefore be tailored.  


- Port authorities;  


- State custom services;  


- EU Delegation;  


- Freight forwarders;  


- Consultancy;  


- Electronic database.  


- Measureable performance;  


- Showcase character of well 
performing ports;  


- Attraction of private sector 
business;  


- Speeding up import/export, 
facilitating transit;  


- Targeted interventions 
possible because the 
performance is visible.  


 


Recommendation 5: Twinning or Round Tables with Batumi Port / Customs Authority 


Table 17: Recommendation 5: Ukraine  


 Description  Representatives from the Georgian maritime industry together with port and 
customs officials should be brought to Odessa, Ilyichevsk (etc) to present to the 
local state customs officers, port authorities and private industry how the reform in 
Georgia took place, and bring examples on the impact. This could be a “before 
and after” type of presentation, demonstrating and highlighting the gains for the 
local communities and the economy. If this is successfully received, then selected 
officials from Ukraine should visit Georgia for an onsite visit “seeing is believing” 
and potentially task forces for a particular port reform (see above recommendation 
No.1) or a twinning type of arrangement could be envisaged, for example for 
Batumi and Odessa.  


Rationale Resources/stakeholders  Impact  


The experience of Georgia in 
reforming their transport and 
customs sector should be shared, 
there are lessons to be learnt 
especially since Georgia was in a 
comparable situation part of the 
Soviet Union. There are certainly 
areas where the Georgian 
experience could benefit Ukraine, in 
particular at grass root level. This 
could be used to raise the 
awareness in Ukraine, on how 
beneficial a new system is for the 
individuals on the ground and the 
local economy, which seems to be 
the excuse as to why reforms in 
Ukraine cannot work. Since there 
are shipping lines between Ukraine 
and Georgia, it is also in the interest 
of Georgia to have an efficient 
partner on the other end.  


- Officials from Georgian 
Customs;  


- Officials from Georgian 
ports;  


- Representatives from 
Georgian freight forwarders 
and logistic centres;  


- Ukrainian stakeholders, 
such as state customs in 
the ports;  


- Port officials concerned with 
import/export;  


- Local industrial players 
concerned.  


- Showcase “how to do it”;  


- Raising of awareness at 
local level (Odessa, 
Ilyichevsk, etc);  


- Complement to a pilot 
project;  


- Publicity;  


- Exchange of experience 
and ideas.  
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8 APPENDIX 4: SOURCES 


In course of this assignment, international, regional and local sources were analysed. Interviews 
were conducted with relevant and directly affected stakeholders, such as custom officials in 
Ukraine and in Georgia, port officials and from the industry.  


The following primary and secondary sources were used for this report:  


International / EU Sources 


– Directive 2010/65 EU: Reporting formalities for ships arriving in and/or departing from 
ports of Member States;  


– Directive 2002/65 EU as amended and consolidated by Directive 2011/15 on 
community vessel traffic monitoring and information system;  


– Regulation (EC) 450/2008: Community Customs Code (Modernised Customs Code);  


– Decision No 624/2007/EC: Establishing an action programme for customs in the 
Community (Customs 2013);  


– Decisions 2004/387/EC of the European Parliament and of the Council of on 
interoperable delivery of pan-European e-Government services; 


– Decision 70/2008/EC on a paperless environment for customs and trade;  


– Commission Communication and the Council conclusions on the strategic goals and 
recommendations for the EU's maritime transport policy until 2018; 


– Council of the EU conclusions on establishing a European maritime transport space 
without barriers; 


– Commission Communication COM(2007)606 on The EU's freight transport agenda;  


– Commission Working Document SEC(2007)1367 Report on the Motorways of the Sea;  


– WCO Revised Kyoto Convention; 


– (FAL) Convention on Facilitation of International Maritime Traffic; 


– Hague Rules 1924 and Brussels Protocol from 1986 Hague-Visby Rules;  


– United Nations Convention on Contracts for the International Carriage of Goods Wholly 
or Partly by Sea (the “Rotterdam Rules”), not in force.  


Regional Sources 


– TRACECA MLA Agreement on Multimodal Transport;  


– TRACECA Model Law on Freight Forwarding Activities.  


Georgian Sources 


– Tax Code, from 17/12/2010, No. 3591; 


– Georgian Maritime Code 1997, as amended and in force;  


– Decree 993/2010 on clearance and movement of goods (“customs code”);  


– Decree 994/2010 on control procedures;  


– Decree 996/2010 on taxes; 


– Order 2724/2010 on Revenue Service.  
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Ukrainian Sources 


– New draft custom codex “МИТНИЙ КОДЕКС УКРАЇНИ” from 02.03.2012 (expected to 
be signed into law by the President beginning of May 2012);  


– Ukrainian transport strategy, Ordinance 2174 from 20 October 2010;  


– Merchant Shipping Code of Ukraine, as in force; 


– Strategy on Sea Ports Development of Ukraine until 2015;  


– Draft Law on Seaports in Ukraine (not in force).  


Reports, others 


– OSCE Handbook on best practices at border crossing, Feb 2012; 


– LOGMOS project Inception Report, July 2011;  


– LOGMOS Progress Report October 2011;  


– Communications between the TRACECA Secretary General and the LOGMOG project 
titled “Proposal on Practical Cooperation”; 


– SASEPOL project: Assessment of National Maritime Organizations, Structure and 
Procedures to Implement Relevant International Regulations, Report on Georgia, 
February 2011;  


– SASEPOL project: Assessment of National Maritime Organizations, Structure and 
Procedures to Implement Relevant International Regulations, Report on Ukraine, 
February 2011;  


– Motorways of the Seas project: Ports and Maritime Links, Jul 2010;  


– Motorways of the Seas project: Legal Environment Synthesis, Jul 2010; 


– Motorways of the Seas project: Facilitation All Countries, July 2010;  


– Integration of Trans European transport network and border crossing points, Ukraine-
Belarus, Final Report January 2011.  
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LIST OF ABBREVIATIONS  


 


ADY Azerbaijan State Railway  


BCR Benefit:Cost Ratio 


CASPAR Azerbaijan State Caspian Sea Shipping Company 
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EIRR Economic Internal Rate of Return 
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1 EXECUTIVE SUMMARY 


There is more than enough freight to support a regular daily block train service between Poti 
and Baku, with a departure from each of the two ports every day. This analysis compares the 
total cost of transporting 65,500 TEU annually in the without-project and with-project cases: 


 Without-project: 15,000 TEU by the existing rail service, the reminder by road. 


 With-project: All carried by the new block train service. 


It is estimated that an investment of €14.5 million in new rolling-stock will be needed. Operating 
costs by rail are less than 20% of those by road. Consequently the capital investment is very 
easily justified. In any of the four scenarios used in this analysis, computed internal rates of 
return exceed 100%pa and benefit-cost ratios exceed 10.0. 


It is recommended that negotiations be initiated between GR and ADY as soon as possible with 
a view to making the necessary investments and adjustments to timetables and operating 
procedures. 
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2 PROJECT SYNOPSIS 


The proposal is to institute a regular block train service between the Georgian Black Sea port of 
Poti and the Azerbaijani Caspian Sea port of Baku. It would replace the transport of containers 
by ordinary train, and more significantly a proportion of container transport by road. 


– A feasibility study of such a service was made in December 2010 under the Motorways 
of the Sea for the Black Sea and Caspian Sea (MOS) project. It concluded that: 


– Bi-directional traffic potential for a container block train service exceeds 13Mt/year. 
This comprises cargoes that are already-containerised and those deemed suitable for 
containerisation in future. 


– Of this potential traffic, 80% is transit trade between Europe (including Turkey) and 
Central Asia. 


– Road transport is generally preferred for containers because of its shorter door-to-door 
transit time; better handling and other service; and artificially depressed road freight 
rates because of lax enforcement of vehicle weight limits. 


– Poti Port is privately owned and efficiently run, with access to capital for further 
development. (Since the report was written 80% of Poti Seaport has been bought by 
APM Terminals, an arm of the A P Moller – Maersk Group, which has announced its 
intention to invest US$100M in the port over the next five years.) 


– Realisation of traffic potential will be greatly enhanced when Poti’s new container 
terminal is opened in 2014, allowing berthing of vessels of up to 6,000 TEU capacity. 
This will coincide with the planned completion of the new port at Alyat.  


– Other desirable improvements include a) regular scheduling of existing ferry services 
from Ukraine and Bulgaria; b) in-port storage and intermodal facilities along with re-
cycling of containers; c) more effective collaboration between the Georgian and 
Azerbaijani railway operators (GR and ADY); and d) addition of purpose-built container 
vessels to the Caspian Sea fleet1. 


– All sections of the railway line between Poti and Baku have spare capacity for a 
minimum of 12 cargo trains per day on the Georgian side of the border and 6 on the 
Azerbaijani side. 


– An efficient international block train service depends on simplified border crossing 
arrangements; preferential scheduling to ensure adherence to schedule; adherence by 
all parties to agreed procedures and obligations; and arrangements to rapidly address 
problems or changed circumstances. Institutional barriers to efficient operation are 
likely to be as important as technical. 


– The existing Poti-Baku rail travel time of 37-42 hours (including 5-6 hours for border 
procedures) can be reduced to 25-31 with improved operations and procedures. 


– Possible investment needs include adaptation/upgrading of port and intermodal facili-
ties; purchase/adaptation of railway wagons and handling equipment; inland facilities; 
IT systems; and skills development. These are not quantified or costed. 


On the basis of the above, this cost-benefit analysis (CBA) is made of the basis of: 


                                                


1 The principal routes between Baku and Kazakjstan/Turkmenistan are monopolized by the state-owned Caspian 


Shipping Company (CASPAR) which has no container ships. 
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– A daily departure from each end of the route, with 3 days allowed for a round-trip 
including shunting and train assembly. 


– A train comprises 2 locomotives and 56 flatcars2, each with a tare of about 20t and a 
capacity of 2 TEUs.  


– Most of the freight will be in transit, port-to-port, and therefore require no transfer from 
or to road vehicles for local collection or delivery. For the remainder there will be an 
additional cost fro handling and local road transport. 


– Existing containerised rail traffic will transfer to the block train; the remaining capacity 
will be taken up by containers that would otherwise be carried by semi-trailers.  


                                                


2 
Also known as platforms or flat wagons. 
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3 METHODOLOGY 


The basis for the cost-benefit analysis (CBA) is a comparison of two cases: the with-project 
case and the without-project case. In the with-project case the block train service runs with an 
assumed frequency and an assumed utilisation factor. In the without-project case the same task 
is performed using a combination of the existing rail freight service and road haulage. In each 
case the total cost of performing the same task is projected over an appraisal period of 25 
years. The difference between the two streams of costs represents the project’s net benefits. 


Only long-run marginal costs (LRMCs) are taken into account3. These are defined as costs that 
vary in proportion to a sustained change in traffic volume. They include the cost of expanding a 
fleet of vehicles or upgrading a road or railway line to cope with increased demand. Direct 
operating costs such as fuel, crew and vehicle maintenance are virtually all LRMCs. Infra-
structure maintenance, especially for bridges and communications systems, is less responsive 
to traffic volume. 


In the with-project case it is assumed that new rolling-stock will be bought. New locomotives will 
allow the scheduled services to be provided with a high degree of regularity and reliability; and 
new flatcars will allow loading and unloading to take place with minimal risk of damage or delay. 
But no additional track or other infrastructure will be required. 


A simple Excel-based model has been constructed to project costs and benefits and compute 
performance indicators. It is called GRaBTAM (Georgian Railway BlockTrain Appraisal Model). 
It allows for almost all values to be changed so that a) the analysis can be updated as new or 
refined information becomes available; and b) the sensitivity of the results of the analysis to 
changed estimates or assumptions can be tested. 


Costs and benefits are valued in two ways: financial and economic. Consequently there are two 
sets of tables that display the output of the model. The results are not substantially different. 
Financial values are based on prices actually paid for goods and services. Economic values 
represent actual consumption of resources, or opportunities foregone. They are estimated by 
adjusting financial values. An analysis using economic values gives a better indication of a 
project’s performance from the point of view of the community as a whole, and therefore 
whether it should have public support. 


                                                


3 
On the other hand, short-run marginal costs (SRMCs) are incurred only to accommodate an increase in traffic that 


does not require an increase in capacity. For example, additional fuel, maintenance and handling costs might result 
from a temporary improvement in asset utlisation. Marginal costs, whether long- or short-run, may also be called 
variable costs, incremental costs or avoidable costs. In this report ‘variable cost’ always refers to LRMC. 
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4 DEMAND 


Official statistics show a total of 210,000 TEU handled at Poti in 2010, of which 46,000 were 
carried by railway. Included in this railway total were 17,000 TEU that originated in or were 
destined for Azerbaijan, Afghanistan or Central Asia. These are considered the prime 
candidates for transfer to the proposed block train. 


The remaining 164,000 TEU that passed through Poti comprised: 


 92,000 that were carried to or from Poti by road. Available statistics do not dis-
aggregation this volume by origin/destination. 


 72,000 that were ‘backed’4. Available statistics do not disaggregate this volume by 
origin/destination or by the mode used for onward transport. 


In the same year a total of 4.89Mt of international freight was moved on Georgia’s roads. This 
included 1.33Mt that originated in or was destined for Azerbaijan, China, Afghanistan and 
Kazakhstan. This traffic may be assumed to travel to or through Baku and comprises, in 
unknown proportions: 


 Containerised cargoes. 


 Cargoes that have been stripped from ‘backed’ containers. 


 Cargoes that have potential for containerisation. 


 Cargoes that are not amenable to containerisation. 


The first three of these categories are candidates for transfer to the proposed block train. It is 
assumed that 50% of this traffic, equivalent to more than 60,000 TEU per year, may reasonably 
be targeted for capture by the block train service. 


According to the MoS study, the potential demand for transport of containerised cargoes 
between Poti and Baku is 13.3Mt per year, evenly balanced between east-bound and west-
bound traffic. Kazakhstan and Turkey together account for 70% of this estimated demand. See 
Table 1 below, which is reproduced from the MoS feasibility study report. 


Assuming an average load of 10t per TEU, the MoS feasibility study’s estimate is equivalent to 
20 times the capacity of a daily 2-way block train service, such as is being appraised. The 
existence of such a service is likely to generate additional demand, including cargoes that are 
re-routed to take advantage of cost and time advantages.  


The likelihood of substantial traffic generation will be maximised by an uncompromising commit-
ment to a daily service, meaning a daily arrival and daily departure at both ends of the route. 
Therefore the present analysis considers this option and no other, except for sensitivity 
purposes. 


                                                


4 ‘Backing’ means discharging or stripping an incoming container and sending the contents on as un-unitised cargo. 
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Table 1: Trade Potential of Poti-Baku Block Train (Tons) 
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5 PARAMETERS, ESTIMATES AND ASSUMPTIONS 


The parameters that drive the GRaBTAM model are presented in Table 2 below. They are 
briefly discussed and explained in the following bullet points: 


– A social discount rate of 12%pa is used for computing present values from projected 
streams of costs and benefits, and equated annuities from capital costs. 


– The appraisal period is set at 2012-36, allowing full potential benefits to stream for at 
least 20 years. 


– Capital expenditure will be required only for rolling stock. The track and other 
infrastructure has ample spare capacity. Investment is scheduled to occur within the 
first three years of the appraisal period. Cargo volume will ramp up to its full potential 
by the fourth year. 


– Economic conversion factors are applied to financial costs to obtain economic costs 
(also known as resource costs or opportunity costs). They chiefly remove indirect 
taxes, which are considered transfer payments from transport operators and their 
customers to the Government.  


– Bribes, estimated to be 9% of road hauliers’ financial costs, might also be considered a 
transfer payment. But because of their corrosive effect on the economy, as well as on 
the moral, social and political fabric, a conversion factor of 1.00 is applied here.  


– Transport entails external costs. The main external costs are associated with infra-
structure construction and maintenance, accidents, congestion and pollution (including 
noise pollution and CO2 emissions). The EU’s Marco Polo calculator has been used to 
estimate average external costs for rail and road, net of a) infrastructure construction 
and maintenance, which are not included in the Marco Polo analysis; and b) CO2 
emissions, which have been estimated using other sources and applying the costs per 
tonne of emitted CO2 that are recommended in the latest EU guidelines5.  


– The distance between Poti and Baku is 855km by rail and 920km by road. When the 
port is moved from Baku to Alyat the distance by both modes will be about 70km 
shorter by both modes. For this analysis distances of 785km (rail) and 850km (road) 
are used. 


– Transit cargo travelling port-to-port will be handled once at each end, incurring similar 
costs whether carried b y rail or by road. But a proportion of containers carried by the 
block train will originate in or be destined for Baku or its environs, and will therefore 
need to be transferred from or to a road vehicle for the local part of the journey. 
Allowances are made for the extra handling and local transport costs. 


– There is a mountainous section of the route where an extra locomotive may be needed 
to assist trains to cope with the gradients. The model allows for this, with an average 
incremental cost per assisted train. But in discussion with GR it was agreed that a 
block-train with two locomotives (a double-header) should not need assistance. 


– The without-project scenario is defined in terms of the rail and road shares of the block 
train’s annual capacity.  


– Containers are specified in terms of their average tare and average payload per TEU. 
These averages cover 20’ and 40’ containers, full and empty. 


                                                


5 European Commission (Directorate General regional Policy), ‘Guide to Cost-Benefit Analysis of Investment 


Projects’, 2008. 
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– A block train is defined in terms of the number of locomotives and flatcars, the TEU 
capacity per flatcar and the average capacity utilisation factor. There is also a factor 
applied to the number of flatcars to allow each set to be left at either end of the route 
for unloading and loading, to be picked up by the next arriving locomotive(s) with 
minimal delay. 


– Likewise a typical truck is defined in terms of its capacity, annual distance covered and 
utilisation factor. 


– Capital costs (financial) are estimated for locomotives, flatcars and trucks, together with 
the expected life of each.  


– Amortisation/depreciation costs6 were provided by GR and the haulage industry without 
a full explanation of the method of calculation or the asset values to which they related. 
The model provides for two options: a) use of these data as provided; and b) use of the 
analyst’s own estimates7. These options are identified as ‘D’ and ‘E’ in the model. 


– GR’s data included amortisation costs for infrastructure as well as rolling stock. 
Comparable figures for road transport are not available. Road permits account for a 
proportion of ‘Other operational expenses’, and it is assumed that these permits are 
priced so as to compensate the Government for additional construction and mainten-
ance costs imposed by heavy goods traffic in Georgia. The same logic is applied to a 
proportion of the fees payable at the Azerbaijani border. 


                                                


6
 Depreciation is a measure of the rate at which the value of an asset declines with age and with use. Amortisation is 


a broader measure comprising a) depreciation and b) the cost of capital tied up in the asset. 


7 These estimates are in the form of equated annuities using estimated asset values and lives and a social discount 


rate of 12%pa.  
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Table 2: GRaBTAM Parameters 


Social discount rate …………………………………..12% pa Container specifications


Appraisal period:  from …………..2012 Tare per TEU …………………………………2.20 t


 to ……………………2036 [a] Average payload per TEU ……………………….7.80 t


Time profile [b] 2012 2013 2014 Block train specifications


Investment …………….80% 20% Locomotives per train ……………………2


Cargo volume ………………….50% 80% Platforms per train ……………………….56


Economic conversion factors Capacity: TEU per platform ………….. 2


General ………………………….0.80 Factor for platforms waiting ……………….2.00


Civil works ………………………..0.80 Utilisation factor ……………………..0.80


Rolling stock ……………………0.80 Truck specifications


Fuel & lubricants ……………………………..0.80 Capacity: TEU per truck ………………….2


Labour …………………………..1.00 Annual distance covered …………………60,000 km


Fees & bribes ……………….1.00 Utilisation factor ……………………..0.80


External logistics costs Rail Road Asset capital costs (financial)


€/net tonne-km [c] ……………0.003 0.015 Locomotives …………………..……………………1,300 €'000


CO2 emission Flatcars/platforms ……………...……..……………………..20 €'000


costs [d,e] Rail Road Road vehicles (trucks) …………………………..…………25 €'000


Year 2010 25 23 70 Scrap value ………………...……………….20% x cost


2020 40 22 65 Asset life


2030 55 20 60 Locomotives …………………………………….………..30 years


2040 70 18 55 Platforms …………………………………………….……50 years


Distances (km) Rail Road Trucks ………………………………………...……………..6 years


Poti-Baku (1 way) ………………785 850 Amortisation option (D or E) …………………D [h]


Local delivery/collection [f] Train operations: with project


Proportion of cargo …………….15% Round-trip time per train …………… 3 days


Transfer cost ……………………100 €/TEU Trains per week (round-trips) …………………7


Local transport cost ………………….52 €/TEU Railway productivity: without project


Extra locomotive for hills [g] Task capacity/train/year …………….…….130,000 kNTK


Incremental cost ……………………0 €/train Sensitivity tests


Without-project scenario 0 Base Case


Block train cargo would be carried by 1 Capital costs 20% higher


other means, as follows (TEU/y): 2 Rail operating costs 20% higher


Existing rail services …………………..15,000 3 Road operating costs 20% lower


Road haulage ………………………..50,480 4 External costs incl CO2 50% lower


Selected case …………………….0


Footnotes


a The model allows a maximum appraisal period of 40 years.


b Percentage of investment undertaken in each of the first 3 years of the appraisal period; and 


the proportion of potential benefits realised in each of those years. Full realisation of potential


benefits by the 4th year is assumed.


c From the EC's Marco Polo calculator. 2010 figures factored by 1.05 for inflation, and by 0.95


to remove CO2 emissions costs which are calculated separately following EC guidelines.


d The projected market price of CO2 emissions permits is taken from EC guidelines.


e Emissions per tonne-kilometre in 2010 are estimated from various sources, and reduced at


the rate of 7.5% per decade to allow for continuous development of greener technology.


f A proportion of block-train traffic will be for local delivery or collection, giving rise to additional


costs for intermodal transfer and road transport.  Where a container is transported several


hundred km by road the same vehicle will collect/deliver en route at no additional cost.


g The incremental cost of an assist locomotive for the steepest section of the route.


h D = Data as peovided by GR and road hauliers.


E = Equated annuity computed here, incorporating depreciation and the cost of capital.


CO 2  g/NTK€/t of 


CO 2
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– Block train operations are defined by the scheduled round-trip time for a train and the 
number of scheduled round-trips per week. Seven round-trips per week means a daily 
departure from Poti and a daily departure from Baku. 


– The productivity of the present train service, which is assumed to continue in the 
without-project case, is defined as the achievable annual task expressed in net tonne-
kilometres (NTK). The same utilisation factor is applied as to the block train service. 


– Four standard sensitivity tests are defined, all adverse to the proposed project: higher 
capital costs, higher railway operating costs, lower road operating costs and lower 
external costs. 


There are some implicit assumptions too: 


– Railway operating costs per NTK are the same on the Azerbaijani side of the border as 
in Georgia, the two railway systems having been part of a single system until 20 years 
ago. 


– The annual cargo capacity of the block train service will remain unchanged throughout 
the appraisal period, irrespective of changing technologies and other sources of 
improved productivity. 


– The block train service is competitive with road freight with respect to quality, speed 
and reliability. Rail freight is already competitive with respect to price, with a tariff 
equivalent to about €1,040 to carry a full TEU between Poti and Baku and return the 
empty box (including station fees). This is 20% below the normal tariff for the same 
service by truck. 
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6 OPERATING COSTS 


Operating cost data have been supplied by GR and the road haulage industry (via the Ministry 
of Economic and Sustainable Development). Railway costs are shown in Table 3 and road costs 
in Table 4. The analyst has made a number of adjustments to ensure a) completeness; b) 
expression of all values in both financial and economic terms and at 2011 prices; and c) 
consistent treatment of rail costs and road costs:  


– The tables show costs as supplied, in € per 1,000 NTK in the case of rail and in € per 
1,000 TEU-km in the case of road. The latter are derived from cost estimates for a 
round-trip of 1,840km (Poti-Baku-Poti, before the shift of Baku port to Alyat).  


– An estimate was made of the proportion of costs in each category which is both 
relevant to the analysis and variable with respect to cargo volume. 


– In consultation with GR, cost data were used either for 2010, for 2011 (annualised) or 
for both years (averaged). This is explained in a footnote to the table. 


– Amortisation costs for railway infrastructure, rolling stock etc are as supplied by GR; 
they include the cost of capital, but at a much lower rate than the social discount rate 
used in this analysis. The road haulage industry provided an estimate of vehicle 
depreciation costs; the analyst has added the inferred cost of capital to have a total 
amortisation cost.  


– When amortisation option ‘E’ is selected (as explained above) an alternative set of rail 
amortisation cost estimates is used in the analysis, and the inferred cost of capital is 
added to the road depreciation costs. 


Not surprisingly, variable costs are much lower for rail than for road. The difference is most 
dramatic for energy: diesel fuel costs are a full order of magnitude higher for road transport than 
electricity costs for rail transport. In part this is because GR buys electricity at less than €0.04 
per kWh which, since Georgia depends mainly on hydro-electric power, is probably a true 
reflection of the marginal cost of production. But the main reason is that rail is inherently more 
energy-efficient. It is also a more efficient user of capital and labour. 


Road hauliers also incur border crossing expenses (36% formal and 64% informal) that are 
alone equivalent to the whole variable cost of rail transport on this route. 
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Table 3: Rail Freight Operating Costs 


2010 2011[d] 2010 2011[d] Ave % [e]


€/1000 


NTK


Capital amortisation [f]


Infrastructure


Track 18,793 10,453 1.30 1.00 1.17 67% A 0.78 0.63 9%


Bridges 4,115 2,980 0.28 0.28 0.28 10% A 0.03 0.02 0%


Signals 1,232 841 0.09 0.08 0.08 10% A 0.01 0.01 0%


Electrical 8,535 5,907 0.62 0.59 0.61 67% A 0.41 0.33 5%


Rolling stock


Locomotives 21,713 15,865 1.50 1.51 1.51 95% A 1.43 1.15 17%


Freight wagons 20,287 13,373 1.40 1.27 1.35 95% A 1.28 1.03 16%


Other (freight share) 2,917 2,177 0.20 0.21 0.20 67% A 0.14 0.11 2%


Operations


Electricity 18,680 15,637 1.36 1.57 1.45 100% 1 1.57 1.25 19%


Diesel oil 7,234 5,004 0.50 0.48 0.49 0% 1 0.00 0.00 0%


Labour 50,692 30,373 3.51 2.89 3.25 30% 1 0.87 0.87 13%


Handling & storage 4,263 3,364 0.30 0.32 0.31 100% 1 0.32 0.26 4%


Overheads 18,291 23,656 1.27 2.25 1.68 30% 1 0.68 0.54 8%


Maintenance


Infrastructure 767 2,343 0.05 0.22 0.12 50% 1 0.11 0.09 1%


Rolling stock 3,321 5,518 0.23 0.53 0.35 80% 1 0.42 0.34 5%


Total 180,840 137,491 12.61 13.21 12.87 8.04 6.61


Equivalent to €/TEU/1000km 80 66


Footnotes


a Task in million net tonne-km (NTK) ……………..6,228 in 2010 and …………..4,523 in 2011 (9 months).


b Exchange rate (GEL/EUR) ……………………2.32


c Electric trains are estimated to be responsible for ……………. 95% of the freight task.


d January-September


e 0 = 2010 figure, 1 = 2011 figure, A = Average of 2010 & 2011.


f An alternative estimate has been made as follows... For rolling-stock, an equated annuity


using 2011 capital costs and a discount rate of 12%pa; for infrastructure and other assets


the data provided have been factored by ……………………2.5 to allow for methodological 


differences and a hgher discount rate in the present analysis.


Rail costs


Economic


GEL'000 €/1000NTK [a,b,c] Variable
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Table 4: Road Freight Operating Costs 


%


€/TEU 


/1000km


Capital amortisation [c]


Vehicle


Depreciation 65.70 38.65 95% 36.71 29.37 5%


Capital return 24.69 95% 23.46 18.77 3%


Operations


Fuel 562.30 330.76 95% 314.23 251.38 45%


Lubricants 29.20 17.18 95% 16.32 13.05 2%


Permits, insurance 73.00 42.94 50% 21.47 21.47 4%


Driver's wages 87.60 51.53 95% 48.95 48.95 9%


Driver's expenses 51.10 30.06 95% 28.56 22.84 4%


Maintenance etc 105.80 62.24 80% 49.79 39.83 7%


Overheads 73.00 42.94 30% 12.88 10.31 2%


Border crossing expenses


Official 65.70 38.65 100% 38.65 38.65 7%


Unofficial 116.80 68.71 100% 68.71 68.71 12%


 Total €/TEU/1000km 1,230 748 660 563


Footnotes


a Costs for a round-trip with a full container and an empty as backload.


b Normalised to 1000km with addition of the cost of capital invested in 


the vehicle, computed as the difference between i) an equated annuity


to amortise the vehicle's capital cost over its expected life and 


ii) depreciation as reported by the industry.


c Depreciation figures are as provided by the industry.  The row labelled


'Capital return' is the difference between those provided figures and


an equated annuity using the capital cost and asset life listed under


parameters and a discount rate of 12%pa.


Variable


Economic


€/TEU 


/1000km [b]


€/TEU Poti-


Baku [a]


Road  costs
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7 RESULTS 


By combining all the above estimates and assumptions one has a 25-year projection of the cost 
of carrying out a defined transport task in the without-project case, and another for carrying out 
the same task in the with-project case. The first 10 years of this projection are presented in four 
tables at the end of this document: 


 


Amortisation/depreciation costs Financial Economic 


Data as provided by GR and the road hauliers (‘D’ option) Table 7 Table 9 


Estimated by the analyst (Option ‘E’) Table 78 Table 10 


At the bottom of each table is a set of standard economic performance indicators: 


– Economic internal rate of return (EIRR). 


– Net present value (NPV). 


– Benefit:cost ratio (BCR). 


In all four cases the proposed block-train project is shown to be socially very profitable – so 
much so that the EIRR is a meaningless figure. These results should be read with the following 
remarks in mind: 


– It has been assumed, in consultation with GR, that investment in the block-train service 
will not extend beyond rolling-stock. No provision has been made for additional 
investment in infrastructure or equipment. 


– It is possible to make only broad estimates of the long-run marginal cost of running 
freight trains on railway tracks and heavy goods vehicles on roads. 


– Maintenance costs for railway infrastructure and rolling-stock are based on actual 
expenditure in 2010 and the first three quarters of 2011. This level of expenditure may 
not be enough to keep the assets in good condition throughout their expected econ-
omic lives. 


– The estimated variable proportion of each cost category is the result of judgement 
rather than analysis. 


Summary results of the Base Case analysis and sensitivity tests are presented in Table 5 and 6 
below. 


Table 5: Summary Results for Amortisation Option D 


 


 
Base 
Case 


Capital 
+20% 


Railway 
costs 
+20% 


Road 
costs –


20% 


External 
costs –


50% 


Financial EIRR (%pa) 135% 116% 133% 114% 124% 


NPV (€M) 179 176 175 145 159 


BCR 14.2 11.7 13.9 11.5 12.7 


Economic EIRR (%pa) 121% 104% 119% 103% 110% 


NPV (€M) 156 153 153 127 137 


BCR 12.4 10.1 12.1 10.0 10.8 
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Table 6: Summary Results for Amortisation Option E 


 


 
Base 
Case 


Capital 
+20% 


Railway 
costs 
+20% 


Road 
costs –


20% 


External 
costs –


50% 


Financial EIRR (%pa) 138% 119% 136% 117% 127% 


NPV (€M) 184 181 180 148 164 


BCR 14.6 12.0 14.3 11.8 13.0 


Economic EIRR (%pa) 125% 107% 123% 106% 113% 


NPV (€M) 161 158 157 131 141 


BCR 12.8 10.5 12.9 10.4 11.2 
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8 CONCLUSIONS 


Even if the extent of investment in the block-train service and its operating costs have been 
substantially underestimated, the proposal appears to be justified economically. It should be 
proceeded with as soon as possible, together with complementary measures to ensure efficient 
operation. In particular: 


– Negotiations should be commenced with the Azerbaijani authorities regarding border 
formalities, port access and handling within the port. 


– Railway timetables and procedures on both sides of the border should be reviewed to 
ensure that the block-train service suffers no delays (other than those caused by 
emergencies). 
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Table 7: Results for Base Case, Financial Values and Amortisation Option D 


Case: Base Case €'000 at constant 2011 prices


Without Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 112 112 112 112 112 112 112 112 112


Maintenance 0 50 50 50 50 50 50 50 50 50


Incremental operating costs


Energy for train operation 0 185 185 185 185 185 185 185 185 185


Labour 0 102 102 102 102 102 102 102 102 102


Rolling stock amortisation [a] 0 319 319 319 319 319 319 319 319 319


Rolling stock maintenance 0 50 50 50 50 50 50 50 50 50


Handling & storage 0 38 38 38 38 38 38 38 38 38


Overheads etc 0 80 80 80 80 80 80 80 80 80


Local delivery/collection 0 342 342 342 342 342 342 342 342 342


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 353 353 353 353 353 353 353 353 353


Road costs


Vehicle costs


Amortisation [a] 0 554 1,167 1,575 1,575 1,575 1,575 1,575 1,575 1,575


Operation 0 6,477 13,649 18,430 18,430 18,430 18,430 18,430 18,430 18,430


Maintenance 0 751 1,582 2,136 2,136 2,136 2,136 2,136 2,136 2,136


Other costs to operator


Administration 0 194 409 553 553 553 553 553 553 553


Border crossings 0 1,619 3,411 4,606 4,606 4,606 4,606 4,606 4,606 4,606


External logistics costs


CO2 emissions 0 305 670 941 977 1,013 1,048 1,082 1,116 1,149


Other costs 0 2,202 4,639 6,265 6,265 6,265 6,265 6,265 6,265 6,265


With Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 245 393 491 491 491 491 491 491 491


Maintenance 0 108 173 216 216 216 216 216 216 216


Capital costs


Rolling stock 11,616 2,904 0 0 0 0 0 0 0 0


Incremental operating costs


Energy for train operation 0 403 645 806 806 806 806 806 806 806


Labour 0 223 357 446 446 446 446 446 446 446


Rolling stock depreciation[not applicable: rolling stock capital costs are already included in the analysis]


Rolling stock maintenance 0 108 173 216 216 216 216 216 216 216


Handling & storage 0 82 132 165 165 165 165 165 165 165


Overheads etc 0 174 278 348 348 348 348 348 348 348


Local delivery/collection 0 746 1,194 1,493 1,493 1,493 1,493 1,493 1,493 1,493


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 771 1,234 1,542 1,542 1,542 1,542 1,542 1,542 1,542


Total without-project costs 0 13,903 27,446 36,513 36,565 36,615 36,666 36,715 36,764 36,809


Total with-project costs 11,616 5,938 4,867 6,099 6,115 6,130 6,145 6,161 6,176 6,188


Net project benefits -11,616 7,965 22,579 30,414 30,450 30,485 30,520 30,554 30,588 30,621


Economic performance indicators


Economic internal rate of return (EIRR) ……………………..….135% pa


Net present value (NPV) ……………………………………….…179 € million


Benefit : cost ratio (BCR) …………………………………...……14.18


a Amortisation costs as provided by GR and the road hauliers (option D).  
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Table 8: Results for Base Case, Financial Values and Amortisation Option E 


Case: Base Case €'000 at constant 2011 prices


Without Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 281 281 281 281 281 281 281 281 281


Maintenance 0 50 50 50 50 50 50 50 50 50


Incremental operating costs


Energy for train operation 0 185 185 185 185 185 185 185 185 185


Labour 0 102 102 102 102 102 102 102 102 102


Rolling stock amortisation [a] 0 637 637 637 637 637 637 637 637 637


Rolling stock maintenance 0 50 50 50 50 50 50 50 50 50


Handling & storage 0 38 38 38 38 38 38 38 38 38


Overheads etc 0 80 80 80 80 80 80 80 80 80


Local delivery/collection 0 342 342 342 342 342 342 342 342 342


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 353 353 353 353 353 353 353 353 353


Road costs


Vehicle costs


Amortisation [a] 0 907 1,912 2,582 2,582 2,582 2,582 2,582 2,582 2,582


Operation 0 6,477 13,649 18,430 18,430 18,430 18,430 18,430 18,430 18,430


Maintenance 0 751 1,582 2,136 2,136 2,136 2,136 2,136 2,136 2,136


Other costs to operator


Administration 0 194 409 553 553 553 553 553 553 553


Border crossings 0 1,619 3,411 4,606 4,606 4,606 4,606 4,606 4,606 4,606


External logistics costs


CO2 emissions 0 305 670 941 977 1,013 1,048 1,082 1,116 1,149


Other costs 0 2,202 4,639 6,265 6,265 6,265 6,265 6,265 6,265 6,265


With Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 613 981 1,227 1,227 1,227 1,227 1,227 1,227 1,227


Maintenance 0 108 173 216 216 216 216 216 216 216


Capital costs


Rolling stock 11,616 2,904 0 0 0 0 0 0 0 0


Incremental operating costs


Energy for train operation 0 403 645 806 806 806 806 806 806 806


Labour 0 223 357 446 446 446 446 446 446 446


Rolling stock amortisation[not applicable: rolling stock capital costs are already included in the analysis]


Rolling stock maintenance 0 108 173 216 216 216 216 216 216 216


Handling & storage 0 82 132 165 165 165 165 165 165 165


Overheads etc 0 174 278 348 348 348 348 348 348 348


Local delivery/collection 0 746 1,194 1,493 1,493 1,493 1,493 1,493 1,493 1,493


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 771 1,234 1,542 1,542 1,542 1,542 1,542 1,542 1,542


Total without-project costs 0 14,743 28,678 38,006 38,057 38,108 38,159 38,208 38,257 38,302


Total with-project costs 11,616 6,306 5,455 6,835 6,851 6,866 6,881 6,897 6,912 6,924


Net project benefits -11,616 8,437 23,222 31,171 31,207 31,242 31,277 31,311 31,345 31,378


Economic performance indicators


Economic internal rate of return (EIRR) ……………………..….138% pa


Net present value (NPV) ……………………………………….…184 € million


Benefit : cost ratio (BCR) …………………………………...……14.58


a Amortisation costs as estimated for this analysis (option E).  
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Table 9: Results for Base Case, Economic Values and Amortisation Option D 


Case: Base Case €'000 at constant 2011 prices


Without Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 90 90 90 90 90 90 90 90 90


Maintenance 0 40 40 40 40 40 40 40 40 40


Incremental operating costs


Energy for train operation 0 148 148 148 148 148 148 148 148 148


Labour 0 102 102 102 102 102 102 102 102 102


Rolling stock amortisation [a] 0 256 256 256 256 256 256 256 256 256


Rolling stock maintenance 0 40 40 40 40 40 40 40 40 40


Handling & storage 0 30 30 30 30 30 30 30 30 30


Overheads etc 0 64 64 64 64 64 64 64 64 64


Local delivery/collection 0 342 342 342 342 342 342 342 342 342


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 353 353 353 353 353 353 353 353 353


Road costs


Vehicle costs


Amortisation [a] 0 443 933 1,260 1,260 1,260 1,260 1,260 1,260 1,260


Operation 0 5,394 11,366 15,348 15,348 15,348 15,348 15,348 15,348 15,348


Maintenance 0 601 1,266 1,709 1,709 1,709 1,709 1,709 1,709 1,709


Other costs to operator


Administration 0 155 327 442 442 442 442 442 442 442


Border crossings 0 1,619 3,411 4,606 4,606 4,606 4,606 4,606 4,606 4,606


External logistics costs


CO2 emissions 0 305 670 941 977 1,013 1,048 1,082 1,116 1,149


Other costs 0 2,202 4,639 6,265 6,265 6,265 6,265 6,265 6,265 6,265


With Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 196 314 393 393 393 393 393 393 393


Maintenance 0 86 138 173 173 173 173 173 173 173


Capital costs


Rolling stock 11,616 2,904 0 0 0 0 0 0 0 0


Incremental operating costs


Energy for train operation 0 323 516 645 645 645 645 645 645 645


Labour 0 223 357 446 446 446 446 446 446 446


Rolling stock depreciation[not applicable: rolling stock capital costs are already included in the analysis]


Rolling stock maintenance 0 86 138 173 173 173 173 173 173 173


Handling & storage 0 66 105 132 132 132 132 132 132 132


Overheads etc 0 139 222 278 278 278 278 278 278 278


Local delivery/collection 0 746 1,194 1,493 1,493 1,493 1,493 1,493 1,493 1,493


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 771 1,234 1,542 1,542 1,542 1,542 1,542 1,542 1,542


Total without-project costs 0 12,354 24,365 32,412 32,463 32,514 32,565 32,614 32,662 32,708


Total with-project costs 11,616 5,714 4,508 5,651 5,666 5,682 5,697 5,712 5,727 5,740


Net project benefits -11,616 6,640 19,857 26,761 26,797 26,833 26,867 26,902 26,935 26,968


Economic performance indicators


Economic internal rate of return (EIRR) ……………………..….121% pa


Net present value (NPV) ……………………………………….…156 € million


Benefit : cost ratio (BCR) …………………………………...……12.37


a Amortisation costs as provided by GR and the road hauliers (option D).  
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Table 10: Results for Base Case, Economic Values and Amortisation Option E 


Case: Base Case €'000 at constant 2011 prices


Without Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 225 225 225 225 225 225 225 225 225


Maintenance 0 40 40 40 40 40 40 40 40 40


Incremental operating costs


Energy for train operation 0 148 148 148 148 148 148 148 148 148


Labour 0 102 102 102 102 102 102 102 102 102


Rolling stock amortisation [a] 0 637 637 637 637 637 637 637 637 637


Rolling stock maintenance 0 40 40 40 40 40 40 40 40 40


Handling & storage 0 30 30 30 30 30 30 30 30 30


Overheads etc 0 64 64 64 64 64 64 64 64 64


Local delivery/collection 0 342 342 342 342 342 342 342 342 342


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 353 353 353 353 353 353 353 353 353


Road costs


Vehicle costs


Amortisation [a] 0 726 1,530 2,066 2,066 2,066 2,066 2,066 2,066 2,066


Operation 0 5,394 11,366 15,348 15,348 15,348 15,348 15,348 15,348 15,348


Maintenance 0 601 1,266 1,709 1,709 1,709 1,709 1,709 1,709 1,709


Other costs to operator


Administration 0 155 327 442 442 442 442 442 442 442


Border crossings 0 1,619 3,411 4,606 4,606 4,606 4,606 4,606 4,606 4,606


External logistics costs


CO2 emissions 0 305 670 941 977 1,013 1,048 1,082 1,116 1,149


Other costs 0 2,202 4,639 6,265 6,265 6,265 6,265 6,265 6,265 6,265


With Project 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021


Railway costs


Incremental infrastructure costs


Amortisation [a] 0 491 785 981 981 981 981 981 981 981


Maintenance 0 86 138 173 173 173 173 173 173 173


Capital costs


Rolling stock 11,616 2,904 0 0 0 0 0 0 0 0


Incremental operating costs


Energy for train operation 0 323 516 645 645 645 645 645 645 645


Labour 0 223 357 446 446 446 446 446 446 446


Rolling stock amortisation[not applicable: rolling stock capital costs are already included in the analysis]


Rolling stock maintenance 0 86 138 173 173 173 173 173 173 173


Handling & storage 0 66 105 132 132 132 132 132 132 132


Overheads etc 0 139 222 278 278 278 278 278 278 278


Local delivery/collection 0 746 1,194 1,493 1,493 1,493 1,493 1,493 1,493 1,493


Extra locomotive for hills 0 0 0 0 0 0 0 0 0 0


External logistics costs


CO2 emissions 0 172 288 376 391 407 422 437 452 465


Other costs 0 771 1,234 1,542 1,542 1,542 1,542 1,542 1,542 1,542


Total without-project costs 0 13,153 25,478 33,733 33,785 33,836 33,886 33,936 33,984 34,030


Total with-project costs 11,616 6,008 4,979 6,240 6,255 6,271 6,286 6,301 6,316 6,329


Net project benefits -11,616 7,145 20,499 27,494 27,530 27,566 27,601 27,635 27,668 27,701


Economic performance indicators


Economic internal rate of return (EIRR) ……………………..….125% pa


Net present value (NPV) ……………………………………….…161 € million


Benefit : cost ratio (BCR) …………………………………...……12.75


a Amortisation costs as estimated for this analysis (option E).  
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EAMA Executive Agency Maritime Administration (Bulgaria) 


EAEMDR Executive Agency for the Exploration and Maintenance of the Danube River 


(Bulgaria) 


EBRD European Bank for Reconstruction and Development 


ECMT European Conference of Ministers of Transport 


EIB European Investment Bank 


ENPI European Neighbourhood and Partnership Instrument 


ETC European Territorial Cooperation 


EUSDR European Union Strategy for the Danube Region 


FEZ Free Economic Zone 


GDP per 
capita in PPS 


Gross Domestic Product per capita in Purchasing Power Standard 


GIFP Giurgulesti International Free Port 
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GSHL Global Steel Holdings Limited 


IFB Inter Ferry Boats NV (Antwerp) 


IFI International Financing Institution 


IPA Instrument for Pre-Accession Assistance 


ISPA Instrument for Structural Policies for Pre-Accession 


IWT Inland Water Way Transport 


IWW Inland Water Way 


kn Knot, unit of speed for a vessel counted in nautical miles per hour 


LUZ Larger Urban Zone 


MCA Multi-Criteria Analysis 


MTITC Ministry of Transport, Information Technology and Communications of the 
Republic of Bulgaria 


NAIADES Navigation and Inland Waterway Action and Development in Europe 


Navibulgar Navigation Maritime Bulgare 


NC MPA SA National Company „Maritime Ports Administration‟ SA, Constanta 


NELI Cooperation-Network for Logistics and nautical education focusing on Inland 
Waterway Transport in the Danube corridor supported by innovative solutions 


NEWADA Network of Danube Waterway Administrations 


NGO Non-Governmental Organization 


NRIC National Railway Infrastructure Company (Bulgaria) 


NSI National Statistical Institute (Bulgaria) 


PCC Pure Car Carrier (vessel) 


PHARE Poland and Hungary: Assistance for Restructuring their Economies 


PLATINA Platform for the implementation of NAIADES 


PPP Public Private Partnership 


RIA Romanian Intermodal Association 


RIS River Information Services 


Ro-La Rollende Landstrasse (English: Rolling highway) 


RORIS  Romanian River Information Services 


Ro-Ro Roll-on / Roll-off 


SEE South East Europe Transnational Cooperation Program 


SOP Sectoral Operational Program 


TEN-T Trans-European Networks-Transport 


TRACECA Transport Corridor Europe Caucasus Asia 


UAH Ukrainian Hryvnia (national currency of Ukraine – 1 UAH = about 0.1 Euro) 


UDP Ukrainian Danube Shipping Company 



http://en.wikipedia.org/w/index.php?title=National_Railway_Infrastructure_Company&action=edit&redlink=1

http://en.wikipedia.org/wiki/Rolling_highway
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UNECE United Nations Economic Commission for Europe 


Vegoil Vegetable Oil 


VFC Varna Ferry Complex 


VTMS Vessel Traffic Management System 


WANDA Waste management for inland Navigation on the Danube 


WB World Bank 


WWF World Wildlife Fund (USA, Canada), World Wide Fund for Nature elsewhere 
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1 INTRODUCTION 


The 2,850 km Danube, „Le roi des fleuves de l‟Europe‟ as Napoleon used to call it, Europe‟s 
second longest river after the Volga, has long ago been recognized as a vital trade link between 
Eastern and Western Europe. Though, while large volumes are carried on other major 
European rivers such as the Rhine1 and the Volga, there have been a lot of obstacles in the way 
of developing the traffic on the Danube. Also, other European waterways flow through one or a 
limited number of countries while the Danube, the most international river in the world, crosses 
the territory of 10 nations with different cultures, political systems and sometimes conflicting 
interests and policies. 


In recent history, the Sulina Channel fairway remained jammed from 1991 to 2004, with the M/S 
‟Rostock‟, a 5,657 DWT cargo vessel2, while civil wars and Serbian bridge bombings even 
brought the international traffic to a nearly complete stop less than 15 years ago entailing 
considerable negative economic effects (including bankruptcy in some cases), for a number of 
small shipping companies and plants of the already-ailing industry of the riparian states which 
remained long deprived from access to a cheap bulk commodity transport mode. 


Today still, local and foreign environmental groups (including the WWF and the UN 
Environmental Program) remain concerned by the fact the Danube hosts fragile eco-systems, 
represents an important drinking water supply and is also the main sewer of many of the 
countries it passes. Keeping the river clean at any cost is therefore the focus of their endeavors. 
They accordingly oppose and repeatedly delay the implementation of many an infrastructure 
project much needed to regulate the flow of the river and possibly reach the objective to 
accommodate type VIb vessels3 all year round by 2015 which would result in an uninterrupted 
use of the river, make inland navigation here reliable, cost effective and thus competitive versus 
other modes of transport. 


The economic players retort it is now widely acknowledged that inland waterway transport is the 
most environmentally friendly mode, the environmental damage done by river regulation works 
and operations of vessels being minimal compared with the emissions of the road vehicles 
which would carry the cargo if the rivers proved unable to provide an adequate service4.  


As recently as in March, 2011, the long-standing, heated dispute between Ukraine and 
Romania about the Bystroe Canal rebounded (see Appendix 1), while in December 2011-
January 2012 skippers from the State-owned shipping company “Ukrainian Danube Shipping 


                                                


1
 There are 5 to 8 times more cargoes (depending on the criteria used) moving on the Rhine than on the Danube. 


2
 Some authors contend this wreck was a deliberate political act by Russia. 


3
 Pushed convoys and inland waterways vessels with a draft of up to 2.5 m. 


4 
On average, self-propelled vessels consume up to 0.013 liter per ton-km, whereas modern vessels can achieve gas 


oil consumption as low as 0.0044 liter per ton-km. Rail is estimated to consume on average 0.0095 l/tkm and road 
transport 0.0292 l/tkm (putting it in other words, with 1 liter of fuel, most vessels can carry 1 ton of cargo over 127 km, 
in comparison to 97 for rail and 50 for road). Inland ships today emit 3 to 5 times less carbon than road trucks per ton-
km. Smart steaming (equivalent of eco-driving) leads to carbon savings between 10 and 30% and the introduction of 
low-sulphur fuel in 2011 decreases pollution from ships and makes it possible to equip vessels with more energy-
efficient engines and with after-treatment devices reducing pollution by 80 to 85%. On 21 January, 2012, for the first 
time, the Central Commission for the Navigation of the Rhine has authorised the use of liquefied natural gas (LNG) – 
the cleanest of fossil fuels - for inland navigation. „Inland Waterway Freight Transport – a transport solution that 
works‟, an EC study published in 2003, has demonstrated that inland waterway transport accounts for only 0.5% of all 
socio-economic costs of transport, such as accidents, air pollution, climate change etc (roads – 91.5%, air transport – 
6%, rail transport – 2%).  
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Company” (UDP) reported acts of piracy and theft of cargoes carried on their vessels in the 
maritime part of the Danube. 


During the Communist era the traffic developed rapidly for the movement of bulk cargoes 
serving often economically unviable heavy industry, reaching a peak of 91.841 Mio T in 1987. 
The collapse of industry in the former Eastern Bloc and civil war in Yugoslavia brought this 
figure down under 20 Mio T in 1994. In 2009 it increased to 44.723 Mio T5 as trade in Central 
and Eastern Europe has been growing at a fast pace during the pre-crisis period.  


Nonetheless, the under-utilized Danube still holds a vast potential to carry more traffic.  


Figure 1: Danube River Basin 


 


Container services along the river started in 2005 only and the volumes carried remain modest 
up to this day, although the vessel size limitation does not represent a major constraint, save for 
the draft, the river is free flowing from the Iron Gate in the border stretch of the Danube between 
Serbia and Romania all the way to the Black Sea, a distance of more than 860 kilometers, there 
are only 2 pairs of locks altogether on the 2 branches of the Cernavoda-Agigea Canal and, 
during the recent years, Constanta has established itself as a key container hub in the Black 
Sea. 


Ro-Ro services provided with shallow catamarans have also successfully developed between 
Germany and Bulgaria and there is still room for further such services on various segments of 
the river. Other local Ro-Ro lines successfully make up for the insufficient number of bridges 
connecting the banks of the river between Romania and Bulgaria and the sub-standard, though 
rapidly improving, road network of both countries. 


The transport policies of the riparian States foreseeing the evolution of Danube ports into 
logistics and industrial hubs with improved intermodal links should also result in attracting 
added-value activities and therefore more traffic to the ports provided Shippers and Shipping 
Companies are properly involved in such major infrastructure investment projects. 


                                                


5
 Including the Main-Danube canal opened in 1992 which connects the Danube and the Rhine, the Black Sea-


Danube Canal – also known as the Sulina Channel – and the Kylia branch which Ukraine opened fully through the 
much-debated Bystroe canal to provide its own fleet with a direct access to its Maritime Danube ports of Reni, Izmail 
and Ust-Dunaisk. 
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The inclusion of the Danube as the 10th TEN-T European Core Corridor in October, 2011 and 
the EU Strategy for the Danube Region (EUSDR), adopted by the European Commission in 
December 2010 and endorsed by the European Council in 2011, should provide the tools 
necessary for creating the synergies between the Danube Region countries to address common 
challenges together. 


Figure 2: TEN-T Inland Waterways and Ports in Romania and Bulgaria  
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2 GENERAL PERSPECTIVE FOR EXPLOITING TRACECA INLAND WATERWAYS 


While the potential of Danube has already been well covered by various technical studies as 
part of the greater Danube shipping market, the purpose of this report is to highlight its role in 
the transport system of the 4 TRACECA riparian countries at national level and for TRACECA in 
general taking into account the European experience and current trends in the region.  


At 2,414 km navigable length, the Danube River plays a major role in connecting together: 


 Western, Central and Eastern European regions and all of them to the Black and 
North Sea, 


 riparian countries between themselves, 


 at national level, the various regions of the riparian countries. 


For TRACECA it represents a major part of its inland waterway network.  


The Danube is classified as an international inland waterway which contributes to improved 
distribution of traffic flows between Western, Central and Eastern Europe on the one hand and 
Caucasus and Central Asia on the other hand either directly via ports on the Western and 
Eastern banks of the Black Sea or through the Volga-Don Complex to ports in the Caspian Sea.  


The Dnepr and Danube basins are also closely inter-linked with vessels plying voyages 
between the two rivers. Provided adequate logistics infrastructure is developed and navigation 
conditions are improved, the Danube may play a role in logistics chains connected to the 
Mediterranean Sea as well.  


The European experience demonstrates the following factors that need to be considered in view 
of successful development of the inland waterway potential:  


Reduction in Landside Transportation Costs: container river ports located upriver close to 
the hinterland markets have potential of gaining market share from those ports located at the 
coast. This trend is a result of shippers‟ quest to minimize landside transport costs by choosing 
ports located farther inland (Duisburg, the largest inland port in the world, in the Rhurgebiet, is 
handling over 1,000,000 TEUs p.a. and some shipping companies ply direct short-sea container 
lines from Duisburg to the UK for instance).  


Targeting Multi-Modal Market Shares: despite inland waterways are an absolutely vital part of 
the multi-modal system, specifically in the case of bulk / liquid commodities, the global trend is 
that they are losing market share versus the road mode. Therefore, the inland waterway system 
should seek its place in international container and domestic intermodal markets by providing 
the services required by the supply chains following the same path as modern sea ports (Liège, 
the first inland port in Belgium and the third in Europe, develops Trilogiport, a multi-modal 
platform consisting in a rail/road/water-connected container terminal (15 ha), logistics open 
areas and last-generation warehouses (41,7 ha), a port area (14,7 ha), an area for service 
activities (1,8 ha) and an area for environmental integration (25 ha). International key players in 
the transport and logistics industry, such as Dubai Ports World, the 3rd container terminal 
operator in the world, or Deutsche Lagerhaus GmbH, a leading logistics real-estate developer 
are closely associated and part of the venture.) 


Container-on-barge Services are Viable: Container-on-barge services in Europe have 
become an essential link in the transport of containers between hinterland markets and coastal 
ports (an average 200,000 TEUs i.e. about 2 Mio T of cargo – representing 10% of the total 
traffic on the river - move monthly on the Rhine alone).  


This solution could be also considered for TRACECA as well, of course bearing in mind existing 
technical barriers along its waterways. This is also connected to the overall containerization 
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situation in TRACECA. Since container-on-barge services require significant existing or 
potential volumes of international maritime containers moving between the requisite 
international gateway port and inland regional markets.  


Reliable Scheduled Services: The conditions provided by the waterway transport system 
should enable regular, rapid and reliable connections. These include proper navigation 
environment, availability of container facilities and manageable distances. The experience in 
Europe shows that frequency and level of service is the most important factor for competing with 
road transport.  


Mode Shift Policies and Mechanisms: It is the policy of the European Union to affect a modal 
shift from trucks to rail and waterways. For instance such traditionally external costs emissions 
and traffic congestion were converted into market based subsidies designed to take traffic off 
the highways and on to the waterways. Policies, incentives and subsidies would be become an 
important tool for development of the integral logistics in TRACECA, including utilization of the 
inland waterway potential in the supply chains.  


Marketing, Linkage with Shippers, Carriers and Ports: Marketing measures promoting 
certain segments of the network may be useful in targeted relationships with shippers seeking 
reliable mode options.  


Innovations and Technology: The use, reliability and efficiency of the waterway system are 
enhanced through application of modern technologies and innovations. 


Certainly these lessons learned cannot be put in place overnight, but they provide a vision for 
exploiting potential of the inland waterway system, and sketch the steps need to be taken. 


 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 14 of 127 Annex 5 – Danube Case Study Progress Report II 


3 EUROPEAN POLICY 


Figure 3: TEN-T Inland Waterways. Priority Axis 18 


 


The Danube has been included in the EU TEN-T Program since its inception under Priority 
Project number 18. This corridor crosses Europe transversally from the North Sea at Rotterdam 
to the Black Sea in Romania and is one of the longest ones in the TEN-T Network passing 
though both EU countries and non-Member States. 


However, as noted by Mrs Karla Peijs, European Coordinator for this PP, in her December 2010 
report of activity, “Until 2006, activities undertaken to ensure or restore a reliable navigation in 
most of the corridor and particularly on the Danube river were very much fragmented and made 
on a national basis, not to forget the follow-on of the 1990‟s Balkan War that still has an impact 
on navigation. Only since 2006, more attention has been focused on the importance of the 
Danube River as a potential resource in the freight transportation systems.  


However, not until the Framework program 2007-2013, has a significant budget been allocated 
to the solution of major navigation bottlenecks.” 


In line with the EU White Paper on transport, targeting a modal shift of 30% of road transport 
over 300 km to rail and waterborne transport by 2030 and 50% by 2050, the 2011 revised TEN-
T Policy and the adoption of the EU Strategy for the Danube Region (EUSDR) should drastically 
emphasize the focus on the Danube (see also Appendix 2). 


The EUSDR is the second EU macro-regional strategy after the EU Strategy for the Baltic Sea 
Region. 


The EUSDR is based on a better alignment of existing funding, and a more efficient 
coordination of existing instruments, and bans additional financing, new legislation or 
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institutions. Financing sources are the existing Cohesion and Structural Funds6, IPA for Western 
Balkans, ENPI, ETC, Sectoral EU and National Funds, IFIs (EIB, EBRD), private banks and 
donors. 


Figure 4: Administrative Map of Danube River Basin 


 


8 fields of actions have been identified, the first one being „Mobility‟ defined as the „movement of 
people and goods, corridors across Europe‟. 11 priority areas are defined, including „mobility 
and multimodality‟ and coordinated each by 2 countries (Austria and Romania for the inland 
waterways).  


An Action Plan has been drafted, complementing and building on already on-going activities in 
the Danube Region.  


As far as inland waterways are concerned, the actions and projects are in line with the goals set 
forth by the European Action Program for Inland Waterway Transport (NAIADES) which will 
finish in 2013 and its technical arm PLATINA. 


PLATINA is led by a consortium the core of which includes Via Donau (Austria) as coordinator, 
Voies navigables de France (France), Bundesverband der Deutschen Binnenschiffahrt 
(Germany), Promotie Binnenvaart Vlaanderen (Belgium) and the Rijkswaterstaat Centre for 
Transport and Navigation (the Netherlands). The main objective of NAIADES is to create 
coherent links to exploit the full potential of inland navigation through a better coordination of 
national transport policies in the field of navigation in the Danube basin. 


The whole EUSDR process is monitored by the Interact Program (Vienna being the focal point). 


With regard to inland waterway transport, concrete infrastructure projects include, for instance: 


                                                


6 
24.8 Bios Euros for transport for the programming period 2007-2013 out of which only 0.7 for the ports and inland 


waterways 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 16 of 127 Annex 5 – Danube Case Study Progress Report II 


– the removal of shipwrecks, bridges debris and unexploded weapons from the riverbed 
wich, on some stretches of the lower Danube are still hindering traffic and endangering 
safety of navigation especially in low water periods; 


– building the Danube – Bucharest Canal to connect the capital city of Romania with the 
river through a waterway, defend 11 localities and 30,000 ha of farming land against 
floods, producing power, supplying water for irrigation, providing drinking water for the 
neighbouring localities and for aqua-farming. 


Other issues addressed are, inter alia: 


– implementing a transnational coordinated approach in ship waste management 
(WANDA); 


– supporting the Danube Commission in finalizing the process of reviewing the Belgrade 
Convention which would strengthen the role of the Danube Commission and also allow 
the accession of the European Commission as a member; 


– developing river ports into multimodal logistics centres; it is worth noticing at this stage 
that the Action Plan stipulates: “A coordinated and harmonized development concept 
for multimodal ports should be elaborated by Danube river basin countries and relevant 
stakeholders. As a basis for this activity, national port development plans shall be 
elaborated or reviewed with a view to their integration into local and regional 
development strategies”; 


– building on the network of Danube Waterway Administrations (NEWADA) to facilitate 
the coordination of activities and plans and the exchange of experiences among 
organizations responsible for waterway administration along the Danube; 


– developing container transport on the Danube to increase the use of multimodal 
transport by fostering a strong cooperation between ports and logistics partners of the 
private sector, upgrading the necessary infrastructure, establishing a network of main 
ports; 


– implementing harmonized River Information Services (RIS) for increasing the safety 
and environmental-friendliness of inland navigation, optimizing the efficiency of logistics 
operations, thus reducing overall transport costs;  


– establishing cooperation networks for logistics and nautical education focusing on the 
Danube corridor to improve education and training in the field of inland waterway 
transport in the Danube region (NELI).  


Another chapter of the Action Plan deals with rail and road transport, contemplating, for 
example, the construction of two new bridges linking Bechet (Romania) with Oriahovo (Bulgaria) 
and Calarasi (Romania) with Silistra (Bulgaria), while rail plans underline the necessity to pay 
special attention to the development of modern intermodal terminals connecting the Danube 
River with the rail network.  


On the whole, specialists consider the policies of the EU and of the various promotion agencies 
sometimes fail Danube shipping. 


The shipping companies underline navigational and RIS are prioritized while the river ageing 
fleet remains largely ignored and, though very important, these items should not take 
precedence over the vessels and port infrastructure themselves (over the past few years, the 
only investment in this respect has been a 17 Mio Euros loan by the EIB for the reconstruction 
and modernization of the port of Lom in Bulgaria despite a great deal of Lower Danube ports 
require substantial infrastructure investment). 
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4 ORGANIZATION SECTOR 


4.1 The Danube Commission 


Historical Background 


The Russian Empire controlling the Sulina mouth failed to maintain adequate navigation 
conditions there to force vessels to use Russian Black Sea ports instead of Turkish (later 
Romanian) ports. In 1856, at the Treaty of Paris following the Crimean War, Western European 
powers established the European Commission of the Danube (ECD) with the declared aim of 
improving the navigation at the mouths of the Danube and the concealed motive to keep Russia 
away from this strategic zone (the Treaty also pushed the Russian border 20 km north of the 
Danube). 


Following WWII, when most riparian countries became Soviet satellites, and most of the main 
remaining river fleet owned by, at one time, the world‟ largest river shipping company, 
DDSG/Vienna, captured and transferred to the Soviet Danube Shipping Company (SDP), 
Russia finally gained full control of the Danube. USSR therefore dictated that a new Danube 
Commission, composed only of riparian states (except for Germany and Austria7 should be 
established to cover the length of the Danube.  


In spite of the strong protests from the West this resulted in the Convention regarding the 
regime of navigation on the Danube signed in Belgrade on 18 August 1948, still in force to this 
day. This ended Western rule and political control over this key trade route. The Commission 
headquarters moved to Budapest in 1954.  


A restrictive cabotage agreement signed in Bratislava between the riparian national shipping 
companies (now mostly State-owned) followed in 1956, allowing vessels to trade only to or from 
their home countries. This de facto cancelled the international status of the river. Following the 
collapse of Soviet Union, Russia has become the only non-riparian member state of the 
Commission. The Commission, today, also includes 8 Observer States (Belgium, the Czech 
Republic, Cyprus, France, Greece, Montenegro, the Netherlands and Turkey). 


Present Role of the Commission  


The primary tasks of the Danube Commission activity are provision and development of free 
navigation on the Danube for the commercial vessels flying the flag of all states in accordance 
with interests and sovereign rights of the member-states of the Belgrade Convention, as well as 
strengthening and development of economical and cultural relations of the said states among 
themselves and with the other countries. The official languages of the Danube Commission are 
Russian and French (and German since 1991). 


The Danube Commission is focusing on the creation of a unified navigation system of inland 
waterways in Europe and gives the priority to the unification and provision of mutual recognition 
of the basic regulatory documents, required for the navigation on the Danube and on the other 
sections of the unified navigation system.  


It also plays an active role in contributing to the improvement of navigation conditions and safety 
of navigation and creating requirements for the Danube integration into the European system in 
the capacity of the significant transport corridor. 


                                                


7 
In actual facts, Austria joined in 1960 while Germany became a full-fledged member only in 1998, at the same time 


as Croatia and Moldova  
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The Commission therefore actively cooperates with the relevant international bodies, involved in 
different inland waterways transport aspects, such as the UNECE, the International Sava River 
Basin Commission8, the Central commission for the navigation on Rhine, the European 
Commission, the BSEC, etc. 


The Commission, which holds 2 full sessions per year, comprises a number of expert working 
groups addressing technical, legal and financial questions such as boat Masters‟ licenses, 
minimum requirements for standard fairway parameters, hydro-technical and other 
improvements on the Danube, the impact of climate change on inland navigation, ship-
generated waste, etc. 


With the aim of enhancing the role of the Danube Commission in the international cooperation 
in the field of inland navigation, the member-states of the Belgrade Convention are also 
working, since 2009, on a revised, modernized version which would vest additional powers to 
the Commission, entrust it with new functions, as well as allow to enlarging the circle of its 
members. This should become possible when the ongoing process of revision will end. 
Presently France, Turkey and the EU have declared their intention to become the members of 
the new Danube Commission. 


 


4.2 National Transport Strategies (Romania, Bulgaria)9  


4.2.1 Romania 


4.2.1.1 Salient Facts and Figures 


The degree of urbanization in Romania (54% of a total population of 21,9 Mio in 2011) is 
significantly lower than in neighbouring countries having either a comparable density per square 
kilometre (68% in Hungary) or a lower one (72,5% in Bulgaria), and well below Western EU 
countries (74% in Germany, 77% in France). This percentage is even decreasing since 2005.  


This means the population is more or less evenly distributed over the 239,000 square kilometers 
of the country, with only 5 cities hosting more than 300,000 people (Timisoara Iasi, Cluj-Napoca, 
Constanta and Craiova) plus the capital Bucharest, the largest city with 1,95 Mio (2,2 Mio in the 
LUZ area). Rural areas are said to represent 90% of the total area of the country. 


The GDP per capita in PPS, which rose constantly and significantly since the beginning of the 
2000‟s, is stagnating at about 46% of the EU-27 average due to the global economic downturn. 
Yet, the unemployment rate remains rather low (7% of the labor force in December 2011) and 
markedly lower than the EU average (9.9% - id -). 


In 2010 the share of road transport in Romania international trade was 70.5% for exports and 
71.2% for imports, while maritime transport represents 19.5% and 15.4% respectively. The main 
trade partner is the EU-27 (73.1% of the country imports and 74.3% of the exports). 


                                                


8 Launched in 2001 and officially established in 2005 between Bosnia and Herzegovina, the Federal Republic of 


Yugoslavia (now Serbia), Croatia and Slovenia to better utilize, protect and control the water resources of the river 
basin. The 947 km-long Sava is the second biggest catchment of Danube tributaries after the Tisza, draining an area 
of 97,713 square kilometers. 


9
 The national transport strategies of Ukraine and Molodva can be read in the corresponding country profiles 


published in separate reports by the Consultant. The sections of these strategies specifically relevant to the Danube 
are reviewed together with the description of their ports in Chapter 5. 
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Figure 5: Transport Infrastructure in Romania 


 


4.2.1.2 Intermodal Transport Strategy to 2020 – General Overview 


This document, drawn in 2010 and published in May, 2011, is the most recent and relevant one 
for the present report. 


It acknowledges that globalization of the economy and subsequent growth of the world trade is 
the key driver of the increasing demand in international transport over long distances, based on 
„door-to-door‟ services, which favor the rapid development of containerization allowing 
intermodal combination of different transport modes.  


The Strategy is based on the development of intermodal transport which is considered as the 
safest and best future alternative for meeting the needs of the users and helping to solve the 
problems of road congestion, also contributing to preserve fair competition, mitigate the 
consequences of the economic crisis, and implement the EU TEN-T priorities in Romania.  


This approach is better understood when reviewing the operation and present state of land 
transport modes which also bear on the present and future Danube operation (the provisions of 
the Strategy for maritime and river transport will be considered in other relevant chapters of the 
present report).  


Rail Transport 


The rail industry started being liberalized in 1998, and as of 30 September, 2010, not less than 
20 private rail-freight operators are active in Romania. The super and infra structure remain the 
property of the State, entrusted to CFR, the national railway company. CRF is divided in 4 
sections: CFR Calatori, for passenger services; CFR Marfa, for freight transport; CFR 
Infrastructura, which manages the Romanian railway network infrastructure and Societatea 
Feroviara de Turism, or SFT, which manages scenic and tourist railways. 
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Still, the lack of sufficient State support to CFR and investment for the rehabilitation and up-
grade of the railway infrastructure – including terminals (modernization of buildings, water and 
electricity supplies, access routes, platforms, storage areas, cranes and other handling 
equipment including loaders equipped with telescopic hydraulic spreaders for handling 40‟s, IT 
systems, etc.) - and poor maintenance, result in train speed restrictions, stops and delays, 
delays as well in handling, transferring, dispatching at the railway stations, and higher tariffs 
(partly deriving from too big a fragmentation of the market), pushing users to rather truck the 
containers and more than halving the overall cargo volumes carried by CFR Marfa within 10 
years10 (see Appendix 3). 


The volume of containerized cargo traffic on the 10,784 km rail route (out of which 4,002 are 
electrified) represents, on average, only 4% of the total volume of goods transported by rail 
during the years 2005-2009. 


Nonetheless private rail forwarders operate some domestic and international block container 
trains (Delamode Group – weekly Bucharest-Constanta South Port ; IFB – fixed departures 
from/to Antwerp, Zeebrugge, Genk to/from Bucharest, Bradu de Sus, Curtici/private terminal 
Rail Port Arad, and Oradea with possible connections to Turkey, Greece, Hungary11. 


Road Mode 


The road network spans over 81,713 km out of which 16,500 km of public network. There again 
however, because of insufficient investment, maintenance and repair, the Romanian 
infrastructure, though improving rapidly, lags behind Western Europeans‟ and cannot meet the 
needs and requirements of a modern market economy.  


There are plans to build a 2,260 km motorway system, consisting of six main motorways and six 
bypass motorways. As of 2011, 371.5 km are built and 845 km have construction contracts 
under way. 


Furthermore, budgetary constraints preventing a rehabilitation / modernization of the full 
network, and in order to avoid more damages, laws have been passed in 2010 limiting weight 
and dimensions allowed for freight vehicles on a number of public roads. Simultaneously the 
rehabilitation program launched in 2005 is going on and the above-mentioned limits are lifted 
step by step. 


However, 2006 forecasts for 2015 yielded a figure of 16,000 vehicles per hour on the public 
network near urban areas leading to congestion for freight as well as for passenger traffic 
(Appendix 4). 


                                                


10 
This further entailed considerable financial and social difficulties for CFR. The staff decreased from 45,760 


employees in 2000 to 25,382 in 2010. Even so, the company (as a whole) kept on making losses which climaxed 
when, in the wake of the global financial crisis, CFR registered a deficit in excess of 100 Mio Euros during the first 
semester of 2010. The Ministry of Transport and Infrastructure had to set up and implement an emergency plan of 
rescue which cost their jobs to another 4,000 employees, notwithstanding harsh benefit cuts and sharp increases in 
tariffs. Up to date CFR is still applying a strict plan of cost-reduction and should post a loss of „only‟ 80 Mio Euros for 
2011. 


11 Until 2009 the traction of IFB trains in Romania was performed by “CFR Marfa”, the freight division of CFR. As 


from 2010, the service is provided by “Logistic Services Danubius SRL”, one of the Romanian branches of DB 
Schenker. The average weekly frequency is 3 pairs of trans-trains with 40 containers per train. Reportedly, containers 
from Genk to Bucharest were previously transshipped from platforms to trucks in Oradea due to the excessive length 
of the rail travel within Romania. 



http://en.wikipedia.org/wiki/Motorway
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The growing importance of road transport in Romania clearly appears in the evolution of the 
modal split of freight transport (Appendix 2)12 as well as from the evolution of the national stock 
of freight vehicles (lorries, road tractors, semi-trailers and trailers classified as per the UNECE 
Glossary for Transport Statistics, 4th edition, 2009): 


2006 - 422,830 units  


2007 - 467,280 “ 


2008 - 612,179 “ 


2009 - 629,753 “ 


2010 - 636,077 “ 


4.2.1.3 Intermodal Transport Strategy to 2020 – Intermodal Terminals  


Existing Infrastructure 


Currently, there are 26 railway terminals in Romania, built in the 1970-80‟s, operated by “CFR 
Marfa” with a total capacity of 10,500 TEU. 12 of them, with inadequate road connections, no 
security, limited electricity supply, out-dated handling equipment, unsafe buildings are however 
closed.  


In addition there are 18 terminals operated by national and foreign private companies. 14 are 
located in river and sea ports, and geared for handling containers. 


3 are situated near border crossing-points (2 in Curtici/Arad close to Hungary13 and 1 in 
Holboaca/Iasi, near Moldova).  


The last one is in the important industrial and oil producing and refining centre of Ploiesti, 56 km 
North of Bucharest14 15. 


Proposals to Modernize Old / Build New Terminals 


Key transport corridors have been identified on the basis of an analysis of existing and future 
domestic and transit cargo flows: 


                                                


12 
It may be reasonably assumed that the 2008 slight, and 2009 much more significant drops in the share of road 


transport are linked to the global crisis and more particularly to the dramatic fall in the container trade at Constanţa 
during these 2 years (- 30,479 TEU or -2.16 % in 2008 compared with 2007 and – 786,632 TEU or -57 % in 2009 
compared with 2008). Although figures for 2010 and 2011 are not yet available, it may be anticipated that the share 
of road transport will fall much further as the crisis produces all its effects (see also Appendix 3). It seems that, for 
reasons which deserve a more detailed analysis than can be provided in this report, Romanian economy remains 
deeper and longer affected than those of neighbouring TRACECA countries which, as Ukraine or Georgia for 
instance, already started recovering. 


13
 One of them, the Container Terminal Railport Arad, with a 60,000 TEU handling capacity, being managed by a 


joint-venture between Romanian Trade Trans Log SRL, MAV Kombiterminal from Hungary and the Port of Koper 
(Slovenia). 


14
 Designed, built and managed by Belgian developer Alinso. The project total area covers about 250 ha and 


includes standard insulated and cold storage warehouses. It will be served by the nearly-completed A3 Bucharest-
Braşov highway, the main path towards the North and West provinces and the Western EU. The railway connection is 
downtown Ploieşti few kilometres away. The focus during the 1


st
 phase of this business park/logistics centre project is 


on light production, logistics & semi-industrial real estate. The container storage capacity is of 5,750 TEU. 


15 Ploiesti attracts many foreign investments. Big companies such as Lukoil, Shell, Unilever, Coca-Cola, Efes 


Pilsener, Interbrew, BAT have manufacturing plants there. Tengelmann, a leading German retailer, has made Ploiesti 
its central operational base for Romania. 



http://en.wikipedia.org/wiki/Bra%C5%9Fov
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1. Black Sea – Serbia / Hungary /Austria  


– by road and rail: Constanta–Bucharest-Nadlac/Curtici (main road and rail border-
crossing points with Hungary both close to Arad, the county capital, a major Romanian 
industrial and commercial city included in the 4th Pan-European Corridor), 


– by inland water ways through the Black Sea-Danube Canal and the Lower Danube: 


 up to Giurgiu then by road/rail Giurgiu– Bucharest–Timisoara– Arad–Nadlac / 
Curtici,  


 up to Calafat then by road/rail to Nadlac / Curtici,  


 up to Serbian, Hungarian and Austrian river ports Budapest directly via Calafat. 


2. Black Sea – Moldova / Ukraine  


– by road: Giurgiu-Bucharest-Albita(a border-crossing point with Moldova, 60 km South 
of Iasi), 


– by rail: Constanta–Bucharest- Albita  


– by inland water ways: 


 through the Black Sea-Danube Canal or the Sulina Canal and the Maritime Danube 
to Galati, 


 through the Maritime Danube to Giurgiulesti (Moldova)-Galati-Bulgarian river ports 


This has led to the pre-selection of 3 core and a number of secondary sites where intermodal 
terminals should be either up-graded or built in the short-term. 


A. West Romania - Timisoara area (core) 


Timisoara is located on the TEN-T Railway Priority Axis number 22 Athens-Sofia-Budapest-
Wien-Prague-Nuremberg/Dresden. This railway axis will link Timisoara to major nodal points in 
Romania: Arad to the North, near an important Romanian-Hungarian border crossing point, 
Craiova to the South, home to the Automobile Craiova (ex Daewoo, now Ford) factory and 
Calafat, on the Danube, just a few hundred meters across from Vidin on the Bulgarian bank, 
where the construction of the second road and rail bridge between Romania and Bulgaria is well 
advanced (initially planned to be completed in 2009 for a budget of 226 Mio Euros).  
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Figure 6: TEN-T Railways. Priority Axis 22 


 


Timisoara is also on the TEN-T Motorway Priority Axis number 7 Igoumenitsa/Patras-Athens-
Sofia-Budapest. 


As can be seen on the above and below maps, both these axes cross the Danube at the same 
above-mentioned Calafat-Vidin point and also have secondary branches to Constanta and the 
Black Sea via Bucharest. Besides, axis number 7 should link Timisoara to Pitesti, one of the 
main industrial centres in Romania and the heart of the automotive industry, home to automaker 
Automobile Dacia as well as several other automobile part manufacturers, exporting vehicles to 
the EU. 



http://en.wikipedia.org/wiki/Automobile_Dacia
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Figure 7: TEN-T Roads. Priority Axis 7 


 


B. Bucharest (West) (core) 


As the main conurbation and consumption centre of Romania, the capital city is a logical choice. 
The terminal would be built near the motorway A1 to Pitesti (TEN-T Axis 7 above) and further to 
Western Europe, in an area were a number of logistics providers are already established. 


C. Constanta (core) 


Likewise the role played by the „sea gate‟ of Romania in the domestic economy justifies the 
selection. The declared ambition of Romanian Authorities to make Constanta a major hub for 
the trade between Asia and Europe, also calls for the establishment of an international logistics 
centre in this port16.  


Non-core sites are: 


D. Giurgiu / Oltenita 


Giurgiu and Oltenita are 2 river ports, at km 493 and 430 respectively from the Danube mouth, 
and about 60 km each by road from Bucharest to which they are also rail-connected.  


Due to this close location to the capital, Giurgiu acts as the port of Bucharest. Giurgiu is right on 
the Pan-European Corridor IX (Helsinki-Alexandroupolis). It is as well the Romanian end of the, 
so far, only bridge over the Danube with Bulgaria where it starts in Ruse. 


                                                


16 The Strategy document mentions the road, rail and even air connections but, strangely enough, not the river‟s, 


although, in the perspective above-described, the Danube, provided proper policies are implemented, is a, if not, the 
key asset. 
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Oltenita is at the mouth of the 350 km-long river Arges which flows down from the Carpathian 
Mountains through Bucharest into the Danube and, since 1929, has been (and still is) 
contemplated as the natural way for digging a canal linking Bucharest to the Danube. 


E. Brasov Region  


Located in Transylvania, at the heart of the country, Brasov is the 8th most populated city in 
Romania, the metropolitan area being inhabited by some 500,000 people. It is situated on the 
TEN-T Railway Priority Axis number 22 Athens-Sofia-Budapest-Wien-Prague-
Nuremberg/Dresden (in the furrow of Pan-European Corridor IV from Athens to Berlin via 
Dresden). Brasov is an industrial city (manufacturing of MAN trucks under license by local 
producer Roman) and renowned tourism and winter resort. There are plans to build an 
international 1,000,000 pax airport at nearby Ghimbav, right by the future A3 Motorway. 


F. Suceava area 


Suceava, an industrial and touristic 100,000-inhabitant city with road, rail and air connection, in 
North Romania, is located on the Pan-European Corridor IX (Helsinki-Alexandroupolis). 


Further studies and surveys are planned for additional intermodal terminals at various locations 
over Romania in the medium, long-term range (Calafat – Craiova – Pitesti, Turda – Cluj Napoca 
– Dej – Targu Mures, Fagaras – Sfantu Gheorghe, Galati – Bacau – Iasi, Giurgiu/Oltenita – 
Bucuresti – Ploiesti)17. 


4.2.1.4 Intermodal Transport Strategy to 2020 – Conclusions 


The Strategy details an MCA selection grid based on macro and micro analyses (the macro 
includes, in particular, an assessment of the consistence of the proposed terminal locations with 
the TEN-T Program). Those sites where investments in infra, supra-structure, utilities and 
equipment can be minimized are favoured.  


The whole plan however rests on public planning, public funding (including, possibly, from 
Romanian neighbouring countries), regulations and policy incentives and subsidies (to 
maximise for instance the use of rail and inland waterways and, thus, also achieve a better 
balance between sustainable growth and environment), public management and monitoring by 
the Ministry of Transport and Infrastructure18.  


Involving the private sector (including port and terminal operators) and attracting its financial 
participation through PPP (briefly referred to as a good Western European practice) is 
contemplated but, seemingly, as a last option, and, above all, as the final phase of an operation 
already decided and undertaken – unilaterally - by the public sector19 20.  


                                                


17 It is worth noticing that although the link with Moldova and Ukraine is supposedly important and prospective, there 


is no core or secondary short-term project for an intermodal terminal at any location along the Maritime Danube, 
between Cernavodă and Tulcea 


18 Through a – to be established – Management Unit of Intermodal Projects composed of employees of the Ministry 


specialized in the transport and logistics industry 


19 
Basic funding would originate from the EU grants through the Transport Sectoral Program 2007-2013 and TEN-T 


Program and from the Romanian State Budget. 
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The same remark applies to the SWOT analysis which is made of the transport industry in 
Romania in the perspective of intermodal transport development.  


The shortcomings and (standard) failures of State structures (bureaucratic procedures, lack of 
clear-cut responsibilities and absence of coordination between State agencies, staff insufficient 
vocational training, lack of planning, delays in carrying out feasibility and other studies, issuing 
tenders, insufficient enforcement of existing rules, etc.) and enterprises (mostly the Railways) 
are thoroughly described and underlined while, again, the possibility of fostering a close 
cooperation with, for instance, major international logistics providers already present in the 
country, to address these issues and overcome the difficulties by bringing new ideas and 
sharing together experience and best practices remains ignored.  


It seems the globalization of the economy noted at the beginning is taken into account, but not 
to its full extent. In Romania in particular, where leading multinational corporations purchased 
chunks of the local heavy industry, the transport decision-making process (not to talk about 
production itself) is moving altogether from individual local sites to global company policy, 
outside of the country.  


The set-up of a network of efficient intermodal terminals at all main industrial locations over the 
country is regarded as the panacea and ultimate solution for the implementation of a 
competitive intermodal transport in Romania. This approach, in the Consultant‟s opinion, misses 
a few points: 


– it is reasonable to establish a logistics centre near an industrial zone to serve the 
needs of the existing manufacturing activities. Though, the plan should also include the 
absolute duty for the managers to attract further (light) industries and services. This 
needs a market-oriented/ business attitude more likely to be expected from private 
developers who should, therefore, be involved in the design of the logistics centre and 
fully associated in the decision process right from the start of the project. It must be 
stressed that The Romanian Ministry of Transport and Infrastructure is aware about 
this need and seeking 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. The RIA, whose main duties 
include the support to its members in their relationship with public authorities, the networking 
at home and abroad with other economic players and associations, the cooperation with 
institutions, universities, and schools involved in the training and certification of personnel 
working in the transport sector, proposals of laws, regulations, technical and administrative 
measures, dissemination of information throughout the Society, especially at political level, 
and organization of seminars and dedicated workshops to promote and develop intermodal 


 


20 
For the Programming Period 2007-2013, the Strategy document contains a proposal to hand the funds over to 


CFR, the national railways company, under the condition CFR signs a joint-venture contract with „local public 
authorities‟, not otherwise specified. Other, non-EU, TRACECA countries have also made the choice to entrust their 
national railways company with the task of implementing a Logistics Master Plan. However, as seen above in this 
report, CFR has implemented a major restructuration program to reduce its considerable losses and indebtedness, at 
a significant social cost. The allocation of further, partially State but mostly EU, financial resources intended 
specifically for the construction of the intermodal terminals, therefore call for a careful monitoring by the competent 
Authorities. All the more as the very fact that money is granted to one single public operator rather than to projects 
which, through a transparent process, would be recognized economically viable and approved, may result in a 
distortion of competition with other modes of transport and with the private sector. 


Last, where the choice of CFR for carrying out the modernization or construction of terminals at inland spots 
reachable only by road or rail may, to a certain extent, be justified, it would seem logical that sea and river ports be 
more directly involved where they are concerned. 
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transport in Romania, has also set itself the task of promoting the Danube as the principal 
traffic way to transit goods to and from central Europe.  


The RIA is a member of the informal Short Sea Association. It takes an active part in 
Romania in explaining to the users the features and targets of the EU Transport Policy and 
highlighting its benefits for the country, especially in the field of inland waterways.  


However, the RIA, at the moment, still mainly includes public organizations/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 Constanta, and the Administration of Giurgiu 
Free Zone. Efforts made to attract members from the private sector have not proved very 
succesful 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; 


– likewise the notion of „multimodal terminal‟ sounds too restrictive and seems 
inappropriate for sites like, for instance, Constanta, which, being a seaport with a 
number of different terminals handling different type of cargoes/commodities (including 
bulk, breakbulk, container and Ro-Ro), having even several terminals for the same 
cargoes (containers), being connected by rail, road (and soon by a motorway) with the 
rest of the country, by air with the rest of Europe, and through the Agigea- Cernavoda 
Canal to the Danube, is, already, and in every possible respect, a multimodal terminal. 
Albeit to a lesser extent, the same holds for Giurgiu/Oltenita and other Lower and 
Maritime Danube ports. Such places need to be dealt with using a different conceptual 
approach, 


– while the Strategy obviously and logically addresses first and foremost Romanian 
needs and issues, it overlooks its own regional dimension: 


 at national level: the plan is to pepper Romania with multimodal terminals which 
must be at least 300 km away from each other (criterion 5.3 of the MCA). Apart from 
the fact geography sometimes makes it simply impossible to meet such a 
requirement (there are only 204 km from Constanta to Bucharest and 60 km from 
the latter city to Giurgiu for instance) the criterion in itself is not relevant. The 
terminals – even though close to each other - may serve different 
purposes/needs/cargoes/customers. Then, they can complement each other and 
become part of a network where some of them would turn into local hubs and evolve 
into real logistics centres, 


 at international level: the Strategy ignores what are the plans of the neighbouring 
countries and how they could fit in with (or contradict) those of Romania. As an 
example, Giurgiu in Romania and Ruse in Bulgaria, a few hundred meters from 
each other across the Danube, and both part of Danube 21 Euroregion, plan to 
develop multi-modal platforms. Some coordination between the projects could 
certainly help develop synergies, avoid duplications, which may result in a 
destructive competition and losses for all, and would, last but not least, ensure an 
optimal use of public funds which, ultimately, will be, in both cases, provided by the 
EU for the greatest part. 
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4.2.2  Bulgaria 


Figure 8: Transport Infrastructures in Bulgaria  


 


4.2.2.1 Salient Facts and Figures 


A key long-term structural feature of the country is the steady decrease in the population which 
from a peak of slightly over 9 Mio people in 1989 is down to 7.365 Mio as per the last (2011) 
census. Emigration (mostly of young people having received higher education) and the lowest 
birth and highest death rates of any sovereign state in the world yield a negative growth (-0.78% 
in 2011). 


The resulting ageing of the population already brings about harmful consequences for the social 
and economic situation of the country: increased medical expenses and social contributions to 
the retirement and pension funds, decrease in consumption, in individual savings and 
investments, and deeper corresponding deficits in the State-budget. At the micro-economic 
level of this report, this results in the distribution of the burden of the transport industry 
expenses, i.e. capital expenditures and usage costs, among fewer and fewer people.  


Most Bulgarians reside in urban areas (72.5%), Sofia, the capital city and 12-th largest city in 
the EU, hosting alone 1.2 Mio inhabitants (over 16% of the total population). 


With the international economic crisis, unemployment rate jumped and represent 11.2% of the 
total labor force as of December, 2011. 


The GDP per capita in PPS, which, as in other Eastern European countries, rose constantly and 
significantly since the beginning of the 2000‟s, is stagnating at 44% of the EU-27 average since 
2008. 


The main trade partner is the EU-27 (58.44% of the country imports and 62.5% of its exports in 
2011). Other, non-EU important partners include Russia, Ukraine and other CIS countries 
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(23.7% of the imports and 5.94% of the exports), Turkey (4.85% and 8.6%) and the neighboring 
countries in the Balkans (Serbia, FYROM, Albania, Croatia). 


4.2.2.2 The Strategy for the Development of the Transport System of the Repub-
lic of Bulgaria until 2020 – General Overview 


This document has been published in March, 2010. It underlines the importance of the transport 
industry for Bulgaria, representing 11.7% of the gross value added in the country and directly 
employing over 120,000 persons (about 6% of the country total employed labor force).  


A strong emphasis is laid upon consistency of the Strategy with the EU Transport Policy which 
is thoroughly reviewed and analyzed:  


– the White Paper on “European transport policy for 2010: time to decide”, published in 2001, 
highlighting the four pillars of the development of transport during the 10-year period:  


 changing the balance between the different transport modes, 


 removing bottlenecks, 


 placing the users in the focus of transport policies (in terms of safety, environment, 
pricing and rights), 


 managing the effects of globalization of transport (including the integration of the 
infrastructure of the new EU member states into the European transport system), 


– the 2006 Mid-term Review of the White Paper titled “Keep Europe moving – sustainable 
mobility for our continent”, stressing the need for political instruments which allow a shift to 
more environment-friendly transport modes wherever possible, 


– the EC communication published on June 17, 2009, titled “A sustainable future for transport: 
towards an integrated, technology-led and user-friendly system”, containing for a part 
objectives which had been drafted a year earlier by the EC in a special package of 
initiatives, called later “The Greening Transport Package”, addressing the EU targets to 
reach by 2020 a 20% reduction of greenhouse gas emissions by 20%, 20% increase in the 
share of renewable energy sources and 20% reduction of energy consumption.  


The „Greening Transport Package‟ lays also the foundations for a „Strategy for the 
internalization of external costs‟ based on the necessity to develop a more efficient pricing 
system in transport, reflecting in a better way the actual transport expenses, in order users take 
over the expenses they generate and do not assume directly today (such as losses of time due 
to road congestion, health problems caused by noise and air pollution, climate changes 
resulting from gas emissions), and motivate them to change their behaviour to reduce these 
expenses.  


As well as a set of documents more specifically related to each transport mode and to the 
logistics sector: 


– 2007 Communication of the Commission titled “Towards a European rail network for 
competitive freight” followed in 2008 by a Proposal for a Regulation of the European 
Parliament and of the Council concerning a European rail network for competitive 
freight, 


– EC Action plan for the deployment of Intelligent Transport Systems in Europe, 


– 2009 EC “Strategic goals and recommendations for the EU‟s maritime transport policy 
until 2018”, and January 2009 “Communication and action plan with a view to 
establishing a European maritime transport space without barriers ”, 
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– “Motorways of the Sea” concept included in the working program of the TEN-T Network 
for the financial programming period 2007 – 2013 and identified as a specific activity 
within the Marco Polo II Program, 


– the EC January 2006 “Communication on the Promotion of Inland Waterway Transport 
“NAIADES” an Integrated European Action Program for Inland Waterway Transport”, 


– the European Council assignment to the EC June 19, 2009 of the task to draft the “EU 
Strategy for the Danube Region”, 


– the EC 2006 Communication regarding the logistics of freight transport in Europe, and 
the 2007 Communication, titled “Freight Transport Logistics Action Plan”, 


– the 2009 Green Paper TEN-T: “A policy review–Towards a better integrated trans-
European transport network at the service of the common transport policy”. 


The Strategy is therefore clearly aligned on EU basic principles of harmonized development of 
all components of the transport system, elimination of infrastructure bottlenecks, putting 
consumers in the policy focus and management of the consequences from globalization 
processes. Accordingly special attention is paid to the EU cohesion policies and integration of 
the Bulgarian transport network into the European system in defining investment policies. 


The duties of the State and the boundaries of its scope of action in the process are also 
explicitly defined and delimited: the objectives must be achieved involving all the participants in 
the transport industry and „the state must relieve itself of non-inherent functions as owner and 
manager‟. 


Its functions must be limited to organization, regulation, control and research and assessment of 
most appropriate funding sources including PPPs.  


It is correctly noted that while Bulgaria, due to its favourable geographic location, may expect to 
catch a significant part of the growing EU-Asia trade and enhance its function as a transit 
country, same will not necessarily happen if infrastructure investments are not made, 
adequately matching the needs of the EU and neighbouring countries. The worldwide shift from 
transporting large volumes of low-price bulk materials, oriented mainly to railway and 
waterborne transport, to smaller-volume general high-value freight, oriented towards road 
transport and the lessons which have to be drawn from the emergence of this long-term trend, 
in terms of reorganization of railway and waterborne transport, are well underlined. 


The Strategy notes that because of the constantly decreasing population and the limited 
domestic market, a certain stability of domestic freight transport (representing over 85% of the 
total demand for freight transport service) as well as a relatively low level of utilization of the 
existing transport infrastructure should be expected (see also Appendix 5).  


Consequently, infrastructure charges will result increasingly higher, rendering it necessary to 
rationalize the network and optimize its maintenance. 


However the improvement of the navigation parameters and elimination of bottlenecks along the 
Bulgarian-Romanian section of the Danube should create conditions for an overall increase of 
transit through the country mainly from Western and Central Europe to the Middle East. 


As for Romania, the regulatory framework is no issue since the harmonization of Bulgaria‟s 
legislation with the legislation of the EU and achieving a full compliance, was the main 
prerequisite for Bulgaria‟s accession and establishment as a full EU member state.  


Transport demand growth forecasts drawn by the “National Transport Policy” Directorate show 
that intermodal transport has the best chances for development. Though no significant changes 
in the modal split are expected, the improvement of rail freight transport performance and 
increase of freight transport along the Danube will happen at the expense of road transport. 
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Following a review of future development trends and a SWOT analysis of the Bulgarian 
transport sector, a number of strategic priorities and corresponding measures for their 
implementation and monitoring are specified. 


Regarding the development of the logistics infrastructure, a project had been developed, before 
Bulgaria accession to EU-membership, with a PHARE Program financing, to carry out an 
analysis of logistic transport connections, measures necessary for strengthening multimodal 
transport and the need for building, rehabilitating or modernizing a specific type of intermodal 
infrastructure at certain precisely defined places.  


With the Measure number 5 relevant for the implementation of the Strategic Priority 1 (Efficient 
maintenance, modernization and development of the transport infrastructure), the Strategy 
underlines that efforts, during the coming years, will be focused on creating optimal conditions 
for the simultaneous development of both the transport infrastructure along the priority Trans-
European axes, and of the necessary intermodal terminals, and names the following projects 
either for further progress or implementation: 


 construction of intermodal terminal in Sofia21, 


 construction of intermodal terminals in the cities of Ruse22 and Plovdiv, 


 construction of container terminals at Port Burgas – West and Port Varna – East, 


 design and construction of new intermodal terminals in response to emerging needs. 


During the interviews and meetings with stakeholders conducted during the field-missions, the 
Consultant was informed that the plan, to date, includes 10 multi-modal centres (among them 
Vidin and Lom on the Danube in addition to Ruse) which, in a broader approach, would 
apparently be coupled with the same number of new industrial zones, following thus rather a 
logistics centre than multi-modal terminal approach.  


Here again it is necessary to review the condition, operation and future of the land transport 
modes which, as will be seen further, entail direct consequences on the future exploitation of 
the Danube. 


Rail Transport 


The Bulgarian State Railways (BDZ EAD) is divided in 4 sections: 


 BDZ Putnicheski Prevozi Ltd. - responsible for the passenger services (31.36 Mio 
passengers carried in 2009, 


 BDZ Tovarni Prevozi Ltd. – for freight transport and rail freight forwarding with 
subsidiary BDZ SPED Ltd, 


 BDZ Traktzionen Podvizhen Sustav Ltd. – for locomotive management and 
servicing, 


 BDZ-Koncar Inc. – a joint venture between BDZ EAD and KONČAR Group from 
Croatia which main scope of work is locomotive repairs and modernization. 


                                                


21 A first intermodal terminal has opened in 2011 at Yana, a village located 22 km West of Sofia. 


22 A key element for the development of the intermodal traffic between Europe – Asia through Bulgaria as it will offer 


a connection between the Danube and the Black Sea by railway. 



http://en.wikipedia.org/wiki/KON%C4%8CAR_Group

http://en.wikipedia.org/wiki/Croatia
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Figure 9: Bulgarian Railroad Network  


 


The railway infrastructure (including 148 tunnels, 1,018 bridges and 7,800 switches) and 6,938 
km-long European gauge (1435 m/m) track network (about 70% of which is electrified) belong to 
another state company, created in 2002, the National Railway Infrastructure Company. 


Following the deregulation of freight transport by rail, a number of private and foreign operators 
operate in the country (Bulgarian Railway Company, Bulmarket, DAMCO23, DB Schenker Rail 
Bulgaria, Discordia, Gastrade, Rail Cargo Austria, Unitranscom, etc.). Competition should result 
in improving services quality, reduced prices, and thus create conditions for shifting freight from 
road to rail transport. The requirements for protecting the environment, introduction of the EU 
road transport rules, for instance limits on driving time and truck weights, and expected rises in 
the prices of fuel and labour also may increase the attractiveness of railways, as freight 
operations by road will become more expensive.  


Still railway transport is visibly lagging behind other transport modes in terms of facing the 
challenges of the country‟s EU membership.  


The absence of any fixed borders for other transport modes and the enhanced role of private 
transport operators have boosted the level of management organization to the relevant market 
level, which makes them much more competitive than railway transport. 


Reportedly, BDZ has been plagued since the early 90‟s with losses of market shares to the road 
transport resulting from the unsatisfactory state and level of standard maintenance of the 
existing infrastructure, obsolete rolling stock and subsequent obligation to reduce train speeds, 
a low level of utilization of information and telecommunication technologies, an uncompetitive 
tariff policy (yielding declining revenues – at an accelerated pace ever since the global crisis 


                                                


23 
A subsidiary of Danish APM Møller Group. 



http://en.wikipedia.org/w/index.php?title=National_Railway_Infrastructure_Company&action=edit&redlink=1
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broke out - insufficient to cover the running costs and service the debt), a structural deficit of 
financial resources for modernization and expansion of the existing infrastructure, as well as for 
research and development, the absence of competent, business-oriented management, an 
overabundant staff24 25.  


Hence, Bulgarian Authorities recognize the need to review the existing transport networks, 
nodes and facilities, focusing on priority ones while specifying less stringent maintenance 
standards for second-rate facilities. A portion of the existing infrastructure of local importance 
(sometimes not utilized at all but still run and maintained as during communist times) should be 
transferred for use and maintenance to interested parties (municipalities, industrial enterprises, 
private business, etc.) or closed altogether in case no interest is displayed. 


This should additionally have a positive environmental effect as the Bulgarian level of carbon 
intensity for electricity provision (over 1,000 g CO2/kWh) is well above the EU average (344 g 
CO2/kWh in 2005). Studies show that about 530 km of lines could be suspended for operations 
and dismantled with very minimal impact on people‟s transport needs but significantly positive 
results for the State-budget.  


Users met during field-missions underlined that, apart from the comparatively short distances 
which have to be covered in Bulgaria (Varna, the third-largest city, and major container seaport 
is only 470 km far from the capital)26, the rail offer remains uncompetitive both in terms of door-
to-door transit-time and tariffs27.  


Purely domestic block container train operations therefore remain an exception and difficult to 
make profitable28.  


                                                


24 About 14,000 labor force at BDZ EAD and another 15,000 at NRIC. This is also due to the fact NRIC‟s 


maintenance practices rely on a lot of manual labor under very difficult conditions and requires a lot of walking. 
According to a World Bank report the railway staff productivity in Bulgaria is between 25 and 30 percent of the 
average productivity in the EU (see Appendix 6). In 2009, BDZ‟ revenues from passenger tickets were around BGN 
84 Mio and staff costs BGN 98 Mio. Similarly, for NRIC, revenues from track access charges were BGN 102 Mio and 
staff costs BGN 157 Mio, the difference being in both cases, covered by money from the state budget. BDZ plans in 
September 2011 was to lay off 2,000 staff. 


25
 In December 2011, while renegotiating the repayment of loans due to German State-owned development bank 


KfW, Mr. Ivaylo Moskovski, who was appointed Minister of the MTITC in May of the same year, declared: „We found 
the company in a very poor condition with BGN 800 million in debts and unable to pay its liabilities. Amid a strike we 
are trying to heal the company and implement the necessary radical reforms to stabilize the company‟. He also 
informed that the Government planned to offer BDZ‟s cargo subsidiary for privatization and hoped to ensure money 
under the WB loans (to be signed in January 2012) after the railway transport reforms are set into operation (In 
August 2011, the Government of Bulgaria and the WB completed the negotiations of two loans in support of 
Bulgarian railway reform, namely the Specific Investment Loan to NRIC of EUR 70 million to modernize the 
maintenance of railway infrastructure, and the first of a series of three Development Policy Loans over the period 
between 2011 and 2013 of EUR 80 million each). 


26 The short distance argument is questionable. In the TRACECA region, Georgian Railway is successfully operating 


a block container train between the port of Poti and the capital city, Tbilisi, which are only 350 km far away from each 
other. 


27 As a result, such logistics service providers as DB Schenker, moving cargo from Western Europe by rail to 


Bulgaria, in order to save on costs and delivery time, unstuff the wagons in Sofia and carry the goods to final 
destinations by truck. 


28 Western Bulgaria and the main consuming area of Sofia are also closer to the Greek port of Thessaloniki. 


International block train operations have started in September, 2011 between Koper, Ljubljana (the capital of 
Slovenia) and the Yana-Sofia Intermodal Terminal (this train is operated by Adria Kombi). 
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The measures contained in the Strategy for the Development of the Transport System of the 
Republic of Bulgaria until 2020, relevant for the implementation of the Strategic Priority 1 
(Efficient maintenance, modernization and development of the transport infrastructure), are: 


 the modernization of the Sofia – Plovdiv railway line with a budget of 353 Mio Euros 
and completion of works in 2014, 


 the electrification and reconstruction of the Plovdiv - Svilengrad – Turkish border 
railway line (at an initially estimated cost of 340 Mio Euros and completion by 2010), 


 the renewal of railway sections along the Plovdiv – Burgas railway line (pertaining to 
the TEN-T network), 


 the modernization of the Sofia – Dragoman29 railway line (pertaining to the TEN-T 
network) at a cost of 85 Mio Euros and due to be completed this year, 


 the modernization of the Vidin – Sofia railway line30 at an initial budget of 1,324 Mio 
Euros and completion term in 2017. 


Road Transport 


As of December, 2010, Bulgaria had a road network 19,456 km, including 437 km of high-speed 
motorways (480 km as of December 2011).  


Insufficient investments in maintenance and development of the network compounded by 
increased road passenger and freight traffic31 in the last decades have left the network in an 
overall dilapidated condition.  


                                                


29 A Ro-La Terminal has recently been built at Dragoman, on the Bulgarian-Serbian border, for serving Serbia (there 


is no railway connection between Bulgaria and the FYROM, however, the Transport Ministry of FYROM announced in 
2011 that it will launch the construction of a railroad track leading to the country's border with Bulgaria in 2013. 
Financing is provided by the EIB and EBRD). 


30 As a first step of the overall modernization of the line down to Kulata on the Bulgarian-Greek border and further to 


the port of Thessaloniki, creating a direct link between the Danube and the Mediterranean Sea. 


31
 Evolution of the national stock of freight vehicles (lorries, road tractors, semi-trailers and trailers classified as per 


the UNECE Glossary for Transport Statistics, 4
th


 edition, 2009): 


2006 - 208,295 units  


2007 - 239,769 “ 


2008 - 273,570 “ 


2009 - 290,784 “ 


2010 - 304,436 “ 
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Figure 10: Bulgarian Road Network 


 


The insufficient number of bypass roads, compelling the vehicles to pass through many urban 
areas and villages, the limited number of roads with more than two lanes, the weak load-
carrying capacity of the pavement (which should be raised to 11.5 T/axle along the main 
international transport axes by 2014), a still heterogeneous stock of vehicles, contribute to 
deliver a road transport offer of sub-standard quality also regretfully reflected in the number of 
deaths per million inhabitants (Bulgaria 139 for an EU average of 78 in 2008).  


According to official statements, the state of Bulgarian secondary and tertiary roads has been 
deteriorating since 1984 with some of them left unrepaired since 1971.  


Since 2006 however, the Government has been addressing the issue within the frame of the 
Strategy for the Development of the Transport Infrastructure of the Republic of Bulgaria by 
2015: 770 km were overhauled in 2007, another 770 km in 2008, 555 in 2009, 500 in 2010 and 
the plan for the year 2011 was to repair another 3,100 km. 


Besides 6 projected motorways totaling 720 km should be available by 2015 improving national 
as well as international connections: 


A1 - Trakiya motorway - Sofia - Plovdiv - Stara Zagora - Karnobat – Burgas  


A2 - Hemus motorway - Sofia - Yablanitsa - Shumen - Varna 


A3 - Cherno More motorway - Varna to Burgas 


A4 - Maritsa motorway - Parvomay to Kapitan Andreevo (Turkish border) 


A5 - Lyulin motorway - Sofia to Pernik 


A6 - Struma motorway - (Sofia) Pernik to Kulata (Greek border) 


A1 and A2 will provide Serbia with a direct road connection to the Black Sea, while A5 and A6 
represent a straight road link between the Danube at Vidin and the Mediterranean Sea at 



http://en.wikipedia.org/wiki/Trakiya_motorway
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http://en.wikipedia.org/wiki/Stara_Zagora
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Thessaloniki, complementing the rail line following the same track and under rehabilitation, 
mentioned above in this report. 


 


4.3 River and Sea Governmental Agencies and National Companies Monitoring 
the Danube in Romania and Bulgaria 


4.3.1 Romania 


4.3.1.1 Romanian Naval Authority  


The Romanian Naval Authority (ANR) is the specialized agency of the Ministry of Transport for 
the safety of navigation including on the Danube. As such it has the following main tasks: 


 inspection, control and surveillance of navigation in Romanian navigable waters 
(VTMS, RORIS), 


 Port and Flag State Controls, 


 fulfillment of the obligations assumed from the international agreements and 
conventions to which Romania is part of (including corresponding implementations 
in the country‟s legislation) and representation of Romania in international maritime 
organizations, 


 coordination of search and rescue activities in the Romanian navigable waters and 
actions to be taken in case of navigation accidents and casualties, 


 protection of navigable waters against pollution by vessels and sanctioning of 
offenders, 


 technical surveillance, certification and registration of maritime and inland water 
ships under Romanian flag,  


 assessment of competences, examinations, registration and certification of 
Romanian seafarers, 


 supervision of the compliance of the Romanian naval transports with the provisions 
of the ISM and ISPS Codes. 


The ANR is headquartered in Constanta and carries out its duties through all sea and river 
harbor master's offices and technical inspectorates. The ANR has a close and, reportedly, very 
satisfactory cooperation with its counterparts in TRACECA and other Black Sea riparian 
countries. 


4.3.1.2 National Company ‘Administration of Navigable Canals’ 


The National Company „Administration of Navigable Canals‟ (ACN) is the owner and operator of 
the Danube-Black Sea Canal which started being constructed in 1949 and was finally 
completed and opened in 198432.  


                                                


32 
One of the reasons for the construction of the Canal, at the time, was to avoid the Danube Delta which is difficult to 


navigate (unstable mouths of the Kylia branch, shallow waters in the Sulina branch and shallow waters and sinuous 
course in the Sfântu Gheorghe branch). 


 



http://en.wikipedia.org/wiki/Sf%C3%A2ntu_Gheorghe_branch
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Figure 11: Danube (Blue) and the Black Sea-Danube Canal (Red) 


 


This Class VI (highest class) Canal is 64 km long, 70 to 90 m large, 7 m deep, 5.5 m draft, has a 
16.5 m bridge clearance. It links the river port of Cernavoda to Agigea, the Southern port of 
Constanta reducing the travelling distance by 400 km.  


Figure 12: Black Sea-Danube Canal at Constanta 


 


A northern Class V, 26.6 km long, 50 m wide, 5.5 m deep, branch, known as the Poarta Alba-
Midia Navodari canal, opened in 1987, links the Canal to the main Romanian oil port of Midia 
(see map above). 


The Canal is bound by two 310 m-long, 25-m wide, 7,5 m-deep locks, one in Agigea and the 
other one in Cernavoda while there are 2, smaller, locks on the Northern Branch at Ovidiu and 
Navodari, close to the port of Midia. Water-level is no problem in the Canal.  
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Figure 13: Cernavoda Lock  


 


Source: ACN 


Apart from the Canal, ACN is also responsible for the technical operation and administration of 
the facilities at the settlements which have been turned into inland waterway ports (Megdidia, 
Basarabi, Ovidiu, Murfatlar, Luminita)33.  


ACN is taking part in a number of on-going and planned projects all financed by the EU. 


One of the most important is the NEWADA project (2009-2012) which is gathering the relevant 
administrations of all Danube countries together. The main aim of the project is to find common 
solutions to keep the Danube open all around the year.  


It also includes exchange of information about port facilities, navigation conditions, etc. through 
web portals which are also accessible on-line to users and through 4 dedicated access points 
(Ovidiu, Megdidia, Agigea and Cernavoda) to barge and sea-river vessel skippers. 


ACN Master Plan – also EU financially supported - has three main components: 


– ensure the safety of navigation: the plan contemplates the building of a ship designed for 
measuring the depths, performing hydrographical works, and monitoring closely the 4 km 
section between the Danube and the Canal where is located the Cernavoda Nuclear Plant 
(the Canal at its mouth in the Danube has been dug 1,5 m below the Danube riverbed);  


– protect the environment: the water from the Canal is drunk in neighbouring localities. 12 
monitoring containers laid at critical points have to be modernized. The tender is under 
preparation for despatch at the beginning of 2012; 


– maintain and modernize the infrastructure:  


 new signalling equipment has been installed in 2010-2011, 


 following the corresponding European Directive, a new VTMS (RORIS), is also 
under implementation (April 2010-April 2012) in collaboration between the ACN and 
the RNA, 


 the 4 locks and the Cernavoda pumping station will be modernized (the feasibility 
study has been completed, the EU application and tender should follow soon), 


                                                


33 Handling operations at all river ports of the Canal are in the hands of the private sector. 
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 a 180 Mio Eur plan is under finalization to build 4 stations for defence against 
flooding. The works should start in 2013 and last 4 years, 


 a feasibility study is under way for another project under evaluation for the 
modernization of the ports, platforms, dockways and waiting berths at all river ports 
(especially at Poarta Alba where the 1 pusher+6 barges convoys have to be 
dismantled to enter the smaller Northern Branch where only 1 pusher+1 barge at a 
time can be accomodated). 


Until the early 90‟s the Canal mostly served the Romanian internal/domestic trade plus an about 
0.5 MT phosphate traffic from the Danube-located Chemical Industry Prahovo plant (Negotin, 
Serbia). After the 90‟s the traffic developed from/to all riparian countries, the main carried 
commodity being coal from Ukraine to Eastern/Central Europe via Constanta and the Danube.  


Since the beginning of the 21st century the main and steadily growing commodity is raw 
agricultural products (especially grain) from Hungary and Serbia (from 1 MT in 2000 to over 4 


MT in 2010) and ores from Constanza to hinterland destinations. The trade, which is served by 
vessels belonging to the river fleets of all riparian countries, has developed as shown in the 
table below, the international one equalizing and sometimes exceeding the domestic one.  


The carriage of containers started in 2005 between Constanza and Giurgiu. During the past 2 
years Serbia and Hungary have shown an interest to have the service expanded but so far 
there are no regular connections.  


ACN is promoting the container trade by applying the lowest tariff to the carrying barges/river 
vessels for the use of the canal and locks (0.15 Euro cents per DWT between Cernavoda and 
Agigea, as for empty barges, whereas sea-river going vessels are taxed on the basis of their 
GRT). 
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Table 1: Black Sea-Danube Canal Traffic (in tons) 


    Out of which   


Year International Domestic Total Grain (A) 


Seeds 
and 
vegoils 
(B) 


Total 
(A)+(B) 


% of 
total 
trade 


1991 440000 3870000 4310000         


1992 853300 2836700 3690000         


1993 516522 4664251 5180773         


1994 366875 5999897 6366772         


1995 1196753 8038971 9235724         


1996 2208891 8181238 10390129         


1997 1684846 9456841 11141687         


1998 2569749 9695172 12264921         


1999 1416594 9150302 10566896         


2000 1186395 10112991 11299386         


2001 1590431 8538259 10128690         


2002 2823200 8339350 11162550         


2003 2720047 8056252 10776299         


2004 3607501 9658410 13265911         


2005 4347176 10971968 15319144         


2006 4302334 9097330 13399664 2804000 133900 2937900 22% 


2007 3887093 8533818 12420911 1655400 250500 1905900 15% 


2008 4774535 8363017 13137552 2180000 243500 2423500 18% 


2009 5104389 4166344 9270733 3622000 418400 4040400 44% 


2010 6332034 6026315 12358349 4377500 603900 4981400 40% 


2011 
(*) 4518348 6146063 10664411     


    


Source: ACN – Port of Constanta 


(*) 11 months 


4.3.1.3 National Company ‘Maritime Ports Administration’ SA, Constanta Port 


The National Company Maritime Ports Administration SA (NC MPA 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 port of Constanta, and 
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its satellites Midia34 and Mangalia35 (respectively located 25 km North and 38 km South of 
Constanta). As such it undertakes infrastructure works36 and monitors and implements security, 
safety and environmental port policy. 


Constanta is the biggest Romanian port, as well as the biggest EU port in the Black Sea, the 4-
th 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.  


Constanta is both a maritime and a river port linked to the Danube through the Danube–Black 
Sea Canal. It is also 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. This regular service, linking Constanta to Dnepropetrovsk 
through the Black Sea and along the Dnepr River, is performed with 2 STK Class sea-river 
vessels of 112 TEUs nominal capacity. The volume carried ranges about 10,000 TEUs p.a. 


Figure 14: Tavria Line Vessel ‘ALKOR’ in Service between Constanta and Dneprope-
trovsk 


 


Constanta 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 


                                                


34 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. 


35 Mangalia is mainly used by the Constanţa Shipyard. 


36 On-going projects at Constanţa include the extension of the Northern breakwater by 1,050 m, the construction of a 


road bridge over the Black Sea-Danube Canal to offer a quicker and easier connection between the Northern and 
Southern parts of the port as well as to the Constanţa-Bucharest highway bypass and the development of the railway 
capacity in the river maritime area of the port to better serve existing operators there. 
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can be handled at the several, privately-operated, terminals of Constanta including rail-ferries37 
and Ro-Ros.  


The Ro-Ro traffic (consisting, thus far, almost exclusively in new vehicles carried by large 
PPCs38 has been steadily on the increase since 2000, passing from 4 calls a year to 75 in 2010.  


In November, 2011, Turkish shipping company U.N. Ro-Ro39 opened a line between Pendik 
(Istanbul) and Constanta offering 3 sailings per week from each port, deploying a modern 2001-
built, 3,214 lanemeters (200 trailers) capacity, 21.5 kn speed, Ro-ro in this service40.  


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 Romania to deliver textile, shoes, veggies and fruits, chemical products 
and other commodities, to other Central Europe countries and Northern Europe. 


                                                


37 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, was running a number of liner services in the Black Sea with its 2 sister Ro- 


railferries „Mangalia‟ and „Eforie‟ (built respectively in 1988 and 1991; 85 up to 100 wagons/alternatively 80 TIR trucks 


capacity) between Constanta 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 up. 


38 
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. 


39
 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.  


40 This vessel should be replaced (March 2012) by a Ro-Pax with a bigger passenger capacity which would allow to 


obtain a priority and thus transit the Bosphorus quicker. 
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Figure 15: UN Ro-Ro Vessel ‘UND ATILIM’ in Service between Pendik and Constanta 


 


The peak traffic at Constanta was reached in 1988 at 62,342,000 T and nearly equalized in 
2008 (61.8 Mio T) during a pre-crisis dramatic growth period. The volume handled dropped 
down to 42 Mio T in 2009, slightly recovering in 2010 at 47.5 Mio T. The river traffic makes 
about 20% of the total. 


Table 2: Constanta Port Traffic (in tons) 


Year Maritime River Total 


2000     33104300 


2001     33800500 


2002     40523900 


2003     43245400 


2004     50433300 


2005     60632000 


2006     57138000 


2007 47014528 10768787 57783315 


2008 50452587 11385192 61837779 


2009 34149949 7864229 42014178 


2010 36975597 10588282 47563879 


2011 na Na 45972095 


Source: Port of Constanta 


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 representing now the first commodity handled at 
Constanta.  
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Table 3: Constanta Port Grain Traffic (in thousands of tons) 


Year  


2000 1,0124 


2001 2,7842 


2002 4,6589 


2003 3,7442 


2004 3,8838 


2005 6,01 


2006 7,1716 


2007 4,2589 


2008 6,6704 


2009 10,4187 


2010 12,062 


2011 9,5346 


Source: Port of Constanta 


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, Illyichevsk, Novorossyisk).  


A number of container shipping lines have accordingly redirected their deep sea services to 
these destinations and do not need any longer to tranship their boxes at Constanza.  


Also, Constanza lost his leadership as a container hub in the Black Sea, because Ukrainian 
container terminal operators, faced with comparable losses in the volumes of containers 
handled and willing to mitigate it, worked very hard to containerize 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 Illyichevsk in containers. Having very much 
improved the trade balance makes Ukrainian ports more attractive for the shipping lines.  


The container trade on the Danube from/to Constanta reached 10,012 TEUs in 201041. At the 
end of November 2011, in spite of the prolonged drought which prevented normal navigation 
since August, it had increased to 13,644 TEUs. This encouraging figure, however modest 
compared to the total number of containers handled yearly in Constanta, shows an increasing 
attractiveness of inland water way transport versus road and rail modes faced with other/new 
regulatory, environmental and financial challenges.  


                                                


41 
2007: 9.927, 2008: 11.555, 2009: 11.721 
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Table 4: Constanta Port Container Traffic (in TEUs) 


Year  


2000 105981 


2001 118645 


2002 136272 


2003 206449 


2004 386282 


2005 776594 


2006 1037068 


2007 1411414 


2008 1380935 


2009 594303 


2010 556694 


2011 662796 


Source: Port of Constanta 


NB: 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. 


Figure 16: BRP Pusher with 2 x 40 TEUs Barges En Route from Constanta to Belgrade 


Source: BRP 


As noted previously in this report, there is no 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 years and each time with reduced benefits for 
the operators.  


The port community recognizes the need for a real logistics centre especially bearing in mind 
the Port ambition to become the Eastern gate of Europe for its trade with Asia. The feeling is 
that things will start changing once the motorway between the capital and Constanta will be 
completed and Bucharest loses its monopoly over logistics activities in Romania. 
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4.3.1.4 River Administration of the Lower Danube (AFDJ, Galati) 


The AFDJ functions as an autonomous state control, in charge of all technical and navigational 
aspects of the river (the business activity of the ports depend from another administrative body) 
from its point of entry in Romania (Bazias on the border with Serbia) to its mouth in the Black 
Sea (Sulina) on a stretch of 1,075 km.  


As such its activities include the assurance of navigation conditions on Danube by means of: 


 dredging, 


 performing topo-hydrographical survey (to get acquainted with the morphological 
situation, the bed loads of the river, especially at the critical spots, flow and alluvium 
measurements, and measurements of current speed), 


 protecting the banks, 


 placing and maintaining coast and floating signaling equipments, 


 drawing up navigation maps, 


 collecting and processing hydro-meteorological data, elaborating forecasts on level 
variation of Danube waters on the Romanian sector, 


 examining and authorizing annually the pilots, issuing the pilot licenses for maritime 
Danube and supplying pilot service on the maritime Danube sector between Sulina 
roadstead and Braila and in the Danube maritime ports, 


 providing domestic and international towage (also for breaking ice).  


The AFDJ carries out the obligations of the Romanian state according to the international 
conventions and agreements to which Romania is part and, accordingly, is the Romanian 
organization participating in the Danube Commission. 


The Romanian Danube consists in 2 rather distinct segments: the river part which covers about 
900 km from Serbia up to Braila and the maritime part from Braila to Sulina. 


The maritime section of the Danube hosts 3 main ports (Reni in Ukraine and the 2 biggest 
Romanian ones on the Danube, Galatz and Braila) plus 2 secondary ports in Moldova and 
Ukraine (Giurgulesti and Izmail).  


Contrary to what happens on the river part, the traffic on the maritime one is not much 
hampered by the droughts and resulting low water levels. The available draft is 24‟ for vessels 
up to 8,000 DWT. 


The main problem is on the commonly managed part of the river separating Romania from 
Bulgaria between km 375 and km 610.  


According to the AFDJ, Bulgarians, for many years did not dredge due to the morphology of the 
riverbed: the bottom on the Bulgarian side is made of rocks which does not generate 
sedimentation. The Romanian side, on the contrary, is sandier, whereby there are more 
deposits and Romania needs dredging permanently.  


As a result sailors, as it seems, prefer to navigate on the Romanian part which is safer during 
low-water levels. When the level is normal both sides are used. 


In the second half of 2011 the level was low on both sides and Bulgaria having no adequate 
dredging equipment appealed to Romania for help.  


An additional difficulty is the fact that skippers often ignore the navigation recommendations 
they receive, do not control the depths and the ship‟s draft seriously often enough, sail and 
ground their vessels. Refloating them entail further destruction of the fairway. 
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The AFDJ is part of the already mentioned 36-month EU-funded NEWADA (Network of Danube 
Waterway Administrations) Project led by Via Donau, ending in February, 2012. 


Figure 17: AFDJ 2680 cbm Suction Hopper Dredge ‘DUNAREA MARITIMA’ 


 


Through its Instrument for Structural Policies for Pre-Accession (ISPA), the EU has supported 
improvements to navigation. 


The first ISPA project (2002-2006) provided technical assistance to address bottlenecks on the 
Calarasi-Braila section. It included field investigations, a bathymetric survey and a feasibility 
analysis. There was also an environmental impact assessment that involved considerable public 
consultation. In addition, a feasibility study and environmental impact assessment were 
undertaken for the redevelopment of the port of Calafat. 


The second ISPA project (2005-2008) provided similar technical assistance to improve other 
sections, notably the long stretch from Iron Gate II to Silistra/Calarasi, as well as the Braila-
Sulina Channel, the Danube-Black Sea Canal and the Poarta Alba – Midia Navodari Canal. 
These projects have paid special attention to sensitive environmental issues and potential 
downstream impacts on the ecosystem and on erosion and sedimentation patterns in the 
Danube Delta area. 


The third ISPA project (2006-2010) implemented work to improve navigation at 3 critical points 
on the Calarasi-Braila section prepared by the first project (38 Mio Euros plus 7 Mio for 
environmental monitoring).  


Now, within the frame of the EU Regional Policy, through the NAIADES/PLATINA action 
programme on the Promotion of Inland Waterway Transport, covering the period 2006-2013, 
funded through TEN-T and Cohesion Policy Funds, Romania should receive 170 Mio Euros to 
solve the problems of navigation bottlenecks on the Danube.  


A feasibility study has been carried out jointly with Bulgaria and the environmental assessment 
should be performed in 2012 while works should start in 2013 and be completed in 2017. These 
include building of drains, dikes, dredging, reinforcement of the banks (meant as well to protect 
against floods). The implementation was actually stopped for 1.5 year owing to the objections 
raised by environmental NGOs.  
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Besides, discussions are going-on with Moldova to lift the bridge crossing the river at 
Giurgulesti. 


Negotiations are also held at trans-national level for implementing permanent night navigation 
on the maritime section of the Danube. 


Finally, the AFDJ is responsible for fixing the tariffs for the use and maintenance of the Sulina 
Canal. They were last revised in 1988 and, the estimation is they should be completely waived 
within 10 to 12 years. 


4.3.1.5 Fluvial Danube Ports Administration, Giurgiu 


The Fluvial Danube Ports Administration (CN APDF SA, in short „APDF‟) manages all 10 large 
and 11 smaller river ports from Bazias where the Danube enters Romania from Serbia till 
Cernavoda, and serves as Port Authority for all of them, except Zimnicea and Turnu Magurele 
which are under the administration of Teleorman Local Council.  


Directly or through concessions it provides all shipping-related services: port areas safety, 
security and environmental activities (ashore and on the river), pilotage, towage, mooring, 
stevedoring (including sorting, labelling, palletizing, packing, and containerizing), bunkering, 
ship waste, garbage and sewage handling, tank degassing, ship repair, salvage and refloating, 
etc.  


Additionally it performs repair and maintenance activities of the local water transport 
infrastructure including signalization.  


Being managed and run as a private business (with seemingly no State-budget support), APDF 
developed a strong commercial identity, promoting its activities through advertising, market 
research, cooperation with business communities (potential customers as well as investors), 
development of modern IT systems and dissemination of technical and commercial information 
about their ports and facilities, at home and abroad.  


APDF is one of the 23 partners from 6 EU and non-EU countries in the Danube Inland Harbor 
Development (DaHar), co-funded by the European Regional Development Fund, and carried 
out within the frame of the SEE. DaHar, which spans over the period April 2011- March 2014, 
brings together small and medium-size Danube cities, looking to enhance their economic deve -
lopment through a common strategy and harmonized development of their respective ports 
through a specialization and diversification of their multimodal functions. The overall target is to 
build up a logistical network of Danube cities and ports complementing the role of larger hubs. 


 


4.3.2  Bulgaria 


4.3.2.1 Executive Agency Maritime Administration (EAMA, Sofia) 


The EAMA is, broadly, the equivalent of the Romanian Naval Authority, performing the usual 
tasks of a maritime administration with a geographical scope of activity extended to inland 
waterways.  


These include: 


 monitoring the safety/security of shipping in Bulgarian sea spaces and inland 
waterways, at ports and on vessels, 


 organizing/conducting of examinations, issuing of certificates for competencies to 
seafarers, 
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 conducting professional competence examinations for licensing carriers on the 
inland waterways, 


 monitoring living/working conditions of seafarers,  


 organizing/coordinating search and rescue operations, 


 supervising the protection of the marine environment/organizing fight against 
pollution (including on the Danube), 


 making proposals and participating in the planning and implementation of maritime 
and river infrastructure investments,  


 participating in the planning and implementation of concession contracts, 


 proposing revision of port charges tariffs. 


The EAMA is the Bulgarian partner in the SEE NELI Project, ending in March 2012, which 
addresses issues such as discrepancies between national educational systems in the field of 
inland waterway transport, lack of interaction and communication between training institutions 
and stakeholders in the sector, scarce or lacking e-learning services. 


It also represented Bulgaria in the ending SEE WATERMODE Project set up to promote a better 
transnational coordination between policy actors and stakeholders to increase the 
competitiveness of the alternatives to road transport, especially highlighting the potential of the 
water/ground multimodal transport and logistics. The project aimed, in particular at supporting 
the implementation of relevant investments for the improvement of the connections between 
sea and river ports with their hinterland. Among other tasks, the EAMA Team had to carry out, 
in 2010, a census of the best developed ports and multimodal facilities in Bulgaria most relevant 
to achieve the goal of the project. This led to the selection of 4 sea ports and terminals, 5 river 
ports and terminals and 2 inland logistics centres some of which will be reviewed further down in 
this report. 


4.3.2.2 Executive Agency for the Exploration and Maintenance of the Danube 
River (EAEMDR, Ruse) 


The EAEMDR is responsible for the survey and maintenance of sailing conditions on the 471 
km Bulgarian stretch of the Danube from the Serbian border up to Silistra on the Romanian one.  


Its specific activities include: 


 riverbed deepening, diving, trailing and vessel lifting activities for the maintenance of 
the waterway, the port water pools and winter passes;  


 monitoring the hydro-morphological and hydrological conditions in the river, 
measuring and recording fluctuations in the water level, speed and direction of the 
current, debit of the river, erosion of the banks and islands, formation of sand 
mantles and icing42 43; 


                                                


42
 All Danube river ports in Bulgaria, from Vidin to Silistra, are located on the Lower Danube and therefore facing the 


same recurring hydrological problems as their Romanian counterparts, i.e. too low a water level and icing over both 
preventing navigation. Icing over is an extremely unstable phenomenon on the Danube. Too high water levels, often 
resulting from breaking up after the river has been icebound, also entail floods while ice floes and drifts damage and 
sometimes destroy wintering boats, barges, dykes and port installations. 


43 Navigation has been nearly completely stopped along the Lower Danube from the 22nd of August till the 21st of 


December 2011 because of low water level and banned on the Bulgarian stretch from the 8th of February till the 2nd 
of March 2012 because of icing. 
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 collecting hydro-meteorological measurements; 


 disseminating information regarding the condition and forecasts for the waterway, 
navigational routes, and weather (including storm, flood, ice warnings) to the 
skippers and respective authorities;  


 scrutinizing and approving projects for the construction of hydro-technical and other 
infrastructure along the river; 


 implementing projects on the maintenance and improvement of the navigational 
conditions on the Danube. 


On-going projects are: 


 the last stage of the construction of a river shelter for winter camping of 39 vessels. 
There is no similar facility in the entire section of the river between the Black sea 
and Hungary. This project, which is part of the PHARE Cross-border Cooperation 
Bulgaria-Romania Program, should finish by the end of 2013; 


 the improvement of navigation conditions at 20 critical points (carried out in joint with 
Romania). 30-month delay having occurred, the project has been transferred to the 
next programming period (2014-2020). The feasibility study has been completed. 
The environmental assessment should take place during the next 6 months. The EU 
is financing 85% of the total costs which represent a 136 Mio Euros allocation for 
Bulgaria; 


 the improvement of the systems for navigation and topo-hydrographic 
measurements on the Danube. 


The EAEMDR takes part and/or represents Bulgaria in the already described EU-funded 
NEWADA, WANDA, NAIADES-PLATINA (including BulRIS) Projects. 


It contributes to the work of, among other international organizations: the Danube Commission, 
the Workgroup for Inland Waterway Transport at the European Economic Commission, the Joint 
Bulgarian-Romanian Commission for the Danube River (meeting twice a year) at the UN in 
Geneva. 


Figure 18: Ice on the Danube in Galati – March 2012 


 


The EAEMDR is also participating in the Joint Bulgarian-Romanian Commission for the Ruse - 
Giurgiu Bridge.  
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Figure 19: Ruse-Giurgiu Friendship Bridge 


 


There are 4 ferryboat services successfully operating under a regular day-only schedule 
between Bulgarian and Romanian river ports (Vidin-Calafat, Oriahovo-Bechet, Svishtov- 
Zimnicea, Nikopol-Turnu Magurele), a 5th one linking Silistra and Calarasi is presently 
suspended. 


The main reason for their existence is that there is one bridge only between the 2 countries, 
and, depending on the origin and final destination, taking the ferryboat results quicker and cheaper 
than driving to cross the bridge. For instance, the ferry between Svishtov and Zimnicea shortens the 
road path to and from Turkey to Central and Western Europe by 140 km when compared to the 
traditional route over the bridge allowing a time gain of nearly 4 hours by also avoiding the traffic in 
and around the city of Bucharest. 


Another reason is the improved enforcement of EU road regulations reducing driving-time 
allowances, forbidding truck driving during week-ends, imposing new overall weight and axle-load 
limitations, and truck / tyre higher technical standards in both countries. A third one is the lower level 
of taxes in Bulgaria than in Romania (VAT is at 20% against 24% and Corporate tax on profits at 
10% againt 16%) plus the delayed VAT return in the latter country, spurring Romanian enterprises 
to register in and transport via Bulgaria.  


Actually the two decks, one for road (two lanes) and one for railway traffic 2,223 m bridge has been 
built by Soviet Union between 1950 and 1952 The central part of the bridge (85 m) is mobile and 
can be lifted for oversized boats passage. The very first capital repair (replacement of asphalt 
coverage and underneath superstructure) took place only in July-August 2011 by and only for the 
half part belonging to Bulgaria.  


Since Romania and Bulgaria became EU-members the toll tariffs have decreased (they amounted 
to 53 Euros for a passenger car roundtrip before 2007 and only to 8 Euros now, 2 for the Bulgarian 
side and 6 for the Romanian one. A truck is paying 37 Euros for the Bulgarian part only). 
Reportedly, the bridge is usually congested just before and after week-ends (on Friday evenings 
and Monday mornings) with about 1 hour waiting time (for all vehicles, as it seems there is no 
streamlining of passenger and freight vehicles) and for many more hours in case of truck overweight 
(although, generally, only 10-15% of the bridge throughput capacity are used). Bulgaria would like to 
resume the ferryboat service which ran until 2005 between Ruse and Giurgiu as a (cheaper for 
truckers) alternative to the bridge. Romanians are however reluctant as the Ro-ro terminal operator 
in Giurgiu (Muka) went bankrupt and the facility is presently not operational. 


4.3.2.3 Bulgarian Ports Infrastructure Company (BPI Co.) 


BPI Co. is a State company which manages the infrastructure of the public sea and river ports. Its 
activities include the maintenance of port water areas, access channels, piers and other port 
installations, preparation of port development and corresponding investment plan, as well as the 
monitoring and implementation of concession contracts. BPI Co. fixes the port dues tariffs (channel, 
light, quay, tonnage and waste management dues) and collects them. 


The Bulgarian concession law, which has been regularly revised and improved since its inception, 
basically foresees a 35-year concession period to private sector operators with reciprocal 
obligations, including, for the concessionaire, the obligation to invest a pre-determined yearly 
amount and increase, in an also pre-determined volume, the traffic at his facility.  


To complement this, a new law is under preparation for PPPs. 
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5 PORTS IN TRACECA COUNTRIES ON THE DANUBE, TRAFFIC, ON-GOING 
PROJECTS AND PERSPECTIVES  


5.1 Sea Ports in Bulgaria (Seaports in Romania are Reviewed in Para 4.3.1 
above) 


Maritime transport via the 2 main Bulgarian seaports of Burgas and Varna, plays an important 
role in Bulgaria‟s external trade.  


Bulgaria, as seen previously in this report, has been seriously affected by the global economic 
downturn. 


Table 5: Bulgarian Sea Ports Traffic (in thousands of tons) 


  2005 2006 2007 2008 2009 2010 


Imports 14293 16250 15853 16791 11797 11847 


Exports 10548 11263 9047 9785 10096 11099 


Total 24841 27513 24900 26576 21893 22946 


Source: NSI 


However the considerable decrease in the tonnage of imports is mostly linked to the December 
2008 closure of the factory of 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. 


5.1.1 Burgas 


The port of Burgas lies at the Black Sea end of the Pan-European Transport Corridor VIII which 
via Sofia, Skopje, and Tirana, respectively capital cities of Bulgaria, FYROM, and Albania, 
reaches the Albanian port of Durres on the Adriatic Sea.  
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Figure 20: Pan-European Transport Corridor VIII 


 


Infrastructure investments are planned for improving the rail and road connections between 
Burgas and other Bulgarian cities (see above points 4.2.2.2.1 and its chapters).  


As in many countries of the former Eastern Block, there is no port specialization 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 2 terminals 
(to be increased to 4 terminals as per the Port Development Master Plan44. 


                                                


44 The Strategy for the Development of the Transport System of the Republic of Bulgaria until 2020, reviewed above 


in this report, lists the construction of one of these additional terminals – for container handling – under priority 
number one. 
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Figure 21: Burgas Port Development Master Plan  


 
Source: Port of Burgas 


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


Table 6: 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 traffics could nonetheless be attracted in 2011 such as chemical in big bags by 
vessels from Turkey proceeding further by rail to the Baltic States.  


Several rail freight operators contemplate opening soon a weekly block-container train between 
Burgas and Plovdiv which could later be on extended to Sofia45, the ultimate target being to 
capture part of the traffic to FYROM and Serbia. 


The Port is however putting a great emphasis 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 7: Total Number of TEUs Handled at the Port of Burgas  


2006 2007 2008 2009 2010 2011 


25936 30587 45927 23833 23538 29449 


                                                


45 As already noted, 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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The Customs purchased scanners and 50 officers are under training now to learn how to use 
them. Scanning should be implemented as from April this year on a 24/24 7/7 basis which will 
allow eliminating the unstuffing - restuffing of containers for inspection checks as performed 
presently. 


Within the frame of the 2014-2020 SOP for Transport and already-mentioned 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 
sq.m 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 Roro 
service which, until 2010, was performed by Somat, the subsidiary of German leading trucking 
company, Willy Betz.  


However, since Bulgaria should soon be integrated in the Schengen space, there are 
specific/additional requirements from the EU related with security (full adherence to ASTS 
Code) with regard to the existing Ro-ro Terminal. It is therefore planned to open a new terminal, 
able to accommodate 50 to 60 trucks.  


5.1.2 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 22: Port Varna  


 
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. 
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Figure 23: Port Varna  


 
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 2 terminals (one in each location), also 
established itself as the leading container gate of Bulgaria ( Appendix 7). 


As already noted, most of the containerized 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 BDZ EAD, BRP and the Port of Ruse try to develop such an inter-modal offer to/from 
Central Europe). 


Table 8: Varna Port Total Traffic (in thousands of tons) 


2006 2007 2008 2009 2010 


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


The Varna Ferry Complex (VFC) located at Varna West is one of the main ports of call of the 
railferry 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 24: Varna Ferry Complex with a Navibulgar 108-Waggon Railferry under Opera-
tions 


 
Source: Port Varna EAD 


This huge, high-tech facility at the time, designed and built in the late 70‟es, was considered as 
a natural prolongation of the Soviet rail network and therefore placed under the Railway 
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management. During the Soviet years there was a ferry call every 12 hours with 108 full wagons 
out and the same quantity in and the railway plan was established on an hourly basis. Today 
the plan is a monthly one and the service has become even more irregular owing to the crisis.  


The original infrastructure (which includes a number of state-of-the-art warehouses for stuffing / 
un-stuffing the railcars, special shed for changing the wheels46, storage areas for cistern-
wagons containing hazardous cargoes, customs bonded parking areas for trucks, etc.) remains 
in place and operational but much under-utilized, ageing and maintenance leaves much to be 
desired (plants and trees are growing freely along or in the railtracks and local peasants‟ cows 
wander freely around).  


There are two rail bridges however the left one is in a bad condition and therefore not used any 
more. This can be a problem if the traffic resumes at pre-crisis levels all the more as the above-
mentioned line to/from Port Kavkaz, is scaling up with Navibulgar acquiring a new vessel47 


which should be introduced in the service in the second half of 2012 beside the 2 Russian 50-
wagon „Annenkov‟ class vessels. Today, in spite of the increased occupancy of the sole 
operational ramp, the discharging + loading operations last only 2 to maximum 3 hours (for 
108+108 wagons) as there is no waiting time for the arrival of the wagons.  


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


Since 2009, another railferry 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%. 


At their recent meeting (January 2012), the Ministers of Transport of Turkey and Bulgaria have 
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.  


5.2 River Ports 


A complete list of ports on the Danube in TRACECA countries with their main features is 
presented in Appendix 8. Hereafter will be reviewed those, which, in the Consultant‟s opinion, 
present the highest potential of development.  


5.2.1 Romania 


It is noteworthy that, since the opening of the Canal from the Black Sea to the Danube, the 
trade path from and to Central Europe moved from the Danube Delta to Constanta. As a result 


                                                


46 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. 


47 
This new unit will have a Ro-ro capacity which, according to users, should entail a deviation from the Varna-


Illyichevsk service to the Varna-Port Kavkaz line of the trucks which, today, have to cross Ukraine to reach their final 
destinations in Russia. 
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the ports located on the Maritime Danube, downstream between Cernavoda and the mouth of 
the river, can develop only on the basis of their local/regional resources. 


Figure 25: Romania Main Sea and River Ports  


 


 


Source: Ministry of Transport and Infrastructure 


Another important feature which must be remembered is that there are few big cities in Romania 
and only one conurbation, Bucharest. Except for the latter, catchment areas of Danube ports 
cover wide geographical spaces.  


This can be illustrated as follows: the nearest river port from Cluj-Napoca, the 4th-largest city 
(305,000 inhabitants) and a major industrial and trading centre in Northwest Romania, is 
Orsova. Due to the condition of the road, corresponding speed limitations and the absence of 
by-passes compelling truck drivers to cross a number of villages and hamlets on the way, it 
takes 5h 21‟ to cover the 351 km distance between the two locations in optimal weather and 
traffic conditions. Provided the provisions of the International Road Transport Agreement 
(AETR), which Romania ratified, are applied, the overall journey should last: 


2 x 5h 21‟ + 2 x 45‟ pauses = 12h12‟ 


This is much over the maximum driving-time limit of 10h which makes the roundtrip impossible 
within a day (in comparison, this same roundtrip would, on average, last 2 x 4h +1 x 45‟ pause = 
8h 45‟ in Western Europe and could therefore be performed within the standard 9h per day 
driving-time limit).  


The on-going improvement of the road network is therefore of paramount importance for a 
smooth development of value-added trade via the river ports. Obviously the same remark holds 
for rail transport48. 


Two other factors deserve to be considered: 


 first, the last missing segment of the Bucharest-Constanta motorway will be opened 
this year. It can be reasonably assumed a quicker access from the port to the 
country‟s main consuming area will, in any case, bring about a modal shift in favor of 
the road versus rail and inland water way transport. Even, if as expected, logistics 
service providers start moving their activities from the capital to the port, it seems 
also logical to think that the cargo which, in the future, would be processed at 


                                                


48 The figures quoted in the Intermodal Transport Strategy to 2020 yield an average 24 km/h freight train speed 


(reportedly long cargo handling operations and filling-in of documentation at departure and arrival stations add to the 
total travel time which also include the delivery to/from the station from/to the shipper‟s, resp. consignee‟s, premises). 
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Constanta, will then rather be trucked (or railed) than carried by water to Bucharest. 
On the other hand, this may create an opportunity for Constanta to become a major 
logistics hub for Central Europe which could foster international containerized inland 
water way transport; 


 secondly, the completion of the canal from Bucharest to the Danube, albeit a 
seemingly remote possibility, may bear negatively on the role of certain river ports 
while enhancing the river port function of Constanta. 


The future of the Romanian Lower Danube ports, at least as far as container trade is 
concerned, thus partly depends upon a number of mid or long-term external developments.  


Fortunately however, river ports do have the possibility to consider alternative ways for boosting 
their non-bulk traffics. 


5.2.1.1 Lower Danube 


Figure 26: Port of Giurgiu  


 


Source: APDF 


Located at km 493 on the river, and 66 km from Bucharest, Giurgiu is the major Romanian port 
on the Lower (or Fluvial) Danube, rail and road connected (including to the Bulgarian port of 
Ruse on the other bank of the river, by a bridge).  


The CN APDF SA is headquartered there. The port complex consists in 4 terminals, including 
an oil port (Giurgiu Cioroiu) and a shipyard (Basin Veriga). 


The first commercial terminal, Giurgiu Ramadan, has a handling capacity of 435,000 T p.a. at 
15 berths (including passenger station, bunkering area, Ro-ro ramp, waiting, general cargo and 
grain loading berths), totaling 1,500 m. Containers, moving from Constanta in convoy of 2 
barges (2000 T deadweight) of 54 TEUs each, are also handled at Giurgiu Ramadan. The traffic 
remains imbalanced, containers being returned empty to Constanta. There are plans however 
to stuff grain in containers. An EU-funded feasibility study is carried out for the construction of a 
new, 300,000 TEU Terminal within 5 to 10 years. This facility would be operated under a 
landlord port / concession model. 


The other terminal, Canal Plantelor, has a yearly handling capacity of 1,320,000 T at 14 berths 
spanning over 1,390 m, mostly for grain vertical handling. The port deploys 13 cranes of a 
maximum lifting capacity of 16 T.  
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APDF, which is acting as the port manager, is displaying an intense marketing activity to attract 
added-value traffics to Giurgiu49 and other river ports under its control50. 


For instance, most ports have Ro-Ro ramps, and APDF is in talks with Ford (their factory 
“Automobile Craiova” in Craiova is designed to build up to 300,000 cars a year) for export of 
cars by barge from Calafat (km 794) to Constanta. A similar plan is under review for export of 
Dacia cars (produced in Pitesti) via Corabia (km 630) to Constanta.  


All these well-intent efforts are certainly commendable and hopefully will produce the desired 
outcomes. Still, a comprehensive master plan would be needed to anticipate, promote, balance 
and monitor efficiently the development of container traffic at and between the various river 
ports, which is rather contemplated from the sole point of view of existing road and rail 
connections between the bank line and the hinterland, regardless of the too close vicinity of 
certain locations between themselves (Giurgiu, Oltenita, Cernavoda), and banking on the 
attraction of potential Bulgarian trade without seemingly taking into due account the 
development programs of Bulgarian Danube ports. 


Also, and as noted while reviewing the Intermodal Transport Strategy to 2020, there is an 
under-estimation of the logistics dimension of the ports and their role in the overall supply chain 
in today‟s economy. Plans for supporting the development of complementary activities directly 
linked with the port present and anticipated traffics are still to be drawn. At Giurgiu, 
warehousing, handling, sorting, palletizing, packing facilities for containerized consumer goods 
trade and stuffing of different kind of cargoes into containers are only partly available in the Free 
Trade zone (which is managed independently from the Port) while dedicated, properly equipped 
storage areas and all services necessary for Ro-Ro/new car trade are missing.  


The capacity of the lifting gears available at all river ports on the Lower Danube represents 
another weak point: the maximum is 16 T which is indeed enough for handling 40‟ containers 
stuffed with high-value consumer goods but not for heavy containers especially for 20‟s 
containing raw agricultural products such as grain or seeds.  


It must be noted in this respect that the management of river ports, in Romania as well as in 
most other TRACECA countries along the Danube, usually overlook the fact that in order to 
attract container traffics it is necessary to talk not only with the trade operators but also with the 
container shipping lines to whom the equipment (the containers) belong51.  


The shipping companies, ultimately, make decisions which prevent or give the possibility to 
perform inland carriage, be it by rail, road or waterway. In case they allow it, they may decide to 
do it by themselves, using sub-contractors (Carrier haulage) or leave it to the care of the 
consignee of the cargo (Merchant haulage).  


In the latter case, the consignee is compelled to place a deposit covering the possible damages 
to or loss of the equipment, he is given a fixed time to bring the empty container back to the 
place of redelivery appointed by the shipping line, and, finally, commits to pay – usually hefty - 
demurrages in case this time-frame is exceeded.  


                                                


49 Overall cargo traffic statistics at Lower Danube ports are presented in Appendix 9. Non-bulk cargo represented 


less than 4% of the total trade in 2010. 


50 
The development of container activities is also quoted as a priority at Moldova Veche (Serbian border) for the 


attraction of cargoes from Serbia, North and West Romania and Hungary (estimated 4 Mio people catchment area), 
and Oltenita (km 430), for traffic with Bucharest and Bulgaria (estimated 3 Mio people catchment area). 


51 The same remark applies fully to other transport operators (Railways for instance) in other TRACECA countries.  
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To get a firm hold on container traffics and secure them, river ports must therefore establish a 
dialogue with container deep-sea lines and strive to induce them to take an active part in 
waterway inland carriage. This, in turn, needs a good understanding of the commercial 
approach of containerized trade which is based on door-to-door transport offer: apart from 
fostering, for instance, arrangements between sea and river shipping companies for moving the 
boxes between sea and river ports and providing adequate port services and equipment 
management and control to ensure the quickest possible turnover in the safest conditions 
(particularly of handling and storing), river ports must also be able to offer the transport from the 
port to final destinations which, in most cases, can be reached by rail or road only.  


It must be also borne in mind that container freight rates have become volatile since the 
beginning of the century and increasingly so since the world crisis started, whereby lines cannot 
rely any longer on the sole import revenue to cover the empty re-positioning of the containers 
overseas.  


Therefore it becomes an absolute necessity to implement a strong marketing policy to capture 
cargo-flows or even create them to ensure the re-use of the equipment. The traditional speech 
about „exports‟ – or rather absence of exports – does not match today‟s reality: until 2008, at a 
time when, again, freight levels were high, global carriers did not care too much about the 
imbalance of their trade in the Black Sea.  


They even used to reject export cargoes paying too low rates or deemed „difficult‟ (such as 
dangerous chemical products), or smelly (such as wet skins), or dirty (carbon black) or 
damaging the container wooden floor and steel walls (naphthalene), favouring rather the 
straight empty return to have equipment immediately available for reloading from their main 
demand area (Far-East). 


With the economic storm new long-term trends have emerged.  


The combined effect of quickly collapsing cargo volumes and freight rates on the dominating 
East-West route and difficulty to delay or cancel the delivery of new buildings ordered during the 
prosperous years52 has been devastating, entailing a huge vessel overcapacity, all the more as 
new incoming units are always larger than those they replace.  


The world container ship fleet is still growing, on average, at a rate of 8 to 9% p.a., much too 
above the 4% growth rate of world trade. And in spite of laying-up and scrapping their older 
vessels and introducing the Extra Slow Steaming on long-haul routes to reduce capacity and 
fuel consumption, shipping companies find themselves compelled to redeploy always larger 
container ships in secondary shipping services/ports.  


Capital and running costs having much increased whereas revenues decreased, filling boxes – 
practically at any rate with any type of cargo - and generating the cash-flow necessary for 
survival under a much harsher competition has become a strategic target for many a shipping 
line. 


As mentioned above in this report, Ukrainian terminal operators have displayed a remarkably 
creative spirit and succeeded in containerizing goods and commodities which would have been 
unthinkable only 4 years ago. River ports should learn this lesson. 


                                                


52
 Between 2003 and 2008 the industry ordered over 800 Bios USD of new ships of all types. 50% of the orders were 


placed in 2007/8 when prices were at a peak. Container ships on order in July 2008 represented 7,1 Mio TEUs or 
60% of the already existing fleet with 90% of the orders placed for vessels above 4,000 TEUs and 50% for vessels 
between 10,000 and 15,000 TEUs. The container vessels on order now represent less than 30% of the existing fleet. 
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It should also be remembered that container trade is boundless: while vessels in a liner service 
always call at the same ports, boxes have no homeport.  


For instance, an import, full container discharged at a Lower Danube port and delivered to an 
inland location further North or West in Romania, may well be re-stuffed there with another 
cargo and railed or trucked to any place in Europe and so on and so forth until it reaches a port.  


As already said, all this calls for the river ports to develop a close relationship with container 
shipping lines, and implement a pro-active marketing strategy and doing so rather soon, before, 
under the pressure of events, the companies make strategic decisions in favour of alternative 
ports, routes or intermodal solutions. This implies joint efforts and the need too, for Fluvial 
Danube river ports, to partner with Constanta in order to define a common approach and build 
up an integrated intermodal, door-to-door offer covering the greatest part of Romania‟s territory, 
immediately marketable with the global carriers. 


5.2.1.2 Maritime Danube 


Figure 27: Maritime Danube 


 
 


On the maritime part of the Danube low water levels are not a problem. The available draft of 
24‟ (over 7 m) allows the handling of vessels of up to 7,000 and even 12,000 DWT at Danube 
high water levels condition. Being thus both river and sea ports, the ports are much bigger on 
this stretch.  


At 28,500,000 T dry cargo design capacity Galatiis the biggest port on the entire length of the 
Danube, all the more so, as, in actual facts, it is making one port complex only with 
neighbouring Braila (2,000,000 T design capacity), under the common management of the 
National Company „The Maritime Danube Ports Administration Galati‟ (APDM). 
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Galati(0,231 M inhabitants) and Braila (0,210) are comparatively big cities by Romanian 
standards and also important industrial centres53.  


The iron and steel plant opened in Galatiin 1965 (by then the largest in Eastern Europe) is now 
owned by the Arcelor-Mittal Group.  


It is still the largest of its kind in Romania and generates 50% of the total river traffic at both 
Galatiand Braila. Galatiis also home to the biggest naval shipyard on the Danube. The yard, 
which belongs, since 1999, to Dutch group Damen Shipyards, can produce any type of shipping 
crafts and vessels up to 50,000 DWT54.  


Most of the big fish-factories and canneries located on the Northern part of the Danube have 
closed and those which survive have a very limited level of activity today55. Seemingly the 3 
FEZ established in the region in the 90‟s (Sulina, Galatiand Braila) did not meet much success. 


Figure 28: Port of Braila  


 
Source: APDM 


The combined port facilities of Braila and Galatirepresent a total of 83 berths along 10,368 m of 
sloped and vertical quays where any type of dry bulk, general cargo and containers can be 
handled.  


Due to the presence of heavy industrial works these ports are equipped with better lifting gears 
than those on the Lower Danube: floating and quay cranes up to 32 T capacity, reachstacker, 
heavy forklifts, etc. They also cover vast areas, 86,41 ha in total at Galatiand nearly 38,96 in 
Braila. In addition to the usual European gauge rail connection to the rest of the country, 
Galatialso has a Russian gauge rail connection to Giurgulesti in Moldova, which allows 
receiving and handling directly wagons from all the CIS.  


The main commodities handled are coke, coal, mineral ores carried by barge from Constanta 
either via the Black Sea-Danube Canal and the maritime Danube or via the Black Sea and the 


                                                


53 
An on-going project aims at creating the „Lower Danube metropolitan area‟ uniting the two towns and their 


respective counties totalling about 1 Mio inhabitants. 


54 
In the beginning Damen only built at Galatihulls which were exported for completion to other shipyards. 


55 And not supported by the national market as, in the EU-27, Romania has the lowest fish consumption per capita (4 


kg/year versus an average 22 kg/year). This figure is expected to remain stable at least until 2030. 
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Sulina Canal, steel scrap imported from Turkey, Cyprus via Sulina, grain shipped by barge to 
Constanta by barge and steel products exported by Arcelor Mittal plant, mainly to Turkey (1 MT 
out of an average pre-crisis traffic of 8 MT p.a. at Galati56. 


Figure 29: Mineralier (Ore) Port at Galati 


 
Source: APDM 


Altogether about 60-65% of the exports of the region move directly by sea-river vessels (Turkey 
is the main export and import destination) while the rest is carried by barge up the river to 
Constanta where it is transhipped and exported, chiefly to Asian destinations. 


Figure 30: Docuri (Docks) Port at Galati 


 
Source: APDM 


In 2008, a 30,000 TEU terminal has been built at the Docks Port at Galati. It was planned to 
reach a yearly volume of 7,600 TEUs in a first phase, containerizing part of the laminated 
products manufactured at the steel plant and developing a marketing policy with regional 
shippers and consignees of containerized cargoes. So far however no significant traffic has 
been handled.  


                                                


56 The total traffic at the 3 main Romanian Maritime Danube ports (Galati, Brăila and Tulcea) peaked at 15.264 Mio T 


in 2007 and dropped to 7.784 in 2009. Further partial statistics show a marked recovery since 2010. 







   


Logistics Processes and Motorways of the Sea II 


 


 


 Progress Report II Annex 5 – Danube Case Study Page 65 of 127 


While the APDM is eager to revive57 its traffic and activities, diversify them, and break what 
seems felt as a sort of seclusion, there are a lot of obstacles in the way. 


One of the major problem for the port complex development is the mode of privatization which 
has been implemented in the past at Galati, whereby the land remains a state domain for which 
the APDM receives a minimal rent, whereas all the infra and super-structure has been sold for 
ever in full property to private operators which have, theoretically, to maintain a certain/minimum 
level of traffic. This, for evident reasons, does not work in practice: each port zone is in the hand 
of one sole operator who develops a specialized activity thus avoiding competition with the 
others. 


To circumvent these legal and technical difficulties the APDM plans to develop a new port in 
Braila with a 200-m berth and another 170-m berth with silo for grain export at Galati. 


Another barrier is the absence of good hinterland connections with the rest of the country. There 
is no international airport (the only one in Romania being Bucharest, and, seasonally 
Constanta), no highways, not even fast ways and the existing roads (of 7 m width) are, 
reportedly, poorly maintained. There are plans to up-grade the road network around Galationly. 
Discussions are also taking place with regard to the future Black Sea Ring layout, with 
supporters of a trail via Kishinev (which would by-pass the Maritime Danube and thus 
Galatidensely populated areas) and others standing up for a road via Giurgulesti and Galati.  


While talks have been going on for some time with Austrian companies, the absence of modern 
connecting infrastructure is quoted as one of the main reasons for the stagnation of the 
container terminal (another one seems to be an unsolved problem of depth at berth).  


The rail tariffs for carriage on the 12-km privately-operated Russian-gauge link to Giurgulesti are 
very expensive, limiting its use and there is no mechanism in place for a compulsorily 
coordinated approach of the regional development policy by the railway operators and the 
APDM. 


The overall result of this situation is that Galatiin particular has been losing a number of 
naturally „captive‟ traffics to Constanta.  


The first blow came in 1991 when the vessel „Rostock‟ sank and partly obstructed the Sulina 
Canal. Its wreck was removed only in 2004. Meantime the traffic moved to Constanta and never 
came back. Since then, for instance, wood exports originating from the region of Focsani in the 
nearby Carpathians skip the 100 km far Galati-Braila port complex (although all the equipment 
needed for handling such cargo is available there) to load at Constanta, 330 km away.  


Romania has launched the building of the North-South Bucharest-Focsani-Iasi highway (running 
further to Chisinau) but the connection from Focsani to Galatiremains to be approved. 


At regional level, the cooperation with Giurgulesti and Ukrainian river ports on the Maritime 
Danube is, for the time being, limited to technical/environmental matters (depollution and 
navigation) although business difficulties are similar and joint efforts could help find common 
solutions. 


As other Romanian sea and river ports, the Galati-Braila port complex would like to play a role 
in the trade between Europe, as a whole, and Eastern destinations. At a national level, the 
implementation on the Maritime Danube of container feeder services from/to Constanta via the 
Black Sea-Danube Canal, similar to those already operating on the Lower Danube, would be 


                                                


57 
At Galati only 30% of the existing port capacity is used. 
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welcome. Another target is the recovery of small-medium size traffics which used to be handled 
at the Maritime Danube ports and shifted to Constanta after the Canal was opened. 


These ideas sound realistic inasmuch as they all are based on the Danube and water transport 
and not on yet unapproved new road or rail links opening up the region. 


In particular, developing container feeder services between Constanta and Maritime Danube 
ports makes sense in view of the missing or poor overland links between the two areas. 
Besides, it would help boosting the activity at Galati container terminal and lay the ground for 
promoting the containerization of export cargoes produced locally (as originally planned when 
the terminal was built). It would also create an opportunity to attract back trades, such as wood 
mentioned above, which have been lost to Constanta.  


While the pre-carriage trucking cost from the producing area to Constata is certainly much 
higher than to Galati, traders have no other choice – at the moment – if they export their goods 
in container. With boxes available at Galati they will certainly reconsider the routing of their 
cargo. 


Achieving such goals will, as for Lower Danube ports, be possible only by establishing first a 
close link with the business community at large: container shipping lines, river shipping 
companies, Constata container terminal operators, freight forwarders shippers and consignees, 
etc. This, as already noted, means to implement a strong, coordinated marketing and promotion 
policy by APDM and the Galati-Braila terminal operators. 


Economic studies remain to be carried out to determine the viability of diverting small-medium 
size traffics from Constanta to Galati - Braila. Still, would they yield a positive result, this, as will 
be examined further down in this report, could represent an extra possibility to generate an 
export containerized cargo flow via the Sulina Canal to short-medium range destinations.  


On the other hand the plan to be part of the East-West trade game seems more difficult to 
implement. In the opinion of the Consultant, Constanta is, in all respects, in a much better 
position to take a leading position there and it could be a strategic mistake not to concentrate all 
efforts on this single spot.  


Finally, the sustainable growth of traffic and development of the Danube river ports in general, 
depends upon Romanian Authorities laying a much greater emphasis and addressing in priority 
the crucial issue of hinterland connections: for instance, in the absence of efficient, reliable 
freight trains, the new Dacia and Ford cars would be carried from the factories to the river ports 
by truck although the condition of the roads, their design and layout are, in general, poor and 
out-dated (driving for instance the 66 km from Bucharest to Giurgiu, crossing all the way through 
a number of built areas and villages where the maximum authorized speed is much reduced, 
takes nearly an hour and-a-half). 


Obviously, the Ministry of Transport and Infrastructure, directly or through dedicated 
professional organizations such as the RIA, must play the key role in gathering the various 
stakeholders, re-assessing needs and priorities which, maybe, have not been duly or enough 
considered in the Intermodal Transport Strategy to 2020, shifting the river transport policy of the 
country and re-directing it wherever necessary to reach the above mentioned targets.  


This would also enable Romanian Authorities to make sure that the funds dedicated to 
infrastructure investments in sea and river ports and their hinterland connections – whether 
provided from the State budget or the EU or other sources – are used in the most efficient and 
sustainable way and are beneficial for the entire communication network along the Lower and 
Maritime Danube.  
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This could constitute the very first step, on the national level, to promote Constanta as the 
„Rotterdam on the Black Sea‟, bearing in mind that no single North European port reached the 
position it enjoys today – and Rotterdam, first and foremost – by playing a lonely game58.  


 


5.2.2 Bulgaria 


5.2.2.1 Ruse 


Bulgarian river ports are situated rather far from the main cities and industrial centres. The 
biggest one, Ruse, is 311 km from Sofia, the capital and a metro area where over 20% of the 
total population of the country concentrate. Furthermore, Sofia is 301 km only from the Greek 
port of Thessaloniki, where deep-sea shipping services are available.  


Figure 31: Political Map of Bulgaria  


 


Likewise, Plovdiv, the second-largest city is located 325 km (4h 38‟ driving) from Ruse and only 
271 km (3h 27‟) from the sea port of Burgas (Bulgaria‟s 4th largest-city).  


Moreover the condition of the rail and road infrastructure – though improving – remains 
altogether poor which makes cargo attraction even more difficult for river ports.  


Still, it must be remembered that cities on the Danube, such as Ruse59, developed in the 19th 
century as major international grain trading places, which brought in wealth and industrialization 
at a time when the just-appointed capital city (Sofia became the capital of the first post-Ottoman 


                                                


58 In actual facts, Rotterdam, since 2011, is in talks to acquire a one-third stake in the overall operations of worldwide 


number one river port, Duisburg, to secure its base traffic. 


59 For that matter the same applies to Galati, which, additionally, became the headquarters of the first Danube 


Commission after the Crimean War of 1854-56. 
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Bulgarian State in 1879) was not much more than a big market town. Part of this industrial past 
is still much alive. 


Today, Port Complex Ruse JSCo manages the secondary ports of Silistra (for passengers only), 
the Ferryboat Terminal Nikopol (a regular paxferry service opened in 2010 to Turnu Magurele) 
and Tutrakan (one general cargo berth and passenger pontoon), the passenger quay in 
downtown Ruse60, and the 2 main freight terminals of Ruse-East and Ruse-West.  


Any type of bulk and general cargo and heavylifts can be handled at a total of 24 berths 
equipped with 29 cranes deploying a maximum lifting capacity of 64 T. 42 T Kalmar top-loaders 
equipped with hydraulic spreaders are available for handling 20‟ and 40‟s61. 


Figure 32: Port Ruse-West 


 
Source: Port Complex Ruse JSCo 


Ruse-East includes also a Ro-ro terminal where 2 (Danube-type) vessels can berth 
simultaneously. 160 trucks can be accommodated on 2 adjacent parking areas equipped with 
all necessary amenities for drivers.  


Until 2004-2005 two regional lines were operating at this terminal, one to Giurgiu and another 
one to Reni (Ukraine)62. Today it handles a twice-weekly Ro-ro service to and from Passau 
(Germany). 


                                                


60 Ruse is a renowned tourist and busy cruise destination, most famous for its well-preserved Neo-Rococo and Neo-


Baroque buildings from the end of the 19th and beginning of the 20th century. 


61 Containers were handled at Ruse-East ever since that port was built in 1976. The activity dropped in the 1990‟s 


and is insignificant today. 


62 
The service stopped mainly because of an administrative decision made by Ukrainian Authorities changing the 


status of Reni as an Ukrainian border-crossing point. The Bulgarian vessels which plied the service are maintained 
and could, reportedly, be made ready in all respects at very short notice, in case the decision would be reversed and 
the line could possibly resume its activities. 
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Figure 33: Port Ruse-East Ro-Ro Terminal  


 
Source: Port Complex Ruse JSCo 


Traffic at Ruse is on the rise at 925,000 T in 2011, consisting for 77% in liquid and dry bulk, with 
a big imbalance between import (76% of the total traffic) and export (24%). Imported coal (from 
Ukraine) for the Ruse Iztok (Thermal) Power Plant – though declining – still represents 25% of 
the total traffic.  


As all the other Danube ports in the region under review, Ruse is endeavoring to both increase 
and diversify its traffics, focusing on value-added ones such as Ro-ro and container. Some 
positive results could already be achieved with the food processing industry – which is well 
represented in the province of Ruse – for imports of grain from Hungary later re-exported (by 
truck) as extracts for Coca and Pepsi-Cola as well as other base foodstuff materials.  


Ruse‟s economy is dominated by light industry sector which, in addition to food processing, 
includes locally, tailoring, textile, furniture, building and electric equipment, etc. all producing 
easily containerizable goods, today shipped, mostly, by truck. 


Developing container and Ro-ro services will undoubtedly bring about the triple effect of 
fostering a modal shift from all-road to mostly-water transport, boosting the port activity and thus 
the use of its under-employed facilities and, last but not least, open a wide geographical range 
to the local industrial production enabling to increase exports.  


The plan, contained in the Strategy for the Development of the Transport System of the 
Republic of Bulgaria until 2020 to build an intermodal terminal in Ruse, is fully in line with the 
Port‟s approach. 


However this should be complemented, as in the case of Romanian river ports, by an active 
canvassing of container shipping lines which could partner with the Port Complex Ruse JSCo. 
To remain fair, the Consultant has to underline that a container trade along the Danube 
between Ruse and the Black Sea will, as for any other Bulgarian river port, necessarily start and 
end in Constanta depriving Varna, the closest (and biggest) Bulgarian container port, from part 
of a traffic which, today, is probably moving from and to this sea port by road. 


On another note, the Port is pressing Bulgarian Authorities to approve the modernization of the 
223 km Varna-Ruse rail track (the first built in the country 140 years ago) and its doubling by a 
Russian-gauge track allowing a swifter transfer of commodities in wagons from Russia, Ukraine 
and other CIS countries to Europe via the VFC, Ruse and the Danube. 
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5.2.2.2 Belene 


Belene Island – a former labor camp - is the proposed site for Bulgaria second nuclear power 
plant, which has been under construction 7 km east of the town until it was interrupted in 1990 
due to the severe economic crisis that followed the fall of communism in Bulgaria.  


Figure 34: Belene Island 


 


There are plans to start construction again, as a replacement for reactors 3 and 4 at Kozloduy 
Nuclear Power Plant (upstream on the Danube, near Oryakhovo), which Bulgaria shut down as 
a condition for EU membership.  


A state-of-the-art, special heavylift port has been built there to that effect, currently operated by 
Bon Marine Logistics/Varna, a subsidiary of a leading private shipping and logistics group in 
Bulgaria. 


The port consists in a total area of 28,800 sq.m out of which 21,200 sq.m open storage.  


Heavy units are handled at the heavy lift pier number 2 by gantry cranes developing a maximum 
480 T capacity and extra long parcels at pier number 1 which is equipped with 1x16 T + 1x20 T 
harbor cranes with a maximum reach radius of 30 m at full capacity.  



http://en.wikipedia.org/wiki/Belene_Island

http://en.wikipedia.org/wiki/Belene_Nuclear_Power_Plant

http://en.wikipedia.org/wiki/Belene_Nuclear_Power_Plant

http://en.wikipedia.org/wiki/Kozloduy_Nuclear_Power_Plant

http://en.wikipedia.org/wiki/Kozloduy_Nuclear_Power_Plant
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Figure 35: Port Belene – Heavylift Dock / Unloading from Ship / Loading on Trucks of 3 
Electric Motors / 217 T 


 
Source: Bon Marine Logistics Varna 


The port is connected with the Bulgarian rail network, allowing easy transfer of cargo from ships 
to trucks or trains and vice versa. It is reachable by both barges/river ships and sea-river ships 
(up to 3000 tons GRT, which enables to reach the Caspian Sea without further transhipment)63. 


This unique facility along the TRACECA Corridor has been used, in recent years, mostly for 
heavy parcels from Western Europe and CIS to Bulgaria (200 T transformers from Ukraine for 
power stations in Mizia/Cherven Briag, tunnel boring machine consisting in 15 pieces / 757 T for 
the construction of Sofia subway (photos below), 200 T transformer from Kozloduy Nuclear 
Power Plant to Thermal Power Plant Maritsa East II in South Bulgaria). 


Evidently Belene is a competitor to the TRACECA backbone, i.e. the Central Caucasus 
Corridor, inasmuch as cargo can be transshipped there directly to sea-river vessels sailing to 
the Caspian Sea via the Volga-Don Complex. At the same time it may play an important role as 
a relay for heavylifts moving from Europe to Caucasus countries. 


Figure 36 and 37: Port Belene – Unloading from Ship of a Tunnel Boring Machine  


 


 
Source: Bon Marine Logistics Varna 


                                                


63 
The available draft at the heavylift dock is 6 m. 
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Therefore the Consultant deems it appropriate and within the scope of his mission to help 
establish a dialogue between Belene port operator and Georgian terminal operators.  


5.2.2.3 Vidin 


Vidin is the westernmost Bulgarian port on the Danube.  


Figure 38: Pan European Transport Corridors through Vidin 


 


It holds a strategic geographical position at the cross-roads of Pan European Transport 
Corridors IV and VII, offering the shortest route between Central Europe and Mediterranean in 
Northern Greece as well as from the Black Sea to Central Europe.  


The port consists in 4 Terminals, 2 State-operated (South and Centre) and 2 privately-operated 
(Vidin North in concession to BRP (the Bulgarian River Shipping Company) since 2010, and the 
AutoFerryboat Terminal of RO-RO SOMAT– VIDIN). 


The 2 latter will be surveyed hereunder. 


AutoFerryboat Terminal  


SOMAT is the Bulgarian subsidiary of leading German trucking company Willy Betz. It plies a 
regular service from Ruse and Vidin to Passau (Germany) with 3 barges and 4 catamarans for 
Ro-ro cargoes.  


Until 2010 it owned the 70 trucks ferry „Sredets‟ which was plying a regular service from Burgas 
to Poti (Georgia) and Novorossyisk (Russia) carrying mostly Willy Betz trucks from Europe to 
the Caucasus, Iran, Russia and Central Asia. The vessel experienced engine problems and had 
to be scrapped. Owing to the on-going crisis and drop in cargo volumes, and sanctions on Iran 
and stoppage of traffic to this country, it was decided not to replace it and the service stopped. 


They did not consider using UkrFerry-NaviBulgar at the time due to the absence of regularity of 
the rail-ferries and lack and unpredictability of space availability. 


Their traffic today consists in: 
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 loaded/empty trucks (Willy Betz‟ and other companies) to/from Passau, 


 new Mercedes and BMW cars from Germany to Turkey, 


 DACIA cars (coming from Romania) to Passau (which has become the West 
European storage and distribution centre for the Romanian car-maker), 


 public work equipments, cranes (Hyundai, Liebherr) from Europe, 


 Hyundai cars from Turkey to Western Europe, 


 combines/harvesters to Bulgaria from Western Europe, 


 wings and other equipments for windmills produced by Vestas, exported from 
Denmark via Passau on low-bed trailers to both Vidin and Ruse64, 


 and out-of-gauge cargoes carried by Turkish low-bed trucks to Germany. 


The traffic is imbalanced, exports from Bulgaria exceeding by far the imports. 


Willy Betz / SOMAT operating their own fleet and their own terminals, control the whole logistics 
chain of the cargoes they carry, ensuring a reportedly very efficient service for their clients. 


Their Vidin Terminal consists in 2 areas covering 68,000 sq.m in total at km 792.7 on the 
Danube. All surfaces are asphalted. 


 


A - The Port 


The berth, in fact a Ro-ro ramp, is 130 m wide and allows the berthing and operation of two 
vessels (one barge and a catamaran) simultaneously. The whole area is guarded and 
surrounded by a high fence with electronic warning system. 2,000 cars can be stored in the 
open area adjacent to the berth. The Customs office is inside the port building where are also 
located a passport and visa border control office. 


Figure 39: Loading of New Cars on Barge 


 
Source: BRP 


                                                


64 The local car makers, Ford and Dacia, who use the barge and catamaran service for carrying their cars, are also 


investing in wind energy. 
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The barges (belonging to BRP) have 3 decks for cars only. Usual convoys consist in 2 barges 
and one pusher. The catamarans (belonging to SOMAT) have 2, one for cars and the main 
deck for trucks and trailers. The catamarans have a draft of only 1.3 m whereby they experience 
no navigation problem even when the water-level is exceptionally low. 


B – The Truck Base 


The offices, workshops, parking places, warehouses, shops for truck spare parts, amenities for 
drivers (including an hotel) and other backyard facilities are situated a few meters away, across 
the E79 road leading from the city of Vidin to Vidin-North. 


Figure 40: Loading of Catamaran for Passau at Vidin AutoFerryboat Terminal 


 
Source: Port Vidin EOOD 


There, SOMAT keep and maintain 280 trucks (heads), 500 normal trailers and 98 trucks 
specialized for carrying cars.  


They employ 27 administrative employees and over 300 truck drivers, garage mechanics, 
technicians, warehousemen, stevedores, etc. Willy Betz is the main client but SOMAT services 
also other trucking companies/truckers. 


Vidin serves as their dispatching centre for the traffic between Europe, Turkey, Middle-East 
(Iraq and, previously, Iran) and Asia (Afghanistan). 


They, for instance, bring and store Hyundai cars from Turkey which they re-distribute with their 
own trucks all over the Balkans.  


The features and organisation of the facility and its geographical location hold a very big 
potential.  


The construction of the second bridge over the Danube between Vidin and Calafat (due for 
completion in 2012), just one km north of SOMAT facility, complemented by the on-going road 
and railway infrastructure works (modernization of the Vidin – Sofia railway line, construction of 
the A5 “Lyulin” motorway from Sofia to Pernik, and A6 “Struma” motorway from Pernik to Kulata 
on the Greek border, represent an exceptional opportunity to increase the volume handled at 
SOMAT base which already offers in one single place all the professional and personal services 
truck drivers usually look for. 


 


Vidin North 


The port is located between a dyke and the Danube, adjacent to the AutoFerryboat Terminal. At 
times of flooding or high waters, the river is leaking around port area, flowing underneath the 



http://en.wikipedia.org/wiki/Lyulin_motorway

http://en.wikipedia.org/wiki/Sofia

http://en.wikipedia.org/wiki/Pernik

http://en.wikipedia.org/wiki/Struma_motorway

http://en.wikipedia.org/wiki/Pernik

http://en.wikipedia.org/wiki/Kulata
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dyke, which is made of plain earth, and flooding the nearby lowlands. This also undermines the 
quay foundations whereby the berth condition is permanently under close watch (gypsum 
markers have been cemented on the quay superstructure while electronic bollards have been 
placed for tracing the quay movements by GPS. 


For this reason the port area has been built 10 m above the water level along a 250 m quay / 
berth of slopping type.  


Figure 41: Vidin-Calafat Bridge under Construction (February 2012) 


 
Source: MTITC 


For the time being the main cargoes handled at Vidin North are bulk and breakbulk (grain, 
gypsum, wood, coal, etc.). The port is equipped with a crane on rail deploying a 20 T lifting 
capacity. 2 railway tracks along the berth allow marshalling 2 x 14 hopper trains alongside at the 
same time for loading grain. The railway station is located 10 km from Vidin North.  


There is also a small Ro-ro terminal for the Vidin-Calafat ferryboat (operated since 2010, after 
winning the corresponding public tender, by the Bulgarian River Shipping Company (BRP). 4 
vessels (2 x 6 and 2 x 16 TIRS operating in pairs) are plying the service according to a regular 
daytime only schedule deploying a total capacity of about 75,000 TIRs p.a.  


Figure 42: One of the Vidin-Calafat Ferryboats  


  


Source: BRP 
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Handling is performed through a short railway bridge formerly used by a railferry service. Truck 
weighing is carried out with mechanical and electronic scales. 


A Free Zone is included in the port, nearly fully occupied now by the construction materials and 
equipment of the Spanish public works company building the bridge. 


In June 2010, Vidin North Terminal has been awarded to BRP under a 35-year concession. As 
per contract, BRP is supposed to invest 16 Mio BGN (slightly less than 8 Mio Euros) in the first 
4 years in order to develop and modernize the port.  


BRP, which wants to make a universal port out of it and focuses on developing container 
activities, has drawn a Master Plan. 


Figure 43: Artist Vision of the Future Layout of Vidin North Terminal  


 
Source: BRP 


BRP foresees that Vidin could become a hub for containers moving between Constanta, Sofia, 
the Western part of Bulgaria, Northern Greece (Thessaloniki), Serbia, Macedonia and, of 
course, upstream the Danube.  


With many difficulties due to the present situation in Greece, BRP started negotiating with the 
Port Authority of Thessaloniki and attracted the interest of some Ocean Carriers. A sailing every 
4 days would be provided from Vidin to Central European destinations. 


In the Master Plan is also included the construction of a new grain terminal to serve Bulgarian 
and Hungarian exports via Greece shortening the traditional route – via Constanta – to 
consuming markets around the Mediterranean Sea and in the Middle-East. 


Finally BRP contemplates acting as a rail freight operator for carrying the above-mentioned 
grain down from Vidin to Greek ports and for developing Ro-La services between Vidin, Greece 
and Turkey. 


A green light is awaited now from the MTITC in Sofia to proceed with the purchase of handling 
equipment.  


A 70 T crane on rail is under construction for handling heavylifts, project cargo and containers. 
The plan is either to build a second one of the same type or purchase a 100 T mobile harbour 
crane on wheels.  


The latter option is favoured as it would give more flexibility to discharge heavylifts / out-of-
gauge parcels and containers when the water level is low. Furthermore an additional 250 m 
berth is planned. 
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The combined vicinity of Vidin-Nord and SOMAT terminals and complementarity of their 
activities, close connection to Macedonia, Serbia, Western Romania, Sofia and further to 
Northern Greece, and the decision taken by Bulgarian Authorities to establish a multi-modal 
centre in Vidin, represent most favourable conditions for the development of the whole complex.  


Being already a river feeder for major container shipping lines such as ZIM, MSC and Hapag-
Lloyd, is a further asset for BRP to achieve its target to develop container activities at Vidin 
North.  


A remaining challenge however, is to attract export cargo to balance the trade. Reportedly 
Serbs are reluctant, for unclear reasons, to containerize their grain.  


Meanwhile possibilities are limited in Vidin region: the only significant industrial plant in the 
neighbourhood belongs to the Ukrainian company VIDA, a manufacturer of equipment for 
child`s sport-playing and recreation areas, and for water parks, producing here pumps. 
Attracting exports from Western Bulgaria seems rather difficult, given the distances (Sofia is 217 
km or 4h 15‟ driving far away) and the natural attraction of Thessaloniki and even Bulgarian 
seaports. Central European grain put aside, Western Romania seems the more likely market to 
canvass.  


5.2.3 Moldova 


5.2.3.1 Introduction 


Moldova has a 588 km network of inland navigable waterways consisting in 3 rivers: the 
Dniester, the Prut and a tiny section of the Danube at the mouth of the Prut River.  


The Dniester and Prut are classified as waterways of international importance, according to the 
European Agreement on Main Inland Waterways of International Importance (Geneva, 19 
January 1996), which was ratified by Moldova in December 1997. Bilateral agreements have 
been concluded with neighbouring Romania in 2005 and in 2006 with Ukraine. These legal 
instruments allow exploiting vessels, operated by the Moldovan transport agents, using 
waterways of Romania and Ukraine. 


In 2011 the Ministry of Transport and Road Infrastructure (MTRI) closed the negotiations on the 
Transport Chapter of the EU-Moldova Association Agreement and made a commitment 
regarding the timeframe of the harmonization of the basic Transport sector legal framework with 
the EU legislation. The MTRI is elaborating a new maritime and inland waterways transport 
policy and the relevant legal framework that will aim at the implementation of the EU standards 
in the area. At present, the MTRI considering the harmonization of the legal framework followed 
by the subsequent enforcement measures requires better understanding of the principles of EU 
legal framework in maritime and inland waterways sectors by civil servants responsible for these 
questions focuses its efforts on this issue.  
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Figure 44: Transport Infrastructure of Moldova 


 


The Government of Moldova already sketched a strategy for the inland waterway transport in 
2008 (Постановление Nr. 453 от 24.03.2008 об утверждении Концепции развития 
водного транспорта в Республике Молдова) which clearly describes the state of play of the 
inland waterway transport industry and infrastructure weaknesses and lists a series of measures 
aimed at reviving a sector which declined heavily since the independence in 1991, all the more 
as an important portion of the inland waterway network is located in the breakaway territory of 
Transnistria on which Moldova has de facto no control. 


The transport of cargo on inland waterways being still mostly in the hands of the public sector 
the plan relies on the attraction of private investors by creating an economic favourable 
environment.  


In particular, this calls for major infrastructure investments to rehabilitate and modernize the 
hydro-technical structures, improve the safety conditions, acquire vessels and equipment to 
collect and dispose of wastes, overhaul the road and rail accesses to the docks, improve the 
existing berths, reconstruct ports and build new berths and terminals adapted to modern 
transport scheme and means such as container, renew the existing fleet and write off vessels 
which have since long exceeded their life-time and present risks for the navigation. An 
insurance, third-party and civil liability legal frame has also to be established. Besides, 
professionals from public and private sectors need to be given vocational training.  


Taking into account Moldova has been hit extremely hard by the global financial crisis and is far 
from recovery, the State Budget resources are allocated to other priorities and these measures 
will need time to be implemented. 


Finally the Government and the EU have recognized that inland water way transport has also 
another specific and very important dimension in Moldova as the main means of public transport 
for isolated socially vulnerable groups. It seems therefore reasonable to assume that the 
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improvement of the carriage of passengers will constitute the priority axis of development of the 
inland water way transport in the near future. 


5.2.3.2 Giurgiulesti 


Moldova only benefits of a 300m-long waterfront on the Danube between its border with 
Romania on the west and its border with Ukraine on the east. During the Soviet era there was 
no port in Moldova as the country was connected to the Black Sea via the Ukrainian ports of 
Odessa, Reni and Izmail.  


Small river vessels could also reach locations close to Chisinau (such as Ungheni) via the Prut 
tributary. At the moment the navigation on the Prut is stopped because of lack of maintenance 
on the navigational fairway (siltation and vegetation). 


During the years which followed independence in 1991 it became increasingly difficult for 
Moldova to carry on trading through Ukrainian ports, because of customs and border crossing 
obstacles and increased road transport tariffs, which led the country to decide to have its own 
port on the Danube. 


Since the end of the 90‟s the idea of constructing a river port in Giurgiulesti, 226 km from the 
capital, Chisinau, was supported by the EU, via the EBRD.  


The port territory covers an on-land area of 120 ha, 64 being reserved for future industrial 
activities. 


Due to its location in a bend of the Danube, Giurgiulesti needs to be dredged permanently. 
Dredging works are also on-going toward the mouth of the Prut to extend the tiny water-front as 
much as possible. 


It has a rail and road connection with Romania via two bridges next to the port, above the Prut 
River. It has also a rail connection and several road connections with Chisinau, however all in 
rather poor condition.  


The main road should be upgraded by 2013 while improvement on the rail started a few years 
ago65. 


The port did not really start operating before 2006, when private investors built the oil terminal 
which opened in September 2007 and is now doing pretty well with high standard operating 
conditions and safety equipment (the port receives tankers bringing oil from various origins 
including Turkmenistan, via the Volga-Don Complex). The available draft is 7 m which allows 
the handling of vessels of up to 12,000 DWT. 


                                                


65
 Reportedly however, works were performed hastily and without taking all design parameters in due consideration 


whereby the track is often flooded and the ballast decaying. As a consequence train speed has been much reduced 
on certain rail sections. This, in turn, has resulted in theft and pilferage of railcars on the way. 
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Figure 45: Geographical Location of Giurgiulesti  


 


Storage for gasoline, diesel and gas-oil is provided in 8 tanks (out of which 4 with floating roofs) 
representing a total volume of 63,600 cbm. Inland transport is performed by truck.  


The oil terminal was followed by a road and rail-connected grain terminal which opened in 
September 2009. The storage capacity is 50,000 T for corn, sunflower seeds, wheat and barley. 
Vessels of up to 5,000 DWT can be accommodated at the 5m-draft berth. 


A dry bulk cargo terminal with a 4 ha storage area was put into operation in 2010 for handling of 
aggregates, slag and pet-coke mainly destined to the Lafarge cement factory in Rezina. Vessels 
are discharged with a floating crane at a 5 m draft berth.  


The vegetable oil terminal consisting in 2 tanks with a total capacity of 6,000 T opened in 
November 2011 and the container and general cargo terminal with a 2 ha open storage area in 
January 2012. 


Figure 46: Inauguration of the Grain Terminal 
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A mixed gauge railway terminal including a 1.5 ha storage area and a grain-container stuffing 
facility are under construction. Works are due for completion in September 2012. This will 
enable Giurgiulesti to be connected with both the EU and CIS railway networks.  


Figure 47: GIFP Master Plan 


 


Having reached an agreement with MSC a weekly feeder container service from/to Istanbul has 
been set up at the same time as the container terminal became operational. Here again the aim 
is to replace the current container trade via the ports of Odessa region (estimated at about 
15,000 TEU/year in 2010, for the whole of Moldova). 


Figure 48: M/S Kalana Passing Tulcea On Route to Giurgiulesti in January 2012 


 


GIFP is controlled by the State and operated by Danube Logistics, a Moldovan limited liability 
Company acting under an agreement signed in December 2004. Danube Logistics‟ 
shareholders are the Dutch EASEUR Holding BV (80%) and the EBRD (20%). Danube Logistics 
controls about 30 private operating partners currently on site. 
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The port has an advantageous free port status allowing undertaking any activities commonly 
performed within the country, unlike common free zones which are traditionally dedicated to 
import-process-export activities. 


As a consequence of the development of GIFP, the Ukrainian Danube ports of Reni and Izmail 
have lost traffic which illustrates a lack of co-operation between two neighbouring Traceca 
countries. 


For the time being Giurgiulesti does not trade much with other Danube ports, except for 
passenger traffic, its business being focused on the Black Sea region. 


Traffic data are presented in Appendix 10. 


 


Access to the Black Sea 


Between Giurgiulesti and the Black Sea vessels may use either the Sulina canal or the Danube 
northern branch forming the border between Romania and Ukraine.  


The latter is less expensive in terms of channel dues but it is shallower (only 3 to 4 m against 6 
to 7 m in the Sulina canal), a bit longer and it frequently involves troubles with Ukrainian 
Authorities in charge of navigation and border control. 


Figure 49: Danube Delta 


 


The Sulina canal should therefore be the preferred gateway to the Black Sea, all the more as 
the EU recently implemented a rehabilitation programme on this canal, covering removal of 
shipwrecks, elimination of shoals, bank protection and upgrade of aids to navigation66. 


                                                


66
 Discussions with Romanian Authorities in October 2011 confirmed that the Sulina canal is now in good condition 


for navigation. However some deficiencies were reported on dikes which could entail risks of flooding over inhabited 
areas on both sides of the canal. 
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5.2.4 Ukraine 


5.2.4.1 Introduction 


The “Transport Strategy of Ukraine for the period of up to 2020” describes a number of very 
general measures to improve the conditions of navigation and operations on the inland 
waterways. The only one specifically related to the Danube is the completion of the dredging of 
the Danube-Black Sea deep-water navigation pass.  


In November 2010 the Committee of the economic reforms under the President of Ukraine, 
presented a number of projects eligible for national status. 11 were nominated as priority 
projects.  


One of them is the "Development of the Danube Corridor" which includes the following 
components: 


A – Implementation of the second phase of the 543,5 Mio UAH Project "Deep Water Fairway 
Danube - Black Sea" Canal67. 


 


Figure 50: Ukrainian Part of the Danube Delta 


 


 


The first phase approved by the Cabinet of Ministers of Ukraine in 2004 was completed in 2007. 
The second phase was approved in 2007 but its implementation has been repeatedly delayed 
ever since due to renewed international environmental concerns about the project. A 
comprehensive study named „Sustainable Navigation in Ukraine, Alternatives in and around the 


                                                


67
 Best known as the „Bystroe Canal‟. 
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Ukrainian Danube Delta – September 2009‟ commissioned by the WWF sums up the risks and 
threats for the protected Danube Biosphere Reserve linked to the Bystroe Canal Project and 
gives a detailed list of 7 well backed-up alternatives (see also Appendix 1). 


The leading organisation in this Project is the State-enterprise „Delta Lotsman‟68. The main 
identified goals and tasks of the Project are: 


 the prevention of further artificial hydrologic alteration of the Danube river in the 
Ukrainian part of its delta, 


 the solution of socio–economic problems and development of depressed areas of 
the Odessa region (districts of Ismail, Kiliya, Reni and Bolgrad)69, 


 the creation of conditions for modernization and construction of transport 
infrastructure objects on the DWF route (ship repairing facilities, ship‟s supplies, 
tourism and other). 


The total length of the fairway is 172.36 km. The works already performed and still to be carried 
out include: 


 dredging to provide a depth of 8.13 m for the marine canal, a draft of 5.85 m and a 
width of 85 m (1st phase) then a 9.52-10.2 m depth, a 7.2 m draft and a 100 m canal 
width (2nd phase)70, 


 the construction of a 2.73 km levee (1st phase) at the marine approach of the canal 
to protect it from drifts during the northern and north-eastern storms, from dulling of 
slopes by waves and to provide a safe entry for the vessels from the sea to the 
canal when strong winds blow in the fall-winter period, 


 the construction of a wing dam (in the river bed part from the Kiliya mouth to the 
Bystroe mouth) planned in the 2nd phase for stabilizing the water flow out of the 
Bystroe mouth, and protecting it from bed silts and stream-bank erosion, 


 sea ground dumping during the construction of the marine approach of the canal 
during both phases for storing the ground extracted while dredging, 


 coastal and bed ground dump,  


 supply of navigational equipments. 


                                                


68
 This company, which is under the Ministry of Infrastructure, has the monopoly of pilotage and VTMS services at all 


Ukrainian sea and sea-river ports.  


69
 Dredging will enable bigger vessels to reach Reni and Izmail via the Bystroe Canal at a lower cost than via the 


Sulina Canal. Furthermore, the navigation on Bystroe Canal takes place in both upstream and downstream directions 
simultaneously and possible at night while it is one-track and during daylight only on the Sulina Canal. 


70
 It is also expected dredging will help mitigate the effects of floods happening when the ice melts on the Danube at 


the beginning of spring destroying roads and washing away rail tracks. 
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Figure 51: Entrance to the Bystroe Canal 


 
Source: Delta-Lotsman 


B – Rehabilitation of the road Odessa-Reni through Izmail and the reconstruction of the E58 
highway from Odessa to Novoazovsk71. 


C – Construction of a railway track between Izmail and Reni bypassing the territory of Moldova. 


D – Building of an outer harbor at the entrance of the Ukrainian part of the Danube waterway for 
transhipment operations in order to increase the cargo voumes handled at the ports of Reni and 
Izmail. 


E – Reconstruction of the ports of Reni and Izmail to improve their cargo handling facilities. 


Considering there is no allocation of funds in the Ukrainian State-Budget for these infrastructure 
works, the "Development of the Danube Corridor" Project remains an ambitious but rather 
hypothetical idea. The rehabilitation of the Odessa-Reni road, for instance, is scheduled through 
a concession scheme. The corresponding concession law however has not been passed or 
even drafted.  


International financial help and therefore IFIs, Donors and the EU involvement will be necessary 
to achieve the much-needed goals set out by the initiators of the Project. The key players at 
national and regional levels (the Cabinet of Ministers, the Ministry of Infrastructure, the Odessa 
Oblast‟ Council, the District Administrations) also need to develop a coordinated approach 
which seems missing at the moment.  


5.2.4.2 Izmail 


The State-run port of Izmail is located on the left bank of the Danube, between km 85 and 94, at 
the junction of the Ukrainian, Romanian and Moldovan border and at the intersection of Pan-
European transport corridors № 7 and № 9.  


                                                


71
 The E 58 runs through Ukraine around the Black Sea up to South Russia. 
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Figure 52: Location of Izmail on the Danube 


 
Source: Port of Izmail 


It handles mostly bulk commodities (iron ore concentrate, pellets, coal, coke, fertilizers, 
chemical, grain, ferrous and nonferrous metals) and breakbulk cargoes packed in bags, cases, 
big bags, or unpacked (pulp, sawn-timber, metal scrap, steel and paper products) shipped to 
and from the port by rail and sea and river water mode from and to Ukrainian and foreign 
destinations (from Russia to Austria)72. Contrary to many other ports around the Black Sea 
handling dirty bulk cargoes as well, the port area is kept in perfect order and clean.  


Berths and rear open storage areas are equipped with the typical East-German made portal 
cranes which can be seen in all former Soviet ports („Ganz‟ – 5 T capacity, „Albatros‟ and 
„Albrecht‟ – 10 T, „Falcon‟ – 16/20 T and „Condor‟ – 32/40 T).The port is divided in 3 non-
specialized terminals (ППК 1, 2 and 3 with respectively 908.6, 860 and 1134 m length of 
mooring lines). There is a container terminal at ППК-2 (berths number 12, 13 and 14) with a 
44,500 square meters storage area, which was used by UDP at the time this shipping company 
was running container services in the Mediterranean and Black Sea (until the early 2000‟s). 


The development of the port is hampered by various technical factors: 


 the single track rail line has a capacity of 300 wagons per day track representing a 
maximum of about 6.5 Mio T cargo per year, 


 the two-lane 241 km road from Odessa to Izmail has a much basic design, crosses 
a number of villages and small hamlets, and is overall in a rather dilapidated 
condition,  


                                                


72
 Iron ore from the region of Poltava and coal from the Donbass are shipped to Izmail by rail only as users find it 


cheaper, quicker and easier than shipping via the Dnepr. 
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 the draft is limited at the berths of the ППК-2 and in the backwater at the ППК-3 for 
the reception and handling of sea-river vessels. However the Port is on the verge of 
signing a contract for dredging 100,000 cubic meters at the berths of these 2 
terminals, 


 the draft of vessels calling at the port is also limited by the depth of the Bystroe 
Canal (5,85 m). 


Commercially, Izmail is experiencing a serious competition from Romanian sea and river ports 
(Constanta, Giurgiu Galati, Braila, Tulcea). Booming Giurgiulesti also pulled over significant 
amounts of grain and fertilizers. Users note that the vessels‟ port dues (fixed by the Ministry of 
Infrastructure) are 2 to 3 times higher in Izmail and other Danube ports of Ukraine than in 
competing foreign ports. The same goes with stevedoring tariffs which, for certain commodities, 
may be as much as 5 times more expensive. 


Figure 53: Berths and Terminals at the Port of Izmail   


 
Source: Port of Izmail 


Izmail has a design capacity of 8.5 Mio T. After a sharp drop in the late 90‟s the traffic recovered 
steadily rising from 2,873 Mio T in 1999 to about 7 Mio T now (iron ore representing about 44% 
and coal and coke 33% of the total traffic).  


It must be noted that the traffic is handled almost exclusively by port, forwarding, stevedoring 
and other enterprises belonging to the public sector which follow and apply administrative and 
other working procedures resembling very much those of former Soviet ports73.  


                                                


73
 The fulfillment of plans mostly measured in tonnage of cargo handled – as in Soviet times – still remains a general 


pattern of the maritime policy of Ukraine and a criterion of appraisal of the efficiency and level of competence of port 
managers. On one hand the military-like organization of State-run ports in Ukraine and their complete subordination 
to the Ministry of Infrastructure‟s orders and decisions is meant to avoid an unregulated competition to develop 
between them and the emergence of much more serious socio-economic problems. On another hand it deprives the 
port managements of commercial flexibility and definitely restricts their capability to tie links with private commercial 
entities, benefit from others‟ experience, enabling them to broaden their views and approach and enlarge their 
perspectives of development, and, finally, reduces as well their possibilities to attract private funding which would be 
much needed to complement their limited resources. As far as inland water way transport is concerned, the Ukrainian 
Authorities will find themselves compelled to address these issues and decide on a certain specialization of ports and 
terminals. For instance trying to keep alive 2 ports as Izmail and Reni which are only few tenths of kilometers away 
from each other and struggle to attract the same cargo-flows will prove more and more difficult: when the Bystroe 
Canal 2nd phase will be completed Izmail will be able to receive directly bigger vessels which today steam straight to 
Reni via the Sulina Canal. Likewise if and when the Izmail-Reni road and railway links are finally built, Reni will be 
able to attract cargoes for Danube upstream destinations which are today more easily delivered to Izmail.  
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Figure 54: Stevedoring of Pellets at ППК-2 


 


Source: Port of Izmail 


Currently, the port focuses on keeping the cargo volume it is processing, considering all ports 
on the Maritime Danube generally depend on a limited amount of goods and compete between 
themselves more strongly than ever to attract them in those times of crisis. 


Izmail would like to revive the container trade using its experience in stuffing boxes with grain, 
bagged fertilizers74 and other bulk and packed cargoes. The port management reckons it could 
handle 400-450 TEU per week (the port handling norm is 120 containers per day). 


Finally, the Cabinet of Ministry of Ukraine decided to launch a ferry operation between Izmail 
(outside of the port area and not under the port control) and Tulcea with a yearly output of 
44,000 cars and trucks. Plans include the construction of a bridge to replace the ferry in the 
future. The starting budget is of 9 Mio Euros. All preparatory procedures have been fulfilled and 
documents for implementation are ready. 


5.2.4.3 Reni 


The Port of Reni is located between mile 66.7 and 69.3, 63 miles away from the estuary.  


Navigation in Reni is opened all the year round. The depth at piers reaches 7.5 meters which 
allows handling any type of vessel trading on the Danube. The berths span over 3,611 m and 
the crane equipment is the same as in Izmail. In addition, Reni boasts an heavylift crane-bridge 
on berth number 22 in the backwater with a lifting capacity of 250 T.  


                                                


74
 The port plans to receive mineral fertilizers in bulk in the future (from Belarus, Russia and Ukraine) and acquire 


equipment for bagging them in the port. 
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Figure 55: Plan of the Port of Reni 


 
Source: Port of Reni 


Oil and liquid chemicals (proceeding from the Caucasus via Georgian ports) are handled at a 
special terminal in the backwater which has a 60,000 T storage capacity and a 1.5 Mio T yearly 
handling capacity.  


The Ro-ro terminal and the adjacent 19,150 sqm open parking are not used any longer since 
the Ruse-Reni line stopped a few years ago. 


Figure 56: Port of Reni (Backwater on the Left and the Danube on the Right) 


 


Reni has a design capacity of 14.5 Mio T. The peak traffic was reached in 1989 at 10.5 Mio T. 
Following the fall of Soviet Union and the crises in Yugoslavia, it collapsed to less than 2 Mio T 
at the end of the 90‟s. It slowly picked up again thereafter reaching 3,448 Mio T in 2008. 
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Bulk cargo represents 90% of the total traffic (iron ore - over 30%, coal – more than 20%, corn – 
about 15%, fertilizers – 15% and liquid commodities 10 to 15%). Almost 85% of the port traffic is 
cargo in transit. 


The only rail connection to Reni runs through Moldova over 292 km which means the port is 
very much dependent on the tariff policy applied by the Moldovan Railways. Besides the 
situation worsens at times of tense relations between Moldovan and Transnistrian Authorities 
leading for instance to an interruption of cargo deliveries to Reni between March and 
September 2006 and thereafter, to the implementation of a 1-2 USD per T extra-fee for 
transiting Transnistria75.  


Figure 57: Port of Reni (Backwater)  


 


The volume of traffic is also greatly affected by the re-orientation of cargo-flows in Ukraine and 
in Russia to/from ports closer to the steel-mills and mining areas due to the changing tariff policy 
of the railway companies and general deficit in railway wagons. 


The construction of a direct railway track linking Reni directly to the Ukrainian railway network 
through Izmail is therefore of paramount importance for the survival and future development of 
the port76. 


Due to this situation the port is trying to concentrate on cargo-flows moving via the Danube such 
as grain shipments from Hungary to Greece, metal from Austria to Russia, coal and ores from 
Constanta. 


Empty containers are re-positioned by barge from Constanta via the Sulina Canal to the 94.36 
ha Reni Free Economic Zone for stuffing Moldovan grain and shipped back full the same way 
down to Constanta. 


Reni is also cooperating with Moldovan grain traders who, due to low water levels, load barges 
in Giurgulesti and send them to Reni for loading on ships. 


                                                


75
 Reportedly the cargo carried to Reni represents some 60% of the total freight moved by the Moldovan Railways. 


76
 At the moment the port can unload 600 wagons / load 100 wagons per day. 
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The plans of development of the port include: 


– the attraction of truck traffic from/to Central and Western Europe and the renewal of Ro-ro 
operations, with the upgrading, subject to State-funding, of the existing berth and ramp to 
receive and handle sea-going shallow-draft vessels of the Ro-8 class (33 trailer, 3/4 stern 
ramp) such as those belonging to CASPAR, in service between Baku and Aktau, 


– the revival of Ro-ro services along the Danube77,  


– expanding container activities using the existing port infrastructure and facilities to handle 
sea-river vessels of up to 170 TEU capacity, 


– boosting the development of the FEZ established for 30 years under the 2000-promulgated 
Law № 1605-III which would result in an increase in port traffic and diversification of the type 
of goods handled. 5 investment projects (carried out with domestic and foreign funds) have 
already been realized: 


 Reconstruction of the existing cargo complex for the transshipment of coal tar and 
other viscous liquid cargoes (creosote oil, pyrolysis tar, pitch and bitumen, benzene) 
between rail cisterns and tankers (JSC "Ukrchem"),  


 Grain complex for handling grain and fodder between hoppers and lighters including 
the construction of additional silos (JSC "Reni - Line"),  


 Organization of laminated timber and lumber processing and granular fertilizer 
(urea, ammophos, potassium) handling (mixing, processing, packing in bags and big 
bags and transshipping) (PP "ReniLis"), 


 Complex for loading, discharging and storage of liquefied hydrocarbon gases in the 
port of Reni (including the building of specialized river barges for the transportation 
of liquefied gases),  


 Reconstruction of the facilities for diesel and fuel-oil bunkering operations (JSC 
"Transbunker - Danube"). 


Owing to the on-going financial crisis, other projects are pending: 


 "DunayAvtoReni": creation of an assembly line for the production of heavy and light-
duty trucks, 


 "DunayPromAhro": construction of a plant for processing colza, 


 "NPYK" KorInTeh”: construction of a plant for processing used tyres, 


 "Oil Refayneri Group": construction of a terminal (including a tank farm pump 
station, a boiler, a railway by-pass track) for the transshipment of vegetable oils and 
biofuels for export by vessels, 


 "Avtologistika": construction of the afore-mentioned Ro-ro berth, specialized 
terminal/bonded warehouse complex and railway line for the transshipment of up to 
60,000 new cars from the EU to Ukraine, Russia and Central Asia.  


                                                


77
 The Ruse-Reni liner service was launched in 1993 in answer to the difficulties faced by truck drivers when crossing 


Bulgaria and Romania. In those times the process of obtaining transit visas was long and expensive, Customs 
procedures were cumbersome and Customs officers much corrupted. This changed with the steps undertaken by 
Bulgaria and Romania towards the EU accession and their final accession in 2007 and the line consequently 
disappeared.  
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Much of what has been said about the organization of work and administrative structure of 
Izmail also applies for Reni. 


Still, the key issue affecting the operation of the port of Reni and its role in the transport 
corridors, including TRACECA, is the land access. The case of railroads has already been 
reviewed. 


Regarding the motor roads, the part of the highway M-15 „Odesa - Reni to Bucharest‟, and 
Ukrainian land route E-87, which pass through the city of Reni to the border with Moldova 
require only operational maintenance.  


However, a 63 km (out of a total of 73) section of the P-33 road of national importance from 
Izmail to Reni hardly deserves the name of road: obviously it has not been maintained for years. 
At places the bitumen coating burst out with big splinters sticking out or is completely destroyed 
and muddy gutters and huge potholes have been dug out by the floods across the track. In best 
dry weather conditions it takes a good hour and-a-half to drive it78.  


Still some domestic and foreign trucks drive it to reach Romania and Bulgaria via Giurgiulesti 
and the bridge over the Danube. 


City streets are also in a poor condition (as well as in Izmail). Rehabilitation, in this case, has 
also a much important social dimension. 


 


                                                


78
 As a result some foreigners having business operations in Reni use to rent helicopters to reach the city from 


Odessa. 
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6 CONCLUSIONS AND RECOMMENDATIONS 


The present report tends to explain that a wide variety of factors, at international, regional and 
national levels affect the present and the future of river transport on the Danube. Development, 
in whichever direction, will bear also on the TRACECA Corridor as a whole: by way of example, 
the improvement of the navigation conditions, leading to the implementation of regular, reliable 
river container feeder shipping services from the Black Sea to Europe, may result in modal 
shifts and diversion of cargo-flows from one route to another, thus reducing the transit function 
of certain countries. Likewise, the enhancement of the Danube performance can entail an 
increase of the transit via the Volga-Don complex to the Caspian Sea, and reduce the transit 
cargo-flow via the Caucasus backbone central corridor accordingly. 


In any case, there are lessons to learn.  


The most important ones, in the Consultant‟s view – applicable to all TRACECA countries - 
relate to approach and methodology. Mixing concrete – or melting steel for that matter - is a 
means and a result, definitely not the starting point of a well-thought business operation. 


In other words, inasmuch as Danube transport is concerned, infrastructure works are definitely 
needed along and around the river, still, they represent only a part of the whole development 
strategy. 


The following is an attempt to sketch out some guidelines which might help reach commonly 
desired results in a quicker and more efficient way. 


6.1 Working Guidelines 


6.1.1 Taking the Logistics Dimension into Due Account 


In today‟s economy, the wording „supply chain‟ has replaced the simple term „transport‟. This 
goes beyond vocabulary and means that, contrary to what used to happen in the past, when 
fully finished products were delivered straight from manufacturer to consumer, now, semi-
finished products are delivered from an original manufacturer to a chain of logistics suppliers, 
who became part of the industrial process and do not provide only the usual 
transport/storage/distribution functions but also added-value services, such as quality control, 
sorting, labeling, packing, assembling, certification and, finally, delivering a nearly-finished 
product to an end manufacturer who stamps/brands/names, markets and sells. 


In this context, transport, though important, tends to represent a minor part of the overall 
process.  


The focus is on gathering of and combining at selected dedicated spots the greatest number of 
different but complementary services and competences providing the highest possible added-
value contribution to a specific supply chain.  


Best examples of the integration of logistics in the manufacturing process in the EU are found in 
the automotive industry which is outsourcing an increasing part of its production to 4 and 5PL, 
who assemble and manage the resources, capabilities, and technology of their own 
organizations and other organizations to design, build and run comprehensive supply chain 
solutions ensuring just-in-time deliveries in full interaction with the upstream suppliers and their 
final customers through tailor-made IT systems.  


Therefore, Romanian and Bulgarian „inter‟ and „multi‟-modal terminals terminologies – already 
noted as too restrictive, as they address more specifically the transport rather than the industrial 
issue – look also somewhat out-dated and too general. They would need being reconsidered 
and the corresponding strategies shifted to the more modern concept of Logistics Centres, 
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described as above, re-assessing the needs not only in terms of transport links and means but 
also global forecasted economic development. 


Danube river ports being, with few exceptions, mostly located in non- or not much industrialized 
areas, their managements must realize that though necessary, berths, cranes and storages are 
no longer attractive enough assets and must be complemented by other services and facilities 
matching as closely as possible the specific needs and requirements of the customers they 
target for their ports. Somat Vidin Autoferyboat Terminal, for instance, represents a promising 
implementation of this new conceptual approach. 


Inland ports have difficulties in marketing their services efficiently by themselves. They need the 
help of logistics integrators to build up transport chains and attract the interest of the shipping 
industry. Also it will be easier for them if they join forces and co-operate with seaports. 


6.1.2 Involving Users and Operators 


The lack of dialogue and involvement of the Users and Operators – especially representatives 
from the private sector – has been pointed out on several occasions in this report. There is a 
risk that national strategic plans, drawn somewhat unilaterally at technocratic level, miss the 
focuses of the business community. It must never be forgotten that Users and Operators are the 
final decision-makers in the transport process and choose the modes and corridors they 
consider the most efficient in all respects regardless of the policies the States implement. 
Besides, the decision-making process in a globalized economy migrates from the micro to the 
macro-economic level and from local to regional or international units outside of the countries 
where the decision will be applied.  


Permanent consultation with the trade and the transport industry representatives allows to 
identify their needs and expectations, to learn in which direction they plan their development, to 
understand what they perceive as main barriers and obstacles in the performance of their 
activities, why they use certain routes and not other, etc. Such information, consolidated and 
regularly up-dated, can definitely help improve the design and efficiency of transport strategies 
at the national level, increase the cost-effectiveness of public infrastructure investment and thus 
provide for a better use of state financial resources. 


The Romanian and Bulgarian Transport Strategies under review are illustrative examples of the 
need for a behavioural change: both detail at length the socio-economic and environmental 
advantages of inland waterway freight transport as compared to overland modes, but 
completely ignore the role and place of their own river shipping companies in the process and 
their possible difficulties.  


There is not even the slightest mention of CNFR Navrom (52 pushers and 348 barges among a 
host of floating crafts of all types / 10 Mio T traffic p.a.), the biggest Danube shipping company, 
in the Romanian document. 


Meanwhile the Bulgarian one briefly mentions BRP79 „competing with established world 
operators‟ … „suffered a deterioration of their market positions because of the unfavorable age 


                                                


79 100 barges, 30 pushers, 3 ferryboats, 2 car-carriers (for up to 250 medium-size / 280 small size cars) and 2 oil 


tankers. BRP carries on average about 1.4 Mio T per year on the Danube, 40% being export-import from/to Bulgaria 
and 60% international cross-trade. BRP operates, for the Bulgarian part, the Varna-Port Kavkaz rail-ferry in 
partnership with Navigation Maritime Bulgare. BRP is also the leading container feeder on the Danube, carrying, in 
particular, some 4,000 TEUs per year from Constanta to Belgrade. 
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structure of the merchant fleet80 81without providing any hint as to how possibly remedy to this 
situation.  


Both these companies are now private82. This does not mean they do not need (as well as other 
river operators), a support of their respective Authorities to deliver the service implicitly expected 
from them in the Strategy papers. To be able to talk about support of any type (not necessarily 
financing83), they need, first, to be taken into account and heard. Renewal, modernization and 
development of the existing river fleets to better meet the existing and future market demand 
and vocational training and studies for shore and river staff to name only a few examples should 
represent an important component of the strategies.  


Therefore freight forwarders, logistics services providers, road and rail transport operators, river 
and sea ports and shipping companies, terminal operators, both national and foreign, from the 
public and private sector, and their corresponding business associations, should be given more 
opportunities to have their say and make their proposals.  


As repeatedly underlined, where the private sector apparently fails to understand what are the 
stakes, governmental agencies and state organizations (such as national private-styled 
companies in Romania) should, for the sake of promoting the development of the river ports 
they manage84, and although this may sometimes exceed the scope of their assignments, be a 
driving force and endorse initiatives aimed at promoting inland waterway transport, fostering, for 
instance, a dialogue with container shipping lines and convincing shippers and forwarders of 
inland waterway transport advantages. 


6.1.3 Capitalizing on European Experience  


The European shipping industry has gone a long way testing, experimenting and implementing 
different policies to promote the inland water way mode. Yet, as the figures in Appendix 2 prove, 
large-scale results at the EU level remain to be seen. While the demand for freight traffic has 
been growing steadily since 2000 (except in 2008 and 2009), rail market shares continue to 
dwindle and inland water way ones remain at best stable, meaning nearly all of the extra traffic 
is absorbed by the roads.  


Still, some countries are far more advanced than others and have long ago brought a high level 
of support to their inland water ways system: for instance, the share of inland water way 
transport in total inland freight transport performance measured in ton-kilometres grew from 
10.9% in 2000 to 14.3% in 2009 in Belgium and from 32.9% to 35.1% in the Netherlands. 


                                                


80 Strategy for the Development of the Transport System of the Republic of Bulgaria until 2020, page 21. 


81 As a matter-of-fact this does not correspond to the reality. BRP deeply modernized its fleet over the past few years 


having, in particular, Caterpillar (CAT) engines supplied by Zeppelin, Germany, installed on the pushers. Zeppelin 
having trained BRP technical staff, BRP, in turn, is now assisting Zeppelin for servicing CAT marine and port engines 
in Bulgaria, Romania and Serbia. 


82 Navrom has been privatized in 1998 and BRP in 2006. 


83 There are, for instance, complaints about the way Ukrainian river fleets head up for the Danube in winter when the 


Dnepr is frozen and compete at, reportedly, unfair/dumping conditions while Danube river shipping companies are 
not welcome on the Dnepr (as well as on Russian rivers) and, practically, can‟t trade there due to administrative 
hassle and other barriers imposed by local Authorities. Another reason is the high cost of port and stevedoring 
expenses in Ukraine and Russia. Izmail is described as the most expensive Danube port where, for instance, loading 
of coal costs 7 USD/T while the average freight rate Izmail-Ruse for this very coal is only 6 USD/T. 


84 As already mentioned, in Romania, the RIA could also take an active part in organizing such meetings between 


stakeholders. 
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Such achievements are partly the result of authoritative state policies aiming at restricting the 
use of road transport through measures such as increased safety requirements for trucks, social 
measures in favour of truck drivers, tolls (such as the LKW Maut in Germany collected on all 
trucks over 12 T using the motorways (Autobahnen), based on the pollution class of the vehicle, 
its total weight, number of axles and route)85.  


Apart from big public infrastructure projects such as the Seine-Nord Canal (given the status of a 
TEN-T Corridor) linking Paris to Antwerp and Rotterdam, they also stem from specific projects 
undertaken by regional governments. As examples:  


– the German Land of Nordrhein-Westfalen has launched many plans in favour of inland water 
way transport since the Federal Government commissioned the 2002 study carried out by 
the Planco Institute (Essen) on future prospects for the inland waterways which triggered an 
intense debate on necessary measures in this particular branch of the transport industry. As 
recently as in October 2011, having determined its container traffic would keep on 
increasing at a pace of 5.5% p.a. until 2025, and considering road and rail reached their 
maximum capacity, the Land announced a new initiative for inland shipping to bring together 
logistic experts and shippers to develop stronger commercial, logistical and telematic 
training opportunities. Despite present budgetary restrictions, it further decided to invest 5.2 
Mio Euros in the extension to the west of the Mittelland Canal, and around 7 Mio Euros in 
the development of the Rhine-Herne and Datteln-Hamms canal. 


– In Belgium, the region of Wallonia has a specific IWT plan covering the period 2008-2013 
supporting: 


 the modernization of the fleet (low-emission engines, radar, GIS, RIS, autopilot 
equipment, telescopic bridge, steel bottoms holds, ship‟s hold coating and container 
capacity), 


 the construction of transhipment facilities (acquisition of land, infrastructure, 
conveyor belts), 


 the implementation of regular container services. 


Flanders has, among many other incentives, developed a PPP scheme for the construction of 
loading-unloading facilities, the Kaaimuren program (2005-2010 then extended to 2016), 
targeting to shift more than 400 Mio T of freight from the roads to Flemish waterways.  


Also, a specific grant program has been set up for waterway operators to invest in the 
refurbishment of their barges. Half of Flemish ships have been modernised under the scheme, 
despite the economic downturn.  


The same type of programs now exists in practically all Western European countries with an 
IWT potential. 


In the southern Netherlands, inland ports have been co-operating for years together with other 
logistics providers enhancing the role of IWT in empty container logistics or the transport of 
waste and gathering bigger consignments suitable for transport via the inland waterways by 
grouping together smaller orders more suited to the roads. 


Another driver is the changing attitudes emerging in the shipping and logistics industry. As an 
example, major EU seaports find it hard to cope with the growth in container transhipment and 
set modal split targets for containers up to 45% by IWT, as waterways are the only way to 


                                                


85 Tolls may have reverse effects: the introduction of the LKW Maut in 2005 has deterred some trucks off the 


Autobahnen onto other roads, resulting in additional noise and congestion on these routes. 
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bypass saturated land networks. Such moves are supported, at EU-level, through dedicated 
programs such as the INTERREG IVC Port Integration Project (2010-2012). 


Rather than referring to EU directives, papers, communications and other documents as a sort 
of sanctified vade mecum, liaising directly with West-European public and private organizations 
involved in the process of promoting IWT, and accessing practical information summing up 
decades of accumulated experience would certainly help Romanian and Bulgarian sea and 
Danube river ports to plan their development more efficiently, identify their synergies, draw joint 
plans for reaching better results for them all, learn and avoid typical mistakes and save time, 
and, again, ensure an optimal use of their human and financial resources.  


6.1.4 Developing Regional Cooperation 


The Western example also demonstrates clearly that best solutions are found and implemented 
when stakeholders join forces at both regional and transnational levels. 


Likewise TRACECA countries on the Danube would gain cooperating together, identifying their 
common strengths and weaknesses, and highlighting their synergies to work out joint plans 
which would produce better results for them all, rather than having each one mulling possibly 
overlapping projects on its own.  


Meetings on such technical matters as the improvement of the conditions of navigation or topo-
hydrographic measurement systems are definitely necessary. However there should also be 
multi-lateral regular meetings of concerned stakeholders on port, fleet and commercial 
developments, plans and projects enabling the Governments to coordinate their strategies and 
spending, aligning thus better with the EUSDR approach.  


Competition does exist, however not among Lower Danube countries. The real threat, for all 
Danube stakeholders, comes from other European regions trying to attract and divert the 
Danube traffic to alternative routes and modes. 


Upper-Danube cargo-flows are naturally attracted to North European ports, and particularly to 
Hamburg, for historical, cultural, and economic reasons. Then, it must be remembered that first 
the UN sanctions on Serbia from 1993 till 1996, then the NATO 1999 bombing of 8 bridges in 
Serbia (with the clearance of the debris and reopening of the Novi Sad section completed in 
2003 only), have heavily contributed to shift a lot of cargoes (mainly, but not only, bulk) from the 
river to the rail.  


The war was also an extraordinary stroke of luck for the sleepy North Adriatic ports.  


Turkish road trucking companies willing to avoid the Balkans set up UN Ro-Ro which started 
plying a regular service to Trieste while other Ro-Pax services from Greece to Venice, Ancona 
and other Italian ports in the Adriatic Sea expanded dramatically.  


Container feeder services began developing from Central Mediterranean hubs (Malta, Gioia 
Tauro, Taranto) to all ports from Trieste to Bar (Montenegro) for serving Central European 
markets. With the return of peace and stability and resurgence of economy in the Balkans, 
volumes rapidly increased, leading to the opening of deep-sea container lines between the Far-
East and Eastern Adriatic ports.  


One of the big winners, and the most commercially aggressive, is the, once very small, 
Slovenian Port of Koper (Lula Koper). Container traffic jumped from 86,679 TEUs in 2000 to 
589,314 TEUs in 2011 with practically no decrease between 2008 – 353,880 TEUs and 2009 – 
343,165 TEUs (compare with Constanta figures page 45).  


Lula Koper, given its geographical position among very close competing ports (the distance to 
Trieste is 8 nautical miles and to Venice 60 nm only across the Adriatic sea), understood from 
the beginning that to attract and secure the traffic it had to develop services in addition to those 
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a port usually offers. New block container train operations are launched practically every year. 
Koper today boasts the following connections: 


SLOVENIA (Ljubljana)     daily train 


HUNGARY (Budapest)    up to 15 trains / week 


SLOVAKIA (Bratislava, Zilina, Dunajska Streda) up to13 trains / week 


AUSTRIA (Graz)     up to 6 trains / week 


ROMANIA (Arad)     1 train / week 


SERBIA (Belgrade)     2 trains / week 


GERMANY (Muenchen)    3 trains /week 


In September 2011 a weekly connection was inaugurated between Koper, Ljubljana and Yana-
Sofia. 


And since October 2011 a weekly service connects Koper to Vienna and Doborwa Gornicza 
(Poland). In March 2012 this route has been extended with a weekly service from Slawkow 
(Poland) across Ukraine to Bryansk (Russia). 


Koper is therefore directly competing with Constanta and the Lower and Middle Danube.  


Generally, Adriatic ports and regions are increasingly focusing on Danube and Eastern Europe 
countries: within the frame of the SEE, the EU is financing the March-21012 ending Adriatic-
Danube Clustering project. This included a logistics chapter where Slovenia promoted its port 
and the function of the country as a gate and transit path between Adriatic and Central and 
Eastern European regions (up to and including Romania and Bulgaria). 


Last, developing TRACECA Corridor along the Danube also calls for a closer dialogue between 
Romanian, Bulgarian and Georgian stakeholders as a first step.  


Excepting Ukraine, container traffic between the Western and Eastern banks of the Black Sea 
remains so far limited to the small direct trade between the 3 countries. It will remain so until 
block container trains start running through Caucasus then through Kazakhstan, which will 
unlock the possibility to handle steady significant flows of containers in transit between Europe, 
the Caucasus, Central Asia and Western China.  


This, in turn, may represent the awaited opportunity to set up large-scale container feeder 
operations along the Danube via Constanta, provided navigation conditions are improved. 


Taking into account on the one hand the probable resumption of the Burgas-Poti Ro-ro service 
– albeit with a different operator – and, on the other hand, the fact the 3 TRACECA countries 
implemented or plan to launch Ro-La services, they may start working on defining the best 
possible (future) transit conditions for truck-flows between Europe and the Caucasus, such as 
simplified customs and transit formalities (based on the IRU-TIR EPD for TIR trucks, already 
used by Romania and Bulgaria, and on the NCTS already in use in all EU countries) or through 
transport rates (Arad-Tbilisi/Yerevan for instance).  


In this latter respect, designing and implementing a simple commercial agreement which along 
an important segment of the Corridor would legally bind ports, terminals and operators of 
different transport modes such as railway companies and shipping lines, operationally (in terms 
of quality of service) and financially (in terms of competitiveness of tariffs), as currently happens 
anywhere else in the world, would be a major breakthrough for TRACECA.  


The field-missions, meetings and interviews carried out during out during this Case Study 
allowed the Consultant to envisage few possible market developments which are presented 
hereafter. 
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6.2 Potential Markets, Customers and Services  


In the following analysis no segregation is made between TRACECA and non-TRACECA 
projects as they usually mingle together. 


6.2.1 Renewal of the Ro-Ro Service Bulgaria-Georgia  


This has been described and commented before. The emphasis here is laid on another aspect.  


A poor road network, entailing a lot of fatalities and high environmental and social nuisances 
has so far spurred Bulgaria to refrain from being a transit country. The important development of 
tourism (including an increasing third-age retirement of foreigners in the country) has probably 
played a role as well in the governmental policy of reducing foreign truck traffic on a number of 
Bulgarian roads. Nonetheless the situation has evolved: first the measures implemented years 
ago start to bear fruit and the motorway network is visibly and rapidly growing. Then the country 
still faces the problem of a decreasing population and increasing infrastructure maintenance 
expenses. Therefore, it can be assumed that, in order to generate additional revenues, the 
transit function of the country will soon be back in the limelight.  


Measures favouring the flow of transit-cargo through Bulgaria would, in general, represent a 
major support to the development of the sea ports of Varna and Burgas and strengthen the 
position of the TRACECA Corridor.  


6.2.2 Attracting Turkish and Other Trucking Companies 


In TRACECA countries, Turkish trucking companies hold a leading position. Therefore they 
represent an important target for the ferryboat services across the Danube between Bulgaria 
and Romania as well as for the Somat Ro-Ro service between Vidin and Passau. They are 
bound to become also major users of the port of Constanta with the opening of the Pendike-
Agigea UN Ro-Ro service. 


It is therefore necessary to identify and implement all measures relevant to make their transit 
through Bulgaria and Romania easy.  


In particular, Bulgarian Authorities need to keep on addressing the issue of border-crossing 
points between Turkey and Bulgaria: the Kapikule-Kapitan Andreevo Customs gate is the first or 
second busiest border-crossing point in the world and the busiest in Europe86. Bulgaria and 
Turkey have embarked in programs of renovating and modernizing the facilities at their 
borders87 (Bulgaria having in addition the obligation to up-grade them to Schengen 
requirements). Still, in winter the nearby Kalamitsa river floods practically every year88 the 
Bulgarian part of the road to Kapitan Andreevo provoking fatalities, road accidents and the 
closure of the border-crossing point. Trucks get stuck as well under heavy snowfalls on the 
rather narrow local roads on the Bulgarian side which prevents the passage at other border-
crossing points between the two countries. Congestion and long waiting-times are also reported 
during the tourist season in summer. 


                                                


86 
Over 400,000 vehicles and 4 Mio people cross at this point yearly. 


87 Actually the Turkish Government signed a 100 Mio USD agreement with the Union of Chambers and Commodity 


Exchanges of Turkey (TOBB) in 2007 to completely overhaul and modern all crossing points at its land borders under 
a PPP / BOT scheme. The project included as well the now completed implementation of the Joint Border Crossing 


Model at Sarpi on the Turkish-Georgian border. 


88 
2010, 2011, 2012 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 100 of 127 Annex 5 – Danube Case Study Progress Report II 


Streamlining Customs and transit formalities is another important point which seemingly needs 
to be attended. As a matter of fact Users report difficulties linked with the incomplete and/or 
insufficient vocational training of Customs officers to EU Customs rules resulting in unnecessary 
delays and hassle in both countries.  


6.2.3 Developing Ro-La Offer through the Balkans 


It has been noted that both Romania and Bulgaria have taken serious steps to improve the 
condition and layout of their respective road networks. Rehabilitation and modernization 
however represent a considerable amount of work and it will take years to complete them. 


It is hoped the economy will meantime pick up which will result in an increased demand for 
freight traffic and bottlenecks and congestion on the road networks (see Appendix 4 – Road 
traffic in Romania, forecasts for 2015). The full implementation of EU regulations with regard to 
road transport and particularly the ban on truck driving during week-end will make things even 
worse. On its side, the trucking industry will be faced with growing costs due to longer travel-
times, the possible introduction of tolls on certain roads, etc. 


To anticipate such situations, it would thus be in the common interest to take measures now to 
operate a significant modal shift such as expanding the limited available Ro-La services through 
Romania and Bulgaria. It would be, for instance, reasonable for CFR Marfa to extend its Arad-
Bucharest Ro-La service to Constanta which would allow trucks moving between Turkey and 
other European countries through Romania, via the UN Ro-Ro line, to benefit from a seamless 
transport offer from Turkey up to Hungary. 


Implementing Ro-La operations between Halkali (Turkey), Sofia, Dragoman and Vidin89 would 
represent a major step forward for boosting the transit cargo-flow through Bulgaria and support 
the development of Ro-ro services with Central and Western Europe on the Danube.  


In turn this may also benefit the sea ports and Ro-ro services across the Black Sea along the 
TRACECA Corridor. 


6.2.4 Container Feeder Services on the Danube 


A number of studies have tried to demonstrate that Central, Western and even Northern Europe 
could be reached from Constanta via the Danube in no more time and at a cheaper or 
equivalent cost as via the traditional shipping routes across the Mediterranean and Adriatic Sea, 
the Atlantic Ocean and North Sea. The best reference remains the 2006 COLD (Container Liner 
Service Danube) Project led by Via Donau (Vienna).  


The purpose here is not to discuss the merits of the study, which, anyhow, would need being 
up-dated. 


The conclusion formed by the Consultant may be summed up as follows: 


 the success of containerized transport rests first and foremost on the quality of the 
service provided by container shipping lines in terms of frequency, regularity and 
reliability i.e. guaranteed transit-times between distant ports,  


 this matches the requirement for just-in-time deliveries within a supply chain, 


 the conditions for ensuring this quality of service on the Danube on a permanent 
basis are not met today due to highly fluctuating conditions of navigation resulting 


                                                


89 Reportedly, BDZ has plans to implement an Halkali-Dragoman Ro-La service. 
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from the weather circumstances and corresponding hydrological situation of the river 
(flooding, drought, ice), 


 albeit congested at times, EU major North European ports are not saturated. 
Furthermore they are implementing solutions, such as direct delivery on block 
container trains as well as despatching containers by water way to inland dry ports 
and logistics facilities, which enable them to increase the volume of traffic they 
handle now. These inland outlets may even be dedicated to specific 
customers/trades which enhances the link between the Port and its Clients. The 
same applies with empty equipment, containers being left at inland depots thus 
freeing storage capacity in the port area, 


 for all the above reasons, it seems therefore doubtful the trade between the Far-
East and Europe could at the moment consider changing its deep-sea routing for the 
route via the Danube. 


This will happen only if and when: 


 the necessary infrastructure works have been completed and the equipment 
acquired, enabling to guarantee an uninterrupted navigation all the year round, 
round the clock at a guaranteed minimum draft, 


 sustainable alternative solutions, such as block trains between Constanta and the 
main inland destinations on the Danube, will be in place90, 


 it will become possible to ship containers on the Eurasian route via the TRACECA 
Corridor on block trains and container vessels through the Caspian and Black Sea 
all the way from Western China to Europe and back. 


6.3 Maritime Danube Cluster  


The 5 main ports on the Maritime Danube, Braila, Galati, Giurgiulesti, Reni and Izmail are very 
close to each other.  


Giurgiulesti, a port built in recent years, is the most dynamic due to its strategic role as the only 
port of Moldova.  


Reni (20,000 inhabitants) and Izmail (85,000 inhabitants) became the Soviet gates to the 
Danube after the region was definitively incorporated in the USSR in 1947. Until the fall of 
Soviet Union and crash of the cooperation between socialist countries they were important 
ports. After Ukraine and Moldova became independent along the administrative borders they 
had during Soviet times, the region where Reni and Izmail are situated, the Budjak, was 
practically cut from the rest of the country, linked to Ukraine by only 2 bridges, one of which can 
be accessed only through the territory of Moldova. 


                                                


90 In 2005 when NordMarine, initiator of the first container service, started, low water problems compelled them to 


truck and rail containers to final destination at their own expense. This obviously resulted in heavy losses which could 
not be predicted and which no private company can afford to bear in the long-run.  
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Figure 58: Budjak Region 


 


Izmail hosts the headquarters of former-Soviet UDASCO (Ukrainian Danube Shipping 
Company), now renamed UDP, now the biggest shipping company in Ukraine and one of the 
biggest on the Danube, with a fleet of over 600 floating crafts of all types from specialized 
pontoons for carrying super heavylifts to barges and river self-propelled vessels, sea-river and 
sea-going vessels including small reefers and feeders and passenger river-cruising vessels. 
UDP controls the Kiliya Shipbuilding/Shirepair Yard which builds barges, river vessels and 
coasters. 


Due to its geographical position as well as for historical reasons, UDP is playing only a very little 
role in Ukraine international sea-borne trade. Most of its activities consist in cross-trade at sea 
(mostly in the Mediterranean and Black Sea), and, of course, transport on the Danube of 
cargoes discharged from sea-going and sea-river vessels at Reni and Izmail. 


The 2 ports have inherited of an infrastructure and equipment designed for the trade of Soviet 
Union with the Socialist countries on the Danube91. This is somewhat over-dimensioned and 
under-utilized today, especially with the on-going crisis92 93. In Reni there is a ferryboat complex 
where from 1993 till 2006 were handled BRP Ro-ros plying the service to Ruse in 48-50 hours 
(the downstream voyage lasting from 20 to 24 hours). 


                                                


91 Reni was among the 6 biggest ports of USSR. 


92 Reni boasts a 250 T heavylift bridge crane. 


93
 Reni has a design capacity of 14.5 Mio T and Izmail 8.5 Mio T. In pre-crisis years about 7 Mio T were handled at 


Izmail. 
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Figure 59: Ferryboat Complex at Reni 


 
Source: Commercial Sea Port of Reni 


Both Izmail and Reni predominantly handle bulk (iron ore concentrate, pellets, coal, coke, 
fertilizers, chemical, grain) and breakbulk cargoes (metal scrap, steel and paper products). Raw 
and mineral oil and liquefied gas are also discharged at Reni. 


While Braila and Galatimay hope for better connections with the rest of Romania in the future, 
Reni and Izmail are and will remain geographically isolated, far away from the big Ukrainian 
industrial centres, cities and and conurbations and commercial routes and, as already seen, 
scarcely linked by road and rail to the main networks.  


To put it somewhat bluntly, they cannot bring much and are therefore not of much interest for 
the rest of the Ukrainian economy. Consequently they cannot expect much either from their 
fellow citizens.  


The upgrading to highway of the dilapidated 261 km road connecting Odessa to Reni has been 
in the plans of UkrAvtoDor (the Ukrainian State Agency in charge of road construction and 
maintenance) for the past 10 years. In 2007 the Ukrainian Government has declared it a priority 
infrastructure investment to be completed by 2011. To date, works have not even begun. 


Much more than for the other Maritime Danube ports, the future of Reni and Izmail – unless the 
Ukrainian Government does implement some voluntary development policy in the Budjak 
Region - rests with and only with the River. 


Other recent developments have to be considered.  


Ever since their country became independent, Moldovan traders have – justly - complained that, 
for various unclear reasons, the cost of hauling a container from nearby Odessa port to 
Chisinau (177 km) was as – or more - expensive as to bring it from China to Odessa. As a result 
the Giurgulesti International Free Port (GIFP) finally took the brave decision to build a container 
terminal (opened in late 2011), signed a feedering agreement with number 2 world container 
shipping line Mediterranean Shipping Company (MSC), chartered a vessel and launched in 
January 2012 a weekly regular service between Istanbul and Giurgiulesti to serve the Moldovan 
market. 
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On her maiden voyage the vessel loaded back from Giurgiulesti to Istanbul 22 conatiners 
stuffed with Moldovan grain destined to Taiwan. 


The implementation of this container operation represents a great opportunity for Maritime 
Danube ports to establish a regional cooperation.  


As anywhere else, there should be fluctuations in the Moldovan foreign trade over the year for 
seasonal reasons notwithstanding the market, currency and political situation. Also, Moldovan 
exports are limited both in volume and variety whereby filling the vessel forth and back at each 
and every voyage to and from Giurgiulesti may prove difficult.  


It could thus be in the advantage of the 5 ports to meet and assess what each of them could 
bring into the common basket to stabilize the operation and, undoubtedly, develop it further. 


Based on the Moldovan example, Romanian as well as Ukrainian stakeholders could find ways 
to attract directly to their ports the goods consumed in their catchment areas and containerize 
part of their exports without resorting, as they have to do today, at probably higher costs for 
imports and lower revenues for exports, to the main sea ports in their respective countries 
(Constanta, Odessa, Illyichevsk).  


In a broader perspective, this would provide a possibility for Romanian ports to start 
implementing gradually a Logistics Center concept, for the Ukrainian ports to increase and 
diversify their traffic, for GIFP to optimize the cost-effectiveness of its operation. 


Finally, this might constitute a basis for a Maritime Danube Cluster (MDC) which could be later 
extended to other economic areas of common interest, fostering, for instance a cooperation 
between local SMEs working for the shipyards located on the Maritime Danube (Sulina, Kiliya, 
Galati).  


To achieve these targets however, a politically-supported comprehensive and objective SWOT 
analysis of the situation must be first carried out at national level then at regional level between 
the participating countries. Geopolitical changes, for instance, have not altered the conception 
of Ukraine with regard to its role and the role of its ports in the Danube region. As a result 
administrative and managerial behaviours, working procedures and business plans are still very 
much based on the principles and approaches of the Soviet period such as State centralized 
planning, decision-making and tariff-making policy notwithstanding absence of involvement and 
cooperation with the private sector.  


Likewise the successful development of Giurgiulesti may help meet the present needs and 
requirements of the Moldovan economy. Still, the potential for further expansion is limited both 
in terms of berthing and handling space as well as in terms of accessibility. It should therefore 
be understood by Moldovan stakeholders as a whole that to enhance the function of Moldova as 
a transit country and keep reaping the fruit of corresponding cargo-flows a permanent 
cooperation with Ukrainian stakeholders in general and the port of Reni in particular is 
necessary. Any decision by the Ukrainian Authorities leading to the construction of the rail link 
between Izmail and Reni or to the freezing of activities at Reni and concentration of resources 
on the development of Izmail would result in substantial financial and job losses for Moldovan 
Railways. 


Dialogue is necessary to identify synergies and work out together solutions which will bring 
about a greater efficiency and also to streamline and harmonize plans of development. This, in 
turn, may help optimize and reduce the volume of investment necessary to make the MDC a 
success story.  


Provided the 4 TRACECA Countries and 5 Ports express a committed interest to such a project, 
the support of the EU should be sought through the appropriate channels to bring a technical 
assistance for its implementation in the same way as for other similar projects such as, for 
instance, the SEE Adriatic-Danube Clustering (ADC). The direct involvement of the EU would 
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help prevent the repetition of the unsuccessful implementation of various projects and aborted 
Danube regional cooperation fostered via the Euro-region scheme which is bitterly resented by 
local Authorities. 
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7 APPENDIXES  


7.1 Appendix 1: Bystroe Canal Story 


7.1.1 Historical background 


The Danube Delta was designated an Internationally Important Wetland and UNESCO World 
Heritage Site in 1991, due in part to its importance to millions of migratory birds. The Bystroe 
Canal, in this same Danube Delta, was among the main Ukrainian waterways until 1959, when 
its exploitation stopped due to natural silting. 


In 2003 Ukrainian authorities proposed to reopen it and started work with the intent of digging a 
deep-water route under their control from the Black Sea to the Danube River to reduce (their) 
ship transit costs94 to their own ports on the Danube.  


Various international bodies and NGOs then determined that dredging the Bystroe Canal would 
likely have a significant negative impact on the Danube Delta ecosystem, about 80% of which is 
in Romania. In July, 2006, the UNECE Environmental Impact Assessment International Inquiry 
Commission, in accordance with the Espoo95 Convention on Environmental Impact 
Assessments in a Transboundary Context which was signed by 42 countries (including Ukraine) 
and entered in force in 1997, unanimously (including Ukraine) concluded that work on the 
Bystroe Canal would indeed have a significant, negative transboundary impact. The UN 
Commission cited the loss of floodplain habitats for spawning fish and nesting birds, the impact 
from the increased concentration of suspended sediments on fish downstream, and the muddier 
waters resulting from dumping sediment into the Black Sea. The Commission recommended 
steps on cooperation to assess and mitigate the environmental damage caused by the 
dredging.  


Behind these ecological concerns however, lurked another disagreement between the two 
neighbors about their littoral borders, unsolved ever since Soviet Union disappeared: the status 
and ownership of Snake Island (Insula Serpilor in Romanian language, as shown on the map 
next page). 


Until 1948, Snake Island was considered part of the Romanian coastal city of Sulina. In 1948, 
the Soviets forced the Romanian side (occupied by Soviet troops) to accept the "transfer" of 
Snake to the Soviet Union, as well as to accept to move the Romanian border in the Danube 
Delta to the west, in favor of the USSR.  


Romania has strongly disputed the validity of this "treaty", since it was never ratified by any of 
the two countries, which would make Snake and Limba islands de jure Romanian territory.  


Following the collapse of the Soviet Union in 1991, Ukraine inherited control over the islands 
and to re-enforce its claim over Snake 0.17 sq.m km territory, established a rural settlement 
there in 2007. 


                                                


94 Through the (Romanian) Sulina Channel. A comparison of charges is displayed at the end of this Annex. 


95 
The city in Finland where the Convention was signed. 



http://en.wikipedia.org/wiki/Danube_Delta

http://en.wikipedia.org/wiki/Silting

http://en.wikipedia.org/wiki/Sulina

http://en.wikipedia.org/wiki/Romania

http://en.wikipedia.org/wiki/Romania
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The status of Snake Island was important for the delimitation of the continental shelf (which 
supposedly contains large deposits of oil and gas) and exclusive economic zones between the 
two countries. If Snake Island was recognized as an island, then the continental shelf around it 
should be considered as Ukrainian water. If not an island, but a cliff or rock, then, in accordance 
with international law, the maritime boundary between Romania and Ukraine should be drawn 
without taking into consideration the isle location. 


On 16 September 2004 the Romanian side brought the case against Ukraine to the 
International Court of Justice in the Hague. On February 3, 2009, the court delivered its 
judgment, which divided the sea area of the Black Sea along a line which was between the 
claims of each country. The court concluded that Snake Island is not an island, therefore it 
"should have no effect on the delimitation in this case, other than that stemming from the role of 
the 12-nautical-mile arc of its territorial sea". 


7.1.2 Recent Developments 


In March, 2011, the Ukrainian media reported alleged plans by Romania to use their 
geographical position and the above-mentioned international environmental agreement to close 
the Bystroe Canal during the summer (an active period for sea-river transportation). They also 
claimed that, since 2007, when works resumed for clearing the consequences of deepening and 
flooding the channel, as well as strengthening the coastline, the canal had no disastrous impact 
on the environment.  


Apart from credible environmental worries, this line of action by Romania (which neither was 
ever officially confirmed nor applied by Romanian Authorities) seems to have an economic 
ground: notwithstanding the above-mentioned (as yet unproved) fossil fuel resources, the 
number of vessels plying the Bystroe Canal now exceeds at times the number of vessels going 
via the (once monopolistic) Sulina‟s one, owing, also, to the morphological features of the latter 
which do not allow both-way traffic all the day long.  


Romania, again according to Ukrainian political circles and media, earlier claimed several small 
islands on the Bystroe Canal fairway and giving control over it, the largest being the uninhabited 
island of Maikan between Kylia and Vilkovo (see map above).  


In this dispute, Romania receives – logically – the sympathetic support of the EU to which it 
belongs – though the EU is keen not to alienate Ukraine, a candidate to membership‟s 
accession and whose arguments may, in the end, prove reasonable.  



http://en.wikipedia.org/wiki/Continental_shelf

http://en.wikipedia.org/wiki/Exclusive_economic_zone

http://en.wikipedia.org/wiki/Continental_shelf

http://en.wikipedia.org/wiki/Cliff

http://en.wikipedia.org/wiki/International_law

http://en.wikipedia.org/wiki/Maritime_boundary

http://en.wikipedia.org/wiki/International_Court_of_Justice
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It seems the two TRACECA member countries, rather than competing on access routes to the 
Lower Danube, and reaping comparatively small or no revenues, should develop a common 
marketing approach so as to, first, identify, promote and build-up a regional synergy, and, 
secondly take appropriate steps to attract a greater cargo-flow to the Maritime Danube 
supporting thus efficiently their respective shipping and local river port industry, which would 
also generate many more social benefits for both of them.  


It has already been proven in the EU that enhancing cross-border cooperation between similar 
productive skills can result in sectoral cluster networks, suitable to enhance the competitiveness 
of an international value chain, foster the economic attractiveness of a whole transnational area 
and reduce regional disparities. 
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7.2 Appendix 1 (continued): Comparison of Charges through the Sulina and By-
stroe Canals (March 2012) 


For a sea-river vessel „VOLGODON‟ Class 


DWT / GRT / NRT     5300/3998/1199 


Loa / Beam / Maximum draft/ Depth moulded 131.20 m / 16, 5 m / 3.6 m / 5.5 m 


 


Vessel 
incoming in 
ballast / 
outgoing 
loaded at full 
deadweight               


               


TRANSIT VIA                 


TRANSI
T VIA     


Sulina Canal                 


Bystroe 
Canal 


(up to 
Mile 44)   


      Eur USD USD    


1.Sulina canal dues           
1. Sea Channel 
Dues   


2,34 USD x NRT 
Sulina       7544 1266,84 


2 x 
633,42   


2.Minimal Sulina canal dues ....0,09 x 
vessel NRT   108     


2. Pilotage dues Bystroe / 
Mile 44 


3. Sulina Harbor Master ............0,13 x 
vessel GRT  520     in + out   


4. Sulina Port Dues /ASPL/garbage/ mooring 


/unmooring .............. Minimum   323 3206,16 
2 x 
1603,08   


5. Sulina Clearance Forms     200   136,94 
3. Information service of 
Delta Pilot 


6. Signaling Fee/Radionav Constanta 


0,03 x vessel GRT +8 Eur  120   47 
4. 
Petties   


7.Pilotage in/out 
(Sulina/Galati/Sulina)       3480 540 5. Agency fees  


4 manoeuverings / mooring / unmooring 
(Galati)             


Total      947,59 11347 5196,94    


Total in Euros, basis 1 Euro=1,325 
USD      9511,5   3922,22    


                        


Recalculation of NRT by AFDJ (*) - 
SULINA NRT : 3224           


(*) AFDJ: 
Administratia 
Fluviala a Dunari de            
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Jos  


(Romanian – River Administration of the 
Lower Danube)           


               


Calculation of the volume of the vessel by 
Ukrainian  


Maritime Authorities          


= Loa x Beam x Depth moulded : 
11,906.4 cbm            


               


Source: APDM – Galati/  


Ukrainian Danube Agency – Izmail           
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7.3 Appendix 2: Modal Split of Inland Freight Transport (1) (2) 


 


  EU-27   Bulgaria    Romania  


Year Road Rail IWW Road Rail IWW Road Rail IWW 


          


2000 73.7 % 19.7 % 6.6 % 52.3 % 45.2 % 2.6 % 42.9 % 49.1 % 7.9 % 


2001 74.8 % 18.8 % 6.5 % 60.2 % 36.7 % 3.1 % 49.6 % 43.1 % 7.3 % 


2002 75.3 % 18.2 % 6.3 % 62.9 % 33.1 % 4.0 % 57.3 % 34.4 % 8.2 % 


2003 75.7 % 18.5 % 5.8 % 61.7 % 34.3 % 4.0 % 62.4 % 30.4 % 7.1 % 


2004 75.9 % 18.1 % 5.9 % 66.9 % 29.2 % 3.9 % 60.8 % 27.8 % 11.4 % 


2005 76.4 % 17.7 % 5.9 % 70.8 % 25.4 % 3.7 % 67.3 % 21.7 % 11.0 % 


2006 76.2 % 18.1 % 5.7 % 69.0 % 27.1 % 3.9 % 70.5 % 19.4 % 10.0 % 


2007 76.2 % 18.0 % 5.8 % 70.0 % 25.1 % 4.4 % 71.3 % 18.9 % 9.4 % 


2008 76.2 % 17.9 % 5.9 % 66.9 % 20.5 % 12.6 % 70.2 % 19.0 % 10.4 % 


2009 77.5 % 16.5 % 5.9 % 67.4 % 11.9 % 20.7 % 60.0 % 19.4 % 20.6 % 


Source: Eurostat 


 


(1) defined as the percentage of each mode (road, rail and inland waterways) in total inland 
freight transport performance measured in ton-kilometres. 


(2) rail and inland waterways transport are based on movements on national territory 
(„territoriality principle'), regardless of the nationality of the vehicle or vessel. Road transport is 
based on all movements of vehicles registered in the reporting country. 
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7.4 Appendix 3: Rail and Road Transport in Romania 


 


Goods Carried in Thousands of Tons 


 


Year 2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 


            


CFR 
Marfa 


71,462 71,731 68,044 68,763 62,772 55,237 51,983 49,559 44,44 29,495 na 


Private 
operators 


0 0,8473 2,6096 2,6476 9,967 13,938 16,946 19,213 22,271 21,121 na 


Total rail 
transport 


71,462 72,5783 70,6536 71,4106 72,739 69,175 68,929 68,772 66,711 50,616 52,932 


Road 
transport 


262,943 268,496 267,103 275,603 294,221 306,994 340,87 356,669 364,605 293,409 174,551 


Source: Ministry of Transport and Infrastructure 
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7.5 Appendix 4: Road Traffic in Romania – Forecast 2015 


 


 


 


 


 


 


 


 


 


 


 


 


 


 


Source: Ministry of Transport and Infrastructure 
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7.6 Appendix 5: Road, Rail and Inland Water Way Transport in Bulgaria 


 


Goods Carried in Thousands of Tons 


 


Year  2002 2003 2004 2005 2006 2007 2008 2009 2010 


           


Road 
Transport 


         


Domestic 
trade 


135,460 151,392 139,629 134,711 142,765 128,128 167,855 135,995 117,270 


International 
trade  


5,000 4,097 5,831 7,101 6,897 6,664 7,646 10,608 12,743 


Total 140,460 155,489 145,460 141,812 149,662 134,792 175,501 146,602 130,013 


           


Railway 
Transport 


         


Domestic 
trade 


15,322 15,980 15,678 15,081 16,263 15,887 14,159 9,663 9,252 


International 
trade  


3,178 4,090 4,709 5,218 5,619 6,018 5,556 3,621 3,688 


Total 18,500 20,070 20,387 20,298 21,882 21,905 19,716 13,284 12,940 


          


Inland Water 
Way 
Transport 


         


Imports    3,011 3,265 3,580 3,054 2,258 1,974 


Exports    0,384 0,682 0,839 0,934 0,708 1,115 


Coastal    1,875 2,000 2,203 2,543 1,863 1,434 


Total    5,270 5,947 6,622 6,531 4,829 4,523 


Source: National Statistical Institute of Bulgaria 


 


The figures compiled in this Appendix, although drawn from the same information source (the 
BG NSI), exceed significantly, for road and inland water way transport, the figures presented in 
the „Strategy for the Development of the Transport System of the Republic of Bulgaria until 
2020‟ where some statistical sections have seemingly been omitted. 
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7.7 Appendix 6: Comparison between Bulgarian Railways (BZD and NRIC) and 
Other Railways Companies in the EU (2009) 


 
Source: Railway PRO 
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7.8 Appendix 7: Bulgarian Container Trade Market Statistics  


 


Сontainer 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 5591 6416 12007 8843 11194 20037 32044     


2001 Burgas 1727 1280 3007 2640 3210 5850 8857 40901   


  Varna 7596 9158 16754 10210 13760 23970 40724     


2002 Burgas 1695 1148 2843 2356 4038 6394 9237 49961 22,15% 


  Varna 9466 10886 20352 10665 15168 25833 46185     


2003 Burgas 2012 1658 3670 2585 7130 9715 13385 59570 19,23% 


  Varna 12423 15446 27869 13399 17218 30617 58486     


2004 Burgas     5470     12254 17724 76210 27,93% 


  Varna 14200 19768 33968 12206 15502 27708 61676    


2005 Burgas     6422     11416 17838 79514 4,34% 


  Varna 17534 23574 41108 12639 17258 29897 71005     


2006 Burgas     8018     10643 18661 89666 12,77% 


  Varna 20940 23608 44548 16905 16526 33431 77979     


2007 Burgas     13144     10466 23610 101589 13,30% 


  Varna 27929 46090 74019 20828 19306 40134 114153     


2008 Burgas     19622     10655 30277 144430 42,17% 


  Varna 19153 30294 49447 16997 19976 36973 86420     


2009 Burgas     10646     6831 17477 103897 -28,06% 


  Varna 17962 29280 47242 23972 24016 47988 95230     


2010 Burgas     10001     8374 18375 113605 9,34% 


  Varna 20703 30006 50709 24671 24628 49299 100008    


2011 Burgas     13227     11679 24906 124914 9,95% 
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7.9 Appendix 7 (Continued): Сontainer Market Segmentation by Regions (2011, 
Full Containers Only) 


 


 


Far East     38,76% 


Mediterranean and Black Sea 18,70% 


North Europe and Scandinavia 14,72% 


North America   9,47% 


Persian Gulf and Red Sea 8,05% 


Indian Subcontinent   5,84% 


South America   2,20% 


Africa     1,71% 


Australia and New Zealand. 0,54% 
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7.10 Appendix 8: Danube Ports in TRACECA Countries  


Port Location on the 
Danube  


Waterfront, m Depth at 
berth, m 


Remarks 


Bank km, nm 


(NB1) 


 


Total Including  


Berths 
(NB2) 


Sloping 
bank 


Ukraine 


 


 


Ust-Dunaisk Left 


 


0 (Kiliya 
mouth) 


– – – 11.5 – 14 No rail connection 


General and bulk 
cargo operations 


3 gantry and 8 floating 
cranes, max. lifting 
cap. 50 T 


Kiliya Left 


 


47 (Kiliya 
mouth) 


150 150 – 4.0 No rail connection 


General and bulk 
cargo operations 


4 gantry cranes, max. 
lifting cap. 10 T 


Izmail Left 


 


93 (Kiliya 
mouth) 


4,841 3,374 1,467 up to 7.5 
m 


Rail and road 
connections 


General and bulk 
cargo operations 


53 gantry, 6 mobile, 3 
floating cranes, max. 
lifting cap. 50 T 



http://en.wikipedia.org/wiki/Danube_Delta
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Reni Left 


 


128 3,936 2,876 1,060 up to 6.8 
m 


Rail and road 
connections 


General and bulk 
cargo operations 


53 gantry, 2 mobile, 3 
floating cranes: max. 
lifting cap. 100 T 


Ro-Ro ramp 


Moldova 


 


Giurgulesti Left 133.8 300 80 220 8 Rail and road 
connections 


General and bulk 
cargo 


and container 
operations 


Romania 


 


 


Sulina Right 0 – 1 nm 1,492   2.50 – Access by water only 
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7.30 
No significant cargo 
perations 


Tulcea (1) Right 38 – 40 nm 2,469   3.5 – 9 Rail and road 
connections 


General and bulk 
cargo operations 


8 gantry, max. lifting 
cap. 16 T 


Galat (2) Left 78,5 nm – 
157,5 km 


6,793   2 – 7.3 Rail (Europeand and 
Russian gauges) and 
road connections 


General and bulk 
cargo and container 
operations 


31 gantry, 10 mobile, 
9 floating cranes, max. 
lifting cap. 63 T 


Braila (3) Left  168,5 – 
172 km 


4,322   3.5 – 7.3 Rail and road 
connections 


General and bulk 
cargo operations 


12 gantry, 8 mobile, 2 
floating cranes, max. 
lifting cap. 30 T 


Cernavoda (4) Right 294,5 – 
300 km 


1,469 1,430  2.5 Rail and road 
connections 


General and bulk 
cargo operations 


3 gantry cranes, max. 
lifting cap. 16 T 


Calarasi (5) Borcea 
branch 


372 – 377 
km of the 
Danube 
(91 – 99 
km of 
Borcea 
branch) 


1,078 950  2.00 Rail and road 
connections 


General and bulk 
cargo operations 


1 gantry crane lifting 
cap. 


16 T 


Oltenita Left 428 – 431  
km 


1,227 880  2.00 Rail and road 
connections 


General and bulk 
cargo and container 
operations 



http://en.wikipedia.org/wiki/Borcea

http://en.wikipedia.org/wiki/Borcea
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3 gantry cranes, max. 
lifting cap. 16 T 


Giurgiu (6) Left 489 – 497 
km 


3,268 2,890   Rail and road 
connections 


General and bulk 
cargo, Ro-Ro and 
container operations 


13 gantry cranes, 
max. lifting cap. 16 T 


Zimnicea Left 551 – 555 
km 


870 100  2.00 Ro-Ro operations 


Turnu Magurele Left 596 – 
598,3 km 


1,069 100  2.00 Ro-Ro operations 


Corabia Left 627 – 633 
km 


1,491 1,150  Na Rail and road 
connections 


1 floating crane, 10 T 
lifting cap. 


Bechet Left 681 – 768 
km 


770 770  2.00 Road connection only 


General and bulk 
cargo, Ro-Ro 
operations 


1 floating crane, 10 T 
lifting cap. 


Rast (7) Left 737,5 – 
738,5 km 


159  


50 


  


Na 


 


Na 


Calafat Left 793 – 796 
km 


700 550  2.00 Rail and road 
connections 


General and bulk 
cargo, Ro-Ro and 
ferryboat operations 


Cetate Left 810 – 813 
km 


800   Na Na 


Gruia Left 850 – 852 
km 


135   Na Na 


Orsova Left 853 – 957 
km 


1,060 100  4.00 Rail and road 
connections 


General and bulk 
cargo operations 


3 gantry cranes, max. 
lifting cap. 16 T 



http://maps.google.com/maps/place?ftid=0x40ae66510f097829:0xd0bfcfa53d5ba908&q=%D0%94%D0%B6%D1%83%D1%80%D0%B4%D0%B6%D1%83&hl=en&ved=0CAwQ-gswAA&sa=X&ei=yyOUT7bPLdmv_Aaz64yrCQ
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Drobeta Turnu  
Severin (8) 


Left 927 – 934 
km 


1,400 1,400  Na Rail and road 
connections 


General and bulk 
cargo operations 


3 gantry cranes, max. 
lifting cap. 16 T 


Dubova (7) Left 969 – 970 
km 


50   Na Na 


Tisovita (7) Left 981 – 984 
km 


270 270  4.00 Rail and road 
connections 


General and bulk 
cargo operations 


2 gantry cranes, max. 
lifting cap. 16 T 


Svinita (7) Left 994 – 996 
km 


170 30  Na Rail and road 
connections 


General and bulk 
cargo operations 


2 gantry cranes, max. 
lifting cap. 16 T 


Drencova Left 1,015 – 
1,017 km 


270 270  Na Rail and road 
connections 


General and bulk 
cargo operations 


2 gantry cranes, max. 
lifting cap. 16 T 


Moldova Veche Left 1,047 – 
1,050 km 


1,073 560  3.00 Road connection only 


General and bulk 
cargo operations 


3 gantry cranes, max. 
lifting cap. 5 T 


Bazias (7) Left 1,071 –
1,073 km 


Na Na Na Na Road connection only 
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Bulgaria 


 


 


Silistra Right 375 km 400 150 250 2.20 Road connection only 


Passenger port 


Tutrakan Right 433 km Na Na Na 1.00 Road connection only 


General and bulk 
cargo operations 


1 gantry crane, lifting 
cap. 5 T 


Ruse (9) Right 484,2 –
497,63 km 


5,000 2,630 2,370 3.2 Rail and road 
connections 


General and bulk 
cargo, Ro-Ro, 
container and heavylift 
operations 


29 gantry, 1 floating 
cranes, max. lifting 
cap. 100 T 


Svishtov (10) Right 554 – 
558,3 km 


1,100 922 180 2.5 Road connection only 


General and bulk 
cargo operations 


11 gantry, 1 floating 
cranes, max. lifting 
cap. 20 T 


Belene Right 567 km 285 285 Na 6.00 Rail and road 
connections 


Project, general and 
bulk cargo, and 
container operations 


2 gantry cranes, max. 
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lifting cap. 480 T 


Nikopol Right 597,55 –
597,9 km 


30 Na Na Na Ro-Ro operations 


Somovit Right 608 km 400 354 354 2.2 Rail and road 
connections 


General and bulk 
cargo operations 


5 gantry cranes, max. 
lifting cap. 5 T 


Oryahovo Right 678 км Na Na Na 2,0 Ro-Ro operations 


Lom Right 736 – 
747,8 km 


1,463 Na Na 1.8 Rail and road 
connections 


General and bulk 
cargo operations 


22 gantry cranes, 
max. lifting cap. 20 T 


Vidin (11) Right 785 – 
792,7 km 


1,798 Na Na Na Rail and road 
connections 


General and bulk 
cargo, Ro-Ro, 
container and heavylift 
operations 


 


NB1: distances on the Danube are measured in marine miles from Sulina to Galati, and in 
kilometres from Galati to Ulm.  


NB2: including passenger, waiting and specialized (bunkering, Ro-Ro ramps, bulk jetties) berths 


(1) Passenger, industrial and commercial ports 


(2) New Basin, Commercial, Bulk mineral ports and Docks  


(3) Commercial port and Docks 


(4) River and basin 


(5) Commercial and industrial ports and Chiciu Zone 


(6) Giurgiu Ramadan, Giurgiu Cioroiu and Canal Plantelor  


(7) Not a port, only a loading facility  


(8) Passenger and commercial ports 


(9) Ruse Bulmarket, Ruse-East, Ruse-West, Ro-ro Terminal Ruse, and Central Passenger 
Quay Ruse 


(10) Including Svishtov-Siloza 


(11) Vidin North, Vidin South, Vidin Centre and Auto Ferryboat terminal 
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7.11 Appendix 9: Goods Handled at Romanian Lower Danube River Ports in 2010 
(in Tons) 


 


   TOTAL   Drobeta       


  Commodities ALL Moldova  Turnu      Calarasi 


   PORTS Veche Orsova Severin Calafat Corabia Giurgiu Oltenita Cernavoda Cichiu 


1 Grain 301416   56183 27541 
 


16866 
48343 69448 74618     


2 
Food products 
and animal feed 


31430       
 


11555 
  2039 18837     


3 
Seeds, oils and 
fats 


126141   11446   
 


24037 
45634 30548 21925     


4 Wood, firewood 65078   3290 4519         11026 45100 


5 
Fertilizers, 
natural and 
chemical 


50760   25211 2590     15639 300     


6 


Raw mineral 
products 
(quarrying and 
gravel, gypsum, 
sulfur, clay, 
chalk, salt, etc.) 


1600114 685 13727 3890 


 


 


 


 


53717 


  106358  285562 64507 1079369 


7 Iron ore, scrap 184218   105444 75377    3394       


8 
Solid fuels 
(coal, coke, 
etc.) 


3838   3838               


9 Oil and gas 254515     238447     17140 422     


10 


Lime, cement, 
manufactured 
building 
materials  


55053   863 15570     39052       


11 
Glass, glass, 
ceramics 


515             515     


12 
Metals (ferrous 
and non-
ferrous) 


3021     1117     3624     193 


13 
Articles made of 
metal (steel) 


24045   85 1606     19166 1275     


14 
Machinery, 
transport 
material  


1696   171       44 1446   35 


15 Containers 69781           69781       
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  TOTAL 2771621 685 220258 370657 106175 93977 376233 404900 75533 1124697 


                        


  
Total Number of 
vessels handled 


2487 1 228 343 86 108 403 328 139 851 


  Romanian 2064   174 173 76 83 258 322 138 840 


  Foreign 423 1 54 170 10 25 145 6 1 11 
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7.12 Appendix 10: Goods Handled at Giurgiulesti International Free Port and 2012 
Forecast (on Tons) 


 


  2007 2008 2009 2010 2011 2012e 


Oil Products 3,727 14,895 38,455 60,769 92,997 100,000 


Vegetable Oil - - - - 15,221 80,000 


Grain - - 40,975 219,057 155,269 200,000 


Aggregates 1,48 1,15 - 86,329 52,861 150,000 


Pet-coke - - - - - 40,000 


Slag - - - - - 25,000 


General Cargo - - - - - 15,000 


Other - - - 5,056 4,693 5,000 


Total 5,207 16,045 79,43 371,211 321,041 615,000 


Container TEU - - - - - 10,000 
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LIST OF ABBREVIATIONS 


CASPAR The Azerbaijan State Caspian Sea Shipping Company 


DWCC Dead weight cargo capacity 


TEU Twenty foot equivalent unit (containers) 


TIR Transports Internationaux Routiers (usually pronounced „Teer‟ in all languages) 



http://www.multitran.ru/c/m.exe?t=4572885_2_1

http://www.multitran.ru/c/m.exe?t=4572998_2_1
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1 REGULAR MARITIME SERVICES FROM / TO THE MAIN PORTS OF THE DIRECT BENEFICIARY COUNTRIES. – UP-
DATE APRIL 2012  


BLACK SEA BASIN 
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1.1 Georgia 


Port Service from/to Shipping Line Mode Frequency Capacity Notes 


 


 


 


 


 


 


 


 


Poti 


 


 


 


 


 


 


Kerch UkrFerry / BMF Ro-Ro+Rail ferry  Weekly 
108 rw wagons or 90 TIR 
trucks 


Russian gauge 


Malta, Constanza, 
Novorossyisk, Poti, 
Trabzon, Odessa,  
Constanza, Varna, 
Malta 


CMA-CGM (Black 
Sea 1 Feeder) 


Lo-Lo Weekly 3 x 889 / 907 /966 TEUS 


In-house plus 
common feeder 
service (NYK, KL, 
YML) 


Port Kavkaz 


Black Sea Ferry 
Investment (BFI – 


БФИ)
1
 


Ro-Ro+Rail ferry Weekly 
1 x 50 wagons or 70 TIR 
trucks 


Russian and 
European gauges 


Kumport Terminal, Poti MAERSK Lo-Lo Weekly 2 x 868 / 1050 TEUS 
In-house feeder 
service 


Istanbul, Poti, Batumi, 
Gemlik, Trabzon 


MSC Lo-Lo Weekly 2 x 1118 / 1287 TEUS 
In-house feeder 
service 


Marport, Haydarpassa, 
Novorossyisk, Poti 


Norasia (Black Sea 
Link – BSL) 


Lo-Lo Weekly 1 x 868 TEUS  
In-house feeder 
service 


                                                


1 A 51% subsidiary of РЖД (the Russian Railways). 
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Port Service from/to Shipping Line Mode Frequency Capacity Notes 


 


 


Poti 


Marport, Poti, Samsun, 
Bartın 


Arkas (Intra Black 
Sea Service – IBS) 


Lo-Lo Weekly 1 x 1022 TEUS   


Constanza
2
, Poti, 


Varna-West, 
Constanza 


UFS Lo-Lo Every 10 days 1 x 596 TEUS 
Independent 
common feeder 
service 


 
Illyichevsk UkrFerry / BMF  Ro-Ro+Rail ferry  Weekly 


M/S “Greifswald” 103 rw 
wagons or 98 TIR trucks 


Russian gauge 


Varna, Batumi UkrFerry / BMF  Ro-Ro+Rail ferry Weekly 
108 rw wagons or 90 TIR 
trucks 


Russian gauge Batumi 


 


Istanbul, Poti, Batumi, 
Gemlik, Trabzon 


MSC Lo-Lo Weekly 2 x 1118 / 1287 TEUS In-house feeder 
service 


 


                                                


2 Dubai Ports Authority Constanza South Container Terminal (CSCT). 
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1.2 Moldova 


Port Service from/to Shipping Line Mode Frequency Capacity Notes 


Giurgiulesti Istanbul Danube Logistics Lo-Lo Weekly 1 x 266 TEUS  


 


1.3 Ukraine 


Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Ilyichevsk 


Batumi UkrFerry / BMF
3
 Ro-Ro+Rail ferry  Weekly 


M/S “Greifswald” 103 rw 
wagons or 98 TIR trucks 


Russian gauge 


Derince
4 


 UkrFerry Ro-Ro+Rail ferry Fortnightly  
108 rw wagons or 90 TIR 
trucks 


Russian gauge 


Varna, Batumi UkrFerry / BMF  Ro-Ro+Rail ferry Weekly 
108 rw wagons or 90 TIR 
trucks 


Russian gauge 


                                                


3 
UkrFerry and BMF operate in joint-service/under a pool sharing agreement a fleet of 4 sisterships („Герой‟=‟Heroes‟ class) built in the late 70‟s. BMF, an ex Bulgarian state-


company („Navibulgar‟), is now a 70% subsidiary of Maritrade Shipping und Transport GmbH, Duesseldorf. 


4 
Service suspended. 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Far East
5
, Evyap, 


Ambarli, Constanza
6
, 


Ilyichevsk
7
, Odessa


8
, 


Damietta, Far East 


CMA-CGM (BEX) / 
MAERSK (AE3) 


Lo-Lo Weekly 11 x 6200 / 6552 TEUS 
Vessel sharing 
agreement  


Port Said
9
, Burgas, 


Varna-West, 


Constanza
10


, 


Odessa
11


, Ilyichevsk
12


 


MAERSK (Black Sea 


Service)
13


 
Lo-Lo Weekly 


2 x 1118 / 1155 TEUS 


(between Kumport and 
Black Sea ports) 


In-house feeder 
service 


                                                


5 10 ports of call from Dalian (Northern China) to Port Kelang (Malaysia). Duration of round-trip: 77 days. 


6 Dubai Ports Authority Constanza South Container Terminal (CSCT). 


7
 Illyichevsk Container Terminal. 


8
 Brooklyn-Kiev Terminal, berths 42-43. 


9 East Terminal. 


10 Dubai Ports Authority Constanza South Container Terminal (CSCT). 


11
 HPC, Odessa Terminal, berths 2-3. 


12 Fishing Port. 


13 Service with transhipment at Kumport Terminal in port of Ambarli. The leg between Port Said and Ambarli is performed by 5618 up to 7908 TEU Mother Vessels of Maersk Far-


East to Turkey service AE5, starting in Xiamen (PRC) and ending in Ambarli (Turkey). 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Ilyichevsk 


Gioia Tauro, Piraeus, 
Odessa, Illyichevsk, 
Gemlik 


MSC (Ukraine 


service)
14


 
Lo-Lo Weekly 1 x 1855 TEUS 


In-house feeder 
service 


Far East
15


, 


Damietta
16


, Kumport, 
Сonstanza, 


Illiychevsk
17


 


COSCON, Wan-Hai, 
PIL, K-Line, Yang-
Ming, CSCL, MOL 
(ABX) 


Lo-Lo Weekly 8 X 4178 / 5688 TEUS 
Vessel sharing 
agreement 


Constanza, Borusan, 
West-Med, Algiers, 


Tunis
18


 


NEPTUNE SHIPPING 
LINES 


PCC – PCTC 
types (Pure Car 
and Pure Car and 
Truck Carriers) 


Regular 
430 up to 3200 medium-
size cars 


 


Derince Cenk Group PCC Regular 1 x 750 medium-size cars  


                                                


14
 MSC, world number 2 container shipping line, has no direct service into the Black Sea. Containers – mostly from/to Far-East – are transhipped at Istanbul. The Indian sub-


continent is served in a Vessel Sharing Agreement with state-owned company Shipping Corporation of India. 


15
 5 ports of call from Shangai (Central China) to Port Kelang. Duration of round-trip: 56 days. 


16
 or Piraeus. 


17
 Transhipment at Constanza to Burgas, Varna and Odessa. 


18
 NEPTUNE has the exclusive us of two car terminals at Evyap (Derince, Izmit Gulf, Turkey) and Constanza. 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Ashdod, Haifa, 


Limassol, Odessa
19


, 


Illyichevsk
20


, Varna-


West, Ambarli, Evyap, 
Salonica, Izmir, 
Piraeus 


ZIM (Black Sea 
Ukraine Service – 
BSU) 


Lo-Lo Weekly 
3 x 1260 / 1702 / 1743 
TEUS 


In-house feeder 
+liner service 


Far East, Jeddah, 
Istanbul, Odessa, 


Constanza
21


 


NORASIA (ABS) Lo-Lo Weekly   


Haydarpasa Sea Lines RoPax Twice weekly 130 TIR trucks 
Service launched 
03/2011 


Kerch Poti UkrFerry / BMF  Ro-Ro+Rail ferry Weekly 
108 rw wagons or 90 TIR 
trucks 


Russian gauge 


                                                


19
 HPC, Odessa Terminal, berths 2-3. 


20
 Illyichevsk Container Terminal. 


21
 Service temporarily suspended until May 2012. Now NORASIA is loading on MSC Tiger Service Far-East to East Mediterranean with transshipment for Black Sea ports at Piraeus. 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Kerch (Port 
Krym) 


Port Kavkaz 


AnRussTrans
22 


Kerch Ferry Crossing 
(КПП) 


Rail ferry 


Day-ferry
23


 


12 vges/day 


12 vges/day 


2 x 26 (cisterns) up to 28 
(hoppers) rw wagons  


3 vessels for passengers, 
cars, trucks and vans 
service 


Russian gauge 


Ukrainian state-
owned company 
/public service 


Odessa 


Alexandria, Mersin, 
Marport, Odessa, 
Marport, Gemlik, 
Aliaga, Famagusta, 
Mersin 


Arkas (East Med-
Black Sea Express 
EBX) 


Lo-Lo Weekly 2 x 1139 TEUS 
Independent 
common feeder plus 
liner service 


Cagliari, İzmir, 
Marport, Constantza, 
Odessa, Varna, 
Constantza, Marport 


Arkas (Med-Black 
Sea – CBS) 


Lo-Lo Every 9 days  2 x 1529 TEUS 
Independent 
common feeder plus 
liner service 


                                                


22
 The line is under a Russian exclusive monopoly officially approved at CIS governmental level. AnRussTrans (which is controlled by the Russian Railways (РЖД) operates a fleet 


of 10 Railferries and RoPax in the Black and Baltic Sea. The main trade from Port Kavkaz to Kerch is oil and oil products in cisterns from Russia, Azerbaijan and Central Asia. The 
passage from Port Kavkaz to Port Krym across the Kerch Strait lasts 30‟‟. 


23
 Without cabins. 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 10 of 26 Annex 6 – Shipping Line Information Progress Report II 


Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


 


 


 


 


 


 


 


Odessa 


 


 


 


 


 


 


Malta, Constanza, 


Novorossyisk
24


, Poti, 


Trabzon, Odessa
25, 


Constanza
26


, Varna, 
Malta 


CMA-CGM (Black 
Sea 1 Feeder) 


Lo-Lo Weekly 3 x 889 / 907 /966 TEUS 


In-house plus 
common feeder 
service (NYK, KL, 
YML) 


Gioia Tauro, Piraeus, 
Odessa, Illyichevsk, 
Gemlik 


MSC (Ukraine 
service) 


Lo-Lo Weekly 2 x 1855 / 2468 TEUS 
In-house feeder 
service 


Far East, Evyap, 
Ambarli, Constanza, 
Ilyichevsk, Odessa, 
Damietta, Far East 


CMA-CGM (BEX) / 
MAERSK (AE3) 


Lo-Lo Weekly 11 x 6200 / 6552  TEUS 
Vessel sharing 
agreement  


Port Said, Burgas, 
Varna-West, 
Constanza, Odessa, 
Ilyichevsk 


MAERSK (Black Sea 
Service) 


Lo-Lo Weekly 


2 x 1118 / 1155 TEUS 


(between Kumport and 
Black Sea ports) 


In-house feeder 
service 


                                                


24 NUTEP. 


25 Brooklyn-Kiev Terminal, berths 42-43. 


26 Double call in Constanza, SOCEP and DPA Constanza South Terminal (CSCT). 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


 


 


 


 


Odessa 


Ashdod, Haifa, 
Limassol, Odessa, 
Illyichevsk, Varna-
West, Ambarli, Evyap, 
Salonica, Izmir, 
Piraeus 


ZIM (Black Sea 
Ukraine Service – 
BSU) 


Lo-Lo Weekly 
3 x 1260 / 1702 / 1743 
TEUS 


In-house feeder 
+liner service 


Piraeus, Odessa, 
Constanza, Varna 


Evergreen (Black Sea 
Feeder Service – 
BSF) 


Lo-Lo Every 10 days 1 x 1155 TEUS 
In-house feeder 
service 


Far East
27


, Haifa, 


Ashdod, Ambarli
28


, 


Odessa
29


, 
Novorossiysk, 


Constanza
30


, Gemlik, 
Ambarli, Haifa, 
Mundra, Colombo, 
Far-East  


ZIM (East Med / 
Black Sea Express 
Service – EMX) 


Lo-Lo Weekly 
10 x 3480 / 4253 / 4334 / 
4526 TEUS 


Also loading NYK 
and OOCL 


                                                


27 5 ports of call in the FE from Pusan (South Korea) to Port Kelang (Malaysia). Duration of round-trip: 66 days. 


28 Mardas Terminal. 


29 HPC, Odessa Terminal, berths 2-3. 


30 Dubai Ports Authority Constanza South Container Terminal (CSCT). 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Odessa 


Far East, Jeddah, 
Istanbul, Ilyichevsk, 


Odessa, Constanza
31


 


NORASIA (ABS) Lo-Lo Weekly   


Novorossyisk, 
Odessa, Evyap, 
Istanbul, Gemlik, 
Alexandria, Ashdod, 


Haifa
32


 


Admiral Container 
Lines 


Lo-Lo Weekly 2 x 558 / 700 TEUS  


TIS Yuzhniy 


Novorossyisk, TIS 
Yuzhniy, Ambarli, 
Izmit, Malaga, 
Algeciras, Manzanillo, 
Balboa, Guayaquil 


MAERSK (ECUMED) Lo-Lo Weekly 8 x 2797 TEUS 
Base cargo : fresh 
fruit in reefer 
containers 


Yevpatoria Zonguldak 
Karadeniz Ro-Ro 


Cenk Group 


RoPax 


RoPax 


Weekly 


Weekly 


2 x 85 TIR trucks 


1 x 53 / 2 x 85 TIR trucks 


Base cargo: fresh 
fruits and vegetables 


                                                


31 Service temporarily suspended until May 2012. Now NORASIA is loading on MSC Tiger Service Far-East to East Mediterranean with transshipment for Black Sea ports at Piraeus. 


32 Transhipment to Izmir and Mersin at Ashdod or Alexandria. 
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Port Service from/to Shipping Line  Mode Frequency Capacity Notes 


Skadovsk 


 


Sebastopol 
Zonguldak 


AnRussTrans 


Birlik Roro Isletmeleri  


RoPax 


RoPax 


Weekly 


Weekly 


90 TIR trucks 


75 TIR trucks 


Dnepropetrovsk Constanza Tavria Line Sea-river Weekly 2 x 112 TEUS STK Class  
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CASPIAN SEA BASIN 
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1.4 Azerbaijan 


Port Service from/to Shipping Line Mode Frequency Capacity Notes 


Baku 


Actau CASPAR 


Rail ferry 
2-3 / week 
unscheduled 


28 or 52 wagons Russian gauge 


Ro-Ro 2/ week unscheduled 
2 x 33 TIR trucks or 
365 cars „LADA‟ type 


Service resumed  


02/2011  


Dry-cargo vessels 
Upon inducement / 
no regular schedule 


About 100/120 TEUS 
on deck 


NATO 
humanitarian 
cargo to 
Afghanistan 


Turkmenbashi CASPAR Rail ferry 
2-3 / day 
unscheduled 


28 or 52 wagons Russian gauge 


Bandar Anzali, 
Nowshahr, Amirabad 


Khazar Sea Shipping 
Lines 


Dry-cargo vessels na  2500/7000 DWCC  
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1.5 Kazakhstan 


Port Service from/to Shipping Line Mode Frequency Capacity Notes 


Aktau 


Baku CASPAR 


Rail ferry 
2-3 / week 
unscheduled 


28 or 52 waggons Russian gauge 


Ro-Ro 2/ week unscheduled 
2 x 33 TIR trucks or 
365 cars „LADA‟ type 


Service resumed 
02/2011 


Dry-cargo vessels 
Upon inducement / 
no regular schedule 


About 100/120 TEUS 
on deck 


NATO 
humanitarian 
cargo to 
Afghanistan 


Bandar Anzali, 
Nowshahr, Amirabad 


Khazar Sea Shipping 
Lines 


Dry-cargo vessels na  2500/7000 DWCC  
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1.6 Turkmenistan 


Port Service from/to Shipping Line Mode Frequency Capacity Notes 


Turkmenbashi 


 


Baku CASPAR Rail ferry 2-3 / day 
unscheduled 


28 or 52 wagons Russian gauge 


Bandar Anzali, 
Nowshahr, Amirabad 


Khazar Sea Shipping 
Lines 


Dry-cargo vessels na  2500/7000 DWCC  


Makhachkala SAFINAT Group Rail ferry regular 2 x 52 wagons  Russian gauge 


Base cargo: oil 
and LNG 
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WORLD RANKING OF CONTAINER LINES OFFERING SERVICE IN THE BLACK SEA (March 2012) 


 


Rank Operator Country Total fleet TEU 
Own 
Ships 


TEU 
Chartered 


Ships 
TEU 


Ships on 
order 


TEU 


1 APM-Maersk Denmark 653 2,551,675 225 1,223,533 428 1,328,142 40 478,711 


2 Mediterranean Shg Co Switzerland 489 2,216,970 203 1,022,347 286 1,194,623 34 387,386 


3 CMA CGM Group France 386 1,327,544 91 499,434 295 828,11 6 53,214 


4 COSCO Container Line PRC 149 660,655 97 350,473 52 310,182 30 217,984 


5 Hapag-Lloyd Germany 142 632,556 62 290,409 80 342,147 10 132 


6 Evergreen Line Taiwan 165 612,007 86 323,311 79 288,696 35 308 


7 APL Singapore 139 603,514 42 177,278 97 426,236 27 280,74 


8 CSCL PRC 148 550,492 82 375,13 66 175,362 17 131,674 


9 Hanjin Shipping South Korea 100 483,541 37 220,895 63 262,646 30 243,864 


10 MOL Japan 103 460702 37 223,462 66 237,24 10 104,015 


11 NYK Line Japan 103 409,457 58 308,892 45 100,565 5 57,37 


12 OOCL PRC (HK) 86 406,336 46 282,222 40 124,114 12 132,576 


13 Hamburg Süd Group Germany 105 401,607 41 196,788 64 204,819 31 198,928 


14 K Line Japan 79 346,042 21 113,372 58 232,67 4 36,16 


15 
Yang Ming Marine 
Transport Corp. Taiwan 81 338,778 47 203,361 34 135,417 14 89,038 


16 Hyundai M.M. South Korea 64 329,231 17 100,646 47 228,585 13 129,891 
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Rank Operator Country Total fleet TEU 
Own 
Ships 


TEU 
Chartered 


Ships 
TEU 


Ships on 
order 


TEU 


17 Zim Israel 91 322,943 34 158,129 57 164,814 13 153,216 


18 CSAV Group Chile 72 320,02 10 48,178 62 271,842 4 36 


19 PIL (Pacific Int. Line) Singapore 139 268,984 96 172,127 43 96,857 20 71,03 


20 UASC Kuwait 47 240,19 27 167,856 20 72,334 4 52,4 


21 Wan Hai Lines Taiwan 76 168,562 59 127,86 17 40,702 11 32,805 


38 Arkas Line / EMES Turkey 25 31,441 14 19,129 11 12,312 2 5,6 


60 United Feeder Services Cyprus 14 14,714     14 14,714     


Source: Alphaliner 
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2 OTHER REGULAR MARITIME SERVICES FROM / TO THE MAIN PORTS OF THE INDIRECT BENEFICIARY 
COUNTRIES AND OTHER BLACK SEA/CASPIAN PORTS. – UP-DATE APRIL 2012 


BLACK SEA BASIN 


 


2.1 Bulgaria 


Port Service from/to Shipping Line  


 


Mode Frequency Capacity Notes 


Burgas 


Varna 
Istanbul 


MSC (Black Sea 
Bulgaria Service) 


Lo-Lo Weekly 1 x 1388 TEUS In-house feeder service 
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2.2 Romania 


Port Service from/to Shipping Line  


 


Mode Frequency Capacity Notes 


Constanza 


Pendik U.N RO-RO RoPax 3 per week 1 x 160 TIR trucks  


Haifa, Ashdod, 
Alexandria, Istanbul, 
Constanza, Istanbul, 
Gemlik, Koper 


MSC (Egypt and Israel 
– Turkey) 


Lo-Lo Weekly 
3 x 1384 / 1762 / 1939 
TEUS 


In-house liner plus feeder 
service 
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2.3 Russia 


Port Service from/to Shipping Line Mode Frequency Capacity Notes 


Novorossyisk 


Port Said, Ashdod, 


Novorossyisk
33


 


MAERSK (Ashdod 
Black Sea service) 


Lo-Lo Weekly 
3 x 1604 / 1674 / 1714 
TEUS 


In-house feeder plus liner 
service 


Novorossyisk, 
Istanbul, Gemlik, 
Gebze, Piraeus, 
Naples, Genoa, La 
Spezia, Gioia Tauro, 
Gebze, Gemlik, 
Istanbul 


MSC (West South Italy 
Turkey service) 


Lo-Lo Weekly 
3 x 2394 / 2446 / 2631 
TEUS 


In-house liner plus feeder 
service 


Marport, Evyap, 
Alexandria


34
, Mersin, 


Marport, Evyap, 
Novorossyisk, Marport 


Arkas (East Med- 
Russia Express – 


ERS)
35


 


Lo-Lo Weekly 3 x 1604 TEUS 
Independent common feeder 
plus liner service 


                                                


33 NUTEP. 


34 Alexandria or Dekheila Terminal. 


35 Spot calls at Gemlik, Izmir (Aliaga), Lattakia, Tartus (both Syrian main ports) and Odessa. 
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Port Service from/to Shipping Line Mode Frequency Capacity Notes 


Novorossyisk 


Gelendjik
36


 
Samsun 


Cenk Group 


Kalyoncu RoRo  


Birlik Denizcilik 


Karadeniz Ro-Ro 


Ro-Ro 
Several times 
weekly 


85 TIR trucks 


50 / 63 / 85 TIR trucks 


85 TIR trucks 


75 TIR trucks 


 


Rostov on Don Mardas LAMRus Container Weekly 
1 x 225 TEUS sea-river 
vessel 


 


Taganrog
37


 Constanza 
CMA (Black Sea 
Feeder 2) 


Lo-Lo Weekly 1 x 266 TEUS In-house feeder service 


Port Kavkaz 


Varna AnRussTrans
38


 
Ro-Ro+Rail 
ferry 


Weekly 
2 x 50 waggons or 318 
TEUS  


Russian and European gauges 


Zonguldak AnRussTrans  Weekly 1 x 90 TIR trucks Opened March 2012 


Sochi 
Closed to cargo 
vessels as from 
September, 2010 in 


     


                                                


36 Vessels are deployed to Gelendjik or Novorossyisk depending on cargo-flow. The base cargo is fresh fruit and vegetables. 


37 Occasional calls at Mariupol (Ukraine). 


38 AnRussTrans (a company controlled by the Russian Railways (РЖД) operates a fleet of 10 Railferries and RoPax in the Black and  Baltic Sea. A joint-venture, called „Varna Ferry‟ 


has been created between Bulgarian River Shipping Cy and Navigation Maritime Bulgare in 2011 to participate in this trade. A first second-hand rail-ferry (now under overhaul) has 
already been purchased and a second one should be acquired. 
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Port Service from/to Shipping Line Mode Frequency Capacity Notes 


view of 2014 Winter 
Olympic games  
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Types of vessels  


Dry cargo vessel: a non box-shaped geared or gearless Lo-Lo vessel (cargo holds are designed for general cargo carriage) 


Lo-Lo: Lift-on/Lift-off (geared or gearless container ‟box-shaped‟ vessels) 


PCC: Pure Car Carrier 


PCTC: Pure Car and Truck Carrier 


Railferry: a vessel designed to carry rail wagons 


Ro-Ro: Roll-on/Roll-off vessels (usually having the capacity to accommodate up to 12 drivers in cabins. Above 12 passengers (Pax), the vessel is 
considered as a Passenger Vessel and subject to different safety regulations and additional equipment requirements) 


RoPax (or Ferry Vessel): Roll-on/Roll-off vessel with a large Pax capacity (i.e. the vessel can accommodate in cabins more than 12 Pax, or more 
Pax than the number of rolling stock - trucks/cars- which can be loaded on board) 


Sea-river vessel: a vessel which can sail both at sea and on inland waterways 


Notes 


a) The above description of schedules, frequency, ports of transshipment and ports of call, vessels‟ sizes and types and services in general is 
based on the information made available on the websites or collected directly from the respective Ship Owners / Liner Operators at the time of 
writing this report. Actual services, rotation of vessels, ports of call, deployment of the fleet may vary significantly on a monthly, weekly or even 
daily basis on account of fluctuations in cargo volumes due to economic or seasonal reasons (summer period, religious celebrations, etc.), 
congestion, weather conditions preventing sailing or transiting or handling, at port (s) and/or at Turkish Straits (Dardanels and Bosphorus), 
incidents at sea or in port (s) of technical or any other nature, administrative or governmental decisions, etc. 


b) Names between brackets after the shipping line name are the brand names given by the shipping lines to their involved services. 


c) The double calls of – sometimes very large – container vessels at various ports usually depend upon technical reasons (such as the stowage 
of the containers on board of the vessel). In Ukraine they are linked to the more or less complacent customs-handling of certain kinds of goods 
(excise, audio, video, high-tech, high-value, luxury and the like). This, obviously, bears heavily on the overall cost of transport. 


d) All reported container vessel TEU capacities are nominal ones. 
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It had been noted in the previous report (July 2011) that, compared with the 2008 pre-global financial crisis situation, a number of deep-sea services 
have been down-sized / use slow steaming while others have been suspended or altogether suppressed. The situation at the time of writing the 
present report (March 2012) has regrettably further worsened. 
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1 EXECUTIVE SUMMARY 


1.1 Introduction 


This Route Options Report for the “Construction of a New Access to the International Logistics 
Centre (ILC) in Yerevan” has been prepared following:  


 Identification of the constraints in the area, which would prevent the construction of a 
road, 


 Assessment of the existing traffic using the road network in the area, and the additional 
traffic which will be generated by the ILC, 


 Detailed on-site examination of the route options available, 


 Evaluation of the potential environmental impacts, 


 Estimates of the project costs. 


Three basic route options have been considered initially. Following preliminary assessment, one 
route option (the Green Route), was not pursued in detail, for the reasons stated in the Report 
(Section 4.2). 


In the preparation of this Report, two scenarios were considered.  


– The immediate requirement for access to the proposed International Logistic Centre, to be 
constructed in 2012, is recognised as an imminent need, which must be addressed in the 
short-term.  


– However, the Government policy to develop the Airport as a mojr regional transport hub, 
confirmed by Decision of 2nd November 2011, also reinforces the long term requirement for 
high quality access to the Zvartnots Airport Zone which will facilitate the proposed major 
expansion of services in the Zone.  


In response to these two requirements, the Report proposes a two-phase solution.  


1.2 Engineering 


The Route Options which have been assessed and are covered by this report are: 


 Red Route 


 Blue Route 


The engineering evaluation of the Route Options examines each proposal in terms of 
constructability and construction impacts.  


1.3 Environment 


Each of the routes has some degree of potential adverse environmental impact. The main areas 
of environmental concern are  


a. The social impact on the home owners whose homes or businesses must be acquired 
and demolished in order to construct the route. This impact would be significantly greater 
for the Blue Route, where about 8 homes and a large number of gardens must be 
acquired.  


b. The potential for environmental impact on the Hrazdan River, where the proposed Blue 
Route passes along the bank of the river, for about 300m. The impacts would be both 
during the construction phase and after opening, due to traffic impacts on the road when 
in use  
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In terms of environmental impact, the Red Route is recognised as having the lesser impact  


1.4 Economics 


Cost estimates have been prepared for each of the options considered. The estimated Cost for 
the land acquisition and construction of the Red Route is US$ 2.8 million while the estimated 
cost for the Blue Route is US$ 13.3 million. This difference is due to  


 The requirement to acquire approximately 4 Ha. of land and to demolish a number of 
houses in Argavand village to construct the Blue Route. 


 The significant difference in the length of the options. The Red Route is 870m long while 
the Blue Route is 2,190m long 


 The requirement for a major bridge structure to be constructed on the Blue Route, where it 
crosses the railway line and Argavand Street.  


1.5 Conclusion 


1.5.1 Long Term Access 


The conclusion of this study is that the development of the Blue Route, or a similar link between 
the future Yerevan Ring Road and the Airport, is the optimum long-term solution for access to 
the Zvartnots International Airport and the other commercial developments which are proposed 
for the area around the Airport, including the proposed new International Logistics Centre (ILC) 
and the Free Economic Zone (FEZ).  


The project team emphasises that a more detailed study is required which will examine fully the 
proposed development of the Airport zone and will include a comprehensive land transport 
access strategy, identifying the the long term access roads to the area, and within the area.  


This Airport Zone Development Plan will then form the basis for the phasing of all future 
infrastructure improvement works in the area.  


It is also clear that the volume of traffic which will use the Airport link in the immediate future 
would not justify the construction of a dual carriageway immediatly. However, the construction of 
the link could be phased, by providing single carriageway access initially but structuring the 
project design and the land acquisition to allow for future expansion to a dual carriage profile, as 
the airport development proceeds and traffic volumes increase.  


1.5.2 Short Term Access 


It is recognised that the long-term Airport Zone Development Plan, as proposed above, will take 
some time to develop, agree and implement. Bearing in mind that the construction of the ILC is 
proposed for 2012, the upgrading of the existing access road (The Red Route option) may be 
considered as a short-term, interim solution which will meet the access requirements of the ILC 
in the immediate future, during the early phases of its development.  


An alternative short-term option is to develop the proposed Blue Route west of Argavand Street 
(Blue Route Km 1+300 to Km 2+450 on Drawing SK 102) as an interim access to the ILC, which 
can then be extended in the future to provide full access to the Airport, from Argavand 
Interchange, as the Airport and Free Economic Zone develop.  


The advantages and risks associated with this two–phase strategy are discussed in more detail 
in Chapter 7 of this Report “Route Comparison and Evaluation”.  
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2 INTRODUCTION 


2.1 General 


The “Logistics Processes and Motorways of the Sea” (LOGMOS) project is part of the 
TRACECA (Transport Corridor Europe-Caucasus-Asia) initiative aimed at establishing efficient 
and sustainable transport infrastructure in the region. The LOGMOS project includes a 
component relating to “International Logistics Centres for Western NIS and the Caucasus” 
which proposes the construction of a number of International Logistic Centres (ILCs) at strategic 
centres in the international transport network throughout the Caucasus region. It is proposed to 
construct one such ILC in Yerevan, on a site adjacent to Zvartnots International Airport. The 
proposed site covers an area of 36ha and is located approx. 300m from the main airport 
terminal building and adjacent to the present cargo terminal.  


Zvartnots International Airport (ZIA) is the principal airport serving Yerevan, the capital of 
Armenia, and is located approximately 12km south-west of Yerevan city centre. In addition to 
the passenger terminal, the operations of the airport include an Air Cargo Terminal 
incorporating 10,000 m2 of warehouse space on a 15 ha site adjacent to the passenger 
terminal. Of this 15 ha. site, approximately 10 ha. are reserved for the expansion of the Air 
Cargo facility (~ 3 ha) and a Free Economic Zone (~ 7 ha).  


The general layout of the airport and adjacent cargo terminal, together with the site of the 
proposed ILC is illustrated on Figure 1, (Source : “Final Report of the Feasibility Studies for the 
ILC Projects”, February 2011)  


Figure 1: ZIA Cargo Terminal and Proposed ILC Site 


 
Logistics Centre Boundary. Author: INROS LACKNER AG, 2011 


2.2 Existing Road Access 


At present, the only land access to the airport and cargo terminal is by road, using either of two 
local access roads, both of which run south from Admiral Isakov Avenue which is part of the 
M 5 Yerevan-Echmiadzin-Armavir road. Both of these existing access routes are shown on 
Drawing No SK 101 attached as Appendix B to this Report. Access to the passenger terminal is 
also by road via the M5 (Admiral Isakov Ave.) 
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Figure 2: Existing Development on Cargo Ter-
minal Access off Admiral Isakov Avenue 


 


 


 


One access route to the cargo 
terminal runs south from a 
T-junction on the M5 at a point 
1km. west of the existing 
Argavand Interchange. The 
access road is a 1.5km long 
two lane single carriageway 
8.0m wide (avg.) and has a 
number of 90 deg. bends 
where it passes between 
existing housing and 
commercial buildings.  


 


Figure 3: Existing Junction on Admiral Isakov 
Avenue - 1 


 
 


 


 


The existing junction on 
Admiral Isakov Avenue (M5), 
serving the Cargo Terminal 
access road, is only accessible 
from the service road which 
runs alongside the eastbound 
(inbound) carriageway. The 
M5 is a dual carriageway and 
the median is closed at the 
T junction so that traffic 
approaching from the east (i.e. 
traffic from Yerevan City) 
cannot access the junction.  


 


It should also be noted that the 
junction is narrow and 
unsuitable for commercial 
traffic. (See attached Photos). 


 


Figure 4: Existing Junction on Admiral Isakov 
Avenue - 2 
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Figure 5: Existing development on Argavand 
Street access 


 
 


 


 


The second access route is 
along Argavand Street, which 
runs south off the M5 from a 
signalised junction, just west of 
the existing Argavand 
Interchange. Where Argavand 
Street crosses the rail line, 
there is a local access road 
which runs west to the cargo 
terminal.  


 


There is extensive residential development in the lands between the M5 and the airport. The 
present access roads to the cargo terminal, from the M5, pass through these housing areas. 


This limits the traffic-handling capacity of these roads significantly, and results in congestion and 
delays during peak traffic times.  


2.3 Rail Access 


While there is no direct railway access at present, there was a rail link in the past which supplied 
fuel to the airport but it is no longer in use. This link line is still visible in places, at present, but 
there has been significant encroachment into the corridor in many places including some 
residential and commercial buildings.  


Figure 6: Old Rail Line to Airport 


 


It is proposed to re-establish this rail link, along the previous corridor. It will connect to the main 
north-south rail line at a point about 1.5 km east of the proposed ILC site. This north-south main 
line leads to the railway freight station and shunting yard at Masis, 10 km south of Yerevan, 
from where rail access is available to Gyumri and Georgia, to the north, and to Ararat and the 
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Iranian border to the south. Rail access is also available to Hrazdan and Sevan to the north and 
on to Azerbaijan (although this route is not open at present).  


While this Report will not discuss the proposed rail link to the ILC in any detail, the options for 
road access to the ILC have been developed taking this proposed rail link into consideration. 
The proposed route of the rail link to the Airport Zone is shown on Drg. No. SK 102 attached as 
Appendix B to this Report.  


2.4 National Road Network 


A fundamental requirement for the establishment of the ILC is that it will have direct access to 
the national and international road network along high standard road links that provide a Level 
of Service C or better (Average speed 90 kph) and are free of congestion, in normal conditions.  


The existing main road connections from Yerevan to the north, to Tiblisi and the Black Sea ports 
of Poti and Batumi are via the M3-Spitak-M6-Georgian border and the M1 to Gyumri and the 
Georgian border at Bavra.  


Access to the south, to Iran, Iraq and Azerbaijan is via the M2-Ararat road to the border at 
Nakhichevan. These major routes are illustrated in Figure 7.  


Figure 7: National Road Network near Yerevan  


 


The rehabilitation of the M1 Yerevan-Gyumri road and the M2 Yerevan-Ararat road, including 
upgrading to full dual carriageway standard, is in progress, under the ADB funded “North South 
Road Corridor Implementation Project”. The Tender process for the Works Contract is on-going 
(April 2012), the Contractor has been selected and it is expected that the Contract will be signed 
in the next few weeks. The Works will commence after signing.  


A future Phase of the North South Road Corridor Implementation Project includes the 
construction of a Bypass of Yerevan City. It is proposed as a new dual carriageway which will 
connect the M1 Yerevan-Gyumri road to the north with the M2 Yerevan-Ararat road to the south. 
The route of this Bypass is the subject of a Feasibility Study and Preliminary Design, at present, 
but it is anticipated that it will follow a route to the west of Yerevan and also west of the Airport.  
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It should also be noted that there is a proposal being developed at present, under the “Yerevan 
Sustainable Urban Transport Project”, to upgrade the existing Argavand Interchange to full free-
flow standard and to construct a new link road, from the interchange, to the south, connecting to 
Shirak St. and on to the M2 Ashtarak Highway at Noragavit. It includes a major new bridge over 
the Hrazdan River, just south of the Argavand Interchange. However, the scope of works 
proposed for this upgrading of the Argavand Interchange does not include a link road to the 
airport territory, at present.  


2.5 Purpose of this Study 


The purpose of this study and Report is to identify and evaluate the options for direct, high 
quality road access from the proposed ILC site to the major regional transport arteries. The 
provision of this access will  


 Improve the movement of commercial traffic to and from the Logistics Centre, thereby 
significantly enhancing the overall efficiency and commercial viability of the Centre.  


 Improve road safety in the area of the ILC. 


 Protect and improve the environment and minimise roads and traffic intrusion.  


 Support development planning in the surrounding area. 


 Help to relieve traffic congestion in the area. 


The procedure followed in implementing the Study was  


a. A review and analysis of the physical and procedural constraints which influence the 
identification of route corridors. 


b. Preparation of updated physical mapping based on site inspections to determine the 
location and extent of any new construction, bridges, culverts, overhead cables and other 
possible corridor opportunities or obstructions. 


c. Identification of potential corridor alignments through the study area which minimise the 
impacts of the proposed routes on the surrounding environment.  


d. Discussion of the proposals with statutory authorities to confirm the status of the 
proposed project with respect to current development plans for Yerevan City and for the 
ZIA area, in particular.  


e. An assessment of the identified route options, for the purpose of analysis and 
comparison. This analysis leads to the identification of a preferred route for the proposed 
access.  


In order to carry out this evaluation, we have examined all of the available data regarding 
existing and proposed development in the area and identified, on the site, the physical 
constraints which would affect the provision of this access road. These constraints include 


 existing housing and commercial development in the area;  


 the Hrazdan River valley, in the south east of the study area; 


 the proposed re-construction of the rail link to the airport; 


 environmentally sensitive areas; 


 existing monuments and heritage sites (e.g. the Kara Koyunla Mausoleum on Argavand 
St.) 
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3 EXISTING CONDITIONS 


3.1 General Description of the Area 


The study area encompasses the lands around the Zvartanots International Airport in Yerevan, 
Armenia. The area is shown on Drawing No. SK 101 which is attached as Appendix B to this 
Report. As can be seen from the aerial photography, a large part of the area immediately 
surrounding the airport is still in small-scale agricultural use as it is preserved for possible future 
expansion of the airport and consequently private building development is prohibited. There are 
disused factory buildings to the north of the new cargo terminal, which were used for concrete 
production during the construction of the airport, but are now abandoned.  


Figure 8: View over Argavand towards the Airport Showing Dense Residential Develop-
ment 


 


East of the Airport, in the direction of Argavand Junction, there are a large number of residential 
houses, together with some commercial and industrial buildings. Similarly, to the north, between 
the Airport and Admiral Isakov Ave. (the M5), there are a large number of residential houses 
and commercial buildings. There are also restaurants, shops, hotels, casinos and other 
commercial businesses along both sides of the M5 road from Argavand Junction to a point 
500m west of the existing Airport passenger terminal access road. This development presents a 
significant constraint for the provision of a junction and access road to the proposed ILC at any 
point along the M5.  


3.2 Drainage and Existing Utilities 


The major drainage feature in the vicinity of the study area is the Hrazdan river, which flows in a 
deep gorge through the area and is approximately 1.2km east of the Airport at its closest point. 
There are a number of small streams and surface water channels which flow alongside the 
existing roads in the Argavand area, but all have low discharge volumes and would not be 
considered as difficult constraints in the development of a new access road. All of the streams 
and channels can be re-routed in new channels or culverts, if required.  


All of the normal public utility services are visible in the area, including water supply, wastewater 
connections, gas, electricity, telephone and telecommunications, and public lighting. However, 
the services are generally normal domestic services and would not constitute any major 
problem in the construction of a new access road through the area. The construction works 


 Airport Tower 
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would include the protection and relocation of the affected services, in consultation and with the 
agreement of the service companies.  


There is a series of Overhead High Tension electrical lines, supported on pylons, which run 
south from Argavand Interchange but, for the purposes of this Report, it is considered that an 
access road through the area could be designed to avoid these pylons.  


3.3 Rail Lines 


There is the existing railway line which runs south-north from Masis towards Sevan and the 
north, and is discussed in Section 2.4 of this Report. A connection from the Argavand 
Interchange to the Airport area will involve a crossing of this railway. In addition, it is proposed 
to re-establish the rail link between this line and the airport. The proposed route of this link is 
showing on the attached Drawing. The construction of the road access to the ILC must allow for 
the construction of this rail link nearby. Furthermore, the requirement to provide free flowing 
access to the ILC, for both road and rail traffic, must be addressed in the design of both so that 
potential traffic conflicts, between the road and rail accesses, are avoided or minimised.  


3.4 Existing Traffic 


Information on present and projected traffic volumes was gathered from a number of sources.  


Traffic flows on the M5 (Admiral Isakov Avenue) were obtained from the Armenian Roads 
Directorate. The traffic counts are conducted at three monthly intervals on the M5 Yerevan-
Echmiadzin road, adjacent to the Parakar Police Station which is about 2.5km west of the 
Argavand Interchange and 1km east of the Airport Passenger Terminal junction.  


The average traffic volumes for 2010 are given in the following Table 1. 


Table 1: 2010 Vehicle Classification on M5 (Admiral Isakov Avenue)  


Vehicle Type 


Vehicle Numbers 


 Total Percentage Westbound (To 
Armavir) 


 


 


Eastbound 


(To Yerev) 


Cars/Taxis 11,255 11,300 22,555 90.1% 


Light 
Trucks 


1,350 1,077 2,427 


 


9.7% 


Heavy 
Trucks 


32 19 51 0.2% 


TOTAL 12,637 12,396 25,033 100% 


 


The average traffic volumes for 2011 are given in the following Table 2.  


Table 2: 2011 Vehicle Classification on M5 (Admiral Isakov Avenue)  


Vehicle Type 


Vehicle Numbers 


 Total Percentage Westbound (To 
Armavir) 


 


 


Eastbound 
(ToYerev) 


Cars/Taxis 10,874 11,082 21,956 88.6% 


Light 
Trucks 


1,457 1,298 2,773 11.2% 


Heavy 
Trucks 


28 22 50 0.2% 


TOTAL 12,377 12,402 24,779 100% 
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It is noted that there has been a very minor reduction (less than 1%) in the traffic recorded in 
2011 compared to 2010.  


There are also significant seasonal variations, with a difference of up to 30% in the traffic during 
the summer months compared to the winter.  


It is also noted that the volume of Heavy Goods Vehicles is negligible – less than 0.2 % of the 
total traffic.  


No factual data is available regarding existing road traffic serving the ZIA passenger terminal. 
However, international studies indicate that a passenger terminal handling about 1 million 
passengers per year will generate road traffic of approximately 3,000 veh/day (AADT) and this 
is consistent with observed traffic at ZIA.  
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4 ROUTE OPTIONS 


4.1 Airport Access Strategy 


The short, medium and long term access requirements for the Airport zone are dependent on 
the rate of development of the area and the programme for the implementation of the various 
commercial developments proposed.  


On 2nd November 2011, the Government of Armenia adopted a Decree confirming their intention 
to develop Zvartnots International Airport (ZIA) into the major transport hub in Armenia and to 
promote the development of the ILC, a Free Economic Zone (FEZ) and expanded cargo 
facilities in the area. The scale of development proposed will require the development of high 
quality access routes to the Airport zone, both by road and rail. However, this access 
infrastructure will be developed in parallel with the development of the Airport zone which will be 
phased over a 4 to 6 year period. The ILC is scheduled to be operating by the end of 2012 and 
therefore an acceptable access route will be required to the ILC site by that time. 


Consequently, in assessing access route options, we have addressed two scenarios:  


1. The short term, interim requirement for high quality access to the ILC by the end of 2012 
and  


2. The long term access requirements for the expanded ZIA transport hub to be developed 
in the future.  


It is anticipated that, in the long-term, the volume of traffic generated by the passenger terminal, 
the proposed Free Economic Zone, the ILC and other associated commercial developments will 
require a dual-carriageway access route in the future. While it is recognised that the traffic 
volumes necessitating a dual-carriageway will not be achieved in the immediate future, it is 
advisable that a long-term plan is developed for all future infrastructure requirements in the 
Airport zone and that future infrastructure projects are implemented to conform with this plan.  


In the preparation of this study, meetings were held with Armenia International Airport Company 
cjsc, the company responsible for the management and development of the Airport, to discuss 
their proposals for road network development in the Airport area. Meetings were also held with 
Yerevan Municipal Authority to discuss long-term proposals for the development of the public 
road network in the Argavand / Parakar area, in the vicinity of the Airport.  


The long-term route options addressed in this Report, have been developed based on the 
proposals and plans discussed at these meetings. 


4.2 Design Standards 


The projected traffic which will use the ILC access road is derived from the projected volume of 
goods and cargo which will pass through the ILC. The traffic figures are given in the following 
Table 3:  


Table 3: Projected ILC Traffic 


 


 


 


 


  


 2012 2016 2020 2030 


Cars / Buses 122 317 421 421 


Medium/light freight 
vehicles 


149 239 286 429 


Heavy freight vehicles 39 65 78 116 


   310 621 785 966 
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In summary, the ILC will process around 300 vehicles per day (cars and trucks) at the 
commencement of the first phase and this number will grow to around 600 vpd when Phase 3 is 
fully operational in 2016. Traffic is projected to increase to around 1,000 vpd in the long term as 
the capacity and the efficiency of the ILC increases.  


The car and bus traffic is generated largely by those employed in the management and 
operation of the ILC and this traffic will increase during the initial years, as the facility expands, 
but will reach a maximum and remain relatively constant when the full capacity of the ILC has 
been reached. The projected car and bus figures are based on current modal splits but it is 
acknowledged that there may be some transfer from buses to private cars over time, but the 
overall impact of such a transfer on traffic volumes through the facility would be negligible.  


The truck traffic will continue to increase in line with economic growth and consumer demand.  


With this level of activity, a two-lane single carriageway access road will have adequate capacity 
to carry the volume of traffic anticipated for the ILC.  


However, the long-term development plans for the airport zone will generate increased traffic 
demand necessitating the construction of a dual carriageway to provide access to and through 
the airport zone and associated developments.  


Consequently, to provide for both the short-term and long-term scenarios, the road layout would 
be  


 


For a two-lane single carriageway road  


 


Carriageway : 2 x 3.6m wide 


 


Hard shoulders : 2 x 0.5m wide 


Edge strips :  2 x 1.25m wide 


Total width :  10.7m (at road surface level) 


 


For a (future) dual carriageway  


 


Carriageway : 4 x 3.6m wide 


Median : 2.0m 


Hard shoulders : 2 x 0.5m wide 


Edge strips :  2 x 1.25m wide 


Total width :  19.9m (at road surface level) 


 


 


It may be necessary to modify this cross section in areas where the road corridor is constrained 
by existing structures but the carriageway and hard shoulders would be maintained as a 
minimum, giving a minimum single carriageway surfaced width of 8.2m.  


The road will have a Design Speed of 60 kilometres per hour. 


4.3 Route Options Assessed 


In preparing this Report we address both the short-term and the long-term requirements for 
access to the proposed ILC and to the greater Airport zone, bearing in mind the Government 
Decree of November 2011 regarding proposed future development.  


4.3.1 Short Term Access Requirement 


It is proposed to develop the International Logistics Centre at Zvartnots Airport in 2012. It is 
recognised that the facility will generate reletively small volumes of traffic in the initial phase of 
its operation (300 vehicles per day approximately) but it will, nevertheless, require improved 
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road access in order to function efficiently. Consequently, we have considered the upgrading of 
the existing access roads to the Airport Cargo Terminal as a short term option, to meet the ILC 
access requirements in 2012. The short-term options assessed in this Report are  


– the upgrading of the Red Route and is illustrated on Drawing SK 102 presented in Appendix 
B and  


– the upgrading of the western part of the Blue Route (west of Argavand Street)  


A previous study of access to the ILC included a proposal to use Argavand Street as the 
primary access route. (Shown as the Green Route on Drawing No. SK 101 ). In the preliminary 
analysis carried out for this study, we considered that this option – full upgrading of Argavand 
Street and the link road to the Airport - is similar in scope to the Red Route but is significantly 
longer and consequently more expensive to implement. On this basis, we have not developed it 
further as it would involve significantly higher costs and lower benefits than the Red Route. It is 
therefore not included it in the more detailed analysis presented below. 


4.3.2 Long Term Access Requirements  


It is the policy of the Government of Armenia to develop the Zvartnots Airport zone as a major 
national and international transport hub. As a critical part of the planning of the development of 
this hub, it is essential that the long-term access routes – both road and rail – are decided and 
designed so that all future infrastructure development in the area complies with the long-term 
plan. 


The development of a detailed long-term access plan for the Airport is outside the scope of this 
Report. However, in this study we have considered the possibility of providing a new Airport 
access road, which would serve both the ILC and the ZIA passenger terminal and would allow 
traffic, travelling from the city to the airport, to leave Admiral Isakov Avenue (M5) at, or near, 
Argavand Interchange. This is assessed as the Blue Route in this Report and is illustrated on 
Drawing SK 102, presented in Appendix B. This route would have the advantage of reducing 
traffic volumes on that section of the M5, west of Argavand Interchange, where there is 
extensive commercial development which generates a lot of merging and diverging traffic and 
which therefore contributes considerably to congestion during peak traffic times. Furthermore, 
the M5 Admiral Isakov Avenue is a 6 lane dual carriageway between the city centre and the 
Argavand Interchange but reduces to a 4 lane carriageway west of the Interchange. This 
reduction in capacity contributes to considerable congestion for west bound traffic, including 
traffic from the city to the airport. Yerevan Municipal Authority are, at present, developing a 
project to to construct a Yerevan Ring Road which includes a link from Argavand Interchange 
south to Shirak St. and on to the Artashat Highway. It includes a new bridge over the Hrazdan 
River, just south of Argavand Interchange.  


Furthermore, the on-going North South Road Corridor Project includes for a bypass of Yerevan, 
to be constructed in the future as a 4-lane dual carriageway with full grade separated 
interchanges. At the time of preparation of this Report, detailed design of this Bypass has not 
commenced but it is anticipated that the alignment will be to the west of Zvartnots Airport and 
will include full grade-separated interchange access to the existing M5 Road, with direct access 
to Zvartnots Airport. When the Bypass and associated Airport link are completed, a proportion of 
the traffic to the Airport zone will use that route. 


Consequently, the future long-term road access to Zvartnots Airport and the associated Free 
Zone and commercial developments should include a continuous link which will connect the 
Airport to both the North South Road Corridor (west of the Airport) and the Yerevan Ring Road 
(east of the Airport).  
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4.4 Route Descriptions 


Two main route corridors have, therefore, been examined in detail in this study and are 
identified as the Red Route and the Blue Route. They are shown on Drawing No. SK 102. For 
the purposes of direct comparison, they both end at the proposed location of the ILC entrance 
gate.  


We have carried out an evaluation of both options to determine the optimum solution. Although 
the Red Route traffic will use the existing M5 road, some upgrading works will be required on 
the existing road and this is included in the evaluation and cost estimates.  


Red Route (Refer to Drawing SK 102)  


The starting point for the Red Route is the point on the existing M5 dual carriageway, where 
there is an existing T-junction which is used, at present, as the access point to the Airport Cargo 
Terminal. The present T junction only allows access from the eastbound (inbound) carriageway. 
The proposed Red Route would include the upgrading of this junction on the M5, to allow 
access from both carriageways of the M5 to the ILC access road. From this new interchange, 
the existing cargo access road will be re-aligned and re-constructed. To minimise impact on 
adjacent properties, it will generally follow the existing road alignment. The re-constructed road 
will run south for 500m and then turn in a 90 degree bend to run west for 400m to the ILC site 
entrance.  


The terrain is relatively flat along the full route so no major earthworks are required.  


Two junction types are considered for the new junction on the M5:  


1. A signal controlled junction, incorporating sensor loops in the pavement to control the 
sequence of the traffic signals, so that they are only activated when there is traffic queuing to 
turn to the ILC. With this arrangement, disruption of the mainline traffic flow on the M5, which 
will be caused by the left-turning traffic, can be minimised. The sensor loops will be provided 
only for left-turning traffic on the westbound carriageway of the M5 and on the ILC access road, 
for traffic turning left out of the access road onto the M5 westbound carriageway.  


A general layout for the type of junction required is shown in the following Figure 9. 
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Figure 9: Typical Signal-Controlled T - Junction Layout 


 
 


This signal-controlled junction will require the acquisition of some properties along the M5, to 
allow the construction of a properly configured junction, suitable for the HGVs which will travel to 
and from the ILC. In addition, the introduction of an additional set of traffic signals on the M5 will 
cause some additional congestion at peak traffic times. Furthermore, all traffic movements are 
at ground level and so there is the continuous risk of a vehicle breakdown or an accident at the 
junction, which has the potential to cause significant traffic disruption.  


However, this type of sensor activated signal-controlled junction is appropriate for the volume of 
traffic which will use this junction, and is considerably less visually intrusive than a grade-
separated junction.  


It is also considerably less expensive to construct. The Cost Estimate for the Red Route, given 
in Section 6 of this Report, includes the cost of providing this type of junction.  


2. A grade-separated junction, involving the construction of an elevated bridge / viaduct at the 
junction. This viaduct would carry the mainline traffic on the M5 past the junction, while the 
turning traffic will divert off the viaduct and pass to and from the ILC access road, at ground 
level, underneath the viaduct. The following Photo No. 4.3.1 shows a typical Viaduct in a similar 
congested urban environment, where main road traffic passes over the viaduct while local and 
turning traffic uses the service lanes at both sides of the viaduct, without interrupting flow on the 
main route.  


To ILC 
Site 


M5 ADMIRAL ISAKOV AVE. 
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Figure 10: A typical Viaduct Providing a Grade-Separated Junction in Urban Setting 


  


The estimated cost of constructing a viaduct of this type on Admiral Isakov Avenue would be of 
the order of US$1.5 million.  


An alternative option which could be considered in this situation would be trumpet-type 
interchange, where an off ramp and overpass carries the turning traffic over the main road to 
the ILC access road. The estimated cost of construction of this type of interchange would also 
be of the order of US$1.5 million, but it would also require the acquisition of a considerable 
number of properties on the north side of the M5, to provide the space necessary to construct 
the elevated off-ramps.  


The positive and negative aspects of these two junction options are discussed, in more detail, in 
the Environmental Impacts sections of this Report.  


 


Blue Route (Refer Drawing No SK 102)  


In identifying a route from Argavand Interchange to the Airport, the major constraint is the 
density of residential housing in Argavand village. Any route to the Airport must pass through 
this residential area and will involve the acquisition and demolition of housing irrespective of 
whichever route is chosen. In the preparation of this Report, a number of possible routes 
through the Argavand area were identified and assessed. The Blue Route described in this 
Report has been identified, through this process, as a route which would minimise the disruption 
to existing housing in this area  


The proposed Blue Route will run south from the newly constructed Argavand Interchange for 
approximately 500m., then turn south west to run parallel to the river for approximately 300m. It 
then turns away from the river through a section of Argavand village where the construction of 
the road would involve the widening and upgrading of an existing street which runs parallel to 
Argavand Street. This is an area of residential housing, which will involve significant relocation 
and land compensation costs. The route will then turn due west along the alignment of the 
cargo terminal access route which runs west off Argavand St. from the existing T-junction which 
is located beside the road-over-rail bridge.  


There are a number of technical difficulties associated with this route.  


a. The corridor available between Km 0+450 and Km 0+800 passes between the gorge of 
the Hrazdan River and existing houses, which are close to the river. It then runs along an 
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existing street, parallel to Argavand St., which has existing houses along both sides. 
Consequently, it will be necessary to acquire a number of houses and gardens in order to 
make this corridor available for the construction of the road.  


b. The route involves a crossing of Argavand Street and the existing railway line near where 
they intersect. The railway is in 5m deep excavation in this area so the new road crossing 
must be an overpass, which crosses both the rail line and the street at the same location. 
(See Drrawing No. SK 102).  


4.5 Minor Roads and Junctions 


Because all of the route options considered for this access road to the ILC, pass through 
residential areas, there are a considerable number of private house entrances and minor roads 
and tracks which will be intercepted by the proposed new road. These private accesses and 
minor junctions contribute to congestion on the road and significantly reduce the traffic 
efficiency of the proposed access. While the objective of any new road design will be to provide 
alternative access for these houses and minor roads, wherever possible, the nature and density 
of the existing development is such that there will continue to be a significant number of private 
house entrances and minor roads for which the new road will be the only available means of 
access.  


It should be noted that, because the proposed Blue Route will pass through residential areas for 
a distance of about 1km, it will have considerably more private entrances than the Red Route, 
which passes through residential / commercial areas for a distance of 500m approximately.  


4.6 Geotechnical Features 


In general, the study area is relatively flat, so that road construction through the area would be 
close to ground level or on low embankment with finished road level (FRL) at a maximum of 1m 
above ground level. However, on-site visual inspection of the area showed evidence of rock 
outcrops on the surface, in the high ground immediately south of the Argavand Junction. This 
indicates that rock excavation up to a maximum of 6m deep, would be required between Km 0 
and Km 0+400 on the Blue Route. This is included in the cost estimates presented in this 
Report.  


4.7 Drainage 


The main hydrological feature in the area is the Hrazdan River. There are a number of surface 
water channels in the area which drain to the river, but none are of significant size. There is also 
evidence of some irrigation channels in the area, but again their size is such that they can be 
accommodated without any major difficulty in the construction of a road.  


4.8 Structures 


Construction of the Blue Route would require the provision of an overpass at the point where 
the route crosses Argavand Street and the railway line. A structure with a span of approximately 
60m would be required.  


The options considered for the Red Route include the possible provision of a viaduct at the new 
junction to be provided on the M5, to allow free-flow through traffic on the main road past the 
junction, thereby minimising disruption due to the installation of an additional junction on this 
major national route.  
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4.9 Budget Costs 


Cost estimates, based on budget costs for similar projects in Armenia, have been prepared for 
the construction of the initial single carriageway option for both the Red and Blue Route options 
and are given in the overall project cost estimates given in Section 6 of this Report.  
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5 ENVIRONMENTAL IMPACTS 


5.1 General 


The route selection process includes an overall appraisal of all factors that may have a bearing 
on the identification of the optimum route. This must also include the environmental issues such 
as archaeology, flora and fauna, built heritage, air and noise, visual intrusion and any other 
potential impacts that may be of significance within the corridors of the routes under 
consideration. 


It must be understood that, to carry out a more complete assessment of potential impacts, a 
number of baseline studies are normally required, to determine the existing “baseline” situation 
in relation to environmental factors so that a more project-specific assessment can be made. 
However, these baseline studies are outside the scope of this preliminary assessment, so our 
appraisal has been based on on-site observation and comparison with similar situations in 
similar environments.  


The routes considered in this Report are  


 the Red Route,  


 the Blue Route,  


 the Green Route, which was included in the preliminary appraisal but was not considered 
further, for the reasons stated in Section 2.4.  


5.2 Archaeology 


Within the study area there are two known sites of archaeological interest. 


a. The Kara Koyunlu funerary monument, which was constructed in 1413, during the period 
of Kara Koyunlu Turkoman rule of the region. The monument is located on the western 
side of Argavand Street and is about 300m from the nearest point of the proposed Blue 
Route. Because of the distance, it is considered that the construction of a road on the 
Blue Route would have no adverse impact on the monument.  


b. The site of one of the earliest recorded settlements of Yerevan is at Karmir Blur, which is 
located at a bend in the Hrazdan River on the opposite side of the river from Argavand. It 
is approximately 200m from the proposed Blue Route corridor, but again, because of the 
distance and because it is separated from the proposed route by the river channel, it is 
considered that the construction of a road on the Blue Route would have no adverse 
impact on the Karmir Blur monument.  


It should, however, be noted that there has been continuous human habitation on the banks of 
the Hrazdan River since the first construction of the Erebuni fortress in the 8th century BC and 
consequently there will always be the possibility of uncovering artefacts of archaeological 
significance when carrying out works close to the river, particularly in close proximity to Kamir 
Blur.  


There are no known archaeological areas or monuments located close to the Red Route.  


5.3 Flora, Fauna and Habitats 


As is clear from the mapping and photographs presented, the area under consideration is 
largely developed, with the majority of the land being used for private housing, commercial 
development or industry. Consequently, these areas, in general, do not represent any value for 
preservation of biological diversity.  
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The only area that can be considered as noteworthy, in terms of habitat and bio-diversity, is the 
bank of the Hrazdan River. The green area along the bank of the river would be adversely 
affected by the construction of a road along the Blue Route between Km 0+450 and Km 0+800 
where it would pass within 20m of the river’s edge. However, it is also noted that the proposed 
Yerevan Ring Road project includes the construction of a new river bridge in this area which will 
have a greater impact on the ecology of the area during construction. Consequently, the 
construction of an Airport link road in the same area will not exacerbate that impact.  


The Red Route will be constructed through an area which is already fully developed and so will 
cause no additional adverse environmental impact to the affected area.  


5.4 Visual Impacts 


Both routes considered in detail, follow existing roads for the most part, and consequently will 
not result in significant adverse visual impact on the surrounding areas.  


However, the following particular locations should be considered: 


a. The construction of an access road along the proposed Blue Route, will include the 
construction of an overpass at the point where the route crosses Argavand Street and the 
railway line. The overpass will have a span of approximately 60m. and will be constructed 
at a skew angle of approximately 40 deg. to Argavand St. This structure will have 
considerable visual impact on the area, particularly for motorists using Argavand St. and 
for the residents of the existing houses on the street.  


b. Also, the construction of a new road along the bank of the Hrazdan River over a distance 
of 500m and within 20m of the river edge, will have a significant adverse visual impact on 
the river gorge and will further reduce it’s amenity potential in that area.  


On the Red Route, one of the options proposed for the junction which will be required on the 
M5, includes a viaduct to take through traffic on the main road past the junction, allowing turning 
traffic to manoeuvre beneath the viaduct, without interrupting mainline traffic flow.  


Figure 11: Development on Admiral Isakov 
Ave (M5) 


 


 


 


As can be seen from the accompanying 
Photo there is extensive development 
along both sides of the M5 in this area 
and the construction of a viaduct above 
the existing road will have significant 
adverse visual impact on these adjacent 
businesses. However, it is also noted that 
the majority of the affected properties are 
commercial and retail premises, which are 
not in operation 24 hours per day, rather 
than residential homes which are normally 
occupied fulltime.  
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5.5 Air, Noise and Vibration  


Air  


Introduction 


Air quality may be affected in two different ways by a road project. Firstly, there may be 
localised changes, either improvements or reduction in air quality, along all or part of the project 
and also on the existing road network. Secondly, there may be changes in the overall quantity 
of emissions from the traffic on the road network. Road projects are often perceived as having a 
detrimental effect on local air quality whereas in some cases a new road would benefit certain 
areas. 


The assessment of air quality estimates the presence of harmful pollutants generated by any 
new works. The principal pollutants are: 


 Carbon Monoxide 


 Hydrocarbons (Benzene & 1,3 Butadiene) 


 Oxides of Nitrogen 


 Particulate Matter 


The factors influencing the generation and concentration of pollutants include: 


 Volume of traffic 


 Average speed of traffic 


 Year correction factors 


 Distance between the receptor and proposed carriageway (10, 20, 30, 40 and 50m) 


Modern vehicles tend to be fitted with catalytic converters that have the affect of lowering 
hydrocarbon, carbon monoxide and nitrogen oxide emissions. In addition, in response to the 
Kyoto Protocols on global warming, manufacturers are moving to hybrid vehicles (electrical / 
hydrocarbon engines) which will also contribute to improved air quality. Consequently, it is 
anticipated that by 2030 vehicles will be generating a reduced pollutant load because of 
continual improvements in emission control standards.  


The volumes of traffic which will use the road will be quite small in comparison to the general 
traffic in the study area, e.g. on Admiral Isakov Avenue (the M5) and on Argavand Street. 
Considering the general improvement in vehicle emission controls, it is anticipated that neither 
the Red nor the Blue Route will result in any long-term deterioration in air quality in the vicinity of 
the road.  


Noise 


Because of the relatively low volumes of traffic which will be using the access road, the potential 
increase in noise due to the generated traffic, will not be significant. 


However, it should be noted that, because the proposed Blue Route will pass through more 
residential areas, the traffic generated on this route will have a greater noise impact on more 
properties and consequently on more homes.  


Vibration 


Traffic produces low frequency airborne or ground borne vibration that may produce physical 
movement in buildings and be noticeable to their occupants. The engines or exhausts of road 
vehicles are the main sources of air borne vibration, while vehicles travelling along a road 
generate ground borne vibration from the interaction between the tyres and road surface. 
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Ground borne vibration can be separated into two defined types that produce both direct and 
indirect effects.  


Direct effects include vibration levels that are high enough to impose both shear and 
compression waves on buildings which may result in failure of building components. Vibration 
can be measured in terms of peak particle velocities, or PPVs, which is “the maximum speed of 
movement of a point in the ground during the passage of a vibration” (TRL, Watts, 1990). PPVs 
greater than 0.5mm/s would be disturbing or annoying. Normal use of buildings such as closing 
doors, walking on suspended wooded floors and operating domestic appliances often generate 
higher vibration levels.  


Indirect effects are of the type where granular soils such as sand can be induced to change 
volume when subjected to vibration. 


There are two areas where traffic vibration need to be considered: 


1. Effects of Buildings 


Ground borne vibrations felt in buildings close to the road, if heavy vehicles pass over 
irregularities in the road. The new road will provide a regular surface greatly reducing ground 
borne vibration. Extensive research on a wide range of buildings of various ages and types has 
been carried out (TRL, Watts, 1990), but no evidence has been found to support the theory that 
traffic induced vibrations are a source of significant damage to buildings. 


2. Disturbance to Occupiers 


For building occupants, ground borne vibration is more likely to be the cause of disturbance 
than airborne vibrations. Such sound may result in the detectable vibrations in building elements 
such as, windows and doors. 


In the case of this proposed new access to the ILC at Zvartnots Airport, the generation of 
ground borne vibration can be expected but the new road pavement will be of high quality so 
the vibration will have a minimal impact on the adjacent environment. However, the section of 
the Blue Route which passes adjacent to residential properties is significantly longer than for the 
Red Route so, in that context, the vibration impact of the Blue Route will affect a significantly 
greater number of people than the Red Route.  


5.6 Disruption due to Construction 


Construction impacts may include noise, vibration, dust or dirt, loss of amenity, delays to traffic, 
pollution and disturbance to wildlife. 


Noise and Vibration 


Noise and vibration are likely impacts due to the presence of heavy construction plant in the 
vicinity of the existing roads and buildings that form ribbon development. Because the Blue 
Route passes through a more extensive area of residential development, the potential impact of 
noise and vibration during construction will be greater on this Route.  


Delays to Traffic 


The construction of the Red Route option will require the provision of a full junction on Admiral 
Isakov Avenue (the M5). This will cause significant disruption to traffic on this route during the 
construction period. If the option to construct a viaduct is adopted, as part of this junction 
improvement, the potential for traffic disruption on the M5 will be considerable. If a signal 
controlled junction is selected, this would have a much lesser impact on M5 traffic during 
construction. The impacts can be mitigated by restricting works on the M5 during peak traffic 
hours  
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The construction of an overpass on Argavand Street, as part of the Blue Route, will have some 
impact on traffic on that street but, as most of the works will be off the actual street, the impact 
can be minimised, if monitored and controlled.  


Works will also affect access to the existing Airport Cargo Terminal but this can be mitigated by 
the preparation of a Traffic Management Plan in advance of commencement of construction, 
including the provision of alternative temporary access roads, where viable.  


Pollution 


The construction of the Blue Route in close proximity to the Hrazdan River presents the 
possibility of the pollution of the river by siltation during earthworks operations or by fuel 
leakages from plant. There is also a risk of pollution by bituminous materials during surfacing. 
However, these risks can be mitigated by proper works monitoring and control.  


Potential Mitigation 


Mitigation may include contractual restraints on working periods (both daily and seasonally), 
noise and vibration levels (in conjunction with Environmental Health), storage and works 
compound areas and routes for construction traffic. The Contractor may choose nearby 
suppliers from which to source construction material and this would have the dual benefit of 
minimising adverse affects due to haulage of materials over long distances and could reduce 
the need for site plant such as crushers and/or an asphalt plant. During the design phase, 
attention should be given to the fact that the works will be constructed in residential areas and 
the design developed accordingly e.g. piled foundations for structures to be avoided. Similarly, 
the design of structures must take into account that they will be constructed in “live” traffic 
conditions so that the design reflects this major constraint.  
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6 COST ESTIMATES 


6.1 Option Cost 


Cost estimates for each option have been prepared, for comparative purposes, using average 
unit rates and prices current in Armenia. The costs presented are for the construction of a two-
lane single carriageway road.  


It should be noted that average land and building acquisition costs have been evaluated, based 
on recorded cadastral values obtained from the relevant land authorities in Armenia. It is 
acknowledged that individual property values may vary depending on particular local conditions, 
but this has not been evaluated at this stage. However, the costs presented are valid for option 
comparison purposes.  


Scheme costs are summarised in the following Table 4. 


Table 4: Option Cost Estimates (US$) 


 BLUE RED  


Description of Works Cost  Cost 


  US$ US$ 


Earthworks 486,800 69,800 
Subbase 49,300 17,700 
Basecourses 144,500 51,100 
Pavement 1,471,100 676,700 
Roadside facilities  329,200 124,800 
Landscaping 128,500 31,200 
Drainage Works 258,500 80,300 
Concrete Structures 1,000,000 Nil * 
Lighting 221,500 200,000 


Works sub-total  4,089,400 200,000 


Preliminary costs (12%) 490,700 150,200 


Overheads & Profit (15%) 613,400 187,700 


Contingencies (15%) 613,400 187,700 


Works Sub-Total 5,806,900 1,777,200 


ADD Land Acquisition Cost 7,500,000 1,000,000 


TOTAL COST $ 13,306,900 $ 2,777,200 


 * Note : This estimate includes for a Signal controlled junction at the M5. 


  A grade separated junction with Viaduct is presented in Section 4.3.2 


The upgrading of the western portion of the Blue Route (west of Argavand St.) is also discussed 
in this Report as a potential short-term solution for access to the ILC. The cost of constructing 
this 1.2Km. long section of the Blue Route is estimated at $ 3.8 Million ($ 2.3 million + 
$1.5 million in Land costs).  
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7 ROUTE COMPARISON AND EVALUATION 


7.1 Engineering Evaluation 


The engineering evaluation of the route options involves the identification of a number of route 
options, which are technically feasible, and the preliminary assessment of these options to 
identify the positive and negative aspects of each, in terms of compliance with the standards, 
buildability, environmental impact and economic viability.  


Red Route  


The main advantage of the Red Route is that it is the shortest route providing access to the ILC 
site and consequently the least expensive to construct and maintain. The upgrading of the 
existing road will not require any significant earthworks; the works will be primarily the 
rehabilitation of the pavement, the provision of barriers, signs and road markings and street 
lighting.  


In addition, there are no major structures required if a signal-controlled junction is provided at 
the M5 junction. If the option to provide a grade-separated junction is adopted, it would involve 
the construction of a viaduct on the M5.  


A significant disadvantage associated with the Red Route option is that it will only provide 
access to the ILC to be constructed in 2012. It will not have the capacity to provide access to 
the full Airport Zone in the long term and can therefore be only considered as a short-term 
solution to provide the required high quality access to the ILC for the early years of its operation. 
A second disadvantage will be the disruption to traffic on Admiral Isakov Avenue (the M5). This 
road is already subject to congestion at peak times and the installation of an additional junction 
will aggravate that situation. However, the volume of turning traffic, which will use the ILC 
access road, is relatively small so that the potential disruption can be mitigated by installing 
correctly sequenced traffic signals, which are activated only when a queue of turning traffic is 
formed. Nevertheless, it is recognised that any failure of the signals, or an accident involving 
turning traffic in the junction, will obviously cause significant traffic disruption for the duration of 
the event.  


Because the works involved are all implemented on existing roads and streets, the additional 
environmental impact of the project will be minimal and will occur primarily during the 
construction phase. The only residual impact, after completion of construction, will be due to the 
increasing volume of traffic on the access road over time.  


Blue Route  


The main advantage of the Blue Route is that it takes the commercial traffic, travelling to the 
ILC, off the M5 at Argavand Interchange and so allows this traffic to avoid the potential 
congestion on Admiral Isakov Avenue along the section between Argavand Interchange and the 
Airport passenger access road. It provides a direct, relatively free-flowing access between the 
ILC and Argavand Interchange, which gives quick access to Yerevan City and to the national 
road networks to the north and south of Yerevan, via the new Yerevan Ring Road being 
developed at present.  


The Blue Route also has the potential to be developed, by staged construction, to a full dual 
carriageway which can be extended to provide access to the Airport Passenger Terminal, the 
proposed Free Economic Zone and associated facilities.  


The Blue Route also matches with the long-term plans of the Armenia International Airport 
Company cjsc for the development of the road network within the Airport zone.  
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However, the route is significantly longer than the Red Route and consequently significantly 
more expensive to construct and maintain. It includes a major structure to carry the route over 
the existing railway line and over Argavand Street.  


In addition, the route passes through existing housing areas in Argavand village and would 
require the acquisition and demolition of a significant number of private houses and gardens in 
the area.  


7.2 Conclusion 


The conclusion of this study is that the development of the Blue Route, or a similar link between 
the future Yerevan Ring Road and the Airport, is the optimum long-term solution for access to 
the proposed new Free Economic Zone, including the International Logistics Centre at Zvartnots 
International Airport. However, in order to confirm the optimum route for such a link, it is 
important that a full long-term Development Plan is prepared for all future infrastructure 
requirements in the Airport zone.  


As a short-term, interim solution which will meet the access requirements of the ILC in the 
immediate future, during the early phases of its development, two options are considered : 


1. the upgrading of the existing access road (The Red Route option).  
 (Estimated Cost $2.8 million – See Chapter 6) 


2. the upgrading of the western part of the proposed Blue Route, between Argavand St. and 
the Airport. (Estimated Cost : $ 3.8 million – See Chapter 6). This could be considered as 
the first phase of the construction of the full Blue Route, but there is a risk associated with 
this option that a comprehensive long term Development Plan for the Airport Zone, including 
an analysis of all related factors, might not identify the Blue Route as the optimum long term 
solution.  


In order to determine which, if any, of these short term options should be implemented, it is 
important to determine a scope and programme for the overall Airport Development Plan, which 
will, in turn, identify the actual short term requirements which must be fulfilled.  
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APPENDIX A 


 


Photographs Illustrating Route Options 


 Blue Route 


 Red Route 
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APPENDIX B 


 


Area Plans  


Drawing No. SK 101 – Existing Access Routes to the Proposed ILC Site. 


Drawing No. SK 102 – Proposed Access Routes  
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Existing Argavand Interchange – Staring  point of Blue Route Option 
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Key to Photos: 
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Photo 06: Blue Route 
 


 


Photo 07: Blue Route 
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Photo 08: Blue Route 
 


 


Photo 09: Blue Route 
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Photo 10: Blue Route 
 


 


Photo 11: Blue Route   
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Photo 13: Blue Route 
 


 


Photo 15: Blue Route   
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Photo 16: Blue Route 


 


 


Photo 17: Blue Route   
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1 WORKING GROUP MEETING, KIEV, 20 DECEMBER 2011 
LOGISTICS PROCESSES AND MOTORWAYS OF THE SEA II  


FOR THE PILOT PROJECT «BLACK SEA 1 OVERSEAS TRAFFIC BETWEEN VARNA-
ILLYICHIVSK-KERCH-POTI-BATUMI» WORKING GROUP MEETING 


KIEV, 20 DECEMBER 2011 


 


AGENDA 


1.1 AGENDA 
14:00 Welcome 


Introduction by Mr Baranov, acting TRACECA National Secretary in Ukraine, 
Director of Transport and Tourism Infrastructure Policy Development Department 


Introduction by Mr Schoen – Team Leader of the project 


14:15-14:35 Issue № 1: Implementation of the Pilot project «Black sea – 1», current situation, 
obstacles and perspectives of development  


By: 
Up to 10 min 


Mr Michel Gueriot – Logistics and Shipping Expert  
 
Working group definition, meeting on a quarterly basis), directives of work 
 
Mr Alexei Baranov, acting TRACECA National Secretary in Ukraine, Director of 
Transport and Tourism Infrastructure Policy Development Department  


Discussion: Participants 


14:35-14:50 Issue № 2: Definition of a working procedure at Georgian ports between the Ports, 
the Shipping Lines (their Agents) and the Railway Companies 


By: Main subject /issues of the – Mr Michel Gueriot – Logistics and Shipping Expert 
Presentation, information about meeting held in Tbilisi 16-17 December 2011, – 
Representative of the Ministry of Economy and Sustainable Development of 
Georgia, Georgian Railways  
- Representative of UKRZALIZNYTSYA 
Directions on improvement – Representative of South-Caucasus railways  


Discussion: Participants 
 


15:00-15:15 Coffee – break 


15:15-15:30 Issue № 3: Improving and accelerating loading operations at Poti and Batumi 


By: Action Plan aimed to improve the situation – Mr Michel Gueriot – Logistics and 
Shipping Expert 


Discussion: Participants 


16:15-16:30 Issue № 4: Improvement of information supply on import of wagons/cargoes to 
South Caucasus Railways 
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By: Action Plan for conducting further negotiations with the ferry lines – Mr Michel 
Gueriot – Logistics and Shipping Expert 


 Representative of Georgian railways, Representative of UKRZALIZNYTSYA 


Discussion: Participants 


17:00 Summary of the meeting and conclusions including recommendations 


18:30 Dinner at «O`Panas» restaurant, located at Кiev, park named after Tarasa 
Shevchenko, 10, Tereshchenkovskaya str. 
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Conclusions of the meeting 


1.2 Conclusions of the meeting 
Participants of the working group meeting on implementation of the pilot project «Black Sea 1»:  


- welcomed continuous support of the European Commission to logistics and MOS 


development on TRACECA within the framework of the current project; 


- expressed gratitude to the Ministry of Infrastructure of Ukraine and acting TRACECA 


National Secretary in Ukraine in support to workshop organization; 


- constituted the continuation of regional dialogue and proactive cooperation within 


TRACECA intermodal transport and logistics dimensions; 


- focused discussions on railway component of RO-RO, containerization trends, logistics 


initiatives, hinterland connections and interactions with TRACECA countries; 


- invited the representatives of railways organizations of Armenia, Georgia, and Ukraine to 


continue and strengthen interactive communications on technical issues. 


The beneficiaries and stakeholders 


- took a note on methodology for reaching the targets set to the LOGMOS project; 


- concluded that results achieved by the former MoS and ILCs TRACECA projects are to 


be further upgraded in the framework of the current LOGMOS project; 


- agreed that TRACECA MoS concepts are to be targeted through implementation of the 


pilot projects; 


On the pilot project:  


«Black Sea 1 overseas traffic between Varna – Illyichivsk – Kerch – Poti – Batumi», 


- reviewed the questions on agreements for the provision of wagons, in particular: prepare 


an act on the technical conditions of the wagons upon arrival at the port, prior to loading 


on the vessels, and before the arrival of vessels at the port of loading;  


- reviewed the issue about exchange of information and set-up of a commonly accessible 


platform for railway companies enabling them, in particular, to: 


 record and keep track of the technical condition of the wagons at each 


point where they change hands, 


 define their status and location, 


 improve and accelerate the loading operations, namely: railway companies must 


issue and release to the Port of loading a weekly list of full and empty wagons expected 


for dispatch, as well as a daily up-dated list of full and empty wagons ready for loading 
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in all respect, including timely relayed information to the vessel‟s port agent 


and/or the Master of the vessel for: 


 preparing the loading cargo plan ensuring relevant IMO safety 


regulations are duly complied with, 


 ensuring that rolling stock is given the first loading priority and that 


wagon priority list prescribed by the Railway company is followed;  


- reviewed the options to improve the tariffs policy of key actors and involvement of 


relevant groups to attract cargos ; proposed to establish through (door-to-door) tariffs for 


regular transport service (rail and sea transport) in order to enhance concurrency ; 


suggested to the Ministry of Infrastructure of Ukraine to involve the representatives of 


the Public council under him in this process;  


- agreed on the fact that with the launch of regular services, tariffs and extra running costs 


must be brought up to competitive levels in comparison with alternative routes or means 


of transport; 


- approved the proposed measures as a basis for cooperation; recommendations for 


implementation are to be further updated and specified in the course of the project's 


implementation;  


- expressed willingness to capitalize on lessons learned and success stories experienced 


by the private sector in elaboration of the specific steps in the action plans; 


- agreed on methodology recommended in the corresponding action plans for 


improvement of service quality and cost efficiency; agreed on the necessity to carry on 


the discussions between the shipping lines, the railways administrations and the ports of 


the three countries to remove the bottlenecks in order to enhance regularity and 


concurrency of shipping lines along the TRACECA corridor; 


- emphasized on the commitment and ownership attitude on the pilot project. 


 


The meeting appreciated the support offered by the Permanent Secretariat to facilitate the 


promotion and implementation of the LOGMOS pilot projects. 
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List of Participants 


1.3 List of Participants 


# Institutions Contact Details 


PS IGC TRACECA 


1.  Ms Iuliana Stasiuc  


Expert 


Permanent Secretariat of the IGC TRACECA 
8/2, General Aliyarbekov Str., 
AZ-1005 Baku - Azerbaijan  
Tel: +994-12-598 27 18, 498 92 34, 498 72 47 
Fax: +994-12-498 64 26 
Email: iuliana.stasiuc@ps.traceca-org.org 


Beneficiaries 


Armenia 


2.  Ms Hasmik Aharonyan 
Assistant to the TRACECA National Secretary 
of Armenia 
 


Ministry of Transport and Communication of 
the Republic of Armenia  


28, Nalbandyan Str., 
Yerevan 0010, Armenia, P.O. Box 69  
Tel.: +37410 590098 
E-mail: hasmik_aharonyan@yahoo.com 


3.  Mr Anatoly Danchenko  
Deputy Director General "UKZHD" CJSC 


JSC "South Caucasus Railway" 


50 Tigran Metsi Ave., 
0005 Yerevan, Republic of Armenia 
Mob.: +374 99 400 151 


4.  Ms Zara Agasafyants 
Deputy Head of DCFTO, "UKZHD" CJSC 
 


JSC "South Caucasus Railway" 


50 Tigran Metsi Ave., 
0005 Yerevan, Republic of Armenia  
Tel.: +374 10 573674 
Mob.: +374 99 400 219 
Email: a_za@arway.am 


Georgia 


5.  Mr Vakhtang Mikelaishvili 


Head of Maritime Transport Division (Transport 
Policy Department)  


 


Ministry of Economy and Sustainable 
Development of Georgia 


12, Chanturia Str.,  
0108 Tbilisi, Georgia 
Tel.: +995 32 2 99 10 95  
Mob.: +995 591 11 99 77  
Email: mikelaishvili@economy.ge  


6.  Mr Grigol Jintchаradze 


Head of Freight Transportation Branch  


 


Georgian Railways Ltd 


15, Tamar Mepe Ave., 
Tbilisi, 0112 Georgia 
Tel.: +995 32 19 89 98 
Mob.: +995 591 19 01 05 
Email: gjincharadze@railway.ge 


7.  Mr Teimuraz Tvildiani  
Deputy of Department of Commerce 
  


Georgian Railways Ltd 


15, Tamar Mepe Ave., 
Tbilisi, 0112 Georgia 
Tel.: +995 32 19 90 93 
Mob.: +995 591 19 93 48 
Email: ttvildiani@railway.ge 



http://e.mail.ru/cgi-bin/sentmsg?compose&To=mikelaishvili@economy.ge
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# Institutions Contact Details 


8.  Mr Zaal Rodonaia 
Head of Operational Control Center at GRW 
 


Georgian Railways Ltd 


15, Tamar Mepe Ave., 
Tbilisi, 0112 Georgia 
Tel.: +995 32 19 90 02 
Mob.: +995 591 19 11 99 
Email: zrodonaia@railway.ge 


Ukraine 


9.  Mr Alexei Baranov  


Acting National Secretary of IGC TRACECA in 
Ukraine 


Director of Transport and Tourism Infrastructure 
Policy Development Department 


National Secretary of IGC TRACECA in 
Ukraine 


14, Peremohi Ave., 
Kiev, Ukraine 
Tel.: +044 351 49 09 
Fax: +044 486 53 38 
E-mail: baranov@mtu.gov.ua  


10.  Mr Konstantin Savchenko  


Deputy Director Department for the Policy of 
Transport and Tourism Infrastructure 
Development Ministry of Infrastructure 


Ministry of Infrastructure of Ukraine  


14, Peremohi Ave., 
01135, Kiev, Ukraine 
Tel.: +044 461 65 50 
Fax: +044 486 53 38 


E-mail: savchenko@mtu.gov.ua 


11.  Mr Nazariy Atamanchuk 


Deputy Head of the Unit of the Department for 
the Policy of Transport and Tourism 
Infrastructure Development Ministry of 
Infrastructure 


 


Ministry of Infrastructure of Ukraine  


14, Peremohi Ave., 
01135, Kiev, Ukraine 
Tel.: +044 351 49 03,  
Fax: +044 351 41 11 
Mob.: +38 050 393 47 02 
E-mail: ataman@mtu.gov.ua 


12.  Mrs Olga Sanina  


Deputy Head of Marketing Department  


Ukrainian Railways 


5 Tverska Str., 
Kyiv, 03680, Ukraine. 
Tel.: +044 465 12 66  
E-mail: sanina@uz.gov.ua 


13.  Mr Mikhail Kuznetsov 


Head of Commerce of Main Commercial 
Department of Ukrzaliznytsya 


Ukrainian Railways 


5 Tverska Str., 
Kyiv, 03680, Ukraine. 
Tel.: +044 465 12 50  
Mob.: +38 050 758 07 37 
E-mail: k_mm@ukr.net 


14.  Mr Konstantin Gunya  


Deputy Head of Commerce 


Prydniprovska Railways  


108, К.Marks Ave., 
Dnepropetrovsk,49602, Ukriane 
Tel.: +056 79 311 06  
Mob.: +38 050 619 89 84 
E-mail: k.gunya@dp.uz.gov.ua 


EC TRACECA Logistics Processes and the Motorways of the Sea ll Project 


15.  Mr Andreas Schoen 


Team Leader  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 


Mob.: +380 95 877 41 70  


E-mail: andreasschoenberlin@web.de 
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# Institutions Contact Details 


16.  Mr Michel Gueriot 


Key Expert ll 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 


Mob.: +7 903 788 03 56 
E-mail: gueriot.michel@mail.ru  


17.  Ms Yulia Usatova 
Key Expert lll 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 
Mob.: +49 151/526 30 272 
Email: yuliya.usatova@dornier-consulting.com 


18.  Mrs Olena Nevmerzhytska  


Regional Project Coordinator  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92  


Mob.: +380 50 383 77 07 


E-mail: olviya@inbox.ru 


19.  Mr Olivier Oudin 


Institutional Junior Analyst 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 
E-mail: olivier.oudin@egis.fr 


20.  Mr George Doborjginidze 
Logistics Specialist / Coordinator for Caucasus 
Focus region Georgia / Armenia  


1 Bakhtrioni Str.,  
0194 Tbilisi, Georgia 
Mob.: + 995 577 473 332  
Email: georgedobo@hotmail.com 


21.  Yuri Petetski 


Interpreter 


 


 



mailto:yuliya.usatova@dornier-consulting.com

http://e.mail.ru/cgi-bin/sentmsg?compose&To=olivier.oudin@egis.fr

mailto:georgedobo@hotmail.com
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2 SECOND MEETING OF THE WORKING GROUP, KIEV, 24 
JANUARY 2012 


LOGISTICS PROCESSES AND MOTORWAYS OF THE SEAS II 


SECOND MEETING OF THE WORKING GROUP ON PILOT PROJECTS FOR UKRAINE  


KIEV, 24 JANUARY 2012 


 


AGENDA 


2.1 AGENDA 
1. Introduction 


15:00 


 Mr Konstantin Savchenko – Deputy Director of Policy 
Development Infrastructure Transport and Tourism 
Department 
Mr Andreas Schoen – Team Leader of the project 


2. Consideration of project proposals, namely: 


2.1 Presentation of the work plan and tasks of the Ukrainian Inter-Ministerial Working Group for 2012  


By: 
 
 


Discussion:  


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert 
 
Participants 


2.2 Summary of conclusions of the Rail Ferry Board of Directors meeting in Tbilisi on 15-16 Dec. 2011 
and LOGMOS Railway Working Group meeting in Kiev on 20 Dec.2011 


By: 
 
 


Discussion: 


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert 
 
Participants 


3. Presentation of BS1 Action Plan revised in accordance with point number 1 
Distribution of tasks between Ukrainian stakeholders 
Definition of time-frame for their performance 


By: 
 
 


Discussion: 


Mr Michel Gueriot – Logistics and Shipping Expert 
 
 
Participants 


4. Up-date on: 


4.1 
 
 
 
 
4.2 


plans for connecting the approved logistics centres in Dry Port Euroterminal Odessa and Borispol 
Airport Commerce Park by rail 


By: 
 


Discussion: 


Representatives of the MoI of Ukraine  
 
Participants 


plans for regular block container and contrailer train services between Kiev, Odessa region, from/to 
other national and international destinations 


By: 
 


Discussion: 


Representatives of Ukrainian Railways 
 
Participants 
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4.3 implementation of Maritime Agreement between Ukraine and Turkey - supply of empty wagons by 
UZ for the Illyichevsk-Derince ferry line 


 By: 
 


Discussion: 


Representatives of the MoI of Ukraine, Ukrainian Railways  
 
Participants 


4.4 results of fact finding mission of LOGMOS Project to enhance the use of Ukrainian inland waterway 
system – issue of transshipment of Ukrainian cargo at Ukrainian sea ports 


 By: 
 


Discussion: 


Mr Alexander Lysenko – IWW Development expert  
 
Participants 


4.5 evolution of Ukrainian sea and river transport legislation  


 By: 
 
 


Discussion: 


Representatives of the MoI of Ukraine, “PLASKE”, 
Illyichevsk SeaTrade port 
 
Participants 


4.6 plans for privatization in the public transport sector (UZ, sea ports) 


 By: 
 
 


Discussion: 


Representatives of the MoI of Ukraine, “PLASKE”, 
Illyichevsk SeaTrade port 
 
Participants 


5 Presentation of a provisional Action Plan for enhancing the function of Ukraine as a transit country 
for cargo flows between the EU and Central Asia. 


 By: 
 


 
Discussion: 


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert  
 
Participants 


5.1 Introduction to port tariff issues: presentation of first results of benchmarking survey of Ukrainian 
port tariffs 


 By: 
 


Discussion: 


Mr Michel Gueriot – Logistics and Shipping Expert  
 
Participants 


6 Other questions /Outputs 


 By: 
 
 
 


 
 


Discussion: 


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert  
 
Mr Konstantin Savchenko – Deputy Director of Policy 
Development Infrastructure Transport and Tourism 
Department 
Participants 
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Final Conclusions of the Meeting 


2.2 Final Conclusions of the Meeting 
The second meeting of the WORKING GROUP on pilot projects for Ukraine: 


- welcomed continuous support of the European Commission to logistics and MOS 


development on TRACECA within the framework of the current project; 


- expressed gratitude to the Ministry of Infrastructure of Ukraine and TRACECA National 


Secretary in Ukraine in support to workshop organization;  


- constituted the continuation of regional dialogue and proactive cooperation within 


TRACECA intermodal transport and logistics dimensions; 


- focused discussions on RO-RO, containerization trends, logistics initiatives, hinterland 


connections and interactions with TRACECA countries; 


- invited private sector operators to continue interactive communications on logistics and 


MOS dimensions of TRACECA in particular aimed at involvement in pilot projects. 


Beneficiaries and stakeholders: 


- took a note on methodology for reaching the targets set to the LOGMOS project; 


- noted on further action plans on follow up of the previous MOS and Logistics Projects; 


- agreed that TRACECA MoS concepts are to be targeted trough implementation of the 


pilot projects. 


On the pilot projects:  


“Black Sea 1 - link Varna-Ilyichevsk-Kerch-Poti-Batumi”, 


“International Logistics Center Dry Port "Euroterminal", Odessa”, “International Logistics Center 


„Borispol Airport Commercial Park‟“ 


- agreed on methodology recommended in corresponding action plans for improvement of 


multimodal service and cost efficiency; agreed on the necessity of reviving negotiations 


with shipping companies, railway and port administrations of the three countries to 


eliminate bottlenecks in order to improve service regularity and competitiveness of the 


ferry lines on TRACECA;  


- reviewed the preliminary action plan for the Ukrainian interdepartmental working group in 


2012 and agreed that it will be finalized by representatives of relevant organizations and 


presented at the Regional workshop in Brussels in late February 2012; 


- took into consideration the Black Sea port tariff comparison prepared by the LOGMOS 


project and agreed that this work should be continued involving other factors (railway, 


processing, shipping) to improve tariff policies and service regularity in order to boost the 


competitiveness of Ukraine as a transit country; 
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- noted that the LOGMOS project suspended updating the Action Plan for the Black Sea 1 


project (railway ferry link Varna-Ilyichevsk-Kerch-Poti-Batumi) in light of the recent 


events (lack of wagons to transport goods from Ukraine) until the situation has stabilized; 


- agreed that the launch of regular rail ferry service would set the stage for the reduction 


of tariffs and additional charges and increase competitiveness compared to alternative 


routes and / or transport modes; 


- a regional workshop is scheduled in Brussels in late February with participation of 


representatives of railway organizations, ports, and private sector companies to promote 


solutions to this and other matters (the agenda shall be distributed before January 29, 


2012); 


- reviewed the preliminary Action Plan to enhance the role of Ukraine as a transit country 


for freight flows between the EU and Central Asia; suggested the use of experience and 


achievements of PLASKE to resolve this issue;  


- emphasized the commitment and motivated attitude to the pilot projects; 


- agreed on the necessity to develop proposals and submit them to the LOGMOS project 


in order to elaborate new pilot projects within LOGMOS; 


- agreed that an outline will be prepared by the Ukrainian side for positioning of Ukraine (6 


key points) to be considered by the Consultant within the development of the TRACECA 


Master Plan; 


- the Ministry of Infrastructure of Ukraine will assist in organizing and carrying out 


missions of project experts to the ports of Reni and Ismail in January 2012 in the context 


of the "Inland Waterways" development; 


- agreed that a Summary record on objectives and plans of the Ukrainian working group 


for 2012 will be presented at the regional workshop in Brussels (by a representative of 


the working group); 


- approved the proposed measures as a basis for cooperation; recommendations for 


implementation are to be further updated and specified in the course of the project's 


implementation; 


- suggested to invite, as and when necessary, representatives of other stakeholders such 


as LISKI, terminal facilities and container lines operators to attend the meetings of the 


Ukraine working group in order to enhance cooperation and exchange of information and 


experience in the transport sector, including shipping and port activities; 


- expressed willingness to capitalize on lessons learned and success stories experienced 


by the private sector in elaboration of the specific steps in the action plans. 


The meeting appreciated the support offered by the Permanent Secretariat to facilitate the 


promotion and implementation of the LOGMOS pilot projects. 
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List of Participants 


2.3 List of Participants 


# Institutions Contact Details 


Representatives of the Public Sector (Ministry of Transport, Railways, Customs Service)  


1.  Mr Alexei Baranov  


Director of Transport and Tourism 
Infrastructure Policy Development Department 


Ministry of Infrastructure of Ukraine 


14, Peremohi Ave., 
Kiev, Ukraine 
Tel.: +044 351 49 09 
Fax: +044 486 53 38 
E-mail: baranov@mtu.gov.ua 


2.  Mr Konstantin Savchenko  


Deputy Director Department for the Policy of 
Transport and Tourism Infrastructure 
Development Ministry of Infrastructure 


Ministry of Infrastructure of Ukraine  


14, Peremohi av., 
01135, Kiev, Ukraine 
Tel.: +044 461 65 50 
Fax: +044 486 53 38 
E-mail: savchenko@mtu.gov.ua 


3.  Mrs Ekateryna Mykhailychenko 


Transport and Tourism Infrastructure 
Development Ministry of Infrastructure 


Ministry of Infrastructure of Ukraine  


14, Peremohi av., 
01135, Kiev, Ukraine 
Tel.: +044 461 65 31 
Fax: +044 486 53 38 
E-mail: katya@mtu.gov.ua 


4.  Mr Yuri Tomchuk 


Chief Specialist  


Department of State Policy in the Railway 
Sector 


Ministry of Infrastructure of Ukraine  


14, Peremohi av., 
01135, Kiev, Ukraine 
Tel.: +044 271 48 79, 351 48 79 
Mob.: +38 067 486 97 79 
E-mail: tomchuk@mtu.gov.ua 


5.  Mr Vladimir Sevryukov  


Director of State Policy in the Sphere of 
Maritime and River Transport Department 


Ministry of Infrastructure of Ukraine  
14, Peremohi av., 
01135, Kiev, Ukraine 
Tel.: +044 351 49 16 
E-mail: sevriukov@mtu.gov.ua 


6.  Mr Dmitriy Mogilnyi  


Head of the Riverborn Transport and 
Infrastructure Strategy Division of the State 
Policy in the Sphere of Maritime and River 
Transport Department  


Ministry of Infrastructure of Ukraine  


14, Peremohi av., 
01135, Kiev, Ukraine 
Tel.: +044 351 44 33, 
Mob.: +38 096 480 21 96 
E-mail: ukrmorflot@gmail.com 


7.  Mr Anatoliy Bondar 


Deputy Head of the Main Commercial 
Department of Ukrzaliznytsya 


Ukrainian Railways 


5 Tverska Str., 
Kyiv, 03680, Ukraine. 
Tel.: +044 465 12 05 
Mob.: +38 067 441 82 61  
E-mail: bondar@uz.gov.ua 


8.  Mr Mikhail Kuznetsov 


Head of Commerce of Main Commercial 
Department of Ukrzaliznytsya 


Ukrainian Railways 


5 Tverska Str., 
Kyiv, 03680, Ukraine. 
Tel.: +044 465 12 50  
Mob.: +38 050 758 07 37 
E-mail: k_mm@ukr.net 
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# Institutions Contact Details 


9.  Mrs Olga Sanina  


Deputy Head of Marketing Department  


Ukrainian Railways 


5 Tverska Str., 
Kyiv, 03680, Ukraine. 
Tel.: +044 465 12 66  
E-mail: sanina@uz.gov.ua 


10.  Mr Vladimir Kalyan 


Logistics and Marketing Deputy Director 


SE Ukrainian State Center of Transport 
Service “Liski” 


22 Dovbusha Str., 
Kyiv, Ukraine. 
Tel.: +044 465 31 01 
Fax: +044 465 27 49 
Mob.: +38 067 442 89 37 
E-mail: marketing1@liski.com.ua 


11.  Mrs Lyudmila Pavlichenko  


Deputy Head of Logistics and Marketing 
Division  


 


SE Ukrainian State Center of Transport 
Service “Liski” 


22 Dovbusha Str., 
Kyiv, Ukraine. 
Tel.: +044 568 94 07 
Fax: +044 568 94 07 
Mob.: +38 063 282 63 14 
E-mail: marketing1@liski.com.ua 


Representatives of Private Sector (Site Owners, Developers and Stakeholders) 


12.  Mr Vakhtang Mikadze 


Commercial Director  


 


BFgroup 


11 Sahaidachnogo Str., 
Kyiv, 04070, Ukraine 
Tel/Fax: +38 044 220 42 82 
Mob.: +38 050 703 95 22 
E-mail: vakhtang.mikadze@bfgroup.kiev.ua 


13.  Mr Basil Zubkov 


Consultant, Adviser  


 


Plaske JSC 


P.O.Box 299, 65001, Odessa, UKRAINE  
Тel.: +38 048 7 385 385 
Mob.: +38 050 386 77 03 
E-mail: cargo@plaske.ua 


EC TRACECA Project Logistics Processes and the Motorways of the Sea ll 


14.  Mr Andreas Schoen 


Team Leader  


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 
Mob.: +380 95 877 41 70  
E-mail: andreasschoenberlin@web.de 


15.  Mr Michel Gueriot 


Key Expert ll 


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 
Mob.: +7 903 788 03 56 
E-mail: gueriot.michel@mail.ru 


16.  Ms Yulia Usatova 
Key Expert lll 


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 
Mob.: +49 151/526 30 272 
Email: yuliya.usatova@dornier-consulting.com 


17.  Mrs Marie-Gaelle Chabot 


Project Coordinator 


 


Egis International 


Tel.: +33 1 30 12 48 34 
Fax: +33 1 30 60 04 89 
Email: marie-gaelle.chabot@egis.fr 


18.  Mr Olivier Oudin 01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 



mailto:cargo@plaske.ua

mailto:yuliya.usatova@dornier-consulting.com

mailto:marie-gaelle.chabot@egis.fr
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# Institutions Contact Details 


Institutional Analyst 


 


E-mail: olivier.oudin@egis.fr 


19.  Mrs Olena Nevmerzhytska  


Regional project Coordinator  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92  
Mob.: +380 50 383 77 07 
E-mail: olviya@inbox.ru 


20.  Mrs Oksana Novoseletska  


Transport Economist 


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92  
Mob.: +380 67 548 87 85 
Email: novoseletska@euc.com.ua 


21.  Mr Alexander Lysenko 


IWW Expert 


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 92  
Mob.: +380 50 341 88 44 
Email:lysenko@i.ua 


22.  Tatiana Yakimenko 


Interpreter 


 


Mob.: +380 67 500 47 79 


 
 


 


 



http://e.mail.ru/cgi-bin/sentmsg?compose&To=olivier.oudin@egis.fr
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3 REGIONAL WORKSHOP OF LOGMOS PROJECT, 
BRUSSELS, 29 FEBRUARY 2012 


LOGISTICS PROCESSES AND MOTORWAYS OF THE SEAS II 


REGIONAL WORKSHOP OF LOGMOS PROJECT  


BRUSSELS, 29 FEBRUARY 2012 


 


AGENDA 


3.1 AGENDA 
Global objective of the workshop: 


EC technical assistance to the transport sector in the TRACECA region 


Facilitating the establishment of the TRACECA corridor based on a network of logistics centres 
and a network of Motorways of the Sea  


Encouraging dialogue and regional cooperation within TRACECA intermodal transport and 
logistics processes 


 


Specific objectives of the workshop: 


Summary of the results achieved by the LOGMOS Project  


Analysing provisions of the TEN-T policy review in the context of TRACECA 


Lessons learned and capacity building in development of logistics processes and MOS 
 


LOCATION: RADISSON BLU HOTEL, BRUSSELS 
RUE DU FOSSÉ-AUX-LOUPS 47, WOLVENGRACHT, 1000 BRUSSELS, BELGIUM 


TEL: +32 (0)2 219 28 28, FAX: +32 (0)2 219 62 62 
VENUE: “AMSTERDAM – LUXEMBURG” CONFERENCE HALL 


 


09:00-09:15 Welcome by the Representatives of the European Commission  


Ms Carmen FALKENBERG, EC 


 Welcome by the PS IGC TRACECA – Mr Eduard BIURICOV, PS IGC TRACECA 
Secretary General 


 Welcome and presentation of the purpose of the meeting and adoption of agenda 


Mr Andreas SCHOEN, Team Leader of the Logistical Processes and Motorways of the 
Sea II 


 


SESSION 1 
 


09:15-11:00  Implementation of the „LOGMOS‟ project  
Chair: Ms Carmen FALKENBERG, Head of Sector, Regional Programmes 
Neighbourhood East, DEVCO  
Co-chair: Mr Andreas SCHOEN, LOGMOS 


09:15-09:45 Summary of the activities implemented by the LOGMOS project team  


 By Mr Andreas SCHOEN, TL, LOGMOS 


09:45-10:00 Presentation of the tentative event schedule  


 By Ms Yulia USATOVA, KE III, LOGMOS 


10:00-10:30 Introductory statement to the Study Tour programme, Turkey, June 2012 


 By Mr Emre DINCER, Ministry of Transport Turkey 
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10:30-10:45 Pilot project on Kiev Borispol Commercial Park Logistics Centre 


 By Ms Olga ZHURAVLEVA, Administrative Director BF Group 


10:45-11:00 Coffee Break 
 


 


SESSION 2 


11:00-13:00  Successful European Experience on Logistics Processes and Motorways of the 
Sea 
Chair: Ms Carmen FALKENBERG, DG DEVCO / Co-chair: Andreas SCHOEN, LOGMOS 


11:00-11:30 Port management: policies and concepts in the Port of Antwerp. 


 By Dr. Walter VAN MULDERS, Antwerp Port Authority Business Development Director 


11:30-11:40 Ukrainian experience with simplification of customs procedures, and launching block-
trains 


 By Mr Kostyantyn SAVCHENKO, Ministry of Infrastructure Ukraine 


11:40-12:00 Organization of Intermodal Cargo Transportation: Black Sea-EU 


 By Mr Vasyl ZUBKOV 


Advisor to the President of JSC PLASKE 


12:00-12:15 TIS„ current and development plans, industrial and logistics parks, public sector 
cooperation  


 By Mr Andrey KUZMENKO, TIS Container Terminal Executive Director  


12:15-12:30 Ferry Complex Development in the Port of Ilyichevsk 


 By Mr Anatoliy LUTSENKO, Port of Ilyichevsk 


12:30-13:00 Wrap up 


13:00-14:30 Lunch hosted by the Project at Radisson Hotel 
 


SESSION 3 
 


14:30-17:30 Exploiting TRACECA potential in attracting cargo, transit and trade facilitation 
Chair: Mr Andreas SCHOEN, LOGMOS 


14:30-14:45 Results of the Steering Committee meeting in Georgia on 15-16 December 2011 


 By Mr Ivan VALCHEV, Manager Ferry Division Navibulgar 


14:45-15:00 Development of the Logistics Corridors through Turkey 


 By Ms Hacer UYARLAR, General Secretary of UTIKAD 


15:00-15:15 Experience of Georgia in block train operation – updates 


 By Mr Vakhtang MIKELAISHVILI, Head of Transport Corridor Development Division of 
the Transport Policy Department, The Ministry of Economy and Sustainable Development 
of Georgia 


15:15-16:15 Thematic panel discussion on Inland Waterways Potential 


15:15-15:30 Introduction to Inland Waterways Case Study – Dnieper and Danube – potential for 
TRACECA 


 By Mr Alexander LYSENKO, Inland Waterways Expert, LOGMOS Project 


15:30-15:45 Presentation on Danube Ports‟ Development 


 By Mr Mihai OCHIALBESCU, Technical Director of the National Company Maritime 
Danube Ports Administration, Galatz 


15:45-16:00 Presentation of the Bulgarian River Shipping Company, focusing on major activities and 
concept of port operation at Vidin 


 By Mr Kaloyan KRASTEV, Sales Manager 
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16:00-16:15 Presentation of Guirguilesti Port 


 By Mr Andrei CUCULESCU, National Secretary of IGC TRACECA in Moldova 


16:15-16:30 Coffee-break 


16:30-17:30 Logistics developments in TRACECA – Selected LOGMOS pilot projects 


16:30-16:45 Pilot project on Alyat port, Azerbaijan 


 By Mr Ali QASIMOV, Head of Sector on Transport Policy and Economy, Ministry of 
Transport 


16:45-17:00 Presentation of the ILC at Zvartnots – Access Road and ILC Development Plans – wrap-
up of the Investment Forum presentation 


 By Mr Pegor PAPAZIAN, Director of Development at the Armenia International Airports 


17:00-17:30 Discussion, wrap-up of the meeting 


 


Departure of the participants according to the schedule from 29.02.2012 to 1.03.2012 
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Issues addressed at the meeting 


3.2 Issues addressed at the meeting 
The participants of the TRACECA regional seminar on the LOGMOS projects: 


- Welcomed the EU technical assistance to the transport sector in the TRACECA region, 


aimed facilitation to the establishment of the TRACECA logistics services underpinned 


by the Motorways of the Sea; 


- Expressed gratitude to the Permanent Secretariat in support of the focused activities on 


promotion of the RO-RO, containerization, logistics initiatives, improvement of hinterland 


connections within TRACECA countries; 


- Invited sector operators to continue interactive communications on logistics and MOS 


dimensions of TRACECA in particular aimed at involvement in pilot projects (rail and Ro-


Ro ferry lines, container block trains and logistics platforms); 


- Appreciated the contribution of the private sector (Port of Antwerp, PLASKE, UTICAD, 


ATM, TIS, Navibulgar, National Company Maritime Danube Ports Administration 


Bulgarian Shipping, BF Group) to the seminar objectives and the practical advice on the 


matters of LOGMOS mandate; 


- Discussed the steps taken by the LOGMOS project and expressed their readiness to 


take over the pilot project ownership in order to concentrate project efforts on initiatives 


with strategic commitments of the beneficiaries, bringing tangible and measurable 


results; 


- Proposed to transfer the lead on following action plans to the main stakeholders thereof: 


 Marculesti Logistics Centre to Marculesti International Airport, BSAP 1 to 


Ukrferry/NaviBulgar, Logistics Centres at Borispol airport to BF Group, 


Euroterminal ILC to Dry Port Euroterminal; 


 Decided to submit to the LOGMOS project till April 2012 the new pilot project 


proposals enhancing attractiveness of TRACECA. 


In view of the potential pilot project identification: 


- Proposed to explore the potential of PAEIS system as possible regional pilot project 


under TRACECA umbrella covering the whole TRACECA Region for establishing a 


sound basis and common work frame for the future development of LOGMOS pilot 


projects in the Caucasus and in the Central Asia; 


- Welcomed a proposal of Kazakhstan to extend the proposed block train Poti – Tbilisi – 


Baku service through Aktau to Khorgoz and Dostyk (Chinese border), including relevant 


innovative customs procedures, supported and approved by the Government of 
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Kazakhstan. Agreed to create a customs task force on technical issues related to such 


an operation between Georgia, Azerbaijan and Kazakhstan; 


- Appreciated the proposal of Tajikistan to explore the opportunities of establishment of 


the logistics centre at the multimodal terminal of Tursunzade at Tajik – Uzbek border, 


presented at the TRACECA Investment Forum; 


- Expressed gratitude to the Port of Antwerp for their presentation potential of the landlord 


port model their practices in management of the logistics real estate and marketing, in 


view of its possible application in TRACECA ports with adjacent logistics centres and 


appreciated the readiness of Port of Antwerp to host TRACECA study tour to be 


organise by the LOGMOS project; 


- Took a note on the proposal of Turkey to explore possibilities on organisation of the 


dedicated trainings for maritime administrations at Antwerp port and to jointly discuss 


this with the European Commission; 


- Decided to consider the potential of TRACECA inland waterways in establishment of 


future MoS and logistics schemes and appreciated the experiences of Bulgaria, 


Romania and Moldova reported during the meeting. The project team will present these 


initiatives in the upcoming Danube case study;  


- Expressed gratitude to the Ministry of Transport of Turkey and UTICAD for their 


contribution in know how transfer on modern logistics process and readiness to welcome 


LOGMOS beneficiaries at the study tour in June 2012.  
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List of Participants 


3.3 List of Participants 


# Institutions Contact Details 


Representatives of European Commission 


1.  Mr Philip Mikos  


Regional Programmes Neighbourhood East, 


Head of Unit 


DG DEVCO  
 


2.  Ms Dorota Dlouchy-Suliga 


International Relations Officer, International 
Transport Affairs Unit, DG MOVE 


DG MOVE 
 


3.  Ms Carmen Falkenberg 


Head of Sector,  


Regional Programmes Neighbourhood East 


DG DEVCO 


4.  Ms Vania Ivanova  


PhD,  


Unit D1 “Maritime Transport and Logistics” 


DG MOVE 
 


PS IGC TRACECA 


5.  Mr Eduard Biriucov 
Secretary General 
 


Permanent Secretariat of the IGC TRACECA 


8/2, General Aliyarbekov Str., 
AZ-1005 Baku - Azerbaijan  
Tel.: +994 12 598 27 18, 498 92 34, 498 72 47 
Fax: +994 12 498 64 26 
Email: eduard.biriucov(@ps.traceca-org.org  


6.  Mr Adylbek Ismailov 
Legal and Institutional Expert 
 


Permanent Secretariat of the IGC TRACECA 


8/2, General Aliyarbekov Str., 
AZ-1005 Baku - Azerbaijan  
Tel.: +994 12 598 27 18, 498 92 34, 498 72 47 
Fax: +994 12 498 64 26 
Email: a.ismailov@ps.traceca-org.org 


7.  Ms Samira Rafizadeh  


Public Relations Expert 


 


Permanent Secretariat of the IGC TRACECA 
8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: office@ps.traceca-org.org 


8.  Ms Iuliana Stasiuc  


Expert 


 


Permanent Secretariat of the IGC TRACECA 
8/2, General Aliyarbekov Str., 
AZ-1005 Baku - Azerbaijan  
Tel: +994-12-598 27 18, 498 92 34, 498 72 47 
Fax: +994-12-498 64 26 
Email: iuliana.stasiuc@ps.traceca-org.org 


Beneficiaries 


Armenia 


9.  Mr Gagik Grigoryan  


National Secretary of IGC TRACECA in 
Armenia 


 


Ministry of Transport and Communication of 
the Republic of Armenia  


28, Nalbandyan Str.,  
Yerevan 0010, Armenia, P.O. Box 69  



javascript:linkTo_UnCryptMailto('ocknvq,gfwctf0dktkweqxBru0vtcegec/qti0qti');

mailto:office@ps.traceca-org.org
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# Institutions Contact Details 


Tel.: +37410 59-00-88  
Fax: +37410 52-58-62  
Mob: +374 94409106  
E-mail: grigoryan@traceca.am 
 traceca.ncommission@gmail.com 


10.  Ms Hasmik Aharonyan 


Expert 


 


Ministry of Transport and Communication of 
the Republic of Armenia  


28, Nalbandyan Str., 
Yerevan 0010, Armenia, P.O. Box 69  
Tel.: +37410 590098 
E-mail: hasmik_aharonyan@yahoo.com 


11.  Mr Pegor Papazian 


Director of Development at the Armenia 
International Airports 


Armenia International Airports 


E-mail: ppapazian@aia-zvartnots.aero 


12.  Mr Anatoly Danchenko  


Deputy Director General "UKZHD" CJSC  


CJSC "South Caucasus Railway" 


50 Tigran Metsi Ave., 
0005 Yerevan, Republic of Armenia 
Mob.: +374 99 400 151 


13.  Mrs Liana Movsisyan 


Deputy Head of the Department on International 
Cooperation with Administrative Authorities  


  


CJSC "South Caucasus Railway" 


50 Tigran Metsi Ave., 
0005 Yerevan, Republic of Armenia  


 


Azerbaijan 


14.  Mr Akif Mustafayev  
National Secretary of IGC TRACECA in 
Azerbaijan 
 


National Secretary of IGC TRACECA in 
Azerbaijan 


8/2 General Aliyarbekov Str., 
AZ-1005, Baku, Azerbaijan 
Tel.: +994 50 493 37 78 
Fax: +994 12 493 37 76; 498 64 26 
Email: akif.m@ps.traceca-org.org 


15.  Mr Ali Gasimov 
Head of Unit at Transport Policy and Economy 
Division, Ministry of Transport of Azerbaijan 
  


Ministry of Transport of Azerbaijan 


Tbilisi Ave 1054, 
АZ 1122 Baku,  
Azerbaijan 
Tel.: +99412 433 99 41  
Fax: +99412 433 99 42 


16.  Mr Vahid Aliyev 
First Deputy of the General Director of Baku 
Sea Trade Port 


Baku International Trade Sea Port 


Tel.: +994 50 225 52 51 
E-mail: aliyev@bakuseaport.az 


17.  Mr Nazim Mammadov 
Expert 


CASPAR 


Bulgaria 


18.  Mrs Ivanka Georgieva  


Head of International, Bilateral  


and Regional Cooperation Department 


Ministry of Transport, Information 
Technology and Communications 


Republic of Bulgaria 
9, Diakon Ignatyi Str.,Sofia 1000 
Tel.: +359 2 9409 619 
Fax: +359 2 987 49 42 
E-mail: igeorgieva@mtitc.government.bg 



mailto:grigoryan@traceca.am

mailto:traceca.ncommission@gmail.com

mailto:aliyev@bakuseaport.az

mailto:igeorgieva@mtitc.government.bg





   


Logistics Processes and Motorways of the Sea ll 


 


 


  


 Progress Report II Annex 8 – Project Events Page 23 of 48 


# Institutions Contact Details 


19.  Mr Ivan Valchev 
Manager Ferry Division  


 


Navigation Maritime Bulgare 


Navibulgar House 
1, Primorski Blvd, 
9000 Varna, Bulgaria 
Tel.: +359 52 683 667 
Fax: +359 52 632 876 
Mob: +359 888 448 206 
E-mail: ferryboats@navbul.com 


20.  Mr Kaloyan Krastev 


Commercial Department  


 


Bulgarian River Shipping Company  


Bulgarian River Shipping JSCo.  
Tel.: +359 (82) 825 111  
Fax: +359 (82) 822 130 
Mob: +359 885 827 038 
E-mail: kkrastev@brp.bg 
Web: www.brp.bg  


Georgia 


21.  Ms Ketevan Salukvadze  


Head of Transport Policy Department 


  


The Ministry of Economy and Sustainable 
Development of Georgia 


12, Chanturia Str.,  
0108 Tbilisi, Georgia 
Tel.:+995 322 991095 
Mob: +995 599 092504/900773 
Email: ksalukvadze@economy.ge 


22.  Mr Vakhtang Mikelaishvili 
Head of Transport Corridor Development 
Division 
 


Ministry of Economy and Sustainable 
Development of Georgia 


12, Chanturia Str.,  
0108 Tbilisi, Georgia 
Tel.: +995 32 2 99 10 95  
Mob.: +995 591 11 99 77  
Email: mikelaishvili@economy.ge  


23.  Mr Grigol Jintcharadze 
Deputy Director of Commerce and Marketing, 
“Georgian Railway” LLC 
 


“Georgian Railway” LLC  


15, Tamar Mepe Ave., 
Tbilisi, 0112 Georgia 
Tel.: +995 32 19 89 98 
Mob.: +995 591 19 01 05 
Email: gjincharadze@railway.ge 


24.  Mr Zaal Rodonaia 
Head of Operational Control Centre 


“Georgian Railway” LLC  


 


25.  Mr Grigol Bolkvadze 
Chief Commercial Officer  
 


APM Terminals Poti – Poti Sea Port Corp.  


52, D. Aghmashenebeli Str.,  
4401, Poti Georgia  
Tel.: +995 493 70126  
Mob.: +995 577 426082  
E-mail: Grigol.Bolkvadze@apmterminals.com 


26.  Mr Erekle Jordania  
Corporate Affairs Manager 
 


APM Terminals Poti – Poti Sea Port Corp  


52, D. Aghmashenebeli Str.,  
4401, Poti Georgia  
Tel.: +995 493 220660  
Mob.: +995 599 107877  
E-mail: erekle.jordania@apmterminals.com 


27.  Ms Ketevan Oragvelidze  
Marketing Manager 


Batumi International Container Terminal  



http://www.brp.bg/

mailto:ksalukvadze@economy.ge

http://e.mail.ru/cgi-bin/sentmsg?compose&To=mikelaishvili@economy.ge

mailto:Grigol.Bolkvadze@apmterminals.com
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# Institutions Contact Details 


 3, Gogebashvili Str., 
6003, Batumi, Georgia 
Mob.: +995 577 17 27 17 
Email: koragvelidze@bict.ge  


28.  Mr Bakar Metreveli 
Commercial Secretary of JSC “TAM”  
 


JSС TAM-Tbilisi Aircraft Manufacturing 
181 B. Kmelnitski Str.,  
0136, Tbilisi, Georgia 


Kazakhstan 


29.  Mr Marat Saduov 
National Secretary of IGC TRACECA 


  


National Secretary of IGC TRACECA in 
Kazakhstan 


Mob.: +7701 111 08 96 
Email: traceca@mtc.gov.kz, saduov@inbox.ru, 
saduov.traceca@gmail.com  


30.  Mr Alibek Sultanov  
Expert, International Organizations Division, 
International Cooperation Department 
 


Ministry of Transport and Communications 
of Kazakhstan 


47 Kabanbay Batyr Avenue 
010000, Astana City 
Tel/fax: +7 7172 24 32 94  
Email: sultanov_a@mtc.gov.kz 


31.  Mr Arman Zhakupov 
Chief of Corporative Development Department 
of RSE “Aktau International Sea Commercial 
Port” 
 


RSE “Aktau International Sea Commercial 
Port”  


Umirzak, Aktau 
Mangistau region, 130000 
Republic of Kazakhstan 
Tel/fax.: +77292445135 
Email: arman_z@aktauport.kz 


32.  Mr Serik Ishmanov 
Managing Director of Commercial Affairs, JSC 
“National Maritime Shipping Company” 
“Kazmortransflot” 


JSC NMSC “Kazmortransflot” 


Mob.: +7 777 777 4711 
Email: serik.i@kmtf.kz  


  


33.  Mr Oralhan Kulakov 
President, JSC “National Centre of Transport 
Logistics Development”  


JSC “National Center of Transport Logistics 
Development” 


 


34.  Mr Rustan Jenalinov 
Vice-president, JSC “National Centre of 
Transport Logistics Development”  
 


JSC “National Centre of Transport Logistics 
Development” 


10 D. Konaev Str., 
F16, room 611 
010000, Astana City 
Tel/fax: +7 7172 2 611 736 
Mob.: +7 701 777 88 12 
Email: rustanj@mail.ru 
www.kazlogistics.kz 


35.  Mr Satzhan Ablaliyev  
Deputy Chairperson of the Committee of 
Highways  


Ministry of Transport and Communications 
of Republic of Kazakhstan  


 


Kyrgyzstan 


36.  Mr Adylbek Akmatov  
National Secretary of the IGC TRACECA in the 
Kyrgyz Republic 
 


Ministry of Transport and Communications 
of the Kyrgyz Republic 


42, Isanova Str.,  
Bishkek 720017 
Kyrgyz Republic  



mailto:traceca@mtc.gov.kz,%20saduov@inbox.ru,%20saduov.traceca@gmail.com

mailto:traceca@mtc.gov.kz,%20saduov@inbox.ru,%20saduov.traceca@gmail.com

mailto:serik.i@kmtf.kz

mailto:rustanj@mail.ru
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# Institutions Contact Details 


Tel.: +996 312 314266 
Fax: +996 312 312811 
Mob.:+996 517 223 747 
Email: aakmatov@mtk.gov.kg 
www.mtk.gov.kg 


37.  Mr Manas Raimakhunov 
Chief Expert of Road and Railway Transport 
Department 
 


Ministry of Transport and Communications 
of the Kyrgyz Republic 


Isanova 42 Str.,  
Bishkek 720017 
Kyrgyz Republic  
Email: mraimahunov@mtk.gov.kg 


38.  Mr Bakyt Dyikanbaev 
Chief Expert of Strategic Development 
Department  


Ministry of Transport and Communications 
of the Kyrgyz Republic 


42, Isanova Str.,  
Bishkek 720017 
Kyrgyz Republic  
Email: bakiyt@mail.ru 


Moldova 


39.  Mr Andrei Cuculescu 


National Secretary of IGC TRACECA in 
Moldova 


 


Ministry of Transport and Road 
Infrastructure of the Republic of Moldova 


162, Stefan cel Mare si Sfint avenue 
MD-2001, Chisinau, Republic of Moldova 
Tel./Fax: +373 22 820725 
Mob.: +373 68111230  
E-mail: andrei.cuculescu@mtid.gov.md 


40.  Mr Vitalie Panurco 


Director General  


  


SE “State Road Administration” 


12-A Bucuriei Str., 
MD 2004, Chisinau 
Republic of Moldova 


41.  Mr Boris Muntean  


Vice director of International Airport „Marculesti” 
(IAM)  


International Airport „Marculesti” 


100/A Vasile Alecsandri Str.,  
MD-2005 Chisinau, Republic of Moldova  
Tel./Fax: +373 22 23 42 99 
Mob.: +373 69 65 04 77 
E-mail: aim.mail@airportmarculesti.com 


Romania 


42.  Mr Ionut Lacusta 


National Secretary of IGC TRACECA Romania 


Ministry of Transport and Infrastructure of 
Romania 


38 Dinicu Golescu Bvd.,  
sector 1, 010873 Bucharest 
Tel/fax: +40 21 319 61 63 
Mobile: +40 723 240 080 
E-mail: ionut.lacusta@mt.ro; traceca@mt.ro 


43.  Mr Ambroziu Duma 


Port Operations, Safety and Security Division 
Director 


 


Port of Constanza 


Incinta Port, Gara Maritima,  
900900 Constantza, Romania 
Tel.: +40 241 60 11 23 
Fax: +40 241 61 95 12 
E-mail: aduma@constantza-port.ro 


44.  Mr Mihai Ochialbescu 


Technical Director 


National Company Maritime Danube Ports 
Administration, Galatz 



javascript:linkTo_UnCryptMailto('ocknvq,ovmBovm0iqx0mi');

http://www.mtk.gov.kg/

mailto:aim.mail@airportmarculesti.com

mailto:ionut.lacusta@mt.ro

mailto:traceca@mt.ro
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# Institutions Contact Details 


 34 Portului Str., 
8000025, Galati, Romania 
Tel/fax: +40 236 460 660/119 
Mobile: +40 744 562 840 
E-mail: ochialbescu.mihai@apdm.galati.ro 


Turkey 


45.  Mr Baris Tozar 


National Secretary of IGC TRACECA in Turkey 


 


Ministry of Transport and Communication 


TRACECA National Secretariat 


Hakkı Turayliç Caddesi No:5 Pk: 06338 
Emek / Ankara - TÜRKİYE 
Tel.: +90 312 203 11 45 
Fax: +90 312 203 11 52 
E-mail: tozar@ubak.gov.tr 


46.  Ms Secil Ozyanik 


Expert of the National Secretariat of IGC 
TRACECA in Turkey  


 


Ministry of Transport and Communication 


TRACECA National Secretariat 


Hakkı Turayliç Caddesi No:5 Pk: 06338 
Emek / Ankara - TÜRKİYE 
Tel.: +90 312 203 11 45 
Fax: +90 312 203 11 52 
E-mail: sozyanik@ubak.gov.tr  


47.  Mr Emre Dincer  


TRACECA Institutional Coordinator in Maritime, 
Expert 


Tel.: +90 535 77 329 
E-mail: emredincer@uma.gov.tr 


48.  Mrs Hacer Uyarlar  
Secretary General  
  


UTIKAD 


Senlikköy Mah. Saçi Sk. No:4/F Floryan 34153 
Bakirköy / ISTANBUL 
Tel.: +90 212 663 62 61 
Email: hacer@railco.com.tr 
www.utikad.org.tr  


Tajikistan 


49.  Mr Solih Muminov  
National Secretary of the IGC TRACECA in the 
Republic of Tajikistan 
 


TRACECA National Secretariat 


80, Rudaki Str., 
Dushanbe, Republic of Tajikistan 
Tel.: +992 372 21 09 70 
Mobile: +992 91 86 59 491 
Email: straceca@mail.ru  


50.  Mr Korvon Boboev 
Main Specialist of Directorate General of Land 
Transport  


Ministry of Transport of the Tajik Republic 


 


51.  Mr Rahmidin Bobiev  
Head of Department “International Road Traffic”  


ABBAT  


Email: abbat@tojikiston.com 


Ukraine 


52.  Mr Konstantin Savchenko  


Deputy Director of the Tourism and Transport 
Infrastructure Development Policy Department 


Ministry of Infrastructure of Ukraine  


14, Peremohi Ave., 
01135, Kiev, Ukraine 
E-mail: savchenko@mtu.gov.ua 


53.  Mr Nazariy Atamanchuk 


Deputy Head of the Unit of the Department for 
the Policy of Transport and Tourism 
Infrastructure Development  


Ministry of Infrastructure of Ukraine  


14, Peremohi Ave., 
01135, Kiev, Ukraine 
Tel.: +044 351 49 03,  



mailto:emredincer@uma.gov.tr

mailto:burak.ciga@und.org.tr

http://www.utikad.org.tr/
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# Institutions Contact Details 


Fax: +044 351 41 11 
Mob.: +38 050 393 47 02 
E-mail: ataman@mtu.gov.ua 


54.  Mrs Olena Prusova 
Deputy Director of the Department of State 
Policy in the Sphere of Maritime and River 
Transport  


Ministry of Infrastructure of Ukraine  


14, Peremohi Ave., 
01135, Kiev, Ukraine 


55.  Mr Sergey Bozhok  


Head of Commerce Department  


SE “Odessa Commercial Sea Port” 


 


Odessa Commercial Sea Port 


1 Tamojenaya Sq., 
65026, Odessa, Ukraine 
Tel.: +38 048 729 37 65 
Mob.:+38 067 959 68 78 
E-mail: bsd@port.odessa.ua 


56.  Mr Anatoliy Lutsenko  


Director of Department for Development and 
Investment, SE “Sea Commercial Port of 
Illichevsk”  


  


Sea Commercial Port of Illichevsk  


6, Truda Str., 
Illichivsk, 68001 
Odessa Region, Ukraine 
Tel.: +38 048 760 04 06 
Fax: +38 048 760 04806 
E-mail: invest@ilport.com.ua 


57.  Mr Anatoliy Bondar 


Deputy Head of the Main Commercial 
Department of Ukrzaliznytsya 


Ukrainian Railways 


5 Tverska Str., 
Kyiv, 03680, Ukraine 
E-mail: bondar@uz.gov.ua 


58.  Ms Olga Zhuravlova 


Administrative Director  


 


BFgroup 


11 Sahaidachnogo Str., 
Kyiv, 04070, Ukraine 
Tel/Fax: +38 044 220 42 82 
Mob.: +38 067 47 900 92 
E-mail: olga.zhuravlova@bfgroup.kiev.ua 


59.  Mr Artem Khachaturian 


Director General, "PLASKE" JSC 


 


Plaske JSC 


P.O.Box 299, 65001, Odessa, UKRAINE  
Тel.: +38 048 7 385 385 
Fax: +38 048 7 385 375 
Mob.: +38 050 391 38 88 
Email: pr@plaske.ua 


60.  Mr Vasyl Zubkov 


Advisor to the President, "PLASKE" JSC  


 


Plaske JSC 


P.O.Box 299, 65001, Odessa, UKRAINE  
Тel.: +38 048 7 385 385 
Fax: +38 048 7 385 375 
Mob.: +38 050 386 77 03 
Email: cargo@plaske.ua 


61.  Mr Andrii Kuzmenko 
Executive Director  


 


TIS Container Terminal  


P.O.Box 13, 65026, Odessa, UKRAINE  
Тel.: +380-482-300773 
Fax: +380-482-300735 
Mob.: +380-67-5594679 
Email: akuzmenko@tis.ua 
http://pravda.tis.ua/pravda/  
www.tis.ua 


62.  Mrs Iryna Savelieva 


Dean of Faculty of Transport Technologies and 


Odessa National Maritime University 


Тel.: +380 7283128 



mailto:bondar@uz.gov.ua

mailto:olga.zhuravlova@bfgroup.kiev.ua

http://pravda.tis.ua/pravda/

http://www.tis.ua/
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# Institutions Contact Details 


Systems of Odessa National Maritime 
University  


Mob.: +38 050 3169824 
Email: savirina@gmail.com 


Uzbekistan 


63.  Mr Olimjon Buranov 
National Secretary of the IGC TRACECA in the 
Republic of the Uzbekistan 
 


TRACECA National Secretariat 


Mustakillik Ave., room 501, 
68-A Tashkent, Republic of Uzbekistan 
Tel.: +998 97 727 57 27 
Mobile: +998 71 23 94 149 
Email: olimjon_buranov@mail.ru 


64.  Mr Luftfulla Abdurakhimov 
Head ofLlicensing, Monitoring and Safety of the 
Uzbek Agency of Automobile and River 
Transport 


Uzbek Agency of Automobile and River 
Transport 


Stakeholders of EC TRACECA Logistics Processes and the Motorways of 
the Sea ll  


65.  Dr Walter Van Mulders  


Director of Business Development  
MPC - Marketing, Promotion and Commercial 
Relations  


Port of Antwerp  


Gemeentelijk Havenbedrijf Antwerpen/Antwerp 
Port Authority  
Havenhuis/Harbour House, Entrepotkaai 1, 
2000 Antwerpen, België  
T +32 3 205 25 37, F +32 3 205 22 69  
E walter.vanmulders@portofantwerp.com  


66.  Dr Martin Both 


Vice President, Dornier Consulting GmbH 


Dornier Consulting GmbH 


Bürogebäude 10 
Graf-von-Soden-Straße 
D-88090 Immenstaad 
Tel.: + 49 (0) 75 45 / 8 53 13 
Fax: + 49 (0) 75 45 / 8 54 47 


67.  Mr Igor Rounov  


Deputy Secretary General, IRU  


IRU  


Email: Igor.Rounov@iru.org  


68.  Mr Bakyt Zhamalidinov 


Deputy Head of the Group of Project Fulfilment  


 


Ministry of Transport and Communications 
of the Kyrgyz Republic 


42, Isanova Str.,  
Bishkek 720017 
Kyrgyz Republic  


69.  Mr Shakir Dzhangaziev  


General Manager  


SE “Kyrgyzaeronavigatsiya”  
 


70.  Mr Rahmidin Bobiev  
Head of Department “International Road Traffic”  


ABBAT  


Email: abbat@tojikiston.com 


71.  D-r Ionut Iordache 
Managing Director, Strategy and Analysis 
Department  
 


International Investment Bank 


Email: ionut.iordache@iibbank.com 


72.  Mr Leonid Kostyuchenko  ASMAP 


Tel.: +380 44 2015461  


73.  Mr Mykhailo Mezherytskyi  ASMAP 


Tel.: +380 44 2015461  
Email: mm@asmap.org.ua  


74.  Mrs Olena Medvedeva  ASMAP 


Tel.: +380 44 2015461  



mailto:savirina@gmail.com

mailto:walter.vanmulders@portofantwerp.com
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# Institutions Contact Details 


75.  Mr Olivier Oudin 


Institutional Analyst 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 
E-mail: olivier.oudin@egis.fr 


EU TRACECA IDEA Project (Transport Interoperability and Dialogue between the EU, Caucasus 
and Asia) 


76.  Mr Detlef Pulsack 


Financial and PPP Expert / Regional 
Coordinator Central Asia 


Baku Project Office  


TRACECA Permanent Secretariat building in 
8/2 
T. Aliyarbekov Street,  
Baku, AZ1005 - AZERBAIJAN 
Tel.: +994 12 5982718  
Fax: +994 12 4986426  
Mob.: +994 506463526 
Email: detlef.pulsack@dornier-consulting.com 


77.  Dr Ashraf Hamed  


Transport Project Development Expert / 
Regional Coordinator for Bulgaria/ Romania / 
Moldova /Ukraine 


TRACECA Permanent Secretariat building in 
8/2 
T. Aliyarbekov Street,  
Baku, AZ1005 - AZERBAIJAN 
Tel.: +994 12 5982718  
Fax: +994 12 4986426  
Mob.: +994 50 646 3598  
Email: ashraf.hamed@dornier-consulting.com  


EC TRACECA Logistics Processes and the Motorways of the Sea ll 


78.  Mr Andreas Schoen 


Team Leader  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 


Mob.: +380 95 877 41 70  


E-mail: andreasschoenberlin@web.de 


79.  Mr Michel Gueriot 


Key Expert ll 


Tel.: +7 903 788 03 56 
E-mail: gueriot.michel@mail.ru  


80.  Ms Yulia Usatova 


Key Expert lll 


Dornier Consulting GmbH 


BTI Transportation / Infrastructure 
Platz vor dem Neuen Tor 2 
10115 Berlin 
Tel: +49 30/253991 27 
Fax: +49 30/253991 99 
Mob.: +49 151/526 30 272 
E-mail: yuliya.usatova@dornier-consulting.com 


81.  Mrs Marie-Gaelle Chabot 


Senior Short-Term Expert 


Egis International 


Tel.: +33 1 30 12 48 34 
E-mail: marie-gaelle.chabot@egis.fr  


82.  Mr Jean-Paul Labattu 


Financial and PPP Expert  


Egis International 


Email: Jean-Paul.labattu@egis.fr 


83.  Mr Falko Sellner 


Legal Expert 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92  
Mob.: +357 99 31 14 48 
Email: falko@cytanet.com.cy 


84.  Mr Marc Abeille 
MOS Technical Advisor  


Email: copetrans@wanadoo.fr  


 



http://e.mail.ru/cgi-bin/sentmsg?compose&To=olivier.oudin@egis.fr

mailto:yuliya.usatova@dornier-consulting.com
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85.  Mrs Olena Nevmerzhytska 


Regional Coordinator  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92  
Mob.: +380 50 383 77 07 
E-mail: olviya@inbox.ru 


86.  Ms Botagoz Vaissova 


Expert  


Tel.: +7 7172 240080 / 242646  
Mob.: +7 701 888 42 01 
Email: vaisbota@gmail.com 


87.  Mr Alexander Lysenko 


IWW Expert  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92  
Mob.: +380 50 341 88 44 
Email: lysenko@i.ua 


88.  Ms Inna Pokydko 


Project Assistant 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 
Email: logmos.egis-international@egis.fr 
Inna.pokydko@dornier-consulting.com  


 


 


 


 


 



tel:%2B7%207172%20240080

tel:%2B7%20701%20888%2042%2001

mailto:vaisbota@gmail.com

mailto:logmos.egis-international@egis.fr
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4 FIRST MEETING OF THE WORKING GROUP FOR 
KAZAKHSTAN, ASTANA, 20-21 FEBRUARY 2012 


LOGISTICS PROCESSES AND MOTORWAYS OF THE SEAS II 


FIRST MEETING OF THE WORKING GROUP ON PILOT PROJECTS FOR KAZAKHSTAN  


ASTANA, 20-21 FEBRUARY 2012 


 


AGENDA 


4.1 AGENDA 
(20.02.2012 Venue: Astana, Kabanbay Batyr ave. 32/1, 15:00-18:00, room 2801) 


 


 
1. Introduction 


 Mr Marat Saduov – National secretary of IGC TRACECA 
in Kazakhstan 
Mr Andreas Schoen – Team Leader of the project 


2. Consideration of project proposals, namely: 


2.1 Trade facilitation: introduction of electronic system for prior information exchange between 
customs services of neighboring TRACECA member-countries (Kazakhstan-Azerbaijan-
Georgia)  


By: 
 
 


Discussion 


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert 
 
Participants 


2.2 Improvement of ferry service quality and regularity: Rail and Road Infrastructure 
Development in Republic of Kazakhstan, Implementation of missing East-West links RO-RO 
ferries projects between Kazakhstan and Azerbaijan ; Prospects for Development of Ro-
Ro/Railferry operations at Kuryk Port 


By: 
 
 


Discussion: 


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert 
 
Participants 


 
 
 


(21.02.2012 Venue: Astana, Kabanbay Batyr ave. 32/1, 10:00-18:00, room 2801) 
 
 


1. Brief project introduction 
2. 
 


Consideration of project proposals, namely:  


2.1. 
 


Development of the logistics center in Aktau Free Economic Zone 
 


2.2. Information/data exchange and assessment of potential traffic 


 By: 
 
 


Discussion: 


Mr Andreas Schoen – Team Leader of the project  
Mr Michel Gueriot – Logistics and Shipping Expert 
 
Participants  
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3. Detailed discussions and formulation of the model on prior information exchange between 
customs services  


Discussion: Participants 
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Final Conclusions of the Meeting 


4.2 Final Conclusions of the Meeting 
The first meeting of the WORKING GROUP on pilot projects for Kazakhstan: 


- welcomed continuous support of the European Commission to logistics and MOS 


development on TRACECA within the framework of the current project; 


- expressed gratitude to the Ministry of Transport and Communications of the Republic of 


Kazakhstan (RK) and TRACECA National Secretary in Kazakhstan in support to 


workshop organization; 


- constituted the continuation of regional dialogue and proactive cooperation within 


TRACECA intermodal transport and logistics dimensions; 


- focused discussions on RO-RO, containerization trends, logistics initiatives, hinterland 


connections and interactions with TRACECA countries; 


- invited sector operators to continue interactive communications on logistics and MOS 


dimensions of TRACECA in particular aimed at involvement in pilot projects (rail and Ro-


Ro ferry lines, container block trains and logistics platforms). 


Beneficiaries and stakeholders: 


- took a note on methodology for reaching the targets set to the LOGMOS project; 


- noted on further action plans on follow up of the previous MOS and Logistics Projects; 


- agreed that TRACECA MoS concepts are to be targeted trough implementation of the 


pilot projects. 


On the pilot projects:  


“Caspian Sea 1 – Railferry and Ro-Ro links Baku-Aktau”, 


“International Logistics Center Aktau in the Free Economic Zone Aktau”; 


- reviewed the potential of Kazakhstan as a transit country for freight flows between the 


EU/Black Sea region/Turkey and Central Asia/China; suggested the use of experience 


and achievements of Black Sea countries and stakeholders (Viking train, PLASKE, 


PAIES) to develop this potential;  


- welcomed the information that the road construction from Almaty-Korgas (Kazakhstan – 


PRC border) will be started in 2012, preparations for the construction of the railway line 


Beineau-Zhezkazgan are under way. Operations of the new railway line are planned to 


start in 2016/2017. Both projects will significantly improve the hinterland connections of 


the port of Aktau; 


- discussed the possibility to extend the “Viking” container/contrailer block train from 


Georgia and Azerbaijan across the Caspian Sea to Aktau in the future, preliminary 
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information about the operation principles and customs procedures were exchanged with 


representatives of KTZh and Kazakhstan customs authorities; 


- as a result, the participants discussed the idea of developing a Container block train 


service, including relevant innovative customs procedures, from Aktau to the Chinese 


border points of Khorgoz and Dostyk and jointly developed a presentation to be 


approved by the relevant authorities of RK. Consequently the presentation was 


transmitted to the office of the Prime minister of RK; 


- the representatives of Kazakhstan Customs service agreed to take part in a meeting of 


the customs authorities of Ukraine, Georgia, Azerbaijan and Kazakhstan to be organized 


by the LOGMOS project within 6 months to discuss the perspectives of introducing the 


Pre-arrival information exchanges systems (PAIES) between customs authorities of the 


countries. Further discussion about the scope and date of this meeting will be discussed 


during the LOGMOS event on 29 February 2012 in Brussels; 


- discussed possible future rail ferry and Ro-Ro operation from Kuryk based on the 


information provided by representatives of Kazmortransflot and consultants involved in 


preparing a Feasibility study. The participants pointed out that coordination of future 


development plans of the port of Aktau and Kuryk is needed. Further, international 


cooperation between regional Caspian TRACECA countries is needed to secure a 


harmonized development of Ro-Ro and Ferry operations between the Caspian littoral 


states. The LOGMOS project – in cooperation with the TRACECA PS – will start 


organizational work for a dedicated Caspian RO-RO development workshop; 


- noted the information from the representative of the Free Economic Zone at Aktau, 


welcomed the development of the zone with an increasing number of settlers and 


documented interest from transport and logistics companies, and the new opportunities 


based on the extended legal framework of the Zone allowing investment into 


warehousing and logistics operations from 2012 on; 


- agreed that action shall be taken to remove existing bottlenecks for logictics related 


operations from the zone created by the Kazkortranservice with regard to free railway 


access, access to the port of Aktau and access to utilities; 


- agreed on the necessity to acquire data for deeper analysis, as a first request data on 


truck movement from/to/through Kazakhstan by border crossing points (including their 


origin and final destination and information about the cargo – if possible) to evaluate the 


future potential of Ro-Ro operations; 


- expressed willingness to capitalize on lessons learned and success stories experienced 


by the private sector in elaboration of the specific steps in the action plans. 


The meeting appreciated the support offered by the Permanent Secretariat to facilitate the 


promotion and implementation of the LOGMOS pilot projects. 
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List of Participants 


4.3 List of Participants 


# Institutions Contact Details 


Representatives of the Public Sector (Ministry of Transport and Communications, Railways, 
Customs Service)  


1.  Mr Saduov M.  


National Secretary of IGC TRACECA in 
Kazakhstan 


 


National Secretariat of IGC TRACECA in 
Kazakhstan 


32/1 Kabanbay Batyr ave. 
010000, Astana, Kazakhstan 
Tel.: +7 7172 242646 
Fax: +7 7172 242646 
E-mail: traceca@mtc.gov.kz  


2.  Mr Serik Bashimov.  


Head of Transit Policy and Logistics Division 


Strategic Planning and Logistics Department 


 


Ministry of transport and Communications 
of the Republic of Kazakhstan 


32/1 Kabanbay Batyr ave. 
010000, Astana, Kazakhstan 
Tel.: +7 7172 241728 
E-mail: bashimov@mtc.gov.kz 


3.  Mr Smagulov B. 


Head of Road Transport Control  


Transport Control Committee 


 


Ministry of transport and Communications 
of the Republic of Kazakhstan 


32/1 Kabanbay Batyr ave. 
010000, Astana, Kazakhstan 
Tel.: +7 7172 241338 
E-mail: smagulov@mtc.gov.kz 


4.  Mr Turganbayev T. 


Deputy Head of Integrated Control Organization 
at Checkpoints 


Customs Control Committee 


 


Ministry of Finance, Customs Control 
Committee 


010000, Astana, Kazakhstan 
Tel.: +7 7172 794552  


5.  Mr Galanamatis A. 


Deputy Head of Integrated Control Organization 
at Checkpoints 


Customs Control Committee 


 


Ministry of Finance, Customs Control 
Committee 


010000, Astana, Kazakhstan 
Tel.: +7 7172 794552 


6.  Mr Abduov K. 


Head of Integrated Control Organization Office 


Customs Control Committee 


 


7.  Mr Nurakhmetov E. 


Chief Manager of the Integration Policy 
Department 


National Company “Kazakhstan Temir Zholy” 
JSC 


National Railway Company 


Kazakhstan Temir Zholy 


6 Konaev str. 
010000, Astana, Kazakhstan 
Tel.: +7 7172 603864 
E-mail: nurakhmetov_y@railways.kz  


8.  Mr Mukhamedzhanov Zh. 


Manager of Marketing and Transportation 
Department 


National Company “Kazakhstan Temir Zholy” 


National Railway Company 


Kazakhstan Temir Zholy 


6 Konaev str. 
010000, Astana, Kazakhstan 
Tel.: + 7 7172 603864 



mailto:traceca@mtc.gov.kz

mailto:bashimov@mtc.gov.kz

mailto:smagulov@mtc.gov.kz

mailto:nurakhmetov_y@railways.kz
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# Institutions Contact Details 


JSC 


9.  Mrs Khairullyna G. 


Manager of Integration Policy Department 


National Company “Kazakhstan Temir Zholy” 
JSC 


National Railway Company 


Kazakhstan Temir Zholy 


6 Konaev str. 
010000, Astana, Kazakhstan 
Tel.: + 7 7172 603864 


10.  Mr Anashkin S. 


Executive Director 


National Center for Transport and Logistics 
Development JSC 


National Company “Kazakhstan Temir Zholy” 
JSC (mother-company) 


National Center for Transport and Logistics 
Development JSC 


6 Konaev str. 
010000, Astana, Kazakhstan 
Tel.: + 7 7172  


11.  Mr Zhakupov A. 


Deputy Director for Corporate Development 


Aktau Sea Port SE 


Aktau Sea Port SE 


130000, Aktau 
Tel: +77292 514549 
Fax: +77292 445101 
Email: aktauport@aktauport.kz  


12.  Mr Sagatuly S. 


Director of Investment Projects Department 


Kazmortransflot JSC 


National Maritime Shipping Company 


Kazmortransflot 


130000, 13 micro district, 55 
Tel: +7 7292 535 887 
Fax: +7 7292 535 888 
Email: info@kmtf.kz 


13.  Mrs Akhmetova A. 


Chief Manager of the Investment Projects 
Department  


Kazmortransflot JSC 


National Maritime Shipping Company 


Kazmortransflot 


130000, 13 micro district, 55 
Tel: +7 7292 535 887 
Fax: +7 7292 535 888 
Email: info@kmtf.kz  


14.  Mr Sabirov R. 


Chief Specialist of Field Design and 
Infrastructure Department 


KazNIPIMunaigas JSC 


KazNIPIMunaigas JSC 


Email: Sabirov_R@kaznipi.kz  


15.  Mr Seidaliev S. 


Director of Morport Aktau FEZ Directorate 


Free Economic Zone – Aktau 


130000, 4 micro district, 72 
Tel/Fax: +7 7292 336737 
Email: sezaktau@mail.ru  


16.  Mr Zhanabekov N. 


Deputy Director of Caspiy Operating LLP 


 


Caspiy Operating LLP 


130000, 4 s/a, Aktau 
Tel: +7 7292 535327 
Email: janabekov@mail.ru  


EC TRACECA Project Logistics Processes and the Motorways of the Sea ll  


17.  Mr Andreas Schoen 


Team Leader  


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 
Mob.: +380 95 877 41 70  
E-mail: andreasschoenberlin@web.de  


18.  Mr Michel Gueriot 


Key Expert ll 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 



mailto:aktauport@aktauport.kz

mailto:info@kmtf.kz

mailto:info@kmtf.kz

mailto:Sabirov_R@kaznipi.kz

mailto:sezaktau@mail.ru

mailto:janabekov@mail.ru

mailto:andreasschoenberlin@web.de
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# Institutions Contact Details 


Mob.: + 7 903 788 03 56 
E-mail: gueriot.michel@mail.ru  


19.  Ms Botagoz Vaissova 
Local Expert 


010000, 32/1 Kabanbay Batyr ave., Astana, 
Kazakhstan 
Tel/Fax: +7 7172 240080/242646 
Mob.: +77018884201 
Email: vaisbota@gmail.com  
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5 ROUND TABLE IN AZERBAIJAN, BAKU, 17 APRIL 2012 
LOGISTICS PROCESSES AND MOTORWAYS OF THE SEAS II 


ROUND TABLE IN AZERAIJAN 


BAKU, 17 APRIL 2012 


 


AGENDA 


5.1 AGENDA 
(17.04.2012 Venue: Permanent Secretariat, 8/2, General Aliyarbekov Street AZ-1005 Baku - 


Azerbaijan, 10:00-14:00) 
 


10:00-12:00 AGENDA 


10:00-11:00 Welcome speeches 


Dialogue and regional cooperation in the framework of the LOGMOS pilot projects on 
intermodal transport and logistics  


11:00-11:15 Coffee-break 


11:15-12:00 Programme of transport sector development in Azerbaijan – compliance of the pilot 
projects to the goals and stages set in the programme  


Action plan in Azerbaijan 


Conclusions 


12:00-14:00 Lunch break 


The participants of the working group meetings and applied training workshop are 
invited 
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List of Participants 


5.2 List of Participants 


# Institutions Contact Details 


Delegation of the European Union to Azerbaijan  


1.  Dr Amaury HOSTE  
Project manager – Operations Section  


11th floor, 90A Nizami Str, 
Landmark III, Baku 
Telephone: +99412 497 20 63 
Fax: +99412 497 20 69 
Email: Amaury.HOSTE@eeas.europa.eu 


PS IGC TRACECA 


2.  Mr Anar Ismayil 


Land Transport Expert 


 


Permanent Secretariat of the IGC TRACECA 


8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: anar.ismayil@ps.traceca-org.org 


3.  


Mr Nazim Mammadov 
Maritime Expert 


Permanent Secretariat of the IGC TRACECA 


8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: nazim.mamedov@ps.traceca-org.org 


4.  


Ms Samira Rafizadeh  


Public Relations Expert 


 


Permanent Secretariat of the IGC TRACECA 


8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: s.rafizadeh@ps.traceca-org.org 


Azerbaijan 


5.  


Mr Akif Mustafayev  
National Secretary of IGC TRACECA in 
Azerbaijan 
 


National Secretary of IGC TRACECA in 
Azerbaijan 


8/2 General Aliyarbekov Str., 
AZ-1005, Baku, Azerbaijan 
Tel.: +994 50 493 37 78 
Fax: +994 12 493 37 76; 498 64 26 
Email: akif.m@ps.traceca-org.org 


6.  


Mr Tavakgul Gurbanov 
Deputy Head of the Department of Transport 
and Communications of the Cabinet of Ministers 
of the Republic of Azerbaijan 


Representative of the Cabinet of Ministers of 
Azerbaijan  


 


7.  


Mr Vahid Aliyev 
First Deputy of General Director of Baku 
International Sea Trade Port 


Baku International Trade Sea Port 


Tel.: +994 50 225 52 51 
E-mail: aliyev@bakuseaport.az 


8.  


Mr Mukhtar Akhundov 
Vice President of the Caspian Shipping 
Company 


Caspian Shipping 


Tel.: +994 12 493 16 73 


Email : akhundovmukhtar@caspar.az  


9.  
Mr Teymur Mammadov 
Head of the exploitation service of CJSC 
"Azerbaijan Railways" 


CJSC “Azerbaijan Railways” 
Tel.: +994 50 291 52 26 
Email: teymur-mamedov@mail.ru 


10.  Mr Akif Ibrahimov CJSC “Azerbaijan Railways” 



mailto:aliyev@bakuseaport.az
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# Institutions Contact Details 


Head of department of CJSC "Azerbaijan 
Railways" 


 


11.  
Dr. Samad Garalov 
Chief of the Cargo Control Devision, Head 
Department of Customs Control Management 


State Customs Committee  
Tel.: +99412 510 47 59 
Email: samed-garalov@ramble.ru  


EU TRACECA IDEA Project (Transport Interoperability and Dialogue between the EU, Caucasus 
and Asia) 


12.  


Dr. Silvia Maffii  
Team Leader  


 


Baku Project Office  


TRACECA Permanent Secretariat building in 
8/2 
T. Aliyarbekov Street,  
Baku, AZ1005 - AZERBAIJAN 
Tel.: +994 12 5982718  
Fax: +994 12 4986426  
Mob.: +39 3483330386  
Email: maffii@trt.it  


EC TRACECA Logistics Processes and the Motorways of the Sea ll  


13.  


Mr Andreas Schoen 


Team Leader  


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 


Mob.: +380 95 877 41 70  


Email: andreasschoenberlin@web.de 


14.  


Mr Michel Gueriot 


Key Expert ll 


 


Tel.: + 7 903 788 03 56 
Email: gueriot.michel@mail.ru  


15.  


Ms Inna Pokydko 01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 
Email: logmos.egis-international@egis.fr 
Inna.pokydko@dornier-consulting.com 


16.  


Ms Botagoz Vaissova 
Expert 


 


010000, 32/1 Kabanbay Batyr ave., Astana, 
Kazakhstan 
Tel/Fax: +7 7172 240080/242646 
Mob.: +77018884201 
Email: vaisbota@gmail.com 


17.  
Mrs Tatyana Yakimenko 


Interpreter 


Email: tanya.yakimenko@rambler.ru 


18.  
Mr Adil Bunyad  


Interpreter 


Email: adil_bunyad@mail.ru 


 


 


 
 


 



mailto:maffii@trt.it

mailto:logmos.egis-international@egis.fr
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6 APPLIED TRAINING WORKSHOP, BAKU, 17 APRIL 2012 
LOGISTICS PROCESSES AND MOTORWAYS OF THE SEAS II 


APPLIED TRAINING WORKSHOP ON CONTAINERISATION TRENDS AND CUSTOMS 
CLEARANCE FOR REGULAR BLOCK TRAIN TRANSPORTATION 


BAKU, 17 APRIL 2012 


 


AGENDA 


6.1 AGENDA 
(17.04.2012 Venue: Permanent Secretariat, 8/2, General Aliyarbekov Street AZ-1005 Baku - 


Azerbaijan, 14:00-18:00) 
 
 


14:00-18:00 AGENDA 


14:00-14:30 Welcome on behalf of Azerbaijan 


Welcome on behalf of the PS IGC TRACECA 


Welcome on behalf of the EU Delegation 


14:30-14:45 Introduction on behalf of LOGMOS project 


14:45-15:15 Presentation of Azerbaijan on reliable transport services between London and China 


 


Мr Akif Mustafayev, NS of Azerbaijan 


15:15-15:45 Traffic flow and transport infrastructure development programme of Kazakhstan – trend 
and facts 


Mr Marat Saduov, NS of Kazakhstan 


 Introduction of the «Silk Wind» Project 


Mr Marat Saduov, NS of Kazakhstan 


15:45-16:00 Соffee Break 


16:00-16:30 Turkish railways development trends and requests of the freight forwarding business 
towards TRACECA 


UTICAD 


16:30-16:45 Georgian experience on Poti –Tbilisi - Baku block – train 


Ministry of Economy and Sustainable Development and Georgian Railways 


Reform of the Customs Service in Georgia 


Revenue Service of Georgia 


16:45-17:00 PAEIS System – Vector Plus company 


17:00-18:00 Discussion 


 Main tasks in railway and customs procedures 


 Preliminary action plan for the «Silk Wind» 


 Conclusions 


 From 
19:00  


Dinner  


«Trattoria L‟Oliva» 14, H.Z.Tagiyev str., Baku 


 


Departure of participants based on the schedule on 18.04.2012 г.  
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Final Conclusions of the Meeting 


6.2 Final Conclusions of the Meeting 
The Participants in the Applied Training on TRACECA containerization trends and customs 


clearance for regular block train transportation: 


- welcomed the continuous support of the European Commission to logistics and MOS 


development in TRACECA within the framework of the current project; 


- expressed gratitude to the Azerbaijan TRACECA National Secretariat and Permanent 


Secretariat of IGC TRACECA in support to workshop organization;  


- expressed gratitude to the delegation of the European Union to Azerbaijan in support and 


participation to the workshop; 


- thanked H.E. the Ambassador of the EU to Azerbaijan for its highlight of the EU broader 


political perspective in fostering regional cooperation based on the European experience 


and confirmed their adherence to the corresponding principles and targets; 


- constituted the continuation of regional dialogue and proactive cooperation within 


TRACECA intermodal transport and logistics dimensions; 


- focused discussions on containerization trends, regular block train transportation, logistics 


initiatives and their interaction with TRACECA countries; 


- invited stakeholders to continue exchanging on logistics and MOS dimensions of 


TRACECA with a view to the implementation of pilot projects. 


Beneficiaries and stakeholders: 


- approved the methodology followed by LOGMOS Project for reaching its targets;  


- noted on new actions initiated by the LOGMOS Project on follow up of the previous MOS 


and Logistics Projects and implementation of corresponding and pilot-projects and new 


potential ones. 


Concerning the pilot project Silk Wind - Block Train of Intermodal Transport” presented by the 


Delegation of the Republic of Kazakhstan, the Participants: 


- supported the general concept of the project; 


- recognized the growing economic role of Western China in the trade with Europe and thus 


in TRACECA containerization processes, which was also emphasized by the Azerbaijani 


Delegation in its presentation of the „China to London‟ routes, and therefore agreed to take 


the Chinese cargo potential into account in the development of the TRACECA Corridor; 
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- underlined the potential of the proposed Block Train Route to become the shortest and 


time saving transportation route compared to alternative routes (sea and other rail road 


routes) connecting China with Turkey and Southern Europe; 


- appreciated the complementarity between this project and the Baku-Tbilisi-Kars railway 


on-going project whose latest developments were presented by the Azerbaijani 


Delegation; 


- reviewed the preliminary action plan proposed by the Kazakh Delegation on the project 


implementation and agreed to provide comments and recommendations on this action plan 


within a period of one (1) month; 


- stressed the necessity, for the smooth development of regular block train operations, to 


develop a complex approach addressing, among other such issues as border-crossing 


procedures, profile of the train sole economic operator responsible at national level in each 


country in front of customs, tariffs, supporting infrastructure, etc;  


- agreed on the methodology recommended in the above-mentioned action plan based on 


continuous negotiations between involved stakeholders of the proposed member-countries 


to eliminate bottlenecks in order to achieve the necessary regularity of the service and 


guarantee its seamless operation through the Corridor;  


- agreed that the implementation of modern border-crossing procedures was the key 


prerequisite for the launch of regular international block trains. This would pave the way for 


the harmonization of customs and other administrative procedures and their future joint 


performance between country-members entailing substantial decrease in cargo transit-


times and reduction of transport costs and charges thus enhancing the attractiveness and 


competitiveness of TRACECA Corridor, compared to alternative routes and / or transport 


modes; 


- suggested the use of experience and achievements of VIKING train in the development of 


Silk Wind Block Train project;  


- the Customs Services of participating member-states agreed to assist in improving border-


crossing customs procedures and jointly work on the introduction of pre-arrival information 


exchange systems such as PAIES between themselves. The first pilot project for PAIES 


will be used as a good practice example for the Silk Wind Block Train route; 


- agreed upon the necessity to establish a coordinating body with the support and under the 


leadership of the Permanent Secretariat to follow-up the implementation and further 


developments of the action plan and ensure a smooth implementation of the project. This 


coordinating body will include representatives from Ministries, Customs authorities, railway 


companies and port administrations of participating member-states (each country will 


appoint delegates from its own relevant organizations) which will be distributed in 2 sub-


working groups, one for Customs issues and the second for railway operations and 
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management. The LOGMOS Project will bring its assistance to the fulfillment of the tasks 


of the coordinating body; 


- agreed to have each participant drafting a list of prioritized problems and obstacles on the 


project implementation and submit it to the LOGMOS Project (for further handling over to 


the Coordinating Body as soon as it will be gathered) within the period of one (1) month as 


from the date of the present meeting; 


-  discussed the issues of CIM/SMGS joint application for the regular block trains and 


agreed to continue discussions within the framework of the Railway Sub Working Group 


meetings; agreed to review the draft of the Cooperation Agreement on Development of 


Transportation through Caspian Sea and Black Sea (main agreement on Silk Wind Block 


Train project) after review and approval of the proposed action plan, i.e. after one month; 


suggested and agreed to continue this discussion at the Regional LOGMOS Seminar to be 


held in Istanbul (Turkey) in June 2012;  


- approved the proposed measures as a basis for cooperation; recommendations for 


implementation are to be further updated and specified in the course of the project's 


implementation; 
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List of Participants 


6.3 List of Participants 


# Institutions Contact Details 


Delegation of the European Union to Azerbaijan  


1.  H.E. Roland Kobia  


Ambassador, 


Head of Delegation of the European Union to 
Azerbaijan 


 


11th floor, 90A Nizami Str, 
Landmark III, Baku 
Telephone: +99412 497 20 63 
Fax: +99412 497 20 69 


2.  Dr. Amaury HOSTE  
Project manager – Operations Section  


11th floor, 90A Nizami Str, 
Landmark III, Baku 
Telephone: +99412 497 20 63 
Fax: +99412 497 20 69 
Email: Amaury.HOSTE@eeas.europa.eu 


PS IGC TRACECA 


3.  Mr Anar Ismayil 


Land Transport Expert 


 


Permanent Secretariat of the IGC TRACECA 


8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: anar.ismayil@ps.traceca-org.org 


4.  Mr Nazim Mammadov 
Maritime Expert 


Permanent Secretariat of the IGC TRACECA 


8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: nazim.mamedov@ps.traceca-org.org 


5.  Ms Samira Rafizadeh  


Public Relations Expert 


 


Permanent Secretariat of the IGC TRACECA 


8/2 General Aliyarbekov str., 
AZ-1005, Baku, Azerbaijan 
Tel: +994 12 598 27 18  
Fax: +994 12 498 64 26  
Email: s.rafizadeh@ps.traceca-org.org 


Beneficiaries 


Azerbaijan 


6.  Mr Akif Mustafayev  
National Secretary of IGC TRACECA in 
Azerbaijan 
 


National Secretary of IGC TRACECA in 
Azerbaijan 


8/2 General Aliyarbekov Str., 
AZ-1005, Baku, Azerbaijan 
Tel.: + 994 50 493 37 78 
Fax: + 994 12 493 37 76; 498 64 26 
Email: akif.m@ps.traceca-org.org 


7.  Mr Tavakgul Gurbanov 
Deputy Head of the Department of Transport 
and Communications of the Cabinet of Ministers 
of the Republic of Azerbaijan 


Representatives of the Cabinet of Ministers 
of Azerbaijan  


 


8.  Mr Vahid Aliyev 
First Deputy of General Director of Baku 


Baku International Trade Sea Port 


Tel.: +994 50 225 52 51 
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# Institutions Contact Details 


International Sea Trade Port E-mail: aliyev@bakuseaport.az 


9.  Mr Mukhtar Akhundov 
Vice President of the Caspian Shipping 
Company 


Caspian Shipping 


Tel.: +994 12 493 16 73 


Email : akhundovmukhtar@caspar.az  


10.  Mr Teymur Mammadov 
Head of the exploitation service of CJSC 
"Azerbaijan Railways" 


CJSC “Azerbaijan Railways” 
Tel.: +994 50 291 52 26 
Email: teymur-mamedov@mail.ru 


11.  Mr Akif Ibrahimov 
Head of department of CJSC "Azerbaijan 
Railways" 


CJSC “Azerbaijan Railways” 
 


12.  Dr. Samad Garalov 
Chief of the Cargo Control Devision, Head 
Department of Customs Control Management 


State Customs Committee  
Tel.: +99412 510 47 59 
Email: samed-garalov@ramble.ru 


Georgia 


13.  Mr Zezva Meskhi 
Chief Specialist of Transport Corridor 
Development Division, Transport Policy 
Department 


The Ministry of Economy and Sustainable 
Development of Georgia 


12, Chanturia Str.,  
0108 Tbilisi, Georgia 
Tel.: 995 322 991043 
Email: zezva.meskhi@economy.ge 


14.  Mr Tamaz Tsikhelashvili  
Head of the Centre of Procedures and 
Conditions of Commercial Department of the 
Freight Transportation  
 


“Georgian Railway” LTD  


15, Tamar Mepe Ave., 
Tbilisi, 0112 Georgia 


15.  Mrs Maka Khvedelidze 
Deputy Head of Department for International 
Relations 
 


Revenue Service of Georgia 


16 Gorgasali Str., 
0114 Tbilisi, Georgia 
Tel.: + 995 322 261366 
Mob.: + 995 577 054383 
Email: m.khvedelidze@rs.ge 


16.  Mr Alexander Kipiani 
Main Specialist at the Department for 
International Relations  
 
 


Revenue Service of Georgia 


16 Gorgasali Str., 
0114 Tbilisi, Georgia 
Mob.: + 995555380011 
Email: a.kipiani@rs.ge 


Kazakhstan 


17.  Mr Marat Saduov 
National Secretary of IGC TRACECA 


 


National Secretary of IGC TRACECA in 
Kazakhstan 


Mob.: +7701 111 08 96 
Email: traceca@mtc.gov.kz, saduov@inbox.ru, 
saduov.traceca@gmail.com  


18.  Mr Alexandr Kurbat  
Head of Delivery Control Unit at Department of 
Organization of Integrated Control  


Ministry of Finance, Customs Control 
Committee 


 


19.  Mrs Nurlan Kenzhebekov 
Head of Office of JSC “NC “KTZ” in 
Turkmenistan, Islamic Republic of Iran and 
Caucasus countries  


JSC “NC “KTZ” 


20.  Mrs Gauhar Tapelova 


Chief Specialist of JSC “National Centre of 
JSC “National Centre of Transport Logistics 
Development” 



mailto:aliyev@bakuseaport.az

mailto:a.kipiani@rs.ge

mailto:traceca@mtc.gov.kz,%20saduov@inbox.ru,%20saduov.traceca@gmail.com

mailto:traceca@mtc.gov.kz,%20saduov@inbox.ru,%20saduov.traceca@gmail.com
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# Institutions Contact Details 


Transport Logistics Development”  


21.  Mrs Elena Pogosova 
Chief of Commercial and Freight Operation  


RSE “Aktau International Sea Commercial 
Port”  


Tel.: (7292) 44-54-69,44-51-26 


22.  Mr Nurlan Tuleugaliev 
Head of Ferry Complex  


RSE “Aktau International Sea Commercial 
Port”  


 


Turkey 


23.  Mr Erdem Can Karabulut  


Expert 
 


Ministry of Trade and Customs 


T.C. Gümrük ve Ticaret Bakanlığı Hükümet 
Meydanı 06100 Ulus/ANKARA 


24.  Mrs Hacer Uyarlar  


Secretary General  


UTIKAD 


Senlikköy Mah. Saçi Sk. No:4/F Floryan 34153 
Bakirköy / ISTANBUL 
Tel.: + 90 212 663 62 61 
Email: hacer@railco.com.tr 
www.utikad.org.tr  


Stakeholders of EC TRACECA Logistics Processes and the Motorways of the Sea ll 


25.  Mr Vadim Turdzeladze 


Trade Facilitation and Logistics Expert 


 


Vector Plus  


29 Traugutt str., 80-221, Gdansk, Poland 
Division in Georgia: + 995 579 70 13 13 
Email: vturdzeladze@gmail.com  
www.vector-plus.eu 


EU TRACECA IDEA Project (Transport Interoperability and Dialogue between the EU, Caucasus 
and Asia) 


26.  Dr. Silvia Maffii  
Team Leader 


 


Baku Project Office  


TRACECA Permanent Secretariat building in 
8/2 
T. Aliyarbekov Street,  
Baku, AZ1005 - AZERBAIJAN 
Tel.: +994 12 5982718  
Fax: +994 12 4986426  
Mob.: +39 3483330386  
Email: maffii@trt.it  


EC TRACECA Logistics Processes and the Motorways of the Sea ll  


27.  Mr Andreas Schoen 


Team Leader  


 


01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 


Tel/Fax: +380 44 234 03 88, +380 44 288 08 92 


Mob.: +380 95 877 41 70  


Email: andreasschoenberlin@web.de 


28.  Mr Michel Gueriot 


Key Expert ll 


 


Tel.: + 7 903 788 03 56 
Email: gueriot.michel@mail.ru  


29.  Ms Botagoz Vaissova 
Expert 


 


010000, 32/1 Kabanbay Batyr ave., Astana, 
Kazakhstan 
Tel/Fax: +7 7172 240080/242646 
Mob.: +77018884201 
Email: vaisbota@gmail.com 



mailto:burak.ciga@und.org.tr

http://www.utikad.org.tr/

mailto:maffii@trt.it
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# Institutions Contact Details 


30.  Ms Inna Pokydko 01034, 8, Lysenko Str., of. 39, Kiev, Ukraine 
Tel/Fax: +380 44 234 03 88, +380 44 288 08 
92 
Email: logmos.egis-international@egis.fr 
Inna.pokydko@dornier-consulting.com 


31.  Mrs Tatyana Yakimenko 


Interpreter 


Email: tanya.yakimenko@rambler.ru 


32.  Mr Adil Bunyad  


Interpreter 


Email: adil_bunyad@mail.ru 


 
 



mailto:logmos.egis-international@egis.fr
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1 LOGMOS BRIEF OVERVIEW 


Wider Objectives:  


This project has been conceived as the follow-up of three previous TRACECA EU Funded 
Projects, namely: 


 Motorways of the Sea (MoS) for Black Sea and Caspian Sea 


 International Logistical Centres for Western NIS and Caucasus 


 International Logistical Centres for Central Asia  


The overall objective of the current project is to contribute to the long-term sustainable 
development of the logistics infrastructure and multimodal transport along the TRACECA 
corridor. 


The assignment will enhance the development and implementation of coherent strategies for 
establishment of intermodal integrated transport and logistics chains underpinned by MoS.  


Specific Project Objectives:  


By assessing the network from a regional perspective the purpose of the assignment will ensure 
that infrastructure and “soft” projects planned or implemented contribute to the continuity of 
TRACECA. 


The focal points entail: 


1. Removal of logistical bottlenecks focusing on those which hamper the flow of goods 
between ports and the hinterland with the objective of enhancing trade at regional and 
international levels. 


2. Facilitation of efficient flow of goods between Black Sea and Caspian Sea ports, 
ensuring better interoperable connections from the ports to the hinterland through 
logistics platforms, and improved maritime services. 


3. Targeting regulatory framework and sector reforms for port, maritime and logistics 
operations as well as introduction of port environmental management systems.  


 



http://www.traceca-org.org/en/technical-assistance/motorways-of-the-sea-mos-for-the-black-sea-and-the-caspian-sea/

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

http://www.traceca-org.org/en/technical-assistance/international-logistic-centers-for-the-central-asian-countries/
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2 INTRODUCTION TO THE CONTEXT OF TEN-T AND CONNECTING EUROPE 
FACILITY (CEF) 


The LOGMOS methodology rests upon the development and promotion of the concept of 
regional networks within TRACECA. The concept highlights the TEN-T approach to identify the 
core network between ports and logistic hubs, based on project developments that should be in 
line with the EU methodology on the TEN-T policy. 


In that sense, the TEN-T and TRACECA strategies and projects are tightly related with the 
common objective of better interconnections between the EU and neighbouring countries. 
These strategies and projects particularly focus on new developments and improvements of 
transport modes, intermodality, border crossing points, and in a wider sense cover all 
components of the networks. 


The above objective and policies have been presented and discussed at the TRACECA 
regional seminars of Kiev July 2011 and Brussels February 2012, and both the EC and 
TRACECA delegations stressed that the LOGMOS programme of activities was designed to 
contribute directly to the development of the core networks. 


The LOGMOS seminar of Brussels and TRACECA Investment Forum was an opportunity to 
inform participants on the progress of the draft TEN-T guidelines, and to introduce the proposal 
for a Regulation establishing a "Connecting Europe Facility" (CEF). The set of these two 
proposals are shaping now a "double based" framework for the developments of the future 
transport links and network between the EU and TRACECA. 


The latest versions of those reference texts for the framework both dated 19 October 2011 may 
be found on the EC web site: 


http://ec.europa.eu/transport/infrastructure/index_en.htm ы  


http://europa.eu/rapid/pressReleasesAction.do?reference=IP/11/1200&format=HTML&aged=1&l
anguage=EN&guiLanguage=fr  


– TEN-T / Trans-European Network Transport 


COM (2011) 650 final – 2011/0294 (CoD) 


Proposal for a Regulation of the European Parliament and of the Council on Union 
guidelines for the development of the Trans-European Transport Network. 


– CEF / Connecting Europe Facility 


COM (2011) 665 final – 2011/0302 (CoD) 


Proposal for a Regulation of the European Parliament and of the Council establishing the 
Connecting Europe Facility. 


The regulations are at the stage of proposals and may not be considered as a final and 
applicable set of guidelines and rules. 


An agreement of the Council of Transport Ministers on the first proposal – TEN-T Guidelines – 
was reached on 22 March 2012, and the final adoption after the Parliament vote is foreseen in 
the first half of 2013. 


 


 


 



http://ec.europa.eu/transport/infrastructure/index_en.htm

http://europa.eu/rapid/pressReleasesAction.do?reference=IP/11/1200&format=HTML&aged=1&language=EN&guiLanguage=fr

http://europa.eu/rapid/pressReleasesAction.do?reference=IP/11/1200&format=HTML&aged=1&language=EN&guiLanguage=fr





   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 4 of 6 Annex 9 – EU TEN-T policy and LOGMOS Methodology Progress Report II  


2.1 THE TRANS-EUROPEAN NETWORK TRANSPORT / TEN-T (2030 – 2050) 


A distinction is made in the draft Regulation between: 


– the comprehensive TEN-T network, which aims to review and complete the existing TEN-
T, through for instance the addition of missing links and revised selection criteria for ports or 
multimodal platforms; 


– the core TEN-T, which is a derived component of the comprehensive network and aims at 
linking nodes based on criteria such as transport, socio-economy and environmental 
potentials and impacts. 


Note: this includes specially Motorways of the Sea. 


The core TEN-T Network and neighbouring countries provides for: 


 one Border crossing point (BCP) for each mode, between each EU Member country 
(bordering-neighbouring Country) and each non EU neighbouring Country. 


 ports of the EU network, selected on the grounds of their volume of activities. 


The network must be potentially connected to the networks of Central and Eastern Europe and 
promote interoperability (Art. 2.). 


There are two types of projects (Art. 3): 


 "projects of common interest" defined as infrastructure projects contributing to the 
objective of the TEN-T; 


 "projects of mutual interest", which are involving both the Union and one or more third 
countries and aim to connect the TEN-T network and the transport infrastructure networks 
of these countries. 


It is specified under the heading "Cooperation with third countries" (Art. 8) that the EU may 
support projects of common interest aiming at: 


 connecting the core network at BCPs; 


 ensuring the connection between the core network and the transport networks of third 
countries; 


 completing the transport infrastructure in third countries linking the core EU network. 


It is added further that the EU may cooperate with third countries to promote projects of mutual 
interest aiming at promoting  


 interoperability between the TEN-T and neighbouring countries network; 


 the extension of the trans-European transport network policy into third countries; and  


 facilitation of maritime transport and Motorways of the Sea with third countries. 


The EU may use existing or new coordination and financial instruments with neighbouring 
countries, such as the Neighbourhood Investment Facility (NIF) or the Instrument for Pre-
Accession Assistance (IPA) for the promotion of projects of mutual interest. 


The EU may cooperate on common objectives with international and regional organisations and 
bodies. 
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2.2 THE CONNECTING EUROPE FACILITY / CEF (Horizon 2020) 


The financial assistance in the field of transport has the form of grants for: 


 studies for projects of common interest and 


 actions supporting projects of common interest (Art. 7). 


The draft regulation stipulates that: 


 actions involving a cross-border section shall be eligible to receive EU financial aid if there 
is a written agreement between the concerned neighbouring EU states and third 
countries. 


 third countries and entities established in third countries may participate in actions 
contributing to the projects of common interest where this is needed to achieve the 
objectives of a project of common interest, but they may receive funding only if it is 
indispensable to achieve the objectives of the project. 


Fundings may be pooled with other EU instruments in order to improve the implementation of 
projects of common (general) interest, and actions in third countries may be supported by the 
financial instruments if it is necessary for the implementation of a project of common interest 
(Art. 9). 


Funding rates are for instance up to 40% for cross-border sections of rail and inland waterways 
(Art. 10). 
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3 REFERENCE TO LOGMOS MCA  


The draft regulations are giving some clear indications on the types of LOGMOS projects that 
could be eligible within the TEN-T and CEF frameworks such as eligibility, financing sources, 
type and proportion of funded costs. Once adopted, the guidelines will direct the work of 
potential applicants for the funding of eligible projects. 


At the same time the guidelines demonstrate the framework for pilot project that may be 
initiative on the TRACECA level with independent funding that increase the interoperability of 
the networks and establishment of the smooth transportation on TRACECA. 


Pending this consultation period, draft candidate projects may be suggested in the light of the 
draft guidelines. It will be useful also to look for clarifications when this will be necessary to 
assess the eligibility of specific LOGMoS projects. 


Examples of such questions may be about: 


– the linkage by road, rail and inland waterways between the TEN-T and the national transport 
networks of TRACECA Countries; 


– the situation of ports as nodes / Border Crossing Points between Black Sea ports of EU and 
other TRACECA countries, combined with the possibility to extend LOGMOS projects 
beyond the other sides of the sea; 


– the possibilities to extend these links further on the TRACECA corridor beyond strict close 
bordering Countries. 


Both for definition of the pilot projects eligible for support within TEN-T and CEF framework, and 
for pilot project contributing to the TRACECA efficiency a threefold MCA will be applied.  


Note: 


The White Paper / Road Map to a Single European Transport Area – "Towards a competitive 
and resource efficient Transport system" (28.3.2011 – COM (2011) 144 final) which preceded 
the TEN-T guidelines is designed to prepare the European Transport Area for the future within a 
vision of a competitive and sustainable Transport System. 


This document contains a section on the external dimension of the Road Map (3.4.) pointing out 
that i) most actions of the Road Map are linked to developments beyond the EU border and ii) 
the EU will focus notably on actions extending the transport and infrastructure policy to its 
immediate neighbours within a cooperation framework. 


Masterplan will be shaped in view of the TRACECA context, and the EU policies related to 
LOGMOS dimensions. The master plan will define the framework of domains to be addressed 
on the TRACECA space aimed at establishment of the seamless logistics chains and efficient 
multimodal transportation on the corridor. The master plan will be supported by a number of 
pilot projects, which will be aimed at this goal. The projects will be selected by means of the 
MCA from the proposals submitted by the beneficiary countries or jointly identified by the project 
with the stakeholders.  


The master plan will include a set of recommendations on policies, objectives, system needs, or 
priorities to guide decision-makers of TRACECA in a short, medium and long term run in line 
with IGC strategy. 
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1 RATIONALE  


A limited number of projects can be supported by the LOGMOS technical assistance contract. 
Therefore it is essential to have a rational, agreed method for selecting projects from the 
numerous proposals received by the project team for evaluation. Project prioritization is integral 
to several tasks included in the LOGMOS contract. These include: 


 Preparation of the TRACECA master plan with respect to MoS and Logistics Centres. 


 Identification of TRACECA core networks applying similar approach as in the revised 
TEN-T methodology. LOGMOS pilot projects have the potential to make significant 
contributions to development of TRACECA core networks.  


 Development of case studies for selected projects.  


The LOGMOS team will approach these tasks by applying Multi-Criteria Analysis (MCA), as it 
was applied in the ILC and MoS I projects that preceded the present technical assistance 
contract. MCA is a means of introducing objectivity and transparency into a decision-making 
process where there is no single quantifiable criterion. It is commonly used to compare and rank 
options (in this case projects, of which a limited number will be selected) by defining a number 
of selection criteria, assigning weights which reflect their relative importance, and scoring each 
project with respect to each criterion.  


The project team has designed a 3-step approach which addresses the following: 


Definition of 
implementation 
priorities for 
existing projects, 
introducing a pass 
criteria for the 
proposals to be 
considered in the 
evaluation 


The LOGMOS team is currently coordinating the implementation of 16 MoS 
and ILC projects inherited from previous contracts fulfilled in 2008-2011 
directly, or monitoring the progress of the action plans transferred to 
beneficiaries.  


These projects comprise a wide range of initiatives that vary in terms of 
political support, degree of maturity, attractiveness for development, 
ownership and scale of investments. In order to achieve tangible results 
the missing links and weak points of TRACECA network are to be identified 
by means of a standardized approach.  


Selection of new 
projects 
empowering the 
corridor approach 


The same approach should be applied to selecting from among the newly 
proposed projects. In particular, new projects should be screened for their 
regional significance and their contributions to developing the core 
networks.  


Synergies from 
combining 
existing and new 
projects.  


The strongest reason for selecting a new project would be that it offers 
synergies in combination with an existing project. This might result from 
provision of a missing link in a core network; removal of a bottleneck; 
additional access to a transport mode; or enhancement of commercial 
profitability, hence attractiveness to private capital. 


 


The MCA process will produce a prioritised shortlist of projects, of which a small number will be 
identified as the subjects of additional case studies, which were not prepared so far. The 
ultimate objective is a coherent LOGMOS master plan for TRACECA, in line with the revised 
TEN-T strategy, and contributing to TEN-T extension towards the ENPI countries of TRACECA.  
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2 TEN-T STRATEGY  


TRACECA‟s development, which is the focus of LOGMOS, cannot be separated from the EU‟s 
TEN-T strategy. The LOGMOS relevant aspects of the TEN-T policy review are summarised in  
Annex 9, the factors related to the MCA will: 


 Reflect the EU‟s increasing focus on relations with its neighbours and the wider world. 


 Emphasise multimodal transport and the development of networks, rather than 
individual links involving a single mode. 


 Recognise the need to develop transport nodes, especially to promote intermodality and 
to facilitate hinterland access. Nodes include urban distribution/collection hubs, intermodal 
facilities, seaports, airports and border crossing points. 


 Differentiate between the „comprehensive network‟, including its international as well as 
intra-EU components, and a number of „core networks’. 


The „core network‟ concept is central to the approach now required to assessing and prioritising 
LOGMOS projects. Core networks are essentially corridors, characterised by: 


 Linkage (direct or indirect) to neighbouring countries outside the EU. 


 Multimodality supported by well-developed nodes. 


 Interconnection between core networks via their main (or primary) nodes and selected 
border-crossing nodes. 


 Bundling of traffic on those connecting links. 


In general, the LOGMOS Pilot projects that will be selected for MCA runs will be evaluated in 
terms of their contribution to  


 Establishing or improving links needed to eliminate existing bottlenecks to mobility  


 Completing the main routes - especially their cross-border sections  


 Improving interoperability on major TRACECA route and establishment of links to Europe 
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3 MCA STEPS 


The priority projects for LOGMOS network will be identified in three consecutive steps, 
illustrated in Figure 1 below: 


Step 1: Screen existing and newly proposed projects for potential synergies, and combine 
projects where they are found to exist. There may be synergy between existing and new 
projects, or between existing ILC projects and existing MoS projects. A long list of projects will 
result, comprising existing projects, new projects and combined projects. 


Similar to TEN-T policy review methodology, the LOGMOS project will classify the potential 
initiatives as projects of 


"projects of mutual interest" – To the end the projects will be treated from prospective of the 
TRACECA countries, neighbouring the EU to propose the initiatives critical for efficient 
extension of TEN-T. These proposals may be of a logistics or MoS manner. The projects of 
such kind are involving both the EU and one or more third countries and aim to connect the 
TEN-T network and the transport infrastructure networks of these countries;  


"projects of TRACECA corridor interest" – Here, the LOGMOS TOR allows to included 
infrastructure and soft projects contributing to the objectives of TRACECA; 


This step will help select/filter the projects that fall under one of the following categories. 


  TYPE of project 


Category of a 
project 


Aspects of Compliance LOGistics 
MOS(most


ly soft 
projects) 


LOGMOS 


Projects of 
mutual 
interest 


Promotion of 
interoperability between 
the TEN-T and TRACECA 


Coherence with the trans-
European transport 
network policy 


Facilitation to maritime 
transport and promotion of 
Motorways of the Sea of 
TRACECA with Europe  


 Yes  


No 


 


Yes 


 


No 


 Yes   
 
No 


 


  


Infra-
structure 


  


Soft 


  


Infra-
structure 


  


Soft 


Projects of 
TRACECA 
corridor 
interest 


Promotion of 
interoperability in 
TRACECA 


Synergies in transport 
network policies between 
TRACECA countries  


Facilitation to maritime 
transport and promotion 
Motorways of the Sea of 
TRACECA with Europe 


Facilitation to improvement 
of logistics in TRACECA 


 Yes  


No 


 


Yes 


 


No 


 Yes  


No 


 


  


Infra-
structure 


  


Soft 


  


Infra-
structure 


  


Soft 


Projects that could not be classified and ordered to one or more types above will be rejected 
and will not be considered for the MCA in the future.  


 







   


Logistics Processes and Motorways of the Sea ll 


 


 


 Progress Report II Annex 9 – Attachement 1 MCA Page 5 of 13 


 


Step 2: MCA Macro, which will assess each project‟s significance with respect to the TEN-T 
comprehensive network and the TRACECA corridor. This will produce a prioritised list, of which 
no more than 50% will be taken forward to the third and final step. 


For each category of projects – mutual interest or TRACECA interest – a separate set of criteria 
will be applied (see chapter 4) 


Step 3: MCA Micro, which will assess each project‟s significance to one or more of the core net-
works. This analysis will address each project‟s specific characteristics in greater detail and 
result in a prioritised shortlist of projects, of which two or three will be identified for case studies. 
Similar to Macro level MCA the criteria groups for mutual interest project shall distinguish from 
the ones suitable for purely TRACECA interest projects.  


In the earlier ILC and MoS projects the MCAs were concerned mainly with commercial 
feasibility, government support, site suitability and the potential for promoting rail and sea freight 
transport at the expense of inherently costlier and environmentally harmful road transport. The 
LOGMOS focus is wider, both geographically and strategically. More particularly, LOGMOS is 
aligned with the new TEN-T strategy, which will be reflected in the definition of criteria for the 
MCA, the weights assigned to them and the approach to scoring. 


The grids for MCA Macro and Micro will be presented in the next chapters.  
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4 MCA CRITERIA 


The criteria fall into five fields: 


 Policy and political support. 


 Regional integration. 


 Technical. 


 Economic. 


 Environmental. 


Broadly, the MCA Macro (Step 2) criteria will be designed to address the following questions: 


 Does the project form part of the existing TRACECA network? 


 Is it, or is it supportive of, an identified component of the TEN-T comprehensive network? 


 Does it have the potential to contribute significantly to network efficiency in terms of multi-
modality, interconnectivity and interoperability and on which level? 


 Does it have the potential to enhance economic relations between EU member states and 
on the TRACECA level? 


These questions will be expressed in a series of specific criteria, in respect of which each 
project will be scored on a scale 0-5 (5 corresponding to the highest positive effect). The basis 
for scoring will be carefully defined to minimise variability, allowing consistency between 
different score-givers. A weight will be assigned to each criterion according its perceived relative 
importance, the total of all the weights being 100. The overall score for each project will be 
computed as: 


 n  


  ( Sc  Wc ) 
c=1  


where 


 n is the total number of criteria 


Sc is the score for criterion c 


 Wc is the weight associated with criterion c 


For the MCA Micro exercise (Step 3) the process of scoring and weighting is the same as for 
MCA Macro, but the questions will be narrower: 


 Is the project, or is the project supportive of, an identified component of one of the TEN-T 
core networks? 


 How does it rate when the TRACECA Priority Project Methodology (developed and appl-
ied under the IDEA project)1 is applied? 


 How relevant is it to the main node of a core network, either directly or by enhancing its 
connectivity to its hinterland or to other nodes?  


                                                
1 “The screening was based on the documentation made available by the countries (fact sheets, project fiches and 


any other relevant document produced like pre-feasibility or feasibility studies2, plans etc.). Plausibility checks 
concentrated on key figures such as economic and financial rate of return, and on the general completeness of the 
project documentation. The screening took into account IFI methodologies and know-how in relation to definition, 
design, preparation and appraisal of infrastructure and transport projects.” („Transport Dialogue and Interoperability: 
Third Interim Progress Report‟, February 2011). 
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 How relevant is it to one or more urban centres, industrial areas, primary production areas 
or other demand concentrations? 


 How likely is it to be commercially viable and to attract private capital? 


 Is there evidence of strong support from national, regional and local governments? 


 How advanced is the process of project development? 


The projects will be included into the LOGMOS master plan. Based on the degree of their 
maturity action plans will be prepared to promote their implementation.  
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Figure 1: Basic Framework of the MCA 


 
 


The figures below present the macro level and micro level MCA for an “ideal”, scoring five points 
in each criteria block and demonstrating the total score of 25 points under all five components of 
the MCA. First the macro level conditions are presented, that later are detailed on micro level.  
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Figure 2: MCA Macro 


LOGMOS MCA Project of mutual interest 
Project of TRACECA 


interest 


MACRO 


Weight Score Result 


1 Policy and political support 40% 2 5 


macro 1A 
Ownership and 


participatory approach 
Ownership and 


participatory approach 
60% 5 3 


macro 1B TRACECA Network Priority TRACECA Network Priority 40% 5 2 


2 Regional integration 20% 1 5 


macro 2A 
Improving Existing 


Network 
Improving Existing 


Network 
40% 5 2 


macro 2B Cross-border cooperation Cross-border cooperation 40% 5 2 


macro 2C 
Relevance to landlocked 


countries 
Relevance to landlocked 


countries 
20% 5 1 


3 Technical 15% 0,75 5 


macro 3A 
Involving seaways and 


services, logistics 
Involving seaways and 


services, logistics 
35% 5 1,75 


macro 3B 
Trade facilitation and 


removing artificial barriers 
 35% 5 1,75 


macro 3C Maturity level Maturity level 30% 5 1,5 


4 Economic 15% 0,75 5 


macro 4A CBA CBA 50% 5 2,5 


macro 4B 
Estimated Microeconomic 


parameters 
Estimated Microeconomic  


parameters 
50% 5 2,5 


5 Environmental 10% 0,5 5 


macro 5A Environmental impact Environmental impact 100% 5 5 


     


TOTAL 
SCORE 
MACRO 


 


    100% 5 25 


 







   


Logistics Processes and Motorways of the Sea ll 


 


 


Page 10 of 13 Annex 9 – Attachement 1 MCA Progress Report II 


Figure 3: MCA Micro 


LOGMOS MCA Project of mutual interest 
Project of TRACECA 


interest 


MICRO 


Weight Score Result 


1 Policy and political support 40% 2,0 5 


macro 1A 
Ownership and 


participatory approach 
Ownership and 


participatory approach 
   


micro 1A.1 Strong ownership Strong ownership 15% 5 0,75 


micro 1A.2 
Strong involvement of private 


sector 
Strong involvement of private 


sector 
10% 5 0,5 


micro 1A.3 Requiring PPP scheme Requiring PPP scheme 10% 5 0,5 


micro 1A.4 Supporting of competition Supporting of competition 10% 5 0,5 


micro 1A.5 
Supportive by  the EU countries 


as one of the stakeholder 
Promoted in the country of 


TRACECA neighbour country 
10% 5 0,5 


macro 1B TRACECA Network Priority TRACECA Network Priority    


micro 1B.1 
Priority project on TRACECA 


level (with more than one 
country) 


Priority project on TRACECA 
level (with more than one 


country) 
10% 5 0,5 


micro 1B.2 
Location on the TRACECA 


Network 
Location on the TRACECA 


Network 
10% 5 0,5 


micro 1B.3 
Connection between main 


industrial area or possibility to 
participate in the supply chain 


Connection between main 
industrial area or possibility to 
participate in the supply chain 


10% 5 0,5 


micro 1B.4 Linked to the EU policies 
Linked to the EU policies and 
improves common TRACECA 


policies 
10% 5 0,5 


micro 1B.5 


For MOS project compliance 
with macro level MOS I criteria, 


for ILC projects compliance 
with ILC I criteria 


For MOS project compliance 
with macro level MOS I criteria, 


for ILC projects compliance 
with ILC I criteria 


5% 5 0,25 


2 Regional integration 20% 1,0 5 


macro 2A 
Improving Existing 


Network 
Improving Existing 


Network 
   


micro 2A.1 
Location on the TRACECA 
Network with connection to 


Europe 


Location on the TRACECA 
Network 


15% 5 0,75 


micro 2A.2 
Involvement of the main 


transport nodes 
Involvement of the  


main transport nodes 
10% 5 0,5 


micro 2A.3 
Connections to transport hubs 


and ports 
Connections to transport hubs 


and ports 
10% 5 0,5 
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micro 2A.4 
Involvement of cities and 


industrial hubs 
Involvement of cities and 


industrial hubs 
10% 5 0,5 


micro 2A.5 
Bridging missing links 


and removing bottlenecks 
Bridging missing links and  


removing bottlenecks 
15% 5 0,75 


macro 2B Cross-border cooperation Cross-border cooperation    


micro 2B.1 Cross-border sections Cross-border sections 10% 5 0,5 


micro 2B.2 
The interoperability of the  


network with the EU 
The interoperability of the 
 network across the region 


10% 5 0,5 


micro 2B.3 
Ensuring appropriate  


accessibility to the regions of 
the EU 


Ensuring appropriate  
accessibility to all/several 


TRACECA countries 
10% 5 0,5 


macro 2C 
Relevance to landlocked 


countries 
Relevance to landlocked 


countries 
   


micro 2C1 
Improving access to markets of 


landlocked countries 
Improving access to markets of 


landlocked countries 
10% 5 0,5 


3 Technical 15% 0,75 5 


macro 3A 
Involving seaways and 


services, logistics 
Involving seaways and 


services, logistics 
   


micro 3A.1 
Promoting state-of-the-art 


technological development for 
logistics and MoS; 


promoting state-of-the-art 
technological development for 


logistics and MoS; 
10% 5 0,5 


micro 3A.2 


Improving or maintaining the 
quality of infrastructure in 
terms of efficiency, safety, 


security 


Improving or maintaining the 
quality of infrastructure in 
terms of efficiency, safety, 


security 


10% 5 0,5 


micro 3A.3 
Ensuring optimal integration of 


the transport modes; 
ensuring optimal integration of 


the transport modes; 
5% 5 0,25 


micro 3A.4 


Sea links or inland waterways 
for MOS  


Logistics hubs or technologies 
- for Logistics 


Sea links or inland waterways 
for MOS  


Logistics hubs or technologies 
- for Logistics 


5% 5 0,25 


micro 3A.5 
Inter-connection of logistics and 


sea links 
Inter-connection of logistics and 


sea links 
5% 5 0,25 


macro 3B 
Trade facilitation and 


removing artificial barriers 
    


micro 3B.1 
Improving reliability and 
attractiveness of service 


Improving reliability and 
attractiveness of service 


10% 5 0,5 


micro 3B.2 
Social conditions, accessibility 


for all users, 
social conditions, accessibility 


for all users, 
5% 5 0,25 


micro 3B.3 


Implementing and deploying 
intelligent transport systems, 


including measures which 
enable traffic management 


Implementing and deploying 
intelligent transport systems, 


including measures which 
enable traffic management 


5% 


 


 


5 0,25 


micro 3B.4 Multimodal scheduling multimodal scheduling 5% 5 0,25 
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micro 3B.5 
Information services (e.g. pre-


arrival information) 
information services (e.g. pre-


arrival information) 
5% 5 0,25 


micro 3B.6 
Capacity planning and online 


reservation and integrated 
ticketing services 


capacity planning and online 
reservation and integrated 


ticketing services 
5% 5 0,25 


micro 3B.7 
Removing / improving 


administrative and technical 
barriers 


removing / improving 
administrative and technical 


barriers 
5% 5 0,25 


micro 3B.8 
Attractiveness - safety and 


reliability 
Attractiveness - safety and 


reliability 
5% 5 0,25 


macro 3C Maturity level Maturity level    


micro 3C.1 
Quality of maritime, port,  
intermodal services, and 
hinterland connections 


Quality of maritime, port,  
intermodal services, and 
hinterland connections 


10% 5 0,5 


micro 3C.2 Functional partnerships Functional partnerships 5% 5 0,25 


micro 3C.3 Involving several stakeholders Involving several stakeholders 5% 5 0,25 


4 Economic 15% 0,75 5 


macro 4A CBA CBA    


micro 4A.1 
Facilitation to regional 


development 
Facilitation to regional 


development 
15% 5 0,75 


micro 4A.2 
Improvement in  


quality of services and 
continuity of traffic flows 


Improvement in  
quality of services and 


continuity of traffic flows 
15% 5 0,5 


micro 4A.3 
Attraction of additional traffic 


flows 
Attraction of additional traffic 


flows 
15% 5 0,5 


micro 4A.4 
Economic feasibility (external 


and internal) 
Economic feasibility (external 


and internal) 
15% 5 0,75 


micro 4A.5 
Potential to be integrated into 
the economic activity of the EU 


Potential to be relevant for 
economic activity of the EU 


neighbouring state 
10% 5 0,5 


micro 4A.6 Costs Costs 10% 5 0,5 


micro 4A.7 Spill over effects Spill over effects 10% 5 0,5 


macro 4B 
Estimated Microeconomic 


parameters 
Estimated Microeconomic  


parameters 
   


micro 4B.1 Investment level and plans Investment level and plans 10% 5 0,5 


micro 4B.2 Commercial attractiveness Commercial attractiveness 10% 5 0,5 
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5 Environmental 10% 0,5 5 


macro 5A Environmental impact Environmental impact    


micro 5A.1 Modal shift Modal shift 15% 5 0,75 


micro 5A.2 
Reduction of harmful 


externalities for the society 
Reduction of harmful 


externalities for the society 
20% 5 1 


micro 5A.3 CO2 emissions reduction CO2 emissions reduction 15% 5 0,75 


micro 5A.4 
Climate and where appropriate 


disaster resilience 
climate and where appropriate 


disaster resilience 
20% 5 1 


micro 5A.5 
Specific environmental 


performances 
Specific environmental 


performances 
10% 5 0,5 


micro 5A.6 


Ensuring fuel security by 
allowing the use of alternative 
and in particular low or zero 
carbon energy sources and 


propulsion systems 


 20% 5 1 


     
TOTAL 
SCORE 
MICRO 


    100% 5 25 
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1 SCOPE OF THE DATABASE 


1.1 Geographic Scope 


Groups of countries are defined to give a general view of the regional flows. Initial grouping of 
countries was adapted to make it compatible with grouping of countries of TRACECA model. 


TRACECA countries are distinguished from the other countries and subdivided according to 
their geographical position in connection to the Black and the Caspian Seas. Other groups of 
countries are defined according to their relative importance in terms of trade flows within the 
region and geographical position. The following geographical entities (consistent with the 
TRACECA zoning system) were distinguished: 


Core zones of the project: 


 Europe (other than TRACECA countries and Russia) 


 North West TRACECA: Ukraine/Moldova with maritime access in the south (Black Sea) 
and in the north (Baltic Sea). 


 West TRACECA: Bulgaria and Romania. 


 Turkey 


 Caucasus countries 


 Kazakhstan 


 South East TRACECA countries: Turkmenistan, Uzbekistan, Kyrgyz Republic, Tajikistan 


Neighbouring countries which are most liable to generate transit traffic: 


 Russian Federation 


 Syria 


 Iraq 


 Iran 


 China 


 Mongolia 


 Afghanistan, 


 Pakistan 


The other regions of the world generating potential transit traffic to reach TRACECA 
countries: 


 Arabian Peninsula, 


 Indian, Nepal, Bhutan 


 Rest of Asia and Oceania 


 America (North and South),  


 Africa. 


Detailled list of countries included in the database related Comtrade and Eurostat codes and 
corresponding zoning used in the TRACECA model is presented in the annex 1 and 2. 


TRACECA zoning is presented on the next page. 
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Figure 1: TRACECA Zoning 
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The following (symmetrical) OD matrix illustrates the origin and destination of the trade that 
could use fully or partly the Black and Caspian MoS transport routes. Three large geographical 
zones were excluded from the analysis after a preliminary observation: 


 American countries whose Full or Partly Containerizable trades with the TRACECA region 
are rather low; 


 Arabian Peninsula, East Asian and Oceania countries which are too remote from the 
project and would mostly use maritime links to reach TRACECA or European Countries; 


 Russian Federation whose trade flow are mostly north-south oriented and/or using land 
transport corridors to reach most TRACECA or European countries. 


Figure 2: Possible Relations for the TRACECA Corridor 
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1.2 Commodity Scope 


Commodities and transport units 


Trade figures by type of commodity are used to determine existing flows currently carried in bulk 
/ conventional / non-integrated successive movements which could be shifted to transport units / 
intermodal / combined solutions. The LOGMoS concept focuses 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 liner services, i.e.: 


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


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


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


 Any other cargo, as accepted by operators. 


The words "containerizable/containerized" are used hereafter for "LOGMoS relevant trade". 


Two types of nomenclature were proposed to express commodity classification: 


 Harmonized System Description and Coding System (HS), used previously when the 
previous MoS database was developed 


 “TRACECA System”, specific nomenclature developed for the TRACECA Model based on 
the Standard International Trade Classification (SITC). 


To harmonize MoS data with the TRACECA model, it was proposed to used the TRACECA 
commodity System. Given the difficulties met, a new database still based on the HS commodity 
nomenclature was also developed. 
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Commodities classification 


HS commodity coding system is organized into 21 sections and 96 chapters. Commodity can be 
disaggregated up to a level of 6 digits. At the 2nd digit level, 98 types of commodities are 
distinguished. Sections used in the database are presented in the table below. 


Table 1: Sections of the HS Classification Used 


Code  Label 
01 Live Animals & Animal Prod. 
02 Vegetable Products 
03 Animal Or Vegetable Fats 
04 Foodstuffs; Bever., Tobac. 
05 Mineral Products 
06 Chemical Prod. 
07 Plastics 
08 Skins, Leather 
09 Articles Of Wood 
10 Pulp/Waste Wood, Paper 
11 Textiles and Textile Art. 
12 Textile Accessories 
13 Stone, Cement, Ceramic 
14 Precious Stones & Metals 
15 Base Metals Equipment 
16 Electron., Electr., Equip. 
17 Land, Air, Maritime Vehicles 
18 Various Instr. and Apparatus 
19 Arms And Ammunition 
20 Miscel. Manufactured Art. 
21 Works Of Art 
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Distinction between containerizable and not containerizable commodity for each of the HS 2-
digit commodity type is presented below. 


Table 2: Containerizable Potential with HS Nomenclature 


Code Section Label Code Prod Label Containerizable 


01 Live Animals & Animal Prod. 01 Live animals no 


01 Live Animals & Animal Prod. 02 Meat and edible meat offal yes 


01 Live Animals & Animal Prod. 03 Fish, crustaceans, molluscs, aquatic invertebrates nes yes 


01 Live Animals & Animal Prod. 04 Dairy products, eggs, honey, edible animal product nes yes 


01 Live Animals & Animal Prod. 05 Products of animal origin, nes yes 


02 Vegetable Products 06 Live trees, plants, bulbs, roots, cut flowers etc yes 


02 Vegetable Products 07 Edible vegetables and certain roots and tubers yes 


02 Vegetable Products 08 Edible fruit, nuts, peel of citrus fruit, melons yes 


02 Vegetable Products 09 Coffee, tea, mate and spices yes 


02 Vegetable Products 10 Cereals partially 


02 Vegetable Products 11 Milling products, malt, starches, inulin, wheat gluten partially 


02 Vegetable Products 12 Oil seed, oleagic fruits, grain, seed, fruit, etc, nes partially 


02 Vegetable Products 13 Lac, gums, resins, vegetable saps and extracts nes yes 


02 Vegetable Products 14 Vegetable plaiting materials, vegetable products nes yes 


03 Animal Or Vegetable Fats 15 Animal,vegetable fats and oils, cleavage products, etc partially 


04 Foodstuffs; Bever., Tobac. 16 Meat, fish and seafood food preparations nes yes 


04 Foodstuffs; Bever., Tobac. 17 Sugars and sugar confectionery partially 


04 Foodstuffs; Bever., Tobac. 18 Cocoa and cocoa preparations yes 


04 Foodstuffs; Bever., Tobac. 19 Cereal, flour, starch, milk preparations and products partially 


04 Foodstuffs; Bever., Tobac. 20 Vegetable, fruit, nut, etc food preparations yes 


04 Foodstuffs; Bever., Tobac. 21 Miscellaneous edible preparations yes 


04 Foodstuffs; Bever., Tobac. 22 Beverages, spirits and vinegar yes 


04 Foodstuffs; Bever., Tobac. 23 Residues, wastes of food industry, animal fodder partially 


04 Foodstuffs; Bever., Tobac. 24 Tobacco and manufactured tobacco substitutes yes 


05 Mineral Products 25 Salt, sulphur, earth, stone, plaster, lime and cement partially 


05 Mineral Products 26 Ores, slag and ash no 


05 Mineral Products 27 Mineral fuels, oils, distillation products, etc no 


06 Chemical Prod. 28 Inorganic chemicals, precious metal compound, isotopes partially 


06 Chemical Prod. 29 Organic chemicals partially 


06 Chemical Prod. 30 Pharmaceutical products yes 


06 Chemical Prod. 31 Fertilizers partially 


06 Chemical Prod. 32 Tanning, dyeing extracts, tannins, derivs,pigments etc yes 


06 Chemical Prod. 33 Essential oils, perfumes, cosmetics, toileteries yes 


06 Chemical Prod. 34 Soaps, lubricants, waxes, candles, modelling pastes yes 


06 Chemical Prod. 35 Albuminoids, modified starches, glues, enzymes yes 


06 Chemical Prod. 36 Explosives, pyrotechnics, matches, pyrophorics, etc yes 


06 Chemical Prod. 37 Photographic or cinematographic goods yes 


06 Chemical Prod. 38 Miscellaneous chemical products partially 


07 Plastics 39 Plastics and articles thereof yes 


07 Plastics 40 Rubber and articles thereof yes 


08 Skins, Leather 41 Raw hides and skins (other than furskins) and leather yes 


08 Skins, Leather 42 Articles of leather, animal gut, harness, travel goods yes 


08 Skins, Leather 43 Furskins and artificial fur, manufactures thereof yes 


09 Articles Of Wood 44 Wood and articles of wood, wood charcoal partially 


09 Articles Of Wood 45 Cork and articles of cork yes 
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Code Section Label Code Prod Label Containerizable 


09 Articles Of Wood 46 Manufactures of plaiting material, basketwork, etc. yes 


10 Pulp/Waste Wood, Paper 47 Pulp of wood, fibrous cellulosic material, waste etc partially 


10 Pulp/Waste Wood, Paper 48 Paper & paperboard, articles of pulp, paper and board yes 


10 Pulp/Waste Wood, Paper 49 Printed books, newspapers, pictures etc yes 


11 Textiles and Textile Art. 50 Silk yes 


11 Textiles and Textile Art. 51 Wool, animal hair, horsehair yarn and fabric thereof yes 


11 Textiles and Textile Art. 52 Cotton partially 


11 Textiles and Textile Art. 53 Vegetable textile fibres nes, paper yarn, woven fabric yes 


11 Textiles and Textile Art. 54 Manmade filaments yes 


11 Textiles and Textile Art. 55 Manmade staple fibres yes 


11 Textiles and Textile Art. 56 Wadding, felt, nonwovens, yarns, twine, cordage, etc yes 


11 Textiles and Textile Art. 57 Carpets and other textile floor coverings yes 


11 Textiles and Textile Art. 58 Special woven or tufted fabric, lace, tapestry etc yes 


11 Textiles and Textile Art. 59 Impregnated, coated or laminated textile fabric yes 


11 Textiles and Textile Art. 60 Knitted or crocheted fabric yes 


11 Textiles and Textile Art. 61 Articles of apparel, accessories, knit or crochet yes 


11 Textiles and Textile Art. 62 Articles of apparel, accessories, not knit or crochet yes 


11 Textiles and Textile Art. 63 Other made textile articles, sets, worn clothing etc yes 


12 Textile Accessories 64 Footwear, gaiters and the like, parts thereof yes 


12 Textile Accessories 65 Headgear and parts thereof yes 


12 Textile Accessories 66 Umbrellas, walking-sticks, seat-sticks, whips, etc yes 


12 Textile Accessories 67 Bird skin, feathers, artificial flowers, human hair yes 


13 Stone, Cement, Ceramic 68 Stone, plaster, cement, asbestos, mica, etc articles partially 


13 Stone, Cement, Ceramic 69 Ceramic products yes 


13 Stone, Cement, Ceramic 70 Glass and glassware yes 


14 Precious Stones & Metals 71 Pearls, precious stones, metals, coins, etc yes 


15 Base Metals Equipment 72 Iron and steel partially 


15 Base Metals Equipment 73 Articles of iron or steel partially 


15 Base Metals Equipment 74 Copper and articles thereof partially 


15 Base Metals Equipment 75 Nickel and articles thereof partially 


15 Base Metals Equipment 76 Aluminium and articles thereof partially 


15 Base Metals Equipment 77 ( Reserved for possible future use in the Harmonized System) partially 


15 Base Metals Equipment 78 Lead and articles thereof partially 


15 Base Metals Equipment 79 Zinc and articles thereof partially 


15 Base Metals Equipment 80 Tin and articles thereof partially 


15 Base Metals Equipment 81 Other base metals, cermets, articles thereof partially 


15 Base Metals Equipment 82 Tools, implements, cutlery, etc of base metal yes 


15 Base Metals Equipment 83 Miscellaneous articles of base metal yes 


16 Electron., Electr., Equip. 84 Nuclear reactors, boilers, machinery, etc partially 


16 Electron., Electr., Equip. 85 Electrical, electronic equipment yes 


17 Land, Air, Maritime Vehicles 86 Railway, tramway locomotives, rolling stock, equipment partially 


17 Land, Air, Maritime Vehicles 87 Vehicles other than railway, tramway yes 


17 Land, Air, Maritime Vehicles 88 Aircraft, spacecraft, and parts thereof no 


17 Land, Air, Maritime Vehicles 89 Ships, boats and other floating structures no 


18 Various Instr. and Apparatus 90 Optical, photo, technical, medical, etc apparatus yes 


18 Various Instr. and Apparatus 91 Clocks and watches and parts thereof yes 


18 Various Instr. and Apparatus 92 Musical instruments, parts and accessories yes 


19 Arms And Ammunition 93 Arms and ammunition, parts and accessories thereof yes 


20 Miscel. Manufactured Art. 94 Furniture, lighting, signs, prefabricated buildings yes 
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Code Section Label Code Prod Label Containerizable 


20 Miscel. Manufactured Art. 95 Toys, games, sports requisites yes 


20 Miscel. Manufactured Art. 96 Miscellaneous manufactured articles yes 


21 Works Of Art 97 Works of art, collectors pieces and antiques yes 


99 Not Specified 99 Commodities not elsewhere specified no 
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TRACECA System”, specific nomenclature distinguishes 60 types of commodities. List of 
commodities and related containerizable potential is presented below. 


Table 3: Containerizable Potential with TRACECA System Specific Nomenclature 


Code Label Truck Waggon Container
Containe-


rizable Observations 


W001 Living animals WRONG WRONG WRONG no 


Only specialized vessels and airfreight. No specialized 
trucks/wagons available in TRACECA countries to the 
best of our knowledge 


W002 Cereals WRONG RIGHT RIGHT partially In bulk in hoppers or (mostly 20'dry-van) containers 


W003 Potatoes RIGHT WRONG WRONG yes 
Ventilated or refrigerated equipment only - unlikely to 
happen for wagons and containers 


W004 Pulses RIGHT WRONG WRONG yes 
Refrigerated equipment only - unlikely to happen for 
wagons and containers 


W005 Other vegetables RIGHT WRONG WRONG yes 
Refrigerated equipment only - unlikely to happen for 
wagons and containers 


W006 Sugar beet WRONG RIGHT WRONG yes to be considered for carriage in wagons 


W007 Fruits RIGHT WRONG WRONG yes 
Refrigerated equipment only - unlikely to happen for 
wagons and containers 


W008 Oil crops RIGHT WRONG WRONG partially 
Refrigerated equipment only - unlikely to happen for 
wagons and containers 


W009 Cotton RIGHT RIGHT RIGHT yes 


Closed railcars and 40' dry-van and high-cube 
containers - significant part of cotton trade ex 
Uzbekistan moving in trucks to Mersin 


W010 Meat RIGHT WRONG RIGHT yes 
Refrigerated equipment only - unlikely to happen for 
wagons 


W011 Vegetable oil RIGHT WRONG RIGHT yes 
Refrigerated equipment only or flexitanks if liquid - 
unlikely to happen for wagons 


W012 Food products RIGHT WRONG RIGHT yes 
Refrigerated equipment only - unlikely to happen for 
wagons 


W013 Luxury food products RIGHT WRONG RIGHT yes 
Refrigerated equipment only - unlikely to happen for 
wagons 


W014 Raw wood WRONG RIGHT WRONG partially Heavy/oversized cargo 


W015 Processed wood (sawn) WRONG RIGHT WRONG yes Heavy/oversized cargo 


W016 Wood products WRONG RIGHT WRONG yes Heavy/oversized cargo 


W017 Paper WRONG RIGHT RIGHT yes   


W018 Paper pulp (cellulose) WRONG RIGHT RIGHT partially   


W019 Coal WRONG RIGHT WRONG no Partially 


W020 Natural gas WRONG RIGHT RIGHT no Cisterns, tanks 


W021 Crude oil WRONG RIGHT WRONG no   


W022 Oil products WRONG RIGHT WRONG no Partially 


W023 Phosphate WRONG RIGHT WRONG no   


W024 Iron ore WRONG RIGHT RIGHT partially Possible in 20' dry-van containers 


W025 Copper ore WRONG RIGHT WRONG partially No record in containers 


W026 Bauxite WRONG RIGHT WRONG partially No record in containers 


W027 Manganese ore WRONG RIGHT WRONG partially No record in containers 


W028 Chrome ore WRONG RIGHT WRONG partially No record in containers 


W029 Crude steel WRONG RIGHT WRONG partially Heavy cargo 


W030 Copper WRONG RIGHT WRONG yes   


W031 Aluminium WRONG RIGHT WRONG yes   


W032 Lead WRONG RIGHT WRONG yes   


W033 Zinc WRONG RIGHT WRONG yes   


W034 Bismuth WRONG RIGHT WRONG yes   
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Code Label Truck Waggon Container
Containe-


rizable Observations 


W035 Antimon WRONG RIGHT WRONG yes   


W036 Nickel (ferronickel) WRONG RIGHT WRONG yes   


W037 Magnesite WRONG RIGHT RIGHT yes Possible in 20' dry-van containers stuffed in big bags 


W038 Barite WRONG RIGHT WRONG yes Possible in 20' dry-van containers stuffed in big bags 


W039 Asbestos WRONG RIGHT WRONG yes 
Container shipping lines usually reject asbestos due to 
health hazards 


W040 Other Minerals WRONG RIGHT WRONG yes   


W041 Salt WRONG RIGHT WRONG yes 
Container shipping lines usually reject salt due to 
corrosive nature of cargo 


W042 Sulphur WRONG RIGHT WRONG partially   


W043 Other ores WRONG RIGHT WRONG partially   


W044 Other metals WRONG RIGHT WRONG yes   


W045 Construction steel WRONG RIGHT RIGHT yes In containers depending on dimensions/weight 


W046 Steel tubes WRONG RIGHT RIGHT yes In containers depending on length/diameter/weight 


W047 Other steel products WRONG RIGHT WRONG yes   


W048 Other metal products WRONG RIGHT WRONG yes In containers depending on dimensions/weight 


W049 Cement WRONG RIGHT WRONG partially 
Container shipping lines usually reject cement due to 
dusty nature of cargo 


W050 
Other construction 
materi WRONG RIGHT RIGHT partially Possible on flat-rack containers for small quantities 


W051 Fertilizer WRONG RIGHT WRONG partially 


Container shipping lines usually reject fertilizers due to 
highly dangerous nature of cargo (such as ammonium 
nitrate) 


W052 Chemical products WRONG RIGHT RIGHT partially 


Possible in containers depending on nature of cargo, 
IMO class, type of carrying vessel, possible cargo 
segregation in vessel's holds. Some products however 
are strictly rejected such as carbon black (dirty cargo), 
naphtalene (highly corrosive cargo) 


W053 Passenger cars WRONG WRONG RIGHT yes 
Moving mostly in 40' dry-van and high-cube in 
TRACECA region 


W054 Heavy vehicles WRONG RIGHT RIGHT yes 
On flat-rack 40' containers depending on 
length/width/height/weight 


W055 Machinery WRONG RIGHT RIGHT yes In containers depending on dimensions/weight 


W056 Textile products RIGHT RIGHT RIGHT yes   


W057 White goods RIGHT RIGHT RIGHT yes   


W058 Other consumer goods RIGHT RIGHT RIGHT yes   


W059 Special heavy vehicles WRONG WRONG WRONG partially   


W060 Others RIGHT RIGHT RIGHT partially 


Fresh products (such as flower bulbs) in reefer trucks, 
dry ones (hides, skins, bones) in 20' dry-van containers, 
salted skins and hides in railcars 
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2  DATABASE CREATION PROCESS 


Two databases were created: 


 TRACECA Model commodity classification data, based on SITC classification – last 
version: 120201LogMosTrade_TRACECA2010.mdb; 


 LOGMOS data based on Harmonized System (HS) classification – last version 
120203LogMosTrade.mdb. 


Creation process of each database includes similarities and peculiarities: 


 Source of data is the same. Nomenclature adopted is dissimilar; 


 Conversion of raw data to TRACECA Model commodity classification is more complex; 


 other processes are similar: taking into account confidential trade, currency conversion, 
transformation trade in value to trade in weight, managing missing country reports, 
processing discrepancies between import in one country and export in the other one. 
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2.1 Data Sources 


The relevant trade analysis is the result of the consolidation of data from two main sources: 


 Comext – Eurostat database, handled by the European Union, which inventories trade 
between the 27 European Union countries (EU27) and EFTA countries with its country 
partners in the rest of the world. Trade data are provided for each member state.  


 Comtrade database, handled by the United Nations Statistics Division (UNSD), which 
inventories trade between all countries of the world. It is by far the most comprehensive 
source of trade statistics. Trade data are provided for each member state.  


Eurostat – Comext data are used appropriately to inventory trade between European Union and 
EFTA countries on one side and TRACECA and potential transit countries on the other side. 
Eurostat data comprises trade value in Euro as well as trade volumes. 


Source: http://epp.eurostat.ec.europa.eu/portal/page/portal/external_trade/data/database  


Comtrade data is used to inventory remaining trade: intra-TRACECA trade; trade between 
TRACECA countries and the rest of the world except EU27 and EFTA. 


Source: http://comtrade.un.org/  


Table 4: Main Characteristics of the Data Used to Build the Trade Matrix 


Data Sources Eurostat – Comext International Trade Center – 
TradeMap – oct 2009 


Scope - Trade European Union (27) and 
EFTA / TRACECA Countries and 
other potential transit countries 


- Intra-TRACECA trade (and with 
European non EU27 non EFTA 
Countries) 


Origin of data - Customs (extra-EU) and Intrastat 
(intra-EU) declarations 


- Customs declarations 
- Mirror data 


1st version: 
TRACECA 
Commodity 
classification  


SITC (Standard International 
Trade Classification rev 4) 
Further transformed in “TRACECA 
commodity classification” 


SITC (Standard International 
Trade Classification rev 3) 
Further transformed in “TRACECA 
commodity classification” 


2nd version Based on the HS (Harmonized 
system). Group of commodity is 
different from the TRACECA 
model making comparison difficult. 


Based on the HS (Harmonized 
system). Group of commodity is 
different from the TRACECA 
model making comparison difficult. 


Trade valuation - Euro 
- Tons 


- Dollar 
- Tons computed on average 
Eurostat bases 
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Extraction of the basic trade records 


EU27 and EFTA country trade with TRACECA countries was extracted from Eurostat-Comext 
online database. TRACECA x TRACECA trade and “TRACECA to the rest of the world” was 
extracted from UN Comtrade online database. Downloading plan was the following. 


Figure 3: Downloading Plan  
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1-Europe (non Tracec European Union


EFTA


2-Traceca West Romania


Bulgaria


3-Traceca North WestMoldova


Ukraine


4-Turkey Turkey


5-Traceca Caucasus Georgia


Azerbaijan


Armenia


8-Kazakhstan Kazakhstan


9-Traceca South East Turkmenistan


KG, TJ, UZ


Other Europe non Efta, EU, Traceca, CIS


Belarus


12-Russia South Russia


Other Russia


6-Middle East Syria


Iraq


7- Iran Iran


10;China, Mongolia China


Mongolia


11-South Asia Afghanistan


Pakistan


13-Rest of world India, Nepal, Bhutan


Arabian Peninsula


Other Asia


Oceania


America


Africa


Australia Oceania Antarctics


Dowload Eurostat - Comext
Eurostat - Comext
Eurostat mirror country - no need to download


Dowload Comtrade: Group1
Group2
Group3  
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2.2 Transformation from SITC Nomenclature to TRACECA Commodity 
Nomenclature 


2.2.1 Basic Nomenclature 


TRACECA commodity system was first adopted in order to be compatible with the TRACECA 
model. This nomenclature is very close to the NST classification system which is a trade 
classification suitable for the observation of transport flows. Link between TRACECA and NST 
classification is rather simple. Limited to two-digit code, the translation from one classification to 
another seems easy. 


However, the coding of data according to the NST classification is not used everywhere. Mostly 
Eurostat provides data according to this nomenclature. Classifications most used worldwide are 
SITC classifications and especially HS (Harmonised System). UN Comtrade provides only SITC 
and HS data.  


For this international study, only data with the nomenclature SITC and HS was available.  


Comtrade data are based on the SITC revision 3 classification provided by the United Nation 
Statistic Division (reference: http://unstats.un.org/unsd/cr/registry/regdnld.asp?Lg=1) 


Eurostat-Comext data are also extracted based on SITC revision 4 classification in addition to 
specific codes.  


Reference: http://epp.eurostat.ec.europa.eu/newxtweb/setuplistcompletedwork.do ) 


There are some discrepancies between codes provided by United Nation Statistic Division and 
those provided by Eurostat. Main discrepancies types are illustrated in the following 
corresponding tables. 


Table 5: Comparison between Comtrade and Eurostat SITC Coding 


Comtrade Type of Code Eurostat Type of Code Description 


XXXX with children 


(eg: 0011) 


NULL 4-digit level with children 


XXXX without children 


(eg: 0019) 


XXXX0 4-digit level without children 


NULL XXX.08 Confidential trade 


NULL XXX9 Confidential trade and/or 
estimation of missing 
declaration 


I 972 Gold, monetary 


II 97200 Gold coin and current coin 


As it was decided to use a combination of Eurostat and Comtrade data, an equivalent table 
between the two systems was created: “Commodity_SITC” 


Trade classification is hierarchical: one digit codes should sum up two-digit codes which should 
sum up three-digit codes, etc. The more detailed SITC classification consists in 4 or 5 digit code 
depending of the type of commodity. Decomposition of the whole hierarchy of commodity “0” – 
“Food and live animals” is for example illustrated in the following table. 
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Table 6: SITC Commodity 0 – Food and Live Animals 


Id Code Description 


0 0 Food and live animals 


00 00 Live animals other than animals of division 03 


001 001 Live animals other than animals of division 03 


00108  CONFIDENTIAL TRADE OF GROUP 001 


0011 001.1 Bovine animals, live 


00111 001.11 Pure-bred breeding animals 


00119 001.19 Other than pure-bred breeding animals 


0012 001.2 Sheep and goats, live 


00121 001.21 Sheep, live 


00122 001.22 Goats, live 


0013 001.3 Swine, live 


00131 001.31 Pure-bred breeding animals 


00139 001.39 Other than pure-bred breeding animals 


0014 001.4 Poultry, live (i.e., fowls of the species Gallus domesticus, ducks, geese, turkeys and 
guinea-fowls) 


00141 001.41 ....weighing not more than 185 g 


00149 001.49 ....weighing more than 185 g 


0015 001.5 Horses, asses, mules and hinnies, live 


00151 001.51 Horses 


00152 001.52 Asses, mules and hinnies 


0019 001.9 Live animals, n.e.s. 


As it can be seen in this category of commodity, all categories are broken down to 5 digit 
commodity types but the commodity “001.9 - Live animals, n.e.s.” which is a 4 digit code doesn’t 
have more detailed category after it (no descendant). 
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2.2.2 Conversion SITC to TRACECA 


To convert data from SITC to TRACECA commodity nomenclature, equivalent tables between 
TRACECA Commodity System and SITC were made available but translation is only possible at 
a very detailed level (5 digits). This requires downloading a huge quantity of information as 
there are 4195 classes of commodity at this level of detail (instead of 99 classes for the 2-digit 
level HS nomenclature). 


In addition, there are many data which are provided in Comtrade database only with 4 digit 
codes or 3 digit codes. According to preliminary analysis, only half of these data are provided 
with 5-digit codes, 35% with 4-digit codes, 15 % with 3-digit codes. This is partially due to the 
fact that not all custom authorities provide trade data at the more detailed commodity 
classification level available. Depending of the flow concerned, sometimes 5 digit codes are 
provided, sometimes 3 or 4 digit codes. 


At intermediary levels, no unique equivalence exists. This situation is illustrated by the examples 
below. 


Table 7: Example of Correspondence between SITC and TRACECA Model Commodity 
Nomenclature 


SITC 
4digitCode SITC Description Model Code Model Name 


0548 


Vegetable products, roots and 
tubers, chiefly for human food, n.e.s., 
fresh or dried 105 Other vegetables 


0548 


Vegetable products, roots and 
tubers, chiefly for human food, n.e.s., 
fresh or dried 106 Sugar beet 


0548 


Vegetable products, roots and 
tubers, chiefly for human food, n.e.s., 
fresh or dried 203 Food products 


    


SITC 
4digitCode SITC Description Model Code Model Name 


2782 
Clays and other refractory minerals, 
n.e.s. 515 Magnesite 


2782 
Clays and other refractory minerals, 
n.e.s. 518 Other Minerals 


2782 
Clays and other refractory minerals, 
n.e.s. 999 Others 


    


SITC 
4digitCode SITC Description Model Code Model Name 


7758 Electrothermic appliances, n.e.s. 903 Machinery 


7758 Electrothermic appliances, n.e.s. 904 Textile products 


7758 Electrothermic appliances, n.e.s. 905 White goods 


7758 Electrothermic appliances, n.e.s. 906 Other consumer 
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goods 


There are no criteria to decide for example whether 0548- Vegetable products, roots and tubers (…) 
should be categorised as 105-Other vegetables, 106 Sugar beet or 203 Food products. 


To solve this issue, ambiguous 3 and 4-digit codes were distributed among equivalent 
TRACECA Commodity codes according to the existing distribution in the 5-digit code trade 
recorded in the region. 


It was also observed that the sum of superior hierarchical codes was not always equal to the 
sum of inferior codes. Intermediate calculations were also necessary to fill the gaps. 
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2.3 Considering Confidential Trade 


There is a difference between the sum of the aggregated products and the "TOTAL" stored in 
Comext. This is due to the application of partner confidentiality (for materials considered as 
being strategic; this could be arms, oil products, etc.) by the Members states. It seems that the 
"confidential" trade is missed from the sum table so that this one does not match the "TOTAL" 
stored in Comext.  


For some trade, difference between “TOTAL” and the sum of each commodity may be important 
like for example between Austria and Ukraine 


Table 8: Analysis of Trade Value between Austria and Ukraine – Euros – 2010 


Section Code Section Label 
Import to 
Austria 


Export from 
Austria 


01 Live Animals & Animal Prod. 5,030 1,880,831 
02 Vegetable Products 9,186,929 11,427,502 
03 Animal Or Vegetable Fats 231,530 22,926 
04 Foodstuffs; Bever., Tobac. 9,860,903 27,130,253 
05 Mineral Products 3,042,875 7,448,412 
06 Chemical Prod. 10,225,610 157,669,609 
07 Plastics 834,961 34,552,290 
08 Skins, Leather 987,795 898,046 
09 Articles Of Wood 35,420,598 8,606,532 
10 Pulp/Waste Wood, Paper 448,315 37,634,324 
11 Textiles and Textile Art. 5,618,418 11,922,848 
12 Textile Accessories 13,471 4,054,983 
13 Stone, Cement, Ceramic 61,761 6,455,133 
14 Precious Stones & Metals 2,580 1,099,144 
15 Base Metals Equipment 39,561,995 49,838,171 
16 Electron., Electr., Equip. 21,047,686 158,401,311 
17 Land, Air, Maritime Vehicles 2,850,378 31,932,491 
18 Various Instr. and Apparatus 8,748,200 89,878,956 
19 Arms And Ammunition 44,959 1,315,538 
20 Miscel. Manufactured Art. 41,609,192 10,901,430 
21 Works Of Art 325 30,027 


Sum    189,803,511 653,100,757 
   
9999 Total 591,707,854 661,240,172 
Difference   401,904,343 8,139,415 


Source: Eurostat – Comext 2010 


Therefore trade data was systematically processed in order to distinguish this confidential trade 
and to maintain total export and import values. HS commodity category: “999 – CONFIDENTIAL 
TRADE” was created accordingly. 
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2.4 Re-exportation, Re-importation Issue 


In UN comtrade database, four type of flow are inventoried 


1-Importation 


2-Exportation 


3-Re-importation 


4- Re-exportation 


Exports of a country can be distinguished as exports of domestic goods and exports of foreign 
goods. The second class is generally referred to as re-exports. The exports shown in UN 
Comtrade contain both the exports of domestic and foreign goods. Re-importation and Re-
exportation categories are stored for the record. Re-export and re-import have not been taken 
into account in the database as they are already recorded respectively in Export and Import 
data, so their inclusion would be double-counting. 


2.5 Conversion Value in US Dollar to Value in Euro 


Trade data, collected by the United Nations Statistics Division, are reported either in national 
currency or in United States dollars (USD). These data are converted in USD before being 
uploaded in UN COMTRADE. 


Conversion from Dollar to Euro of Comtrade data should therefore be implemented. Conversion 
was done by applying an arithmetic average of the daily interbank rate (for the selected period) 
published in the oanda.com website. This rate is used by International Trade Centre to evaluate 
trade values. The following conversion rates were used. 


Table 9: Currency Conversion Rates Used 


CurrencyCode Year CurrencyName ValuePerEUR


USD 2008 US Dollar 1.47133


USD 2009 US Dollar 1.39463


USD 2010 US Dollar 1.32788


Source: International Trade Centre 
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2.6 Transformation Trade Value to Trade Weight 


Unlike Eurostat- Comext data, very little Comtrade records are expressed in volume (weight). 
Computation of missing trade volume is based on the following method: 


 ratio Value/Volume observed for each type of commodity and for each year, is computed 
for trade between EU27 and TRACECA countries based on Comext-Eurostat figures 


 this ratio is applied to Comtrade data  


For 2010, the following figures were used. 


Table 10: Euro per kg by Type of Commodity between EU27 and TRACECA – 2010 


HS Num. HS Label Euro/kg 
1 Live animals 2.72
2 Meat and edible meat offal 1.47
3 Fish, crustaceans, molluscs, aquatic invertebrates nes 0.96
4 Dairy products, eggs, honey, edible animal product nes 1.53
5 Products of animal origin, nes 2.72
6 Live trees, plants, bulbs, roots, cut flowers etc 1.78
7 Edible vegetables and certain roots and tubers 0.65
8 Edible fruit, nuts, peel of citrus fruit, melons 1.16
9 Coffee, tea, mate and spices 3.43


10 Cereals 0.19
11 Milling products, malt, starches, inulin, wheat gluten 0.34
12 Oil seed, oleagic fruits, grain, seed, fruit, etc, nes 0.44
13 Lac, gums, resins, vegetable saps and extracts nes 7.04
14 Vegetable plaiting materials, vegetable products nes 0.13
15 Animal,vegetable fats and oils, cleavage products, etc 0.78
16 Meat, fish and seafood food preparations nes 2.02
17 Sugars and sugar confectionery 0.59
18 Cocoa and cocoa preparations 3.29
19 Cereal, flour, starch, milk preparations and products 1.86
20 Vegetable, fruit, nut, etc food preparations 1.48
21 Miscellaneous edible preparations 2.79
22 Beverages, spirits and vinegar 0.97
23 Residues, wastes of food industry, animal fodder 0.30
24 Tobacco and manufactured tobacco substitutes 6.59
25 Salt, sulphur, earth, stone, plaster, lime and cement 0.05
26 Ores, slag and ash 0.12
27 Mineral fuels, oils, distillation products, etc 0.44
28 Inorganic chemicals, precious metal compound, isotopes 0.43
29 Organic chemicals 1.35
30 Pharmaceutical products 52.34
31 Fertilizers 0.23
32 Tanning, dyeing extracts, tannins, derivs,pigments etc 2.21
33 Essential oils, perfumes, cosmetics, toileteries 5.99
34 Soaps, lubricants, waxes, candles, modelling pastes 1.35
35 Albuminoids, modified starches, glues, enzymes 1.87
36 Explosives, pyrotechnics, matches, pyrophorics, etc 4.14
37 Photographic or cinematographic goods 6.96
38 Miscellaneous chemical products 1.67
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HS Num. HS Label Euro/kg 
39 Plastics and articles thereof 1.78
40 Rubber and articles thereof 3.44
41 Raw hides and skins (other than furskins) and leather 6.47
42 Articles of leather, animal gut, harness, travel goods 26.74
43 Furskins and artificial fur, manufactures thereof 72.08
44 Wood and articles of wood, wood charcoal 0.30
45 Cork and articles of cork 5.55
46 Manufactures of plaiting material, basketwork, etc. 2.86
47 Pulp of wood, fibrous cellulosic material, waste etc 0.41
48 Paper & paperboard, articles of pulp, paper and board 0.97
49 Printed books, newspapers, pictures etc 4.29
50 Silk 40.14
51 Wool, animal hair, horsehair yarn and fabric thereof 9.44
52 Cotton 3.59
53 Vegetable textile fibres nes, paper yarn, woven fabric 7.33
54 Manmade filaments 4.94
55 Manmade staple fibres 3.41
56 Wadding, felt, nonwovens, yarns, twine, cordage, etc 3.98
57 Carpets and other textile floor coverings 2.97
58 Special woven or tufted fabric, lace, tapestry etc 10.10
59 Impregnated, coated or laminated textile fabric 6.47
60 Knitted or crocheted fabric 7.51
61 Articles of apparel, accessories, knit or crochet 18.53
62 Articles of apparel, accessories, not knit or crochet 20.83
63 Other made textile articles, sets, worn clothing etc 3.52
64 Footwear, gaiters and the like, parts thereof 15.54
65 Headgear and parts thereof 17.02
66 Umbrellas, walking-sticks, seat-sticks, whips, etc 5.49
67 Bird skin, feathers, artificial flowers, human hair 30.50
68 Stone, plaster, cement, asbestos, mica, etc articles 0.44
69 Ceramic products 0.53
70 Glass and glassware 0.79
71 Pearls, precious stones, metals, coins, etc 459.17
72 Iron and steel 0.47
73 Articles of iron or steel 1.77
74 Copper and articles thereof 5.71
75 Nickel and articles thereof 13.46
76 Aluminium and articles thereof 2.50
78 Lead and articles thereof 1.56
79 Zinc and articles thereof 1.74
80 Tin and articles thereof 9.65
81 Other base metals, cermets, articles thereof 4.64
82 Tools, implements, cutlery, etc of base metal 13.80
83 Miscellaneous articles of base metal 5.08
84 Nuclear reactors, boilers, machinery, etc 8.29
85 Electrical, electronic equipment 13.86
86 Railway, tramway locomotives, rolling stock, equipment 2.95
87 Vehicles other than railway, tramway 6.54
88 Aircraft, spacecraft, and parts thereof 195.00
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HS Num. HS Label Euro/kg 
89 Ships, boats and other floating structures 7.41
90 Optical, photo, technical, medical, etc apparatus 49.99
91 Clocks and watches and parts thereof 228.23
92 Musical instruments, parts and accessories 23.91
93 Arms and ammunition, parts and accessories thereof 9.21
94 Furniture, lighting, signs, prefabricated buildings 3.73
95 Toys, games, sports requisites 10.02
96 Miscellaneous manufactured articles 12.75
97 Works of art, collectors pieces and antiques 135.73
99 Commodities not elsewhere specified 3.35


Source: computed from Eurostat- Comext 2010 
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2.7 Missing Country Reports 


Some countries do not report trade data to the UN-Comtrade database. In particular, in 
TRACECA region, trade value declarations were missing in the Comtrade database for 
Turkmenistan, Tajikistan and Uzbekistan. 


In that case, mirror data (trade declared by partner countries) are used to evaluate trade in 
relation with these countries. However, the database cannot include trade between these 
countries (eg: between Turkmenistan and Tajikistan). 


2.8 Trade Matrix Discrepancy 


It is often observed that there is a difference between reported export value in one country and 
the corresponding import value in the partner country. Reasons for discrepancies are numerous: 


 Different level of confidentiality  


 Non homogeneous commodity classification 


 Different currency exchange rate used 


 Trade systems: some countries use the special trade system (which excludes trade made 
in free zones), some others use the general trade system (which includes free zones).  


 Quantity measurement: some countries report gross weights and some others report net 
weights.  


 Time lag: discrepancies may result if exports are registered in one year and the 
corresponding imports in the following year. Large discrepancies due to time lag often 
affect trade in ships as it involves high cost and some years may elapse between the 
recording of exports and that of imports.  


 Misallocation of a partner country or a product can occur for a reporting country. This only 
affects bilateral trade or respectively detailed product levels, not the overall trade.  


 Country confidentiality (recorded as "Area NES", see FAQ 1.h) may have a direct impact 
on the overall discrepancies  


 Transportation and insurance costs are included in the reported import value (CIF: Cost 
Insurance Freight) but are excluded from the reported export value (FOB: Free On Board).  


It was decided to harmonize trade data in one direction and the other (mirror data) by averaging 
it. 
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3 STRUCTURE OF THE TRADE DATASET 


Main tables and attributes of the LogMoS trade database and the TRACECA Model 
nomenclature database are illustrated in the following figures. Both are divided in: 


 a central part with trade flow data; 


 geographical reference table on the right side of the diagram 


 reference about commodity nomenclatures on the left side of the diagram. 


On the LogMoS trade database, there are two trade flow tables: 


 TradeEstim which inventories trade between relevant countries with the HS commodity 
classification for 2008, 2009 and 2010. It is the result of the importation process. 


 ODTRACECA2008 which inventories the Origin Destination matrix developed under the 
“Transport Dialog” project. The version of the present matrix dated from 2010 and a more 
up to date version should be transmitted. 


Commodity classification comprises in particular: 


 Commodity_HS : 2 digit HS nomenclature 


 Commodity_HSSection: Section of the HS nomenclature 


 CommodityTRACECA: TRACECA Model nomenclature 


 Commodity_SITC: SITC nomenclature (version 3) 


 Commodity_SITC: SITC nomenclature (version 4), as some data was provided with this 
nomenclature 


 Commodity_SITC_TRACECA: Table of equivalence between SITC and TRACECA 
nomenclature 


Geographic classification comprises in particular: 


 Country: list and code of world countries 


 Zone: TRACECA model zoning 


 Country_Zone: Relation between zoning and countries 


 ZoneMetaTRACECA: grouping of zones of TRACECA model. 


 CountryGroup: Group of countries for analysis purpose 
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Figure 4: Diagram of Tables and Relationship between Tables – LOGMOS HS Nomenclature 


 
Ref: 120203LogMosTrade.mdb 


 


Geographic classification 
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Figure 5: Diagram of Tables and Relationship between Tables – TRACECA Model Nomenclature 


Ref: 120201LogMosTrade_TRACECA2010.mdb


Trade data 


Commodity classification Geographic classification 
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4 CONCLUSION 


The new LoGMoS HS nomenclature database is used for the evaluation of the traffic potential 
of LogMoS projects on the TRACECA corridor across the Black and the Caspian see. All results 
extracted from this database are going to be presented in the “country profiles” for 2010 and for 
each concerned country (Armenia, Azerbaijan, Georgia, Kazakhstan, Kyrgyzstan, Moldavia, 
Tajikistan, Turkmenistan, Ukraine). 


Data based on TRACECA nomenclature could also be a working basis for the “Transport 
dialogue” team which manages the TRACECA Transport Model. Part of the database can be 
used as a basis to adjust the model. 


As the structure of the new LogMoS database was adapted to the structure of TRACECA model 
zoning, it will be possible, if required, to generate a TRACECA commodity based table with 
special hypothesis and processing. 


As a great part of the procedures for building the LogMoS trade database are now automated, it 
should be easier in the future to update the trade data for other referenced years. 
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5 ANNEXES 


5.1 Annex 1: List of Countries and Related Zoning 


Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


1 Afghanistan 4 AF AFG Afghanistan 
2 Africa 472   Africa CAMEU region, nes 


2 Africa 12 DZ DZA Algeria 
2 Africa 24 AO AGO Angola 
2 Africa 204 BJ BEN Benin 
2 Africa 72 BW BWA Botswana 
2 Africa 854 BF BFA Burkina Faso 
2 Africa 108 BI BDI Burundi 
2 Africa 120 CM CMR Cameroon 
2 Africa 132 CV CPV Cape Verde 
2 Africa 140 CF CAF Central African Rep. 
2 Africa 148 TD TCD Chad 
2 Africa 174 KM COM Comoros 
2 Africa 178 CG COG Congo 
2 Africa 384 CI CIV Côte d'Ivoire 
2 Africa 180 CD COD Dem. Rep. of the Congo 
2 Africa 262 DJ DJI Djibouti 
2 Africa 818 EG EGY Egypt 
2 Africa 226 GQ GNQ Equatorial Guinea 
2 Africa 232 ER ERI Eritrea 
2 Africa 231 ET ETH Ethiopia 
2 Africa 230   Fmr Ethiopia 


2 Africa 835   Fmr Tanganyika 


2 Africa 836   Fmr Zanzibar and Pemba Isd 


2 Africa 266 GA GAB Gabon 
2 Africa 270 GM GMB Gambia 
2 Africa 288 GH GHA Ghana 
2 Africa 324 GN GIN Guinea 
2 Africa 624 GW GNB Guinea-Bissau 
2 Africa 404 KE KEN Kenya 
2 Africa 426 LS LSO Lesotho 
2 Africa 430 LR LBR Liberia 
2 Africa 434 LY LBY Libya 
2 Africa 450 MG MDG Madagascar 
2 Africa 454 MW MWI Malawi 
2 Africa 466 ML MLI Mali 
2 Africa 478 MR MRT Mauritania 
2 Africa 480 MU MUS Mauritius 
2 Africa 175 YT MYT Mayotte 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


2 Africa 504 MA MAR Morocco 
2 Africa 508 MZ MOZ Mozambique 
2 Africa 516 NA NAM Namibia 
2 Africa 562 NE NER Niger 
2 Africa 566 NG NGA Nigeria 
2 Africa 290   Northern Africa, nes 


2 Africa 577 XX01  Other Africa, nes 


2 Africa 638  REU Réunion 


2 Africa 646 RW RWA Rwanda 
2 Africa 654 SH SHN Saint Helena 
2 Africa 678 ST STP Sao Tome and Principe 
2 Africa 686 SN SEN Senegal 
2 Africa 690 SC SYC Seychelles 
2 Africa 694 SL SLE Sierra Leone 
2 Africa 711   So. African Customs Union 


2 Africa 706 SO SOM Somalia 
2 Africa 710 ZA ZAF South Africa 
2 Africa 736 SD SDN Sudan 
2 Africa 748 SZ SWZ Swaziland 
2 Africa 768 TG TGO Togo 
2 Africa 788 TN TUN Tunisia 
2 Africa 800 UG UGA Uganda 
2 Africa 834 TZ TZA United Rep. of Tanzania 
2 Africa 732 XX13 ESH Western Sahara 
2 Africa 894 ZM ZMB Zambia 
2 Africa 716 ZW ZWE Zimbabwe 
3 Arabian Peninsula 886   Fmr Arab Rep. of Yemen 


3 Arabian Peninsula 720  YMD Fmr Dem. Yemen 


3 Arabian Peninsula 810  SUN Fmr USSR 


3 Arabian Peninsula 376 IL ISR Israel 
3 Arabian Peninsula 400 JO JOR Jordan 
3 Arabian Peninsula 414 KW KWT Kuwait 
3 Arabian Peninsula 422 LB LBN Lebanon 
3 Arabian Peninsula 275 PS PSE Occ. Palestinian Terr. 
3 Arabian Peninsula 512 OM OMN Oman 
3 Arabian Peninsula 634 QA QAT Qatar 
3 Arabian Peninsula 682 SA SAU Saudi Arabia 
3 Arabian Peninsula 784 AE ARE United Arab Emirates 
3 Arabian Peninsula 879   Western Asia, nes 


3 Arabian Peninsula 887 YE YEM Yemen 
4 Armenia 51 AM ARM Armenia 
5 Austral. Ocea. Antar. 16 AS ASM American Samoa 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


5 Austral. Ocea. Antar. 10 AQ ATA Antarctica 
5 Austral. Ocea. Antar. 36 AU AUS Australia 
5 Austral. Ocea. Antar. 74  BVT Bouvet Island 


5 Austral. Ocea. Antar. 80 XX04  Br. Antarctic Terr. 


5 Austral. Ocea. Antar. 86 IO IOT Br. Indian Ocean Terr. 
5 Austral. Ocea. Antar. 162 CX CXR Christmas Isds 
5 Austral. Ocea. Antar. 166 CC CCK Cocos Isds 
5 Austral. Ocea. Antar. 184 CK COK Cook Isds 
5 Austral. Ocea. Antar. 242 FJ FJI Fiji 
5 Austral. Ocea. Antar. 582  PCI Fmr Pacific Isds 


5 Austral. Ocea. Antar. 260 TF ATF Fr. South Antarctic Terr. 
5 Austral. Ocea. Antar. 258 PF PYF French Polynesia 
5 Austral. Ocea. Antar. 583 FM FSM FS Micronesia 
5 Austral. Ocea. Antar. 316  GUM Guam 


5 Austral. Ocea. Antar. 334  HMD Heard Island and McDonald Islands 


5 Austral. Ocea. Antar. 296 KI KIR Kiribati 
5 Austral. Ocea. Antar. 584 MH MHL Marshall Isds 
5 Austral. Ocea. Antar. 580 MP MNP N. Mariana Isds 
5 Austral. Ocea. Antar. 520 NR NRU Nauru 
5 Austral. Ocea. Antar. 540 NC NCL New Caledonia 
5 Austral. Ocea. Antar. 554 NZ NZL New Zealand 
5 Austral. Ocea. Antar. 570 NU NIU Niue 
5 Austral. Ocea. Antar. 574 NF NFK Norfolk Isds 
5 Austral. Ocea. Antar. 527 XX10  Oceania, nes 


5 Austral. Ocea. Antar. 585 PW PLW Palau 
5 Austral. Ocea. Antar. 598 PG PNG Papua New Guinea 
5 Austral. Ocea. Antar. 612 PN PCN Pitcairn 
5 Austral. Ocea. Antar. 882 WS WSM Samoa 
5 Austral. Ocea. Antar. 90 SB SLB Solomon Isds 
5 Austral. Ocea. Antar. 239  SGS South Georgia and the South 


Sandwich Islands 
5 Austral. Ocea. Antar. 772 TK TKL Tokelau 
5 Austral. Ocea. Antar. 776 TO TON Tonga 
5 Austral. Ocea. Antar. 798 TV TUV Tuvalu 
5 Austral. Ocea. Antar. 849   US Misc. Pacific Isds 


5 Austral. Ocea. Antar. 850  VIR US Virgin Isds 


5 Austral. Ocea. Antar. 548 VU VUT Vanuatu 
5 Austral. Ocea. Antar. 876 WF WLF Wallis and Futuna Isds 
6 Azerbaijan 31 AZ AZE Azerbaijan 
7 Belarus 112 BY BLR Belarus 
8 Bulgaria 100 BG BGR Bulgaria 
9 China 156 CN CHN China 


10 East Asia 48 BH BHR Bahrain 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


10 East Asia 50 BD BGD Bangladesh 
10 East Asia 344 HK HKG China, Hong Kong SAR 
10 East Asia 446 MO MAC China, Macao SAR 
10 East Asia 408 KP PRK Dem. People's Rep. of Korea 
10 East Asia 392 JP JPN Japan 
10 East Asia 410 KR KOR Korea (Rep. of) 
10 East Asia 462 MV MDV Maldives 
10 East Asia 144 LK LKA Sri Lanka 
10 East Asia 158 TW  Taiwan 


11 Europe 1 234 FO FRO Faeroe Isds 
11 Europe 1 352 IS ISL Iceland 
11 Europe 1 372 IE IRL Ireland 
11 Europe 1 826 GB GBR United Kingdom 
12 Europe 2 579 NO NOR Norway 
12 Europe 2 752 SE SWE Sweden 
13 Europe 3 233 EE EST Estonia 
13 Europe 3 246 FI FIN Finland 
13 Europe 3 428 LV LVA Latvia 
13 Europe 3 440 LT LTU Lithuania 
14 Europe 4 58   Belgium 


14 Europe 4 56 BE BEL Belgium 
14 Europe 4 208 DK DNK Denmark 
14 Europe 4 278  DDR Fmr Dem. Rep. of Germany 


14 Europe 4 280   Fmr Fed. Rep. of Germany 


14 Europe 4 276 DE DEU Germany 
14 Europe 4 442 LU LUX Luxembourg 
14 Europe 4 528 NL NLD Netherlands 
15 Europe 5 20 AD AND Andorra 
15 Europe 5 902 EA  Ceuta and Melilla 


15 Europe 5 251 FR FRA France 
15 Europe 5 292 GI GIB Gibraltar 
15 Europe 5 620 PT PRT Portugal 
15 Europe 5 724 ES ESP Spain 
16 Europe 6 40 AT AUT Austria 
16 Europe 6 203 CZ CZE Czech Rep. 
16 Europe 6 438 LI LIE Liechtenstein 
16 Europe 6 757 CH CHE Switzerland 
17 Europe 7 8 AL ALB Albania 
17 Europe 7 70 BA BIH Bosnia Herzegovina 
17 Europe 7 191 HR HRV Croatia 
17 Europe 7 196 CY CYP Cyprus 
17 Europe 7 336  VAT Holy See (Vatican City State) 


17 Europe 7 381 IT ITA Italy 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


17 Europe 7 470 MT MLT Malta 
17 Europe 7 674 SM SMR San Marino 
17 Europe 7 705 SI SVN Slovenia 
18 Georgia 268 GE GEO Georgia 
19 Greece 300 GR GRC Greece 
20 Hungary 348 HU HUN Hungary 
21 India, Nepal, Bhutan 64 BT BTN Bhutan 
21 India, Nepal, Bhutan 699 IN IND India 
21 India, Nepal, Bhutan 356   India, excl. Sikkim 


21 India, Nepal, Bhutan 524 NP NPL Nepal 
21 India, Nepal, Bhutan 698   Sikkim 


22 Iran 364 IR IRN Iran 
23 Iraq 368 IQ IRQ Iraq 
24 Kazakhstan 398 KZ KAZ Kazakhstan 
25 Kyrgyzstan 417 KG KGZ Kyrgyzstan 
26 Macedonia 807 MK MKD TFYR of Macedonia 
27 Moldova 498 MD MDA Moldova (Rep. of) 
28 Mongolia 496 MN MNG Mongolia 
29 North America 660 AI AIA Anguilla 
29 North America 28 AG ATG Antigua and Barbuda 
29 North America 533 AW ARB Aruba 
29 North America 44 BS BHS Bahamas 
29 North America 52 BB BRB Barbados 
29 North America 84 BZ BLZ Belize 
29 North America 60 BM BMU Bermuda 
29 North America 92 VG VGB Br. Virgin Isds 
29 North America 471   CACM, nes 


29 North America 124 CA CAN Canada 
29 North America 129   Caribbean, nes 


29 North America 136 KY CYM Cayman Isds 
29 North America 188 CR CRI Costa Rica 
29 North America 192 CU CUB Cuba 
29 North America 212 DM DMA Dominica 
29 North America 214 DO DOM Dominican Rep. 
29 North America 222 SV SLV El Salvador 
29 North America 590   Fmr Panama, excl.Canal Zone 


29 North America 592  PCZ Fmr Panama-Canal-Zone 


29 North America 308 GD GRD Grenada 
29 North America 312  GLP Guadeloupe 


29 North America 320 GT GTM Guatemala 
29 North America 332 HT HTI Haiti 
29 North America 340 HN HND Honduras 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


29 North America 388 JM JAM Jamaica 
29 North America 474  MTQ Martinique 


29 North America 484 MX MEX Mexico 
29 North America 500 MS MSR Montserrat 
29 North America 558 NI NIC Nicaragua 
29 North America 637 XX02  North America and Central America, 


nes 
29 North America 591 PA PAN Panama 
29 North America 636   Rest of America, nes 


29 North America 659 KN KNA Saint Kitts and Nevis 
29 North America 658   Saint Kitts, Nevis and Anguilla 


29 North America 662 LC LCA Saint Lucia 
29 North America 666 PM SPM Saint Pierre and Miquelon 
29 North America 670 VC VCT Saint Vincent and the Grenadines 
29 North America 796 TC TCA Turks and Caicos Isds 
29 North America 842 US USA USA 
29 North America 841   USA (before 1981) 


30 Pakistan 588   East and West Pakistan 


30 Pakistan 586 PK PAK Pakistan 
31 Poland 616 PL POL Poland 
32 Romania 642 RO ROM Romania 
33 Russia 643 RU RUS Russian Federation 
34 Serbia Montenegro 200  CSK Czechoslovakia 


34 Serbia Montenegro 890  YUG Fmr Yugoslavia 


34 Serbia Montenegro 901 KV  Kosovo 


34 Serbia Montenegro 499 XM MNE Montenegro 
34 Serbia Montenegro 688 XS SRB Serbia 
34 Serbia Montenegro 891 CS SCG Serbia and Montenegro 
35 Slovakia 703 SK SVK Slovakia 
36 South America 32 AR ARG Argentina 
36 South America 68 BO BOL Bolivia 
36 South America 76 BR BRA Brazil 
36 South America 152 CL CHL Chile 
36 South America 170 CO COL Colombia 
36 South America 218 EC ECU Ecuador 
36 South America 238 FK FLK Falkland Isds (Malvinas) 
36 South America 254  GUF French Guiana 


36 South America 328 GY GUY Guyana 
36 South America 473 XX08  LAIA, nes 


36 South America 530 AN ANT Neth. Antilles 
36 South America 532   Neth. Antilles and Aruba 


36 South America 600 PY PRY Paraguay 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


36 South America 604 PE PER Peru 
36 South America 740 SR SUR Suriname 
36 South America 780 TT TTO Trinidad and Tobago 
36 South America 858 UY URY Uruguay 
36 South America 862 VE VEN Venezuela 
37 South East Asia 96 BN BRN Brunei Darussalam 
37 South East Asia 116 KH KHM Cambodia 
37 South East Asia 866  VDR Fmr Dem. Rep. of Vietnam 


37 South East Asia 868   Fmr Rep. of Vietnam 


37 South East Asia 360 ID IDN Indonesia 
37 South East Asia 418 LA LAO Lao People's Dem. Rep. 
37 South East Asia 458 MY MYS Malaysia 
37 South East Asia 104 MM MMR Myanmar 
37 South East Asia 459   Peninsula Malaysia 


37 South East Asia 608 PH PHL Philippines 
37 South East Asia 647   Ryukyu Isd 


37 South East Asia 461   Sabah 


37 South East Asia 457   Sarawak 


37 South East Asia 702 SG SGP Singapore 
37 South East Asia 764 TH THA Thailand 
37 South East Asia 626 TL TMP Timor-Leste 
37 South East Asia 704 VN VNM Viet Nam 
38 Syria 760 SY SYR Syria 
39 Tajikistan 762 TJ TJK Tajikistan 
40 Turkey 792 TR TUR Turkey 
41 Turkmenistan 795 TM TKM Turkmenistan 
42 Ukraine 804 UA UKR Ukraine 
43 Uzbekistan 860 UZ UZB Uzbekistan 
99 Other 899 XX03  Areas, nes 


99 Other 837 XX11  Bunkers 


99 Other 221   Eastern Europe, nes 


99 Other 97 EU27 EU2 EU-27 
99 Other 697   Europe EFTA, nes 


99 Other 492 XX06  Europe EU, nes 


99 Other 838 XX07  Free Zones 


99 Other 304 GL GRL Greenland 
99 Other 536 XX09  Neutral Zone 


99 Other 490   Other Asia, nes 


99 Other 568 XX05  Other Europe, nes 


99 Other 839 XX12  Special Categories 


99 Other 581 UM UMI United States Minor Outlying Islands 
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Zone 
Num Zone Name Comtrade 


Num 
Eurostat 


Code 
ISO3 
digit Name 


99 Other 0 XX14 WLD World 
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5.2 Annex 2: Detailed Zoning of TRACECA Model 


Zone Num Zone Name Detailed Zone Num Detailed Zone Name 
1 Afghanistan 2000 Afghanistan 
2 Africa 4000 Africa 
3 Arabian Peninsula 3500 Arabian Peninsula 
4 Armenia 201 Yerevan 
4 Armenia 202 East-Armenia 
4 Armenia 203 West-Armenia 
5 Austral. Ocea. Antar. 4300 Austral. Ocea. Antar. 
6 Azerbaijan 101 East-Azerbaijan 
6 Azerbaijan 102 Nakhchivan 
6 Azerbaijan 103 West-Azerbaijan 
7 Belarus 2100 Belarus 
8 Bulgaria 301 Severozapaden 
8 Bulgaria 302 Severen tsentralen 
8 Bulgaria 303 Severoiztochen 
8 Bulgaria 304 Yugoiztochen 
8 Bulgaria 305 Yugozapaden 
8 Bulgaria 306 Yuzhen tsentralen 
9 China 2201 China North West 
9 China 2202 China North, North East 
9 China 2203 China South West 
9 China 2204 China Central, South East 


10 East Asia 3800 East Asia 
11 Europe 1 3401 Europe 1 
12 Europe 2 3402 Europe 2 
13 Europe 3 3403 Europe 3 
14 Europe 4 3404 Europe 4 
15 Europe 5 3405 Europe 5 
16 Europe 6 3406 Europe 6 
17 Europe 7 3407 Europe 7 
18 Georgia 401 Tbilisi 
18 Georgia 402 West-Georgia 
18 Georgia 403 East-Georgia 
19 Greece 2300 Greece 
20 Hungary 2400 Hungary 
21 India, Nepal, Bhutan 3700 India, Nepal, Bhutan 
22 Iran 2500 Iran 
23 Iraq 2600 Iraq 
24 Kazakhstan 501 Akmola Oblast 
24 Kazakhstan 502 Aktobe Oblast 
24 Kazakhstan 503 Almaty Oblast 
24 Kazakhstan 504 Atyrau Oblast 
24 Kazakhstan 505 West Kazakhstan Oblast 
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Zone Num Zone Name Detailed Zone Num Detailed Zone Name 
24 Kazakhstan 506 Zhambyl Oblast 
24 Kazakhstan 507 Karaganda Oblast 
24 Kazakhstan 508 Kostanai Oblast 
24 Kazakhstan 509 Kyzylorda Oblast 
24 Kazakhstan 510 Mangystau Oblast 
24 Kazakhstan 511 South Kazakhstan Oblast 
24 Kazakhstan 512 Pavlodar Oblast 
24 Kazakhstan 513 North Kazakhstan Oblast 
24 Kazakhstan 514 East Kazakhstan Oblast 
24 Kazakhstan 515 Astana city 
24 Kazakhstan 516 Almaty city 
25 Kyrgyzstan 601 Chui-Bishkek 
25 Kyrgyzstan 602 Issyk-Kul 
25 Kyrgyzstan 603 Naryn 
25 Kyrgyzstan 604 West-Kyrgyzstan 
25 Kyrgyzstan 605 Talas 
26 Macedonia 3200 Macedonia 
27 Moldova 701 Center Moldova-Chisinau 
27 Moldova 702 North-Moldova 
27 Moldova 703 South-Moldova 
28 Mongolia 2700 Mongolia 
29 North America 4100 North America 
30 Pakistan 3600 Pakistan 
31 Poland 2800 Poland 
32 Romania 811 Nord-Vest 
32 Romania 812 Centru 
32 Romania 821 Nord-Est 
32 Romania 822 Sud-Est 
32 Romania 831 Sud-Muntenia 
32 Romania 832 Bucuresti - Ilfov 
32 Romania 841 Sud-Vest Oltenia 
32 Romania 842 Vest 
33 Russia 1401 Republic of Adygea 
33 Russia 1402 Republic of Dagestan 
33 Russia 1403 Republic of Ingushetia 
33 Russia 1404 Kabardino-Balkar Republic 
33 Russia 1405 Republic of Kalmykia 
33 Russia 1406 Karachay-Cherkess Republic 
33 Russia 1407 Republic of North Ossetia-Alania 
33 Russia 1408 Chechen Republic 
33 Russia 1409 Krasnodar Krai 
33 Russia 1410 Stavropol Krai 
33 Russia 1411 Astrakhan Oblast 
33 Russia 1412 Volgograd Oblast 
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Zone Num Zone Name Detailed Zone Num Detailed Zone Name 
33 Russia 1413 Rostov Oblast 
33 Russia 2901 Russia Ural 
33 Russia 2902 Russia Central, Volga 
33 Russia 2903 Russia Siberian, Far Eastern 
33 Russia 2904 Russia Western, Central 
34 Serbia Montenegro 3300 Serbia Montenegro 
35 Slovakia 3000 Slovakia 
36 South America 4200 South America 
37 South East Asia 3900 South East Asia 
38 Syria 3100 Syria 
39 Tajikistan 901 Sogd oblast 
39 Tajikistan 902 RRP (Raiony Respublikanskogo Podchineniya) 
39 Tajikistan 903 Khatlon oblast 
39 Tajikistan 904 Gorno-Badakhshan 
40 Turkey 1010 Istanbul 
40 Turkey 1011 Erzurum, Erzincan, Bayburt 
40 Turkey 1012 Agri, Kars, Igdir, Ardahan 
40 Turkey 1013 Malatya, Elazig, Bingöl, Tunceli 
40 Turkey 1014 Van, Mus, Bitlis, Hakkari 
40 Turkey 1015 Gaziantep, Adiyaman, Kilis 
40 Turkey 1016 Sanliurfa, Diyarbakir 
40 Turkey 1017 Mardin, Batman, Sirnak, Siirt 
40 Turkey 1021 Tekirdag, Edirne, Kirklareli 
40 Turkey 1022 Balikesir, Canakkale 
40 Turkey 1031 Izmir 
40 Turkey 1032 Aydin, Denizli, Mugla 
40 Turkey 1033 Manisa, Afyonkarahisar, Kütahya, 
40 Turkey 1041 Bursa, Eskisehir, Bilecik 
40 Turkey 1042 Kocaeli, Sakarya, Düzce, Bolu,Yalova 
40 Turkey 1051 Ankara 
40 Turkey 1052 Konya, Karaman 
40 Turkey 1061 Antalya, Isparta, Burdur 
40 Turkey 1062 Adana, Mersin 
40 Turkey 1063 Hatay, Kahramanmaras, Osmaniye 
40 Turkey 1071 Kirikkale, Aksaray, Nigde, Nevsehir, Kirsehir 
40 Turkey 1072 Kayseri, Sivas, Yozgat 
40 Turkey 1081 Zonguldak, Karabük, Bartin 
40 Turkey 1082 Kastamonu, Cankiri, Sinop 
40 Turkey 1083 Samsun, Tokat, Corum, Amasya 
40 Turkey 1090 Trabzon, Ordu, Giresun, Rize, Artvin Gümüshane


41 Turkmenistan 1101 Ahal Province 
41 Turkmenistan 1102 Balkan Province 
41 Turkmenistan 1103 Dasoguz Province 
41 Turkmenistan 1104 Lebap Province 
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Zone Num Zone Name Detailed Zone Num Detailed Zone Name 
41 Turkmenistan 1105 Mary Province 
42 Ukraine 1201 Vinnytsya 
42 Ukraine 1202 Volyn 
42 Ukraine 1203 Dnipropetrovsk 
42 Ukraine 1204 Donetsk 
42 Ukraine 1205 Zhytomyr 
42 Ukraine 1206 Zakarpattya 
42 Ukraine 1207 Zaporizhzhya 
42 Ukraine 1208 Ivano-Frankivsk 
42 Ukraine 1209 Kyiv 
42 Ukraine 1210 Kirovohrad 
42 Ukraine 1211 Luhansk 
42 Ukraine 1212 Lviv 
42 Ukraine 1213 Mykolayiv 
42 Ukraine 1214 Odessa 
42 Ukraine 1215 Poltava 
42 Ukraine 1216 Rivne 
42 Ukraine 1217 Sumy 
42 Ukraine 1218 Ternopil 
42 Ukraine 1219 Kharkiv 
42 Ukraine 1220 Kherson 
42 Ukraine 1221 Khmelnytskiy 
42 Ukraine 1222 Cherkasy 
42 Ukraine 1223 Chernivtsi 
42 Ukraine 1224 Chernihiv 
42 Ukraine 1225 City of Kyiv 
42 Ukraine 1226 Sevastopol agglomeration 
42 Ukraine 1227 Autonomous Republic of Crimea 
43 Uzbekistan 1301 Andizhan 
43 Uzbekistan 1302 Bukhara 
43 Uzbekistan 1303 Djizhak 
43 Uzbekistan 1304 Kashkadarya 
43 Uzbekistan 1305 Navoi 
43 Uzbekistan 1306 Namangan 
43 Uzbekistan 1307 Samarkand 
43 Uzbekistan 1308 Surkhandarya 
43 Uzbekistan 1309 Syrdarya 
43 Uzbekistan 1310 Tashkent 
43 Uzbekistan 1311 Fergana 
43 Uzbekistan 1312 Khorezm 
43 Uzbekistan 1313 City of Tashkent 
43 Uzbekistan 1314 Republic of Karakalpakstan 
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