Introduction

The break-up of the former Soviet Union in 1991 has marked a period of significant transition for its

fifteen former members as they have moved from exporting goods primarily within the Union and the

COMECON block in the institutional context of central planning to a situation where these countries

have been forced to restructure non-viable industries and search for new export markets. Wealthy economies

of Western Europe have provided an attractive destination for exports in this regard. Moreover, three

former Soviet Republics (Estonia, Latvia and Lithuania) joined the European Union in 2004.

The break-up also caused considerable economic hardship in the affected countries, partly due to the

sharp reduction in exports as demand from traditional recipients within the former Soviet Union and

the COMECON area fell or ceased completely. Aside from the three former Soviet Republics mentioned

above, the macroeconomic shock of this size has not surprisingly taken considerable time to recover

from, and most of the twelve countries in the Eastern Europe, Caucasus and Central Asia (EECCA) subregion

are now at output and trade levels which are at or above their 1991 benchmarks.

With Bulgaria and Romania having joined the EU on 1 January 2007, with Croatia and Turkey in accession

negotiations, the frontiers of the European Union slowly move further east, and this presents greater

opportunities for the EECCA nations to export inter-regionally and to gain access to new markets. Moreover,

the EU enlargement also reduces the number of border crossing procedures that are required when exporting

goods to European markets: the EU is a Customs Union where the border formalities are minimal, and

the risk of unnecessary bureaucracy is diminished.

The success of the Euro-Asian land transport routes ultimately remains sensitive to numerous factors,

including cost, reliability and time. However, much remains to be done to overcome the lack of appropriate

infrastructure and transport equipment, non-harmonized legislation, and institutions and practices that

are conducive to unofficial payments and red tape. The high transport costs and the longer time for goods

to reach the markets make exports from EECCA countries relatively expensive, harming their

competitiveness.

Promoting improvements to land transport connections necessitates a comprehensive, cooperative approach:

financing their materialization must follow defining the infrastructure connections. Furthermore, good

infrastructure alone is of small use if it is not accompanied by transport facilitation measures to boost

trade and economic growth.

CONSOLIDATED EURO-ASIAN TRANSPORT LINKAGES (EATL)

3.1 Description of Euro-Asian Transport Linkages

In 2003 the Executive Secretaries of UNECE and UNESCAP signed a joint letter to the 18 beneficiary

UNECE and UNESCAP member countries, inviting them to participate in the Project and to nominate

a Focal Point. The World Bank (WB), the European Bank for Reconstruction and Development (EBRD)

and the Asian Development Bank (ADB) were requested to support the implementation of the Project

and nominate their Focal Points. The designated national Focal Points prepared country reports based

on a uniform questionnaire.

The 1st Expert Group Meeting under the project was jointly organized by UNECE and UNESCAP in

Almaty, in March 2004 and hosted by the Government of Kazakhstan. Designated national Focal Points

from 16 countries together with experts from a great number of international organizations attended the

meeting. The participants agreed on the main elements of a strategy for the development of Euro-Asian

Transport Links, taking into account the major routes along the four main Euro-Asian Corridors that

had been previously agreed upon at international level and that represent an extension of the Pan-European

Transport Corridors further east. They also decided, on the one hand that major routes along these corridors

should encompass intermodal aspects, including transhipment points, and, on the other hand that border

crossing problems should be addressed. Based on this agreed strategy, and with inputs and proposals

from the national Focal Points and the assistance of external consultants, the secretariats collected and

processed related infrastructure and traffic data, consolidated and analyzed this data and prepared proposals

for consideration by the participating countries.

The 2nd Expert Group Meeting under the project was jointly organized by UNECE and UNESCAP in

Odessa, in November 2004, and hosted by the Government of Ukraine. Government representatives from

16 countries in the Euro-Asian region attending the meeting agreed on the main road and rail transport

routes connecting Europe and Asia to be considered for priority development and on approaches to

developing the routes. Furthermore, they agreed on the identification of main transhipment points along

the routes, on the completion of a Geographic Information System (GIS) database and on the identification

of priority projects along the selected routes.

The Turkish Government hosted the 3rd Expert Group meeting, jointly organized by UNECE and UNESCAP, in Istanbul in June 2005. Government representatives from 18 participating countries attending the meeting finalized and agreed with a few reservations on the main rail, road and inland water routes connectingEurope and Asia to be considered for priority development as well as on transhipment points along theseroutes. The consolidated rail, road and inland water transport routes and transhipment points are situated

within the four major Euro-Asian land transport corridors described above (Part I). On the European side,

the consolidated rail and road links connect or overlap with Pan-European Transport Corridors and Areas.

The 4th Expert Group Meeting was jointly organized by UNECE and UNESCAP in Thessaloniki in

November 2006 and hosted by the Ministry of Transport of Greece. The Meeting was attended by the

designated National Focal Points (NFP) and experts from 11 countries as well as by representatives of

a number of international institutions, organizations, port authorities and transport operators.

The experts considered the Euro-Asian Transport routes maps, which have been elaborated on the basis

of the decisions of the 3rd Expert Group Meeting and also some modifications proposed by countries

and the secretariat. They agreed that the identified projects could serve as reference from the international

perspective and emphasized the importance of national priorities attached by the individual

governments; at the same time, the Meeting encouraged participating countries to implement priority

projects along the selected routes.

The rail lines and highways selected include the Trans-Siberian routes linking the western borders of

Belarus and Ukraine with the major Russian port of Vladivostok on the Pacific Ocean, with branches

crossing Kazakhstan into China and continuing up to the Shanghai port. They also include the TRACECA

routes linking the new EU member states Romania and Bulgaria through the Black Sea, the Caucasus

countries and the Caspian Sea with Central Asian countries and China. Along the North-South axis, they

include the routes connecting the Barents and Baltic Sea regions, through the Russian territory, with the

Caucasus and Iran. Along the Southern corridor, the East-West routes link Southeast Europe with Iran,

Afghanistan and China.

The inland water links adopted to date include the Danube river, linking Central and South-East Europe

with the Black Sea and the Caucasus countries as well as the Volga-Don and the Dnepr, whilst the Ural

river links the north-western parts of Kazakhstan with Caspian Sea. The rivers Ob and Irtysh link Russia

and Kazakhstan in the East.

The priority rail, road and inland water routes and ports selected at the 4th Expert Group Meeting in

November 2006 are presented at the end of this section in tabular form. The main EATL routes are described

below.

3.2  EATL rail routes

Although the inland transport distances between major business centres of Europe and Asia are significantly

shorter than comparable maritime routes, they are still thousands of kilometres long. Given the already

existing extensive railway infrastructure and the growing importance of containerized freight

shipments, the rail sector could provide the basis for a development of competitive Euro-Asian inland

transport links as an additional alternative to that of the maritime links. The UNECE European Agreement

on Main International Railway Lines (AGC) mentioned above (section 2.1.2) specifies a number of major

routes in the West-East and North-South directions. The main international lines situated in the Caucasus

and Central Asia have been integrated into the E-rail network in January 2002, thereby extending the

trans-European routes to the borders of China, Iran and Afghanistan. The extended network connects

western Europe with Asia through a number of major lines: E-20 from Oostende in Belgium through

Germany, Poland, Belarus and the Russian Federation to Vladivostok on the Pacific Ocean; E-50 from

Paris, France through Switzerland, Austria, Hungary, Ukraine and the Russian Federation to Druzhba

(Dostyk) in Kazakhstan on the border with China; E-60 from Batumi (Georgia), via Baku (Azerbaijan),

crossing the Caspian Sea to Ashgabat (Turkmenistan), Buchara and Tashkent (Uzbekistan) and connecting

to E-50 in Arys (Kazakhstan). This entire network is further completed with a number of branches ensuring

comprehensive North-South coverage.

From the Asian side, the Intergovernmental Agreement on the Trans-Asian Railway Network (as mentioned

in the section 2.1.6) specifies major railway lines covering 28 Asian countries. TAR network stretches

to Turkey and countries in Central Asia and the Caucasus, providing railway linkages to the borders of

the European countries.

The EATL Rail Route 1 (known also as the Trans-Siberian route) is over 10 000 km long, its branches

stretching from the eastern borders of the EU (Finland, Hungary, Poland, Lithuania) to the Russian Pacific

port of Nakhodka and the Russian-Chinese border. Route 1 extends the Pan-European Transport Corridors

(PETCs) II, V and IX eastwards. Its principal advantages include a small number of border crossings,

the electrified traction and the uniform (1520 mm) gauge. Parts of the route situated within the European

part of the Russian Federation belong to the E-rail and E-combined transport networks. Most of the route

is also part of the TAR network. At present, Route 1 provides the backbone for the long-distance surface

container transport between Europe and East Asia. One reported disadvantage of Route 1 are the

comparatively high charges for container handling at the Nakhodka port.

The EATL Rail Route 2 spans over more than 8 000 km from the eastern borders of the EU with Belarus

and Ukraine across the Russian Federation, Kazakhstan and Eastern China to the ports of Lianyungang

and Shanghai. Route 2 extends PETCs II and IX towards Asia with most parts of this route belonging

to the TAR network. It coincides with Route 1 on the sections between the EU borders and the city of

Yekaterinburg in central Russia. Compared to Route 1, there are some disadvantages: firstly, the broad

1520 mm gauge changes at the Kazakh-Chinese border to the 1435 mm standard prevailing in China;

secondly, sections of Route 2 have not been electrified; thirdly, there are two additional border crossings

and, lastly, the capacity of the section between Kazakhstan and the Chinese ports is limited.

The main branch of the EATL Rail Route 3 leads from the south-eastern EU border (Hungary-Romania)

to the Lianyungang and Shanghai ports. Route 3 extends PETCs IV, VIII and IX as well as the TRACECA

to Eastern China; significant parts of the route belong to the TAR network. Route 3 includes two ferry

crossings, from Constanta on the Romanian Black Sea coast to the Georgian ports of Batumi or Poti

and from the Azeri port of Baku on the Caspian Sea to the Aktau port in Kazakhstan. Before reaching

China, Route 3 and its branches pass through a significant number of countries and border crossings;

gauge changes are necessary at the borders of EECCA countries with China and Romania.

The EATL Rail Route 4 provides an alternative link between South-Eastern Europe and the Lianyungang

and Shanghai ports, passing through Bulgaria, Turkey, Iran, Uzbekistan and Kazakhstan. It provides an

extension to PETCs IV, VIII, X and the TRACECA route to the Chinese seaboard, also with parts of

the route belonging to the TAR network. There are two limitations to that route: there are two gauge

changes (Iran-Turkmen border and the Kazakh-Chinese border) and large sections of Route 4 have not

been electrified. In principle, Route 4 could become a major artery for container shipments between

Europe and China. In practice, only limited quantities (one container train per week) move between Turkey

and Central Asia.

The EATL Rail Route 5 connects northern Europe to Iran, extending from the Finnish-Russian border

southward to the Caspian Sea and terminating at the port of Bandar Abbas in the Persian Golf. Almost

the whole route is part of the TAR network. For the time being, the capacity of Route 5 is limited by

the bottlenecks on the Iranian side of the Caspian Sea where major installations in the Anzali port and

Rasht remain incomplete. When the construction work is completed, Route 5 could significantly reduce

freight transport times between Iran and the EU.

The EATL Rail Route 6 provides an alternative connection between the eastern borders of the EU (Hungary,

Poland) with Russia’s Pacific coast, while moving across Ukraine and Russian Federation (south of Route

1) towards the port of Vladivostok as well as traversing briefly the Kazakh territory. Route 6 provides

an extension of PETCs III, V and IX towards the Pacific Ocean. Again, parts of the route belong to the

TAR network.

The EATL Rail Route 7 provides an alternative connection between the EU and the Lianyungang and

Shanghai ports, passing through the territory of Ukraine, the Russian Federation, Kazakhstan, Uzbekistan

and China. It extends PETCs III and V given that the whole route belongs to the TAR network. Large

sections of Route 7 on the Kazakh, Uzbek and Chinese territory are not electrified.

The EATL Rail Route 8 passes from Poland to Ukraine, southern Russia, Georgia and Azerbaijan to

the Iranian border at Astara. Thus it provides another extension to PETCs III and V with most parts of

the route belonging to the TAR network.

The EATL Rail Route 9 provides a connection from the northern Europe through the Russian Federation

to Central Asia (Kazakhstan, Uzbekistan and Tajikistan). Significant parts of the route belong to the TAR

network. Since long sections of Route 9 are not electrified, the capacity of the route is subject to limitations.

3.3 EATL road routes

The UNECE European Agreement on Main International Traffic Arteries (AGR) described above (section

2.1.1) was extended in December 2001, incorporating major international roads into the Caucasus and

Central Asia. The extended network includes major east-west reference roads such as the E-40 from

Calais, France to Ridder, Kazakhstan, which follows roughly the path of the ancient Silk Road, the

E-60 from Brest, France to Irkeshtam at the Kazakh-Chinese border or the E-80 from Lisbon, Portugal

to Gürbulak on the Turkish-Iranian border. It also includes major north-south roads, e.g. the E-123 from

Chelyabinsk in proximity to the Ural Mountains in the Russian Federation to Nizhniy Panj at the Tajik-

Afghan border.

The Intergovernmental Agreement on the Asian Highway Network (as mentioned in the section 2.1.5)

describes major road routes in 32 Asian countries. AH network covers extensive road network in Turkey

and countries in Central Asia and the Caucasus, providing road transport linkages to the borders of the

European countries.

The EATL Road Route 1 starts on the eastern borders of the EU with Belarus as well as the Russian

Federation and continues across the Russian territory to the nation’s Pacific coast, extending PETCs II,

V and IX. Parts of the route belong to the AH network. It runs parallel to the Trans-Siberian railway

mentioned above. The uneven quality of road infrastructure as well as a lack of safety in some areas

implies that Route 1 is unlikely to be used widely for transcontinental trucking or passenger car trips,

especially during the winter months.

The EATL Road Route 2 is parallel to the Rail Route 2 described above. It extends PETCs II and IX

and almost the whole route belong to the AH network.

The EATL Road Route 3 starts on the eastern borders of the EU with Ukraine and ends on the Chinese

seaboard (Lianyungang and Shanghai ports), passing through the Ukraine, Russian Federation, Kazakhstan,

Kyrgyzstan and eastern China. Route 3 extends PETCs II, IV, V, VIII and IX eastward and parts of the

route belong to the AH network. Altogether, there are eight border crossings between the EU points of

origin and final destinations in China. The road quality varies significantly, especially in Central Asia.

The EATL Road Route 4 connects South-Eastern Europe to the Lianyungang and Shanghai ports, passing

across Romania, Georgia, Azerbaijan, Kazakhstan, Uzbekistan, Kyrgyzstan and eastern China. It provides

an extension to PETCs IV, V and IX. Route 4 involves two Ro-Ro ferry crossings (from Romania to

Georgia and Azerbaijan to Kazakhstan) and eight border crossings. The quality of the route is uneven,

changing from a broad four-lane highway to a narrow two-lane road in some parts.

The EATL Road Route 5 connects South-East Europe to the Lianyungang and Shanghai ports, starting

on the Serbian-Bulgarian border and continuing through Bulgaria, Turkey, Iran, Afghanistan,

Uzbekistan and Kyrgyzstan. It extends PETCs IV, V, VIII and IX. Significant parts of the route belong

to the AH network. There are eight border crossings and the road quality varies significantly in Central

Asia.

The EATL Road Route 6 connects northern Europe to Iran, extending from the Finnish-Russian border

southward to the Caspian Sea and terminating at the port of Bandar Abbas in the Persian Golf. Almost

the whole route belongs to the AH network and it runs in parallel to the EATL Rail Route 5.

The EATL Road Route 7 connects the Murmansk port on the northern shore of the Kola Peninsula

(in the proximity of Finland and Norway) with the Odessa port in southern Ukraine while passing through

northwest Russia and Belarus. Between St Petersburg and Odessa, Route 7 coincides with the

PETC IX.

3.4 EATL inland water routes and inland ports

The UNECE European Agreement on Main Inland Waterways of International Importance (AGN)

mentioned above (section 2.1.4) covers around 28 000 km of main navigable rivers and canals as well

as about 350 ports of international importance extending from the Atlantic Ocean to the Ural mountains

and connecting 37 countries in Europe and beyond. Table 3.3 highlights the importance of E-waterways

in the EATL context. Table 3.4 summarizes the inland river ports along selected IWT linkages.

A number of inland container depots and transhipment facilities assure the intermodal connectivity within

the EATL network. The UNECE European Agreement on Important Combined Transport Lines and Related

Installations (AGTC) described above (section 2.1.3) identifies all major European rail lines used in

international combined (road/rail) transport as well as the terminals, border crossing points, ferry links

and other installations relevant to international combined transport. The UNECE is currently considering

the extension of the AGTC network into the Caucasus and Central Asia. Such an extension could enhance

the economic feasibility and environmental sustainability of the EATL system.

