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THE DEVELOPMENT OF DANUBE PORTS AMID WAR
AND POST-WAR RECOVERY OF THE UKRAINE

Purpose: assessment of the development of Danube Ports amid war and post-war recovery of the Ukraine
as part of the security system for Ukraine, Europe, and the world as a whole.

Methods. In the research general scientific (analysis and synthesis, induction and deduction, analytical
grouping) and special (abstraction, modelling, etc.) methods of studying economic phenomena and processes
have been used. The object of the study is the Danube river ports.

Results. The conducted analysis showed that in the conditions of war and the blockade of the ports of
Greater Odessa, export transportation through the Ukrainian Danube ports of Reni, 1zmail, and Ust-Danube has
been activated. This was also facilitated by the dredging works in the Bystre estuary, which allowed its transport
capabilities to be used for the passage of vessels with a draft of up to 6.5 meters, and not only the Romanian
Sulina canal. The analysis showed that, in addition to positive results for Ukrainian ports, there was also an in-
crease in cargo handling volumes in Romanian ports, for example, the Sulina port has shown an increase in car-
go movement volumes in recent years. Overall, if we compare the growth rates in the direction of Danube-Black
Sea and in the opposite direction, the preference is given to the Danube-sea direction. Regarding transportation
through the Danube-Black Sea canal, recent years have also seen an increase in cargo transportation volumes,
but this is mainly due to international transportation. Domestic transportation does not show similar dynamics.
The Constanta port has also been increasing cargo handling volumes in recent years due to sea transportation,
but river transportation is also growing, although not as significantly. Unlike the mentioned ports, the Romanian
port of Galati has been decreasing cargo handling volumes since 2021. The reason for this is that, among the two
routes considered - the Danube and the Danube-Black Sea to the Constanta port, preference is given to the latter.

Conclusions. The conducted research has shown that the further expansion of navigation along the Dan-
ube using the routes Ukraine - Galati, Ukraine - Regensburg, and Ukraine-Constanta (via the Danube) will en-
sure the effectiveness of the mentioned ports and create additional conditions for the development of transport
logistics in the Danube region as part of the security system for Ukraine, Europe, and the world as a whole.

An additional advantage of such decisions is their environmental orientation, since among all types of
transport, water transport is the most environmentally friendly.

KEY WORDS: Danube ports, river logistics, eco-friendly transport, freight transportation, nternational
transportation, transport logistics, Danube region
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Introduction

One of the most important tasks today is
the restoration of Ukraine, overcoming the
consequences of hostilities on its territory, and
addressing issues of national security and de-
fense capability. This focus is emphasized in
the developed Plan for the Recovery of
Ukraine, presented in the EU. This document
identifies three most important areas on which
the future of the country and its national secu-
rity depend: logistics, reconstruction of infra-
structure, and energy. Therefore, it is possible
to solve logistical and infrastructure tasks by
expanding the use of water (sea and river)
transport and its infrastructure. Emphasizing
the Danube River is important given the limita-
tions of using traditional waterways.

An analysis of the main publications
shows that the issue of river logistics develop-
ment is considered by many researchers. For
example, studies by Kréum, M., Plazibat V.,
Gorana J. M., Wo¢jcikiewicza R., Kaupb M.,
Nowakowski T., Kulczyk J., Skupien E. & Tu-

bis A., Kolar J. & Stopka, O., Krile S. focus on
solving specific issues in the context of indi-
vidual countries, such as the Croatian transport
system and directions for integrating sea and
river ports [1], the specifics of the operation of
inland water transport in Szczecin (Poland) [2],
the determinants of the transformation of the
Lower Vistula river ports [3], the search for the
location of a multimodal logistics center at the
port on the Labe (Elbe) River [4], the devel-
opment of the inland water transport market,
and the strengthening of European cooperation
in the field of inland water transport [5]. Prob-
lems of river transport and logistics develop-
ment are also considered by a number of do-
mestic scientists [6-12], among others.

Purpose of our study assessment of the
development of Danube river Ports amid war
and post-war recovery of the Ukraine as part of
the security system for Ukraine, Europe, and
the world as a whole.

Results and Discussion

In the research process, both general sci-
entific methods (analysis and synthesis, induc-
tion and deduction, analytical grouping) and
specialized methods (abstraction, modeling,
etc.) were utilized for studying economic phe-
nomena and processes. The object of the study
is the Danube river ports.

The Danube River is one of the most im-
portant transport routes in Europe: it not only
crosses ten countries but also connects with the
Black Sea. The Danube has significant econom-
ic importance for all Danube countries. The riv-
er is navigable for 2500 km from the mouth. To
improve navigation conditions, a network of
canals has been constructed, the fairway has
been deepened in some sections, and bank re-
vetments have been carried out, among other
things. The Danube is connected by canals with
the basins of the Rhine, Elbe, Odra, and the
Black Sea (Danube-Black Sea Canal).

In recent years, access to the Black Sea
through the Ukrainian part of the Danube has
gradually lost its significance. The only ac-
ceptable through route to the Black Sea via the
Danube for a long time has been the Romanian
canals - the Sulina and the Chornavoda-
Constanta. Previously, more than 1 million tons
of cargo were annually transported through the
Ukrainian ports of Ust-Danube, I1zmail, and Re-
ni to the ports of the Mediterranean and back.
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However, these positions of Ukraine have grad-
ually been lost. With the start of the war, due to
the impossibility of using traditional sea trans-
portation through the Black Sea, the importance
of Danube logistics has increased.

If we analyze the volume of cargo trans-
portation through Ukrainian ports in recent years,
it has decreased by 2,6 times in 2022 compared
to 2021. In 2023, Ukrainian ports increased cargo
handling by 5% year on year - up to 62 million
tons. This result was achieved thanks to the open-
ing of a temporary maritime corridor. As a result,
430 ships were accepted through the corridor
under loading, and 400 ships were sent, export-
ing 12,8 million tons of cargo.

However, the dynamics of cargo handling
by ports compared to 2022 is ambiguous. Thus,
the port of Odessa saw an increase of 9% to 84
million tons; the port of Chornomorsk saw a
decrease of 3% to 11,4 million tons; and the
port of Pivdenny saw a decline of 34% to 10,1
million tons.

The most dynamic increase in handling is
observed in the Danube ports (Izmail, Reni, and
Ust-Danube). By the end of 2023, the total car-
go turnover in these ports almost doubled - to
32 million tons in 2022 - tripled to 16,5 million
tons from 5,5 million tons in 2021. In particular,
last year the volume of handling in the port of
Izmail amounted to 202 million tons (an in-
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crease of 2,3 times compared to 2022), in Reni
—10,1 million tons (+47% year on year).

Cargo transportation through these ports
was carried out using the routes shown in Fig-
ures 1 and 2.

Under such conditions, there are all rea-
sons to pay special attention to navigation on
the Danube. Due to the periodic blocking of
Ukraine's western border with Poland, increas-
ing cargo transportation to Europe via the Dan-
ube is becoming important.

Today, the Ukrainian Danube Shipping
Company (UDSC) has proposed to redirect car-
go that was transported to EU countries by
trucks to river transport. The UDSC has devel-
oped three lines for barge caravans:

1. Ukraine — Galati. The fastest route for
transferring cargo through the western border
to EU countries. Given the long distance, the

river caravan can make 5-7 trips to Galati per
month. So the delivery time of containers is
only a few days.

2. Ukraine — Regensburg. The route allows
delivery of cargo to Germany to the closest
point to the main market for Ukrainian exports.
Or to any port on the Middle and Upper Dan-
ube. However, the duration of the trip is longer
than in the case of delivery to Galati.

3. Ukraine — Constanta. Delivery of cargo
to one of the largest European seaports with
the possibility of further export to any point in
the world.

In this context, it should be understood
that such transportation has both advantages
and disadvantages, including risks.

There is indeed a threat of a seasonal
drop in the water level in the Danube, which
may affect transportation. There are cases

lzmail

Constanta

Fig. 1 — Danube route to the port of Constanta
[ https://uga.ua/meanings/sergij-kalkutin-pro-osvoyennya-dunajskih-marshrutiv-eksport-ukrayinskoyi-

agroproduktsiyi-cherez-konstantsu-osoblivosti-richkovoyi-logistiki-nyuansi-tsinoutvorennya-ta-bezpekovi-

riziki-dlya-ukrayinskog/]
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[Source: https://uga.ua/meanings/sergij-kalkutin-pro-osvoyennya-dunajskih-marshrutiv-eksport-ukrayinskoyi-

agroproduktsiyi-cherez-konstantsu-osoblivosti-richkovoyi-logistiki-nyuansi-tsinoutvorennya-ta-bezpekovi-

riziki-dlya-ukrayinskoqg/]

when caravans on the Middle Danube get stuck:
while loading, the water level dropped, and it
cannot pass through the shallow. And then they
have to wait for the water level to rise again. Last
year, 2023, the water level fell to a critical level.
All operations on the Middle (Slovakia, Serbia,
and Hungary) and Upper (Austria and Germany)
Danube were closed. But there were opportuni-
ties to use the Lower Danube (Romania, Bulgar-
ia, and Ukraine). The loading of barges fell by
30% - instead of 1,5 thousand tons, they loaded
1,1 thousand tons. But the caravans were run-
ning. There is no problem stated in the year 2024.
The water level fell, but much less than last year.
Currently, some cities in Europe are experiencing
a critical rise in the water level.

But there are far more advantages. The
Danube, for a very long time in 2022-2023, re-
placed the lack and significant limitations of
Ukrainian Black Sea ports. And the route through
the Danube naturally began to be used less after
the blockade of the ports of Odessa was lifted
thanks to the actions of the Armed Forces of
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Ukraine. The route through Poland is not a re-
placement for the Danube and Odessa, it is an
additional route for the implementation of a small
amount of products. Moreover, grain is not ex-
ported to Poland; it transits mainly to the Baltic
countries and Germany. Delivery of cargo to one
of the largest European seaports with the possi-
bility of further export to any point in the world.

According to the UDSC's plans, it is
planned to install additional barge caravans on
container lines, which will ensure the delivery of
2?1 thousand TEU per month to Regensburg
(Germany) or 5?9 thousand TEU to Constanta
(Romania). The UDSC can work with TEU/FEU
containers as well as reefer containers.

River transportations only by the UDSC
fleet are an alternative to 2-5 thousand trucks,
which has additional environmental significance.
In general, the increase in the turnover of road
transport compared to rail and sea transport is not
a positive trend since, as you know, the average
CO2 emissions per ton-kilometer in road
transport amount to 139.8 g, while in rail
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transport - only 15.6 g. Water transport is more
environmentally friendly.

Replacing road transport with river
transport will significantly reduce the specific
weight of CO2 emissions by freight road
transport. Instead of transporting large volumes
of cargo by roads, river transport can become a
more environmentally sustainable option. For
example, diesel fuel consumption for transport-
ing 1 ton of cargo by river over a distance of
400 km is 3,95 kg/t. The same transportation by
road transport requires 7,73 kg/t. As we can see,
fuel savings will be 3,78 kg.

Reorienting transport flows to river
transport can be a profitable strategy in terms of
reducing the specific weight of CO2 emissions
by freight road transport. This will not only re-
duce fuel consumption but also contribute to
reducing carbon dioxide emissions and improv-
ing the environmental condition.

Thus, the emphasis on the use of rail and
water transport is the most effective way to in-
tegrate the domestic transport system into the
European one, including taking into account
environmental standards.

It is quite understandable that water
transport also creates a certain environmental
burden, namely: increased noise (both above
water and underwater), possible oil and
wastewater spills, exhaust gas emissions (CO2,
carbon monoxide, sulfur oxides, nitrogen ox-
ides, particulate matter).

However, modern river transport is the
most environmentally friendly, along with rail
and road transport, which significantly enhances
its competitiveness given the latest trends in EU
greening and the implementation of relevant
standards. According to research by Delft Uni-
versity of Technology (Netherlands), CO2 (car-
bon dioxide) emissions from inland water
transport are approximately three times lower
(per 1 ton/km) than those from road transport.

The possibility of installing particulate
filters on river vessels allows for a reduction of
up to 90% in NOX (nitrogen oxide) emissions,
which are responsible for smog formation and
the greenhouse effect, and a reduction of up to
98% in PM10 particulate matter levels. River
transport enables the transportation of large vol-
umes of cargo. For example, a barge with a car-
rying capacity of 900 tons can replace 18 rail-
cars or 45 twenty-ton trucks.

To substantiate the ecological and eco-
nomic advantages of the aforementioned trans-
portations along the Danube, we will conduct
appropriate analytical assessments. Figure 3
shows the possibilities of transportation within
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the Danube countries-participants of the Danube
Commission.

Figure 4 shows the results of the analysis of
cargo turnover of the ports of Danube countries.

In most countries, there is an increase in
cargo transportation volumes over the study
period.

Germany: cargo transportation volumes
significantly decreased from 4.031 thousand
tons in 2014 to 2.283 thousand tons in 2023.
The lowest figure was recorded in 2022 - 241
thousand tons.

Austria: after minor fluctuations in 2014-
2017, cargo transportation volumes began to
gradually decrease from 7,604 thousand tons in
2018 to 3.688 thousand tons in 2023.

Slovakia: the cargo turnover remains sta-
ble with slight fluctuations, from 1.8 thousand
tons in 2014 to 1.619 thousand tons in 2023.
The peak was in 2015 with 2.009 thousand tons.

Hungary: the volume of transportation
increased from 5.673 thousand tons in 2014 to
6.742 thousand tons in 2020, after which it de-
creased to 3.664 thousand tons in 2023.

Croatia: the cargo transportation indica-
tors are relatively stable with minor fluctuations.
The lowest indicator was in 2018 (0.521 thou-
sand tons), and the highest was in 2017 (0.6827
thousand tons).

Serbia: there has been a significant in-
crease in the volume of cargo transportation,
from 7.27 thousand tons in 2014 to 12.440
thousand tons in 2023. Notably, there was a
sharp increase in 2022 to 12.023 thousand tons.

Bulgaria: the data for the study period is
incomplete, but there is an increase from 5.689
thousand tons in 2014 to 7.357 thousand tons in
2023.

Romania: the indicators remain high,
from 23.406 thousand tons in 2014 to 28.129
thousand tons in 2023. There has been steady
growth since 2020.

Republic of Moldova: the volume of car-
go transportation increased from 0.678 thousand
tons in 2014 to 2.605 thousand tons in 2023,
with a noticeable increase after 2019.

Ukraine: there has been significant growth
in the volume of cargo transportation from 4.547
thousand tons in 2014 to 32.940 thousand tons in
2023. A particularly sharp increase was recorded
in 2022 (16.505 thousand tons).

The total cargo transportation volume in-
creased from 62.196 thousand tons in 2014 to
95.090 thousand tons in 2023, with a noticeable
increase after 2021.

Among the Danube countries, Romania
has the largest transportation volumes, followed
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Fig. 5 — Cargo turnover volumes through the channels Izmail, Reni, Ust-Danube from 2014 to 2023

by Serbia. With the start of the war, Ukraine's
transportation volumes have significantly in-
creased due to the possibility of using the ports
of Reni, Izmail, and Ust-Danube (Figure 5).

Regarding Izmail, from 2014-2016, car-
go turnover increased, reaching a peak in 2016
(5.682 thousand tons). From 2017-2020, there
is a decrease to the lowest level in 2020 (3.245
thousand tons). From 2021-2023, there is a
significant increase, especially in 2022 and
2023, with the highest volume of 202 thousand
tons in 2023.

Regarding Reni, from 2014-2016, there
are minor fluctuations with a peak in 2014
(1.4648 thousand tons). From 2017-2020, rela-
tively stable volumes with slight fluctuations.
From 2021 to 2023, there was a sharp increase in
2022 and 2023, reaching 10.1 thousand tons in
2023.

Regarding Ust-Danube, from 2014-2020,
cargo turnover is relatively stable and low with
minor fluctuations. From 2021-2023, there is a
significant increase, especially in 2022 and 2023,
with the highest volume of 1,7 thousand tons in
2023.

Izmail has the highest cargo turnover vol-
umes among the three channels, especially since
2022. Reni, in turn, is second in terms of vol-
umes with significant growth in 2022 and 2023.

Ust-Dunaisk has the lowest cargo turno-
ver volumes but also shows growth in 2022
and 2023. All three ports demonstrate sharp
increases in 2022 and 2023.

The greatest increase is observed in 1z-
mail, where cargo turnover volumes more than
doubled in 2023 compared to 2022. All three
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channels show significant growth in 2022 and
2023. I1zmail consistently has the highest cargo
turnover figures, indicating its crucial role in
regional transportation.

Analysis of the situation in the Roma-
nian Danube ports. Figure 6 presents the anal-
ysis results of cargo transportation volumes
through the Danube-Black Sea canal from 2012
to 2023. It includes three types of shipments:
combined cargo turnover, international transpor-
tation, and domestic transportation.

The volumes of cargo transportation
through the Danube-Black Sea canal during
2012-2023 showed steady growth. During this
period, joint cargo turnover almost doubled
from 1.372 million tons in 2012 to 2.336 mil-
lion tons in 2023. International transportation
during 2012-2023 accounted for the majority
of joint cargo turnover. Their share in total
transportation volumes from 2012 to 2023
ranged from 46% to 78%.

The analysis of cargo turnover through
the Sulina port is shown in Figure 7.

The volumes of cargo transportation
through the Sulina canal during 2018-2023
showed steady growth. During this period, car-
go turnover increased more than three times.
Transportation in the direction of "Danube-Sea"
during 2015-2023 accounted for the majority of
cargo turnover. Their share in total transporta-
tion volumes from 2015 to 2023 ranged from
63% to 78%. During 2015-2023, the volumes of
cargo transportation through the canal showed
steady growth, indicating its growing role in the
global transportation system.
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Fig. 7 — Cargo volumes through the Sulina canal over the years.

The port of Galati holds significant im-
portance in the transportation market along the
Danube River. Figure 8 shows the volumes of
cargo turnover by river and sea vessels to the port
of Galati from 2015 to 2023.

Regarding cargo turnover by river vessels,
from 2015-2019, there is relatively stable cargo
turnover with fluctuations ranging from 2,961-
3,287 thousand tons. In 2020, there is a slight
decrease to 2.831 thousand tons. In 2021, there is
an increase to the highest level of 3.350 thousand
tons. In 2022, there is a slight decrease to 3.054
thousand tons. In 2023, there is a significant de-
crease to 0.915 thousand tons, which may be the
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result of significant changes in economic condi-
tions and other factors.

Regarding cargo turnover by sea vessels,
from 2015-2019, there is relatively stable cargo
turnover with fluctuations ranging from 3,821-
4,072 thousand tons. In 2020, there is a slight
increase to 4,252 thousand tons. In 2021, there is
an increase to the highest level of 4,635 thousand
tons. In 2022, there is a slight decrease to 4470
thousand tons. In 2023, there is a significant de-
crease to 2,784 thousand tons, which may also be
the result of significant changes in economic
conditions and other factors.
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Regarding cargo turnover by sea vessels,
there was a consistent decline from 1.357 mil-
lion tons in 2015 to 1.177 million tons in 2017.
From 2018 to 2019, there was an increase, par-
ticularly sharp in 2019 to 2.061 million tons.

From 2020 to 2021, this growth contin-
ued to 2.496 million tons in 2021. There was a
slight decrease in 2022 to 2.119 million tons.
However, in 2023, there was a significant de-
crease to 1.431 million tons.

Therefore, regarding river cargo turno-
ver, the figures remained relatively stable with
minor fluctuations between 2015 and 2019.
The year 2021 was the most successful with a
volume of 3.350 million tons. However, there
was a significant decrease in 2023 to 0.915
million tons. As for maritime cargo turnover,
there was a gradual decrease until 2017, fol-
lowed by stable growth until 2021. The peak
volume was reached in 2021 at 2.496 million
tons. There was a decrease in 2023 to 1.431
million tons.

River cargo turnover demonstrates more
stable figures throughout the period from 2015
to 2019, while maritime cargo turnover shows
more pronounced fluctuations. Both types of
cargo turnover reached their peak values in
2021, but river cargo turnover exhibited a
sharper decline in 2023. Both types of cargo
turnover show a trend of growth until 2021,
after which both decrease, though maritime
cargo turnover remains more stable compared
to river cargo.

Let's analyze the cargo turnover of the
Port of Constanta (Figure 9). The majority
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share of the port's cargo turnover is provided
by maritime transportation. However, the port
also utilizes the capabilities of river transport
facilities.

Regarding cargo turnover by river ves-
sels, there was a decrease from 13.229 thou-
sand tons in 2016 to 12.664 thousand tons in
2018. From 2019 to 2021, there was recovery
and growth, reaching the highest volume of
15.863 thousand tons in 2021. From 2022 to
2023, there were minor fluctuations with a
peak volume of 15.679 thousand tons in 2023.

As for cargo turnover by sea vessels,
there was a slight decrease from 46.195 thou-
sand tons in 2016 to 45.622 thousand tons in
2017. From 2018 to 2019, there was significant
growth to 51.458 thousand tons in 2019. In
2020, there was a noticeable decrease to
45,506 thousand tons. From 2021 to 2023,
there was steady growth to a peak volume of
76.821 thousand tons in 2023.

Cargo turnover of sea vessels has signif-
icantly increased, especially in 2022 and 2023,
reaching 76.821 thousand tons in 2023. The
cargo turnover of river vessels remains rela-
tively stable with a slight increase to 15.679
thousand tons in 2023. Sea vessels handle sig-
nificantly larger volumes of cargo compared to
river vessels, which is a crucial indicator for
international trade development.

Considering the viability of expanding
cargo transportation through Danube River
ports, it would be worthwhile to examine the
situation in the context of the Port of Regens-
burg (Germany).
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Fig. 9 — Volume of cargo turnover by river and sea vessels at the Port of Constanta from 2016 to 2023
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Fig. 10 — Volume of cargo turnover at the Port of Regensburg from 2016 to 2023

Figure 10 presents data on cargo trans-
portation at the Port of Regensburg. The cargo
turnover of the Regensburg port shows signifi-
cant fluctuations during the analyzed period.
The highest volume was in 2020, after which
there is a stable decline. The largest growth
was observed in 2017 and 2020, with a peak in
2020 (1.553 thousand tons). Significant decline
in 2018 and after 2020. The lowest level of
cargo turnover was recorded in 2023 (1.021
thousand tons). From 2016-2017, cargo turno-
ver increased by 11,3% from 1.350 thousand
tons in 2016 to 1.502 thousand tons in 2017.
However, from 2017 to 2018, there was a sig-
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nificant decrease by 22.2% to 1.169 million
tons. From 2018 to 2019, there was a recovery
with an increase of 18.6% to 1.387 million
tons. From 2017-2019, cargo turnover de-
creased by 25% to 1.130 thousand tons. From
2020-2023, there is a decrease of 33% to 1.021
thousand tons.

The trends of recent years, as we can
see, are negative, although there are positive
examples in 2017 and 2020. Therefore, there
are all reasons to expect that the expansion of
navigation on the Danube will increase the
cargo turnover volumes in the Regensburg port
to its planned capacities.
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Conclusions

The conducted analysis showed that in the
conditions of war and the blockade of the ports of
Greater Odessa, export transportation through the
Ukrainian Danube ports of Reni, Izmail, and Ust-
Danube has been activated. This was also facili-
tated by the dredging works in the Bystre estuary,
which allowed its transport capabilities to be
used for the passage of vessels with a draft of up
to 6.5 meters, and not only the Romanian Sulina
canal.

The analysis showed that, in addition to
positive results for Ukrainian ports, there was
also an increase in cargo handling volumes in
Romanian ports, for example, the Sulina port has
shown an increase in cargo movement volumes
in recent years. Overall, if we compare the
growth rates in the direction of Danube-Black
Sea and in the opposite direction, the preference
is given to the Danube-sea direction.

Regarding transportation through the
Danube-Black Sea canal, recent years have also
seen an increase in cargo transportation volumes,
but this is mainly due to international transporta-
tion. Domestic transportation does not show sim-

ilar dynamics. The Constanta port has also been
increasing cargo handling volumes in recent
years due to sea transportation, but river transpor-
tation is also growing, although not as signifi-
cantly.

Unlike the mentioned ports, the Romanian
port of Galati has been decreasing cargo handling
volumes since 2021. The reason for this is that,
among the two routes considered - the Danube
and the Danube-Black Sea to the Constanta port,
preference is given to the latter.

This gives reason to expect that the further
expansion of navigation along the Danube using
the routes Ukraine - Galati, Ukraine - Regens-
burg, and Ukraine-Constanta (via the Danube)
will ensure the effectiveness of the mentioned
ports and create additional conditions for the de-
velopment of transport logistics in the Danube
region as part of the security system for Ukraine,
Europe, and the world as a whole.

An additional advantage of such decisions
is their environmental orientation, since among
all types of transport, water transport is the most
environmentally friendly.
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PO3BHUTOK JYHAHCBHKHX ITOPTOB B NNEPIO/ BINHA
TA HMICJTABOEHHOI'O BIIHOBJIEHHS YKPATHA

Merta: OmiHka po3BUTKY TyHaWCHKHX IOPTIB B yMOBaX BiffHM Ta IICIIBOEHHOTO BiJIHOBJIEHHsS YKpaiHH
SIK CKJTaJIOBO1 cucTeMu Oe3mneku YKpainu, €Bponu Ta CBITYy B LIJIOMY.

Metoau. 3araqpHOHAYKOBI (aHami3 1 CHHTE3, IHAYKLIA 1 IEXyKIls, aHAJTITHYHE TPYMyBaHHA) Ta
cneniaibHi (aOcTparyBaHHS, MOJETIOBAHHS Ta 1H.) METOIH JOCTI/KEHHS eKOHOMIUYHUX SBUIL 1 IIPOLIECIB.

PesyabTaTH. [IpoBeneHunit anami3 mokasas, IO B yMOBax BiifHHM Ta Oiokamu moptiB Bemukxoi Onecn
aKTUBI3yBaJMCS EKCIIOPTHI NEpeBE3eHHS dYepe3 yKpaiHChKi AyHaicbki moptu Peni, I3main ta VYcre-ZyHail.
poMy TakoX CHIPHSIIN JHOMOTIIMOMIOBAIbHI POOOTH B TUMaHi buCTpe, 0 JO3BOIHMIO BUKOPHCTOBYBAaTH HOTO
TPAHCIIOPTHI MOXJIMBOCTI ISl IPOXOAY CY/IEH 3 0CAAKOI0 /10 6,5 MeTpiB, a He Juile pyMyHcbKoro CylliHCBKOTO
KaHay. AHaii3 NOKa3aB, 1110, OKPIM MO3UTHUBHUX PE3yJIbTaTiB JI1 YKPaiHCHKHX MOPTIB, TAKOX CIIOCTEPIranocs
301IbIIEHHS 00CATIB MEPEeBAIIKM BaHTaXIB y roprax PymyHii, Hanpukiaz, mopt CyiliHa 7eMOHCTPYE 301IbIIEHHS
00CSTiB NepeBe3eHHs] BAHTaXIB 38 OCTaHHI POKH. 3arajioM, SKIIO ITOPIBHIOBATH TEMITH 3POCTaHHS B HAIPSMKY
Jynaii-HopHe Mope Ta y 3BOPOTHOMY HalpsIMKY, TO IepeBara HalaeThcs HanpsMKy Jlynaii-mope. I{o cTocyeTs-
csl mepeBe3eHb uepe3 kanan JlyHaii-UopHe mMope, TO OCTaHHIMH POKaMH TaKOX CIOCTEpIiraeThbcsi 301IbIICHHS
o0csTiB TepeBe3eHb BaHTAXIB, ajie II€ BiJOYBA€ThCS MEPEBAXHO 32 PaXyHOK MDKHAPOIHHUX II€PEBE3CHB.
BHyTpimHi nmepeBe3eHHs HE JEMOHCTPYIOTh moaioHoi quHaMiku. [Topt KoHcTanma Takox 30inbnrye obcsaru me-
PEBAJIKM BaHTaXiB B OCTaHHI POKH 3a paxyHOK MOPCBHKUX IEpeBe3eHb, ajle PiYKOBI MIEPEBE3CHHS TaKOX 3pPOCTa-
10Th, XO4a HE HACTUIBKU 3Ha4uHO. Ha BigMiHYy Bif 3rafjaHux MOPTiB, pyMyHChkuid mopT ["amam 3 2021 poky 3HH-
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JKye 00CsATY nepeBaKy BaHTaXiB. [IpHYMHOIO OTO € Te, IO CePe IBOX PO3MIITHYTHX MapuipyTiB — JlyHaiich-
kuit Ta lyHaiiceko-HYopHoMopcebkuit 1o mopty KoHcranna, nepeBara HajaeTbest OCTaHHiH.

BucnoBku. Ilomansiie po3UpeHHs CyIHOILIAaBCTBA 1o JlyHaro 3a mapuipyramu YkpaiHa — [anarn,
VYkpaina — PerencOypr, Ykpaina — Koncranna (uepe3 [yHaii) 3a0e3meuuth e()eKTUBHICTE POOOTH 3a3HAYCHHUX
TIOPTIB 1 CTBOPHUTH AOAATKOBI YMOBH IJISi PO3BUTKY TPAHCIIOPTHA JIOTiCTHKA B J[yHallChKOMY PETiOHi SIK YacTHHA
cucteMu Oe3neku YKpaidu, €BpOIH Ta CBITY B LIJIOMY.

Jlo1aTKOBOTO TIEpPEeBaror0 TAKUX PILICHP € iX eKOJIOTIUHICTh, OCKIIBKH Cepell yCiX BUIB TPAHCIIOPTY BOJ-
HUH € HalO1IbII €KOJIOTTYHIM.

KJIIFOYOBI CJIOBA: [yHaiiceki nopmu, piukosa 102iCIuKd, eKOA02IMHO HYUCMUL MPAHCNOPM, 6dH-

MAdICHI nepese3eHHsl, MIDCHAPOOHI nepese3ents, Mpancnopmua 102icmuka, J[yHaiucbKutl pe2ion
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