
Edi t i on  61  o f  Po r t  Tec hno log y 
International (February 2014) featured an 
article on ‘Dry bulk cargo in Ukrainian 
ports’. During the past months, the events 
in the Ukraine have hit world headlines. In 
this contribution, we discuss how current 
and recent events and developments in 
the Ukraine and the Black Sea region are 
affecting Ukrainian ports.

Turbulent times in Ukraine
After the referendum in Crimea on 
March 16, 2014, the Autonomous 
Republic of Crimea became a part of the 
Russian Federation on March 18, 2014. 
This event incurred a complete change 
of legislative and regulatory institutions 
for ports and railways which previously 

were a part of the Ukrainian state-owned 
and centrally regulated transport network. 
Moreover the tensions in the eastern and 
southern part of Ukraine are threatening 
the present integrity of the state. 

The European Union and the US 
continue to put pressure on Russia to help 
solve the clashes with pro-Russian rebels 
in the east of the country. The political 
situation in Ukraine was influenced by 
the presidential elections on May 25, 
2014, won by Petro Poroshenko. 

In late June 2014, Ukraine and the 
European Union signed a free-trade pact. 
Just like Georgia and Moldova, Ukraine 
has the ultimate goal of entering the EU. 
However, the EU has made no promise it 
will allow entry to Ukraine. The signing 

of the pact is a key action as Ukraine's 
former pro-Russia president Viktor 
Yanukovich turned his back on signing 
the EU agreement in November 2013. His 
position in favour of closer ties with Russia 
prompted months of street protests that 
eventually led to the Ukrainian crisis. The 
recent events in Ukraine might even turn 
out to be more significant to the country 
than the independence from the Soviet 
Union in 1991.

D ur ing  the  pas t  ha l f  year, the 
Ukrainian economy destabilised with the 
local currency devaluating by about 35%. 
The heavy industry activities in the east 
of Ukraine (Donbas and Poltava Region) 
are facing hard times. Russia-Ukraine 
trade relations are also affected by the 
recent turmoil. In a reaction to the trade 
agreement between EU and Ukraine, 
Russia has threatened to withdraw 
the duty-free treatment that Ukraine 
currently benefits from as a member of 
the Commonwealth of Independent 
States (CIS) free trade agreement. If 
Russia would start to impose customs 
duties, Ukraine’s exports could be heavily 
affected (particularly base metals, grains, 
machinery, equipment and food). Despite 
the crisis, Russia remains a key trade 
partner of Ukraine: 24% of its exports are 
related to Russia. A way out for Ukraine 
would be to re-export EU products to 
Russia thereby avoiding possible Russian 
duties. 

Cargo impacts on Crimean ports
The Ukrainian port system is feeling 
the full impact of the crisis. This section 
describes the expected intra-Ukrainian 
cargo-flow shifts; more precisely, which 
cargoes are more likely to be rerouted to 
continental Ukrainian ports and which 
will stay bounded to Crimea. 

The Ukrainian crisis: 
Impact on the regional 
port system

Kateryna Grushevska and Prof Theo Notteboom 
ITMMA, University of Antwerp, Belgium

Figure 1: Ports of Black Sea

1   Edit ion 63: September 2014 www.por ttechnolog y.org

GloBal ISSueS 
In PartnerShIP wIth  



There are five ports  in Crimea: 
Yevpatorya, Sevsatopol, Yalta, Feodosiya 
and Kerch. Several factors affect cargo 
traffic rerouting in these ports:
•	 There is a clear reluctance of foreign 

cargo owners to send cargo via these 
ports. They will most likely prefer 
more stable Ukrainian ports such as 
Odessa, Yuzhnyi or Illyihevsk. The 
main cargoes handled in Crimean 
ports were grains (mainly in Avlita 
port for the global traders such as 
Kernel, Luis Dreyfus etc) and metals 
by SCM holding (in Avlita).

•	 Crimea is facing challenges with 
hinterland connections. The only 
way to avoid a transit via Ukraine 
is by ferry via Kerch port to Taman 
and Caucasus port of Russia. 

•	 The plans for the Kerch bridge have 
been revived (estimated cost about 
RUB50 billion or US$3 billion) and 
the construction is expected to take 
three to four years. However, no 
real investment plans were officially 
published.

•	 The capacity of Kerch port is very 
low because of several reasons: (i) 
the current daily loading/unloading 
capacity is about 50 wagons; (ii) 

there are about 200km of one-
direction, non-electrified railway. 
Assuming that in over four years 
there will be a bridge connecting 
the Crimean territory with the 
continental part of Russia, the 
maximum capacity of the whole 
transportation corridor (Taman-
Kerch-Feodosia) will reach 12-15 
trains per day (Centre for Transport 
Strategies (CFTS)).

•	 Russia’s deputy prime-minister 
Rus tam Temirga l i e v  recent l y 
communicated that the ports of 
Feodosiya and Yevpatoriya are going 
to be closed, and a new road will be 
constructed between Yalta, Alushta 
and Feodosia. These developments 
among others are expected to be 
included in the ‘Project of Territorial 
Planning of Crimea’, presented 
to the government of the Russian 
Federation for final approval on 
June 1, 2014. The reasoning behind 
the closure of these two ports, as 
explained by Crimea’s minister of 
transport Yuriy Shevshuk, is that 
the cargo handled in Crimean ports 
was mainly to/from the continental 
part of Ukraine. As Crimea has 

become literally isolated from the 
continental part of Ukraine, the 
future port volume prospects are low, 
unless the political relations between 
U kra ine , Russ i a  and  Cr imea 
improve. 

The prevailing cargo type for Crimean 
ports was oil fuel and oil products 
(4.2 million tons in 2013). The ports 
involved in the liquid bulk handling 
were Kerch (1.9 million tons), Feodosiya 
(2.1 million tons) and the remaining 
share was shipped via Sevastopol. Most 
of the oil and oil products were transit 
cargoes, originating from Russia and 
Kazakhstan. About 15 million tons of 
liquid bulk (exports of Russian oil and 
oil products) are handled offshore in 
the Kerch strait. As it concerns cargoes 
with a Russian and Kazakh origin, it is 
likely that these cargoes will continue to 
be handled via Crimean ports. However, 
port operations at Feodosiya have a big 
probability of being suspended due to 
new governmental policy. 

Experts believe that 7% of the metal 
products of SCM holding that were 
handled in Avlita (private terminal in 
Sevastopol port) will be redirected to 
Odessa/Yuzhnyi ports (see also www.

top:Cargo through ukrainian ports expressed as a share of other regional ports; 
Bottom: throughput of various cargoes through ukrainian ports.
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cf ts.org). The redirecting of these 
metal cargoes to ports in the Azov Sea 
(Berdyansk, Mariupol) is less viable, 
because of their limited draft and ice 
conditions in winter time. Moreover the 
passage via Kerch strait is operated by the 
Russian pilotage agency, and all shipping 
activities are affected by the political 
agreements between Ukraine and Russia. 

According to experts and business 
representatives from Ukrainian ports, 
the grain terminals on the continental 
part of Ukraine have enough capacity in 
place to welcome the rerouted grain flows 
previously handled in Crimean ports. The 
main terminals are located in the Great 
Odessa region (ports of Odessa, Yuzhnyi 
and I l lichevsk). The total terminal 
capacity amounts to 50 million tons per 
year with a draft of 18-20m. 

There are several Crimean ports 
handling sand and cement: Sevastopol 
Fishery port, Yevpatoriya, Yalta and 
Kerch. There might occur complications 
with the export of construction materials 
(mainly sand) with a Crimean origin at 
the local company Suesta which operates 
via its private port in Kamyshovaya bay 
in Sevastopol Fishery port (800,000t tons 
exported per year). In the surroundings 
of Kerch port there is a private cement 
factory owned by Altkom said to be owned 
by Aleksandr Tyslenko. Moreover, this 
factory has a dedicated deep-sea terminal 
for handling four million tons of cement 
per year. Cement is not officially recorded 
in the statistics of Kerch port. So, when it 
comes to the export of cement and sand 
the ports may still remain at the same 
level because of the locational proximity 
and transport costs, though the enterprises 
owned by Ukrainian businessmen are 
expected to be affected. Note that people 
having businesses in Crimea cannot 
be citizens of Ukraine, except if they 
are Crimeans. Recently the Ukrainian 
parliament accepted a law on ‘the rights 
and freedoms of citizens in the temporarily 
occupied territory of Ukraine’. 

T h e  o n l y  p o r t  t h a t  r e c e i v e d 
cons ide rab le  impor t  c a rgoes  was 
Yevpatoriya. It mainly deals with roro 
cargoes (about 33,800 cars were handled 
in 2013). Apparently these cars will not 
enter via Crimea anymore, because of the 
isolated and limited consumer market 
and because of the recent intention of 
the local government to stop all cargo 
operations in Yevpatoriya port.

Russian cargo transiting at 
Ukrainian ports?
Russia remains an important country 
for the Ukrainian port system. Russian 

cargo (export) through Ukrainian ports 
amounted to 27 million tons in 2013, or 
about 18% of total Ukrainian port traffic. 
This figure includes 11 million tons of 
Russian coal and ore (about 25% of total 
coal and ore traffic in Ukrainian ports). 
The port of llichevsk handles almost all 
ferro-volumes with a Russian origin (1.8 
million tons). Most other Russian cargo 
passes via the Great Odessa ports. The 
container flows transiting to/from Russia 
and handled by Ukrainian ports are very 
small mainly because of the customs 
bureaucracy in Ukraine. 

For many years, Russia has developed 
plans to build a new Greenfield port, ie 
Taman, in the eastern part of the Black 
Sea. The port should be operational in 
2020. Given the recent Ukrainian crisis, 
it now remains unclear whether Russia 
will go ahead with the plan to build 
Taman Port or, alternatively, might opt 
for a further development of the port 
of Sevastopol in Crimea. Recently, the 
Russian Federation president’s economic 
advisor warned that they are currently 
reassessing the infrastructure investments 
for this year (USD$3 billion or RUB100 
billion). These investments were initially 
planned for the Taman port construction 
and the bridge construction over the Lena 
River. A decision on the infrastructure 
investments will be taken soon. In our 
view, the large Taman project seems 
to be more important for the Russian 
Federation. The port is planned to have 
a draft allowing vessels of up to 150,000 
DWT, a total capacity of 50 million tons 
in Phase 1 (ultimate capacity is about 
100 million tons), facilities for dry bulk, 
general cargo and containers, no weather 
delays (unlike Novorosiysk) and rail and 
road connections (unlike Novorosiysk).       

The implementation of the Taman 
port project will facilitate the process 
of  diver ting Russian cargo out of 
Ukrainian ports. It will also facilitate 
the introduction of direct cal ls  to 
Russian ports. This development can 
even generate a cargo shift from Baltic 
gateway ports to Black Sea gateways in 
view of reaching the Russian hinterland, 
particularly since sailing from the East to 
Taman port would require 12 sailing days 
less than to Baltic ports. It is important 
to mention that 60% of the Russian 
population is closer to the Black Sea 
than to the Baltic Sea. During the USSR 
era, 70% of USSR cargo was shipped 
via Black Sea ports (with Odessa and 
Illichevsk now being part of Ukraine). It 
seems the Black Sea ports, particularly 
Russian ports, will regain their key 
position to accommodate Russian cargo. 
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