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The relevance of this research is driven by the growing importance of transport integration, which is one of the key
factors in the economic development of the Eastern Partnership countries and in establishing regional cooperation
between them and the European Union. This process contributes to increasing the mobility of goods, services, and
people, reducing logistics costs, expanding access to the markets of friendly neighboring countries in the East, and
stimulating investment in domestic transport infrastructure. The aim of the article is to study the real and potential
economic effects of transport integration between the EU and the Eastern Partnership. In the context of integrating
EU transport systems, it has been established that the economic effects of integration are distributed asymmetrically
among the Eastern Partnership member states. The phenomenon of asymmetry arises due to differences in these
countries’ levels of participation in integration processes, varying capacities for modernizing transport infrastructure,
the presence of direct transit routes, as well as political, institutional, and economic barriers.

Keywords: transit and logistics corridors, logistics costs, alternative logistics routes, harmonization of standards
and regulations, partner countries.

AKTYaJTbHICTb AOCNIMKEHHSA 3yMOB/IEHA 3POCTaHHAM 3HaYYLLOCTi TPAHCNOPTHOI iHTerpadji, Wo € O4HUM i3 Kio-
YOBMX UYMHHWKIB €KOHOMIYHOTO PO3BUTKY KpaiH CXigHOro napTHepCTBa Ta HaarofKeHHs perioHasbHOI cnisnpavi
MK HUMK | €Bponeiicbkum Cotozom. Lielt npouec cnpusie nigBuLLEHHIO MOGINILHOCTI TOBapIB, MOC/YT | HACENEHHS,
3HVDKEHHIO NOTICTUYHKX BMTPAT, PO3LLMPEHHIO AOCTYNY A0 PUHKIB APYXHiX KpPaiH-CyCifiB Ha CX0fi Ta CTUMY/IOBaH-
HIO IHBECTMLI Yy BITYM3HSHY TPaAHCMNOPTHY iHPaCTPYKTYpy. METOI CTaTTi € BUBYEHHS peasibHUX Ta NOTEeHUIAHNX
€KOHOMIYHMX eddekTiB TpaHCNopTHOI iHTerpauii EC i CxigHOro napTHepcTBa. Y KOHTEKCTi iHTerpavii TpaHCnopTHUX
cuctem €C BCTAHOB/EHO, WO €KOHOMIYHI eddekTu Big, iHTerpawii po3noginaTbCa aCUMETPUYHO MiX AepXasamu
yyacHuLAMKY CXiZHOTo NapTHePCTBa. FABMLLE aCMETPUYHOCTI BUHMKAE Yepes Pi3HUiA piBEHb 3a/1y4eHOCTi Takmx Kpa-
TH [0 iHTerpauiliHix NPOLECiB, Pi3Hi MOX/IMBOCTI MOAEPHI3aLii TPaHCNOPTHOT IHPACTPYKTYPU, HAABHICTb NMPSMUX
TPaH3UTHMX MapLLPYTIB, a TaKOX NOJITUYHI, IHCTUTYLiHI Ta eKOHOMIYHI 6ap’epu. Kelic-aHani3 nokasas, Lo KpaiHu 3
aKTUBHOIO iHTerpaLjieto — Ti, WO MatoTb TiCHY cniBnpauto 3 €C, aganTyoTb €BPONECLKI CTaHAapTh, MOAEPHI3YOTb
TPaHCNopTHY iHppacTpyKTypy Ta 6epyTb yyacTb Y CRiSIbHUX nporpamax — OTPUMYHOTb 3HAYHO GiNbLUi Ta WBKUALLI
€KOHOMIYHI BUrogun. [Jo HUX HaNexuTb 3pOCTaHHA IHBECTULA, MOKPALLEHHS NOTICTUKW, MPUCKOPEHHS TPAH3UTHNX
MOTOKIB Ta PO3LUMPEHHSA AOCTYMy 40 puHKiB EC. Keiic-aHani3 nokasas, WO KpaiHM 3 0OMEXEHO iHTerpauieto —
y 3B'I3KYy 3 MOJITUYHUMM KOH(DAIKTaMu, reorpadiivuHo BigAa/IEHICTIO, CIABKUMU IHCTUTYLSAMM 260 eKOHOMIYHMMU
6ap’epamm — Bia4yBatoTb MOBI/IbHILLE, MEHLL Big4yTHE abo 06MeXeHe NPOSIBNIEHHST EKOHOMIYHKX edhekTiB. Lle o3Ha-
yae, L0 OAHa i1 Ta cama NoniT!Ka Y1 Nporpama NpUHOCKTL Pi3HI EKOHOMIYHI BUroAW A/1S1 Pi3HKX KpaiH 3a/1eXHO Bif
PiBHA IXHLOT y4aCTi, FOTOBHOCTI [0 iHTErpawii Ta HaLioHa/IbHOr0 KOHTEKCTY PO3BUTKY. TakuM YUHOM, aCUMETPUYHICTb
€KOHOMiYHMX ehekTiB TpaHCNOPTHOI iHTerpavii €C i CxigHoro napTHepcTBa NigKpectoe HeobXigHICTb andepeHLi-
ioBaHoOro nigxo4y A0 PO3BUTKY TPAHCMOPTHOT NOAITUKK, (hiHAHCYBaHHSA Ta NiATPUMKY iIHPACTPYKTYPHUX iHILiaTB y
pi3HUX KpaiHax perioHy. MNepcnekTyBy Nojanblumx AOCNIMKEHb NOMAra0Th Y KifIbKICHOMY OLIHIOBaHHI aCUMETPUYHUX
€KOHOMIYHMX edheKTiB TPaHCMOPTHOI iHTerpaLii Ha piBHI okpeMmux kpaiH CxigHOro napTHepCTBa Ta aHasisi BNnBy
reonofiTUYHNX, IHCTUTYLIRHMX i hiHAHCOBMX (PaKTOPIB Ha iXHI0 MaKCMMi3aL,ito.

KntouoBi cnoBa: TpaH3uUTHI i SIOTICTUYHI KOPUAOPK, NOTICTUYHI BUTPATH, aNlbTEPHATUBHI NIOTICTUYHI MapLUpyTH,
rapMoHi3aLjis cTaHAapTiB i npaBun, KpaiHu-napTHepu.
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Problem statement. The relevance of
this research is determined by the increasing
importance of transport integration, which is a
key factor in the economic development of the
Eastern Partnership countries and in establishing
regional cooperation between them and the
European Union. This process contributes to
enhancing the mobility of goods, services, and
people, reducing logistics costs, expanding
access to the markets of friendly neighboring
countries in the East, and stimulating investment
in domestic transport infrastructure.

One of the priority areas of this interaction is
transport integration, which involves: connecting
the Eastern Partnership countries to the
Trans-European Transport Network (TEN-T);
developing transit and logistics corridors between
the EU and partner countries; implementing
infrastructure projects under programs such as
EU4Transport, Connecting Europe Facility, and
the Eastern Partnership Transport Panel; as
well as harmonizing technical standards, safety
regulations, and environmental requirements.

An active process of transport integration is
currently underway between the European Union
and the Eastern Partnership countries, already
yielding noticeable economic benefits. At the
same time, following Russia's full-scale invasion
of Ukraine, the structure and dynamics of this
process have undergone significant changes —
particularly, the reorientation of transport flows,
the increased role of alternative logistics routes
(through Poland, Romania, and the Baltic ports),
and the heightened strategic importance of
transit cooperation with the EU for Ukraine and
several other Eastern Partnership countries.

Overall, the economic effects of transport
integration between the European Union and the
Eastern Partnership countries show a positive
trend; however, the scale and intensity of these
effects vary significantly among individual
partner countries. In some cases — particularly
for Ukraine, Moldova, and Georgia — the potential
benefits of integration may be considerably
higher due to their geostrategic location, transit
potential, and more active participation in TEN-T
projects. At the same time, for other Eastern
Partnership states (Armenia, Azerbaijan), the
economic outcomes remain limited, highlighting
the need for a deeper case-based analysis of
regional differences and influencing factors.

Analysis of research and publications. The
problems and specific features of transport
integration between the EU and the Eastern
Partnership countries have been systematically
examined in the studies of Rabinovich M. [6-7],

Tsebeko O., Shumska M.-T. [8], Kvasha S. M.,
Faichuk O. M., and Faichuk O. V. [2]. In
particular, these scholars have made a significant
contribution by thoroughly addressing both
theoretical and practical aspects of transport
integration between the European Union and the
Eastern Partnership countries, identifying key
barriers to the harmonization of transport policies,
and formulating recommendations for adapting
national strategies to European standards.
Furthermore, Rabinovich M. [6-7] has conducted
a detailed analysis of the impact of regulatory,
institutional, and infrastructural factors on the
effectiveness of integration processes, outlined
prospects for the development of a common
transport space, and examined mechanisms for
its implementation in the context of the European
integration course.

Identification of previously unresolved aspects
of the overall problem. Atthe same time, the issue
of assessing the real and potential economic
effects of transport integration between the
EU and the Eastern Partnership countries has
remained insufficiently addressed by scholars.
Without analyzing these economic effects, it is
difficult to determine the extent to which transport
integration contributes to economic growth,
trade development, or the enhancement of the
competitiveness of the Eastern Partnership
countries. Alimited understanding ofthe economic
consequences also prevents governments and
regional institutions from making well-grounded
decisions regarding infrastructure investments
and setting integration priorities.

Formulation of the article's objectives.
Accordingly, this article aims to study the real and
potential economic effects of transport integration
between the EU and the Eastern Partnership.
The study employs a case study approach as
the main research method, which involves an
in-depth examination of a specific case or group
of cases to understand, explain, and evaluate a
particular phenomenon. In applied research on
the economic effects of transport integration, the
case study method allows for:

1. Examining specific countries or projects —
for example, the integration of Ukraine, Georgia,
and Moldova into the European transport
network.

2. Assessing the practical economic
consequences — such as changes in revenues,
investments, and other indicators.

3. Highlighting differences between
research subjects — for instance, the asymmetry
of effects among different Eastern Partnership
countries.
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4. Identifying the causes and mechanisms
of these effects through the analysis of transit
potential, infrastructure modernization,
integration into TEN-T, and institutional factors.

The paper main body. Within the framework
of the study, attention was focused on analyzing
the economic consequences of transport
integration, examined through the prism of direct
and indirect effects arising from the interaction
of transport systems, infrastructure, regulatory
frameworks, and logistics processes between
the European Union and the Eastern Partnership
countries, which currently include Azerbaijan,
Armenia, Georgia, Moldova, and Ukraine. Until
2021, Belarus was also part of this initiative;
however, following the events of 2020 related to
large-scale repressions against civil society and
its subsequent support of Russia’s aggression
against Ukraine, the European Union suspended
Belarus’s political participation in the Eastern
Partnership, maintaining only limited technical
contacts — primarily to support Belarusian civil
society outside the country [1].

In theory, these effects are manifested in
measurable changes in various economic
indicators. In particular, the indicators can
be conditionally divided into several groups:
macroeconomic effects, microeconomic effects,
and institutional and structural effects.

The macroeconomic effects of transport
integration between the EU and the Eastern
Partnership are characterized by a set of
diverse systemic changes in national economies
resulting from the deepening of transport and
logistics links between the European Union and
the Eastern Partnership countries. They are
manifested through [2; 6-7]:

— An increase in the volume of foreign
trade between the EU and partner countries due
to improved transport accessibility and reduced
logistics costs.

— Growth in transit revenues and tax
receipts resulting from more intensive use of
transport corridors and the expansion of transit
services.

— Stimulation of economic growth and
employment in the transport sector and related
industries  (construction, logistics, vehicle
manufacturing).

— Attraction of foreign direct investment
(FDI) for the modernization of transport
infrastructure, ports, logistics hubs, and border
crossings.

Taken together, these factors contribute to
strengthening regional economic integration,
enhancing the competitiveness of national

economies, and increasing the role of the
transport sector as a driver of trade and
investment flows.

Microeconomic effects of transport integration
between the EU and the Eastern Partnership
are usually considered as changes in the
activities of individual enterprises and business
structures that arise as a result of improved
transport accessibility, integration of logistics
networks, and harmonization of standards
between the European Union and the Eastern
Partnership countries. They manifest themselves
through [6; 8]:

— Reduction of logistics and transaction
costs for enterprises, achieved through route
optimization, reduction of transportation time,
and integration of information systems.

— Shorter delivery times for goods,
which increase the efficiency of supply chain
management and enable faster response to
changes in demand.

— Enhanced competitiveness of exporters
and transport-logistics companies, due to access
to more efficient corridors and the reduction of
barriers to international trade.

— Expanded business access to EU
markets, opening new opportunities for exports
and the development of partnership networks.

Taken together, these effects contribute to
improving the efficiency of the private sector,
increasing productivity and the competitive
advantages of enterprises, as well as
strengthening the economic interaction of
regional markets.

Institutional and structural effects of
transport integration between the EU and the
Eastern Partnership refer to changes in the
organizational, regulatory, and infrastructural
spheres that arise as a result of coordinated
transport policies, joint development of logistics
corridors, and modernization of infrastructure
between the European Union and the Eastern
Partnership countries. They manifest themselves
through [6-7]:

— Harmonization of transport standards
and regulations, ensuring compatibility of
technical norms, transport safety, and regulatory
efficiency.

—  Formation of joint transport corridors and
logistics clusters, which promote the integration
of transport networks and enhance the region’s
transit potential.

—  Strengtheningofenergyandinfrastructure
security, achieved through route diversification,
development of alternative modes of transport,
and modernization of critical transport facilities.
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— Enhancement of the region’s
integration potential overall, reflected in deeper
economic cooperation, increased regional
interdependence, and greater resilience of
transport and logistics systems.

Taken together, institutional and structural
effects create a stable foundation for developing
the economic benefits of integration, enhance
the efficiency and reliability of the transport
system, and establish the basis for further
regional cooperation.

At the same time, in the context of the EU and
the Eastern Partnership, these effects are less
detailed and structured. Moreover, they have
an asymmetric nature. In this context (the EU
and the Eastern Partnership), this means that
the outcomes of integration into the European
transport area are distributed unevenly among
countries:

— Countries that are more actively
integrated (those with closer cooperation with
the EU, adoption of standards, infrastructure
development, and participation in joint programs
[3]) receive greater and faster economic
benefits — for example, increased investment,
improved logistics, and access to the EU market.

— Countries that are less involved in
integration processes (due to political conflicts,
geographical remoteness, weak institutions, or
economic barriers [3; 7]) experience slower, less
tangible, or limited effects.

Asymmetry thus refers to inequality in
outcomes — a single policy or program yields
different benefits for different countries,
depending on their level of participation,
readiness, and development context.

In particular, for countries that are actively
integrating into the European transport area —
notably Ukraine, Georgia, and Moldova — the
economic benefits are more tangible. This can
be explained by several factors [3; 6]:

— Increased transit potential due to their
location along key transport corridors connecting
the EU with the Eastern Partnership regions and
Asia.

— Modernization of transport infrastructure,
including the repair and construction of roads,
railway lines, and port complexes, which
enhances capacity and reduces logistics costs.

— Integration into the TEN-T network, which
provides access to European funding programs
and ensures the alignment of technical standards
with EU norms.

When these factors manifest systematically,
they generate numerous economic effects,
demonstrating that transport integration serves

as a powerful driver of economic development in
these countries (see Table 1).

In Ukraine, projects are being implemented
to modernize key transport hubs, ensuring
the efficient functioning of transport corridors,
increasing the speed and reliability of shipments,
and consequently generating tangible economic
benefits. For example, in 2022—-2024, Ukraine
earned $0.8-1 billion per year from hydrocarbon
transit to the EU, despite a reduction in supply
volumes.

Georgia actively generates revenue from the
development of transport corridors, particularly
the “Silk Road.” In 2023, revenues from cargo
handling amounted to approximately $66 million,
representing a 42.1% increase compared to
2022. These revenues are generated through
transit fees, including GEL 200 for each freight
vehicle crossing the Georgian border.

Moldova is also actively investing in the
modernization of transport infrastructure,
including the reconstruction of the Balti—Valcinet—
Ungheni and Chisinau—Canar railway sections,
as well as the development of logistics corridors
that integrate the country into Europe’s transport
system. In 2024, revenues from cargo handling in
Moldova amounted to approximately $1.1 million,
reflecting the growth of transit potential and the
effectiveness of infrastructure investments.

Moreover, in the future, the impact of these
factors can be further enhanced, which will
amplify the integrated effects. For example, in
Ukraine, the opening of the first railway line with
European track gauge standards between Chop
and Uzhhorod in September 2025 supports
integration with the EU. Additionally, after the
end of hostilities, Ukrainian Black Sea ports and
railway routes through Georgia could become
key nodes for transporting goods from the EU to
the Caucasus, Central Asia, and China.

In Georgia, the further development of the
“Silk Road” and the modernization of the ports
of Batumi and Poti will contribute to increased
transit volumes and attract international transport
operators. Furthermore, the integration of railway
lines and logistics hubs in Moldova, Ukraine, and
Georgia with European standards will increase
capacity and reliability of transport. This will
promote growth in logistics service revenues
and strengthen the role of these countries as
regional transport hubs.

For other Eastern Partnership countries —
notably Armenia and Azerbaijan — the economic
effects of transport integration are less
pronounced. This can be explained by several
factors:

MDKHAPOAHI EKOHOMIYHI BIAHOCUHN



MDKHAPOAHI EKOHOMIYHI BIAHOCUHN

EKOHOMIKA TA CYCIMNINbCTBO

Bunyck # 79 / 2025

— Limited participation in European
transport programs due to restricted access to
funding and technical support from the EU under
initiatives such as TEN-T, the Connecting Europe
Facility, and other programs;

— Lackof directtransit routes, resulting from
a limited number of transport corridors directly

connected to the Trans-European Transport
Network (TEN-T);

— Geopolitical barriers, arising from
involvement in territorial conflicts, limited
cooperation with neighboring countries, and
reliance on alternative transit routes outside
the EU;

Table 1

Features of the impact of factors stimulating the formation of economic effects
in countries actively integrating into the European transport area

and Asia.

Factors General principles determining Results of the impact of factors
of influence the impact of factors influencing economic effects
Ukraine, Georgia, and Moldova occupy | This ensures an increase in transit
Growth a strategic geographical position on key |volumes, the development of
of transit transport corridors connecting the EU with |multimodal logistics routes, and the
potential the Eastern Partnership regions involvement of international transport

operators.

Modernization
of transport

Integration processes stimulate the repair
and construction of roads, railway lines,

This enhances capacity and reduces
logistics costs.

infrastructure |and port complexes.

This provides access to European
Integration Inclusion of the countries’ transport funding programs, allows the
into the TEN-T |infrastructure in the Trans-European harmonization of technical standards,
network Transport Network (TEN-T). and ensures compliance with EU

regulations.

Source: compiled by the authors based on [3; 5-6]

Table 2

Features of the impact of factors that hinder the formation of economic effects
in countries less engaged in integration processes

Factors General principles determining Results of the impact of factors
of influence the impact of factors influencing economic effects
Limited Armenia and Azerbaijan have limited |This reduces opportunities for the
participation |access to funding and technical modernization of transport infrastructure,
in European |support from the EU under programs |the development of transit corridors,
transport such as TEN-T, the Connecting and the integration of national networks
programs Europe Facility, and other initiatives. |with European standards.

Lack of direct
transit routes
integrated into

Armenia and Azerbaijan have a

directly connected to the Trans-

limited number of transport corridors

This limits the potential for efficient cargo
transit within the European transport area,
restricting delivery speed, capacity, and the

TEN-T European Transport Network (TEN-T). |competitiveness of transport companies.*
This restrains the development of transit

Geopolitical |For Armenia and Azerbaijan, the potential, the attraction of investment,

and development of transport integration |and the integration of transport systems

institutional is complicated by political into European networks, thereby limiting

barriers and institutional constraints.** the economic benefits available to these
countries.

Note

*The lack of such direct routes also reduces the attractiveness of these countries for international carriers and
investors, significantly lowering the potential economic benefits of integration.

** Geopolitical factors include territorial conflicts, limited cooperation with neighboring countries, and reliance
on alternative transit routes outside the EU. Institutional barriers are reflected in insufficient harmonization of
national legislation with European standards, low regulatory coordination, and limited efficiency in managing

transport infrastructure.

Source: compiled by the authors based on [2; 4, 6]
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— Institutional barriers, stemming
from insufficient harmonization of national
legislation with European standards, regulatory
inconsistencies, and limited efficiency in
transport infrastructure management.

When these factors manifest systematically
(see Table 2), they hinder the development of
transit potential, the attraction of investment, and
the effective integration of transport infrastructure
into the European network.

Accordingly, countries less engaged in
integration processes receive smaller benefits
from integration compared to those actively
participating in EU projects (integrating into the
European transport area), as further illustrated
by the data in Table 3.

Based on the above, it is evident that the
observed asymmetry of economic effects

arises from the differing levels of countries’
engagement in integration processes, which
shapes varying opportunities for transport
infrastructure modernization, differing availability
and development of direct transit routes,
as well as political, institutional, and economic
barriers [3-4].

This means that the same policy or program
generates different economic benefits for
different countries, depending on their level
of participation, readiness for integration, and
national development context.

Conclusions. In the context of integrating EU
transport systems, it has been established that
the economic effects of integration are distributed
asymmetrically among the Eastern Partnership
countries. This asymmetry arises from differing
levels of engagement in integration processes,

Table 3

lllustration of the asymmetric nature of the economic effects of transport integration
between the EU and the Eastern Partnership

Countries actively integrating into the European | Countries less engaged in integration
transport area processes
Country Effect Manifestation of the effect | Country Effect Manifestation
of the effect
{2 tzhoezé’drgfno(;hsng dg]?é)ds Limited Limited access
Increased trade ar 0 participation |to funding
7.7 million tons (+13% ! -
volumes in European |and technical
: compared to 2021), and
with the EU e transport support from
exports reached 7.6 million roarams  |the EU
tons (+11%)* prog
Opening of the first Limited number
: ) : ; of transport
Ukraine railway line with European Lack of :
Infrastructure track tandard direct t it corridors
modernization | acK gauge stanaaras, Iréct transi directly
contributing to increased routes connected
freight volumes. to TEN-T
The EU provided nearly Armenia
EU financial €600 million for the Azerbaijan
support restoration of transport
networks
Growth In 2024, exports of goods Restrained
of exports from Georgia to the EU development of
to the EU increased by 20.1% _ Political and transit potential
compared to the previous Folitica anl and integration
Georgia year, reaching €4.3 billion ::nosrtg?rt;?r?ti of transport
Development of new systems into
Enhanced logistics routes and European
competitiveness [reduction of transportation networks
costs
Modernization |Modernization of the main
Moldova |of railway railway line connecting
infrastructure Moldova with Romania

Source: compiled by the authors based on [3-4; 7-8]
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varying opportunities for transport infrastructure
modernization, the presence of direct transit
routes, as well as political, institutional, and
economic barriers.

Case analysis shows that countries with
active integration — those maintaining close
cooperation with the EU, adopting European
standards, modernizing transport infrastructure,
and participating in joint programs — achieve
significantly greater and faster economic
benefits. These include increased investment,
improved logistics, accelerated transit flows, and
expanded access to EU markets.

Conversely, countries with limited integration —
due to political conflicts, geographic remoteness,
weak institutions, or economic barriers -
experience slower, less tangible, or restricted
economic effects.

This indicates that the same policy or
program generates different economic benefits
for different countries, depending on their
level of participation, readiness for integration,
and national development context. Thus, the
asymmetry of economic effects from EU-Eastern
Partnership transport integration underscores
the need for a differentiated approach to
transport policy development, funding, and

support for infrastructure initiatives across
the region.

Future research prospects include
guantitatively — assessing the asymmetric

economic effects of transport integration at the
level of individual Eastern Partnership countries
and analyzing the impact of geopolitical,
institutional, and financial factors on their
maximization.
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