Research

Railway corridors as a tool for European integration and a guarantee of supply
resilience under hybrid threats.

The state and potential of Ukraine’s railway infrastructure in the context of integration
into the Trans-European Transport Network (TEN-T).

Purpose, Object, and Subject of the Research

Purpose of the research

The purpose of this research is to analyze the role of Ukraine’s integration into TEN-T in the
processes of European integration, modernization of transport infrastructure, and the
development of economic opportunities for Ukrainian businesses.

Object of the research
The object of the research is the process of integrating Ukraine’s transport system into TEN-
T.

Subject of the research

The subject of the research includes the institutional, infrastructural, economic, and security
aspects of Ukraine’s integration into TEN-T, as well as the economic and security benefits
that the European Union will gain from deeper cooperation with Ukraine in the field of
transport infrastructure in general, and from Ukraine’s integration into TEN-T in particular.

Key Research Hypotheses Regarding Ukraine
Within the framework of this research, the following key hypotheses are proposed:
o Ukraine’s integration into TEN-T is one of the key instruments for accelerating its
economic and infrastructural integration into the European Union.
e The development of TEN-T transport corridors on the territory of Ukraine can
significantly enhance the resilience of the country’s logistics system.
o Reform of Ukraine’s railway sector is a necessary precondition for full integration
into TEN-T.
o The implementation of TEN-T projects creates new opportunities for Ukrainian
private businesses to participate in European transport and industrial value chains.
o The restoration of transit potential through the implementation of TEN-T is a factor in
increasing Ukraine’s competitiveness.

Key Research Hypotheses Regarding the European Union

The Trans-European Transport Network (TEN-T) is a major EU project aimed at connecting
Europe from west to east and from north to south through a network of roads, railways,
airports, and waterways. In the context of growing military risks for Europe, the
implementation of TEN-T will contribute to military logistics and mobility within the EU.
In the context of full-scale war and hybrid threats facing Europe, issues of transport security
and logistical resilience have acquired strategic importance. Ukraine, with its extensive
railway network, is becoming a key link in new European transport corridors that replace
routes through Belarus and Russia. The integration of Ukrainian railways into the TEN-T
network is not only an economic process but also an instrument of EU security policy.
Alongside cooperation with the state-owned company Ukrainian Railways (Ukrzaliznytsia)
and large Ukrainian businesses, European institutions should also pay closer attention to



cooperation with medium-sized private businesses in Ukraine operating in railway
engineering and logistics.

Research Methodology
The research has an applied analytical character and combines elements of policy analysis,
institutional analysis, and infrastructure analysis.

Research Methods
The following methods were used within the research:

Regulatory and legal analysis
Study of the regulatory framework of the European Union and Ukraine governing the
development of transport infrastructure in general and TEN-T in particular.

Institutional analysis
Analysis of interaction mechanisms between Ukrainian state authorities, EU institutions, and
international financial organizations.

Infrastructure analysis
Assessment of the condition of Ukraine’s transport infrastructure and its compliance with
TEN-T requirements.

Comparative analysis
Comparison of Ukraine’s transport system with those of EU member states.

Expert-analytical method
Interpretation of sectoral data and expert assessments.

Methodological Limitations of the Research

o Some statistical data are incomplete due to wartime conditions (since the beginning of
Russia’s full-scale invasion, the State Statistics Service of Ukraine has restricted
access to part of the data, and government agencies and strategic state-owned
companies have also limited the dissemination of statistical information).

o Infrastructure projects implemented within TEN-T are at different stages of
development.

o Some assessments are based on expert judgment.

e The research does not include econometric modeling.

Methodological Value of the Research

e Clearly defined research problem

o Consistent analytical structure

e Use of an interdisciplinary approach

o Combination of regulatory, infrastructural, and economic analysis

e Focus on practical outcomes
Thus, the research can be considered an example of applied policy analysis in the field of
transport infrastructure and policy.

Main Findings of the Research (Generalized)
e TEN-T can significantly enhance Ukraine’s logistical resilience.



o Reforming the railway sector is a key condition for Ukraine’s integration into the EU
transport system.

e Investments in Ukraine’s transport infrastructure are of strategic importance.

o Ukrainian businesses can play an important role in the implementation of TEN-T
projects.

o Ukraine’s integration into TEN-T is a strategic direction for the development of its
transport system.

o The experience of Ukraine’s railway system during wartime is valuable for the EU in
the context of potential military confrontation with Russia.

e The integration of Ukraine’s railway infrastructure into the European transport system
will contribute both to faster transportation of civilian goods across Europe and to
strengthening Europe’s military capacity.

Main Recommendations of the Research (Generalized)
To accelerate Ukraine’s integration into TEN-T, it is advisable to:
o Strengthen institutional coordination
e Accelerate the implementation of European transport standards
e Modernize cross-border transport infrastructure
e Attract international investment
o Expand private sector participation in Ukraine’s integration into TEN-T
o Implement a competitive policy for investment projects carried out in Ukraine within
the framework of TEN-T

Introduction

Ukraine’s integration into the Trans-European Transport Network (TEN-T) is one of the key
directions of the country’s transport and economic integration into the European Union. The
conditions of full-scale war, the disruption of traditional logistics routes, and the need to
ensure stable supply channels have significantly increased the importance of transport
infrastructure — both for Ukraine and for the EU, which is also interested in Ukraine’s
integration into TEN-T. Both of these propositions are substantiated in this research.

TEN-T is not only an infrastructure program of the European Union, but also a
comprehensive system that encompasses economic, regulatory, logistical, and security
aspects of the functioning of the European transport network.

For Ukraine, participation in TEN-T is of strategic importance for the following reasons:
o the development of new logistics routes;
e increased resilience of the transport system;
e acceleration of European integration;
e attraction of investment into transport infrastructure;
o integration of Ukrainian businesses into European production and logistics value
chains.

For the EU, Ukraine’s participation in TEN-T is strategically important for the following
reasons:

o the expansion of transport corridors will ensure sustainable supply chains from Baltic
Sea ports (Latvia, Lithuania, Poland, Estonia) to civilian and military logistics hubs in
Ukraine;

o enhanced connectivity between Northern EU countries and those in Southern Europe;



e expansion of railway infrastructure to increase resilience to military threats through
the integration of additional (Ukrainian) railway capacity.

History of the Creation of Trans-European Networks (TEN-T) and Ukraine’s
Involvement
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The idea of creating the Trans-European Networks (TEN-T) as a concept for developing an
efficient European transport system capable of ensuring high-quality movement of goods and
people by rail, road, air, and water transport emerged in the late 1980s during negotiations on
the unification of European countries into a political and economic union.

The process of formally establishing the European Union coincided with the collapse of the
Soviet Union and Ukraine’s independence. The decision to intensify negotiations on the
European Union was taken at the European Council summit in Dublin in June 1990. Shortly
thereafter, on July 16, 1990, the Parliament of Ukraine — then still part of the USSR —
adopted its first document on sovereignty, the Declaration of State Sovereignty of Ukraine.

The treaties that established the European Union were agreed in Maastricht in December
1991 during a meeting of heads of state and government within the European Council. In the
same month, December 1991, the Soviet Union officially ceased to exist as a state. On
December 1, 1991, 90.32% of Ukrainians supported the decision of the Parliament, adopted
on August 24, 1991 in the wake of the August coup in Moscow, to declare Ukraine’s
independence.

The final version of the Treaty on European Union, known as the Maastricht Treaty (a
landmark agreement that formally established the European Union), was signed on February
7, 1992. 1t entered into force on November 1, 1993, after ratification by all member states. It
was the Maastricht Treaty that for the first time clearly defined the intention to create trans-
European networks in the field of transport infrastructure.

The practical implementation of this idea began with the Second Pan-European (Crete)
Transport Conference of transport ministers from 23 European countries in 1994, which
identified nine main international transport corridors. The Third Pan-European Transport



Conference in 1997 added four more pan-European transport zones to these nine corridors.
These later became known as the “Crete corridors™: in rail transport, three (No. 3, No. 5, No.
9), and later four, passed through the territory of Ukraine.

For Ukraine, this had a positive impact in that it prompted the government to adopt
Resolution No. 346 of the Cabinet of Ministers of Ukraine on March 20, 1998, approving the
“Program for the Creation and Functioning of the National Network of International
Transport Corridors in Ukraine.” This program provided for the electrification of several
sections of Ukrainian Railways and the modernization of railway infrastructure along the
routes of these corridors.

Implementation of the TEN-T Project

The formalization of TEN-T can be traced to the “Community Guidelines” approved by
Decision No. 1692/96 of the European Parliament and of the Council of July 23, 1996, on
guidelines for the development of the trans-European transport network.

This document remained in force until August 24, 2010, and defined the main objective of
TEN-T as stimulating economic growth and competitiveness within a unified European
economic space through efficient multimodal high-speed routes and seamless freight transit.

As the EU evolved through political enlargement (accession of new member states), as well
as economic and technological progress, these guidelines were amended. After 2005,
European coordinators were appointed to accelerate the implementation of TEN-T projects,
and later the Innovation and Networks Executive Agency (INEA) was established, which
began operations on January 1, 2014.

An important stage in the development of international rail freight corridors was Regulation
No. 913/2010 of the European Parliament and of the Council of September 22, 2010. In 2011,
the European Union defined a new approach to transport policy up to 2050 in its White Paper
— a key long-term strategic document.

This document set the goal of integrating national railway markets into a single European
railway area by removing technical, administrative, and legal barriers. It also outlined the
completion of the EU high-speed rail system by 2050 and the development of a Europe-wide
multimodal TEN-T network by 2030.

Funding for TEN-T infrastructure projects, defined by Regulation No. 1316/2013 of the
European Parliament and of the Council of December 11, 2013 (in force until 2020), was to
be provided through the Connecting Europe Facility (CEF), the European Fund for Strategic
Investments (EFSI), the Horizon 2020 research program, and European investment funds.

EU Legislation Relevant to the Implementation of the TEN-T Project

On November 4, 2025, the European Commission published 10 reports within the framework
of the Enlargement Package assessing the progress of countries aspiring to join the EU for the
period from September 1, 2024, to September 1, 2025. Ukraine’s performance in Chapters 14
“Transport” and 21 “Trans-European Networks (TEN-T)” was below average: status — 2
(some level of preparation), progress — 3 (some progress).

This is not a negative assessment, but rather a statement of fact: Ukraine has made certain
progress in improving transport networks at its borders, particularly through the construction



of European-gauge railway lines, but has not fully utilized all the opportunities provided by
its inclusion in TEN-T.

At present, both at the governmental level and, to some extent, within society, there is a
prevailing view that a radical reform of the railway sector is not feasible within the next 5-10
years. There are concerns that breaking the monopoly of Ukrainian Railways (Ukrzaliznytsia)
could lead to systemic disruption, and that a system which is currently functioning relatively
steadily under difficult conditions may become temporarily inoperable during the
transformation phase. This concern is difficult to overcome in the context of a full-scale war.
Therefore, the European Union has allowed Ukraine to proceed strategically, step by step,
and at a slower pace than envisaged in the EU-Ukraine Association Agreement.

In agreement with European partners, the draft law “On the System and Specific Features of
the Railway Transport Market in Ukraine,” submitted by the government to parliament in
February 2025 and withdrawn in July 2025 following the resignation of the Cabinet of
Ministers (in accordance with parliamentary procedure, government-initiated bills that have
not passed the first reading must be withdrawn if the government resigns), was divided into
two parts.

It was decided to first adopt, in an accelerated manner, legislation on railway safety and
technical regulation, which is necessary for integrating Ukraine’s railway system into the
trans-European networks. Only afterward will the law “On the System and Specific Features
of the Railway Transport Market in Ukraine” be considered, which provides for the partial
opening of the railway transport market to private capital in line with the European model.

The withdrawn draft law envisaged that, for a period of five years from its entry into force,
operations on 1,520 mm gauge tracks would be carried out exclusively by the state-owned
company Ukrainian Railways, without access for private operators. Thus, even partial
liberalization of the railway transport market remains a distant prospect.

Due to the slowdown in reforms, technological differences and the gap between Ukraine’s
railway system and the European one persist. For example, in 2025, the Government of
Ukraine postponed the entry into force of Resolution No. 53 of January 26, 2022, “On
Amendments to the Technical Regulation on Railway Infrastructure Safety and the Technical
Regulation on Railway Rolling Stock Safety,” until May 2026.

This is already the third, and possibly not the last, postponement of the implementation of
conformity assessment requirements for all railway products, including locomotives, wagons,
and all components of rolling stock, in line with the provisions approximating Directive (EU)
2016/797 on interoperability of the rail system and Directive (EU) 2016/798 on railway
safety (both as amended in 2020).

The government’s decision is driven by the fact that neither manufacturers of railway-related
products nor the public authorities responsible for standardization, certification, and
accreditation (the National Accreditation Agency of Ukraine) are ready to implement
conformity assessment modules under the new requirements.

In Ukraine, the revision of regulatory, design, technological, accounting, production, and
other documentation used by manufacturers has not yet been completed. As a result,
conformity assessment bodies are unable to issue or refuse certification decisions regarding



compliance of products and services with the updated Technical Regulations. At the same
time, direct adoption of European standards for railway products is not feasible due to
differences in design, materials, components, and, critically, the difference between the 1,520
mm and 1,435 mm track gauges.

Description of TEN-T Corridors
The Baltic Sea — Black Sea — Aegean Sea European Transport Corridor has been
extended through Lviv and Chernivtsi (via Romania and Moldova) to Odesa.

It connects EU member states from the far north to the far south of Europe, linking maritime
interfaces of the Baltic Sea, the Black Sea, and the Aegean Sea (part of the Mediterranean
basin). The corridor includes 13 countries: 11 EU member states — Finland, Estonia, Latvia,
Lithuania, Poland, Slovakia, Hungary, Romania, Bulgaria, Greece, and Cyprus — as well as
Ukraine and Moldova.

The corridor starts in Helsinki, proceeds to the capital of Estonia, and then continues south in
two branches to the capital of Latvia, further branching toward Baltic Sea ports in Latvia and
Lithuania. From Lithuania, it enters Poland, connecting to the ports of Gdansk and Gdynia,
and continues south through Warsaw and Lublin to Krakéw. Near Rzeszow, it branches
again, including a route to Lviv and further to Odesa on the Black Sea. Another branch
connects Kosice in Slovakia and Debrecen in Hungary with Lviv.

The corridor coordinator is Mario Mauro — former Minister of Defence of Italy and Vice-
President of the European Parliament, who has strong expertise in EU military needs. As the
corridor is relatively new, its Work Plan is currently under development and is expected to be
completed in 2026.

The North Sea — Baltic Corridor was extended in 2022 through Lviv and Kyiv to Mariupol,
which was already occupied by Russia at that time. This extension can be interpreted more as
a manifestation of political support for Ukraine by the EU than as a purely logistical decision.

Currently, the corridor stretches from North Sea ports in Belgium, the Netherlands, and
Germany to Poland, and further north through Lithuania, Latvia, and Estonia to Helsinki and
Oulu in Finland, as well as Lulea in Sweden. In the south, the corridor extends from Berlin
and Warsaw through Lublin to Kyiv, and from Magdeburg via Leipzig to Katowice and
further through Lviv to Kyiv and Mariupol in Ukraine.

The largest project within this corridor is Rail Baltica, which aims to eliminate sections of the
1,520 mm broad gauge in Finland, the Baltic States, and Ukraine.

The European coordinator of the corridor is Catherine Trautmann, former Mayor of
Strasbourg, State Secretary, and Minister in the French government.

The Rhine-Danube Corridor includes 9 EU member states (Austria, Bulgaria, Croatia, the
Czech Republic, France, Germany, Hungary, Romania, and Slovakia) and 2 neighboring
countries (Serbia and Ukraine).

The northern segment, added in 2024, originates in the German ports of Wilhelmshaven,
Bremen, Hamburg, and Rostock. It runs through Hanover, Berlin, Dresden, and Prague,



before continuing east via Zilina and Kosice to Lviv in Ukraine. This segment also includes a
branch from Prague to Vienna and Bratislava.

The corridor coordinator is Margarida Marques of Portugal, a Member of the European
Parliament until 2024.

Of particular importance for Ukraine is the comprehensive development of the Danube
direction as a vital export route.

Ukraine’s Integration into TEN-T

For a long time, Ukraine was not involved in the development of TEN-T and was effectively
viewed as part of the post-Soviet railway space, with all its shortcomings and specific
features: outdated infrastructure, technical and regulatory incompatibility, including in
signaling and safety systems, a different track gauge from that used in the EU, and non-
harmonized certification and technical procedures.

Until 2014, Ukraine fell only within the scope of the European Neighborhood Policy (ENP),
which also covered countries such as Algeria, Azerbaijan, Armenia, Georgia, Egypt, and
Israel. Under EU Regulation No. 1316/2013, cooperation with neighboring countries
provided financing only for those projects that were considered to be of interest from the
standpoint of the EU transport networks.

New opportunities for the development of Ukraine’s infrastructure within the framework of
TEN-T emerged after the signing and ratification of the EU-Ukraine Association Agreement
in 2014. The document states that the parties take note of the indicative maps provided by
Ukraine and will cooperate with the aim of creating a Ukrainian strategic transport network
connected to TEN-T.

In 2016, the European Parliament and the Council agreed on the adoption of the Fourth
Railway Package, aimed at completing the Single European Railway Area (SERA). EU
Regulation No. 2016/796 of May 11, 2016, formally established the European Union Agency
for Railways (ERA).

In 2017, the European Commission decided to geographically extend TEN-T to the countries
of Eastern Europe and made it possible to include the Eastern Partnership countries, including
Ukraine, in the network. Following the Brussels Eastern Partnership Summit on November
24,2017, a high-level Memorandum of Understanding was signed, and Ukraine was added to
the indicative TEN-T maps.

Whereas until that moment the prospect of integrating the regional transport network of the
Eastern Partnership countries into TEN-T had seemed for Ukraine more of a theoretical
future plan, the country’s inclusion in the indicative TEN-T maps prompted the Ukrainian
authorities to begin taking the first practical steps to ensure compatibility of transport systems
with the EU; implement EU directives and technical regulations; adopt EU principles
regarding the free market; and approximate Ukrainian transport legislation to EU law.

The Logic of Connecting Europe with Ukraine within TEN-T

The logic behind connecting Europe with Ukraine within the TEN-T corridors is to create a
sustainable supply artery from the ports of the Baltic Sea and Poland (Gdynia) to civilian and
military logistics hubs in Ukraine, further to Odesa and the Danube—Black Sea cluster. It also



provides connectivity with Central Europe (Austria, Germany, etc.) as well as Eastern Europe

(Poland, Hungary, Slovakia, and the Czech Republic).
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In line with the recommendations of European analysts, the main projects in Ukraine
financed through Connecting Europe Facility grants under the 50/50 concept (50% grant
funding and 50% financed by the recipient country’s budget or another donor) have focused
specifically on the construction of European-gauge railway lines.

The 22-km Chop—Uzhhorod European-gauge line was opened in the autumn of 2025. It
received joint financing from a CEF grant and a loan from the European Investment Bank.
The total construction cost amounted to UAH 1.3 billion (EUR 26 million).

In 2025, the European Commission approved a EUR 76 million CEF grant for the
construction by 2027 of an 80-km European-gauge railway line from the Polish border
(Mostyska II) to Sknyliv station in Lviv, located 5.5 km from the main railway station and 1
km from the bus terminal.

If one looks at the updated TEN-T maps, Lviv clearly appears to be a key railway hub,
especially for passenger traffic. In practice, however, the European-gauge line will have a
decisive impact on improving Ukraine’s connectivity with the EU only if it is extended to the
main railway station in Lviv.

At the same time, Chop is located at the entry point into Ukraine for two TEN-T corridors —
from Hungary (via Debrecen—Zahony) and from Slovakia (via Kosice). This makes Chop an
important railway point in the region and makes it possible to run direct passenger trains from
Uzhhorod to Bratislava, Vienna, and Budapest, which are already in operation. In the longer
term, extending the European-gauge line from Uzhhorod to Lviv is also under consideration.

So far, however, the European Commission has given preference to projects in neighboring
states aimed at improving transport connections between Ukraine and the EU. These include
the modernization of the 143-km Ploiesti—Focsani railway section in Romania (EUR 45
million), the upgrade of the 10-km Vydrnik—Spisska Nova Ves section in Slovakia (EUR



97.3 million), and preparatory works for the Kosice—Cierna nad Tisou connection (EUR 32.2
million), also in Slovakia.

In the annotation to its decision, the European Commission stated that these projects would
strengthen the “Solidarity Lanes” between the EU and Ukraine by improving rail connections
and border crossings between Slovakia, Ukraine, Romania, and Moldova. This is indeed the
case, because if Black Sea ports are threatened, the Constanta—Chisindu—Odesa route
becomes a key corridor and a backup route for exports and military supplies via Romania and
Moldova.

Other directions for which design work has already started are included in Ukraine’s project
application, approved on July 16, 2024, by the CEF Coordination Committee, with a total
budget of EUR 85.9 million, of which CEF will provide EUR 42.95 million to Ukrainian
Railways.

These projects include the design of railway reconstruction works involving the construction
of 1,435 mm track and electrification on the Lviv—Chernivtsi—Vadul-Siret—state border
section; development of a reconstruction strategy for the Lviv railway hub taking into
account the prospects of the 1,435 mm Mostyska [I-Sknyliv line; and the design of a 1,435
mm electrified line on the Pavlove-2/Mat'ovce—Uzhhorod section.

Attention to European-gauge railways is undoubtedly an important signal of support from the
European Union. From a practical standpoint, however, Ukraine’s connection to the
European railway network and its further integration into TEN-T are currently ensured by
Ukraine’s traditional railway crossings on the borders with Poland, Slovakia, Hungary,
Romania, and Moldova. The western direction has remained the only operational one, since
after Russia’s attack all crossings with Russia and its satellite Belarus were closed.

The largest number of border crossings is between Ukraine and Poland. The main railway
border crossing between the two countries is Yahodyn—Dorohusk. It provides the shortest
transit route to the ports of the Baltic states and Poland, as well as to the central, northern,
and eastern parts of Ukraine. Its attractiveness is reinforced by the fact that the crossing is
located on the combined 1,435 mm and 1,520 mm gauge Kovel-Chetm railway line, which is
66 km long. This makes it possible to transfer trains directly between different gauges. In
essence, this is another European-gauge line in Ukraine, built earlier.

Provided it is modernized and additionally electrified, this crossing has substantial potential,
including for the development of the passenger route to Chetm in Poland, which is already
popular among Ukrainians. It is no coincidence that TAS Group built a railcar assembly plant
for TEN-T at this very location.

By contrast, the [zov—Hrubieszow border crossing connects to a 394-km-long 1,520 mm
gauge railway line running across Polish territory to the freight station in Stawkow. This
railway is better known as the LHS (Linia Hutnicza Szerokotorowa, or Broad-Gauge
Metallurgical Line). Thanks to this, the crossing is one of the most in-demand. However, it
needs to be modernized and electrified along its entire length, as electrification is currently
only partial.



The Rava-Ruska border crossing, located not far from Lviv, is also not electrified, although
in theory it could become a mini-hub for cargo heading to Poland, Germany, and the Czech
Republic.

The Mostyska II border crossing, which will soon receive a European-gauge line, is
promising in the direction of Medyka in Poland thanks to the container terminal built there by
the logistics company Lemtrans, which is within the sphere of influence of Rinat Akhmetov,
Ukraine’s wealthiest businessman.

In the direction of Slovakia, there are also crossings, including lines with both 1,435 mm and
1,520 mm gauges (Chop—Cierna nad Tisou) and a 1,520 mm line from Uzhhorod to Haniska
station near Kosice. This is an important freight-only route, without passenger services, to
Slovakia and Austria. It competes with the Hungarian connection Chop—Zahony, which also
links Ukraine with Austria.

As for Romania, the prospect of improving the Siret—state border section is important in view
of cargo flows through the two junctions Diakove—Halmeu and Vadul-Siret-Dornesti.
Recently, a grain terminal has emerged near Vadul-Siret station, where Romanian
locomotives collect Ukrainian grain wagons. Together with Moldova, this direction is also
important for delivering Ukrainian cargo to the ports of Reni, Galati, and Giurgiulesti.

The modernization and technical upgrading of these and other crossings — including a wide
range of necessary works, from the installation of modern scanning systems to track
electrification and the reconstruction of engineering networks — is no less important for
integration into TEN-T than the construction of European-gauge lines.

The list of priority modernization projects, titled the “Strategy for the Development and
Expansion of Border Infrastructure with the European Union Countries and the Republic of
Moldova until 2030,” was approved by Resolution No. 1337-r of the Cabinet of Ministers of
Ukraine on December 24, 2024.

This list includes the modernization of the 1,435 mm track at the Yahodyn crossing point;
modernization of infrastructure between Liuboml, Matsiiv, and Kovel; reconstruction of
railway facilities with electrification on the Kovel-Yahodyn—Polish border route; upgrades at
the Yahodyn—Dorohusk and Mostyska I and II crossing points; improvement of access to the
Matevtsi—Uzhhorod and Vadul-Siret and Hlyboka Bukovynska crossing points; as well as
many other urgent works.

However, Ukrainian Railways does not have the funds for this. In 2025, the Cabinet of
Ministers of Ukraine approved capital investment expenditures for Ukrainian Railways in the
amount of UAH 7.7 billion, approximately EUR 154 million. Most of these funds were
directed toward capital repairs of tracks, wagons, and outdated locomotives. Only a small
amount was allocated to the development of border railway infrastructure and the
implementation of European-gauge projects.

Supporters of the broader idea of covering Ukraine with a network of European-gauge lines
should bear in mind that Ukraine currently has almost no railway equipment and only a
limited number of locomotives designed for the 1,435 mm gauge.



Therefore, after the long-awaited Mostyska [I-Sknyliv European-gauge line is launched, its
actual capacity will depend above all on the number of locomotives for the European
standard gauge available to Ukrainian Railways. This is because private and foreign carriers
still cannot enter Ukraine due to legislative and regulatory restrictions, as well as the specifics
of intergovernmental agreements.

In addition, high-quality passenger services will require the construction of additional station
infrastructure. In 2023, the largest rail carrier in Central Europe, the Czech company
Regiolet, proposed investing in a passenger platform and a pedestrian bridge at Mostyska II
station after the launch of the European-gauge line.

Practical Steps and Challenges in Implementing the TEN-T Project in Ukraine

Specific measures and timeframes were defined in the Action Plan for the implementation of
the Association Agreement, approved by Resolution No. 1106 of the Cabinet of Ministers of
Ukraine dated October 25, 2017. In this way, the attractive aspiration to join TEN-T was
transformed into a catalyst for significant changes in various areas, including the railway
sector.

Specialists from Ukrainian Railways developed a business model for the company’s
development, identifying key priorities for internal transformation. The draft Corporate
Governance Action Plan for Ukrainian Railways was approved by the government in
December 2018.

In 2018, Ukraine also adopted the National Transport Strategy until 2030, one of whose key
objectives was the unbundling of Ukrainian Railways. Specifically, this document provided
for the implementation of EU legal requirements regarding the financial, functional, and
organizational separation of the infrastructure operator from freight and passenger transport
operators. This is the European model of railway operation.

The Strategy also envisaged the gradual expansion of railway infrastructure capacity, in
particular toward border crossings with EU member states and Moldova; increasing the
efficiency of the railway system through the development of new 1,435 mm gauge
infrastructure and the modernization of existing 1,520 mm gauge infrastructure; increasing
the share of containerized freight transport; renewing rolling stock; introducing European
technical standards and railway safety standards; and improving logistics services and legal
regulation.

Financing for Ukraine Related to the Implementation of the TEN-T Project

Ukraine’s inclusion in the indicative TEN-T maps and the government’s reform efforts
opened up additional access to European financing. As of December 3, 2019, the program
“Ukraine Indicative TEN-T Investment Action Plan Projects” covered 39 projects with a total
value of EUR 4.5 billion. Most of these were long-term projects (14 projects, accounting for
56% of the total program value) with implementation deadlines extending to 2030.

In 2019, a financing line of EUR 850 million from the EU was also opened for Ukraine for
the implementation of nine TEN-T projects involving the modernization, electrification, and
expansion of railway capacity, including routes to the western border and routes linking the
north and south of the country, with a total length of 530 kilometers. The European
Investment Bank agreed to provide a EUR 450 million loan for the development of the TEN-



T transport network. An additional USD 100 million was to be provided by the EBRD for
capital repairs of Ukrainian Railways track within the TEN-T network.

Not all of this financing was ultimately received, but it did help make possible, for example,
the reconstruction and electrification of the Kovel-Yahodyn—state border with the Republic
of Poland railway section.

The Ministry of Infrastructure of Ukraine, together with experts from the World Bank and the
European Commission, prepared proposals that were partially reflected in Directive (EU)
2021/1187 of the European Parliament and of the Council of July 7, 2021, on streamlining
measures for advancing the realization of the trans-European transport network (TEN-T).
This document identified sections of cross-border links within the core TEN-T network. In
relation to Ukraine’s railway connections, it mentions Budapest—Miskolc—the border of
Ukraine and Kosice—the border of Ukraine.

Specific Features of the Ukrainian Railway System Affecting the Implementation of the
TEN-T Project

Ukraine’s geographic and economic advantage lies in the fact that virtually the entire territory
of the country is covered by rail, and the national network borders the trans-European one.
Ukrainian railways directly interact with the railway systems of Moldova, Poland, Romania,
Slovakia, and Hungary, with all border sections equipped with international railway crossing
points, and are also connected to sea and river ports.

Its disadvantages include a high degree of wear and tear of railway tracks, which averages
70% and, in some places, reaches 90%; the difference in track gauge (1,520 mm in Ukraine

and 1,435 mm in the EU), which requires either the reloading of freight or the changing of
wagon bogies at the border; different signaling and safety systems; and partial incompatibility

of electrification standards.
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After the signing of the Association Agreement with the EU, more than 20 railway routes to
Europe were launched. However, under conditions of developed air connectivity and the
presence in Ukraine of several global low-cost airlines, demand for passenger rail services to
Europe in the pre-war period remained fairly limited.

According to an analysis of passenger transport statistics across the western border carried
out for the draft “Strategy for the Development and Expansion of Border Infrastructure with
the European Union Countries and the Republic of Moldova until 2030,” in 2021, despite
restrictions related to the coronavirus pandemic, 8.6 million Ukrainians traveled by air, while
only 0.4 million traveled by train. By the end of 2023, this figure had risen to 2.2 million rail
passengers.

At the time of Russia’s invasion of Ukraine in February 2022, the operational length of
railway tracks in Ukraine, excluding the territories of Crimea and Donbas temporarily
occupied since 2014, amounted to 19,772 km. The operational length of the 1,520 mm broad-
gauge track was 19,431 km.

At present, the figure for the actual operational length of railway tracks is approximate and
subject to change due to shifts in the front line and the boundaries of occupied territories. An
estimate that can be considered close to official was produced by the analytical team of the
Kyiv School of Economics (KSE), together with the Ministry for Communities and
Territories Development, the Ministry of Economy, and in cooperation with other relevant
ministries and the National Bank. According to this estimate, as of the beginning of 2025,
700 km of railway track were located in territories occupied since 2022. Thus, it can be
assumed that Ukraine is currently operating more than 19,000 km of railway lines.

Before the invasion, the operational length of electrified railway sections amounted to 9,347
km, which theoretically made it possible to travel from the western border with Europe to the
southern seaports. Electric traction is nearly one and a half times cheaper than diesel traction,
but since 2022 its further development has been constrained by military operations because of
the constant risk of deliberate enemy attacks on electrical infrastructure.

It should also be taken into account that Ukraine has two electrification standards:
approximately half of the electrified railway network operates on the outdated 3 kV direct
current system, while the other half uses industrial-frequency alternating current at 25 kV and
50 or 60 Hz, which is the more modern and economically efficient option.

The Prydniprovska line predominantly uses direct current and is actively used for freight
transport from the industrial regions of Dnipropetrovsk and Zaporizhzhia oblasts, as well as
partly from the southern agricultural regions. The South-Western Railway, which includes
the capital region and Kyiv, the Lviv railway line (except for sections passing through
mountainous terrain, which are supplied with direct current), and the Southern Railway all
use both types of current, with alternating current prevailing. On the Odesa railway line, the
vast majority of sections operate on alternating current.

This means that it is impossible to travel across the entire Ukrainian railway network without
changing electric locomotive traction. This reduces average operating speed, increases cargo
delivery times, and complicates the requirements for the procurement of new electric
locomotives, since they must be capable of operating under both current systems, in



conditions where the number of Western manufacturers producing rolling stock for the 1,520
mm broad gauge is already limited.

Development of TEN-T in Ukraine in the Context of Linking Rail and Maritime Routes
A separate and important issue in the context of integration into the trans-European networks
is railway access to ports. At the time of the invasion, Ukraine’s port system comprised 13
operating ports on the mainland territory of the country (with another 5 ports located in the
temporarily occupied territory of Crimea). The total capacity of the mainland ports and
terminals amounted to 313.3 million tonnes.

At the beginning of 2022, Russia blocked ten of Ukraine’s thirteen ports. Four of them came
under Russian occupation: two on the Sea of Azov — Berdiansk and Mariupol — and two in
the Black Sea basin — Skadovsk and Kherson.

Ukraine regained control of the Port of Kherson as a result of military operations in
November 2022, but due to its proximity to the front line it is not operational. For security
reasons, the Port of Mykolaiv, as well as the ports of Olvia and Ochakiv, are also not
functioning.

At present, cargo turnover and transshipment are carried out through the seaports of
Pivdennyi, Odesa, and Chornomorsk — commonly referred to as the ports of Greater Odesa
— as well as through the Danube ports of Izmail, Reni, Ust-Dunaisk in Kiliia/Vylkove
(which passed into private ownership in 2023), and Bilhorod-Dnistrovskyi.

The ports of Greater Odesa are the principal “transport window” for the export of Ukrainian
goods, primarily agricultural products and ore, as well as for the receipt of many imported
goods. Core railway routes with relatively high capacity lead to these ports.

The Danube cluster has significantly weaker rail connectivity than the ports of Greater Odesa.
The railway line to the Port of Izmail is single-track and non-electrified, while the line to
Reni runs through the territory of Moldova and is limited in size and capacity.

As for the Port of Bilhorod-Dnistrovskyi, a new transit route for cargo from Asia to the
countries of the European Union is expected to pass through it, linking this port with the
Romanian city of Galati. The project became possible thanks to the capital reconstruction of
the Bender—Basarabeasca—Etulia—Giurgiulesti railway section in Moldova, which is part of
the development of the TEN-T network and received financing from the European
Investment Bank and the European Bank for Reconstruction and Development.

Reform of Ukrainian Railways as a Key Measure for Integrating Ukraine’s Railway
Sector into the European One

In 2019, the Cabinet of Ministers supported Draft Law No. 1196-1 “On Railway Transport of
Ukraine,” initiated by the Verkhovna Rada Committee on Transport and Infrastructure, which
declared the principles of equal access to railway infrastructure for operators of all forms of
ownership. This draft law, however, was never adopted.

Work was also launched on the introduction of a pilot project for contractual public service
obligations (PSO) in railway passenger transport, in accordance with Regulation (EC) No.
1370/2007. The project involved several regional administrations, specifically those of



Dnipropetrovsk and Zaporizhzhia regions, as well as specialists from the Ministry of
Infrastructure, Ukrainian Railways, and representatives of the European Investment Bank.
At the end of September 2019, the government approved the Program of Activities of the
Cabinet of Ministers of Ukraine, which, among other things, defined goals in the transport
sector: to create an open and competitive railway transport market, ensure equal access to
railway infrastructure, and establish fair competition among railway operators.

One of the reform-oriented attempts to overcome the monopoly of Ukrainian Railways was
the pilot project allowing private locomotives to operate on selected routes on the public
railway network. It was approved by Resolution No. 1043 of the Cabinet of Ministers of
Ukraine dated December 4, 2019, entitled “On the implementation of an experimental project
on the admission of private locomotives to operate on selected routes on public railway
tracks.”

Pursuant to Order No. 540 of the Ministry of Infrastructure dated August 26, 2020, “On
approval of the list of participants in the experimental project and sections of public railway
tracks for the operation of private locomotives,” two private business entities were admitted
to operate private locomotives on four railway sections: Promvagontrans LLC (part of the
Ukrainian Agrarian Holding) and Ukrainian Locomotive Building Company LLC (ULBC).

Relevant agreements were concluded between Ukrainian Railways and these two business
entities in 2020 and 2021. However, given the considerable amount of time spent on technical
and organizational measures related to coordinating procedures for access to infrastructure,
the actual transportation of freight by private locomotives had still not begun by early 2022.

The Ministry of Infrastructure prepared a draft resolution of the Cabinet of Ministers to
extend the experiment until the end of 2023, but its implementation was prevented by
Russia’s full-scale military invasion of Ukraine in February 2022 and the outbreak of active
hostilities.

Current State and Prospects for the Development of Railway Rolling Stock in Ukraine,
and Railway Engineering

As regards rolling stock, Ukraine has a large fleet of both private and state-owned freight
wagons, the latter belonging to Ukrainian Railways. There is even a surplus in certain
categories of freight wagons. At the same time, there is a catastrophic shortage of
locomotives and passenger coaches.



At the time of the invasion, the freight wagon fleet in Ukraine amounted to approximately
122,000 units, with an operational fleet of around 90,000 units per day. The inventory fleet of
passenger coaches was estimated at 3,740 units, with an operational fleet of 1,500. The
inventory fleet of diesel locomotives stood at 1,970 units, electric locomotives at 1,595 units,

and diesel multiple units (sections) at 251.

The number of units of rolling stock destroyed or lost under occupation is, like the
operational length of railway tracks, a variable figure due to the continuation of hostilities
and Russian attacks on Ukraine’s railway infrastructure. In the case of freight wagons, lost
capacity is being continuously replaced through the purchase of new units by private carriers
and through the confiscation of Russian wagons.

The arrival of new passenger coaches remains limited compared with actual needs due to the
state’s constrained financial capacity for procurement, and it does not compensate for the
reduction caused by the loss of approximately 340 units through destruction or occupation.
Even earlier, a small portion of rolling stock had ended up in occupied Crimea following
Russia’s annexation in 2014.

The most serious problem remains the acute shortage of locomotive traction in Ukraine,
which is still entirely state-owned. At present, there is no officially approved figure for how
many electric and diesel locomotives are lacking in order to fully meet railway transport
needs. Expert estimates vary widely, ranging from 150 to 500 additional locomotives.

Ukraine currently does not have its own full-cycle production of modern traction units. The
only such plant, Luhanskteplovoz, has been inaccessible since 2014 due to Russia’s
occupation of Donbas. Ukraine can therefore only repair and partially upgrade imported
electric and diesel locomotives. Because of the lack of funds and the specific features of
Ukraine’s railway network, purchases of new locomotives are rare and relatively limited in
scale.

The largest recent contracts include the acquisition in 2018 of 30 locomotives from General
Electric and the more recent contract signed in 2025 for the supply of 55 electric locomotives
from Alstom. This is insufficient to cover the traction deficit, which makes it especially



important to maintain the operational capacity of the existing locomotive fleet, most of which
is operating at the limit of its technical capabilities due to wear and aging.

The average level of wear of locomotives in Ukraine stands at 96.8%, including 93.3% for
electric locomotives, 99.6% for mainline diesel locomotives, and 99.9% for shunting diesel
locomotives. The average age of electric locomotives is 40.6 years, against a standard service
life of 30 years; for mainline diesel locomotives it is 30.7 years, against a standard of 20
years; and for shunting diesel locomotives it is 35.8 years, against a standard of 25 years. The
situation with passenger locomotives is similar: the average age of electric locomotives is 40
years, and of diesel locomotives 28 years.

Locomotive shortage in Ukraine
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At the same time, Ukraine has sufficient production capacity for locomotive and wagon
repair work of varying complexity. The repair divisions of the state-owned Ukrainian
Railways include 25 depots and 4 plants. The private sector is also fairly well developed in
the field of partial repairs, both for traction units and wagons, as well as in the supply of spare
parts and equipment. It includes dozens of enterprises with differing production capacities.
Some industrial giants have also mastered locomotive repair. For example, at the end of
2025, ArcelorMittal Kryvyi Rih, Ukraine’s largest mining and metallurgical plant, completed
a full renovation of the TEM2U-8679 diesel locomotive.

However, due to technical complexity and relatively low profitability, the locomotive repair
sector lags significantly behind wagon manufacturing in terms of development.

Most of Ukraine’s existing large wagon-building and wagon-repair plants are a legacy of the
Soviet Union and vary in the degree to which they have been modernized.

As of early 2026, the largest enterprise in the sector is the Soviet-built Kryukiv Railway Car
Building Works (KVBZ), the country’s main producer of passenger coaches. The leading
manufacturer of various types of freight wagons is the Lviv-based Karpaty plant, which was
also built during the Soviet era but modernized after its transfer into private ownership.

Ukraine’s Prospects for Joining TEN-T and the Role of Ukrainian Enterprises

The prospect of Ukraine’s integration into the trans-European network and the opportunity to
participate in EU rail transport, which is planned to double by 2050, is encouraging Ukrainian
financial and industrial groups to invest in railcar manufacturing capacity despite the war.



The leader in this area appears to be TAS Group, which is within the sphere of influence of
Serhii Tihipko, former Governor of the National Bank of Ukraine and former Deputy Prime
Minister for Economic Affairs. In recent years, the group has reconstructed the
Dniprovahonmash plant in Dnipro and acquired a 61.4% stake in the Austrian railcar
manufacturing company TransANT GmbH, gaining as partners the metallurgical concern
Voestalpine (30.98%) and the state railway cargo operator OBB Rail Cargo (7.65%), which
facilitates product certification for the European market.

In addition, the group acquired the Poltavakhimmash tank manufacturing plant and Nail, the
largest nail manufacturing company; and in 2025 completed the construction of a railcar
assembly plant for the European-gauge railway in the city of Kovel, near the border with
Poland. This example provides an interesting illustration of how Ukrainian business is
responding to the opportunities opened up by the implementation of TEN-T.

A notable position in the market is also held by the industrial and investment group Aurum
Group. It is implementing projects in the segment of serial components for freight rolling
stock aimed at the operation and repair market. This approach corresponds to the structure of
Ukraine’s railway fleet, where maintaining the operational capacity of the existing wagon
stock is the key factor.

Its current projects — including the gondola car hatch cover, the Khanin friction wedge, and
the production and repair of RU1Sh-957-G wheelsets — ensure stable demand, a short
customer decision-making cycle, and form the basis for long-term relationships with
operators and repair enterprises.

A potential project involving the production of the 2TR11 brake shoe logically complements
the company’s portfolio in the segment of mass-use consumable components, making it
possible to expand its product line with regularly demanded goods and reduce the market’s
dependence on imported supplies.

The EU’s Response to Current and Future Military Challenges

The European community responded quickly to the challenge. On March 21, 2022, the
Strategic Compass was adopted in Brussels — a document setting out a shared vision of the
European Union’s security and defence policy for the next 5-10 years.

A few months later, the Action Plan on Military Mobility 2.0 was approved, directly
integrating defence objectives into the implementation of TEN-T. Under this Plan, 95
projects financed within the framework of CEF Transport are adapting EU military
infrastructure and TEN-T networks to dual-use transport requirements for both civilian and
defence purposes.

In March 2025, based on Plan 2.0 and the 2024 Military Mobility Pledge, and in close
coordination with the European External Action Service (EEAS) and the European Defence
Agency (EDA), military mobility package and the White Paper for European Defence —
Readiness 2030 were developed in line with NATO standards and procedures, supplemented
by the Commission’s ReArm Europe Plan.

On November 19, 2025, a Proposal for a Regulation of the European Parliament and of the
Council establishing a system of measures until 2027 to facilitate the rapid movement of



military equipment, goods, and personnel throughout the EU was formulated. This initiative
became known as the “Military Schengen.”

At the presentation of the “Military Schengen” initiative in Brussels, EU High Representative
for Foreign Affairs and Security Policy Kaja Kallas announced the intention to extend
military mobility routes to Ukraine so that Ukraine could become part of the pan-European
military mobility space.

This is also reflected in the draft of the new EU Regulation on military mobility: one of the
four priority multimodal military corridors — the northern one, connecting the Netherlands,
Germany, and Poland — is in fact extended further into Ukraine.

A few days earlier, Lithuania, Belgium, the Czech Republic, Germany, Luxembourg, the
Netherlands, Poland, and Slovakia had signed the CNE Protocol on the unification of rules
for the cross-border movement of military forces among European states and the creation of
the Central-North European Military Mobility Region, also with the prospect of involving
Ukraine’s capacities.

As for the possibility of military action on EU territory, The Times reported in January 2026
that Lieutenant General Gerald Funke, head of the Bundeswehr Logistics Command of the
Federal Republic of Germany, had outlined a worst-case scenario of a Russian attack on
NATO. This scenario envisages Germany finding itself at the epicentre of hostilities from the
very first hours of the conflict. He drew attention to the fact that in a possible confrontation,
up to one thousand soldiers could be wounded per day, which would place enormous pressure
on Germany’s medical institutions.

“If in Afghanistan I had, unfortunately, a large but manageable number of casualties, now |
have to plan for the possibility of one thousand wounded soldiers per day. The deeper you get
into it, the more difficult everything becomes and the harder it is to imagine,” the lieutenant
general said. Funke explained that in the first weeks of the conflict, thousands of NATO
allies would arrive at German seaports. From there, they would need to be transported
eastward by road and rail. The lieutenant general expressed concern that these routes could be
damaged as a result of Russian sabotage, cyberattacks, and possibly long-range strikes.
Therefore, the question of the readiness of European railways for possible military operations
is of critical importance.

The Military Dimension of the TEN-T Project

The forced militarization of TEN-T has shifted the focus of cooperation between Ukraine and
the EU in the transport and railway sectors. The need to accelerate the construction of
European-gauge railways linking Ukraine and Moldova with Europe, as well as the
introduction in Ukraine of European railway operating standards, has become obvious. These
steps would make it possible to integrate the railway sector — including track infrastructure,
logistics, repair capacity, production facilities, and personnel — into the pan-European
system, including for military purposes.

The first step in integrating Ukraine into Europe’s railway system during the war was the
European Union’s project to facilitate exports of Ukrainian goods and create alternative
logistics routes by rail, road, and inland waterways, known as the Solidarity Lanes.

The European Commission launched the Action Plan for the Solidarity Lanes in May 2022.
Under this Plan, Ukraine was included in the Connecting Europe Facility (CEF).



According to CEF Regulation (EU) 2021/1153 establishing the CEF for the period 2021-
2027, the CEF is the main financial instrument for TEN-T. The Agreement between Ukraine
and the European Union on participation in the CEF was signed in Lviv in June 2023 and
ratified by parliament.

On July 11, 2022, also within the framework of the Solidarity Lanes, the European
Commission and the European Investment Bank published the study “EU Strategy for the
Integration of the Railway Systems of Ukraine and Moldova,” prepared by the EIB’s
technical advisory service JASPERS.

The main obstacle to efficient rail connectivity between Ukraine and Moldova and EU
countries was identified as the difference in railway track gauge. The study recommended the
earliest possible introduction of 1,435 mm European-gauge rail links between
Krakow/Katowice (Poland) and Lviv (Ukraine), as well as between lasi (Romania) and
Chisinau (Moldova).

European-gauge lines on the Ukrainian-Polish border — specifically the Medyka/Mostyska—
Lviv and Dorohusk—Kovel-Sarny—Korosten—Kyiv directions — and on the Ukrainian-
Slovak-Hungarian border — Chop—Uzhhorod—Sambir—Lviv — were also recognized as
critically important.

For urgent transformation, the Basarabeasca—Giurgiulesti section was recommended in order
to secure access to the ports of Galati and Constanta in Romania. This project is currently
under implementation and, as mentioned earlier in this study, is having a positive impact on
railway access to the Port of Bilhorod-Dnistrovskyi in Ukraine.

Shortly after the publication of the study, the European Commission amended the indicative
maps of the Trans-European Transport Network (TEN-T) at the end of July 2022,
incorporating Ukrainian logistics routes while simultaneously removing routes through
Russia and Belarus. All corridors comprehensively include rail, road, air, and water routes, as
well as ports and hubs. They received their own coordinators and updated action plans.

EU-Ukraine Cooperation within TEN-T in the Context of the Military Dimension

On December 22, 2023, a High-Level Understanding was signed between Ukraine and the
European Union, confirming the mutual acceptance by both parties of the updated indicative
maps of the Trans-European Transport Network (TEN-T).

Following the update of the maps, in June 2024 the latest version of Regulation (EU)
2024/1679 of the European Parliament and of the Council on Union guidelines for the
development of the trans-European transport network (TEN-T) was adopted.

The document provides that, under new geopolitical conditions, TEN-T consists of nine
European transport corridors integrating existing railway networks, freight hubs, a series of
fast and seamless cross-border connections between EU countries as well as Ukraine and
Moldova, and a unified system of railway management and signaling standards (ERTMS)
along with digital interoperability (ITS).

The project will be implemented across three levels. The core network (Core TEN-T)
includes the most important connections between major cities and hubs and is to be
completed by 2030. The extended core network (Extended Core TEN-T) is to be completed



by 2040, while the comprehensive network (Comprehensive TEN-T) is planned for
completion by 2050.

Transport cooperation between Ukraine and the EU is not limited to TEN-T corridors.
However, directions related to improving railway operations and their technical components
— including infrastructure, rolling stock, maintenance, communications, and workforce
qualifications — especially on sections included in the TEN-T indicative maps, are given
priority in terms of investment financing.

At present, Aurum Group is not implementing specific projects directly aimed at integrating
Ukrainian rolling stock into joint use within the EU in crisis or emergency situations. At the
same time, the company’s core activities, including the production and maintenance of freight
wagons and their components, create the preconditions for participation in such initiatives in
the future.

Potentially, Aurum Group could be involved in programs focused on the temporary or reserve
use of Ukrainian rolling stock on European infrastructure, including the formation of fleets of
freight wagons, bogies, and wheelsets. This would enhance the flexibility of logistics flows
and ensure the continuity of freight transportation in the event of crisis situations.

Participation in such initiatives could take the form of joint programs with European
operators and investors, aimed at the gradual integration of Ukrainian rolling stock into
European standards without requiring fundamental changes to the company’s operational
model. This approach would ensure readiness for rapid response to emergency situations and
strengthen strategic engagement with the European market.

In the future, Aurum Group could become a reliable partner in the creation of reserve rolling
stock resources for joint use, in line with Ukraine’s course toward integration into the
European railway space and contributing to the overall resilience of logistics systems in the
region.

Ukraine’s Wartime Logistics Experience as a Resource for the EU

Russia’s full-scale invasion of Ukraine on February 24, 2022, became the first large-scale
war on the European continent in decades. Ukraine’s experience has prompted the European
Union to reconsider the role of TEN-T — and particularly railway transport — in a context
where peace can no longer be taken for granted.

The urgent need to rapidly establish resilient supply chains — including for weapons —
along the EU-Ukraine core transport routes revealed the shortcomings of existing rules for
defence transportation within the EU, as well as the insufficient development of logistics
corridors.

In a statement by the European Commission dated November 19, 2025, submitted alongside
the draft of the new EU Regulation on military mobility to the Council of the EU and the
European Parliament, it was explicitly noted that “Russia’s war against Ukraine provides
invaluable lessons for the EU, Member States, and partners in the field of military mobility,”
and proposed that this experience be used in parallel with Ukraine’s EU accession process.
Indeed, despite its difficult technical and economic condition, Ukrainian Railways
demonstrated an unprecedented level of mobilization capacity under the conditions of a
sudden military attack.



Even when Russian forces approached Kyiv at close range for a period of time, the railway
system did not stop and continued to operate steadily, carrying out large-scale free evacuation
trains both within the country and to European borders.

The role of railway transport in delivering ammunition, military and humanitarian aid,
redeploying troops and equipment, evacuating assets, and relocating production facilities
from combat zones has been invaluable.

Later, when Russia destroyed Ukraine’s oil refining capacity and blocked its ports, the
railway system largely ensured the stable supply of energy resources, as well as the
continuity of exports and imports, including military and humanitarian aid. Throughout this
period, there was a high level of collaboration between state institutions and private
businesses in the provision of humanitarian and military support.

According to experts at Aurum Group, the experience of the Ukrainian railway system since
the beginning of the full-scale war is unique for Europe, as it demonstrates the ability of a
critical transport system to maintain functionality under conditions of active hostilities,
infrastructure destruction, and unstable energy supply.

A key value for the EU lies in the practical experience of ensuring freight transportation and
locomotive traction under conditions of power disruptions, rapid adaptation of operational
processes, and prioritization of logistics continuity over formal procedures.

The Ukrainian model of railway operations management in crisis conditions could be applied
in Europe in the event of military threats, energy crises, or large-scale emergencies.

Private Investment in Ukraine’s Railway Sector — Current State and Challenges
However, there are no concrete agreements regarding such investments. More broadly, there
have been no breakthrough changes in the inflow of private foreign investment into the
development of railway infrastructure or the creation of logistics hubs on the Ukrainian side
of the border, despite the construction of European-gauge tracks and Ukraine’s integration
into TEN-T. The overwhelming majority of recent capital investments consist either of aid
and loans from Western partners or Ukraine’s own public funds.

There is a clear explanation for this. Ukraine still remains outside the single and liberalized
European railway market. Directive 2012/34/EU of the European Parliament and of the
Council of 21 November 2012 establishing a single European railway area (as amended in
2019), as well as Commission Implementing Regulation (EU) 2015/909 of 12 June 2015 on
the calculation of costs directly incurred as a result of operating train services, define the
principles governing infrastructure managers, which are separated from the competitive
environment of both public and private operators.

Infrastructure access charges are subject to continuous and strict regulatory oversight within
the EU. At the same time, under the provisions of the EU’s Fourth Railway Package, the
transport market itself is liberalized and open to all European companies on equal terms.

The key provisions of the Fourth Railway Package include, in particular, non-discriminatory
access to rolling stock, railway infrastructure, and tenders; the elimination of the need for
multiple applications for cross-border operations; harmonization of permits and certificates;
and standardized documentation issued by the European Union Agency for Railways (ERA).



Why there are almost no private investments

The state is the
traction monopolist

War =risk }

No open market

No clear access
rules

Therefore, funding primarily comes from donors or state resources.

Competition and open access across Europe incentivize companies to invest in service
development and additional value for both passenger and freight customers. In contrast, in
Ukraine, virtually all private investment in the railway sector and in logistics — whether
related to TEN-T or not — is investment for survival.

The vast majority of these investments are aimed at addressing existing bottlenecks, such as
overloaded border infrastructure, the lack of container terminals, and insufficient cargo
storage capacity. While this improves the current state of transport and enhances resilience
under Russia’s aggression, it does not resolve the systemic challenges of Ukraine’s railway
sector as a whole.

According to a recent industry study conducted by the European Business Association, in
cooperation with the law firms Arzinger and Sayenko Kharenko, 64% of surveyed transport
companies made investments in 2025. However, 57% of these investments were directed
toward the modernization of existing assets. At the same time, 60% of respondents rated
legislation and the implementation of state policy in railway development as mostly low, and
26% as very low.

As for investment in passenger transport — which remains unprofitable — private businesses
show little interest. In the long term, following the end of the war and the reopening of
airspace, demand for international rail passenger transport — currently the only commercially
attractive segment — is expected to decline significantly in favor of air travel.

This situation regarding private investment will persist until structural reform of the railway
sector is implemented in Ukraine. On June 6, 2025, the World Bank published a report titled
“Ukraine’s Transport and Logistics System: Current and Future Opportunities and
Challenges”, noting that low levels of private investment in cargo handling and
containerization will not increase without legislation introducing the separation of
infrastructure management from transport operations and the establishment of a competitive
transport market.

These reforms were envisaged under the EU-Ukraine Association Agreement, and attempts
were made, with intentions formally declared in the Government Action Plan. However, the
reform process has effectively stalled.

At present, among the numerous analytical government documents, it is almost impossible to
find a consolidated assessment of private investments made in railway and related
infrastructure since July 2022, when Ukraine was included in the TEN-T indicative maps.



This indicates a lack of demand from the authorities for such data and suggests that this issue
is not currently a priority for the Ukrainian government.

At the same time, estimates included in the Ukrainian Railways Production Capacity
Development Strategy until 2030 indicate that strategic capital investment needs amount to
UAH 431.4 billion (approximately EUR 8.62 billion at the average official exchange rate as
of January 2025). It is planned that 70% of these investments will involve domestic
manufacturers. However, there is no clear answer as to how an unprofitable, unreformed
state-owned company will finance these needs.

As emphasized in the World Bank report, the rehabilitation of core logistics infrastructure —
including bridges, tracks, emergency repair equipment, and platforms to enable Ukrainian
Railways to expand its share in container transport (the most promising segment of freight
traffic) — is largely financed by international donors. The same applies to the procurement of
mainline locomotives. One such initiative is the World Bank’s RELINC project.

Technological Transformation, Scientific Development, and Participation in Future-
Oriented Projects

In practice, the only area of transformation currently progressing in the absence of structural
railway reform in Ukraine — and the only area of urgent legislative change — is the
implementation of safety measures and partial modernization of the railway system required
for integration into TEN-T.

On December 17, 2025, the Ukrainian Parliament adopted in first reading the draft law “On
Railway Transport Safety and Interoperability in Ukraine” (No. 14174), which is expected to
be fully adopted in 2026.

Alongside it, a draft law “On the National Transport Accident Investigation Bureau” is to be
adopted, with the new authority expected to be established in 2026. In 2027, adaptation of
Ukrainian Railways’ structure to the new safety legislation is to begin, followed in 2028 by
certification of train drivers and licensing of operators according to European standards.

The implementation of EU legislation on railway safety and Technical Specifications for
Interoperability (TSI) is the first of four key steps outlined in the Memorandum between
Ukrainian Railways and the European Union Agency for Railways (ERA), signed in
September 2024.

The memorandum also provides for support for the implementation of the European Rail
Traffic Management System (ERTMS), knowledge exchange, and cooperation in rolling
stock certification, maintenance, and mutual infrastructure access.

TSI and ERTMS implementation directly relate to preparing Ukraine’s railway system for
operation within modern European transport networks, including TEN-T corridors.
According to Directive (EU) 2016/797 (as updated in 2020), the railway system is divided
into subsystems: infrastructure, energy, trackside control-command and signaling, onboard
control-command and signaling, rolling stock, operations and traffic management,
maintenance, and telematics applications for passenger and freight services.

“Interoperability” is defined as the ability of the railway system to enable safe and
uninterrupted train movement while meeting required performance levels. The concept of



“network” includes lines, stations, terminals, and all fixed equipment necessary for railway
operation.

Separate regulations cover rolling stock structure, control systems, current collection devices,
traction systems, braking systems, couplings, running gear, human-machine interfaces, and
more.

Passenger service systems (ticketing, reservations, baggage handling, intermodal
connections) and freight services (real-time tracking, booking, billing) are also subject to
harmonization.

A key component of interoperability is ERTMS — a unified system of automation,
telecommunications, and traffic control — which includes ETCS (train control) and GSM-R
(railway communications). In the coming years, GSM-R is expected to be replaced by
FRMCS, a 5G-based railway communication system.

Ukraine, due to the need to modernize TEN-T routes, has the opportunity to leapfrog directly
to these advanced technologies.

Following the update of TEN-T maps in 2022, work began on integrating Ukraine’s train
control systems with ERTMS. By 2024, implementation plans and ETCS pilot testing on the
Kyiv—Lviv route had been developed.

In October 2025, the European Commission launched a tender (ongoing until February 2026)
to support the deployment of FRMCS in Ukraine, with grant funding of EUR 700,000.
Despite the high costs of implementation — including Eurobalises, LEU systems, RBC
centers, and training — European partners have demonstrated readiness to invest, provided
Ukrainian Railways can effectively adopt and operate these technologies.
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An additional benefit of TEN-T integration is access not only to standards and technologies,
but also to knowledge, education programs, ERA training, and EU research initiatives such as
Horizon Europe. This dimension, often overlooked compared to funding, is equally valuable.

Another important advantage of TEN-T integration is Ukraine’s inclusion in long-term
visionary infrastructure projects.

One example is the Starline concept — a continental high-speed rail network proposed by the
Danish think tank 21st Europe. The project envisions a 22,000 km network with train speeds
of 300-400 km/h, connecting 48 cities across 34 countries, including Kyiv and Lviv.

While this may seem ambitious today, similar projects — such as France’s TGV, Spain’s
AVE, and Germany’s ICE — once appeared unrealistic but are now standard infrastructure.
The Starline concept also proposes the development of modern multimodal stations serving
both passenger and freight functions, as well as governance models inspired by aviation
alliances such as Star Alliance.

Investment in Ukraine’s Railway Engineering Sector

The fact that Ukraine is mentioned in European “dream projects” is encouraging, but
investment is needed now. One possible catalyst for rapid investment could be the idea of
creating, by 2027, a single EU military mobility space and a “Military Schengen” across the
TEN-T area.

In the EMERS mechanism presented in 2025 — a set of principles for priority access to
infrastructure for EU and NATO forces in crisis situations — an important role is assigned to
the parallel development of the railway network for military mobility.

In October 2025, the Community of European Railway and Infrastructure Companies (CER)
published its study “Dual-use, sustainable and connected cross-border military movement by
rail — readiness for 2030 and beyond,” in which an important role is assigned to adapting
infrastructure, as well as the wagon repair and wagon-building sectors, to the parameters of
the Military Envelope.

CER recommends increasing loading gauges so that tall vehicles do not strike bridges and
tunnels, thereby enabling the unrestricted transport of armored vehicles and heavy equipment.
Carrying out these works would not only strengthen defence readiness but also improve the
efficiency of civilian freight transport.

How much needs to be invested in Ukrzaliznytsia by 2030?
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It is also proposed to introduce “readiness contracts” between railway companies, military
structures, and public authorities, which would define standards of action in crisis situations.
A separate issue is the “tuning” of civilian rolling stock so that it can carry heavy armored
vehicles and other military equipment. Multisystem locomotives reinforced against shelling,
universal wagons, and so-called dual-use wagons (platforms, tank wagons, etc.) are now an
urgent necessity for the creation of a European rolling stock pool that could be jointly used by
EU countries for rapid mobilization in crisis situations.

Ukraine, with its extensive private wagon repair system and its experience in protecting
rolling stock from constant Russian attacks, can become an extremely valuable source of
military innovation for Europe and a workshop for the relevant upgrades.

The European strategy for responding to military threats also envisages the shared use of
trained railway personnel, and here too Ukraine can assist the European Union. Ukrainian
railway workers are highly professional and responsible; they demonstrated heroism and
rapid response in preventing Russia from bringing railway traffic to a halt. At the same time,
they were trained according to Soviet standards and continue to work within technologically
outdated infrastructure, locomotives, repair practices, and traffic management principles.
They therefore require additional training and upskilling programs based on European
standards.

The entire railway transport system of Ukraine remained essentially unchanged for decades,
despite the existence of a market economy. Modern directions of development emerged
primarily in the private segment of the railway sector, but its influence on the operation of
Ukrainian Railways as a state monopoly remains very limited. It is impossible to enter
Europe’s modern “doorway” with outdated technological and managerial principles that have
changed little since the collapse of the Soviet Union.

For this reason, integration into TEN-T must become a driver of conscious change and
reform. Ukraine needs a clear action plan and the appointment of national coordinators for
the Ukrainian sections of the TEN-T corridors who would coordinate interagency decisions in
accordance with Ukraine’s infrastructure development priorities in the context of the trans-
European network.

At present, Aurum Group’s projects are being implemented without the involvement of
European capital. However, the company’s business structure and production competencies
create preconditions for launching investment projects in railway components and in
mechanical engineering more broadly.

Promising areas for attracting European investment include projects aimed at localizing and
scaling up the production of serial railway components used in the operation and repair of
rolling stock. Such initiatives correspond to the interests of European partners in diversifying
suppliers and increasing supply chain resilience.

A separate area of investment interest may be engineering projects related to the production
of industrial equipment and units for railway infrastructure and logistics terminals. Pumping
equipment manufactured at our plants may also be used in the energy sector and water
management systems. Such projects are cross-sectoral in nature, make it possible to use the
group’s existing production capacity, and are relevant for infrastructure recovery and
modernization programs both in Ukraine and in EU countries.



At present, Aurum Group is not implementing specific projects directly aimed at introducing
ERA standards and regulations into the operation and maintenance system for rolling stock in
Ukraine. At the same time, the company’s business profile creates the preconditions for
participation in such initiatives in the future.

Potentially, Aurum Group could be involved in projects related to the harmonization of
approaches to repair, maintenance, and lifecycle management of rolling stock components in
line with European safety principles. This corresponds to Ukraine’s broader course toward
integration into the European railway space.

Participation in such projects could take the form of joint programs with European partners
and investors, aimed at the gradual approximation of Ukrainian practices to ERA
requirements without abrupt changes to the company’s operating model.

The Economic Impact of Integration into TEN-T on Ukraine

Transport logistics of Ukraine
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Ukraine’s transport and logistics system can become a strategic instrument for stabilizing and
growing the economy. Increased cargo handling at ports, investment in road construction, and
greater efficiency in freight transport create a strong foundation for preserving industrial
production, intensifying foreign economic activity, and increasing employment. The
expansion of logistics routes, integration into the European TEN-T transport network, and the
introduction of resilience and digitalization standards are of decisive importance for
consolidating positive economic dynamics in Ukraine over the medium term.

Maritime transport logistics remains one of the key factors supporting Ukraine’s export
potential, especially under martial law. Data for 2024—2025 indicate a significant revival in
the port sector, which has a direct impact on the stabilization of industrial production and
foreign trade operations. According to the results of 2024, Ukrainian ports — Odesa,
Chornomorsk, Pivdennyi (the ports of Greater Odesa), and the Danube ports — handled 97
million tonnes of cargo, which is 57% more than in 2023, when the figure stood at 62 million
tonnes.

A structural analysis of cargo flows shows the dominance of the ports of Greater Odesa,
which handled 80 million tonnes of cargo, accounting for 82% of the total volume, while the
share of the Danube ports amounted to 18%, or around 17 million tonnes. This demonstrates
a shift in comparison with 2023, when the Danube ports had an almost equal share with the
Black Sea ports, indicating a certain stabilization of the logistics situation in the Black Sea.
Railway transport provides more than 80% of cargo transportation to Ukraine’s seaports.

Conclusions and Recommendations

Ukraine’s integration into TEN-T opens the gateway for investment — from the EU (both as
an institution and through its Member States), private investors, and financial institutions.
Ukraine has already begun receiving EU grants, which in some cases may cover up to 50% of
the cost of large-scale infrastructure projects. However, Ukraine must create attractive



conditions for European private business. This is essential, as large-scale, high-quality
transformation cannot be achieved without private investment.

This includes the construction of new railway border crossing points along Ukraine’s western
borders, the modernization of existing crossings, transition sections, access routes between
European-gauge and Ukrainian-gauge tracks, the development of logistics centers, and the
improvement of river ports on the Danube.

The implementation of these investment projects could become part of a broader post-war
recovery plan. However, in the plans already presented — including the Ukraine Prosperity
Plan (a joint initiative of Ukraine, the United States, the EU, and the G7, presented on
January 3, 2026) — transport-related issues remain insufficiently defined and elaborated.

At the same time, the Prosperity Plan is a framework document. Its further development
should involve representatives of Ukrainian railway businesses, the European Union Agency
for Railways (ERA), the European Bank for Reconstruction and Development, the European
Investment Bank, European financial institutions, and leading European private railway
companies.

To improve the quality and accelerate Ukraine’s integration into TEN-T (with plans already
approved to extend four European TEN-T corridors into Ukrainian territory), there is an
urgent need to remove bureaucratic barriers. This requires the implementation of several EU
directives, particularly those related to simplifying border procedures, sanitary and
phytosanitary controls, and the mutual recognition of certificates.

It is also necessary to standardize electronic waybills, customs data exchange between
Ukraine and the EU, and to simplify certification procedures for wagons and containers.

The Government of Ukraine has established joint working groups with European counterparts
at the institutional level to address technical issues — such as harmonizing electronic
documentation and simplifying certification processes. However, overall coordination of the
process remains insufficient.

Therefore, it is advisable to establish an institution of national coordinators for each TEN-T
corridor. It is also necessary to empower a relevant Ukrainian public authority (or establish a
dedicated interagency body) to coordinate all TEN-T-related project activities, ensure
communication with the EU, European financial and technical donors, and investors, and
develop a unified approach to the creation of logistics hubs along TEN-T corridors in border
regions.

Within the current structure of the Ukrainian executive branch, the Ministry of Community
and Territorial Development — as the successor to the former Ministry of Infrastructure —
appears best positioned to assume these responsibilities. This body should prepare, in
coordination with European institutions, a concept for integrating Ukraine’s existing railway
infrastructure into TEN-T corridors, as well as a step-by-step implementation roadmap with
clear timelines.

An important step should be the assessment of the capacity of Ukrainian businesses in the
context of logistics infrastructure development — both across the entire railway and port
system and specifically within the railway infrastructure of border regions.



A comprehensive assessment of the throughput capacity of Ukraine’s border infrastructure
for international and transit freight flows is required in the context of integration into TEN-T
corridors — for each corridor, both inbound and outbound, as well as along branching routes.

This is particularly important given that these corridors effectively integrate Ukraine into the
EU’s internal transport market.

Equally important, this represents a tangible step toward Ukraine’s EU accession — and,
considering specific routes, may also contribute to Moldova’s integration into the EU.

Geographically, Ukraine has the potential to become a transit bridge between Europe and
Asia. Routes via the Black Sea and the Caucasus — the so-called Middle Corridor connecting
Central Asia and China — are already being developed. Ukraine’s Danube ports may serve as
a key junction linking Europe’s inland waterway system with the Black Sea. This further

increases the investment attractiveness and strategic importance of Ukraine’s transport
system.

In terms of developing rail resilience in Ukraine and the EU, it is advisable to accelerate the
construction and deployment of European-gauge sections along Ukraine’s western borders.
Border hubs (terminals, transshipment facilities, intermodal infrastructure) should be
modernized, with a strong focus on digitalization and automation of logistics procedures.
Cooperation between European institutions and non-state, non-oligarchic railway enterprises
in Ukraine can serve as an additional stabilizing factor for transport infrastructure.
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According to Aurum Group experts, the experience of the Ukrainian railway system since the
beginning of the full-scale war is unique for Europe, demonstrating the ability of a critical

transport system to maintain functionality under conditions of warfare, infrastructure
destruction, and unstable energy supply.

The key value for the EU lies in practical experience in maintaining freight operations and
locomotive traction under power disruptions, rapidly adapting operational processes, and
prioritizing logistics continuity over formal procedures.



Ukraine’s model of railway crisis management can be applied in Europe in the event of
military threats, energy crises, or large-scale emergencies.

Aurum Group is actively assessing opportunities for developing rail resilience in Ukraine and
the EU as a strategically important area for ensuring the continuity of freight transport in
crisis and emergency situations.

The company’s core activities — including the production and maintenance of freight rolling
stock and its components — create preconditions for participation in programs aimed at
strengthening logistics system resilience, including the formation of reserve rolling stock
capacity and integration into European transport flows. This aligns with Aurum Group’s
strategic interest in strengthening its position as a national and regional supplier of high-
quality rolling stock.

Potential projects may include joint programs with European operators aimed at creating
operational rolling stock reserves compliant with EU standards. Participation in such
initiatives would not only strengthen the company’s position in the European market but also
contribute to the gradual harmonization of Ukrainian practices in rolling stock operation and
maintenance with European safety and resilience standards.

A separate issue is the coordination of Ukraine’s actions with neighboring countries along its
western border.

The war between Russia and Ukraine has triggered significant shifts in supply chains. Road
and railway infrastructure have become critical for evacuation, population movement, the
transport of military equipment, and humanitarian supplies since the onset of martial law.
At the same time, it is necessary to increase the capacity of western border crossings and
transport infrastructure, including the development of multimodal terminals, in response to
changing logistics routes and the destruction of infrastructure.

This work must be closely coordinated with Ukraine’s western partners — including Poland,
Slovakia, Hungary, Romania, and Moldova.

Key Findings of the Study for Practical Implementation
Key Opportunities:

o Ukraine’s integration into the Trans-European Transport Network (TEN-T) aligns
with the interests of both Ukraine and the EU in economic as well as military-political
dimensions.

e The restoration of Ukraine’s transit potential through the implementation of TEN-T
projects will become a key factor in enhancing the competitiveness of the Ukrainian
economy.

Main Barriers to Ukraine’s Integration into TEN-T:

o Technical and technological barriers — differences in track gauge; varying
electrification systems across sections of Ukraine’s railway network; significant wear
and aging of the locomotive fleet; lagging behind the EU in the implementation of the
European Rail Traffic Management System (ERTMS);

o Financial barriers — due to the full-scale war, the majority of Ukraine’s state budget
expenditures are allocated to national security and defence (in particular, 62% of total
state budget expenditures in 2025 and 59% planned for 2026);



Risks:

Logistical barriers — insufficient capacity of railway border crossings with EU
countries;

Regulatory and legal barriers — Ukraine must fully align its legislation with EU
regulations and initiate structural reform of Ukrainian Railways, aimed at market
demonopolization and the separation of its core functions;

Environmental barriers — TEN-T standards require strict compliance with
environmental regulations, which presents a challenge for Ukrainian industrial and
transport enterprises;

Governance barriers — the absence of comprehensive interagency coordination in
the implementation of projects related to Ukraine’s integration into TEN-T.

The key risk is the continuation or escalation of hostilities for an indefinite period,
which significantly limits investment opportunities in Ukraine’s railway infrastructure
— high security risks remain the main deterrent for European private capital;

A potential “overheating” of prices for infrastructure assets as a result of planned
Investments;

Certain technologies (for example, in the field of communications) may become
obsolete before the completion of specific projects.

Priority Actions (by importance and implementation timeline):

Ensuring maximum support for competition — if the state does not introduce
strong mechanisms for selection, demand formation, and competition, it risks creating
an “infrastructure asset bubble,” leading to excessive and inefficient public spending;
Establishing an effective system for monitoring public investments in railway
infrastructure, free from political influence — not only to prevent corruption, but also
because public investments tend to prioritize political outcomes over financial
sustainability and risk considerations;

Implementing EU directives related to simplifying border procedures, sanitary and
phytosanitary controls, and harmonizing documentation with the EU (including
electronic waybills and operational certificates);

Introducing the institution of national coordinators for each TEN-T corridor;
Establishing a joint advisory body involving representatives from Ukraine, Poland,
Slovakia, Hungary, Romania, and Moldova to coordinate joint actions within TEN-T
project implementation in Ukraine.



Information about Aurum Group
Aurum Group is a Ukrainian industrial and investment group operating in the fields of
railway engineering, rolling stock repair, and the production of components for freight
wagons. The company operates in the Ukrainian market as both a manufacturer and a service
partner for railway operators and industrial enterprises.

Aurum Group’s industrial capacities allow the company to produce up to 50 freight wagons
per month and to carry out depot and capital repairs as well as maintenance with wagon
uncoupling for up to 200 units per month. The company services various types of rolling
stock, including gondola cars, hopper wagons, tank cars, dump cars, and flat wagons. The
presence of an in-house wheelset workshop enables shorter repair times and improved
operational efficiency.

The production activities of Aurum Group include the manufacturing of key freight wagon
components such as two-axle bogies, RU1Sh-957-G wheelsets (in SONK and NONK
configurations), gondola car hatch covers, and “Khanin” friction wedges. The company’s
product range is not limited to these components and is continuously expanding in response
to market demand.

Alongside its railway sector activities, Aurum Group is also developing additional areas of
industrial engineering, leveraging its existing production competencies and experience to
create reliable solutions for related industrial sectors.

Aurum Group operates advanced machining, assembly and welding, and foundry facilities,
equipped with the necessary industrial machinery and equipment. This infrastructure allows
the company to perform a wide range of manufacturing operations and produce diverse
products for the railway industry and related industrial sectors.
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