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Abstract 
 

In 2004, Romania applied to the International Court of Justice (ICJ) to solve the issue of 

delimiting the continental shelf and the exclusive economic zones of Romania and Ukraine in the 

Black Sea. In 2009 it obtained the drawing of an equidistant line between the relevant adjacent coasts 

of Romania and Ukraine, and a median line between the opposite coasts of the two states. The result 

of this international process has brought Romania several advantages - strategic and economic. 

While debating the topic of this paper, the authors wrote an Introduction, they explained the 

Research Methodology, and continued by covering the way in which the Romanian-Ukrainian 

dispute played out at the ICJ (2004-2009): motivations, resolution, and various kinds of 

consequences. They continue with Strategic and Economic Implications and conclude by writing the 

Conclusions of the paper. 
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1. Introduction  
 

In terms of its geographical location, Snake Island - which has the shape of a cross, having a 
length of 662 meters, a width of 560 meters and a total area of 17 hectares - is located 40 km from 
the city of Sulina (Romania) and 120 km from Odessa (Ukraine). This is the main island of a five-
island archipelago in the Black Sea (RNL, 2020). In terms of its physical presence, the island lies in 
some places 41 meters above the sea level, its cliffs being steep with few coastal terraces and only 
the northern shore has an open bay where one can easily enter. The vegetation is poor, and so is the 
fauna (Paiusan – Nuica, 2009); in the absence of drinking water, even men could hardly live here. 

   Rightly considered a "huge dry rock", the island itself is not economically important at this time; 
however, it is very important from a strategic point of view. Its strategic position is highlighted by 
the fact that it is located on the two important sea routes: to the south of Ukraine and to the Danube 
ports (Figure no. 1). 

Snake Island came into Romania's possession in 1878, but after seventy years (in 1948), the head 
of the Government from Bucharest signed an agreement with the Soviet Union to cede to the Union 
of Soviet Socialist Republics (USSR) the island which, thus, came into the latter's possession. 
Immediately after the occupation, the Soviets began building a military base for maritime and air 
control, as well as radars which monitored the Balkans. After the disintegration of the USSR (1991), 
Snake Island and its military base came into Ukraine’s possession, a state that used to be a part of 
the USSR. 
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Figure no. 1. Snake Island - aerial photography (a) and geographical position (b) 

 
Source: Processing by the authors based on images posted at: 
http://www.roconsulboston.com/Pages/InfoPages/Government/SerpentsIsland.html  

 
About some historical, diplomatic aspects, abuses, etc., related to the issue of Snake Island, over 

time several works have been written (Cucu and Vlăsceanu, 1991; Seișanu, 1928; Mehedinţi, 1893; 
Pădurean, 2004; Mogoșanu, 1991; Necula, 1994). Even if Romania appears to be in a disadvantaged 
/ unfair position, it did not subsequently claim the territory of the island (Mazilu, 2000; Aurescu, 
2009; Aurescu et al., 2009), requesting instead a correct delimitation of the continental shelf in the 
maritime space: "Romania has given up Snake Island since 1997, after signing the Basic Treaty with 
Ukraine. However, the real stake in the dispute with Ukraine is a 12,000 square kilometers area of 
the Black Sea located around the island" (Chiruta, 2008). 

In fact, in the year 1997, Romania and Ukraine signed the Treaty on good-neighborly relations 
and cooperation and the related Agreement, which contains provisions on the obligation of the parties 
to enter into negotiations with a view to concluding a Treaty on the state border regime and an 
Agreement for the delimitation of the continental shelf and the exclusive economic zones of the two 
states in the Black Sea (Aurescu, 2009). Moreover, the related Agreement contains some principles 
applicable to the delimitation of maritime spaces and an arbitration clause establishing the possibility 
for either party to refer unilaterally to the International Court of Justice (ICJ) for the resolution of the 
respective delimitation. 

It was also stipulated that two cumulative conditions must be met for this: (i) the negotiations (on 
the delimitation) to have taken place over a period of more than two years; (ii) the Treaty on the State 
Border Regime to have entered into force or to show that it has not entered into force through the 
fault of the other party. 

Against this background followed the signing of the Treaty on the Romanian-Ukrainian state 
border regime, cooperation and mutual assistance in border issues (2003), but bilateral negotiations 
(1998-2004) on the Agreement on the delimitation of the continental shelf and the exclusive 
economic areas of Romania and Ukraine in the Black Sea failed. 

In discussing the topic of this paper, the authors will continue to focus on how the dispute between 
the two states played out at the International Court of Justice (2004-2009), the motivations, resolution 
and various kinds of consequences. 
 
2. Research methodology  
  

The treatment of the theme of this micro-study, designed by us on the topic "Snake Island (Black 
Sea): Sharing strategic and economic benefits" is based on the investigation of the specialized 
literature, highlighting certain elements specific to the descriptive method. 
    At the same time, in order to give full credibility to the aspects presented by us in the paper, we 
have resorted to comprehensive research, based on the decisions of the international courts (ICJ) and 
the reports of prestigious institutions which contain relevant and valuable data for us. 
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     To a lesser extent, we have also used certain articles published in the periodical press (of 
information and analysis), specialized in the economics or international relations fields. 
 
3. Maritime Delimitation in the Black Sea Case (ICJ: Romania v. Ukraine) 
   

As we have shown in the Introduction, the case launched between Romania and Ukraine pursues 
mainly strategic objectives (access to territorial waters), but also economic objectives, related to the 
possibility of exploring / exploiting hydrocarbons. 
    In order to solve the issue of delimiting the continental shelf and the exclusive economic zones of 
Romania and Ukraine in the Black Sea (the disputed area being of about 12,200 km²), on September 
16, 2004 the request to initiate the applicable procedures having as object the delimitation of the 
maritime spaces of the two parts - continental shelf and exclusive economic zones - from the 
northwestern part of the Black Sea was sent to the International Court of Justice (ICJ) (International 
Court of Justice, 2004). 

Both states wanted ICJ to draw a line of delimitation, defined by geographical coordinates, 
according to the rules of international law; respectively, drawing an equidistant line between the 
relevant adjacent coasts of Romania and Ukraine, and a median line between the opposite coasts of 
the two states, without taking into account the tiny maritime formation named Snake Island, which 
was just a rock (United Nations Convention on the Law of the Sea, 1982), not entitled to a continental 
shelf or an exclusive economic zone. Equally important, this rock has never been notified by Ukraine 
as a reference point to the UN. "In drawing the provisional equidistant-median line in the case of 
Romania, the most advanced points on its coast must be used: Sulina Dam and Sacalin Peninsula 
(points already notified by Romania to the UN, as reference points" (MAE / Ministry of Foreign 
Affairs, 2009). 

Figure no. 2 shows the routes of the maritime border lines claimed by Romania and Ukraine and 
other relevant elements in favor of Romania after the adoption of the ICJ Decision no. 2009/9 of 3 
February 2009. 
 

Figure no. 2. Relevant maps: (a) The maritime boundary lines claimed by Romania and Ukraine; (b) The 

delimitation area as identified by the Court; (c) The course of the maritime boundary 

 
Source: International Court of Justice, February 3, 2009, General List - No. 132/2009, The case 
concerning maritime delimitation in the Black Sea (Romania v. Ukraine)  
 
Even if Ukraine tried to change the natural features of Snake Island, bringing artificial 

demonstrations (pseudo-arguments) that there are permanent inhabitants, economic objectives, etc., 
these were not taken into account by the ICJ. If it had been proven that the island was inhabited, 
international law would have given it the right to a 20 km continental shelf (RNL, 2020). 

In reality, only border or research / monitorization activities take place (Figure no. 3). 
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Figure no. 3. An overview of Snake Island (a) and a detailed view, in which a member of the military can 

be noticed (b) 

 
Source: Processing by the authors based on images posted at: 
https://location4film.com.ua/en/locations/islands/68/  

https://infotoday.ro/stiri-politice/international/ucraina-a-instalat-pe-insula-serpilor-un-sistem-de-

monitorizare-a-tintelor-navale-1205/  
 
A project aimed at creating a free economic zone on Snake Island, meant only to change its status 

(the “Achilles” Project), proved to be not economically viable, even if a bank branch (“Aval”), a 
hotel (which did not have a water sewerage installation) and a museum point were put into operation 
(Paiusan – Nuica, 2009). 
    Schematically, the legal framework prior to the dispute and the procedural stages of the trial before 
the Court are set out in Figure no. 4. 
 

Figure no. 4. The pre-dispute legal framework (a) and the procedural steps of the case before the ICJ (b) 

 
Source: Processing by the authors based on: the Ministry of Foreign Affairs (2020) 
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After going through all the procedural stages of the process before the International Court of 
Justice, by Decision No. 2009/9 of February 3, 2009 (General List - No. 132/2009), 79.34% of the 
disputed area was granted to Romania, i.e., 9,700 km², with an average depth of over 80 m, 
respectively 20.26% to Ukraine, i.e., 2,300 km², with an average depth of 35 m (International Court 
of Justice, 2009). 
    
4. Strategic and economic implications 
    

The resolution of the conflict in question through the method we referred to earlier has several 
implications. The oil and gas resources around the island have led to an increase in interest in the 
outcome of this dispute, transforming it from an exclusively strategic to a strategic-economic one. 
(Paiusan–Nuica, 2009).  

In fact, The Black Sea Basin is an area of utmost importance for Romania's strategic position, 
representing a trans-continental transport route Europe - Asia / Europe - Middle East, at the same 
time being identified oil and gas deposits at an appreciable level. (Ispas, 2018). 

In regard to the continental shelf of the Black Sea under Romania’s jurisdiction, on certain 
perimeters leased by the Government, companies specialized in the exploration / exploitation of 
hydrocarbon reserves have been operating here for a long time (Figure no. 5). 

 
Figure no. 5. Leased perimeters from the Romanian continental shelf where companies specialized in the 

exploration / exploitation of hydrocarbon reserves operate 

 

 
 

Source: Processing by the authors based on images posted at:  https://romania.europalibera.org/a/cine-

sunt-jucatorii-care-foreaza-petrol-gaz-marea-neagra/29899262.html/,https://cursdeguvernare.ro/gaze-

marea-neagra-guvernul-vrea-sa-introduca-criteriul-sigurantei-nationale-ca-sa-opreasca-vanzarea-

participatiei-exxon-unor-concesionari-indezirabili.html 

 
About the size of the deposits related to the area disputed with Ukraine, won by Romania at the 

ICJ (9,700 km², with an average depth of over 80 m), several figures are presented by various sources, 
which actually do not diverge much from each other. 
   However, until the year 2009, exact investigations into the disputed area were also not carried out 
by neither Romania nor Ukraine. The National Agency for Mineral Resources had some preliminary 
estimates for the entire disputed area (about 12,000 square kilometers) which indicated the existence 
of a total of 100 billion cubic meters of natural gas and about 10 million tons of oil. But it was 
estimated that the recovery rate of these deposits did not exceed 25-30% in good condition. (Ribana, 
2009). According to the same source, these data were based on extrapolations from previous research 
- the Muridava and Cobălcescu probes. That is why exploration activities are required, which should 
bring reliable information about the resources that can be exploited commercially, involving costly 
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drilling at over 2500 meters depth. Either way, the results may appear in min. ten years, and it takes 
about a year for the bidding of the perimeters and the designation of the winners. 

Bogdan Aurescu, the Romanian lawyer with a decisive role in winning the case described by us, 
comes with certain information about the respective deposits, obtained via the method of "seismic 
profiles", not that of deep drilling, showing that at the time of the ICJ ruling, the estimate for this 
entire disputed area (9600 approx. 84 billion cubic meters of gas (Aurescu, 2012). 

In summary, corroborating the sources consulted, beyond the invaluable strategic advantages, 
from an economic point of view there are real chances that on the entire area gained at The Hague, 
hydrocarbon reserves are much higher than anticipated during the procedural stages of the process 
before the ICJ or shortly thereafter. The claim that “This amount of oil would cover Romania's 
consumption for a period of 2 years, and the gas could replace imports from the Russian Federation 
for a period of 20 years" (Săgeată and Săgeată, 1999) can very well be outdated at present. 

However, the actual benefits can be assessed as such only if the costs of the exploration / 
commercial exploitation of the hydrocarbon deposits are taken into account. Furthermore, the 
calculations should also involve the degree of recovery of these deposits, which must first be 
explored, which, in optimal conditions, reaches a maximum level of 25-30%. 
 
5. Conclusions 
 

The concerns of the Romanian state from the perspective of international law regarding the major 
corrections that had to be made to the line of demarcation of the surface of the continental shelf and 
the exclusive economic zone in the Black Sea made it possible for it to not incur significant losses, 
related to 80% of that perimeter. The sensitive element on which solid evidence was produced was 
the status of Snake Island. The drawing of an equidistant line between the relevant adjacent coasts 
of Romania and Ukraine, and of a median line between the opposite coasts of the two states was 
made without taking into account the tiny maritime formation Snake Island. Romania has 
demonstrated that Snake Island is a simple rock, therefore not being entitled to a continental shelf or 
an exclusive economic zone. Also important is the fact that this rock has never been notified by 
Ukraine as a reference point at the UN, so in drawing the provisional equidistant-median line in the 
case of Romania, the most advanced points on its coast were taken into account: Sulina Dam and 
Sacalin Peninsula. 

After going through all the procedural stages of the process before the International Court of 
Justice, by Decision No. 2009/9 of February 3, 2009 (General List - No. 132/2009), 79.34% of the 
disputed area was given to Romania, i.e., 9,700 km² with an average depth of over 80 m, respectively 
20.26% to Ukraine, i.e., 2,300 km² with an average depth of 35 m. 

Romania's sovereign rights have grown considerably in relation to the perimeter shown, the 
strategic and economic advantages being worthy of consideration. Beyond the invaluable strategic 
advantages, from an economic point of view, it is necessary to take into account the possible 
quantities of hydrocarbons in the area; at the time the respective ruling was issued, the estimated total 
for the disputed area was of about 70 billion cubic meters of gas and 15 million tons of oil. 
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European Danube Convention, (MFA, 1948, pg.1-2). The problem is that a river ship or a convoy, 
when engaged in the riverbed with a difficult passage, it must sail in the middle of the channel, 
where the main current and the greatest depth, and in the case of meetings with other ships in these 
conditions, must adopt a series of measures imposed by the Danube Navigation Regulation, (MT-
RND, 2013, pg.14, 18, 49-50). Hence another big problem, that of dredging the waterway on the 
Danube, in the area of responsibility of Romania. Dredging is also a problem for Serbia and 
Bulgaria, in the sectors they manage. From the data published by the Romanian river 
administrations, it results that they fulfilled their tasks regarding the dredging in the critical areas, 
(LRDA, 2019, pg.6-7). But what ship-owners and seafarers say is far from the situations presented 
in official reports. Over time, there have been situations and conflicts, related to the fact that the 
Bulgarian authorities have not fulfilled their tasks in the areas of responsibility, which has created 
major problems for ships (Toma, 2015, pg.1). All these situations have repercussions on the 
transport and operation costs, lead to very long delays in the delivery of goods, negatively 
influence the transport activity on the Danube. Therefore, the construction of a canal, between 
Călăraşi and Drobeta Turnu Severin, could solve many of the current problems of navigation on the 
Danube. 
 
2. Theoretical background. Study on the geographical area regarding the construction of the 
”South Canal” 
 

There are a number of concerns regarding traffic on the Danube, the elimination of difficult 
situations and problems caused by the river, but also the lack of organization of the competent 
authorities. Considering the fact that for a very long time, none of these presented situations are 
solved, I carried out a series of theoretical studies and documentary visits, in order to understand if 
a canal can be built between Călăraşi and Drobeta Turnu Severin (South Canal). In Călăraşi, an 
industrial port was designed and started, in a basin that is connected to the ”Borcea” river arm (part 
of Danube), by a 4.8 km navigable canal (IANATD, 2003, pp. 316-317). The problem is that the 
entrance on this canal is clogged and there is a risk that this canal will be closed by the alluvium 
brought by the ”Borcea” river arm. This situation is known at the level of the leadership of the 
Ministry of Transport and Infrastructure. Following a parliamentary interpellation, the Minister of 
Transport replied: „it was found that the phenomenon of natural clogging of this secondary arm of 

the Danube quickly led to deterioration of navigation conditions, the need for dredging being much 

increased compared to the initial situation”, (Câju, 2021, pg.1). What does this mean? That 
additional costs are needed to maintain a canal, on which navigation is no longer carried out, 
because the ”Siderca” Steel Plant, for which it was built, has closed. Thus, a generous project, with 
great prospects, became unusable. Figure 1 shows the canal and the industrial port. There was an 
idea to build another canal from this ”Siderca” canal, which would be connected to the Bucharest-
Danube canal, at north of the city of Oltenita. The Bucharest-Danube Canal has not been completed 
and there is currently no completion project. The project of the South Canal can be designed and 
realized starting from this canal, from the basin from the southwest of the city of Călăraşi or even 
from the exit point to the Borcea arm, as shown in figure 2. In this figure is presented the first 
segment between Călăraşi and Chiselet, 33 km long.  

 
    Figure no. 1. Călăraşi canal and industrial port        Figure no. 2. Calarasi-Chiselet segment 

    
                        
                      Source: google.maps                                   Source: author's study, google.maps 
 

Table no. 1 shows the channel segments and their distances.  
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Table no. 1. South canal segments 
CHANNEL SEGMENT LENGTH  CHANNEL SEGMENT LENGTH 

Călăraşi – Chiselet 33 km Pietroşani – Zimnicea South 24 km 
Chiselet – Spanţov 10 km Zimnicea South – Suhaia  13 km 
Spanţov – Olteniţa 13 km Suhaia – Ciuperceni  25 km 
Connection Olteniţa-Argeş 2,5 km Ciuperceni – Gura Oltului 11 km 
Olteniţa – Greaca 23 km Gura Oltului – Corabia North 11 km 
Greaca – Puieni 12 km Corabia Nord – Dăbuleni  31 km 
Puieni – Gostinu  11 km Dăbuleni – Jiu  24 km 
Gostinu – Giurgiu North-East 12 km Jiu – Negoi  35 km 
Segment Mocănaşu Island – Plant Canal – 
Giurgiu South-West 

10,5 km Negoi – Gemeni  38 km 

South-West Giurgiu – Vedea  15 km Gemeni – Recea  23 km 
Vedea – Pietroşani  14 km Recea – Hinova  26 km 

Total 417 km 
Source: author's study, google.maps. 

 
In total, the canal will have approx. 417 km, with an approximate configuration as in figure 3. 

If we compare with the distance between Călăraşi and Drobeta Turnu Severin, measured on the 
Danube, which is 561 km, there is a difference of 144 km. This difference can be appreciated as 
one that, under normal navigation conditions, a river tug with a speed of 10 km/h, upstream, travels 
in approx. 14-16 hours. So the use of the canal, in terms of travel time, will not lead to a substantial 
reduction, especially since it will depend on the number of locks through which ships and convoys 
will pass. But the benefits of this channel will be particularly important. The problem of locks and 
connections with the main rivers, which flows into the Danube, between Călăraşi and Negoi, in 
Dolj County, is a very important one, which will raise a series of challenges for designers and 
builders. The canal will intersect with the following rivers: Mostiştea, Argeş, Vedea, Călmăţui, Olt 
and Jiu. The intersection with the small rivers is not a special problem, but the biggest challenges 
will be at the crossings of the rivers Argeş, Olt and Jiu. 

 
Figure 3. South Channel configuration 

 
Source: author's study, google.maps. 

 
Also, substantial arrangements will be needed in the ports of Calarasi, Oltenita and Giurgiu. 

The canal will pass at a certain distance from the localities near the Danube, then from the western 
part of the Romanian plain and in the southern part of the ”Getic” plateau, from Mehedinţi county. 
When passing by the ports of Zimnicea, Turnu Măgurele, Corabia and Bechet, due to the 
configuration of these ports, it is not possible to make the direct connection with the Danube in 
these ports. This will be possible only on the nearby rivers, which will make them arranged on the 
portion from the intersection with the canal, until the discharge into the Danube. In the case of the 4 
localities, it will be necessary to arrange some ports on the canal, in order to connect the roads and 
the railway, which are close to these localities-ports.  
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3. Research methodology 
 

For the elaboration of this work, I studied several works in this field, checked and studied the 
navigation maps called “Danube Road” (LDRA, 2021, maps, km 297-1045), but also the terrestrial 
maps of the area in the south of the country. I traveled along the Danube, from Călăraşi, through 
Olteniţa, Giurgiu, Zimnicea, Turnu Măgurele, Corabia, Calafat, to Dorbeta Turnu Severin and I 
noticed the characteristics of the area near the river, the intersections with localities, ports, rivers 
and adjacent areas. In the works I studied and found few concrete solutions to solve the issues 
related to the Danube road, navigation conditions, Danube quotas in ports and waterways, dredging 
and problems related to water freezing, but also constraints that arise each season. I systematized 
the information, centralized it and introduced it in this study. The literature makes no reference to 
such a project. 

The methodology used consisted of the systematic, oriented and coherent study, in accordance 
with the principles used in a scientific investigation in the field of economic development 
strategies, of making large-scale investments, with a special impact on the entire national economy. 
I used the method of ”transfer of concepts”, which consists in taking from scientific papers and 
legislation, some ideas, concepts and methods important for this type of study. Added my own 
studies and ideas to find the best solutions for carrying out such a project.  
 
4. Findings 
 

The transfer of river transport from the Danube, on the South Channel, is the first strategic 
point of the project. From a technical point of view, the realization of the channel means the 
following:  

- The construction of the canal itself, of the locks, of the monitoring stations, of the road and 
railway bridges over the canal, the modernization and arrangement of the main ports, their 
endowment with operating installations and the realization of the logistic spaces.  

- Connecting the current irrigation systems with the canal to ensure the water needed in 
agriculture, given that many irrigation systems have been built and most of them are now derelict. 
Realization of dam systems, for the protection of the areas adjacent to the rivers that intersect the 
canal.  

- Construction of a system of photovoltaic panels on the banks of the canal, to provide 
electricity and a power supply system, electric river vessels, according to the system used for 
electric trolleybuses.  

- Creation of a ”green line”, consisting of trees planted on the edges of the canal.  
1. The projection and construction of the canal itself, locks and traffic monitoring and 

control stations. Considering the previous experiences regarding the construction of the Danube-
Black Sea canal, the “Poarta Albă-Midia Năvodari” canal, the “Călăraşi-Siderca” canal and the 
“Bucharest-Danube” canal (unfinished), which represent large-scale and very expensive works, 
from the point of view of the implementation strategy, the following steps are required: 

A). Study and understanding of the location of the South Canal. These must be preceded by 
field geodetic measurements along the entire length. Only on the basis of measurements, it will be 
possible to choose the exact routes, to establish the areas where the locks will be located, the areas 
of connection with rivers and ports, where the canal will pass. It can be appreciated that such a 
canal can be built in any area of the plain in the south of the country, but I think it is best for this 
canal to be built near the Danube, in the area where the river was flooded, closer to the river. The 
reasons why I think this area is the best are the following:  

- Danube meadow. This is an area recovered from the flooded areas of the river. In many such 
areas there were lands arranged for rice paddies, and now there are agricultural lands. Between 
Călăraşi and Negoi, the canal is not too far from the Danube.  

- Ecological impact. I think the negative effect is small, because the ponds and swamps have 
been drained for a long time, then protective dams have been made over a very long distance, 
especially where the ground level was close to the water surface and was periodically flooded. A 
problem will be given by the passage through the forested areas, but I consider that on the edge of 
this canal, later, it will be possible to plant a very large number of trees, which will compensate for 
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any deforested parts of the forest. Due to the fact that there will be drainage channels for 
“overflow” and bringing water into the canal, with each opening of the locks, fish populations and 
other aquatic animals will not be affected. An environmental impact study is needed, but solutions 
will be found to all the problems that will be discovered.  

- The final area. A problem will be on the segments between Gemeni-Recea and Recea-
Hinova, where the relief forms change and the area of the sub-Carpathian hills appears. In this area, 
there will probably be some route changes, to avoid areas with hills.  

- The cost of land. Where they have been used for restitution, it is much lower than in normal 
plain areas, but near localities, land prices will be higher.  

B). The technical aspects of the channel. The largest work in Romania, the Danube Canal - 
Black Sea, has the following technical characteristics (ANC, 2021, pg.1-2): length = 64.4 km; 
navigable channel width = 90 m; channel depth = 7 m; maximum weighing of ships = 5.5 m; height 
at bridges = 16.5 m. The shape of the channel is trapezoidal. On this channel can sail in parallel, in 
the opposite direction, convoys with a length between 275-285 m, with a width of approx. 34.2 m, 
with a large tonnage of approx. 27,000 tdw. Following all the areas between Călăraşi and Negoi, 
the distance between the canal and the Danube could be between 300 m and 3 km maximum, 
depending on the populated areas next to which it will pass. This minimum distance of approx. 300 
m, compared to the Danube shore, is a safety one, in the area where the construction works would 
not affect the area immediately adjacent to the shore. These distances, between the canal and the 
Danube, will be chosen according to the geodetic situation in each area. Ideally, this canal should 
cross as close as possible to the Danube, so as not to need more road bridges, in the areas of the 
localities, which have cultivated agricultural areas, between them and the river. The remaining area 
between the canal and the Danube can be used for replanting with trees, so as to ensure a green area 
along the entire length of the canal. Depending on this distance, the width of the navigable channel 
will also be chosen, depending on the size of the ships that will sail on this channel. The maximum 
width of 90 m of the channel, with the maximum width at ground level of approx. 110-120 m, plus 
protection areas of approx. 10 m on each side, would lead to a width of approx. 130-140 m. In 
addition, there will be connection areas, ports and locks, which will occupy a certain space. In 
order to adopt the optimal solution of the technical characteristics of the canal, simulations 
regarding the transport of goods will be necessary, mainly, the dimensions of the ships and 
convoys, which will sail on the canal, after the completion of the construction.  

2. Making bridges over the canal. Assessing the situation of the intersections of the canal 
with the roads and railways, a number of 33 road bridges, 3 railway bridges and 4 mixed bridges, 
road and railway will be needed. These are presented in table 2, where: E = European road, NR = 
national road, CR = county road, RLI = road of local interest. RF = road in the field.  
 

Table no. 2. Road and railway bridges over the canal 
No 

 
TYPE OF 

CONSTRUCTION 
LOCATIONS AND AREAS 

1. Road bridges 1.Călăraşi West-NR 3.  2.Bogata-RF.  3.Olteniţa-NR 4.  
4.Gostinu-CR 507.  5.Comasca-RF.  6.Malu-RF.  
7.Pietroşani-RF.  8.Zimnicea-NR 51.  9.The Lake Suhaia-RF.  
10.Poiana-RLI 34. 11.Turnu Măgurele-NR 52. 12.Islaz East-NR 54. 13.Islaz North-
CR 642. 14.Islaz West-NR 54. 15.Corabia East-CR 543. 16.Corabia North-RLI 124.  
17.Corabia West-NR 54.  18.Orlea East-NR 54 A.  19.Bechet-NR 55.  20.Negoi-NR 
55 A.  21.Rastu Nou-CR 561 D.  22.Rastu Nou-CR 561 E.  23.Moţăţei West-NR 56 (E 
79).  24.Cetate North-CR 552.  25.Dârvari West-CR 562. 26.Cearângu-CR 563. 
27.Recea-NR 56 A. 28.Nicolae  Bălcescu-CR 564. 29.Hotărani-CR 606. 30.Rogova 
South-CR 562 A. 31.Rogova West-NR 56 A.  32.Hinova South-NR 56 A.  33.Hinova 
Port-NR 56 B. 

2. Railway bridges 1. Olteniţa.  2. Zimnicea.  3. Turnu Măgurele. 
3. Mixed bridges: 

road and railway 
1. Giurgiu East. 2. Giurgiu Port. 3. Giurgiu West. 4. Moţăţei-Station. 

Source: author's study. 
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3. Arrangement of ports and connections with large rivers. A particularly important aspect 
is the arrangement of the main ports (Călăraşi, Olteniţa, Giurgiu), the secondary ones (Zimnicea, 
Turnu Măgurele, Corabia) and the connections with the big rivers (Argeş, Olt and Jiu), with the 
small rivers and canals of irrigation and drainage. Following the configuration of the mouths of the 
main rivers, the areas of their discharge into the Danube can be arranged, allowing the entrances on 
the South Canal. Basically, the entrances and exits on the canal would be in Călăraşi, Olteniţa, 
Giurgiu, Olt, Jiu and Hinova. The other rivers (Vedea, Călmăţui) and the irrigation canals have 
small dimensions and flows, which would require dredging and special arrangements, which would 
make them navigable from the intersection with the canal to the Danube. The completion of the 
Bucharest - Danube canal would also lead to the arrangement of the Oltenita port, which would be 
integrated in the South Canal project. Considering the current situation of the river ports, most of 
them abandoned, it is necessary the modernization and arrangement of the ports, their endowment 
with operating installations, the realization of the logistic spaces, their real integration on the 
multimodal transport circuits.  

4. Connecting the current irrigation systems with the canal. Given the fact that throughout 
the year, the water level in the canal will remain almost constant, it can provide the necessary water 
in agriculture, which currently, in small quantities, is obtained from the Danube. Considering the 
fact that many irrigation systems, among those that have been built, and currently many of them are 
in ruins, the irrigation program can be relaunched throughout the “Romanian Plain”. The second 
strategic role of the South Canal is to obtain a strategic reserve of drinking water, in a constant 
amount.  

5. Photovoltaic panel system. Extensive areas of photovoltaic panels can be installed on the 
banks of the canal, which can provide the electricity needed for the operation of all monitoring, 
control, lighting and lock installations. Considering the construction projects of some electric river 
ships, from these panels, stations can be arranged for the supply of electricity to the river ships. The 
remaining electricity can be transferred to the national energy system. It is also possible to build a 
power supply system for electric river vessels, according to the system used for electric 
trolleybuses.  

6. Dam systems. Before the points of intersection with the canal, it will be necessary to make 
some embankment systems, for the protection of the areas adjacent to the rivers and of the entrance 
areas on the canal, but also the waiting ports of the ships.  

7. ”Green line”. On the edge of the canal, in the adjacent space, a green line can be made, 
formed by planted trees. It would also have a role in consolidating the areas, in order to reduce soil 
erosion near the canal.  

8. Fish farms. On the canal, fish farms can be arranged, for the protection of the Danube 
species, but also for the consumption of the population and for sport fishing.  

9. Transfer of freight from land to canal. The transfer of freight transport, from roads, to the 
canal is the third strategic reason, which justifies its realization. Freight transport, in large 
quantities, will be oriented towards the transfer from inland roads and railways, to river vessels, 
which will sail on this canal. An integrated information system on freight transport on the canal can 
be used by manufacturers, carriers and beneficiaries. The transfer by road will lead to substantial 
savings and the reduction of pollution generated by heavy road transport vehicles. The connection 
of the capital Bucharest with Constanţa to the east, on canals and river and to the west, towards 
Drobeta Turnu Severin, will lead to the decrease of the costs per ton of transported goods. With the 
help of this channel, the main freight flows, from the port of Constanţa, to the interior of the 
country, will be oriented as in figure 4, which will have major implications on the development of 
multimodal transport. As well as the reverse flows, they will come from inside the country and will 
use the southern channel, on both East-West directions. The blue arrows indicate the directions on 
the water, and with red, the ones on land, on the roads and railways.  
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Figure no. 4. Freight flows from the port of Constanta 

 
Source: author's study, google.maps 

 
10. Bucharest-Danube Canal. It is not completed, but must be considered, as a first step, for 

the start of the big project. This canal was designed to have a length = 73 km, a width = 80 m, the 
minimum water depth = 4.5 m, the level difference of 53 m (10 m above sea level in Oltenița and 
63 m in Bucharest). The plan includes four locks and three ports: two in Bucharest, the first near 1 
Decembrie commune on Argeș and the second in Glina, on the Dâmbovița river, and the third in 
Olteniţa. From this it was made approx. 70%, but in 31 years since the cessation of construction, 
large parts of the works were damaged and a number of components was stolen. In 2008, an 
attempt was made to resume its construction, but the project remained unfinished. The advantages 
of building this canal can be summarized as follows: reducing the cost of freight transport, on East-
Center-West flows and setting up a large container terminal in Bucharest; reducing road traffic on 
the routes between Constanţa, Bucharest, Craiova, Drobeta Turnu Severin and Timişoara; 
construction of micro hydropower plants at hydro technical nodes; water use for irrigation of over 
150,000 ha of arable land; elimination of the flood danger for 11 localities and approx. 30,000 ha of 
agricultural land.  
 
5. Sources of financing and costs 
 

The European Union has developed several strategies for the sustainable development of river 
and inland waterway transport, and the Danube occupies a central place among them (EC, 2010, 
pp. 44-50). Legislation exists, as do funds, which can be obtained through various local, regional 
and transnational funding programs. But, as assessed in the documents prepared by the European 
Court of Auditors, (ECA, 2018, pp. 14-15, 38), “it was found that EU strategies for inland 

waterway transport do not have a solid and comprehensive analytical basis, and the cost of 

eliminating traffic bottlenecks in Europe (around � 16 billion) far exceeded the funding available 

from the EU budget for inland waterway infrastructure. Therefore, additional funding from 

national and/or private sources is needed to address this shortfall”. And Romania is on one of the 
last places, in terms of investments in the field of river transport. From the point of view of the 
specialized literature, many works and reports have been published, regarding the river transports, 
starting with the legal, technical, environmental and economic aspects. 

Such a “Southern Canal” project is large-scale and can be defined in simple terms as a true 
“Country Project”. Considering the experience of building the “Danube-Black Sea”, “Poarta Albă-
Midia Năvodari” and “Călăraşi-Siderca” canals, certain parallels can be made and even certain 
information can be used. In 2012, Romania submitted a project to the “European Strategy for the 
Danube Region”, for the resumption of works on the “Bucharest-Danube” Canal, with a financing 
estimate of approx. 800 million euros. A joint statement of the foreign ministers of the countries 
from the Danube region followed (MFA, 2013, page 1) and since then, nothing has been done until 
this year. On 23.02.2021, the tender for the launch of a new feasibility study for the completion of 
this channel was launched. The feasibility study will be carried out over 11 months. From the latest 
estimates, the cost of completion would reach approx. 1.44 billion euros without VAT (Andone, 
2021, pg.1), and the canal will be ready in approx. 5 years. The completion of the “Bucharest-
Danube” Canal would have a series of advantages related to financing, design-evaluation, 
restitution of related lands, construction, endowment and especially, the experience of those who 
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will be involved in this project. I consider that it is a first stage, very important, in order to be able 
to move on to the “South Canal” project. Following the costs for the construction of the “Danube-
Black Sea” Canal, they were estimated at approx. 10,000 billion lei 1984. This is a lot. But the 
construction of the canal was done by the Army, 40 km, the Communist Youth Union (pupils and 
students), 10 km, and the remaining 16.4 km, by civilian workers. The design was made by approx. 
1,000 specialists, and currently, 50,000 people worked on the canal. The construction lasted 8 
years. The very high costs were primarily due to the very large number of people. Even if the 
military in term, the pupils and students were not paid in full salaries, still, the value of their work 
was transferred to the institutions to which they belonged. Comparing and analyzing the situation 
then, with the possibilities of the current economy of Romania, it can be appreciated that a series of 
changes have appeared, which are directly constituted in advantages, as in table 3. 
 

Table no. 3. Advantages of southern canal construction 
No CURRENT 

SITUATION OF 
THE ECONOMY 

ADVANTAGES 

1. Computer aided 
design.  

- Design is much easier, simulations and tests can be done.  
- Will work with a small number of specialists.  

2. Use of modern 
equipment. 

- Digging machines have high speeds and working capacities.  
- Increased the transport capacity of the excavated soil, by using high speed and 
capacity conveyor belts.  
- The working perimeters are established with the help of satellites, through the 
GPS system and Google Maps.  

3. The problem of 
excavated land.  

- It will be used for: dams, strengthening the banks of rivers that intersect the canal 
and other adjacent areas.  

4. Project financing.  - European Union funds.  
- The state budget.  
- The budgets of the County and Local Councils from the 6 counties (Călăraşi, 
Giurgiu, Teleorman, Olt, Dolj and Mehedinţi).  

5. Creating new jobs. - In research, at specialized institutes and partner universities.  
- To the companies that will win the tenders and perform the works.  
- In the administration and maintenance of the new canal.  

6. Providing the 
necessary drinking 
water.  

- Water for irrigation and consumption.  
- Preservation of a large amount of water, as a strategic reserve of the state.  

7. Constant water level.  - Constant navigation throughout the year.  
8. Container transport 

transfer.  
- From the roads and the railway, on the canal, considering that there is a highway 
only between Feteşti and Bucharest, and between Bucharest, Alexandria, Craiova, 
Turnu Severin, there are national roads, which are not modernized.  

9. Other activities. - Fish farming, sports and leisure.  
Source: author's study 

 
Carrying out a series of documentations regarding the prices of some excavation works, of the 

hydro technical works, of the construction of the public roads and of the bridges, we obtained an 
amount of approx. 25 billion euros, without VAT, with an additional reserve of approx. 3 billion 
euros. This amount is necessary for the construction of canals, locks, ports, bridges, paved and 
paved roads, port facilities, monitoring and control centers, solar panels, tree plantations, fish 
farms, etc. The estimated duration is as follows: 1 year for carrying out legal proceedings, 1 year 
for launching and carrying out the feasibility study, 2 years for designing the canal and all related 
elements, and then expropriating the land and carrying out the works. For approx. 100 km, an 
estimated working time of approx. 4 years, because the area between Călăraşi and Negoi is on soft 
ground, easy to dig. Finally, a term of approx. 22-25 years, it is reasonable to achieve it.  

Funding must be done in the following stages:  
- Preparation and elaboration of documents, by the National Company ”Administration of 

Navigable Canals”, which must make all the initial legal steps of the project, informing the 
Ministry of Transport and Infrastructure, ministries of finance, research, environment and foreign, 
etc., followed by informing the European Union and Danube Commission. After obtaining all the 
authorizations and approvals, the elaboration of the documents for the launch at auction of the 
realization of the feasibility study follows.  
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- After obtaining the approvals and authorizations, the financing planning must follow, which 
will include the financing of the feasibility study, from internal or governmental sources.  

- Carrying out the feasibility study, on the basis of which the configuration of the canal, the 
number of locks, bridges, arrangements and connections, the lands that will be returned, etc, will be 
established. After completing this study, the costs of carrying out all works, collateral investments 
(roads, ports, port equipment, etc.) must be estimated. The plan of financing and the construction 
costs become the most important document, which will be constituted in a “National Strategic 
Plan”, for the construction of the canal.  

- Based on the financial estimate of the project, the documents for the tenders for the 
construction of the canal and all its components will be elaborated. Depending on the amounts 
allocated annually and the budget construction, construction tenders will be launched. The main 
problem at present is related to the fact that in Romania there are no more companies with 
experience in the field of hydromechanics, that the old economic units that built the previous 
canals, have been abolished or have restricted activity. Therefore, the tenders that will be organized 
for the completion of the “Bucharest-Danube” canal, will help us to understand which are the 
economic units with the potential to build this canal. The steps to be taken by the ”Administration 
of Navigable Canals”, which is the competent state authority in this field, are the following: 
concluding financing agreements with the EU, from the State Budget and the budgets of the 
counties through which the canal passes. The construction of the canal will require efforts both 
from the central authorities, but also from the county and local ones.  
 
6. Conclusions 
 

This channel will lead to the relaunch of scientific research in Romania. In order to carry out 
the project, collaborations between Administration of Navigable Canals, research institutes and 
universities will be necessary, for the projection, elaboration of the financial plan, of the 
environmental impact and of other aspects and situations that will appear. The need for 
construction materials will mean a demand that will generate an offer and that the economic units 
will have to make. This will mean the relaunch of the economy horizontally, in the fields of 
production of: cement, metal structures, electrical cables, stone, sand, gravel, bitumen, photovoltaic 
cells, paint, machinery and equipment for hydraulic constructions, river barges, trucks and wagons 
for transport, and so on. It will generate a large number of jobs, for projection, construction and 
after completion, for monitoring and maintenance. Given the current efficiency of the machines, 
manual work will be reduced in almost all areas. The future must be anticipated in this area as well, 
in time and with great care.  
 
7. References 

 
 Andone A., 2021. The Danube-Bucharest Canal, Ceausescu's pride, is back today. The government 

updates the feasibility study with European money, Economica.net, pages 1-2, [online] Available at: 
https://www.economica.net/canalul-bucuresti-dunare-reactualizare-studiu-de-fezabilitate-cu-bani-
europeni_197459.html. 

 Bularda M., Vişinescu I., 2014. Damaged dams on the Danube, current and perspective issues, 
S.C.D.A. Symposium, Braila, pp. 5, 6, 9-11.  

 Câju O., 2021. C. Drulă, answer to the interpellation of Senator Cionoiu: The entrance area from the 

Danube on the Borcea Arm km 100, towards the port of Călăraşi at km 90, was permanently a 

problem for navigation”, Commercial Society ”Total Media” Ltd., article, published in “Arena 
Media”, 14.06.2021 [online] Available at: https://arenamedia.ro/index.php/arena-news/politica-
mp/diverse-politica-mp/c-drula-raspuns-la-interpelarea-senatorului-cionoiu-zona-de-intrare-de-la-the-
dune-on-the-arm-of-borcea-km-100-towards-the-port-calarasi-at-km-90-was-permanently-a-problem-
for-navigation. 

 Toma A., 2015. Authorities blame Bulgarians for transport problems on the Danube. �Bursa� Journal 

29.10.2015, page 1.  
 European Commission, 2010. European Union Strategy for the Danube Region/ Action Plan. 

Communication from the Commission to the European Parliament, the Council, the European 
Economic and Social Committee and the Committee of the Regions, Brussels, pp. 44-50.  

“Ovidius” University Annals, Economic Sciences Series 
Volume XXI, Issue 2 /2021

356



 European Court of Auditors, 2015. Special Report no. 1/2015, Inland waterway transport in Europe: 

since 2001, no significant improvements have been observed in terms of modal weight and shipping 

conditions, Luxembourg, (http://eca.europa.eu). 
 European Court of Auditors, 2018. Towards a successful transport sector in the EU: the challenges to 

be addressed, Luxembourg, pp. 14-15, 38.  
 Institute of Auto, Naval and Air Transport Designs (IANATD), (2003), “50 years of design for 

transport infrastructure”, chap. IV ”Hydrotechnical and port works”, Bucharest, pages 316-317. 
www.iptana.ro. 

 Lower Danube River Administration, 2020. Activity Report for 2019, Galaţi, pages 6-7.  
 Lower Danube River Administration, 2021. Files with electronic navigation maps, Galaţi. 

https://www.afdj.ro/ro/harta-el-ro.  
 Ministry of Foreign Affairs, 1948.  Convention on the “Regime of Navigation on the Danube”, 

published in the “Official Gazette”, no. 253 / 30.10.1948, Bucharest, pages 1-2.  
 http://legislatie.just.ro/Public/DetaliiDocumentAfis/23611 
 Ministry of Transport and Infrastructure, 2012. Order no. 1668/15.11.2012, on “Organizing the 

intervention against ice on the Danube, on the Danube-Black Sea Canal, on the Poarta Albă-Midia 

Năvodari Canal and in the ports on them”, published in the Official Gazette no. 814/5.12.2012, 
Bucharest, pages 1-6.  

 Ministry of Transport, 2013. Regulation of Navigation on the Danube in the Romanian sector, 
Bucharest, pp. 14, 18, 49-50.  

 National Company „Administration of Navigable Canals” S.A., 2021. General technical 

characteristics, Constanţa, pages 1-2. https://www.acn.ro/index.php/ro/poduri-ecluze. 
 National Institute of Hydrology and Water Management, 2021. Hydrological diagnosis and forecast 

for the Danube at the entrance to the country and on the Romanian sector, 1.10.2021, Bucharest, pg. 
1-2. http://www.inhga.ro/diagnoza_si_prognoza_dunare.  

“Ovidius” University Annals, Economic Sciences Series 
Volume XXI, Issue 2 /2021

357


