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Key Messages 

1. Distinctive features of ESCAP LLDCs are reflected as differences related to 

transport connectivity however, if analyzed as a group and compared with their 

coastal neighbors, the ESCAP LLDCs are clearly in disadvantageous position. 

Although many LLDCs in the region have managed to achieve significant 

progress over the years in improving their transport connectivity, the challenges 

to enhance the efficiency of transport linkages within and beyond the region 

remain. 

2. The transport connectivity of LLDCs depends on effective arrangements with 

their transit and coastal neighbors for easy access to transport services, the level 

of interoperability, and facilitation of cross-border transport operations. 

Harmonization and simplification of regulatory controls (e.g., regarding Customs 

transit and border controls) could further streamline the movements across the 

borders and contribute to enhanced connectivity. Strengthened logistics capacity 

and corridor approach is another factor that has to be considered and supported in 

the endeavors to improve port-hinterland connectivity. 

3. Presently Central Asia sub-region is better integrated, with wider participation in 

international conventions/agreements related to transit transport. Southeast Asia 

and South Asia sub-regions have sporadic participation in such international 

arrangements, and transit transport is mainly regulated on bilateral level. The 

large number of conventions / international agreements, sub-regional, multilateral 

/ bilateral arrangements create very complex legal environment that is difficult to 

implement, which proves the need of further harmonization and simplification. 

4. Many of the existing international agreements are not fully implemented (e.g., 

GMS CBTA) or not yet implemented at all (e.g., BBIN MVA). Multiple 

challenges are hampering effective implementation of operational international 

transit arrangements (e.g., in the case of AFAFGIT ACTS). Despite the progress 

achieved in recent years, the implementation of the legal arrangements 

(conventions / agreements) relevant to transit transport in the region remains to 

be challenging due to several reasons that include lack of sufficient 

harmonization; lack of simplified procedures; and inefficient cooperation 

mechanisms among control authorities.  

5. Important expansions and improvements of transport infrastructure in the region 

could be noted, however transport infrastructure issues still hamper transport 

connectivity, since in overall (for ESCAP LLDCs as a group) above 50 per cent 

of Asian Highway routes are class III or below and about 10 per cent of the 

Trans-Asian Railway network are missing links. Significant challenges in 

logistics are also noted, with perception in many ESCAP LLDCs that there is no 

progress achieved with regard to the quality of transport infrastructure.  

6. Outstanding challenges to seamless transport linkages of ESCAP LLDCs include: 

challenges related to infrastructure and physical barriers (e.g. quality of 



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries v 

infrastructure, border crossing infrastructure shortages, financing gaps); 

challenges at getaway ports in transit countries (e.g. port inefficiency, lack of 

coordination); transit transport challenges (e.g. high costs, low cargo volumes, 

unreliable demand, inefficient Customs transit procedures); challenges at border 

crossings (e.g. congestions, delays, cumbersome Customs controls, inefficient 

transloading of cargo); corridor management issues. 

7. Transit transport connectivity challenges, particularly for LLDCs, could be 

addressed with endeavors to increase port efficiency at gateway ports (e.g. 

increased port agility, port automation, investment of LLDCs in seaports); 

development of favorable transit transport arrangements (e.g. with less 

restrictions regarding permits/routes, gradual liberalization, use of common 

transport documents, unified and competitive tariffs for railway transport); 

improvement of physical infrastructure and efficiency of usage (e.g. with 

optimized planning based on data modeling, advanced traffic management, 

improved maintenance); establishing dry ports and improvement of intermodal 

facilities; improvement of efficiency of Customs transit regimes, harmonization 

and streamlining of border crossing operations; well-organized corridor 

management; expanding investment and financing options.  

8. International transit transport supported by efficient Customs transit systems is 

one of the key elements for improved transport connectivity of LLDCs. Analysis 

of existing transit transport regimes in ESCAP region, with a focus on embedded 

Customs transit systems (TIR System, AFAFGIT ACTS; GMS CBTA; EAEU 

Customs Transit; European Convention on Common Transit and NCTS) shows 

that that each of them has its own advantages and disadvantages. In general, 

efficient Customs transit systems are characterized by harmonized Customs 

transit procedures and use of international Customs transit systems; use of 

electronic paperless Customs transit systems; use of simplified Customs 

procedures beneficial for transport and trade communities. 

9. Railway transport has proven most resilient in the time of pandemic with high 

reliability and advantages of being less exposed to the risks of restrictions. Key 

areas of opportunities for railways to enhance their competitiveness in post 

pandemic period include harmonization and digitalization of railway operations 

and railway documents; establishing efficient electronic information exchange 

between neighboring railways; better integration of railways with other modes of 

transport and collaboration between railways other relevant transport and 

logistics stakeholders. 

10. Efficient railway operations in international transport also depend on 

harmonization and digitalization of related regulatory formalities (e.g. Customs 

clearance for goods in railway transport); establishing efficient electronic 

information exchange among railways and control authorities; use of simplified 

procedures for railway transport (e.g. use of railway Consignment note as a 

Customs document); use of electronic paperless Customs transit solutions; 
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automation and use of new technologies for regulatory controls, improved 

coordination and cooperating among all border agencies. 

11. Main policy recommendations to improve port-hinterland transport connectivity 

for LLDCs identified with this study are to: increase port efficiency at getaway 

ports in transit countries; develop and implement favorable transit transport 

arrangements; improve physical transport infrastructure and enhance its 

efficiency; support establishing dry-ports and improve intermodal facilities; 

develop and implement efficient customs transit regimes; harmonize and 

facilitate border crossing operations; establish efficient corridor management 

mechanisms; expand investment and financing options. 

12. To support improvement of port-hinterland connectivity in road transport the 

countries in the ESCAP region are encouraged to join TIR convention and 

support transition from paper-based to paperless eTIR. Efficient sub-regional 

level paperless Customs transit systems could also support seamless connectivity. 

The AFAFGIT ACTS is an example of such sub-regional systems for ASEAN countries, 

however its efficiency depends on overcoming of several existing implementing 

challenges and restrictions that have to be successfully addressed. The member 

countries of other sub-regions in ESCAP region are encouraged to consider (or 

continue negotiations) for introduction of new paperless Customs transit systems 

based on characteristics identified for development of efficient Customs systems 

and specific recommendations provided with this Study. 

13. Presently there is a lack of international Customs transit system for railway in 

ESCAP region. To improve port-hinterland transport connectivity the countries in 

the region may consider establishing a new international/regional Customs transit 

system for railway transport. The concept of such system could be built on two-

layer approach. The first layer could be a Framework agreement on international 

Customs transit for railway transport agreed on ESCAP regional level that only 

defines key common principles. The second layer could be specific multilateral / 

bilateral agreements between interested parties (in line with the agreed general 

principles) to implement international Customs transit systems for railway 

transport. Suggested common principles may include: use of common railway 

consignment note as a Customs transit declaration; possible use of electronic 

Customs transit declaration with reduced data (based on selected railway 

consignment note data and supported with railways to railways electronic data 

exchange); simplifications for railways as an authorized economic operator 

(AEO) including guarantee waiver; harmonization of Customs transit procedures 

and international cooperation between railways and Customs authorities. 
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Background 

The port-hinterland transport connectivity for many landlocked developing countries 

(LLDCs) in the region remains weak due to inefficient interfaces among the Asian 

Highway network, the Trans-Asian Railway network, and the dry ports in LLDCs and 

seaports in transit countries. Experience suggests that most delays in transit transport 

for LLDCs occur at the gateway ports in transit countries where the transport mode is 

changed. 

This modal change necessitates additional documents and the completion of 

regulatory formalities associated with goods destined to LLDCs. In many countries, 

the border/customs formalities for transit goods are overly complex, leading to 

inordinate delays at gateway ports. 

New technologies can play an important role in simplifying and streamlining the 

formalities of border agencies. For example, using ESCAP's Secure Cross Border 

Transport Model customs authorities in India started a pilot programme on the use of 

an electronic cargo tracking system to track the containers carrying third-party 

imports from Nepal transported by rail while transiting through India leading to faster 

clearances and simplified procedures. 

In addition, concepts such as agile ports that encourage swift movement of containers- 

without storing them in the container terminal, by transporting them directly to inland 

facility by a dedicated railway line can reduce congestion on the roads. Such practices 

need to be scaled up to enhance the port-hinterland sustainable transport connectivity 

for LLDCs of the region. 

Experience suggests that a single worldwide transit system may be challenging to 

achieve. A more practical, yet optimistic, vision would be of a transit regime, such as 

the European common transit, within economically and financially integrated 

subregions, with the TIR supporting long-distance transit movement between regions. 

Therefore, various sub-regions of ESCAP could engage and reengineer their transit 

regime along the core principles of compliance, regulation of entry, and partnerships. 

Moreover, freight train traffic on China-Europe railway routes along the Trans-Asian 

Railway has been increasing rapidly over past many years. Apart from the traditional 

route through Russian Federation rail routes now traverse through many Central 

Asian countries making rail transit an important issue for the countries. There is need 

to harmonize railway transit transport formalities to ensure that international railway 

transport is competitive and reliable. 

Accordingly, the study aims to undertake comparative analysis of transport linkages 

between gateway ports and dry ports/inland areas in the LLDCs of the region with 

aim to recommend further measures to strengthen the transport connectivity making 

them more competitive in regional and global markets. 
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The study covers all LLDCs in the region (Afghanistan, Armenia, Azerbaijan, 

Bhutan, Kazakhstan, Kyrgyzstan, the Lao People's Democratic Republic, Mongolia, 

Nepal, Tajikistan, Turkmenistan, and Uzbekistan) and their relevant transit countries. 

Current practices are documented with a view to share experiences and challenges, 

provide information on good global practices on port-hinterland connectivity and 

recommend LLDC specific measures to boost these transport linkages. 

The study report and recommendations for sustainable transport connectivity for 

LLDCs is prepared based on information collected from available resources and 

online research. The findings would also feed into the final review of the Vienna 

Programme of Action for LLDCs. 

The study, therefore, intends to enhance the capacity of the LLDCs of the region to 

strengthen the sustainable transport connectivity between gateway ports in the transit 

countries and dry ports/inland destinations in LLDCs with an overall aim to enhance 

their competitiveness for them to benefit from regional and global markets. 

The recommendations of the study also intent to support implementation of the 

ESCAP facilitated an intergovernmental agreement on International Road Transport 

along the Asian Highway Network in 2021 among China, Mongolia and Russian 

Federation and Mongolia 

Further, it supports (a) implementation of Regional Action Programme (RAP) for 

Sustainable Transport Connectivity in Asia and the Pacific, phase I (2017-2021) (one 

of the thematic areas is on enhancing transport connectivity for LLDCs) and (b) the 

objectives of Vienna Programme of Action for LLDC (VPoA) to enhance the access 

of LLDCs to regional and global markets. 
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1.  Comparative analysis of transport connectivity of LLDCs in the 

ESCAP region 

The landlocked developing countries (LLDCs) in the ESCAP region face various 

challenges in development of sustainable and efficient transport. They include limited 

access to global markets, due to high transport costs which are caused by the lack of 

access to the sea. Although many LLDCs in the region have managed to achieve 

significant progress over the years in improving transport connectivity, the challenges 

remain in their endeavors to enhance the efficiency of transport linkages within and 

beyond the region. 

The connectivity could be observed as a set of interconnected nodes in a network, and 

it could be evaluated based on how well any node is connected to all other nodes in 

the network. Accordingly, the evaluation of international transport connectivity of a 

country could be assessed on how well the principal trade and transport centers in the 

country are connected via transport networks to regional and global markets.   

Two interlinked dimensions of international transport connectivity include “hard” part 

represented as physical (infrastructural) connectivity, and “soft” part represented as 

operational connectivity, which includes access to transport services, interoperability, 

and facilitation of cross-border transport operations and regulatory controls of border 

crossing agencies (e.g., Customs, border control, sanitary and quarantine agencies).   

The landlocked countries depend on access to the sea in the seaports in other transit 

countries, which reduces their transport connectivity and makes them even more 

vulnerable to various infrastructure challenges (e.g. missing links along transport 

networks, sub-standard quality of transport networks, uneven capacity along the same 

corridors) or operational challenges (e.g. weak regulatory frameworks for transport 

facilitation, lack of harmonization of standards and procedures, lack of coordination 

among border crossing agencies on national and regional level, inefficient logistics 

systems).  

The twelve LLDCs in the ESCAP region (Afghanistan, Armenia, Azerbaijan, Bhutan, 

Kazakhstan, Kyrgyzstan, the Lao People's Democratic Republic, Mongolia, Nepal, 

Tajikistan, Turkmenistan, and Uzbekistan) are a heterogenous group that vary 

significantly in economic size, population size and geographic features. 

Notwithstanding their differences, they have common goal of achieving sustainable 

development and they are facing some similar impediments and challenges in their 

pursuit of enhancing transport connectivity.  

This Study has focus on port-hinterland transport connectivity which is one of the key 

elements for efficient transport connectivity of any landlock country. Overviews of 

the LLCDs basic economic and transport statistics as well as the characteristics of 

port-hinterland connectivity (e.g., corridors and border crossings along them that 

enable port-hinterland linkages) are presented in the Annex 1 of this document. 
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Around 168 million people in total live in ESCAP LLDCs. Among the ESCAP 

LLDCs, Afghanistan is most populous country with over 38 million people in 2020, 

followed by Uzbekistan 34 million and Nepal 29 million. Bhutan with population of 

less than 800 thousand citizens, followed by Armenia with less than 3 million and 

Mongolia with over 3 million people are least populous countries among ESCAP 

LLDCs. Higher population growths in last decade were recorded in Afghanistan (29 

per cent or more than 8 million people in the period 2011-2020), followed by 

Tajikistan (24 per cent) and Kyrgyzstan (20 per cent). At the opposite part of the 

spectrum lower population growths are noted in Armenia (3 per cent), followed by 

Nepal (8 per cent) and Azerbaijan (10 per cent). 

 
Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
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In terms of surface area, Kazakhstan is the largest country of ESCAP LLDCs with an 

area of 2,724,902 square kilometers (sq. km), followed by Mongolia 1,564,116 sq. 

km. Armenia covers smallest area in this group of countries 29,740 sq. km, followed 

by Bhutan 38,390 sq. km. 

 

Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
 

There are considerable differences of population density expressed as people per 

square kilometer of land area among ESCAP LLDCs. In Nepal which is most densely 

populated country in this group the population density is 198 people per sq. km, 

followed by Azerbaijan with 117 and Armenia with 100 people per sq. km. Much 

lower population density could be noted in Mongolia with only 2 people per sq. km, 

followed by Kazakhstan with 7 and Turkmenistan 12 people per sq. km. 

 

Source: Calculation based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-
development-indicators 

AFG
10% ARM

AZE
1%

BTN
1%

KAZ
40%

KGZ
3%

LAO
4%

MNG
23%

NPL
2%

TJK
2%

TKM
7%

UZB
7%

Figure 3: Surface area ESCAP LLDCs (percentage) 

AFG

ARM

AZE

BTN

KAZ

KGZ

LAO

MNG

NPL

TJK

TKM

UZB

60

100

117

20
7

33 31

2

198

67

12

76

0

50

100

150

200

250

AFG ARM AZE BTN KAZ KGZ LAO MNG NPL TJK TKM UZB

Figure 4: ESCAP LLDCs Population density                                              
(people per sq. km of land area) (2020)

https://databank.worldbank.org/source/world-development-indicators
https://databank.worldbank.org/source/world-development-indicators
https://databank.worldbank.org/source/world-development-indicators


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 4 

With a GDP (current US dollar) of $169.8 billion in 2020 Kazakhstan is a largest 

economy among ESCAP LLDCs, followed by Uzbekistan ($57.7 billion) and 

Azerbaijan ($42.b billion). The economies of Bhutan, Kyrgyzstan, and Tajikistan 

have much smaller GDP with a limited size of their domestic markets. 

 

Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
 

Covid-19 pandemic had a negative impact on the economies of ESCAP LLDCs, 

ranging from negative annual GDP decline in 2020 of minus 8.6 per cent in 

Kyrgyzstan, minus 7.6 per cent in Armenia and minus 6.8 per cent in Bhutan. GDP 

growth (much lower than in previous years) was recorded in 2020 only in Tajikistan 

(4.5 per cent), Uzbekistan (1.6 per cent) and Lao PDR (0.4 per cent).  

 

Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
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If analyzed on aggerate sub-regional, regional, and global level, it appears that the 

average GDP growth (annual %) of all ESCAP LLDCs in 2020 (minus 3 per cent) has 

been less negatively affected if compared to some other aggregates ranging from 

South Asia (minus 7 per cent) to the World average (minus 3.6 per cent). 

Table 1: Average GDP growth (annual %) 

 2018 2019 2020 

South Asia 6.4 4.0 -6.6 

Europe & Central Asia 2.2 1.6 -5.7 

OECD members 2.2 1.6 -4.7 

World 3.0 2.3 -3.6 

East Asia & Pacific 4.2 3.6 .. 

ESCAP LLDCs* 4.9 5.4 -3.0 

Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-
indicators (* simple average calculation) 
 

Among ESCAP LLDCs, GDP per capita (current US dollar) in 2020 was highest in 

Kazakhstan reaching 9,056 USD. At the other extreme the GDP per capita in 2020 in 

Afghanistan was only 509 USD. 

 

Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
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Table 2: Average GDP per capita (current US$) 

 2018 2019 2020 

South Asia 1,894 1,959 1,805 

ESCAP LLDCs 2,667 2,745 2,308 

World 11,372 11,417 10,926 

East Asia & Pacific 11,319 11,500 .. 

Europe & Central Asia 25,222 24,791 23,780 

OECD members 39,269 39,412 37,976 

Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-
indicators (* weighted average calculation) 

Negative Covid-19 pandemic impact has been reflected on the annual GDP per capita 

growth with reduction of minus 10.5 per cent reduction recorded in 2020 in 

Kyrgyzstan, followed by minus 7.8 per cent reduction in Bhutan and Armenia. 

Annual GDP per capita growth in 2020 was noted only in Tajikistan (2.1 per cent). 

 

Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
 

The export of goods and services share of GDP varies among ESCAP LLDCs. 

Highest share is recorded in Mongolia (60.1 per cent in 2019 and 59.0 in 2020), 

followed by Azerbaijan (49.0 in 2019 and 35.7 in 2020). On the opposite side of the 

spectrum are Nepal and Tajikistan where the exports are below 20 per cent of GDP 

(6.8 per cent in Nepal and 17.0 per cent in Tajikistan for 2020).  

More detailed analysis is needed to evaluate the trade structure and the level of export 

trade in each of the ESCAP LLDCs within and beyond immediate and regional 

neighboring countries to the global markets.    
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Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
 

If analyzed on aggerate level, the average exports of goods and services as percentage 

of GDP of ESCAP LLDCs ranges between 32 per cent (in 2018) and 29 per cent (in 

2020), which is above the average of most of the regions other than Europe and 

Central Asia. 

Table 3: Exports of goods and services (% of GDP) 

 2018 2019 2020 

South Asia 19 18 17 

East Asia & Pacific 29 28 .. 

OECD members 29 29 .. 

World 30 29 .. 

ESCAP LLDCs* 32 34 29 

Europe & Central Asia 44 44 40 

Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators          

(* simple average calculation of available data for selected ESCAP LLDCs (see the Figure above). Data from all ESCAP LLDCs not included) 

Similarly, the import of goods and services share of GDP varies among ESCAP 
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2020), followed by Kyrgyzstan (64.1 in 2019 and 51.7 in 2020). On the opposite side 

of the spectrum are Kazakhstan where the imports of 28.4 per cent have been 

recorded in 2019, and Nepal with 33.9 per cent in 2020.  
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Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
 

Trade openness could be analyzed as a trade (sum of exports and imports) measured 

as a share of GDP. The trade as a share of GDP in 2020 among ESCAP LLDCs was 

higher Mongolia (113.5 per cent) followed by Kyrgyzstan (83.0 per cent). Lowest 

trade openness in 2020 was recorded in Nepal (40.6 per cent). A drop of the trade 

share of GDP could be noted in all the ESCAP LLDSs (where the date of this 

indicator is available) as result of Covid-19 pandemic. Pre-pandemic data for the 

period 2015-2019 are showing increasing trends of trade openness in Armenia, 

Kazakhstan, Mongolia, and Uzbekistan and decreasing trends in Kyrgyzstan and 

Turkmenistan. It should be noted that the changing trends in this indicator are driven 

by the changes of global prices of commodities (e.g., for minerals, oil exports) and 

not necessarily reflect similar rate of changes regarding the volumes of goods 

exported/imported.  

 
Source: The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators 
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If analyzed on aggerate level, the average trade as percentage of GDP of ESCAP 

LLDCs ranges between 71.1 per cent (in 2020) and 81.5 per cent (in 2019), which is 

above the average of most of the regions other than Europe and Central Asia. 

Table 4: Trade (% of GDP) 

 2018 2019 2020 

South Asia 42.3 38.9 35.2 

East Asia & Pacific 57.4 55.1 .. 

OECD members 58.3 57.6 .. 

World 59.5 58.2 .. 

ESCAP LLDCs* 76.2 81.5 71.1 

Europe & Central Asia 84.6 84.4 78.2 

Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators          

(* simple average calculation of available data for selected ESCAP LLDCs (see the Figure above). Data from all ESCAP LLDCs not included) 

High percentage of trade that includes both exports and imports of goods and services 

as per centage of GDP which is prevalent in ESCAP LLDCs indicate high importance 

of transport connectivity and the need for facilitation and simplifications of trade and 

transport.   

More details on logistics performance could be obtained from the World Bank 

logistics performance index (LPI) which evaluates six categories of indicators: the 

efficiency of Customs and border management clearance; the quality of trade and 

transport infrastructure; the ease of arranging competitively priced shipments; the 

competence and quality of logistics services; the ability to track and trace 

consignments; and frequency with which shipment reach consignees within scheduled 

or expected delivery times. The LPI is based on surveys with the business community 

and LPI reports are every second year. The latest available LPI Reports prepared in 

2016 and 2018 could be used for evaluation of transport connectivity and border 

crossing efficiency.  

Table 5: Logistics Performance Index (LPI) 
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Rank 
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AFG 160 1.95 1.73 1.81 2.1 1.92 1.7 2.38 150 -10 

ARM 92 2.61 2.57 2.48 2.65 2.5 2.51 2.9 141 49 

BTN 149 2.17 2.14 1.91 1.8 2.35 2.35 2.49 135 -14 

KAZ 71 2.81 2.66 2.55 2.73 2.58 2.78 3.53 77 6 

KGZ 108 2.55 2.75 2.38 2.22 2.36 2.64 2.94 146 38 

LAO 82 2.7 2.61 2.44 2.72 2.65 2.91 2.84 152 70 

MNG 130 2.37 2.22 2.1 2.49 2.21 2.1 3.06 108 -22 

NPL 114 2.51 2.29 2.19 2.36 2.46 2.65 3.1 124 10 

TJK 134 2.34 1.92 2.17 2.31 2.33 2.33 2.95 153 19 

TKM 126 2.41 2.35 2.23 2.29 2.31 2.56 2.72 140 14 

UZB 99 2.58 2.1 2.57 2.42 2.59 2.71 3.09 118 19 
Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators          

(LPI score from 1=low to 5=high) 

https://databank.worldbank.org/source/world-development-indicators
https://databank.worldbank.org/source/world-development-indicators
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Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators           
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Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators           

The best ranking out of ESCAP LLDCs regarding overall LPI for 2018 is Kazakhstan 

(71), followed by Lao PDR (82), Armenia (92), and Uzbekistan (99). In the period 

2016-2018 Lao PDR has advanced 70 positions (from 152 to 82), followed by 

Armenia 49 positions up (from 141 to 92); and Kyrgyzstan 38 positions up (from 146 

to 108). Three ESCAP LLDCs have lower ranking in 2018 than in 2016. Mongolia is 

ranked 22 positions down (from 108 to 130) followed by Bhutan 14 positions down 

(from 135 to 149). In 2018 Afghanistan was the worst performer ranked at 160th 

position, which is 10 positions lower than 150 in 2016. It should be noted that the LPI 

rankings for the landlocked countries is affected by the trade facilitation measures and 

problems along international transit routes through the neighboring transit countries 

as well. 

If analyzed on aggerate level, the average overall LPI score of ESCAP LLDCs is 

lower than most of the regions (2.29 in 2016 and 2.245), followed by the aggregate 

average of South Asia, World, East Asia and Pacific, Europe and Central Asia and 

OECD members which have highest average overall LPI score. However, it should be 

noted that on aggregate level the ESCAP LLDCs have made highest improvement of 

overall LPI score (of 0.16 points) if compared with other regions.    

Table 6: Overall LPI score (1=low to 5=high) 

 2016 2018 2016-2018 progress 

ESCAP LLDCs* 2.29 2.45 + 0.16 

South Asia 2.62 2.51 - 0.11 

World 2.88 2.87 - 0.02 

East Asia & Pacific 3.14 3.15 + 0.01 

Europe & Central Asia 3.23 3.24 + 0.01 

OECD members 3.65 3.58 - 0.07 

Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators          

(* simple average calculation of available data for selected ESCAP LLDCs (see the Figure above). Data from all ESCAP LLDCs not included) 
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Despite the progress recorded significant challenges remain for the ESCAP LLDCs 

since the ESCAP LLDCs are below the average values of overall LPI as well as the 

individual categories analyzed such as efficiency of the Customs clearance process; 

quality of trade and transport related infrastructure; ease of arranging competitively 

priced international shipments; competence and quality of logistics services; ability to 

track and trace consignments; and timeliness of shipments. 

Indications on time and costs associated with the export and import logistics process 

are recorded in the yearly World Bank Doing Business Reports. According to Doing 

Business methodology indication on time and costs (excluding tariffs) are collected 

regarding documentary compliance, border compliance and domestic transports 

within the overall export and import process. Documentary compliance endeavors to 

capture the time and cost associated with compliance with the documentary 

requirements of the origin economy, the destination economy, and any transit 

economies. Border compliance endeavors to capture the time and cost associated with 

Customs and other border inspections compliance that are mandatory for shipments to 

cross the border (be handled at ports) in the reporting economy. The trading across 

border indicator makes possible to assess the efficiency of trade, transport, and border 

crossing processes.  

 
Source: The World Bank, Doing Business: https://www.doingbusiness.org/en/doingbusiness 

According to the latest 2020 Doing Business Report, among ESCAP LLDCs time to 

export takes longer in Afghanistan (228 hours or 9,5 days for documentary 

compliance and 48 hours or 2 days for border compliance), followed by Mongolia 

(168 hours or 7 days for documentary compliance and 134 hours or 5.6 days for 

border compliance). On the other extreme it was reported that it takes shorter to 

export in Bhutan (9 hours for documentary compliance and 5 hours for border 

compliance), followed by Armenia (with only 2 hours for documentary compliance 

and 27 hours for border compliance).  
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With regard to the imports among ESCAP LLDCs, it takes longer to complete the 

import process in Afghanistan (324 hours or 13.5 days for documentary compliance 

and 96 hours or 4 days for border compliance), followed by Uzbekistan (150 hours or 

6.2 days for documentary compliance and 110.6 hours or 4.6 days for border 

compliance). On the other extreme it was reported that it takes shorter to import in 

Armenia (2 hours for documentary compliance and 3 hours for border compliance), 

followed by Kazakhstan (6 hours for documentary compliance and 2 hours for border 

compliance). 

The cost to export / import analyzed with trading across border indicator do not 

include tariffs and should consider the payments for freight forwarder or customs 

broker services, costs related to domestic transport, clearance and mandatory 

inspections by Customs and other agencies, port or border handling, documentary 

compliance fees and the like. Insurance cost and informal payments for which no 

receipt is issued are excluded from the costs recorded.  

 
Source: The World Bank, Doing Business: https://www.doingbusiness.org/en/doingbusiness 

According to the latest 2020 Doing Business Report, among ESCAP LLDCs the cost 

to export a shipment is highest in Afghanistan (344 USD for documentary compliance 

and 453 USD for border compliance), followed by Kazakhstan (200 USD for 

documentary compliance and 479 USD for border compliance). On the other extreme 

it was reported that is less costly to export in Bhutan (50 USD for documentary 

compliance and 59 USD for border compliance), followed by Kirgizstan (with 100 

USD for documentary compliance and only 10 USD hours for border compliance).  

With regard to the imports among ESCAP LLDCs, it is most costly to import a 

shipment in Afghanistan (900 USD for documentary compliance and 750 USD for 

border compliance), followed by Kirgizstan (200 USD for documentary compliance 

and 499 USD for border compliance).  
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On the other extreme Kazakhstan reported no costs (0 USD for documentary 

compliance and 0 USD for border compliance), followed by Armenia where the 

imports are least costly (100 USD for documentary compliance and 0 USD for border 

compliance). 

 
Source: The World Bank, Doing Business: https://www.doingbusiness.org/en/doingbusiness 

Overall score and ranks among ESCAP LLDCs on Trading across border indicator 

from 2020 Doing Business Report shows that Bhutan is best ranked economy (30th) 

among 190 economies followed by Armenia (43rd). On the other part of the spectrum 

is Afghanistan ranked as 177th, followed by Uzbekistan 152nd.   

Trading across border indicator from 2020 report shows some differences between 

ESCAP landlocked and related regions that also include coastal economies. If 

analyzed as a simple average, the ESCAP LLDCs average values appears to be 

relatively competitive regarding to the time and cost for border compliance. ESCAP 

LLDCs have better average performance on time and cost to export if compared with 

the average of East Asia and Pacific, and South Asia but well behind OECD high 

income countries as well Europe and Central Asia. However, the ESCAP LLDCs are 

clearly lagging regarding the time and cost for documentary compliance. For 

example, the ESCAP LLDCs average time to export for documentary compliance of 

82.3 hours is longer than the average of South Asia (73.7 hours) and East Asia and 

Pacific (55.6 hours), and far from the average of Europe and Central Asia (25.1 hours 

or 3 times longer) and from OECD high income countries (2.3 hours or 35 times 

longer). Similarly, the ESCAP LLDCs have higher average cost to export a shipment 

for documentary compliance with 189.5 USD, which is higher than the average of 

South Asia (157.9 USD), East Asia and Pacific (109.4 USD), Europe and Central 

Asia (87.6 USD) and OECD high income countries (33.4 USD). 
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Table 7: Trading Across Border 2020 report 

  Time to 
export: 
Border 

compliance 
(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Time to 
export:  
Doc. 

compliance 
(hours) 

Cost to 
export:  
Doc. 

compliance 
(USD) 

Time to 
import: 
Border 

compliance 
(hours) 

Cost to 
import: 
Border 

compliance 
(USD) 

Time to 
import:  
Doc. 

compliance 
(hours) 

Cost to 
import:  
Doc. 

compliance 
(USD) 

East Asia & 
Pacific 

57.5 381.1 55.6 109.4 68.4 422.8 53.7 108.4 

Europe & 
Central Asia 

16.1 150 25.1 87.6 20.4 158.8 23.4 85.9 

OECD high 
income 

12.7 136.8 2.3 33.4 8.5 98.1 3.4 23.5 

South Asia 53.4 310.6 73.7 157.9 85.7 472.9 93.7 261.7 

ESCAP* 
LLDCS 

38.2 215.0 82.3 189.5 43.4 253.1 86.9 202.7 

Source: Based on The World Bank, Doing Business: https://www.doingbusiness.org/en/doingbusiness  (* simple average calculation) 

Various specific factors (geographic, infrastructural, economic) have to be considered 

with regard to connectivity of main population and economic centers in individual 

LLDCs. One of the key elements for transport connectivity for the landlock countries 

is the access to the seaports via transit countries and distance to sea. Distance to the 

sea of ESCAP LLDCs ranges from 600 km for Lao PDR up to over 4,500 km for 

Kazakhstan and Kyrgyzstan. 

 Table 8: ESCAP LLDCs distance to the sea in transit countries 

LLDC Main seaports in transit countries 
Distance          

to the sea (km) 
(road / rail*) 

Afghanistan Bandar Abbas (IRN); Karachi (PAK) 1,200 – 1,600 
Armenia Poti (GEO); Bandar Abbas (IRN) 800 – 2,400 
Azerbaijan Poti (GEO); Bandar Abbas (IRN) 800 – 2,100 
Bhutan Kolkata (IND); Chittagong (BGD) 800 – 900 
Kazakhstan Shanghai (CHN); Hamburg (DEU); St. Petersburg (RUS); Vladivostok (RUS) 4,700 – 5,200 
Kyrgyzstan Shanghai (CHN); Hamburg (DEU); St. Petersburg (RUS); Vladivostok (RUS) 4,900 – 5,000 
Lao PDR Bangkok (THA); Da Nang (VNM), Vung Tau (VNM) 600 – 750 
Mongolia Tianjin (CHN); St. Petersburg (RUS); Hamburg (DEU); Vladivostok (RUS) 1,690 – 6,000 
Nepal Kolkata / Haldia (IND); Chittagong (BGD) 1,060 – 1,200 
Tajikistan Bandar Abbas (IRN); Karachi (PAK);                                                   

Shanghai (CHN); Hamburg (DEU); St. Petersburg (RUS); Vladivostok (RUS) 
1,500 – 3,770 

Turkmenistan Poti (GEO); Bandar Abbas (IRN); 
Shanghai (CHN); Hamburg (DEU); St. Petersburg (RUS); Vladivostok (RUS) 

1,700 – 4,500 

Uzbekistan Poti (GEO); Bandar Abbas (IRN); Lianyungang (CHN) 
Hamburg (DEU); St. Petersburg (RUS); Vladivostok (RUS) 

2,700 – 6,600 

Source: based on The World Bank, 2014, Improving Trade and Transport for Landlocked Developing Countries (Table 9) and The World Bank, 
2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century (Table 7.2 and Appendix 1)                                     
(* where available) 

 

Distance to the sea is only one of the dimensions to be considered when transport 

connectivity and access to the global markets is analyzed. The quality and the speed 

of transport provided with infrastructure connections have to be considered as well. 

Additionally, to assess the degree of accessibility of markets it is necessary to 

evaluate the benefits for the economies from the access which such infrastructure 

provides (e.g., in terms of cost which may relate to different options of infrastructure 

connections and their quality).  

https://www.doingbusiness.org/en/doingbusiness
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Individual ESCAP LLDCs are connected to global markets via various land corridors 

(road and where available rail) up to the main seaports in transit countries. One of the 

indicators for the analysis of international transport connectivity of landlock countries 

is the number of border crossing connections per land border length. 

Table 9: Shared land border and number of connections of ESCAP LLDCs 

LLDC 
Land Border 

Country 
Shared land 
border* (km) 

LLDC 
Cross-

border road 
connections 

LLDC 
Cross-

border rail 
connections 

Number of road 
connections per 
100km shared 

land border 

Number of rail 
connections per 
100km shared 

land border 

Afghanistan China  91 n.a. n.a. n.a. n.a. 

Iran  921 4 1 0.43 0.11 

Pakistan  2670 4 n.a. 0.15 n.a. 

Tajikistan  1357 5 n.a. 0.37 n.a. 

Turkmenistan  804 2 2 0.25 0.25 

Uzbekistan  144 1 1 0.69 0.69 

Armenia Azerbaijan  996 n.a. n.a. n.a. n.a. 

Georgia  219 3 1 1.37 0.46 

Iran** 44 1 n.a. 1.00** n.a. 

Turkey  311 n.a. n.a. n.a. n.a. 

Azerbaijan Armenia  996 n.a. n.a. n.a. n.a. 

Georgia  428 4 1 0.93 0.23 

Iran  689 4 1 0.58 0.15 

Russia  338 3 1 0.89 0.30 

Turkey** 17 1 n.a. 1.00** n.a. 

Bhutan China  477 1 n.a. 0.21 n.a. 

India  659 10 1 1.52 0.15 

Kazakhstan China  1765 5 2 0.28 0.11 

Kyrgyzstan  1212 7 1 0.58 0.08 

Russia  7644 24 over 15 0.31 over 0.55 

Turkmenistan  413 1 1 0.24 0.24 

Uzbekistan  2330 7 3 0.30 0.13 

Kyrgyzstan China  1063 2 n.a. 0.19 n.a. 

Kazakhstan  1212 7 1 0.58 0.08 

Tajikistan  984 4 n.a. 0.41 n.a. 

Uzbekistan  1314 9 4 0.68 0.30 

Lao PDR Cambodia  555 1 n.a. 0.18 n.a. 

China  475 2 1 0.42 0.21 

Myanmar  238 2 n.a. 0.84 n.a. 

Thailand  1845 11 1 0.60 0.05 

Vietnam  2161 8 n.a. 0.37 n.a. 

Mongolia China  4630 7 3 0.15 0.06 

Russia  3452 4 2 0.12 0.06 

Nepal China  1389 3 n.a. 0.22 n.a. 

India  1770 7 1 0.40 0.06 

Tajikistan Afghanistan  1357 5 n.a. 0.37 n.a. 

China  477 1 n.a. 0.21 n.a. 

Kyrgyzstan  984 4 n.a. 0.41 n.a. 

Uzbekistan  1312 6 4 0.46 0.30 

Turkmenistan Afghanistan  804 2 2 0.25 0.25 

Iran  1148 4 2 0.35 0.17 

Kazakhstan  413 1 1 0.24 0.24 

Uzbekistan  1793 5 6 0.28 0.33 

Uzbekistan Afghanistan  144 1 1 0.69 0.69 

Kazakhstan  2330 7 3 0.30 0.13 

Kyrgyzstan  1314 9 4 0.68 0.30 

Tajikistan  1312 6 4 0.46 0.30 

Turkmenistan  1793 5 6 0.28 0.33 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
** number of connections per less than 100 km shared border 

TRACECA, 2017, Guide for Border Crossing; Wikipedia; Google Maps; 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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The length of the shared land borders of ESCAP LLDCs ranges from 17 km between 

Azerbaijan and Turkey, followed by 44 km between Armenia and Islamic Republic of 

Iran up to 7,644 between Kazakhstan and Russian Federation, followed by 4,630 km 

between Mongolia and China. Even though the cross-border road and rail connections 

depend on multiple factors it is more likely to achieve higher frequency of 

connections between countries that have shorter shared land borders. Highest number 

of road connections per 100 km shared land border among ESCAP LLDCs there is 

between Bhutan and India (1.52) followed by Armenia and Georgia (1.37). Highest 

number of rail connections per 100 km shared land border among ESCAP LLDCs 

there is between Afghanistan and Uzbekistan (0.69) followed by Armenia and 

Georgia (0.46). Or in total the highest number of road and rail connections per 100 

km shared border there is between Armenia and Georgia (1.83) followed by Bhutan 

and India (1.67). On the other part of the spectrum there are no available operational 

connections by road and/or rail in several instances among some of the ESCAP 

LLDCs and their neighbors due to various geographical, political, and infrastructural 

reasons (see the table above marked with n.a.). 

In addition to road and rail connections Azerbaijan, Kazakhstan and Turkmenistan 

have possibilities to use the seaports on Caspian Sea for connectivity among 

themselves as well as with Islamic Republic of Iran and Russian Federation. Other 

options on connectivity e.g., with international pipelines, air transport and inland 

waterways may also have an important role, however in this study our focus is 

primarily on road and rail transport and facilitation of land border crossing in 

endeavors to strengthen port-hinterland sustainable transport connectivity for 

landlocked developing countries of the ESCAP region. 

The road and rail infrastructure have a crucial part in establishing port-hinterland 

transport connectivity, however the infrastructure only is not sufficient to provide 

efficient seamless linkages.  

It is very complex and challenging endeavor to measure connectivity. Different 

indications on connectivity have been presented in this chapter (e.g., the World Bank 

World Development Indicators related to GDP and trade as percentage of GDP, 

logistics performance index (LPI), trading across borders; as well as indicators based 

on distance to the sea, number of road and rail connections, etc.). All those indications 

are developed for specific reasons, and they are addressing different components of 

connectivity, therefore they are not fully inclusive to capture various factors that are 

impacting transport connectivity in particular port – hinterland connectivity.    

Transport connectivity index is another indicator developed by ESCAP to measure the 

progress in the ASIA and Pacific region. The ESCAP transport connectivity index is 

based on five components that include freight transport by air, road, rail and maritime 

and logistics. The summary indicator for land transport covers road and rail density 

measured as the length of each network relative to each country’s land area. The 2019 

ESCAP connectivity assessment reveals that Singapore is the best performer in the 
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region, followed by China, Japan, and India while Mongolia, followed by Afghanistan 

and the Lao People’s Democratic Republic lower connectivity index scores. The 

ESCAP transport connectivity index could be presented as a percentage of the highest 

performer’s score (Singapore).1  

Figure 18: ESCAP transport connectivity index (selected ESCAP countries)    

 
Source: ESCAP Transport connectivity index (as a percentage of the highest performer’s score): ESCAP 2019, Review of 
Sustainable Transport Connectivity in Asia and the Pacific - Addressing the Challenges for Freight Transport - Figure 1.4 

 

The ESCAP transport connectivity index shows that the 10 included ESCAP LLDCs 

among 33 analyzed countries have much lower percentage of the highest performer’s 

score (between 2.37 per cent for Mongolia and 6.61 for Azerbaijan). The gap in the 

performance between ESCAP LLDCs and many of their coastal neighbors is evident 

as shown in the figure above. 

This chapter elaborated various connectivity aspects (e.g., economic, geographic) and 

options to measure freight transport connectivity by land (e.g., in road and railway 

transport) as most relevant for ESCAP LLDCs. Distinctive economic and 

geographical features of ESCAP LLDCs are reflected as differences related to 

transport connectivity between the heterogenous members of this group of countries. 

However, if analyzed as a group and compared with their coastal neighbors the 

ESCAP LLDCs are clearly in disadvantageous position with regard to transport 

 
1 For more details on ESCAP Transport connectivity index see ESCAP 2019, Review of Sustainable Transport 

Connectivity in Asia and the Pacific - Addressing the Challenges for Freight Transport (part 1.2.). Available at: 

https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-

challenges 

Note that ESCAP Transport connectivity index was constructed based on the methodology of the Asia-Pacific 

Economic Cooperation (APEC) multimodal transport indicator see: Asia-Pacific Economic Cooperation, “The 

economic impact of enhanced multimodal connectivity in the APEC region”, APEC Policy Support Unit (2010). 

Available at https://www.apec.org/Publications/2010/06/The-Economic-Impact-of-Enhanced-Multimodal-

Connectivity-in-the-APEC-Region. 

 

https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-challenges
https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-challenges
https://www.apec.org/Publications/2010/06/The-Economic-Impact-of-Enhanced-Multimodal-Connectivity-in-the-APEC-Region
https://www.apec.org/Publications/2010/06/The-Economic-Impact-of-Enhanced-Multimodal-Connectivity-in-the-APEC-Region
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connectivity. Even though infrastructural improvements (which tend to be very 

costly) are key element for enhancement of transport connectivity of LLDCs, they 

cannot entirely compensate for the longer distances to the global markets, and they 

cannot fully eliminate the drawbacks due to the lack of the access to the sea. In 

addition to the infrastructural improvements establishing of efficient operational 

connectivity is a necessary element for seamless port-hinterland connectivity. In this 

regard the LLDCs depend on effective arrangements with their transit and coastal 

neighbors for easy access to transport services, high level of interoperability, and 

facilitation of cross-border transport operations.  Harmonization and simplification of 

regulatory controls (e.g., with regard to Customs transit and border controls) could 

further streamline the movements across the borders and contribute to enhanced 

connectivity. Strengthened logistics capacity and corridor approach is another factor 

that has to be considered and supported in the endeavors to improve port-hinterland 

connectivity. 
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2. Progress in implementation of VPoA priorities 1 and 2 

The Vienna Programme of Action (VPoA), adopted in November 2014 identifies 

several priorities of action which include: 

- fundamental transit policy issues (priority 1), and  

- infrastructure development and maintenance (priority 2), where the transport 

infrastructure is highlighted (priority 2a). 

2.1.   Actions identified in the VPoA priority 1 

With regard to the actions identified in the VPoA priority 1, ESCAP LLDCs and 

transit countries have achieved following progress in specific identified areas: 

A. Accession / ratification of conventions on transit and trade facilitation 

Participation in international, regional, and subregional conventions and other legal 

instruments related to transit transport and trade facilitation greatly supports 

harmonization, simplification and standardization of rules and documentation on 

transit transport, including customs transit documents, customs transit procedures and 

other border crossing formalities. 

In the period from 2014 until 2021 there is limited progress in accession / ratification 

of the main instruments related to freedom of transit by the ESCAP LLDCs and 

transit countries.2 Kazakhstan in 2015 and Afghanistan in 2016 have become new 

WTO member countries. Presently 8 out of 12 ESCAP LLDCs as well as 11 out of 12 

transit countries considered with this document are WTO members. The remaining 

ESCAP LLDCs and transit counties have a WTO observer status (with Turkmenistan 

being the latest WTO observer since 2020). In 2016 Azerbaijan became a party of the 

United Nation Convention on the Law of the Sea (1982) where 5 out of 12 ESCAP 

LLDCs and 9 out of 12 transit countries are members. The Convention and Statute on 

Freedom of Transit (1921) (with 3 out of 12 ESCAP LLDCs and 6 out of 12 transit 

countries) and Convention on Transit Trade of Landlocked States (1965) (with 7 out 

of 12 ESCAP LLDCs and 3 out of 12 transit countries) have not attracted any new 

participants in recent years.  

Some progress could be noted in the period 2014 – 2021 in the accession and 

ratification of other international, regional, and subregional conventions and other 

legal instruments related to transit transport and trade facilitation of ESCAP LLDCs 

and transit countries.   Three ESCAP transit countries have become new members of 

the Convention on Road Traffic (1968) (Vietnam in 2014, Myanmar in 2019 and 

 
2 Following instruments on freedom of transit are considered: 

- Convention and Statute on Freedom of Transit (1921); 
- General Agreement on Tariffs and Trade (GATT) (1947) / WTO GATT (1994) (Article V); 
- Convention on Transit Trade of Landlocked States (1965); and 
- Convention on the Law of the Sea (1982). 
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Thailand in 2020). Presently 8 out of 12 ESCAP LLDCs and transit countries are 

members to the Convention on Road Traffic (1968). 

There has been notable development in participation to the Customs Convention on 

the International Transport of Goods under Cover of TIR Carnets (TIR Convention) 

(1975), which introduces a TIR Carnet as a customs transit declaration and proof of 

transit guarantee under the global TIR customs transit system. The TIR system has 

been expanded to three new transit countries in the Asia-Pacific region: Pakistan in 

2015 (operational from 2018); China in 2016 (operational from 2018, and fully 

implemented since 2019) and India in 2017 (operational from 2018). Presently 9 out 

of 12 ESCAP LLDCs (or 75 per cent) and 7 out of 12 transit countries (or 58 per cent) 

are members to the TIR Convention.  

New accession to the Istanbul Convention on Temporary Admission (1990) have been 

noted (Armenia in 2018, Uzbekistan in 2020 as well as Islamic Republic of Iran 2016 

and Viet Nam 2019) where presently there are 5 out of 12 ESCAP LLDCs and 8 out 

of 12 transit countries. Turkmenistan has accessed to the International Convention on 

the Harmonization of Frontier Control of Goods (1982) in 2016, and Afghanistan 

joined OSJD Agreement on the International Goods Transport by Rail (SMGS) 

(1951) in 2014. 

In the period 2014 – 2021 significant progress have been made regarding participation 

to the WCO Revised Kyoto Convention (RKC) (1999), which is one of the most 

important instruments for harmonization and simplification of customs procedures. 

New members to the RKC include six ESCAP LLDCs (Bhutan in 2014, Lao PDR in 

2016, Nepal in 2017, Tajikistan in 2020 and Turkmenistan and Uzbekistan in 2021) as 

well as five transit countries (Cambodia in 2014, Thailand in 2015, Islamic Republic 

of Iran in 2016, Georgia in 2018 and Myanmar in 2020). Presently 10 out of 12 

ESCAP LLDCs and all 12 transit countries are members to the WCO RKC (1999). 

Significant level of participation has been in achieved in the WTO Agreement on 

Trade Facilitation (2013) that entered into force in February 2017. Presently 8 out of 

12 ESCAP LLDCs and 11 out of 12 transit WTO members are contracting parties to 

the WTO Agreement on Trade Facilitation (2013).  

The Intergovernmental Agreement on Dry Ports (2013) developed under the auspices 

of ESCAP entered into force in April 2016. Presently the Agreement has thirteen 

Parties from Asia-Pacific region, including seven LLDCs (Afghanistan, Azerbaijan, 

Kazakhstan, Lao PDR, Mongolia, Tajikistan and Turkmenistan) and seven transit 

countries (Bangladesh, China, India, Islamic Republic of Iran, Myanmar, Russian 

Federation and Viet Nam). 

Full overview of the status of participation to the transit transport related international 

conventions and agreements is given in Annex 2 – Table 1 for ESCAP LLDCs and 

Table 2 for transit countries. 
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Table 10: Accession and ratification of selected conventions and international 

agreements related to transit transport (progress made in period 2014 – 2021) 
 Landlocked Countries Transit Countries 

WTO (1995) (Art. V GATT 1994) 
 

Afghanistan (2016), Kazakhstan 
(2015), 

/ 

Convention on the Law of the Sea (1982) Azerbaijan (2016) / 

Convention on Road Traffic (1968) / Viet Nam (2014), Myanmar 
(2019), Thailand (2020) 

International Convention on the 
Harmonization of Frontier Control of 
Goods (1982) 

Turkmenistan (2016) / 

International Convention on the 
Simplification and Harmonization of 
Customs Procedures, as amended 
(Revised Kyoto Convention) (1999) 

Bhutan (2014), Lao PDR (2016), 
Nepal (2017), Tajikistan (2020), 
Turkmenistan (2021), Uzbekistan 
(2021) 

Cambodia (2014), Thailand 
(2015), Islamic Republic of Iran 
(2016), Georgia (2018), 
Myanmar (2020) 

WTO Agreement on Trade Facilitation 
(2013) 

Lao PDR (2015), Afghanistan 
(2016), Kazakhstan (2016), 
Kyrgyzstan (2016), Mongolia 
(2016), Armenia (2017), Nepal 
(2017), Tajikistan 2019 

China (2015), Pakistan (2015), 
Thailand (2015), Viet Nam 
(2015), Bangladesh (2016), 
Cambodia (2016), Georgia 
(2016), India (2016), Myanmar 
(2016), Russian Federation 
(2016), Turkey (2016),  

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

/ Pakistan (2015/2018), China 
(2016/2018), India (2017/2018),  

Istanbul Convention on Temporary 
Admission (1990) 

Armenia (2018), Uzbekistan 
(2020) 

Islamic Republic of Iran (2016), 
Viet Nam (2019) 

UN ESCAP Intergovernmental 
Agreement on Dry Ports (2013) (2016) 

Tajikistan (2015), Afghanistan 
(2016), Kazakhstan (2016), 
Mongolia (2016), Turkmenistan 
(2016), Lao PDR (2019), 
Azerbaijan (2020) 

Viet Nam (2014), India (2015), 
Russian Federation (2015), 
Bangladesh (2016), China 
(2016), Islamic Republic of Iran 
(2017), Myanmar 2020  

OSJD Agreement on the International 
Goods Transport by Rail (SMGS) (1951) 

Afghanistan (2014)  

In the period 2014 – 2021 there has been a significant number of new ratifications to 

the 20 international conventions/agreements considered with this study by the ESCAP 

LLDCs and transit countries. Afghanistan became party in 4 international 

conventions/agreements considered with this study; followed by Kazakhstan, Lao 

PDR, Tajikistan, and Turkmenistan with 3 international conventions/agreements; 

Armenia, Azerbaijan, Mongolia, Nepal, and Uzbekistan with 2 international 

conventions/agreements; and Bhutan and Kyrgyzstan with 1 international 

conventions/agreements in this period.  

Regarding the transit countries, Viet Nam became party in 5 out of 20 international 

conventions/agreements considered with this study in period 2014 – 2021; followed 

by Myanmar with 4 international conventions/agreements; China, India, Islamic 

Republic of Iran, and Thailand with 3 international conventions/agreements. Almost 

all of the rest of the transit countries became new members to 2 international 

conventions/agreements in this period (except Turkey with 1 new agreement). 
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Presently 5 out of 12 ESCAP LLDCs participate in less than half of 20 international 

conventions/agreements considered with this study as follows: Turkmenistan with 8, 

Lao PDR with 7; Afghanistan and Nepal with 6; and Bhutan only 1 out of 20 

international conventions/agreements. Regarding transit countries, presently 7 out of 

12 participate in less than half of 20 international conventions/agreements considered 

with this study: Pakistan and Thailand 9; India and Viet Nam 8; Myanmar 6; and 

Bangladesh and Cambodia 5 out of 20 international conventions/agreements.  

If analyzed in sub-regional level the landlocked and transit countries from Central 

Asia are much better integrated, with participation in conventions and international 

agreements related to transit transport and trade facilitation on road and railway 

transport. Participation to the analyzed international conventions on road and railway 

transport in Southeast Asia and South Asia countries is sporadic. 

The analysis of the participation to the international conventions/agreements on 

individual country level shows that in some circumstances it is not possible to fully 

utilize the benefits from participation to the international instruments because 

landlocked countries and their transit countries do not always participate to the same 

conventions/international agreements.  

In addition to international conventions/agreements (e.g., the 20 

conventions/agreements analyzed above) the ESCAP LLDCs also participate in 

numerous subregional and multilateral agreements related to transit transport and 

trade facilitation. More notable instruments and the progress achieved in the period 

2014-2021 regarding participation in such subregional and multilateral 

arrangements/initiatives include: 

- the Customs Union of the Eurasian Economic Union (EAEU) has been enlarged 

in 2015 to include two ESCAP LLDCs Armenia and Kyrgyzstan as new EAEU 

members (in addition to Belarus, Kazakhstan, and Russian Federation) based on 

the Treaty signed in 2014 that came in force in 2015. 

- several inter-governmental / international agreements have been signed between 

China, landlocked Mongolia and Russian Federation (Inter-Governmental 

Agreement on access to the seaport and transit transport (2014); Inter-

Governmental General Agreement on development of cooperation of the 

railway transit transport (2014); Inter-Governmental of mutual recognition of 

the results of customs control for inspection of certain goods (2016); Agreement 

on International Road Transport along the Asian Highway Network  (2016)). 

- the Agreement between the Governments of the Member States of the Shanghai 

Cooperation Organization (SCO) on Creating Favorable Conditions for 

International Road Transportation (2014) entered into force in January 2017. 

The SCO is relevant for four ESCAP LLDCs:  Kazakhstan, Kyrgyzstan, 

Tajikistan, and Uzbekistan (in addition to China, India, Islamic Republic of 

Iran, Pakistan, Russian Federation).   
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- The Lapis Lazuli Transit, Trade and Transport Route Agreement among 

Afghanistan, Azerbaijan, Georgia, Turkey, and Turkmenistan, was signed in 

2017. Pilot movements under this agreement have started from December 2018. 

- Agreement on the Establishment of an International Transport and Transit 

Corridor among the Governments of the Islamic Republic of Afghanistan, the 

Republic of India, and the Islamic Republic of Iran (Chabahar Agreement) was 

signed in 2016. The first phase of implementation of this agreement started in 

December 2017. 

- Process of ratification of annexes and protocols of Great Mekong Sub-region 

(GMS) Cross-Border Transport Facilitation Agreement (CBTA) (1999), 

relevant for Lao PDR, was completed in 2015 and the “Early Harvest” 

implementation became operational from October 2018. 

- signing and ratification of several protocols of ASEAN Framework Agreement 

on the Facilitation of Goods in Transit (AFAFGIT)(1998) has been completed 

by January 2020 which made possible for the ASEAN Customs Transit System 

(ACTS) to become operational since November 2020 between 6 out of 10 

ASEAN Member States which includes Lao PDR (in addition to Cambodia, 

Malaysia, Singapore, Thailand, and Viet Nam).  

- The Motor Vehicle Agreement for the regulation of passenger, personal and 

cargo vehicular traffic between Bangladesh, Bhutan, India, and Nepal (BBIN 

MVA) was signed in 2015. The agreement entered into force among 

Bangladesh, India, and Nepal in 2017 with consent provided by Bhutan (which 

presently is withholding the ratification).  

ESCAP LLDCs also have numerous bilateral agreements relevant for transit transport 

with their most important transit countries. In the period between 2014 and 2021 

some of those bilateral agreements have been updated and few new bilateral 

arrangements have been agreed, including (e.g., Agreement between Azerbaijan and 

Georgia and on Coordination of Railway Transport Activities (2014); Railway 

Agreements on rule and regulation of railway communication across border between 

Afghanistan and Turkmenistan (2017) etc.) 

Individual overviews of the status of participation to the transit transport related 

international conventions/agreements as well as subregional, multilateral, or bilateral 

agreements for each of the 12 ESCAP LLDCs are given in the country profiles in 

Annex 1 of this document. 

Presently Central Asia sub-region is better integrated, with wider participation in 

international conventions/agreements related to transit transport. Southeast Asia and 

South Asia sub-regions have sporadic participation in such international 

arrangements, and transit transport is mainly regulated on bilateral level. The large 

number of conventions/international agreements, sub-regional, multilateral/bilateral 

arrangements create very complex legal environment that is difficult to implement, 

which proves the need of further harmonization and simplification.   
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B. Implementation of conventions/agreements on transit and trade facilitation 

Despite the progress achieved in recent years, the implementation of the legal 

arrangements (conventions/agreements) relevant to transit transport in the region 

remains to be challenging due to several reasons that include lack of sufficient 

harmonization; lack of simplified procedures; and inefficient cooperation mechanisms 

among control authorities.  

For example, general standards, recommended practices and best endeavor principles 

of some of the soft instruments (e.g., International Convention on the Harmonization 

of Frontier Control of Goods (1982), International Convention on the Simplification 

and Harmonization of Customs Procedures (Revised Kyoto Convention) etc.) do not 

provide full harmonization of national transit legislation. As a result, national transit 

procedures even if they are based on same/similar standards/recommendations do 

have some differences from country to country. Despite significant positive impact 

such soft instruments are unable to produce sufficient harmonization which may 

provide effective solution for implementation of seamless international transit 

procedures.  

In addition, many of the existing international agreements are not fully implemented 

or not implemented at all. One of the reasons for the implementation delay is the lack 

of implementing provisions and specific operating procedures that have to be 

developed and agreed among the parties concerned. For example, the Motor Vehicle 

Agreement for the regulation of passenger, personal and cargo vehicular traffic 

between Bangladesh, Bhutan, India, and Nepal (BBIN MVA) signed in 2015, entered 

into force in 2017 (without Bhutan), it is still not implemented pending the 

negotiation of related MoU/protocols for passenger and cargo vehicles, even though 

their expeditious signing has been urged on high political level.3  

Other examples from the region also show that it takes very long time to complete 

ratification of annexes/protocols necessary for implementation of international transit 

agreements. For example, the time needed from adoption/signing of the agreement up 

to having an operational arrangement was about 19 years for Great Mekong Sub-

region (GMS) Cross-Border Transport Facilitation Agreement (CBTA) (GMS-CBTA) 

(from signing in 1999 until 2018); or about 21 years for ASEAN Framework 

Agreement on the Facilitation of Goods in Transit (AFAFGIT) and ASEAN Customs 

Transit System (ACTS) (from signing in 1998 until 2020).  

However, it has to be noted that having an operational international transit 

arrangement does not necessarily translate in effective implementation as the 

examples of GMS-CBTA and AFAFGIT ACTS are also showing. Multiple and 

different challenges are hampering effective implementation of GMS-CBTA and 

AFAFGIT. Some of the common issues include limited routes, limited number of 

 
3 SASEC website news 17 Dec 2020, Bangladesh, and India Inaugurate Restored Railway Link, Agree to Soon 

Operationalize the BBIN MVA, https://www.sasec.asia/index.php?page=news&nid=1218&url=virtual-summit-

ban-ind 

https://www.sasec.asia/index.php?page=news&nid=1218&url=virtual-summit-ban-ind
https://www.sasec.asia/index.php?page=news&nid=1218&url=virtual-summit-ban-ind
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permits, international transit procedures developed as optional, not harmonized with 

national transit procedures and difficult to integrate with national clearance 

procedures, restrictions for using simplified procedures which presently limits 

potential benefits and attractiveness of GMS-CBTA and AFAFGIT ACTS 

international transit systems.  

The international transit systems are offering great facilitation potential, in particular 

if the systems are fully electronic – paperless and if they include options for 

simplified procedures for authorized operators. However, due to implementation 

challenges it is still very difficult to provide any significant buy-in from the interested 

stakeholders. So presently even though GMS-CBTA and AFAFGIT ACTS are 

operational (since 2018 for GMS-CBTA “Early Harvest” and since 2020 for 

AFAFGIT ACTS) there have been only a handful of actual transport movements 

under those international transit systems. The traders of the GMS and participating 

ASEAN Member States (including the landlocked Lao PDR) still prefer to use 

existing national transit systems and transshipments at the border, and such preference 

will likely remain until the issues which are hampering effective implementation of 

newly introduced international transit systems are not addressed. 

Progress has been made in implementation of TIR Convention and TIR System in 

Asia Pacific region in the period 2014-2021. China ratified TIR Convention in July 

2016 and by May 2018 the TIR System become active. First inbound TIR operation 

from Uzbekistan, via Kyrgyzstan to China was organized in July 2018.4 As of 25 June 

2019, China fully implemented TIR System at all its checkpoints at border and inland 

customs offices.5 India ratified TIR Convention in June 2017, and the TIR System 

was activated in August 2018. First shipment under TIR System arrived in India from 

Afghanistan, via Chabahar Port in Islamic Republic of Iran in March 2019.6 

Implementation of the TIR System on new Asia Pacific routes (that include China and 

India) is expected to facilitate cross border transit movements of ESCAP LLDCs 

which particate in TIR System. TIR system enables use of single harmonized transit 

document and guarantee (TIR Carnet) and reduced repeated formalities at each border 

crossings (examination of goods and affixing new customs seals).  

Even though the activities on digitalization of TIR System started some 20 years ago, 

the TIR system presently still operates with paper based TIR carnets. However, in 

February 2020, Annex 11 to TIR Convention, which provides the legal basis for the 

paperless operation of the TIR System (eTIR), has been adopted. The Annex 11 came 

into force in May 2021 and transition towards paperless eTIR has already begun.  

 
4 IRU, July 2018: https://www.iru.org/resources/newsroom/first-china-kyrgyzstan-uzbekistan-tir-transport-cuts-

cost-trade 

5 UNECE, June 2019: https://unece.org/full-implementation-tir-system-china 
6 The Hindu, March 2019: https://www.thehindu.com/business/india-gets-first-tir-shipment-via-chabahar-port-

from-afghanistan/article26525062.ece 

https://www.iru.org/resources/newsroom/first-china-kyrgyzstan-uzbekistan-tir-transport-cuts-cost-trade
https://www.iru.org/resources/newsroom/first-china-kyrgyzstan-uzbekistan-tir-transport-cuts-cost-trade
https://unece.org/full-implementation-tir-system-china
https://www.thehindu.com/business/india-gets-first-tir-shipment-via-chabahar-port-from-afghanistan/article26525062.ece
https://www.thehindu.com/business/india-gets-first-tir-shipment-via-chabahar-port-from-afghanistan/article26525062.ece


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 27 

Several contracting parties indicated their interest and started participating in 

interconnection projects to link their national Customs systems with the eTIR 

international system. Such interest and active participation have been noted by several 

ESCAP LLDCs and transit countries including Armenia, Azerbaijan, Islamic 

Republic of Iran, Kazakhstan, Kyrgyzstan, Tajikistan, Turkey, Uzbekistan. It should 

be noted that a series of e-TIR projects have been piloted/initiated since 2017 (before 

entry into force of Annex 11 to TIR Convention) with participation of ESCAP LLDCs 

and transit countries (e.g., between Islamic Republic of Iran and Turkey; Georgia and 

Turkey; Islamic Republic of Iran and Azerbaijan; Uzbekistan and Kazakhstan). 

Further facilitation with TIR system is expected due to the amendments to Annex 6 

on Explanatory Note to Article 49 of the TIR Convention (entered into force in June 

2021), which advocates for greater facilities to be granted to operators, such as, but 

not limited to, the possibility to become authorized consignor.7 

For railway transport the use of the CIM/SMGS consignment note continued to 

increase in the period 2014-2021. China started using CIM/SMGS Consignment Note 

in May 2017. Within ESCAP region the CIM/CMGS is being used at the border 

points in: Azerbaijan, China, Georgia, Kazakhstan, Kyrgyzstan, Mongolia, and 

Russian Federation. Presently the use of the common CIM/SMGS consignment note 

on the Eurasian corridors is estimated to be about 85 per cent on container 

transportation and 18 per cent on single wagon load transportation. 8  The use of 

CIM/SMGS consignment note eliminates the need to reissue a new transport 

document at the border crossing where the railway transport regime changes, 

simplifies the border crossing processes, decreases delivery times, and improves 

services in international railway transport.  

The use of CIM/SMGS consignment note as a Customs transit declaration is regulated 

on national or Customs union level in the Customs legislation of several countries in 

the ESCAP region and Customs legislation of the Eurasian Economic Union (EAEU). 

However due to lack of harmonization of the of the use of CIM/SMGS consignment 

note as a Customs transit declaration and an absence of broad international instrument 

on railway Customs transit (unlike in road transport) there is fragmentation of 

Customs transit operations along international corridors in ESCAP region.   

In period 2017 – 2021, eight ESCAP LLDCs and WTO members submitted 

notifications of category commitments under WTO Agreement on Trade Facilitation 

(TFA). Distribution of the commitments for the measure No. 11 (transit) is presented 

in the table below. 

 
7 New explanatory note on Article 49 of the TIR Convention. UNECE, March 2021; https://unece.org/entry-force-

explanatory-note-049-introducing-authorized-consignor-tir-convention 
8 CIT, Dr. Erik Eftimov, April 2021: Presentation on CIT/OSJD electronic CIM/SMGS common Consignment 

note;  https://uncitral.un.org/sites/uncitral.un.org/files/media-

documents/uncitral/en/Webinardematerializationnegotiabletransportdocuments/presentations/erik_evtimov.pdf 

 

https://unece.org/entry-force-explanatory-note-049-introducing-authorized-consignor-tir-convention
https://unece.org/entry-force-explanatory-note-049-introducing-authorized-consignor-tir-convention
https://uncitral.un.org/sites/uncitral.un.org/files/media-documents/uncitral/en/Webinardematerializationnegotiabletransportdocuments/presentations/erik_evtimov.pdf
https://uncitral.un.org/sites/uncitral.un.org/files/media-documents/uncitral/en/Webinardematerializationnegotiabletransportdocuments/presentations/erik_evtimov.pdf
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 Table 11: WTO TFA – Measure 11: Transit Implementation Notifications 

ESCAP LLDCs Implementation Status: WTO TFA – Measure 11: Transit 

 Notified A Notified B Notified C Not yet notified 

Afghanistan 47.6% 42.9% 9.5% 0.0% 

Armenia 0.0% 42.9% 57.1% 0.0% 

Kazakhstan 85.7% 0.0% 14.3% 0.0% 

Kyrgyzstan 23.8% 4.8% 71.4% 0.0% 

Lao PDR 0.0% 0.0% 100.0% 0.0% 

Mongolia 100.0% 0.0% 0.0% 0.0% 

Nepal 0.0% 100.0% 0.0% 0.0% 

Tajikistan 100.0% 0.0% 0.0% 0.0% 

CATEGORY A  = Members implemented the measure  

CATEGORY B  = Members will need additional time to implement the measure 

CATEGORY C  = Members will need additional time and capacity building support to implement the measure  

Source: WTO TFA Database (https://www.tfadatabase.org/notifications/list) (last accessed 10.10.2021) 

 

It could be noted that categorization of transit measures (No. 11) ranges substantially. 

From 100 per cent of category A notifications where the members (Mongolia, 

Tajikistan) reported that the measures are already implemented; to 100 per cent of 

category B notifications (Nepal) and 100 per cent of category C notifications (Lao 

PDR) where it was indicated that additional time or time and capacity building to 

support implementation of those measures will be needed. 

Technical assistance for transit measures under WTO-TFA has been most often 

requested by some of the ESCAP LLDCs with regard to legislative frameworks, 

followed by technical assistance for development of related information and 

communication technology (ICT) systems, as well as strengthening of human 

resources capacities and training. 

Figure 19: Technical assistance requested by ESCAP LLDCs for transit (share 

%) 

 

https://www.tfadatabase.org/notifications/list
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C. Coordination and cooperation of national border and Customs agencies 

Various coordination and cooperation mechanisms relevant for transit transport 

among sectoral national agencies have been established in last few decades in most of 

the ESCAP LLDCs. For example: PRO-Committees (Armenia and Azerbaijan); 

National Trade and Transport Facilitation Committee (Mongolia, Nepal) and National 

Trade Facilitation Committee (Bhutan). In the period 2014-2021 several new 

coordination and cooperation mechanisms have been established. That includes 

Coordinating Council of the Republic of Azerbaijan on Transit Freight (established in 

October 2015) and several National Committee on Trade Facilitation (NCTF) related 

with negotiation and entering into force of the WTO TFA (e.g. Kazakhstan 

Interagency Working Group on Coordination and Implementation of TFA established 

in 2019; Kyrgyzstan National Council for Trade Facilitation established in 2017; 

Mongolia National Committee on Trade Facilitation established in 2017; Tajikistan 

Coordination Committee on Trade facilitation established in 2016; and Uzbekistan 

Working Group for accession to the TFA/WTO established in 2019.9 

In general, the national level cooperation bodies remain to promote efficient transport 

procedures and tackle major transport issues, however many of them are facing 

numerous challenges in implementation of effective coordination among the different 

stakeholders which include issues with degree of institutionalization, mandate and 

designation of functions; composition and active participation (in particular for 

private sector involvement); lack of formal secretariate and scarce funding; lack of 

political support and commitment from the stakeholders. 

Practical examples of cooperation between Customs and other national border 

agencies differ from country to country and they may include: joint inspections (e.g. 

joint inspection commission of Customs, border guards and railway staff in railway 

transport); transfer of responsibilities and single window inspections (e.g. 

empowerment of Customs authorities to perform the documentary control on behalf 

of different authorities including sanitary-quarantine, veterinary and phytosanitary); 

electronic information exchange; and introduction of single window facilities. 

The UN agencies (e.g. UNCTAD, UNECE, UNESCAP) and other development 

partners are supporting development of efficient national coordination and 

cooperation through variety of activities including development and promotion of 

recommendations and guidelines such as UNECE Recommendation No. 4: National 

Trade Facilitation Bodies (last updated in 2015) and UNESCAP Guidelines on 

Establishing and Strengthening National Coordination Mechanisms for Trade and 

Transport Facilitation in the ESCAP Region (2012) which remain to be relevant.  

 

 
9 See National Coordination and Cooperation mechanisms listed in country profiles in Annex 1 of this document. 
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In addition to national level coordination and cooperation the countries in ESCAP 

region are working on cross-border level cooperation between the ministries and 

agencies of neighboring countries relevant for transit transport, based on cooperation 

mechanisms established with various bilateral and subregional arrangements. Such 

mechanisms are usually manifested with regular meetings between relevant 

authorities (e.g., on yearly bases), where the progress and major issues are being 

discussed. 

Practical examples of cross-border level cooperation include: 

- simplified passage of international railway transport; exchange of preliminary 

data; transfer of information between border customs authorities in electronic 

format; and implementation of the “Green Corridor” project between Kazakhstan 

and China10 

- electronic exchange of unified cargo manifest in and “Mutual recognition of 

inspections result” project between China and Mongolia.11 

- Mutual recognition of customs control inspections of particular categories of 

goods (e.g. recognition of weight certificates and X-ray scenes), agreed between 

China, Mongolia and Russian Federation started to be implemented on selected 

border crossings in 2015/2016; 

- Single stop inspection (SSI) for crossing the border between Vietnam and Lao 

PDR with only one inspection organized at one joint border crossing at common 

control area (CCA) which become fully operational at Lao Bao (VN) – 

Dansavanh (LA) checkpoint in February 2015.  

 

D. Bilateral/regional mechanism to address implementing challenges/bottlenecks 

and avoid quotas and other quantitative restrictions to international transit 

Bilateral and multilateral transit transport related agreements in ESCAP LLDCs (as 

listed in country profiles in Annex 1 of this document) are facing numerous 

implementing challenges which have to be addressed with effective mechanisms in 

coordination with the countries concerned.  

Transit and traffic rights in most of the bilateral and multilateral agreements of 

ESCAP LLDCs are restricted with limited number of road transport permits (bilateral 

or multilateral) and limited routes where the vehicle registered in one contracting 

party can enter and move across the territory of another contracting party. The permits 

systems differ and include single round-trip permits and multiple yearly permits; 

permits issued to the vehicle or to the transport operator. The number of permits is not 

necessarily based on market needs, and it is often used for protection of national 

transport sector.  

 
10 Kazinform website: http://lenta.inform.kz/en/kazakhstan-to-strengthen-customs-control-at-khorgos_a3083219 

11 Mongolian Customs website information: http://www.customs.gov.mn/en/2012-03-14-03-21-37/395-the-8th-

working-group-meeting-of-joint-customs-control-of-the-customs-administration-of-mongolia-and-china-was-held 
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Implementing challenges of bilateral or multilateral transport arrangements may 

restrict transit operations and as a result, goods carried by road may have to be 

transloaded at border crossings despite existence of permit systems. Traffic rights 

granted with permit systems sometime times cannot be used due to variety of reasons 

including security, limited transport routes, different national standards and licensing 

requirements, high costs of permits, lack of capacity of transport operators, etc.  

There are several arrangements in the ESCAP region that provide liberalized traffic 

rights that allow transit transport movements without permits or without quota (e.g., 

between Russian Federation and Kazakhstan, Kazakhstan and Uzbekistan, 

Kyrgyzstan and Tajikistan, Turkmenistan and Islamic Republic of Iran, Lao PDR and 

Thailand and Lao PDR and Viet Nam). 

E. Simplification, transparency and harmonization of regulations and 

requirements related to transit systems by all modes of transit transport 

The endeavors to balance security and facilitation have been supported with 

introduction of various national Authorized Economic Operators (AEO) Programmes 

and Customs Compliance Programmes (CCP) in the period 2014-2021 in several 

ESCAP LLDCs. The AEO and CCP programmes offer important facilitation benefits 

to the authorized persons/operators from private sector with proven compliance 

records, which are able to fulfil high supply chain security standards. Such benefits 

may include priority treatment and fewer inspections, reduced security and guarantee 

requirements, simplified procedures.  

Seven out of 12 ESCAP LLDCs (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Lao 

PDR, Mongolia, and Tajikistan) have introduced some form of AEO Programmes, 

however in most of the cases the implementation is in early stages with very low 

number of participants from private sector involved. For example, Armenia expects 

that full implementation could be achieved by end of 2022; Azerbaijan started 

implementing its AEO programme, however only few participants are presently 

involved; Lao PDR and Tajikistan have recently amended their Customs legislation 

and their AEO programmes are yet to be implemented.  

Two out of 12 ESCAP LLDCs have introduced CPP (well developed in Azerbaijan 

and at pilot stage of implementation in Bhutan). Four out of 12 ESCAP LLDCs 

(Afghanistan, Nepal, Turkmenistan, and Uzbekistan) presently do not have any 

Authorized Economic Operators (AEO) Programmes and Customs Compliance 

Programmes (CCP). More details on ESCAP LLDCs AEO and CCP are given in 

country profiles in Annex 1 of this document. 

Despite efforts to simplify and harmonize regulations and requirements related to 

transit systems, the progress in implementation in many ESCAP LLDCs has been 

slow due to the complexity of this challenge. Low number of authorizations and/or in 

some instances lack of authorizations/legal benefits offered in relation to Customs 
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transit (e.g., to transport carriers, consignors, and consignees) are some of the major 

outstanding challenges.  

National AEO and CCP programmes of the transit countries of ESCAP LLDCs could 

also significantly contribute to simplification of transit if they include benefits for 

carriers and transit operators. Simplification of transit systems in transit countries 

could be achieved in various manners other than formal AEO/CCP programmes. For 

example, using the concept of ESCAP Secure Cross Border Transport Model, the 

Customs authorities of India have started a using Electronic Cargo Tracking System 

(ECTS) to facilitate the movement of traffic-in-transit of third-party imports for Nepal 

by road and rail. Since April 2018, the ECST system provides a digitalized process 

for filing of electronic Customs Transit Declaration (e-CTD) through the ECTS 

web application, which is linked to the infrastructure for electronic sealing and 

GPS based tracking of transit cargo.  

In general, there is lack of harmonization of national AEO and CCP programmes of 

ESCAP LLDCs and their transit countries which makes more difficult to achieve 

mutual recognition of foreign programmes and reduces the facilitation potential that 

such programmes could offer. One of the exceptions is harmonization of AEO 

programmes based on Customs legislation of Eurasian Economic Union (EAEU) 

which is relevant for the three ESCAP LLDCs (Armenia, Kazakhstan, and 

Kyrgyzstan). However, the level of AEO implementation and participation still differs 

among EAEU members (e.g., with 17 AEOs in Kazakhstan and 1 AEO in Kyrgyzstan 

versus over 300 AEOs in Belarus and over 400 AEOs in Russian Federation - as of 

October 2021). 

International Customs transit systems, such as TIR system provide high level of 

harmonization and contribute to facilitation of cross-border movement. The new 

explanatory note on Article 49 of the TIR Convention (in force from June 2021) 

regarding use of greater facilities in TIR System, clarifies that such facilities may 

include exemption to produce goods/vehicle at the Customs office of 

departure/destination and a possibility for dully authorized persons (e.g. authorized 

consignors/authorized consignees) to perform specific duties which are usually 

entrusted to Customs authorities (e.g. filling/stumping of the TIR carnet, 

affixing/checking of Customs seals). In order to implement simplifications on 

authorized consignors / authorized consignees with TIR System, it is necessary to 

regulate such greater facilities with national legislation, preferably on harmonized 

manner (e.g., in accordance with WCO standards). Even though the greater facilities 

of authorized consignors / authorized consignees with TIR Carnet could be granted 

unilaterally, it could be expected that bilateral/multilateral arrangements will be 

required for implementation.  

Another international Customs transit system is ASEAN Customs Transit System 

(ACTS) which is relevant for one ESCAP LLDC (Lao PDR). The ACTS offers 

simplifications for authorized transit traders (ATT) harmonized on regional level 
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among participating member states of ASEAN. ATT simplifications include 

reduction/waiver of guarantee; exemption of presentation of goods at Customs office 

of departure (authorized consignor); authorization to end an ACTS procedure at a 

trader’s premises (authorized consignee). Implementation of ATT simplification is 

very challenging since the relevant provisions from the ACTS legal framework 

(AFAFGIT Protocol 7) are not harmonized with national Customs legislation of 

participating ASEAN member states.  

With regard to railway transport, it is notable that railway carriers are rarely included 

in Authorized Economic Operators (AEO) Programmes and Customs Compliance 

Programmes. Regardless, the Customs legislations of several ESCAP LLDCs provide 

some simplifications such as non-provision of guarantee for Customs transit 

procedure in railway transport (e.g., in EAEU (Armenia, Kazakhstan, Kyrgyzstan), 

Tajikistan, Uzbekistan). 

F. Logistics systems, aligned incentives for efficient transport and transit 

operations, and promotion of competition 

General national development documents (e.g., visions, strategies, plans and policies) 

of ESCAP LLDCs recognize the need for increased efficiency of transport, transit and 

logistics as an essential element for the economic growth. National transport 

strategies and plans usually elaborate further on the gools for transport logistics 

development in the ESCAP LLDCs. In addition to plans for investments and 

improvements of transport infrastructure, the need to invest in development of 

logistics centers and support expansion of logistics services along key international 

corridors is often identified.  

Specific logistics related plans/roadmaps/studies have been developed in some of the 

ESCAP LLDCs (e.g., Strategic Roadmap for Development of Logistics and Trade in 

the Republic of Azerbaijan (2016); UN ECE Logistics and Transport Competitiveness 

in Kazakhstan (2019) and Kyrgyzstan (2020); WB Uzbekistan Building Blocks for 

Integrated Transport and Logistics Development (2020). Recent key national 

transport logistics related strategies/plans/policies/roadmaps/studies of ESCAP 

LLDCs developed independently or with support of UN agencies and other 

development partners (e.g., ADB, WB, etc.) are listed in country profiles in Annex 1 

of this document. 

Numerous actions have been taken by ESCAP LLDSs in the period 2014-2021 related 

to improvement of transport, transit, and logistics systems in accordance with national 

transport logistics related strategies/plans/policies/roadmaps. Examples of such 

activities include: 

- In Afghanistan, Special Economic Zones/Multimodal Transport and Logistics 

project has been launched to develop dry ports that could offer a range of logistics 

services and contribute to increased trade and transit along regional transport 

corridors. Potential logistics facilities include dry ports in Balkh, Kabul, 
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Kandahar, Helmand, Herat, Jalalabad, Mazar-i-sharif, Nangarhar, Aqina, 

Toraghundi, and Zaranj.12 

- In Azerbaijan, currently there are 3 operational logistics centers, two of which 

(Absheron Logistics Center and Baku Logistics Center) are located on the Silk 

Road, and the Grand Logistics Center is located near the Heydar Aliyev 

International Airport.13 The new Baku International Sea Trade Port located in Alat 

settlement was put in operation in 2019. Next to Alat Port, ALAT Free Economic 

Zone (AFEZ) is being established, planned, and developed, with expectations to 

be operational with investor ready locations by July 2022. Development of 

logistics center in AFEZ is being planned.14 

- Recognizing an absence of a well-managed and well-functioning transport and 

logistics industry in Bhutan, the National Transport Policy (2017), envisages 

establishment of a Logistics Cell within the Ministry of Information and 

Communications (MoIC) to improve coordination of logistics planning and 

multimodal transport capacities. Consultative committee is also advocated to 

provide an interface with the public and private sectors.15 The Jigmeling Industrial 

Estate in Gelephu has been identified as an example of potential Special 

Economic Zone with a capacity to develop logistics services.16   

- In Kazakhstan, the National Programme for Infrastructure Development “Nurly 

Jol” for 2015-2019 was focused on integration of the country's regions with high-

quality transport and logistics infrastructure. One of the key objectives of the 

programme was creation of efficient transport and logistics infrastructure based on 

the “hub and spoke” principle. Presently there are several operational logistics 

centers in Kazakhstan. Largest and most developed logistics centers are located in 

in Astana (completed in 2015), in Almaty, and near the airport in Shymkent 

(operational since 2017). A dry port with capacities for logistics services has been 

established in the east of the country in the free economic zone (FEZ) of Khorgos 

- Eastern Gate. Transport and logistics centers are planned to build in the major 

cities of Aktobe, Pavlodar, Uralsk, Atyrau and Ust-Kamenogorsk, as well as in the 

west, in the Caspian Sea ports of Kuryk and Aktau. The national railway company 

JSC “NC KTZh” was transformed into a transport and logistics holding company 

that provides rail and sea transport, transport, and logistics services. Kazakhstan, 

 
12 RECCA - Regional Economic Cooperation Conference of Afghanistan, 2018, Special Economic Zones, 

Multimodal Transport & Logistics Facilities; https://recca.af/?page_id=2108 

13 Institute for Democratic Initiatives (IDI), 2021, Opportunities to increase the capacity of Azerbaijan's logistics 

infrastructure and existing problems in the Silk Road projects (p.19) Available at: https://idi-

aze.org/en/opportunities-to-increase-the-capacity-of-azerbaijans-logistics-infrastructure-and-existing-problems-in-

the-silk-road-project-research-document/ 

14 ALAT Free Economic Zone website: https://afez.az 

15 Bhutan National Transport Policy 2017; https://www.moic.gov.bt/wp-content/uploads/2017/08/Second-Draft-

National-Transport-Policy-Bhutan.pdf 
16 The Project for Formulation of Comprehensive Development Plan for Bhutan 2030 (Volume I / p. 7-16); 2019; 

https://www.gnhc.gov.bt/en/wp-content/uploads/2019/11/EIJR19080-CNDP-Vol1_Summary.pdf 

https://recca.af/?page_id=2108
https://idi-aze.org/en/opportunities-to-increase-the-capacity-of-azerbaijans-logistics-infrastructure-and-existing-problems-in-the-silk-road-project-research-document/
https://idi-aze.org/en/opportunities-to-increase-the-capacity-of-azerbaijans-logistics-infrastructure-and-existing-problems-in-the-silk-road-project-research-document/
https://idi-aze.org/en/opportunities-to-increase-the-capacity-of-azerbaijans-logistics-infrastructure-and-existing-problems-in-the-silk-road-project-research-document/
https://afez.az/
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together with the Russian Federation and Belarus, established the United 

Transport and Logistics Company (UTLC) within the framework of the EAEU 

Common Economic Space. The strategy “Kazakhstan 2050” identifies the need to 

create industrial transport and logistics facilities outside Kazakhstan. As result of 

this strategy the terminal in the port of Lianyungang on the east coast of China 

was created. The terminal in the port of Lianyungang is connected with 

Kazakhstan by a road corridor and railway line.17 

- In Kyrgyzstan, in 2015, the Government adopted Decree No. 600 “On Approving 

the Main Directions for the Creation and Development of a System of Trade and 

Logistics Centres for Agricultural Products in Kyrgyzstan for 2015-2017” with 

plans to create a three-level transport logistics centers system operating at 

international level (at two locations), regional level (at seven locations) and local 

levels (at several locations). Logistics activities are also envisaged in the Free 

Economic Zones (FEZ) (e.g. in Bishkek FEZ).18  

- Lao PDR’s National Logistics Strategy includes development of international 

logistics pars (in Vientiane, Savannakhet and Luang Namtha); regional logistics 

parks (in Huoayxai, Muangxai, Luang Prabang, Thakhaek and Chappasak) and 

logistics hubs for specific products. With construction of the railway section that 

connects Kunming in China with Vientiane in Lao PDR logistics hubs nearby 

railway terminals are being planned close to Boten international border crossing in 

Luang Namtha province and at Thanaleng dry port in Vientiane.19  

- Mongolia plans to develop 11 regional logistics centers (in Alatanbulag, 

Ulaanbaatar, Zamiin Uud (already completed), Tsagaannuur, Bulgan, Burgastai, 

Gurvantes, Tavan-Tolgoi, Khangi, Khuut and Choibalsan. With regard to 

Ulaanbaatar, it is recommended to consider development of integrated multimodal 

logistics facility that could replace the existing system of scattered fright terminals 

in order to minimize the number of instances where containers (goods) change 

custodians and subsequently reduce the costs and processing time.20  

- Uzbekistan has five main international logistics centers (Navoi International 

Intermodal Logistics Center, Angren International Logistics Center and Tashkent 

International Logistics Center in Tashkent region, Termez International Logistics 

 
17 UNECE, 2019, Logistics and Transport Competitiveness in Kazakhstan. Available at: 

https://unece.org/DAM/trans/publications/Report_-_Kazakhstan_as_a_transport_logistics_centre_Europe-Asia.pdf 
18 UNECE, 2020, Logistics and Transport Competitiveness in Kyrgyzstan. Available at: 
https://unece.org/DAM/trans/main/wp24/Logistics_and_Transport_Competitiveness_in_Kyrgyzstan_2019.pdf 
19 World Bank, 2020, From Landlocked to Land-Linked: Unlocking the Potential of Lao-China Rail Connectivity. 

Available at: https://openknowledge.worldbank.org/handle/10986/33891 
20 ADB, 2018, Breaking Barriers: Leveraging Mongolia’s Transport and Logistics Sector. Available at: 

https://www.adb.org/sites/default/files/publication/464891/mongolia-transport-logistics-sector.pdf 
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Sector and Pap International Logistics Center. Uzbekistan has created 22 FEZs, 

where logistics and infrastructure facilities are provided.21 

Having national logistics related strategies/plans/roadmaps with plans to develop 

multiple logistics centers and different types of economic zones with basic logistics 

infrastructure has not been translated in increased number of transport and transit 

operations in many of the ESCAP LLDCs. In addition to challenges to implement and 

operationalize such strategies and plans, the main reason behind unsatisfactory results 

is inability to reduce high transport and logistics costs. Apart from development of 

logistics infrastructure, other factors has to be considered, such as: reflecting the 

actual needs for logistics services in national strategies/plans; simplification in 

regulation and organization of border crossing and regulatory formalities; 

optimization of the logistics complexes; increasing the level of logistics services (e.g. 

by using services of third party and fourth party logistics providers), use of advanced 

logistics management systems (e.g. port community systems); increasing visibility of 

entire supply chain to better align incentives of the different types of companies 

involved.  

Box 1: UN ESCAP Standard Model of Logistics Information Systems (2016) 

The UN ESCAP Standard Model of Logistics Information Systems is one of the UN ESCAP 

models adopted with the Ministerial Declaration on Sustainable Transport Connectivity in 

Asia and the Pacific with Resolution 73/4 in May 2017. The Model is based on findings of a 

UN ESCAP Study conducted in 2016 that reviewed several well-developed national logistics 

information systems as well as some international mechanisms for exchange of logistics 

information. Having in mind that establishment and utilization of logistics information 

systems involve considerably technical complexity, the Model presents the main elements and 

technical recommendations for consideration in standardized manner. The objective of the 

Model is to support development of effective logistics systems when establishing new 

logistics information systems or further upgrading the existing ones. 

The Standard Model of Logistics Information Systems defines overall architecture and main 

functions of the logistics information systems. It describes specific components of the system 

for: import/export clearance; seaport/airport clearance; payment; track and trace and other 

services. It also provides a comprehensive list of relevant technical/data standards and 

emphasizes importance for system/data harmonization. Introduction of common technical 

standards and harmonization could enhance operational connectivity across the ESCAP 

region.  

Landlocked developing countries along other ESCAP members could benefit from utilizing 

logistics information systems in their efforts to develop efficient national logistics capacities. 

To achieve this goal, they could use the standard model of logistics information systems as 

well as the detailed findings of the study.22 

 

 
21 World Bank, 2020, Uzbekistan Building Blocks for Integrated Transport and Logistics Development. Available 

at: https://openknowledge.worldbank.org/bitstream/handle/10986/34160/Uzbekistan-Building-Blocks-for-

Integrated-Transport-and-Logistics-Development-Policy-Paper.pdf?sequence=4 

22 More information is available on ESCAP web site: https://www.unescap.org/resources/standard-model-logistics-

information-system 
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G. Exchange of trade and transport data to conduct faster and more efficient 

cross-border transactions 

Despite of important achievements towards digitalization accomplished in the period 

2014-2021, information exchange on cross-border transactions among private sector 

operators, as well as information exchange with regulatory agencies (such as 

Customs), largely remains manual and paper-based. Information is mainly exchanged 

by telephone, faxes, emails, and manual hand over of documentation, which results in 

delays and inefficiency at the border crossings.  

With the development of information and communication technologies, multiple 

initiatives for electronic exchange of information have been launched in several 

ESCAP LLDCs. That includes initiatives for use of electronic data interchange for 

international freight traffic between carriers (e.g., railway operators) and their 

customers (consignors and consignees) as well as electronic exchange between 

carriers involved in different legs of international freight transport operations (e.g., 

railways to railways). Several railways in the region have signed formal agreements 

for   electronic data interchange (EDI). For example, the Russian Railways have 

signed such bilateral EDI agreements with several partner railways including 

Azerbaijan Railways; Kazakhstan Railways; Mongolian Railways. The Kazakh 

Railways and the Chinese Railways Ministry have also agreed electronic exchange of 

data on goods passing through the borders of the two States based on railway 

transport consignment notes.  

The scope and the level of EDI pilot projects implementation differs from country to 

country. For example, Mongolian and Russian Railway authorities have agreed 

exchange of electronic documents in 2016, started exchange of fully electronic 

versions of railway consignment notes and transfer lists in 2017, started implementing 

e-sign procedures in 2018 and fully implemented such procedures regarding 

international and domestic transport documents in 2019.  

A multilateral agreement to deepen the cooperation for organization of container 

trains between China and Europe was signed between railways of Russian Federation, 

China, Kazakhstan, Mongolia, Belarus, Germany, and Poland in April 2017. The 

focus of the cooperation would be on electronic data exchange and preliminary 

electronic information on freight goods and vehicles moving across the borders, 

simplification of the control procedures at the check points and reduction in customs 

clearance times. 

Information exchanged between railways could be used for subsequent submission of 

pre-arrival information to customs authorities.  An agreement was signed between 

Russian Railways (RZD) and Kazakhstan Railways (KTZ) in June 2016 for 

cooperation on the electronic interchange of international freight consignment notes 

and communications with Customs authorities.  
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China and Mongolia have launched a project on electronic data exchange of unified 

cargo manifest in road transport in 2014. Exchange of electronic cargo manifests 

between border ports in Erenhot (China) and Zamiin - Uud (Mongolia) started in 

January 2019 and subsequently the paper cargo manifest has been eliminated.  

Initiatives for digitalization of transport and transit documents also include a series of 

e-TIR projects that have been piloted since 2017 with participation and contribution 

of ESCAP LLDCs and their transit countries (e.g., between Islamic Republic of Iran 

and Turkey; Georgia and Turkey; Islamic Republic of Iran and Azerbaijan; 

Uzbekistan and Kazakhstan). 

Harmonization and standardization of data and documentary requirements between 

private sector stakeholders (carriers/consignors/consignees), Customs and other 

government agencies remains to be one of the key challenges for introduction of 

efficient electronic information exchange in cross border transactions.  

H. National transit policies and national mechanisms with participation of all 

relevant stakeholders 

The ESCAP LLDCs are developing national transit policies and national mechanisms 

which include multiple relevant stakeholders. For example, the coordination and 

cooperation mechanisms of national border and Customs agencies which have been 

identified in part C above (e.g., PRO-Committees, National Trade and Transport 

Facilitation Committees, National Committees on Trade Facilitation) usually include 

a number of stakeholders from both public and private sector. 

An example of a national mechanism which is in particular focused on transit issues is 

the Coordinating Council of the Republic of Azerbaijan on Transit Freight 

(established in October 2015). The Coordination Council on Transit Freight was 

designed to attract transit goods to transit corridors passing through the territory of the 

country by taking appropriate measures to eliminate obstacles in the development of 

transit cargo transportation, to coordinate activities of state institutions in this area, to 

optimize and the tariffs acceptable for operators and support simplification of transit 

procedures.  

In addition to national policies and national mechanisms, there is a need for 

coordination on international level along international transport corridors. Examples 

of such coordinative mechanisms where the ESCAP LLDCs take participation 

include: 

- International Coordinating Council on Trans-Eurasian Transportation (CCTT) 

with 96 member societies from 23 countries, including railways of three ESCAP 

LLDCs (Azerbaijan, Kazakhstan and Mongolia); 

- Coordination Committee for the Development of the Trans-Caspian International 

Transport Route (TITR) (established in 2016) which includes railways, port 
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authorities, transport and logistics companies from several countries of the middle 

corridor including Azerbaijan and Kazakhstan; 

- Intergovernmental Commission (IGC) of Transport Corridor Europe Caucasus 

Asia (TRACECA) which includes 13 countries including 6 ESCAP LLDCs 

(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Tajikistan and Uzbekistan); 

- Central Asia Regional Economic Cooperation (CAREC) Program, with a strong 

transport component along six CAREC transport corridors across 11 member 

states which include 8 ESCAP LLDCs (Afghanistan, Azerbaijan, Kazakhstan, 

Kyrgyzstan, Mongolia, Tajikistan, Turkmenistan, Uzbekistan). 

2.2.   VPoA priority 1 specific objectives 

The Priority 1 of the VPoA on fundamental transit policy issues identifies three 

specific objectives:  

1) To reduce travel time along corridors with the aim of allowing transit cargo 

to move 300-400 kilometers per 24 hours; 

2) To significantly reduce the time spent at land borders; 

3) To significantly improve intermodal connectivity with the aim of ensuring 

efficient transfers from rail to road and vice versa and from port to rail 

and/or road and vice versa. 

The progress in achievement of the specific objective to reduce travel time along 

corridors in the period 2014 – 2021 could be observed through several sources of 

information such as: Annual Reports of Corridor performance measurement and 

monitoring (CPMM) under the Central Asia Regional Economic Cooperation 

(CAREC) program supported by ADB (2014 to 2019 CPMM Reports and preliminary 

information for 2020 are available).  

The CAREC CPMM Trade Facilitation Indicator 4 (TFI4) uses two measures for 

describing the speed to travel on CAREC Corridors: (i) speed without delay (SWOD) 

that captures the average speed in kilometers per hour (km/h) when the vehicle is in 

motion, and (ii) speed with delay (SWD) that captures the average speed taking into 

account the time spent on border crossing and all other intermediate stops. 

In the period 2014 - 2020, the overall average of speed without delay (SWOD) to 

travel on CAREC Corridors by road increased only from 42 km/h in 2014 to 42.9 

km/h in 2020 (abut 2 per cent). There is no progress recorded for the overall average 

of speed with delay (SWD) where the border crossing time, rest time and other delays 

are included. The overall average of the road transport SWD for 2020 is 22.7 km/h, 

which is slightly lower than 22.9 km/h recorded in 2014. Despite the limited progress 

regarding SWOD and no progress regarding SWD, the SWD indicates that in 2020 

the transit cargo can travel around 545 km per 24 hours, which means that in general 

the VPoA target for moving a cargo (300-400 km per 24 hours) is achieved along 

CAREC corridors in road transport.  
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However, the VPoA target has not been reached on the slowest CAREC corridor 5 

that goes along Pakistan, Afghanistan, and China with SWD of only 10.5 km/h 

recorded in 2019 (or 252 km per 24 hours).23 

Figure 20: CAREC Corridor Performance Measurement & Monitoring (CPMM) 

 
ADB CAREC, 2020, Trade Sector Progress Report and Work Plan June 2020 – September 2021 (Figure 2e – 

p.11); https://www.carecprogram.org/uploads/CAREC_Trade_Week_CAREC_Trade_Sector_Report_Sep_2021_20210927_EN.pdf 
 

The ADB and UN ESCAP supported Baseline Studies on Trade and Transport 

Facilitation Monitoring Mechanism (TTFMM) in Nepal and Bhutan conducted in 

2016/201724 and UN ESCAP Feasibility Study on Pilot Implementation of Secure 

Cross Border Transport Model along Kolkata-Jaigoan-Phuentsholing route on the 

India-Bhutan Transit Corridor (2014) indicate that the average speed at the road 

transport corridors that connect Nepal and Bhutan with the ports in India and 

Bangladesh range between range between 120 and 260 km per 24 hours, which is 

below VPoA target for traveling 300 to 400 km per 24 hours.  

 
23 ADB, 2020, CAREC CPMM Annual Report 2019. Available at: https://www.adb.org/publications/carec-

cpmm-annual-report-2019 

24 ADB/UN ESCAP, 2017, Trade and Transport Facilitation Monitoring Mechanism in Nepal. Available at: 

https://www.adb.org/sites/default/files/publication/389061/transport-trade-facilitation-nepal-study.pdf 

ADB/UN ESCAP, 2017, Trade and Transport Facilitation Monitoring Mechanism in Bhutan. Available at: 

https://www.adb.org/sites/default/files/publication/360116/trade-transport-facilitation-bhutan.pdf 

 

 

https://www.adb.org/publications/carec-cpmm-annual-report-2019
https://www.adb.org/publications/carec-cpmm-annual-report-2019
https://www.adb.org/sites/default/files/publication/389061/transport-trade-facilitation-nepal-study.pdf
https://www.adb.org/sites/default/files/publication/360116/trade-transport-facilitation-bhutan.pdf
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More significant progress has been achieved for the speed of travel in railway 

transport along CAREC corridors, where overall average SWD for railway transport 

increased by 47 per cent from 11.4 km/h in 2014 to 16.8 km/h in 2020. That is about 

403 km per 24 hours, which means that the VPoA target for moving a cargo (300-400 

km per 24 hours) in general was achieved along CAREC corridors in railway 

transport.  

However, this target has not been reached on corridor 2 that connects China with 

Turkey and Southern Europe via Central Asia (e.g., Kazakhstan, Azerbaijan, Georgia) 

with SWD of only 7.4 km/h recorded in 2019 (or 178 km per 24 hours). The issues on 

this corridor include higher number of countries transited and consequent increase in 

number of border crossings; delays due to modal change when rail schedules and ship 

schedules are not synchronized; unpredictable Caspian Sea crossing schedule, port 

transfer time and generally increased complexity of the logistics chain.25 

The Time/Cost Distance analysis of railway transport along 1,698 km corridor 

between Tianjin Port (China) and Ulaanbaatar (Mongolia) indicates that it takes about 

9 days to move the goods in best case scenario up to 15 days in worst case scenario. 

That is 189 km per 24 hours (for best case scenario) or 113 km per 24 hours (for 

worst case scenario) and both being below the VPoA target for moving a cargo by 

300-400 km per 24 hours. Identified inefficiencies include congestions, unavailability 

of dedicated space at Tianjin Port, lack of slot availability on trains in China with 

destination to Mongolia, break of gauge and border crossing formalities.26  

The progress in achievement of the specific objective to significantly reduce the time 

spent at land borders in the period 2014 – 2021 also could be observed through 

Annual Reports of CAREC Corridor Performance Measurement and Monitoring 

(CPMM) mechanism. The CAREC CPMM Trade Facilitation Indicator 1 (TFI1) 

measures the time to clear a border-crossing point.  

Table 12: Time to clear a border-crossing point along CAREC Corridors (hours) 
 

 Road Rail 

Corridor 2014 2015 2016 2017 2018 2019 2020 2014 2015 2016 2017 2018 2019 2020 

Overall 9.9 9.3 11.3 16.9 12.0 12.2 15.1 32.6 27.4 23 26.2 23.2 20.6 23.0 

1 2.7 1.8 1.8 5.9 3.5 6.9 / 42.9 32.2 31 32.4 30.6 27.6 / 

2 6.1 6.3 6.2 6.4 8.5 7.6 / / / / / 1.7 12.0 / 

3 4.4 5.3 4.6 4.9 5.1 5.2 / / / / / 1.1 1.7 / 

4 7.9 2.8 2.4 2.9 2.8 3.9 / 23.8 20.9 19.6 19.1 21.4 15.7 / 

5 28.9 26.2 28.4 50.2 28.2 28.0 / / / / / / / / 

6 9.6 7.4 10.2 15.4 15.0 14.0 / / / 18.8 7.4 4.5 4.6 / 

Source: ADB CAREC CPMM Annual Report 2015, 2016, 2017, 2018, 2019 and 2020 findings 

 

 
25 ADB, 2020, CAREC CPMM Annual Report 2019. Available at: https://www.adb.org/publications/carec-

cpmm-annual-report-2019 
26 ADB, 2018, Breaking Barriers: Leveraging Mongolia’s Transport and Logistics Sector (Chapter 2 p.10-15). 

https://www.adb.org/publications/mongolia-transport-logistics-sector 
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In the period 2014 - 2020, the overall average time to clear a border crossing point on 

CAREC Corridors by road increased from 9.9 hours in 2014 to 15.1 hours in 2020 

(abut 52 per cent). Having a much longer border crossing time at CAREC road border 

crossings means that the VPoA target to significantly reduce the time spent at land 

borders in road transport was not achieved. The time to clear a border-crossing point 

could be analyzed for each individual CAREC corridor. More significant reduction of 

the time to clear a border-crossing point if road transport could be noted only along 

CAREC Corridor 4 which moves along China, Mongolia, and Russian Federation. 

Significant progress has been achieved for reduction of time to clear border-crossing 

point in railway transport along CAREC corridors, where overall average time 

decreased around 30 per cent from 32.6 hours in 2014 to 23 hours in 2020. 

The CAREC CPMM provides some information regarding the reasons for improved 

clearance time at different individual road and railways border crossings as well as 

identification of activities that contribute to long delays at the border crossings.  

Different reasons for reduced clearance time could be identified on various levels at 

specific border crossings such as:  

▪ Improved cooperation on cross-border level: (e.g., start of electronic exchange 

of cargo manifests; mutual recognition of weight certificates and X-ray scans; 

opening of green channels for specific types of goods); 

▪ National level measures (e.g., changes in Customs and other regulation that 

result in fewer paper-based documents required when crossing the border); 

▪ Local level measures (e.g., introduction of automated customs clearance 

system; improvements of facilities and border crossing infrastructure). 

 

The reasons for long delays at the border crossings include: 

▪ Congested facilities at border crossings; 

▪ Lack of transloading capacities (in particular at brake-of gauge points in 

railway transport);  

▪ Shortage of wagons in railway transport; 

▪ Inefficient customs clearance. 

With regard to the third VPoA specific objective to significantly improve intermodal 

connectivity with the aim of ensuring efficient transfers from rail to road and vice 

versa and from port to rail and/or road and vice versa, there is a lack of quantifiable 

indicators. Therefore, we are not in position to make an assessment of improvement 

of intermodal connectivity in ESCAP LLDCs. 
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2.3.   Actions and specific objectives identified in the VPoA priority 2 

The actions identified with VPoA priority 2a - Transport infrastructure include: 

- development and implementation of comprehensive national policies for 

infrastructure development and maintenance, encompassing all modes of 

transport;  

- collaboration to promote sustainable and resilient transit systems; 

- work towards the harmonization of gauges to facilitate regional connectivity, 

where feasible; 

- promotion of multilateral and regional permit systems for road transport and 

endeavor to implement permit-free bilateral and transit road transport and the 

expansion of a multilateral quota system 

- endeavor, to gradually liberalize road transport services, taking into account 

specific circumstances 

- encouragement to develop of international logistic hubs; 

- development of necessary policies and regulatory frameworks to promote private 

sector involvement in infrastructure development and promote an enabling 

environment to attract foreign direct investment; 

- promote PPP for the development and maintenance of transport infrastructure 

- develop inland transport networks that ensure road and rail safety and involve 

local businesses thereby creating development corridors along transit highways 

and railroads. 

The Priority 2a of the VPoA on transport infrastructure identifies three specific 

objectives:  

1) To significantly increase the quality of roads, including increasing the share 

of paved roads, by nationally appropriate standards; 

2) To expand and upgrade the railway infrastructure in landlocked developing 

countries, where applicable; 

3) To complete missing links in the regional road and railway transit transport 

networks.  

Low quality infrastructure and missing links (in particular in railway network) in 

ESCAP LLDCs hamper connectivity and participation in global trade. Poor transport 

systems with insufficiently developed transport infrastructure increase transport and 

trade costs and represent a serious concern in many of the ESCAP LLDCs.  

In order to evaluate the quality of road infrastructure information in ESCAP LLDCs 

we could use the status of the Asian Highway network having in mind that all 12 

ESCAP LLDCs are members of the Intergovernmental Agreement on the Asian 
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Highway Network (2003). Based on the Annex II of the Agreement, the Asian 

Highway routes could be classified as “Primary” class for access-controlled 

motorways used exclusively by automobiles; “Class I” for 4 or more lanes highways; 

“Class II” for 2 lanes roads; and “Class III” for narrow 2 lanes roads when the 

funding for the construction and/or land for the road is limited.   

The status of the Asian Highway network for the ESCAP LLDCs as reported by the 

member states (e.g., from most recent in 2019 reported from Azerbaijan up to most 

recent in 2008 reported from Turkmenistan and Uzbekistan) is given in the table 

below. 

Table 13: Status of the Asian Highway Network (as reported by MS 2008-2019)  

Country 
Primary Class I Class-II Class III 

Below 
Class III 

Other Total Status 
(Year)* km km km km km km km 

Afghanistan 
0 10.0 2,549.0 0 1,461.0 0 4,020.0 

2015 
0.00% 0.25% 63.41% 0.00% 36.34% 0.00% 100.00% 

Armenia 
0 147.0 721.0 58.0 40.0 0 966.0 

2013 
0.00% 15.22% 74.64% 6.00% 4.14% 0.00% 100.00% 

Azerbaijan 
0 843.0 606.0 0 0 0 1,449.0 

2019 
0.00% 58.18% 41.82% 0.00% 0.00% 0.00% 100.00% 

Bhutan 
0 7.0 116.0 0 47.0 0 170.0 

2017 
0.00% 4.12% 68.24% 0.00% 27.65% 0.00% 100.00% 

Kazakhstan 
0 557.0 5,407.0 6,389.0 475.0 0 12,828.0 

2010 
0.00% 4.34% 42.15% 49.81% 3.70% 0.00% 100.00% 

Kyrgyzstan 
0 0 303.0 1,324.0 136.0 0 1,763.0 

2013 
0.00% 0.00% 17.19% 75.10% 7.71% 0.00% 100.00% 

Lao PDR 
0 0 244.0 2,307.0 306.0 0 2,857.0 

2010 
0.00% 0.00% 8.54% 80.75% 10.71% 0.00% 100.00% 

Mongolia 
0 8.0 2,592.6 232.7 1480.0 0 4,313.3 

2017 
0.00% 0.19% 60.11% 5.39% 34.31% 0.00% 100.00% 

Nepal 
0 0 218.0 1,082.0 13.0 0 1,313.0 

2013 
0.00% 0.00% 16.60% 82.41% 0.99% 0.00% 100.00% 

Tajikistan 
0 20.0 978.0 0 914.0 0 1,912.0 

2015 
0.00% 1.05% 51.15% 0.00% 47.80% 0.00% 100.00% 

Turkmenistan 
0 60.0 0 2,120.0 24.0 0 2,204.0 

2008 
0.00% 2.72% 0.00% 96.19% 1.09% 0.00% 100.00% 

Uzbekistan 
0 1,195.0 1,101.0 670.0 0 0 2,966.0 

2008 
0.00% 40.29% 37.12% 22.59% 0.00% 0.00% 100.00% 

Total LLDCs 0 2,847.0 14,835.6 14,182.7 4,896.00 0 36,761.3 
 

 
0.00% 7.74% 40.36% 38.58% 13.32% 0.00% 100.00% 

Source: based on ESCAP ASIAN Highway Database: https://www.unescap.org/our-work/transport/asian-

highway/database 

Based on most recent information available to the ESCAP Secretariate on the status of 

ASEAN Highway (AH) network for ESCAP LLDCs, the longest AH routes are in 

Kazakhstan (12,828.0 km), followed by Mongolia (4,313.3 km). The shortest AH 

routes are located in Bhutan (170.0 km) followed by Armenia (966.0 km). In none of 

the ESCAP LLDCs there is primary class access-controlled motorways reported. 
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Highest percentage of class I routes is recorded in Azerbaijan (58.18% - status 2019), 

followed by Uzbekistan (40.29% - status 2008). In four ESCAP LLDCs the 

percentage of the reported AH routes with class III and below is over 80 per cent (in 

Turkmenistan 97.28% – status 2008; in Lao PDR 91.46% - status 2010; in Nepal 

83.40% - status 2013; in Kyrgyzstan 82.81% - status 2013).  

According to the latest information available to the ESCAP Secretariat, only about 8 

per cent of the Asian Highway network roads in ESCAP LLDCs are classified as 

class I roads and 40 per cent are classified as class II roads. The remaining 52 per cent 

of the Asian Highway network in ESCAP LLDCs consists of class III and below 

roads. The quality of Asian Highway routes of ESCAP LLDCs as a group 

significantly lags behind the average of entire Asian Highway network with that has 

about 35 per cent of roads classified as primary and class I roads, 38 per cent 

classified as class II roads and remaining 27 per cent of class III and below roads. The 

substantial difference could also be noted among ESCAP LLDCs as a group and the 

leading subregion of North-East Asia with 60 per cent of primary and class I roads. 

The ESCAP LLDCs as a group are also behind the worst performing subregion of 

North and Central Asia with 13 per cent of primary and class I roads and 32 per cent 

of class III and below roads. 

Figure 21: Comparison of Asian Highway Road Classifications  

 
Source: Based on ESCAP ASIAN Highway Database and 9th meeting of WG on the AH (June 2021) 

The data for the status of the Asian Highway network by individual ESCAP LLDCs 

provides some insight on the road infrastructure and the need to significantly increase 

the quality of roads, however since the information is incomplete, it is not gathered in 

regular intervals, and for many countries it is outdated; we cannot evaluate the 

progress achieved in the period 2014 – 2021.   

Indications on the progress regarding quality of road infrastructure could be gathered 

from the World Economic Forum (WEF) Global Competitiveness Reports where the 

quality of roads is evaluated on a scale from 1 (worst) to 7 (best). Most recent WEF 

Global Competitiveness Report is for 2019. The WEF Global Competitiveness 

Reports do not include three of the ESCAP LLDCs (Afghanistan, Turkmenistan, and 

Uzbekistan) and most recent data for Bhutan is from 2017-2018.  
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Table 14: WEF Quality of road infrastructure 

 

2014 -2015 2016-2017 2017-2018 2018 2019 
Progress 
2014-2019 

Armenia 3.7 3.8 3.7 3.6 3.6 -0.1 
Azerbaijan 4.0 4.4 4.8 4.8 5.2 1.2 

Bhutan 4.3 3.8 4.1 .. .. -0.2 
Kazakhstan 3.0 3.0 2.9 3.2 3.6 0.6 
Kyrgyzstan 2.7 2.5 2.7 2.8 3.1 0.4 
Lao PDR 4.0 3.4 3.3 3.2 3.7 -0.3 

Mongolia 2.6 3.0 3.1 3.1 3.1 0.5 
Nepal 2.9 2.8 2.8 2.6 2.9 0.0 

Tajikistan 3.0 4.1 4.1 4.5 4.5 1.5 
Source: Based on World Economic Forum, Global Competitiveness Reports - 2.02 Quality of Road Infrastructure 1-7 (best) 

The latest 2019 WEF Global Competitiveness Report indicates that among ESCAP 

LLDCs included in the report there is a perception on highest quality of road 

infrastructure in Azerbaijan (5.2), followed by Tajikistan (4.5). Perception on poorest 

quality of road infrastructure among ESCAP LLDCs could be noted in Nepal (2.9) 

followed by Kyrgyzstan and Mongolia (3.1). With regard to the progress achieved in 

the period 2014-2019 the reports indicate a perception that no progress has been 

achieved in four ESCAP LLDCs (Lao PDR (-0.3); Bhutan (-0.2) (status 2017-2018); 

Armenia (-0.1); and Nepal (0.0)). Perception on highest progress accomplished in this 

period has been noted in Tajikistan (+1.5), followed by Azerbaijan (+1.2). 

Another indication on the quality of transport related infrastructure in general is 

captured by World Bank’s Logistics Performance Index (LPI) where one of the six 

key variable is the quality of trade and transport related infrastructure (e.g., ports, 

railroads, roads, information technology). The LPI scores are valued on a scale from 1 

(low) to 5 (high). 

Table 15: WB LPI Quality of transport infrastructure 

 
Infrastructure 

2014 
Infrastructure 

2016 
Infrastructure 

2018 
Progress             
2014-2018 

Afghanistan 1.82 1.84 1.81 -0.01 

Armenia 2.38 2.22 2.48 0.11 

Azerbaijan 2.71 .. .. n.a. 
Bhutan 2.18 1.96 1.91 -0.27 

Kazakhstan 2.38 2.76 2.55 0.16 

Kyrgyzstan 2.05 1.96 2.38 0.33 

Lao PDR 2.21 1.76 2.44 0.24 

Mongolia 2.29 2.05 2.10 -0.19 

Nepal 2.26 2.27 2.19 -0.07 

Tajikistan 2.36 2.13 2.17 -0.20 

Turkmenistan 2.06 2.34 2.23 0.16 

Uzbekistan 2.01 2.45 2.57 0.56 
Source: Based on The World Bank, World Development Indicators: https://databank.worldbank.org/source/world-development-indicators          
(LPI score from 1=low to 5=high) 

https://databank.worldbank.org/source/world-development-indicators
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The latest 2018 WB LPI Report indicates that among ESCAP LLDCs included in the 

report there is a perception on highest quality of road infrastructure in Uzbekistan 

(2.57), followed by Kazakhstan (2.55). Perception on poorest quality of road 

infrastructure among ESCAP LLDCs could be noted in Afghanistan (1.81) followed 

by Bhutan (1.91). With regard to the progress achieved in the period 2014-2018 the 

reports indicate a perception that no progress has been achieved in five ESCAP 

LLDCs (Bhutan (-0.27); Tajikistan (-0.20); Mongolia (-0.19); Nepal (-0.07) and 

Afghanistan (-0.01)). Perception on highest progress accomplished in this period has 

been noted in Uzbekistan (+0.56), followed by Kyrgyzstan (+0.33). 

Some of the highlights with regard to transport infrastructure development in 

individual ESCAP LLDCs in the period 2014 – 2021 include: 

In Afghanistan huge infrastructure gaps remain in various areas. The efforts to 

construct the remaining part of national ring road, and other national and sub-national 

roads have been underway. Development and maintenance of roads connecting the 

country to neighboring countries has been prioritized. The work on National Railway 

Network has progressed considerably over the past few years leading to the 

completion of pre-feasibility and feasibility studies as well as detailed design for 

various segments inside the country. Latest major development is opening of the 225 

km railway link between the Islamic Republic of Iran and Afghanistan that became 

operational in December 2020 with the inauguration of 140 km Khaf-Herat railway 

line. Despite the efforts and achievements infrastructure financing remains a major 

challenge for Afghanistan. 

In Armenia the "North-South Road Corridor Investment Program" is being carried 

out in the sphere of road construction, which aims to develop 556 km-long Meghri - 

Yerevan - Bavra highway and connect the Southern part of the country (and border 

crossing with the Islamic Republic of Iran) with its Northern part of the country (and 

border crossing with Georgia). The program envisages to provide a 100 km / h and 4-

lane road, that has to be implemented in 5 joint tranches. Regarding railway 

infrastructure the efforts have been focused on rehabilitation of the existing rail link 

Yerevan-Tbilisi that provides connectivity for regular railway freight transportation to 

the Poti and Batumi ports in Georgia. 

In Azerbaijan there have been several projects for development, upgradation, and 

maintenance of highways of regional and subregional importance. Examples of latest 

projects include upgradation of Yevlakh – Zakatala – Georgian border (M5) road and 

upgrading of Baku- Shamakhi (M4) 100-km highway from the existing 2-lane road in 

to a 4-lane motorway standard. Railway infrastructure has been developed as well. 

One of the projects is rehabilitation of 166 km double-tracked north-south corridor 

(between Sumgayit and Yalama – border with Russian Federation) which is expected 
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to increase the average speed of freight trains from 20 km to 60 km per hour.27 

Another major project was opening of 829 km Baku-Tbilisi-Kars (BTK) railway line 

in October 2017 that connects Baku in Azerbaijan with Tbilisi in Georgia and Kars in 

Turkey, and further on with Southern Europe. Infrastructure railway projects for 

connectivity with Islamic Republic of Iran include new 8.3 km railway line at the 

border crossing Astara (AZE) – Astara (IRN), a railway bridge across Astara River, 

road up to the railway terminal, as well as railway station and newly developed cargo 

terminals at Iranian side of the border. In 2018 the new Port of Baku at Alat that has 

been open. The Alat Port has a ferry rail terminal with Ro-Ro Berth, which 

strengthens multimodal connectivity across the Caspian Sea. 

In Bhutan the highly mountainous terrain challenges development of road 

infrastructure. Overall road network has been expanded from 10,712.9 km in June 

2014 to 18,264.61 km in June 2021. Presently out of total road network, 142.9 km is 

part of the Asian Highway; 6.2 km is express-way; 1,531.09 km is primary national 

highway (reduced from 1,900.01 km in June 2014); and 1,160.74 km is secondary 

national highway (increased from 578.3 km in June 2014).28 The national highways 

are single-lane or two-lane roads. Latest priorities for development of road 

infrastructure in Bhutan have been upgrading of existing national roads (e.g., double 

lanes, capacity to carry 30-ton trucks) and construction of new southern east–west 

roads. 

In Kazakhstan the first National Plan for Infrastructure Development “Nurly Zhol” 

for 2015-2019, resulted in the rehabilitation of over 12 thousand kilometers of roads 

by 2019. The new National Plan of Infrastructure Development “Nurly Zhol” for 

2020-2025 includes rehabilitation and upgrade of 6,600 kilometers of national roads. 

The segments of the Asian Highways planned for an upgrade to class I and II during 

2020-2025 include 1,316 km route Kyzylorda-Pavlodar-Uspenka-Russian border (to 

Barnaul); 929 km route Zhezkazgan-Arkalyk-Petropavlovsk (including Petropavlovsk 

bypass); 169 km route Zhanaozen-Turkmenistan border; etc. 29  Kazakhstan also 

implemented a major investment program to construct missing links on its railway 

network. About 2,500 km of new railway lines have been completed, including the 

1036 km Zhezkazghan–Shalkar–Beyneu connection built in 2014 which allowed to 

reduce the distance from China to Europe by almost 1,200 km.30 Other important 

railway links include the route from Zhetygen (near Almaty) to the new dry port at 

 
27 ADB, CAREC, 2021, Railway Sector Assessment for Azerbaijan. Available at: 

https://www.carecprogram.org/?publication=railway-sector-assessment-for-azerbaijan 
28 Bhutan National Statistics Bureau, Statistical Yearbooks of Bhutan 2021 and 2015. Available at:  
https://www.nsb.gov.bt/publications/statistical-yearbook/ 
29 UN SPECA, TWG-STTC, October 2019, Transport infrastructure projects, activities and initiatives at national 

and international level, including development of dry ports to facilitate intermodal transport in SPECA countries. 

https://unece.org/DAM/trans/doc/2019/speca/24.4_Item_4.1_Transport_Infrastructure.pdf 
30 TRACECA website: Transport and logistics sector or the Republic of Kazakhstan. http://www.traceca-

org.org/en/countries/kazakhstan/the-transport-logistics-sector-of-the-republic-of-kazakhstan/ 



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 49 

Khorgos on the border with China; and from Uzen to the Turkmenistan border at 

Bolashak, which enabled operationalization of new railway link with Turkmenistan 

and Islamic Republic of Iran.  

In Kyrgyzstan rehabilitation of international road corridors is outlined by in the Road 

Sector Development Plan approved in July 2016 as one of the top mid-term priorities 

until 2025. The Plan considers several road investments projects in period 2018-

20123, including ongoing construction of 433 km alternative North – South route 

(Zhalal-Abad and Balykchy); rehabilitation of estimated 253 km of road sections 

along CAREC Corridors 1 and 3 Connector Road; improvement of CAREC Corridor 

3 (Bishkek-Osh Road). The rail service in Kyrgyzstan remains limited with two 

unconnected rail lines one connecting Bishkek to Kazakhstan; and other connecting 

Osh to Uzbekistan. Despite decades of negotiations plans for development of China – 

Kyrgyzstan – Uzbekistan railway remain yet to be finalized provided that conflicted 

interest over the railway route among the three countries are successfully resolved.  

In Lao PDR total length of overall road infrastructure was expanded from 51,596 km 

in 2014 to 60,340 km in 2018. In 2014-2015 three bridges across the Mekong River 

have been completed, two with neighboring Thailand and one with Myanmar. Despite 

the progress made and endeavors for improvements of roads poor road conditions 

remain to be a challenge. The share of paved roads is still low, even though it was 

increased from only 16 per cent in 2014 to about 19.4 per cent in 2018.31 One of the 

key recent ongoing road infrastructure programs include rehabilitation and 

maintenance of the 275 km long sections of the National Road 13 south (NR13) 

between Vientiane Capital to Khammuoane Province. NR 13 South (total of 829 km) 

is connecting Vientiane to the Cambodian border, while NR 13 North (total of 671 

km) is linking Vientiane to Boten on border with China. Major development in 

railway infrastructure was construction of 414 km electrified railway line that was 

completed by the end of 2021, that connects Vientiane with China (at the border at 

Boten station). 

In Mongolia the national road network was expanded from 17,862 km with about 33 

per cent of paved roads in 2014 to 21,672 km with about 42 per cent of paved roads in 

2018.32  Majority of the new roads were constructed are part of the Government 

Millennium Road Programme. Recently the emphasis has been put on road 

maintenance which remains to be significant challenge. The most important projects 

to improve domestic as well as cross-border connectivity currently under construction 

are the 1,000 km highway Altanbulag (border with Russian Federation) - 

Ulaanbaatar-Zamyn-Uud (border with China) and 290 km Western Regional Road 

 
31 Based on ASEAN Statistical Yearbook 2020. Table 8.1 ASEAN Road Infrastructure (2010-2019) (p.143). 

Available at: https://www.aseanstats.org/publication/asyb_2020/ 
32 Based on ADB, June 2020, Mongolia’s Economic Prospects: Resource-Rich and Landlocked Between Two 

Giants; Table 6.1 Road Network, 1950-2018 (p.199).  Available at: https://www.adb.org/publications/mongolia-

economic-prospects 
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Corridor. Most significant railway investment is ongoing construction of the 547 km 

Erdenet-Ovoot Railway. 33  Other railway projects include the construction of 233 

railway line Tavan Tolgoi-Gashuunsukhait, which is expected to be operational from 

July 2022, while for the other hand, the 416 km Tavan Tolgoi-Zuunbayan railway line 

that has to connect the south to eastern routes it seems that additional funding will 

need to be raised in order to complete the project.34 

In Nepal the length of the National Highway roads in 2021 reached 11,178.92 km 

which includes 6,836.45 km black topped roads, 1,116.36 km graveled roads, and 

3,226.12 km earthen roads. Recent major projects to enhance regional connectivity 

include conversion from two lanes to four lane roads such as 100 km road section 

Mugling-Naubise-Kathmandu which is part of Asian Highway 42 that connects Nepal 

to India (at Raxaul), upgrading of 1,024 km East-West Highway and widening of the 

Galchhi-Trishuli-Rasuwagadhi highway, that connects Nepal with China.35 Several 

railways infrastructure projects in Nepal are being considered with assistance from 

China and India. Presently five cross-border railway links between India and Nepal 

have been completed.  

In Tajikistan, the endeavors to address the challenges for upgrading the transport 

infrastructure include attracting around 2 billion USD by 2018 to invest in 

(re)construction of over 2,100 km of roads, 31 km of tunnels, 240 bridges, and 132 

km railroads.36 Based on OECD database as of June 2019 ongoing under construction 

and planned transport infrastructure projects in Tajikistan have amounted to 6.1 

billion USD. 37  One of the latest projects completed in October 2021 was the 

rehabilitation and reconstruction of 75 km section of Dushanbe-Bokhtar (also known 

as Dushanbe-Kurgonteppa), which included expansion from two to four lanes and 

construction of new pavements and structures.38 Other latest projects include upgrade 

of the Kulyab-Kalaikhumb Road (Sections A and F) and rehabilitation of a 5 km road 

 
33 OECD, 2019, Sustainable Infrastructure for Low-Carbon Development in Central Asia and the 

Caucasus: Hotspot Analysis and Needs Assessment, (6.2. Mongolia’s infrastructure needs and current plans). 

Available at: https://doi.org/10.1787/d1aa6ae9-en. 

34 UB Post, May 2021, Tavan Tolgoi-Gashuunsukhait railway to be ready by next year, Available at: 

http://theubposts.com/tavan-tolgoi-gashuunsukhait-railway-to-be-ready-by-next-year/ 
35 World Bank, 2020, Nepal Strategic Road Connectivity and Trade Improvement Project (P170409), Project 

Information Document (PID). Available at: 

https://documents1.worldbank.org/curated/en/219821585887703781/pdf/Project-Information-Document-Nepal-

Strategic-Road-Connectivity-and-Trade-Improvement-Project-P170409.pdf 

36 UN OHRLLIS, 2018, Improving transport connectivity, international trade and trade facilitation for LLDCs in 

Euro-Asia region. Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/vpoa_midtermreview_finalreport_transportconnectivity-

24-oct.pdf 

37 OECD, 2019, Sustainable Infrastructure for Low-Carbon Development in Central Asia and the 

Caucasus: Hotspot Analysis and Needs Assessment, (7.2. Tajikistan’s infrastructure needs and current plans Fig. 

7.6). Available at: https://doi.org/10.1787/d1aa6ae9-en. 
38 Intellinews, October 2021, Tajikistan opens renovated Dushanbe-Bokhtar road; Available at: 

https://www.intellinews.com/tajikistan-opens-renovated-dushanbe-bokhtar-road-225430/ 

https://doi.org/10.1787/d1aa6ae9-en
https://doi.org/10.1787/d1aa6ae9-en
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connecting Dushanbe to the border with Uzbekistan. Limited railway connectivity of 

Tajikistan’s 682 km railway network that consists of separate sections remains a 

challenge. In 2016 the 41 km Vakhdat–Yovon line was completed, which connected 

the central railway section that serves Dushanbe and southern railway section. 

Connections between the northern railway section with the central and southern 

sections, remain possible only via Uzbekistan.39  

In Turkmenistan large scale transport infrastructure projects include completion of 

Turkmenbashi International Sea Port on the Caspian Sea in 2018. Construction work 

on the 564 km highway that connects Turkmenbashi, and Ashgabat is underway. The 

other leg of 600 km long highway between Ashgabat and Turkmenabad (near 

Uzbekistan border) was announced in 2019 and it is planned to be implemented in 

three phases.  The first section of the highway Ashgabat – Tejen is expected to be 

open by the end of 2020, the second section, Tejen – Mary, in December 2022 and the 

third from Mary to Turkmenabad in December 2023. The highway will have eight 

lanes – three main and one auxiliary on each side of the road.40 Government indicated 

plans to construct high-speed road link between Turkmenbashi and Garabogaz (near 

Kazakhstan border) as well.41 Turkmenistan national railway network that consists of 

5,188 km railway lines42 was expanded in 2014 with a 700 km railway line that runs 

between Serkhetyaka at the border with Kazakhstan and Ak-Yayla located at the 

border with Islamic Republic of Iran. Other important extension of Turkmenistan 

railway network was the 85 km long railway line between Kerki (previously known as 

Atamyrat) and Ymamnazar at Turkmenistan border crossing with Afghanistan that 

was opened in November 2016.43 The 13 km long railway link between Serhetabat 

(TKM) – Turgundi (AFG) was completely reconstructed and modernized in 2017.44  

 

 
39 ADB, 2021, Railway Sector Assessment for Tajikistan. Available at: 

https://www.carecprogram.org/uploads/2020-CAREC-Railway-Assessment_TAJ_3rd_WEB.pdf 

40 Business Turkmenistan, January 2021, Construction of Ashgabat-Turkmenabad Highway Underway in 

Turkmenistan. Available at: https://business.com.tm/post/6591/construction-of-ashgabatturkmenabat-highway-

underway-in-turkmenistan 

41 OECD, 2019, Sustainable Infrastructure for Low-Carbon Development in Central Asia and the 

Caucasus: Hotspot Analysis and Needs Assessment, (8.2 Turkmenistan’s infrastructure needs and current plans. 

Available at: https://doi.org/10.1787/d1aa6ae9-en 

42 Based on ESCAP KTI study questionnaire data (June 2019). According to the OSJD 2020 Bulletin of statistical 

data on railway transport for 2019, the operational length of Turkmenistan railway in 2019 was 3,840 km. 

https://en.osjd.org/api/media/resources/1664485?action=download 

43 OSJD News Archive, 09.02.2017, Turkmenistan's initiatives in field of sustainable transport development 

(based on Information from the Ministry of Railway Transport of Turkmenistan and the State Information Agency 

of Turkmenistan) (in Russian). Available at: 

http://osjd.org/newso/public/ru?STRUCTURE_ID=5040&layer_id=5541&refererLayerId=5540&page5540_4064

=2&id=71 

44 
The State News Agency of Turkmenistan – Turkmenistan Today, November 2017, Turkmenistan to implement 

Serkhetabat-Torghundi railway modernization project. Available at: 

http://tdh.gov.tm/news/en/articles.aspx&article10179&cat26 

https://doi.org/10.1787/d1aa6ae9-en
https://en.osjd.org/api/media/resources/1664485?action=download
http://osjd.org/newso/public/ru?STRUCTURE_ID=5040&layer_id=5541&refererLayerId=5540&page5540_4064=2&id=71
http://osjd.org/newso/public/ru?STRUCTURE_ID=5040&layer_id=5541&refererLayerId=5540&page5540_4064=2&id=71
http://tdh.gov.tm/news/en/articles.aspx&article10179&cat26
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In Uzbekistan the total length of the road network is about 185,000 km, of which 

more than 42,695 km are public of roads of common use, that include 3,981 km 

international, 14,100 km national and 24,641 km of regional roads. About 95 per cent 

of the common use roads are paved and at the end of 2017 nearly two-thirds of them 

have been assessed as being in goods or excellent condition.45 Latest projects in road 

transport infrastructure include refurbishing of 77 km section of the road between 

Karshi and Kitab on the A380 and M39 highways; expansion of CAREC Corridor 2 

Road 75 km section between Pungan and Manangan with adding of two additional 

lenes; improvement of about 300 km of priority regional roads, etc.46 Uzbekistan 

national railway network that consists of 6,950 km47 railway lines, was expanded 

recently with 1,200 km of new railway lines. That includes 700 km long Navoi – 

Uchkuduk – Sulton Uvays Tog – Nukus railway line, modern combined 681 m long 

railroad bridge across the Amu Darya River and 223 km long Tash Gozar – Baysun – 

Kumkurgon railway line. Additionally, over 3,800 km of railways have been 

modernized and reconstructed, and almost 1,100 km of railways have been 

electrified.48 With expansions of the railway network completed in 2016 Uzbekistan 

internally integrated national railway network and enabled internal traffic without 

transit through border areas of neighboring Tajikistan and Turkmenistan. Latest 

railway infrastructure projects include electrification of the new 124 km Pap-Angren 

railway line operational since 2016 line the connects three provinces in Fergana 

Valley with the rest of the country bypassing Tajikistan. 49 Despite an extensive 

network of roads and railways, logistics bottlenecks remain a major impediment to 

increasing the country’s connectivity.  

We can conclude that despite the progress made, the transport infrastructure 

challenges in general remain for the ESCAP LLDCs, since above 50 per cent of Asian 

Highway routes are class III or below and about 10 per cent of the Trans-Asian 

Railway network are missing links. Significant challenges in logistics are also noted, 

with perception in many ESCAP LLDCs that there is no progress achieved regarding 

the quality of transport infrastructure.  

 
45 World Bank, 2020, Uzbekistan Building Blocks for Integrated Transport and Logistics Development. Available 

at: https://openknowledge.worldbank.org/bitstream/handle/10986/34160/Uzbekistan-Building-Blocks-for-

Integrated-Transport-and-Logistics-Development-Policy-Paper.pdf?sequence=4 

46 OECD, 2019, Sustainable Infrastructure for Low-Carbon Development in Central Asia and the 

Caucasus: Hotspot Analysis and Needs Assessment, (9.2 Uzbekistan’s infrastructure needs and current plans. 

Available at: https://doi.org/10.1787/d1aa6ae9-en 

47 Based on UNECE, 2021, 2019 SPECA Economic Forum Report on Connectivity. Note that according to the 

OSJD 2020 Bulletin of statistical data on railway transport for 2019, the operational length of Uzbekistan railway 

in 2019 was 4735,1km. https://en.osjd.org/api/media/resources/1664485?action=download 

48 UNECE, 2021, 2019 SPECA Economic Forum, Connectivity: Sustainable Transport and Trade Facilitation in 

the SPECA Subregion - On the way to the Ashgabat initiative. (2.7.2 Rail transport of Uzbekistan - p.146). 

Available at: https://unece.org/sites/default/files/2021-

11/2019%20SPECA%20Economic%20Forum_On%20the%20way%20to%20the%20Ashgabat%20Initiative_EN_0.pdf 

49 OECD, 2019, Sustainable Infrastructure for Low-Carbon Development in Central Asia and the 

Caucasus: Hotspot Analysis and Needs Assessment, (9.2 Uzbekistan’s infrastructure needs and current plans. 

Available at: https://doi.org/10.1787/d1aa6ae9-en 

https://openknowledge.worldbank.org/bitstream/handle/10986/34160/Uzbekistan-Building-Blocks-for-Integrated-Transport-and-Logistics-Development-Policy-Paper.pdf?sequence=4
https://openknowledge.worldbank.org/bitstream/handle/10986/34160/Uzbekistan-Building-Blocks-for-Integrated-Transport-and-Logistics-Development-Policy-Paper.pdf?sequence=4
https://doi.org/10.1787/d1aa6ae9-en
https://en.osjd.org/api/media/resources/1664485?action=download
https://unece.org/sites/default/files/2021-11/2019%20SPECA%20Economic%20Forum_On%20the%20way%20to%20the%20Ashgabat%20Initiative_EN_0.pdf
https://unece.org/sites/default/files/2021-11/2019%20SPECA%20Economic%20Forum_On%20the%20way%20to%20the%20Ashgabat%20Initiative_EN_0.pdf
https://doi.org/10.1787/d1aa6ae9-en
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3. Outstanding challenges to seamless transport linkages for 

LLDCs 

The most obvious challenge for all LLDCs is the lack of direct access to the sea and 

as a result, their transport connectivity depends on getaway seaports located in foreign 

transit countries. Cargo consignments moving to/from LLDCs have to cross 

additional border crossings and have to go through additional Customs and border 

crossing procedures. Those challenges cannot be avoided but it can be mitigated to 

some extent. 

Longer distance to the sea, which is characteristics of all LLDCs significantly 

differs among ESCAP LLDCs. Lao PDR with about 600 km routes to Thailand and 

750 km routes to Vietnam has the shortest links to the seaports, followed by about 

800 km routes between Armenia and Georgia, Azerbaijan and Georgia, Bhutan, and 

India. Shortest links to the sea in many of the rest of the ESCAP LLDCs are ranging 

between 1,000 km and 2,000 km. However, the distances of the corridors used for 

linkages to seaports in several ESCAP LLDCs are much greater and ranging over 

2,000 km and up to 6,600 km (see Table 8 above (page 20)). 

If we take in consideration the VPoA Priority 1 target for moving a cargo for about 

300-400 km per 24 hours, the distances mentioned above could be translated in about 

2 additional days for transport to/from the ESCAP LLDCs with shortest routes to the 

sea (e.g. Lao PDR, Armenia, Azerbaijan, Bhutan), at least 3-5 additional days for 

many of the rest of the ESCAP LLDCs with longer routes to the sea, or more than a 5 

days and up to 15 additional days needed for transportation to the ESCAP LLDCs if 

the routes with greater distances are being used.   

It should be noted that choosing a route for transport depends on multiple factors in 

addition to distance to the seaport. That includes origin and destination of the cargo; 

needs for consolidation/deconsolidation of the cargo and availability of logistics 

services; availability of backhaul cargo; interoperability, border crossing and transport 

facilitation characteristics and related cost; etc. Due to such factors, some of the 

ESCAP LLDCs in Central Asia (e.g., Tajikistan, Turkmenistan, Uzbekistan) are using 

more often much longer routes (up to 4,000 and 5,000 km) to the ports in the Pacific 

(e.g. Russian Federation, China) or Baltic Sea (e.g. Russian Federation, Lithuania, 

Latvia) rather than shortest routes (of about 2,000 km) from/to the ports in Islamic 

Republic of Iran and Pakistan.50   

For 11 out of 12 ESCAP LLDCs linkages to the sea means passing through at least 

one additional border crossing. For transport to/from Uzbekistan as a double-

landlocked country at least two border crossings have to be cleared. Depending on the 

transport routes chosen it is common to have clearance across two, three or even four 

border crossings for transport linkages across LLDCs in Central Asia. Choosing a 

 
50 ADB, 2021, Ports and Logistics scoping study in CAREC countries (p.3). Available at: 

https://dx.doi.org/10.22617/SPR210103-2 

https://dx.doi.org/10.22617/SPR210103-2
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route with more border crossings could be done due to various factors. For example, 

due to geographic and historical characteristics the transport infrastructure and 

transport sectors in Kyrgyzstan and Tajikistan have been better connected to the CIS 

countries (e.g., Kazakhstan and Uzbekistan), which means that in most of the cases 

clearance across at least 2 or 3 border crossings will be needed. Clearance across 

multiple border crossings with repetitive transport and regulatory procedures as well 

as repeated border controls adds to the time and costs for transit movement to/from 

the LLDCs. One of the specifics for two of the ESCAP LLDCs (Kazakhstan and 

Kyrgyzstan) is participation in Eurasian Economic Union (EAEU) common Customs 

territory which reduces the number and the scope of clearance at internal borders 

(e.g., between Kazakhstan and Russian Federation or Kazakhstan and Kyrgyzstan).    

Transport connectivity of LLDCs depends on transit countries, not only in relation 

to providing open access to the sea, but from many other aspects that the LLDCs 

cannot necessarily influence. That may include having adequate infrastructure needed 

for seamless transit connectivity, favorable trade, and transport related regulation in 

particular for transit, as well as security and political stability in transit countries.  

The challenges that the LLDCs are facing with regard to the transport connectivity, 

such as longer distance to the sea, additional border crossings, and dependence on 

transit countries, are usually reflected in longer time needed for transport operations, 

higher transport costs, and potentially lower reliability of transport linkages, which 

ultimately reduces the competitiveness of LLDCs at global markets.   

The challenges to seamless transport linkages for LLDCs could be analyzed from 

different perspectives. For example:  

- challenges in relation to location that include challenges in transit countries 

(e.g., at getaway ports, during transport transit); challenges at the border 

crossings, and challenges behind the borders in origin/destination LLDCs 

themselves; 

- challenges in relation to infrastructure and physical barriers as well as 

challenges in relation to operations and non-physical barriers (e.g., legislation 

and procedures with regard to interoperability and facilitation of cross-border 

movements, corruption); 

- challenges specific to different types of transport (e.g., specific to road 

transport, railway transport, transport modal shift etc.); 

- challenges to related to capacities of government authorities (e.g., available 

equipment, IT-tools, training) and challenges related to transporters and 

private sector (e.g., renewal of transport fleet, availability and quality of 

logistics services, training etc.); 

- challenges that could be addressed on local and national level (e.g., 

implementation of reforms) or challenges that should be resolved on bilateral 

or multilateral level, including conflicts and political stability issues. 
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With this chapter we will endeavor to identify and briefly analyze main outstanding 

challenges to seamless transport linkages for ESCAP LLDCs without attempting to 

strictly follow potential classification of such challenges as listed above. 

Challenges related to infrastructure and physical barriers 

Infrastructure shortages are one for the challenges related to physical barriers for 

transport linkages of LLDCs. The comprehensive Asian Highway network road 

transport infrastructure now comprises of more than 145,000 km of roads connecting 

all ESCAP subregions with very few missing links, if any, along the network. Overall 

road density assigned to Asian Highway network is estimated at approximately 0.3 

kilometer per square kilometers, and ESCAP LLDCs have higher than average overall 

road density (estimated 0.55 kilometer per 100 square kilometers).51 Challenges of 

road infrastructure in ESCAP LLDCs are much more related to the quality of 

infrastructure (e.g., need for increasing the percentage of paved roads, widening of 

roads and upgrading the road classes), rather than to the geographical coverage. 

Railway transport infrastructure situation differs among ESCAP LLDCs. Some of the 

LLDCs (e.g., Afghanistan, Bhutan, Nepal) do not have developed railway 

infrastructure and heavily rely on road transport for domestic and international 

movement of cargoes. Unit recently Lao PDR was in this group, however significant 

improvement of railway connectivity was achieved with finalization of China – Lao 

PDR railway link at the end of 2021. The rest of the ESCAP LLDCs do have 

developed railway infrastructure, however for some of them (e.g., Kyrgyzstan, 

Tajikistan) the railway connectivity is limited. Many ESCAP LLDCs are affected by 

railway missing links in their own territory or territories in their transit countries.  

Table 16: Examples of missing links in TAR network of ESCAP LLDCs 

Country Missing links Distance (km) Costs (US$ million) 

Armenia Martuni to Meghri 316 3,200 

Kyrgyzstan Kochkor to Arpa 357 2,100 

Karasu to Torugart 274 2,000 

Lao PDR Vientiane to Mu Gia (via Thakhet) 450 732 
Thanaleng to Vientiane 9 50 

Pakse to Savannakhet 230 5,000 

Savannakhet to Densavanh/Lao Bao 222 5,000 
Mongolia Nariin Sukhait to Choibalsan 1,591 4,455 

Nariin Sukhait to Shiveekhuren 46 129 

Tavan Tolgoi to Gashuun Sukhait 267 748 

Khuut to Bichigt 200 560 
Khuut to Numrug 380 1,064 

Nepal Kakarvitta to Brahma Mandi 920 n.a. 

Source: ESCAP, 2017, Working Group on the Trans-Asian Railway Network, Building the missing links in the 

Trans-Asian Railway network, (E/ESCAP/TARN/WG (5)/4). Available at: 

https://www.unescap.org/sites/default/files/e-E_ESCAP_TARN_WG(5)4_E.pdf 

 

 
51 ESCAP, 2019, Review of Sustainable Transport Connectivity in Asia and The Pacific 2019: 

Addressing the Challenges for Freight Transport (p.30-31). Available at: 

https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-

challenges 

https://www.unescap.org/sites/default/files/e-E_ESCAP_TARN_WG(5)4_E.pdf
https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-challenges
https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-challenges
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It should be noted that geographical constrains (e.g., mountainous terrain with 

requirements for multiple bridges and tunnels, vast unpopulated areas and long 

distance to population and economic centers) are often the reasons behind 

underdevelopment or missing transport infrastructure in first place. Investing in 

improvement and expanding of physical transport infrastructure may certainly 

improve the connectivity of ESCAP LLDCs, however economic benefits and 

feasibility of such investment should be carefully considered. The economic reasons 

for investments in the ESCAP LLDCs with small markets may be uncertain, however 

effects from potential linkages to wider international transport corridors should also 

be considered. While building and upgrading of transport infrastructure may be 

influenced by geopolitical reasons, it is necessary to properly assess the traffic-

generating potential of new or upgraded routes, in comparison to the costs for 

construction and maintenance.  

Physical barriers may also include infrastructure shortages at border crossings, dry-

ports, seaports, and other intermodal points where cargoes have to be transloaded 

from one transport means to another in same or different mode of transport (e.g., road 

to rail, or road/rail to sea transport or vice versa). The efficiency of transport corridors 

may be reduced if facilities that provide efficient transfer and handling of cargoes are 

underdeveloped or lacking. For example, the railway corridor that passes along 

Kazakhstan, Turkmenistan, and Islamic Republic of Iran (KTI) was completed in the 

end of 2014, however some upgrades of the railway infrastructure are still needed and 

already being considered at the border crossing Ak-Yayla (TKM) – Incheh Borun 

(IRN) (e.g., operationalization and improvement of 1,520 mm rail track connectivity, 

construction of dry port / logistics center). 

Poor maintenance of transport infrastructure is another important challenge that 

reduces the safety at road and railway corridors, may decrease the travel speed, lower 

capacity of infrastructure, and even contribute to disruptions of transport linkages. 

Poor maintenance may also impact premature deterioration and reduced economic life 

of transport infrastructure. It should be noted that the reasons for increased 

deterioration of transport infrastructure include stresses caused by overloaded 

transport means and climate disasters. Specific geographic characteristic may burden 

requirements for maintenance (e.g., dealing with natural and climate disasters, 

prevention of landslides in mountainous and seismically active areas, prevention and 

draining at flood prone areas, addressing send operation challenges in desert areas). 

Appropriate funding to provide sufficient resources and well-developed capacities for 

necessary maintenance work is often lacking in developing countries. 

Many ESCAP LLDCs are facing gaps between actual and required financing and 

investment for upgrading road and rail infrastructure and building railway missing 

links. Coordination of policies with regard to investment in physical infrastructure on 

both national level with regard to different modes of transport and intermodal 

connectivity as well as on multinational level along international transport corridors 

remains to be challenging despite multiple initiatives to address this issue. 
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Challenges at getaway ports in transit countries 

Many of the challenges at the gateway seaports are related to port efficiency and they 

are not specific to dealing with LLDCs cargoes, even though they affect transit 

transport to/from LLDCs. Such general seaports challenges include port limitations on 

ship size and endeavors to use ships with increased size; aging port infrastructure 

inefficiencies of cargo handling services; long ship turnaround and long container 

dwell time; lack of space and congestions at ports and on access routes at seaport 

terminals; lack of financing and investment (e.g., for deeper approaching 

channels/berths, modern cargo handling equipment and storage facilities); etc.  

Development of efficient port linkages with road and railway infrastructure is also 

one of the general challenges at getaway ports. Ports located within the larger cities 

do have advantages of proximity to the economic and population centers, however 

they may have serious limitations for both expansion of internal port infrastructure 

and development of improved linkages with road and railway infrastructure. If 

efficient extra-urban ring road access is not provided for road transport linkages, the 

movement to/from seaports could suffer from urban traffic congestions and/or be 

subject to traffic restrictions (e.g., traffic restrictions have been introduced in Kolkata 

port area for movement of heavy vehicles from 8am to 10pm, which applies to 

domestic and international transport, including transit to Nepal and Bhutan).52  

Seaport linkages with railway infrastructure are available in most of the ports 

servicing ESCAP LLDCs however they are often experiencing challenges due to lack 

of adequate rail track length, poor location of rail tracks inside ports, narrow wharf 

areas that limit the maneuvering of modern mobile loading/unloading equipment and 

wharf pavement that often has limited weight-bearing capacity. Few seaports can 

accommodate full length trains in loading/offloading sidings inside port boundaries. 

Few, if any, of the region’s seaports locate rail sidings close to container stacks 

adjacent to berths (in most cases they are 500 meters to 2 kilometers away). This 

results in multiple handling of rail-delivered containers (typically 3 lifts per container 

to/from stacks as compared with only a single lift for road-delivered containers) and a 

significant competitive disadvantage for rail.53 In general, containerized rail transport 

is more developed at seaport linkages in China and Russian Federation if compared 

with transport chains from Mediterranean, Black Sea and Arabian Ocean seaports.54 

Additionally, the efficiency of container seaports could be challenged with lack of 

effective linkages with dry-ports (at shorter or longer distances) and poor integration 

 
52 The Times of India, September 2016, Traffic Restriction in Kolkata Port Area, Available at: 

https://timesofindia.indiatimes.com/city/kolkata/traffic-restrictions-in-kolkata-port-area/articleshow/54433638.cms 
53 ESCAP, 2020, Learning materials on Dry Ports (p. 14). Available at: 

https://www.unescap.org/sites/default/files/Learning%20Material%20-%20Dry%20Ports_0.pdf 

54 ADB, 2021, Ports and Logistics scoping study in CAREC countries (p.x). Available at: 

https://dx.doi.org/10.22617/SPR210103-2 

https://timesofindia.indiatimes.com/city/kolkata/traffic-restrictions-in-kolkata-port-area/articleshow/54433638.cms
https://www.unescap.org/sites/default/files/Learning%20Material%20-%20Dry%20Ports_0.pdf
https://dx.doi.org/10.22617/SPR210103-2
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with inland freight distribution systems and logistics centers which may contribute to 

longer container turnaround time and empty returns, that increases transport costs. 

More specific challenges that may be experienced in transport transit for LLDCs 

include limited access and extensive delays at gateway ports for transit cargoes. Even 

when a transit country provides an access to the sea for the LLDC(s) exports/imports, 

such access could be limited. Policies of transit countries which favor domestic cargo 

transport may impose limitations for cargoes to/from LLDCs. The limitations to may 

be related to designation of specific port(s) authorized to deal with transit transport 

cargoes for LLDC(s); designation of limited port capacities for dealing with transit 

transport; priorities for conducting port formalities for domestic clearance procedures 

in comparison to formalities for transit transport destined to from LLDC(s); limited 

access for road transport operators from LLDC(s) to deliver and pick-up goods 

to/from the seaports located in transit country etc. 

For example, majority of Nepal’s foreign trade transits moves only through Kolkata 

port and the use of other ports in India is limited. In another example, even without 

formal limitation for foreign operators, the cross border-border logistics operation 

between Lao PDR and Bangkok Port / Laem Chabang Port (Thailand) are almost 

exclusively conducted by Thai companies. Lao PDR freight forwarders find that us 

very difficult to be licensed to enter bonded zones in Thailand and to fulfill many 

conditions required.55 

Inordinate delays at getaway ports in transit countries are often caused due to 

administrative and procedural barriers related to necessities of transport mode change 

(e.g., maritime to road/rail transport or vice versa). They may include complex 

regulatory formalities with additional documents and extensive controls required for 

transit transport.  

Efficient organization of port operations for the transit cargoes of LLDCs depends on 

different factors as described above. Additional issue that may affect organization of 

port operations is the share of the LLDCs cargo volumes.  In some ports the LLDC(s) 

could be small customer, while in other the LLDC(s) could be a main customer of the 

port, and such discrepancies may be reflected in the level of accommodation needed 

for specific requirements related for handling of transit transport cargoes.  

Some of the challenges of the seaports are related to the institutional and governance 

issues of the seaports themselves. Different types of problems could be observed in 

the cases, where the institutional governance framework is weak and fragmented (e.g., 

Georgia), or where it is dominated by operational players such as railways (e.g., 

Kazakhstan), or where the reforms are hampered by numerous vested interests (e.g., 

 
55 Institute of Developing Economies Japan External Trade Organization (IDE-JETRO), 2017, Logistics Cost in 

Lao PDR Policy – Oriented Research Project Report (p.5). Available at: 

https://www.ide.go.jp/library/Japanese/Event/Reports/pdf/20170224_finalreport.pdf 

https://www.ide.go.jp/library/Japanese/Event/Reports/pdf/20170224_finalreport.pdf
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Pakistan). Fragmented concessions and control over port services can lead to 

duplication of effort and displaced institutional and governance issues.56 

Lack of coordination between costal transit country where getaway seaport is located 

and LLDCs is a challenge that has to be addressed as well. Such coordination may 

include various regulatory and operational issues (e.g., transport and Customs 

formalities) that have to be organized at the gateway seaports to create an enabling 

environment for transit trade to/from LLDCs. Cooperation between LLDCs and 

coastal transit country may include potential LLDC investment in seaport located in 

partnering coastal country. 

 

Transit transport challenges (at transit countries and origin/destination LLDCs) 

High costs are the main transit transport challenge for LLDCs that depends on variety 

of factors which are elaborated in this chapter. Primarily longer distance to the sea 

which ranges from about 800 km to more than 6,000 km for ESCAP LLDCs is raising 

the transport costs. Another important factor for higher transport costs are transport 

operations with empty returns. The empty returns are usually caused by trade 

imbalances (e.g., higher level of imports and lower level of exports), and differences 

of types of the goods to be carried (for example containerized imports and open 

trucks/wagons exports of raw materials).  

Transport of empty containers is sometimes enforced by contract rules of shipping 

companies that own containers if they are not able to manage lability for the 

containers moving in each direction with different customers (e.g., with regard to 

potential damages of the container). For example, transport of empty containers due 

to such rules of shipping companies is noted for transport between Laem Chabang 

Port (Thailand) and Vientiane (Lao PDR), which puts additional burden for the 

consignors/consignees in landlocked Lao PDR. Recent study shows that in the case of 

logistics cost for movement of containerized cargo between Bangkok (Thailand) and 

Vientiane (Lao PDR), about 51 per cent is direct transport costs, about 40 per cent of 

the costs is related to cross border formalities and about 9 per cent of the cost results 

from loading and transport of cargo on one side and transport of empty container on 

another.57 

Low cargo volumes and unreliable demand on transit transport routes to/from LLDCs, 

as well shortages of containers/wagons are also increasing the cost of transport. 

Inefficient border crossings as well as challenges specific to different types of 

transport (e.g., road, railway), that are elaborated in more detail below, contribute to 

higher transport costs as well. 

 
56 ADB, 2021, Ports and Logistics scoping study in CAREC countries (p.22). Available at: 

https://dx.doi.org/10.22617/SPR210103-2 

57 ERIA, 2019, Masami Ishida IDE-JETRO, Economic Potential of the Vientiane–Ha Noi Expressway Based on 

Experience of the Mekong Region (p.19 - 21). https://www.eria.org/uploads/media/ERIA_DP_2018_11.pdf 

https://dx.doi.org/10.22617/SPR210103-2
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In effort to reduce high transport costs and increase profits, transport operators tend to 

use maxim of the loading capacity of the transport means. However, exaggerating of 

such tendencies could lead to overloading. The challenges of overloading are more 

difficult to manage when related traffic rules along transport corridors not harmonized 

and where the systems for inspections along the transport routes and at border 

crossings are poor. Overloading can endanger safety of transport operations, increase 

degradation of transport infrastructure and result in damages to the infrastructure and 

transport means.    

For transit transport movement to/from the LLDCs the cargoes have to be transported 

between the getaway seaport, through the costal – transit country, across the border 

crossing, potentially through other transit counties and additional border crossing(s), 

and departure/destination point at LLDCs. In costal-transit country (and potentially 

other transit countries) such cargoes are usually cleared in Customs transit regime that 

enables movement under Customs control without need for Customs duties and taxes 

to be paid in costal and transit countries. Even though Customs transit regimes in their 

essence should be transport facilitation tool, they may represent a serious challenge. 

Customs transit regimes increase the costs for movement of cargoes (e.g., for the 

services of Customs agents which are preparing Customs transit documents, for 

providing Customs transit guarantee etc.) and may impose different limitations (e.g., 

presentation of cargoes at designated locations during working hours of Customs 

authorities, use routes authorized by Customs authorities etc.).  

It is more challenging to implement Customs transit procedures in absence of regional 

Customs transit systems where each country along the corridor may impose different 

rules, may require different documents, and may conduct repetitive controls. 

Challenges for implementation of Customs transit exist if the national Customs transit 

systems in the countries along the corridor are not harmonized, if the Customs transit 

systems are complex, if they are paper-based and without simplifications provided for 

compliant stakeholders. Undeveloped Customs transit systems and lack of modern 

Customs techniques (e.g., for risk management) may cause extensive controls and 

inspections by Customs authorities, which typically should not be conducted, and 

hence burden transit transport movement.  

Implementation of multiple and different Customs transit procedures is challenging 

for private sector and for Customs officers. Lack of transparency and training (both 

for private sector and for Customs officers), as well as integrity issues can challenge 

efficient implementation of Customs transit procedures. Existing Customs transit 

legal regimes are analyzed in detail in Chapter 5 of this document. Securing cargoes 

transported in transit transport may also be challenge (e.g., from theft if there is a lack 

of secure resting area for truck drivers along the corridors or if there is a lack of 

monitoring capacities).  

Wide range of challenges of transit transport specific to different types of transport 

(e.g., road, railway, intermodal) are elaborated in detail in the following parts below. 
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Challenges at border crossings 

Border crossings are often perceived as the weakest links of international road and 

railway transport. Inefficient border crossings are causing delays, which contribute to 

increased transit time, increased logistics costs and reduced reliability and 

predictability. The challenges experienced at border crossings could undermine the 

efficiency of entire transport corridor, which may decrease the demand for movement 

of goods and make transport services even more expensive and more difficult to 

organize.    

Each border crossing has unique characteristics and several specific issues and 

challenges that have to be addressed accordingly. Such issues may be related to lack 

of sufficient and adequate infrastructure capacities at border crossings, burdensome 

formalities and procedures, lack of coordination between border crossing agencies 

etc. Different challenges may be experienced at the border crossings depending on 

their location (e.g., border crossings located nearby or far from large population and 

economic centers; located along road or railways corridors or at intersection points of 

multiple modes of transport).  

Number of border crossing points along CAREC corridors which pass through the 

ESCAP LLDCs pose serious impediments to cross-border transport and trade in the 

region. Estimates from the 2019 CAREC Corridor Performance Measurement and 

Monitoring (CPMM) reveal that on average, more than 90% (or 11 hours) of the total 

stopping time of a typical 20-ton truck’s 500-kilometer journey occurs at BCPs. Of 

this time, more than seven hours are spent waiting for the start of border crossing 

formalities. A significant portion of delays is attributable to inadequate infrastructure, 

including poor Customs facilities, insufficient and outdated cargo-handling 

equipment, limited parking space for cargo vehicles near border crossings, frequent 

power failures, and insufficient logistics support infrastructure.58  

Dealing with heavy traffic and large volumes of goods at border crossings is 

becoming more challenging. Increased trade volumes are not only causing 

congestions due to infrastructure constrains at the border crossings, but certainly 

affect the capacity for organization of efficient border crossing controls of regulatory 

agencies. In a case of significantly increased volumes of cargoes that have to be 

cleared at the border crossings, endeavors to implement modest modernization and 

facilitation reforms can not necessarily balance actual control requirements and the 

need for facilitation. Cumbersome Customs controls and limited use of information 

and communication technologies may limit facilitation potential of modernization 

efforts which is particularly visible at large border crossings with heavy traffic. 

Burdensome transloading of cargoes from one transport means to another are 

challenges that may happen at border crossings due to various reasons (e.g., 

 
58 CAREC Institute, January 2021, Knowledge-Sharing Modules on CAREC Trade: Regional Improvement of 

Border Services (p.1).Available at: https://www.carecinstitute.org/wp-content/uploads/2021/04/CI_CBD_RIBS-

_Jan-workshop-report-7-Apr-2021.pdf 
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mandatory transloading requirements due to freedom of transit issues, lack of permits 

in road transport, change of mode of transport e.g., from road to rail, reluctance of 

road transport operators to undertake transport operations in foreign countries, 

security and safety concerns, etc.). Multiple transloading is significantly adding to 

transport time and logistics costs. For example, shipments from Pakistan to Tajikistan, 

that are transiting Afghanistan have to be transloaded twice at the borders: first at 

Jalalabad inland customs depot in Afghanistan, and then again at Shirkhan Bandar 

BCP (AFG) opposite Panji Poyon BCP at the Afghanistan–Tajikistan border, onto a 

Tajik truck.59 Lack of adequate transloading facilities and equipment may hamper 

efficient organization of transloading process. 

For railway transport, dealing with gauge difference is necessary at the border 

crossings of several ESCAP LLDCs. Despite efforts for improvement made (e.g., 

upgrades of bogie exchange facilities and transloading equipment) dealing with gauge 

difference remains costly and time-consuming, and challenges to further increase the 

efficiency at railway border crossings with gauge difference should continue to be 

addressed.  

Infrastructure challenges at border crossings may cause bottlenecks due to 

underdeveloped infrastructure to support increased traffic flows. Such shortages my 

include insufficient road tracks / rail tracks between adjusting border stations, low 

capacity of border terminals / railway yards; inadequate or insufficient facilities for 

transshipment in intermodal transport (e.g., road-rail terminals, reloading equipment).  

Challenges related to transport polices may include low number of road transport 

permits that could increase the need for transloading at the borders; not using 

common transport documents (e.g., not using CMR in road transport or and not using 

CIM/SMGS railway transport) that may increase the need for production of new 

consignment notes at the border crossings; manual and paper-based exchange of 

transport documentation that is burdensome and inefficient.  

Challenges related to regulatory formalities and procedures (e.g., immigration, 

Customs, phytosanitary, veterinary control etc.) may hamper efficient border 

crossing. The issues that should be addressed include reduction of excessive 

document requirements by control authorities (number of documents and/or 

supplementary documents), as well as reduction of requirements for translation of 

such documents (especially in case of transit). The documents required by control 

authorities at border crossings (in particular accompanied documents) are often only 

available and required to be produced in paper-based form. Sometimes control 

authorities are asking for paper-based documents in addition to already available 

electronic data.    

Challenges related to implementation of Customs transit procedures (briefly 

 
59 ADB, 2020, CAREC CPMM Annual Report 2019 (p 26). Available at: https://www.adb.org/publications/carec-

cpmm-annual-report-2019 
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elaborated above and analyzed in detail in Chapter 5) are particularly relevant for 

border crossings. In some of the ESCAP LLDCs there is absence of regional Customs 

transit system in road transport (e.g., TIR System) and regional Customs transit 

system in railway transport does not exist in whole region. Therefore, at border 

crossings new Customs transit documents may have to be produced and repetitive 

controls are being conducted.   

Lack or underdeveloped electronic information exchange between transport operators 

and control authorities (e.g., between railways or among railways and control 

authorities) is making efficient organization of border crossing procedures and 

formalities more challenging.  

Disruption of seamless border crossing could happen due to extensive documentary 

and physical controls of control authorities (e.g., Customs, border guards). 

Cumbersome and extensive controls can result from lack of well-developed risk 

management capacities of control authorities. Such extensive controls can negatively 

impact and cause delays at border crossings, especially for transit (e.g., if the risk in 

transit procedures is unnecessary addressed in the same manner as import risks). High 

percentage of physical inspections or additionally introduced physical inspections are 

adding significant time for crossing the border and they may lead to increase in 

demands for unofficial payments. For example, such negative impact was noted at 

Karasu Border Crossing Point in Kazakhstan at the border with Kyrgyzstan in 2019, 

due to anti-smuggling initiatives and introduction of strict physical inspection 

approach directed at Kyrgyz vehicles caring shipments from China to Russian 

Federation.60  

Lack of modern equipment for automated transport/regulatory related controls, 

recognition of transport means, surveillance and tracking of movements is increasing 

the number of controls required and may prolong the time needed for conducting such 

controls. Lack of modern automated control equipment and electronic tracking 

systems is also reducing the quality of the transport/regulatory controls, and 

furthermore it is not creating environment that could support introduction of 

simplifications for documentary and control requirements.  

Lack or insufficient coordination between control authorities at border crossings 

could be manifested in various manners (e.g., limitation of working hours, 

unstandardized data of same/similar information requirements, lack of electronic 

information exchange or national single window system). Multiple inspections from 

different control authorities on national level may cause lengthy delays if such 

controls are regarded in isolations without being coordinated.  Lack of efficient cross 

border cooperation between control authorities of the neighboring countries and 

incompatible inspection certificates, could also burden regulatory controls including 

Customs and other specialized controls (e.g., phytosanitary, veterinary, sanitary, etc.). 

 
60 ADB, 2020, CAREC CPMM Annual Report 2019 (p xi). Available at: https://www.adb.org/publications/carec-

cpmm-annual-report-2019 
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Corruption and integrity issues are also some of the issues to be addressed at border 

crossings. Being at remote location and far from Central administration could make 

more challenging to implement integrity and anticorruption programmes. The analysis 

of unofficial payments in CAREC region from the ADB supported 2019 CAREC 

Corridor Performance Measurement and Monitoring (CPMM) indicates that observed 

rent-seeking behaviors, ranked by likelihood of occurrence include: (i) vehicle 

registration (52%), (ii) phytosanitary activities (30%), (iii) health and quarantine 

(29%), (iv) customs controls (25%), and (v) transport inspection (23%). In terms of 

the magnitude of unofficial payment per truck, the largest sums were taken during (i) 

customs controls ($92), (ii) commercial inspection ($18), and (iii) loading and 

unloading ($10).61 

Due to long delays, the inefficient border crossings are capturing trucks, containers, 

railway wagons for extended time. In addition to increased logistics cost due to such 

delays, the inefficient border crossings are reducing turnaround time of trucks, 

containers, railway wagons, which means that more transport means will be needed in 

the transport system. Higher demand for transport means that could make fewer trips 

(due to prolonged stays at borders) is increasing the price of transport and may cause 

shortages (e.g., of wagons, containers), which could trigger additional delays and 

additional price surges.  

Inefficient border crossings are making the transport less reliable. The delays are not 

necessarily predictable, and in general they are slowing down the trade patterns. With 

increased costs and reduced reliability, the inefficient border crossings are reducing 

the attractiveness and economic potential of related corridors. 

Challenges specific to road transport 

ESCAP Regional Strategic Framework for the facilitation of international road 

transport has identified six fundamental elements of international road transport with 

issues that remain to relevant for ESCAP LLDCs, including: 

- road transport permits and traffic rights; 

- visas for professional drivers and crews of road vehicles; 

- temporary importation of road vehicles; 

- insurance of vehicles; 

- vehicle weights and dimensions; and 

- vehicle registration and inspection certificates.62 

 

 
61 ADB, 2020, CAREC CPMM Annual Report 2019 (p. 20). Available at: 

https://www.adb.org/publications/carec-cpmm-annual-report-2019 

62 This part mainly follows ESCAP, 2012, Regional Strategic Framework for the Facilitation of International 

Road Transport. Available at: http://www.unescap.org/ttdw/common/TFS/RSF/UNESCAP-RSF.pdf 
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All ESCAP LLDCs have bilateral and multilateral transport arrangements which are 

addressing the issues of road transport permits and traffic rights. However, differences 

could be noted in types of permits and policies with regard to designation of routes 

and border crossing points. Most common practice is use of transport permits for 

single round-trip along designated route by a specified individual vehicle. The 

countries usually give each other traffic rights by issuing carriers with permits from 

within an agreed quota. The permits are usually issued directly to specific vehicle, 

which limits transport operator flexibility in assigning its fleet to operations.63 Low 

number of permits within limited quota, high costs for purchasing permits, and 

restricted designated routes could represent a challenge for carriers. Even though most 

of the bilateral and multilateral transport arrangements are restrictive to various 

degrees some of the arrangements support more open policies which include multiple 

trip permits, permit-free arrangements, and no designated routes (as it will be 

presented in next chapter). 

For some transport arrangements (e.g., GMS-CBTA and AFAFGIT ACTS in 

Southeast Asia) even though there is relatively low number of permits, the quotas are 

far from being fully used, which indicates lack of attractiveness of such transport 

arrangements due to existence of other types of structural issues (analyzed in detail in 

Chapter 5). 

The restrictions imposed with regard to transport permits, designated routes and 

traffic rights often result in organization of transloading formalities of 

cargoes/containers for from one truck to another at border areas or loading points 

along designated routes. Transloading, that has been already identified as a challenge 

at border crossings elaborated above, needlessly adds costs and delays to the transport 

process.     

Visa issuance for professional drivers and crews of road vehicles is usually subject to 

bilateral agreement and national legislation of the countries concerned. Despite of 

attempts to address this issue and facilitate visa issuance for professional road vehicle 

drivers, in many countries in the region there is still no specific visa category for 

vehicle drivers. While some counties do have visa free arrangements, in many 

countries in the region visa is required for professional drivers, which are considered 

either visitors or foreign workers for the purpose of visa issuance. 

Complicated and difficult visa application procedures; restrictions for issuing long 

term multiple visa; requirements for application for visas in person at embassies or 

consulates in major cities; long visa application processing time; high costs of visas 

are the challenges that transport operators are often facing with regard to visas for 

professional drivers and crews of road vehicles.  

 
63 ESCAP, December 2017, Comprehensive Planning of Eurasian Transport Corridors to Strengthen the Intra- and 

Inter-Regional Transport Connectivity (p.121). https://www.unescap.org/sites/default/d8files/knowledge-

products/Study%20Report%20Eurasian%20Corridors-Final.pdf 
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Difficulties related with issuance of visa for professional drivers may cause delays in 

delivery of goods, increase the complexity of transport operations with unnecessary 

requirement to change drivers or vehicles at border crossings. Furthermore, endeavors 

to avoid visa issues could contribute to rerouting of transport operations. For example, 

due to complex transit regime and difficulties to obtain Turkmenistan visa for 

Georgian drivers, Georgian operators that carry shipments in Tajikistan tend to favor 

a longer route through Kazakhstan rather than travel the shorter distance through 

Turkmenistan.64 

Temporary importation of road vehicles often hampers international transport in the 

region with requirements to use a guarantee of some sort (such as a bond, a cash 

deposit through a local agent or the payment of a one-time charge upon each entry) to 

satisfy the requirements of the Customs authorities. Customs Convention on 

Temporary Admission (Istanbul Convention) that provides simplification and 

harmonization of Customs procedures for temporary admission of commercial road 

vehicles presently has been acceded by only 5 out of 12 ESCAP LLDCs (Armenia, 

Kazakhstan, Mongolia, Tajikistan, and Uzbekistan). Many of transit countries in the 

region have not acceded the Istanbul convention as well. The simplification of 

temporary admission of road vehicles has been addressed in some subregional 

agreements (e.g., AFAFGIT ACTS) or multilateral/bilateral arrangements. Charges 

related to providing documents and guarantees for temporary importation of road 

vehicles could increase the costs of transport.  

Insurance of vehicles is commonly required to be purchased at border crossings 

throughout the region. Multiple individual insurance purchases at each border 

crossing along the route causes delays and increase transport costs. Intranational / 

subregional motor insurance relevant for ESCAP LLDCs include Eurocentric Green 

Card System with participation of only 1 out of 12 LLDCs (Azerbaijan) and few 

relevant transit counties (e.g., Russian Federation, Islamic Republic, Turkey). Blue 

card system established among ASEAN member states is relevant for Lao PDR. 

Each country in the region is limiting vehicle weights and dimensions in accordance 

with national road safety regulations in endeavor to prevent damages to roads and 

bridges caused by overloaded vehicles. The problem exists partly because different 

countries have different technical standards on permissible weights and dimensions, 

and partly because some carriers desire to turn a higher profit through fewer runs with 

heavier loads. At the same time, repeated weighing and inspections at border 

crossings and inland weight stations for international vehicles impede transport 

efficiency. Endeavors to harmonize standards on weights or dimensions of vehicles 

permitted to travel on roads have been made (e.g., with AFAFGIT Protocol 4 relevant 

for ASEAN countries). However, many bilateral arrangements as well as some 

multilateral arrangements (e.g., Basic Multilateral Agreement on International 

 
64 ADB, 2020, CAREC CPMM Annual Report 2019 (p. 42). Available at: 

https://www.adb.org/publications/carec-cpmm-annual-report-2019 
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Transport for Development of the Europe-the Caucasus-Asia corridor (MLA 

TRACECA) require carriers to observe the domestic standards of host countries, 

which may be different from the countries where the carriers are registered. 

ESCAP LLDCs use bilateral or multilateral agreements to mutually recognize vehicle 

registration and inspection certificates. However, the use of characters of national 

languages in registration certificates and number plates is still common. This causes 

difficulties for control formalities of foreign vehicles at border crossings and traffic 

police within the country. Convention on Road Traffic [1968] that requires 

registration number plates or marks to be composed of either Arabic numerals or 

Arabic numerals and capital Latin characters has not been adopted by 4 out of 12 

ESCAP LLDCs (Afghanistan, Bhutan, Lao PDR and Nepal) and several other 

relevant transit countries (e.g., Bangladesh, China India).  For mutual recognition of 

inspection certificates, detailed requirements of technical conditions and periodic 

inspections of vehicles have to be standardized.  

 

Challenges specific to railway transport 

ESCAP Regional Cooperation Framework for the facilitation of international railway 

transport has identified four fundamental issues for facilitation of international 

railway transport that remain to relevant for ESCAP LLDCs, including: 

- standards for railway infrastructure, facilities and equipment; 

- break-of-gauge; 

- different legal regimes for railway transport contracts; and 

- coordination of regulatory controls and inspections at border-interchange 

stations.65 

Standards for railway infrastructure, facilities and equipment are not harmonized 

among many countries in the region, which causes difficulties in cross-border railway 

transport and affects ESCAP LLDCs as well. Apart from different track gauges, 

difference exist in braking systems, axle load, signaling systems, coupling system, 

electric power voltage, maximum train length. This prevents efficient and smooth 

cross-border train operations. 

Different track gauges and break-of-gauge prevents continued movement of rolling 

stock across border and impedes smooth flow of traffic, which contributes to long 

delays for passenger and freight transport at border crossings. Such delays are partly 

caused by trans-loading of goods or bogie change at the border crossings and partly 

by inordinate delays in organization of trans-shipment. 

 

65
 ESCAP, 2015, Regional Cooperation Framework for Facilitation of International Railway Transport. Available 

at: http://www.unescap.org/sites/default/files/Regional%20cooperation%20framework_Railway%20transport.pdf 
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Dealing with gauge difference is necessary at the border crossings of several ESCAP 

LLDCs, such as between:  

▪ 1,520mm gauge width in Azerbaijan and 1,435mm gauge width in Islamic 

Republic of Iran; 

▪ 1,520mm gauge width in Turkmenistan and 1,435mm gauge width in Islamic 

Republic of Iran; 

▪ 1,520mm gauge width in Kazakhstan and 1,435mm gauge width in China;  

▪ 1,520mm gauge width in Mongolia and 1,435mm gauge width in China. 

The infrastructure improvements for dealing with break of the gauge (such as bogie 

exchange facilities and transloading equipment) are evident at the border crossings 

with rail gauge difference in ESCAP LLDCs, however, dealing with gauge difference 

remains costly and time-consuming. 

The break of gauge also limits the opportunity to have larger pool of wagons that can 

cater entire corridor. Due to such limitations the wagon pools have reduced efficiency 

and balanced availability of wagons has to be provided between sending and 

receiving railways in synchronized manner (in order to avoid delays due to shortages 

of available wagons at break of gauge points). Consequently, acquisition of wagons 

on corridors with gauge difference is more costly.  

Different legal regimes for railway transport contracts, with two major railway 

regimes developed by two international organizations for railway transport, OTIF and 

OSJD, represents a challenge in the circumstances when railway regime changes 

along the corridor. The consignment note is an essential legal document for railway 

transport. The two main railway consignment notes are, i.e., SMGS for OSJD 

members and CIM for OTIF members. To overcome the challenges of re-

consignment a common CIM/SMGS Consignment Note was introduced in 2006 and 

its implementation is gaining over the years. It should be noted that three ESCAP 

LLDCs (Bhutan, Lao PDR and Nepal) as well as several relevant transit counties 

(e.g., Bangladesh, India, Pakistan, Thailand) are neither members of OSJD nor parties 

to COTIF. Challenges of re-consignment and re-issuance of documents at the borders 

will be very difficult to address if the countries remain outside of the major 

international railway regimes.  

Lack of efficient coordination of regulatory controls and inspections at border-

interchange stations can increase border crossing times. Regulatory controls such as 

Customs controls and inspections, security checks, immigration clearance, and 

sanitary inspection at the border crossings, have to be coordinated at the interchange 

stations with train operations such change of locomotive, change of crew, technical 

inspection of acceptance of wagons and safety inspections in case of dangerous 

goods. These operations stand alone can be a source of delay and left uncoordinated 

can compound the delays.  
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Efficient information exchange between railways as well as among railways and 

control authorities is key for improved coordination at border crossings. However, 

most border crossings in the region rely on paper-based workflow and processes. 

Information is exchanged by telephone, faxes, emails, and manual copying of 

documentation, which results in delays and inefficiency at the border crossings. The 

lack of pre-arrival information does not allow for any preparation before the arrival of 

a train regarding the main processes undertaken at railway border crossings. The 

procedures are initiated on actual arrival of the freight train when the locomotive 

driver hands over the paper documents. The departing train needs to have those 

documents when leaving the crossing. 

Efficient information exchange could be achieved through digitalization and use of 

electronic information exchange systems. In some of the countries in the region such 

initiatives are already being developed and implemented. However, lack of 

harmonization of multiple initiatives for electronic information exchange on larger 

regional level can potentially lead to the development of different standards, different 

electronic messages, and incompatible electronic systems for processing of same 

formalities and railway transport related events. Such multiplicity can undermine the 

seamless flow of information, particularly along the international railway corridors. If 

electronic information exchange messages required for international railway transport 

at the regional level are not harmonized, the flow of information would likely be 

disrupted, undermining the efficiency of transport operations along the corridors. 

 

Challenges specific to dry ports 

A dry port of international importance usually refers to an inland location as a 

logistics center connected to one or more modes of transport for the handling, storage 

and regulatory inspection of goods moving in international trade and the execution of 

applicable Customs control and formalities.66 The challenges specific to dry ports are 

related to the wide range of multiple functions, which includes a modal shift from one 

mode transport to another (e.g. road to rail) where such facilities are available.   

Annex I of the Intergovernmental Agreement on Dry Ports identifies existing and 

potential dry ports in the region, that includes several dry ports in ESCAP LLDCs (8 

in Afghanistan; 4 in Armenia; 11 (plus 10 potential) in Azerbaijan; 1 (plus 5 

potential) in Bhutan; 4 in Kazakhstan; 2 in Kyrgyzstan; 1 (plus 8 potential) in Lao 

PDR; 4 (plus 1 potential) in Mongolia; 4 (plus 1 potential) in Nepal; and 7 in 

Tajikistan.67 Each of the dry ports in ESCAP LLDs may have specific challenges and 

issues do deal with. 

 
66 Intergovernmental Agreement on Dry Ports (Article 1). Available at: 

https://www.unescap.org/sites/default/d8files/Intergovernmental%20Agreement%20on%20Dry%20Ports_English.pdf 

67 Ibid. 



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 70 

ESCAP Regional framework for the planning, design, development, and operation of 

dry ports of international importance68 has identified several issues related to both 

‘hard’ and ‘soft’ infrastructure of dry ports of international importance that are 

relevant for the dry ports in ESCAP LLDCs, including: 

- issues with basic requirements on dry port functions and location (e.g., 

availability of basic infrastructure; authorities for cargo clearance; proximity 

to cargo sources and trade generating centers); 

- transport infrastructure linkages issues (e.g., dry port – seaport linkages, rail 

infrastructure within dry ports (e.g., for processing of full-length trains), road 

transport linkages, road infrastructure within dry ports); 

- issues with sufficient container yard capacity and availability of equipment 

(e.g., reach-stackers, rubber-tired gantry cranes (RTGs) or rail mounted gantry 

cranes (RMGs);  

- issues with appropriate design and operations of other major facilities (e.g., 

container freight station, bonded warehouse, customs inspection area); 

- undeveloped terminal management IT system (e.g., entry/exit, container/cargo 

location and storage tracking); 

- lack of recognition of dry ports as points of origin or destination in 

international transport, with identification of dry ports of international 

significance and lack of incorporation of dry ports into international transport 

documents; 

- not regulated authority for Customs and other regulatory clearance at dry 

ports; lack of availability of control authorities at dry ports; burdensome and 

unharmonized Customs and other regulatory procedures; 

- absence of policy measures, and fragmented authority for the coordination and 

planning of dry port development with limited practical options for financing 

development and operation of dry ports). 

 

Challenges related to corridor management 

Wide range of transport related challenges have been elaborated in this chapter with 

regard to getaway ports, hinterland road and railway networks, border crossings and 

dry ports etc. Some of them could be addressed on local level and most of them could 

be addressed on national level. However, for international transport corridors it is 

necessary to have certain level of coordination in addressing of those challenges on 

cross-border bilateral or multilateral level.  

 
68

 ESCAP, 2017, Regional framework for the planning, design, development, and operation of dry ports of 

international importance. Available at: 

https://www.unescap.org/sites/default/files/Regional%20Framework%20for%20upload%20V1_0.pdf 

https://www.unescap.org/sites/default/files/Regional%20Framework%20for%20upload%20V1_0.pdf
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International (bilateral or multilateral) coordination with regard to the challenges 

related to seamless transport linkages along international corridors could be organized 

in different manners, from ad hock meetings to more structured working groups, 

permanent bodies and joint management structures. Such coordination may include 

transport and regulatory authorities of the countries concerned as well as public and 

private sector stakeholders such as ports, railways, road transporters, and other 

stakeholders operating at ports/dry ports. Lack of harmonized approach among the 

stakeholders concerned could be significant impediment for functioning and 

commercialization of transport linkages along international corridors.  

Challenges related to corridor management coordination may include:  

- harmonization of strategic and operational corridor development planning that 

includes identification and prioritization of key routes along the corridor; 

- coordination in transport infrastructure development as well as increasing 

logistics capacities including free zone development along the corridor; 

- addressing legal and technical interoperability issues along the corridor;  

- addressing operational interoperability issues, including electronic information 

exchange and transport, Customs and other formalities along the corridor; 

- providing regular mechanism for coordination between transporters, wagon 

owners, ports/dry ports and other stakeholders concerned along the corridor; 

- development of joint marketing plan along the corridor, which includes 

harmonized traffic policies for railways transportation; 

- client orientation (e.g. one-stop-shop / single window services for customers, 

development and maintaining of transport corridor web-site); 

- introduction of reliable scheduled timetable for transport services along the 

corridor; 

- performance monitoring of harmonized key performance indicators (KPIs) of 

transport services provided along the corridor. 

ESCAP LLDCs endeavor to address corridor management coordination issues in 

different manners with support of multiple initiatives (e.g., TRACECA, CAREC, 

ECO, OSJD, BBIN, ASEAN) however in general there are no well-established joint 

corridor management governance structures developed for specific corridors that 

could be agreed amongst the countries and the key stakeholders concerned. 
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4. Emerging global and regional practices to address transit 

transport connectivity challenges particularly for LLDCs 

The instruments developed by ESCAP such as: Regional Strategic Framework for the 

Facilitation of International Road Transport (2012) and Regional Cooperation 

Framework for Facilitation of International Railway Transport (2015) have identified 

constrains and suggested solutions for transport facilitation in specific domains (e.g., 

road transport, railway transport). 

Regional Strategic Framework for the 
Facilitation of International Road Transport 

(2012) 

Regional Cooperation Framework for   
Facilitation of International Railway Transport 

(2015) 

Common fundamental elements: 

1. Road transport permits and traffic rights 

2. Visas for professional drivers and crews 

3. Temporary importation of road vehicles  

4. Insurance of vehicles 

5. Vehicle weights and dimensions 

6. Vehicle registration and inspection 

certificates. 

Key modalities for facilitation: 

1. Building an effective legal regime 

2. Wider application of new technologies 

3. Development of professional training 

4. Establishment/strengthening of national 

coordination mechanisms 

5. Promotion of joint control at border 

crossings 

6. Promotion of economic zones at border 

crossings, dry ports, and logistics centres 

7. Further application of facilitation tools 

Fundamental issues: 

1. Standards for railway infrastructure, facilities, and 

equipment 

2. Break-of-gauge 

3. Different legal regimes for railway transport 

contracts 

4. Coordination of regulatory controls and inspections 

at border-interchange stations 

Areas for cooperation for facilitation: 

1. Participation in international railway organizations 

2. Formulation of subregional and bilateral agreements 

3. Collaboration to standardize cross-border railway 

operations 

4. Use of advance passenger/cargo information 

systems  

5. Arrangement for exchange of wagons 

6. Use of new technologies in train operations as well 

as in container tracking 

7. Development of human resources for cross-border 

railway operations 

8. Establishing logistics centres/dry ports and 

maintenance hubs at/near the border stations 

9. Simplification of intermodal interface of railway with 

other modes of transport 

10. Promotion of corridor approach  

11. Work towards paperless railway freight transport 

Sources: ESCAP, 2015, Regional Cooperation Framework for Facilitation of International Railway Transport. 

Available at: http://www.unescap.org/sites/default/files/Regional%20cooperation%20framework_Railway%20transport.pdf 

- ESCAP, 2012, Regional Strategic Framework for the Facilitation of International Road Transport. Available at: 

http://www.unescap.org/ttdw/common/TFS/RSF/UNESCAP-RSF.pdf 

Those ESCAP instruments are providing several common long-term targets and 

approaches for facilitation, which could guide ESCAP members in formulation of 

their national transport policies and provide harmonization of strategic objectives in 

international transport facilitation arrangements among ESCAP members. 

http://www.unescap.org/sites/default/files/Regional%20cooperation%20framework_Railway%20transport.pdf
http://www.unescap.org/ttdw/common/TFS/RSF/UNESCAP-RSF.pdf
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Many emerging global and regional practices that are addressing transit transport 

connectivity challenges are related to successful implementation of related 

international transport agreements and conventions (e.g., International Convention on 

the Harmonization of Frontier Control of Goods (1982), International Convention on 

the Simplification and Harmonization of Customs Procedures (Revised Kyoto 

Convention) etc.). Those international agreements and conventions provide an 

international framework legally binding for their Contracting Parties, however 

practical implementation often differs from country to country. Additionally, some of 

the instruments or their selected provisions are sometimes being used as a guidance 

by the countries which have not formally acceded to such instruments. 

Progress in accession and ratification of conventions on transit and trade facilitation 

by ESCAP LLDCs and their transit countries in accordance with the VPoA priority 1 

has been accessed earlier in this document (see part 3.1 A). Development in 

implementation of those conventions/agreements has been elaborated as well (see part 

3.1 B). Full overview of the status of participation to the transit transport related 

international conventions and agreements is given in Annex 2 – Table 1 for ESCAP 

LLDCs and Table 2 for transit countries. 

With this part we will briefly analyse some of the key emerging global and regional 

practices that support facilitation of transit transport connectivity including:  

▪ Increasing port efficiency at getaway ports in transit countries, 

▪ Development of favorable transit transport arrangements, 

▪ Improvement of physical transport infrastructure and enhancement of the 

infrastructure efficiency, 

▪ Establishing dry ports and improvement of intermodal facilities, 

▪ Customs transit regime, 

▪ Harmonization and facilitation of border crossing operations (including 

application of information technologies, electronic information exchange and 

automation; advance electronic information and risk management; coordinated 

border management, single window facilities and single stop inspections; 

simplifications for authorized economic operators), 

▪ Corridor Management, 

▪ Expanding investment and financing options for development and upgrading 

of transport infrastructure and transit transport systems. 
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A. Increasing port efficiency at getaway ports in transit countries 

Getaway ports in transit counties are essential for the economies of LLDCs and their 

economic growth. Seaports are key part of the supply chain, which provide a crucial 

link in the transport chains that facilitate import and export flow of LLDCs cargo. 

Ports continually endeavor to increase their efficiency. Those general endeavors are 

often focused on local cargo of the home country however, such endeavors are also 

relevant for the transport transit cargo coming from or destined to LLDCs that may 

require special attention.  

One of the emerging practices to increase seaport efficiency is to minimize 

operational costs by increasing the port agility and faster distribution of the cargoes to 

inland hubs. The agile port concept attempts to reduce container handling operations 

and eliminate use of adjacent container yards for storing of containers that have to be 

shipped to inland destinations. Ideally the containers removed from a vessel could be 

immediately loaded (e.g., on a train at loading/unloading sidings inside port 

boundaries) for the subsequent transport leg (e.g., to and inland hub – dry port).  

For the port agility concept to be realized several conditions have to be fulfilled. First, 

there has to be sufficient traffic volumes to be shipped to/from inland hubs. The 

examples of agile port concept usage could be found in USA, European Union and 

China which have seaports processing large volumes of containers and huge 

economies. However, due to limited demand of smaller economies the LLDCs traffic 

volumes are much lower, which makes more challenging to organize immediate full 

train loading/unloading at the gateway seaports. 

Second, the seaport infrastructure has to be adequate in order to be able to support 

direct on-dock loading/unloading. However, that is not possible at most of the 

seaports in the region with rail connectivity, since the rail sidings are usually located 

on some distance to the port berths (e.g., 500 meters to 2 kilometers). It should be 

noted that potential for expanding or improving existing or deploying new rail access 

inside existing ports is often very limited due to land scarcity. Therefore, the port 

agility concept could be modified with use of rail buffer yard close to the port or use 

of inland hubs / dry ports with rail access, which are located further from the port. 

Even though with this modification it is necessary to have additional handling of 

containers due to the infrastructural port limitations, this concept still offers some 

advantages. The modified concept attempts to expeditiously move container stacking 

from ports to buffer yards or inland hubs / dry ports (if it is more cost effective than 

having those operations at congested ports). Use of buffer yards or inland hubs / dry 

ports could support consolidation of cargo for transport operations to/from LLDCs if 

necessary.  

Third, to implement the agile port concept it is essential to have efficient coordination 

between all stakeholders concerned that includes shipping lines, seaport, railway 

operator and inland terminals. Such coordination should involve efficient information 
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exchange among stakeholders that could help optimized transport scheduling and 

capacity planning, detailed vessel stowage planning, organization of sophisticated 

port terminal operations and synchronization with railway operations that enable 

timely movement of incoming and outcoming cargoes and empty containers. 

The commercial application of the agile port project in USA Port of Tacoma produced 

significant improvements in marine terminal operations, with estimates that under the 

right conditions, the terminal operator could realize up to a 300 percent increase in 

throughput capacity and an operating cost savings of up to 40 percent compared to a 

conventional terminal operation.69 

Figure 22: Agile port and intermodal transport operations model 

 
Source: B. Beškovnik, E. Twrdy, 2010, Agile Port and Intermodal Transport Operations Model to 

Secure Lean Supply Chains Concept (Fig.4) 

The implementation of agile port concept is challenging to be achieved since it 

requires coordination for complete door to door logistics and just-in-time principle. 

Improved traffic forecast and ocean transport scheduling should help port and rail 

operators to plan better their capacities and organize their operations much more 

efficiently. Advanced IT tools for information exchange, modelling and optimization 

should be put in place. Customs authorities and other border agencies should be 

involved adequately to support agile port operations with efficient clearance.70 Even 

though it is difficult to achieve fully fledged agile port concept on the corridors that 

connect ESCAP LLDCs the endeavors for increasing agility and improving 

coordination among stakeholders in attempt to reduce operational costs and dwell 

time at the getaway ports should be supported.  

 

 
69 The agile port. The Journal of Commerce online, 2006. Available at: https://www.joc.com/agile-

port_20061210.html 

70 For more details see B. Beškovnik, E. Twrdy, 2010, Agile Port and Intermodal Transport Operations Model to 

Secure Lean Supply Chains Concept. Available at: https://hrcak.srce.hr/82040 

https://www.joc.com/agile-port_20061210.html
https://www.joc.com/agile-port_20061210.html
https://hrcak.srce.hr/82040
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Port automation is another emerging trend for increasing of seaport efficiency, which 

is not specific to however, it affects transit transport to LLDCs. Information 

Technology (IT) and Information Systems (IS), digitalization and automation of port 

operations are being used at many ports around the world to facilitate communication, 

increase productivity and improve competitiveness of ports. Historically digital and 

technological developments in ports started with transformation to paperless 

procedures (e.g., EDI-based Port Community System (PCS)) which reduced paper-

based processing. Next, innovations in IT and other technological solutions provided 

opportunities to greatly automate container handling procedures at ports (e.g., laser 

and sensor technologies for distance detection, collision prevention, and damage 

detection; RFID (radio-frequency identification) tags for identification of trucks and 

containers etc.). 

Those technological advancements are supporting automated terminal operations first 

for automation of loading and unloading of ships (e.g., automated gantry cranes), and 

second for use of automated guided vehicle systems (AGV) for movement of 

containers operation between quayside and storage yard without onboard operator or 

driver. Use of new technologies for automation also requires integration between 

automated handling equipment and terminal operation system at the ports. 

Figure 23: Automated Port Terminal Operations 

 
Source: EU, COREALIS Consortium 2018, D.1.1: Port of the future challenges, enablers and barriers (Fig.3). 
Available at: https://www.corealis.eu/wp-content/uploads/2020/02/D.1.1-Port-of-the-future-challenges-enablers-and-barriers.pdf 

Next step in port automation is driven by smart port technologies that include internet 

of things, big data analytics, mobile computing, and cloud computing with endeavor 

to optimize port processes and improve traffic and cargo flows within the port area.  

Modern information systems attempt to integrate different traffic control centers 

(road, sea, railway). Investment in modern port infrastructure involves attaching of 

variety of sensors and to the port infrastructure and equipment that continually gather 

vast amount of data. Collected data sets are processed, aggregated, and distributed to 

various actors involved in port operations to optimize and facilitate decision making.  

https://www.corealis.eu/wp-content/uploads/2020/02/D.1.1-Port-of-the-future-challenges-enablers-and-barriers.pdf
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Such initiatives require participation of multiple relevant stakeholders which are 

willing to share critical information.71 

There is already existing potential for full port automation tested in several terminals 

of major seaports in USA, China, Europe, and Middle East, however full automation 

presently is still not very common for the ports with railway connections. As it was 

deliberated above maritime terminals with both road and on-dock railway connections 

are rare in the region. Therefore, automation and optimization at maritime terminals 

do not have to be considered in isolation. The reforms driven by automation and 

optimization could be part of strategies for improvement of a larger intermodal 

system, which in addition to introduction of technological solutions should include 

institutional and organizational changes as well. For example, collaboration between 

shipping lines, ports, railways, and inland hubs / dry ports that includes use of 

automation for optimized sorting of containers according to their destination could 

enable easier configuring of dedicated block container trains.  

The roles of seaports are evolving to adjust to new economic environment and 

progress in international supply chains, such as globalization and increased demand 

for containerized transport. Institutional frameworks for improved governance of 

ports are also developing in accordance with policies set by governments that are 

taking in account the complex role of the ports and a range of strategic objectives that 

include traffic throughput, return on investment, profit for shareholders and economic 

development prospects. Port governance models should be matched with expectations 

and performance of the ports. Old systems of port governance are not fully capable to 

meet modern needs of port development and management.  

First wave of port governance reforms that took place in 1990s and 2000s was related 

to enhanced involvement of private actors in port management, while the second 

wave of reforms, which is presently underway, attempts to identify the most 

appropriate allocation of governance structures and management responsibilities 

without favoring a single port governance model. The types of endorsed reforms 

include privatization, commercialization, decentralization, corporatization. 

Contemporary port governance models could assign different roles of public and 

private stakeholders in port management. Main governance models are public service 

ports; tool ports (with some private handling of cargo operations); landlord ports 

(with infrastructure/terminals leased to private operators); corporatized ports (almost 

entirely privatized, however the ownership remains public); private service ports.72 

 

 
71 For more details see EU, COREALIS Consortium 2018, D.1.1: Port of the future challenges, enablers and 

barriers. Available at: https://www.corealis.eu/wp-content/uploads/2020/02/D.1.1-Port-of-the-future-challenges-

enablers-and-barriers.pdf 

72 Theo Notteboom, Athanasios Pallis, Jean-Paul Rodrigue, 2022, Port Economics, Management and Policy 

(Chapter 4.1 Port Governance and Reform). Available at: 

https://porteconomicsmanagement.org/pemp/contents/part4/port-reform-and-governance/ 

https://www.corealis.eu/wp-content/uploads/2020/02/D.1.1-Port-of-the-future-challenges-enablers-and-barriers.pdf
https://www.corealis.eu/wp-content/uploads/2020/02/D.1.1-Port-of-the-future-challenges-enablers-and-barriers.pdf
https://porteconomicsmanagement.org/pemp/contents/part4/port-reform-and-governance/
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Most ports in the region appear to follow the standard landlord port management 

model, however there are evidence of shortcomings in ensuring appropriate market 

competition, as well as equal opportunities for all stakeholders. Modern ports in most 

developed countries are evolving from the administrative mindset into a more 

commercial approach. Ports are taking leading position in developing of 

collaborations in port-related industrial and logistics clusters. Many ports in the 

region seem to be aware of the need to progress into this new paradigm, however they 

are facing challenges with regard to lack of supporting institutional framework, staff 

with the appropriate skills, and a sufficiently developed market.73 

The LLDCs which depend on getaway ports in transit coastal countries may have very 

little influence over the port development policies and port management issues. One 

of possibility to address the issues of their concern is through investment by LLDCs 

in seaports located the in transit costal countries. Seaport investment by LLDC can 

create more reliable transit transport linkages and increase trade security for the 

LLDCs. Following policy recommendations have been given with regard to seaport 

investment by United Nations Office of the High Representative for the Least 

Developed Countries, Landlocked Developing Countries and Small Island 

Developing States (UN-OHRLLS) to LLDCs:   

▪ Include sea port infrastructure investment in national transport policies and 

planning; 

▪ For seaport development and investment, include following actions: 

- take steps to own, lease or have a share in a seaport (e.g., joint development 

in seaports with transit countries), 

- in case of 100% state-owned seaports, encourage the host country through 

political relations to privatize the ports to allow LLDCs to have a share, 

- enact laws for the operation of maritime transport to enable LLDCs to own 

and operate merchant shipping, 

- acquire long leases from the maritime neighboring country for land to build 

land port facilities, 

- provide funds for port infrastructure using PPP models, 

- ensure the connectivity of other modes to maritime transport. 

▪ Strive for greater cooperation with transit countries to increase the access to 

seaports (e.g., through corridor management arrangements and formal 

agreements).74 

 

 
73 ADB, 2021, Ports and Logistics scoping study in CAREC countries (p.22). Available at: 

https://dx.doi.org/10.22617/SPR210103-2 

74 UN OHRLLS, 2021, Global Report on Improving Transport Connectivity for LLDCs and Building of Resilient 

Transport Infrastructure to Support Accelerated Progress Towards the SDGs (p.97). Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf 

https://dx.doi.org/10.22617/SPR210103-2
https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf
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Kazakhstan is an example of a LLDC with investment in seaports.  The Government 

of Kazakhstan signed an agreement with authorities in China to open a rail terminal 

within Lianyungang seaport for handling and transshipment of Kazakhstan’s transit 

goods, both in import and export direction. A joint venture between Lianyungang port 

(51 per cent of shares) and the Kazakhstan national railway (49 per cent of shares) 

participated in the construction of Kazakh-Chinese terminal with container yard area 

of 23 ha, with average daily through put of 10.2 trains and highest annual truck 

capacity of 410,000 TEU. The first stage of the Kazakhstan logistics terminal in the 

Lianyungang port was completed in May 2014 and the first train of goods exported 

from Kazakhstan to Southeastern Asia through the Lianyungang port was organized 

in February 2017. The new trade route supported with this investment has reduced 

transit costs of Kazakhstan’s trade with East Asia with estimated savings of about 72 

million USD per year.75 

B. Development of favorable transit transport arrangements  

Transit transport arrangements (regional, sub-regional, bilateral) between LLDCs and 

their transit countries are providing legal base that allows access to the sea and 

facilitate transit trade. As we have discussed in the previous chapters, having an 

operational transit transport arrangement that offers access to the sea for LLDCs does 

not necessarily create favorable transit transport environment since many challenges 

could remain (e.g., limited quotas for permits, limited corridors, visa issues for truck 

drivers, lack of interoperability in railway transport, burdensome border crossing and 

Customs transit procedures etc.).  

Favorable road transit transport arrangements are characterized with: 

▪ very open policies, that do not favor local transport sector at all, and do not 

impose any restrictions on foreign transporters, which may include:    

o permit free transport, and 

o no restrictions for using designated routes; or 

▪ relatively open policies, that despite some protectionist measures for local 

transport sector, still offer opportunities for foreign transporters to operate 

without tangible limitations, which may include:    

o sufficient quota for transport operator permits (not limited to specific 

vehicles) or sufficient quota for specific vehicle permits for multiple 

trips and for longer period of time (e.g., one year) 

o potential restrictions on using some routes (e.g., due to infrastructure 

limitations) are equally applicable for all international transport 

services provided by foreign or local transporters. 

 
75 Eurasian Research Institute, 2017, Lianyungang Logistics Terminal: New Trade Opportunities for Kazakhstan 

and China. Available at: https://www.eurasian-research.org/publication/lianyungang-logistics-terminal-new-trade-

opportunities-for-kazakhstan-and-china/ 



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 80 

All ESCAP LLDCs countries have bilateral agreements relevant for transit transport 

with their most important transit countries, and many of them are participating in 

multilateral, subregional and regional transit transport arrangements (overviews of 

those arrangements for each ESCAP LLDC is given in country profiles in Annex 1 of 

this document). 

Some ESCAP LLDCs are enjoying permit-free bilateral arrangements. For example, 

permit-free system for road freight transport has been agreed between Kazakhstan and 

Kyrgyzstan; Kazakhstan and Russian Federation; Kazakhstan and Tajikistan; 

Kazakhstan and Uzbekistan; Kyrgyzstan and Tajikistan; Lao PDR and Thailand; 

Turkmenistan and Islamic Republic of Iran.76  

It could be noted that transport arrangements which do not require permits are more 

common with regard to bilateral cargo shipments, followed by transit transport of 

goods, while the treatment of cargo shipments to third countries is usually more 

restrictive. Liberalization of international road transport operations and replacement 

of quantitative restrictions (such as permits quota) by qualitative criteria for access to 

the markets could be considered as a long-term target for some of the countries in the 

region that may decide to take few gradual steps for liberalization. This approach is 

reflected in ESCAP Model Bilateral Agreement on International Road Transport that 

suggests an option with no designated routes and border crossings (even though 

permits may remain to be needed) (Option 2 of ESCAP Model Bilateral Agreement) 

and an option with no permit for bilateral and transit transport of goods, with permit 

for third-country transport of goods (Option 3 of ESCAP Model Bilateral 

Agreement).77  

Similar approach could be found in some of the multilateral agreements. For example, 

under the Eurasian Economic Union (EAEU) transport agreement the permit system 

was abandoned for all types of transport within the EAEU since 2015. However, 

phased liberalization in several stages until 2025 has been agreed that include 

transport with quotas in relation to transport to and from third countries and limited 

cabotage options (as an additional option of liberalization since the cabotage if 

forbidden in most of the bilateral agreements in the region).78 Limited liberalization of 

cabotage (e.g. one or more cabotage operations for limited period of time in passing 

or near passing direction) could increase transport efficiency by reducing empty runs 

of vehicles in international road transport. 

 
76 ESCAP, December 2017, Comprehensive Planning of Eurasian Transport Corridors to Strengthen the Intra- and 

Inter-Regional Transport Connectivity (p.121). https://www.unescap.org/sites/default/d8files/knowledge-

products/Study%20Report%20Eurasian%20Corridors-Final.pdf 

77 ESCAP 2016, Model Bilateral Agreement on International Road Transport. Available at: 

https://www.unescap.org/resources/model-bilateral-agreement-international-road-transport 

78 Eurasian Economic Commission, 2015, Transport. Available at: 

http://www.eurasiancommission.org/ru/Documents/transport_eng.pdf 

https://www.unescap.org/sites/default/d8files/knowledge-products/Study%20Report%20Eurasian%20Corridors-Final.pdf
https://www.unescap.org/sites/default/d8files/knowledge-products/Study%20Report%20Eurasian%20Corridors-Final.pdf
https://www.unescap.org/resources/model-bilateral-agreement-international-road-transport
http://www.eurasiancommission.org/ru/Documents/transport_eng.pdf
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Some ESCAP LLDCs have bilateral transport arrangements without designated 

routes. In some cases, there are no designated routes on both sides, for example in 

transport arrangement between Mongolia and Russian Federation, Kazakhstan and 

Russian Federation, Kazakhstan, and Uzbekistan. However, in some arrangements 

one side can designate routes or introduce some restrictions while the other does not. 

For example, Azerbaijan has designed routes in transport arrangements with Islamic 

Republic of Iran, with Russian Federation and with Georgia, however there are no 

designated route in its partner countries. In another example, there are no designated 

routes for Chinese trucks in Lao PDR and in Mongolia, while China allows 

Mongolian and Lao PDR trucks to use designated routes up to selected points.79 

Transport arrangements without designated routes can contribute to utilizing door-to-

door delivery advantages including using Customs transit simplification for 

authorized consignors / authorized consignees that involve minimized interruption of 

the cargo shipments by Customs authorities in movement from/to border crossing 

point directly to/from the premises of authorized consignees/consignors. 

Permits for multiple trips of road transport vehicles are being used in some of the 

ESCAP LLDCs bilateral transport arrangements. For example, such permits could be 

issued in accordance with transport agreements between China and Mongolia and 

Afghanistan and Tajikistan (from Afghanistan side). 80  Some of the multilateral 

arrangements also envisage use of multiple entry permits (e.g. Greater Mekong 

Subregion Cross-border Transport Agreement (GMS-CBTA), ASEAN Framework 

Agreement on the Facilitation of Goods in Transit (AFAGIT), ASEAN Framework 

Agreement on the Facilitation of Inter-State Transport (AFAFIST), Motor Vehicles 

Agreement for the Regulation of Passenger, Personal and Cargo Vehicular Traffic , 

between Bangladesh, Bhutan, India and Nepal (MVA-BBIN)). 

Measures for facilitation of transit transport could be introduced even in the case of 

transport arrangements with single trip permits that may include abolishing quota for 

permits, digitalization and use of electronic permits, reduction of fees for issuing of 

permits. For example, work on e-permit project has been initiated under Organization 

of the Black Sea Economic Cooperation (BSEC) in partnership with and the Union of 

Road Transport Associations in the BSEC Region (BSEC-URTA) which is relevant 

for two of the ESCAP LLDCs (Armenia and Azerbaijan) and similar projects are 

being considered under cooperation of Turkic Council on bilateral bases between the 

countries involved in Trans-Caspian Transport Corridor (Middle Corridor) (e.g. 

between Turkey and Azerbaijan, Turkey and Uzbekistan).81 

 
79 ESCAP, December 2017, Comprehensive Planning of Eurasian Transport Corridors to Strengthen the Intra- and 

Inter-Regional Transport Connectivity (p.122-134). https://www.unescap.org/sites/default/d8files/knowledge-

products/Study%20Report%20Eurasian%20Corridors-Final.pdf 
80 Ibid. (p.122-127). 
81 For more details see: http://www.bsec-organization.org/areas-of-cooperation/transport/action-plan and 

https://www.turkkon.org/en/haberler/turkic-council-organized-meetings-on-trans-caspian-corridor_2224 

 

https://www.unescap.org/sites/default/d8files/knowledge-products/Study%20Report%20Eurasian%20Corridors-Final.pdf
https://www.unescap.org/sites/default/d8files/knowledge-products/Study%20Report%20Eurasian%20Corridors-Final.pdf
http://www.bsec-organization.org/areas-of-cooperation/transport/action-plan
https://www.turkkon.org/en/haberler/turkic-council-organized-meetings-on-trans-caspian-corridor_2224
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In addition to the policies regarding traffic rights, permit and designation of routes 

road transit transport arrangements can advocate several another facilitation aspects 

such as visa-free arrangements or use of multi-entry long term visas for professional 

drivers and crews. For example, with the intergovernmental agreement on 

International North-South Transport Corridor (INSTC) originally signed by India, the 

Islamic Republic of Iran, and the Russian Federation in 2000 and relevant for four 

ESCAP LLDCs (Armenia, Azerbaijan, Kyrgyzstan, and Tajikistan) multiple - entry 

visas for respective crews and personnel are promoted. Visa related issues could also 

be addressed in separate legal frameworks on bilateral or multilateral level. For 

example, under the Eurasian Economic Union (EAEU) legislation there is there is a 

separate Agreement on Mutual Visa-Free Travel (2000). 

Favorable international railway transit transport arrangements are characterized with: 

▪ use of common railway documents along the international railway transport 

routes, including single transport contract for the transport operation (e.g., 

common railway consignment) without need for re-consignment and creation 

of new railway documents at border crossings; 

▪ effective mechanism for setting unified, comprehensive and competitive 

tariffs;   

▪ easy access to the transport means (wagons) on the railway network of 

neighboring countries (provided that technical interoperability is established); 

▪ reliable timetable planning and scheduling of international railway operations 

supported by timely exchange of information and well-organized border 

crossing procedures.    

The challenges of different rules and standards with regard to railway transport are 

addressed by the main railway transport regimes set by the Organization for the 

Cooperation among Railways (OSJD) and the Convention Concerning International 

Carriage by Rail (COTIF). The OSJD Agreement on the International Goods 

Transport by Rail (SMGS) introduces a formal contract for carriage of goods with 

obligation to set and publish transport tariffs. The Appendix B of the COTIF 

Convention lays down the uniform rules concerning the contract of international 

carriage of goods by rail (CIM).  

In cooperation between the International Rail Transport Committee (CIT) and OSJD 

common railway consignment note (CIM/SMGS consignment note) was introduced 

since 2006. The CIM/SMGS consignment note streamlines the movements across 

border crossings where jurisdiction changes from one legal regime to other (OSJD to 

COTIF or vice versa) since it eliminates the need for re-consignment and production 

of new railway consignment note. The CIM/CMGS is being used at border points at 

several ESCAP countries including in: Azerbaijan, China, Georgia, Kazakhstan, 

Kyrgyzstan, Mongolia, and Russian Federation. 
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The OSJD rules do not regulate the use and the right of access to the railway network 

for independent carriers, and this issue is subject of national legislation. In ESCAP 

region the railway carrier and the locomotives are usually changed at the border 

crossings. The OSJD Agreement on rules for the use of wagons in international traffic 

(PGW) defines the forms that have to be used when dealing with wagons, regulates 

border crossing procedures for handing over of wagons and transfer of liability 

between railways at border stations as well as provisions for technical interoperability 

and acceptance of wagons. The Appendix D to the COTIF convention regulates 

Uniform rules concerning contracts of use of vehicles in international rail traffic 

(CUV) and introduces basic liability rules and requirements concerning signs and 

inscriptions on the vehicles. Appendix G to the COTIF convention sets the uniform 

rules concerning the technical admission of railway material used in international 

traffic (ATMF). 

Good timetable planning of international trains and well-organized international 

railway transport operations depend on harmonized operational procedures and good 

cooperation between neighboring railways in all steps of preparation and execution of 

international railway transport (including border crossing processes). While the 

railway transport regimes (OSJD or COTIF) provide a framework for harmonization 

of operating procedures, many practical issues related to implementation of 

operational procedures, railway communication and cooperation are regulated on 

bilateral level. 

Multiple bilateral agreements concluded between individual countries, as well as 

existence of several multilateral arrangements are offering different approaches to the 

key transit transport elements (e.g., regarding permits, designated routes, visa 

requirements etc. in road transport or railway documents, railway tariffs, access and 

handover of wagons etc. in railway transport). Diverse legal regimes created by the 

existing bilateral agreements and multilateral arrangements could lead to 

implementing challenges for both private sector operators and relevant authorities. 

Favorable transit transport arrangements endeavor to harmonize transport and transit 

policies, legislation, procedures and practices between transit countries and such 

harmonization should be supported on wider regional level. Favorable transit 

transport arrangements should support integration of regional economies in 

partnership between LLDCs and their transit countries.  
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C. Improvement of physical infrastructure and enhancement of efficiency 

Improvement of physical infrastructure is one of the key measures to address transit 

transport connectivity challenges for LLDCs, which includes: 

▪ completing missing links at road and rail networks; 

▪ improvement of the quality of existing road and rail networks (e.g., paving and 

widening and adding lanes on of roads, upgrades and electrification of railway 

networks etc.); 

▪ improvement of infrastructure border crossing facilities (e.g., entry/exit lanes 

for queuing of road transport vehicles, receiving/dispatching tracks for 

handover of wagons, truck terminals and railway yards, facilities for Customs 

control and other border crossing formalities); 

▪ improvement of intermodal facilities (for the transfer, handling, storage, 

inspections) at border crossings, dry ports, and other intermodal nodes along 

the transport corridors. 

The comprehensive Asian Highway network with more than 145,000 km of roads is 

connecting all ESCAP subregions with very few missing links, if any, and new roads 

are being created along the corridors that improve connectivity of ESCAP LLDCs. 

The Trans-Asian Railway Network comprises approximately 125,500 km of railway 

lines serving 28 ESCAP member countries.  Development of railway transport 

infrastructure differs among ESCAP LLDCs and includes countries without 

developed railway infrastructure as well as countries affected with missing links. 

Improvement of quality of the road and railway infrastructure in ESCAP LLDCs 

remains one of the continuous priorities. Examples of recent activities with regard 

infrastructure development in ESCAP LLDCs have been presented above in part 3.2 

in this document (Actions and specific objectives identified the VPoA priority 2). 

The Intergovernmental Agreement on Asian Highway Network and the 

Intergovernmental Agreement on the Trans-Asia Railway Network provide regional 

transport cooperation platforms for development and enhancing the efficiency of road 

and railway infrastructure in Asia. The Working Group on the Asian Highway 

Network and the Working Group on the Trans-Asian Railway network meet 

biannually and support the implementation of each Agreement.  

Enhancement of the efficiency of physical transport infrastructure depends on 

multiple factors including: 

▪ optimized planning of transport infrastructure capacities based on traffic needs 

and estimates provided with reliable transport data modeling;  

▪ use of advanced traffic management and traffic control systems; 

▪ improved maintenance; 

▪ addressing border crossing and intermodal related bottlenecks. 
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Transport infrastructure development requires significant investment which makes 

necessary to carefully plan transport infrastructure capacities in accordance with 

existing and future potential transport traffic volumes. Optimized planning for 

physical transport infrastructure development depends on data availability and reliable 

data modeling. Transport traffic related data are usually available on national level, 

however for international transport corridors such data are needed on wider corridor 

or regional level.  

For example, OSJD publishes on yearly bases comprehensive bulletins of statistical 

data on railway transport that includes freight turnover and density of traffic along 

OSJD Corridors 1 to 13. 82  Data on container traffic along under Trans-Caspian 

International Transport Route (TITR) (also known as Middle Corridor) that connects 

Southeast Asia and China, through Kazakhstan, the Caspian Sea, Azerbaijan, Georgia 

and goes further to European countries are being published.83countries 

Figure 24: Middle Corridor container traffic (thousand TEU) 

 
Source: TITR website (https://middlecorridor.com/en) 

Some regional level databases are being developed, such as Asian Highway 

Database, 84  however regular updating of the databases proved to be challenging. 

Development of Trans-Asian Railway Network database and modeling tools has been 

initiated to support railways in taking sound investment, policy and operational 

decisions and raising the attractiveness of the relevant projects to international 

investors.85 Several ESCAP LLDCs will also benefit from the International Transport 

Infrastructure Observatory which is being developed in cooperation with United 

Nations Economic Commission for Europe (ECE), and Islamic Development Bank. 

The Observatory aims to hosts data on a large variety of transport infrastructure 

networks and nodes across different modes including road, rail, inland waterways, 

ports, airports, intermodal terminals, logistics centers and border crossing points in 

Europe and Asia.86 

 
82 OSJD website: OSJD Reports: https://en.osjd.org/en/9194 
83 Trans-Caspian International Transport Route website: https://middlecorridor.com/en (last accessed 17.12.21) 
84 ESCAP Asian Highway Database: https://www.unescap.org/our-work/transport/asian-highway/database 

85 ESCAP, December 2019, Report of the Working Group on the Trans-Asian Railway Network on its 6th 

meeting. Available at: https://www.unescap.org/sites/default/files/6E_Final%20report_TARWG.pdf 

86 ECE International Transport Infrastructure Observatory: https://unece.org/international-transport-infrastructure-

observatory 

https://en.osjd.org/en/9194
https://middlecorridor.com/en
https://www.unescap.org/our-work/transport/asian-highway/database
https://www.unescap.org/sites/default/files/6E_Final%20report_TARWG.pdf
https://unece.org/international-transport-infrastructure-observatory
https://unece.org/international-transport-infrastructure-observatory
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Transport modelling is a smart decision-making tool which allows for optimized 

transport planning (for transport infrastructure, operation, technologies, border 

infrastructure etc.). Transport modelling can simulate various scenarios and make 

suggestions for optimal investments and best options for running of transport 

operations along transport networks. It can also facilitate setting up development 

priorities as well as testing new routes, services, charging schemes and solutions.  

For purposes of modelling all data regarding key features of transport networks and 

their performance should be available in digital form. Basic data needed for freight 

transportation model development include transport networks graph (GIS) with basic 

features (e.g., transportation speed); historic trade data; historic data for the 

transportation network by routes; transportation tariffs etc. Transport modeling is 

using objective mathematical formula and modern technologies such as self-learning 

(machine learning) algorithms. Many subjective factors including political risks and 

other constraints have to be considered within models as well. More comprehensive 

transportation models are taking in account potential effects from changes of 

economic conditions and trade (macroeconomic) forecasts. The quality of 

transportation modelling and the accuracy of the forecasts depend on the level of 

detail and quality of available data.87  

Traffic management and traffic control systems are increasing the safety on road and 

railway transport networks and enhancing the efficiency of transport infrastructure. 

Advanced traffic management is based on digitalization and new communication 

technologies. In railway transport advanced railway traffic management systems 

could efficiently manage train control system (e.g., signaling, automatic train 

protection, automatic breaking, and speed control). 

Existing railway traffic management solutions are locating the trains along fixed 

blocks of railway network and use standardized trackside transponders (balises) as 

well as communication of variable data provided between the radio block centers 

(RBC) and GSM-R equipment/on-board data radios. Future railway mobile 

communication systems (FRMCS) are being developed with technologies that have 

wider data transfer capacities (5G, Wi-Fi, SatComm). Those new communication 

systems are being combined with global navigation satellite systems (GNSS) (e.g., 

GPS, Galileo, BeiDou); use of multi-sensor positioning systems; and innovative 

systems for autonomous train-tail localization and detection on train interruption. 

The new technologies enable development of advanced railway traffic management 

solutions where the trains can continually monitor their own position and each train is 

considered as a moving block. The concept of virtual coupling is also being explored 

that requires to have operational vehicle to vehicle communication to exchange 

information on speed, acceleration and position and automatic train operation (ATO). 

 
87 For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network - F3. Railway 

Transport Modeling (p.82-90). Available at: https://www.unescap.org/kp/2021/smart-railway-solutions-trans-

asian-railway-network-times-covid-19-pandemic 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
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Advanced traffic management systems allow faster and automated exchange of 

information, faster railway operations, and more efficient use of the railway network 

and the rolling stock. Existing advanced traffic management systems already offer 

considerable benefits and provide significant advantages for increased speed and 

capacities of the railway networks. Research and developments regarding future 

advanced traffic management systems are promising, however they require more 

mature technological innovations and significant investment. Therefore, their 

implementation could be considered as a long-term goal for the railways of future.88 

Well organized maintenance of transport infrastructure is not only increasing road and 

railway transport safety but can also enhance the efficiency of transport networks by 

allowing higher travel speed with elevated traffic capacity. Modern condition-based 

maintenance is governed by monitoring of the conditions of transport infrastructure. 

Smart maintenance in railway transport includes monitoring the condition of 

locomotives and wagons in addition to the conditions of railway infrastructure.  

Predictive maintenance goes a step further and provides a forecast on future condition 

of a transport components using advance analytics with real-time conditions data, 

historical data, and future usage estimation. Thus, the system is able to make a failure 

prediction with optimal timing for maintenance (e.g., using artificial intelligence and 

machine learning). Condition-based and predictive maintenance depend on data for 

monitoring conditions of transport components (e.g., sensors and scanning 

technologies) and optimization of maintenance operations. Condition-based 

maintenance and predictive maintenance systems could reduce disruptions in 

transport infrastructure and maintenance cost.  

Railway companies in several countries in Europe and Asia have been working on 

development of conditions-based and predictive maintenance solutions (e.g., French 

railway (SNCF), German railway (DB), Swiss railway (SBB), Japan railway etc.). 89
 

Inspection and monitoring of railway infrastructure could be done by using aerial 

drones (e.g., as implemented in Australia). Use of aerial drones could be a cost-

effective way to maintain national networks and to create significant safety and 

efficiency benefits as well as possibilities for rapid emergency responses.90
 

 

 

 
88 For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network - A2. 

Advanced traffic management system solution (p.43-48). Available at: https://www.unescap.org/kp/2021/smart-

railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 

89 For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network – B. Smart 

Railway Maintenance (p.49-52). Available at: https://www.unescap.org/kp/2021/smart-railway-solutions-trans-

asian-railway-network-times-covid-19-pandemic 

90 For more details see ESCAP, 2019, Inspection and monitoring of railway infrastructure using aerial drones: 

https://www.unescap.org/sites/default/files/TARWG_4E_Inspection%20and%20monitoring.pdf 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
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https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/sites/default/files/TARWG_4E_Inspection%20and%20monitoring.pdf
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D. Establishing dry ports and improvement of intermodal facilities 

Transit transport connectivity of LLDCs could be improved if efficient intermodal 

facilities are established along the transit corridors. Dry ports located at inland 

locations where two or more modes of transport are connected could offer such 

intermodal capacities. The intermodal facilities at dry ports should enable efficient 

transfer from one mode of transport to another along with other traditional dry-port 

operations (e.g., handling, storage, regulatory inspections, and Customs formalities).  

The Intergovernmental Agreement on Dry Ports identifies existing and potential dry 

ports in ESCAP region as a basis for coordinated development of important nodes in 

an international integrated intermodal transport and logistics system. The 

Intergovernmental Agreement also lays down the guiding principles for the 

development and operation of dry ports regarding dry port functions; institutional, 

administrative, and regulatory framework; design layout, and capacity; and 

infrastructure, equipment, and facilities.91 Examples of recent activities with regard 

infrastructure development in ESCAP LLDCs have been presented above in part 3.2 

in this document (Actions and specific objectives identified the VPoA priority 2). 

ESCAP Regional framework for the planning, design, development, and operation of 

dry ports of international importance proposes targets to be set when designing or 

operating dry ports of international importance, as well as process to follow while 

addressing identified issues regarding efficiency of dry ports. Those targets include: 

▪ dry port location - within or close to cargo sources and trade generating 

centers, with short haul road transport services (for distances of less than 300 

kilometers) and accessible by rail (for distances over 300 kilometers). The dry 

port location may contribute to extension of the reach between existing 

seaports and hinterland locations in LLDCs;  

▪ transport infrastructure linkages – with improved railway access close to 

container stacks to reduce multiple handling of containers; with railway 

infrastructure that allows receipt and dispatch of full-length container trains 

(without for re-configuring of trains); with adequate road linkages; and 

adequate road infrastructure that ensures smooth flow of vehicles operating 

within and entering and exiting the dry ports; 

▪ dry port facilities and equipment – secure and sufficient facilities and 

equipment for handling different types of traffic including: loading/unloading 

areas equipped with reach-stacker system and portal crane systems (rubber-

tired gantry cranes (RTGs) or rail mounted gantry cranes (RMGs);  container 

yard (CY) to receive/dispatch and store containers by road and rail; container 

freight station (CFS) for loading/unlading container cargo; Customs inspection 

are and warehouse for storage of different types of cargo; 

 
91 Intergovernmental Agreement on Dry Ports (Annex II). Available at: 

https://www.unescap.org/sites/default/d8files/Intergovernmental%20Agreement%20on%20Dry%20Ports_English.pdf 
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▪ automation and use of terminal management IT systems – for real-time 

tracking of containers and cargo and use of computerized container yard 

management systems to increase the efficiency of dry port operations. 

Optimization of dry port operations could be supported by smart solutions 

based on automation in similar manner as elaborated above for port 

automation (in part A of this Chapter). Automation of ports may include use 

of intelligent gate systems and automation of loading/unloading, including 

stacking, storing, transporting the cargo/containers at and between terminals, 

and facilitation of container transshipment. For railway transport train 

formation and marshaling could be automated that may include automatic 

wagon coupling.92 Terminal management IT systems could be considered as a 

part of overall architecture of logistics information systems.93 

▪ use of dry ports as points of origin and destination in international transport, 

with formal coding of dry ports of international significance (e.g., under 

UN/LOCODE system) and incorporation of dry ports into international 

transport documents (e.g., FIATA Multimodal Bill of Lading, SMGS/CIM-

SMGS railway consignment note, CMR road transport consignment note); 

▪ facilitation of Customs clearance at dry ports (e.g., full authority and 

availability for clearance at dry-ports; transfer of main clearance from border 

facilities to dry-ports, with only minimal intermediate border checks as may 

be necessary; integration of control processes from different control 

authorities, Single Window concept; pre-arrival processing and risk 

management); 

▪ policy initiatives to assist the development and establishment of dry ports 

(e.g., coordination between authorities and cooperation with private sector, 

taxation and financial measures (e.g., tax holidays or waivers), incentives for 

provision of low-cost land, other investment incentives, establishing priorities, 

incorporation of dry ports in polices for support of export processing, free 

trade zones, etc.); 

▪ available options for development financing and operations of dry ports (e.g., 

financing by public sector and outsourcing of operation through a management 

contract with the private sector; private sector financing and operation; public 

private partnership (PPP) variants).94 

 
92  For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network - A1. 

Automation of railway terminals (p.37-43). Available at: https://www.unescap.org/kp/2021/smart-railway-

solutions-trans-asian-railway-network-times-covid-19-pandemic 

93 For more details see ESCAP, 2016, Standard Model of Logistics Information Systems. Available at: 

https://www.unescap.org/resources/standard-model-logistics-information-system and ESCAP, 2021, Training 

Manual on Logistics Information System. Available at: https://www.unescap.org/kp/2021/training-manual-

logistics-information-system 

94
 ESCAP, 2017, Regional framework for the planning, design, development and operation of dry ports of 

international importance. Available at: 

https://www.unescap.org/sites/default/files/Regional%20Framework%20for%20upload%20V1_0.pdf 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/resources/standard-model-logistics-information-system
https://www.unescap.org/kp/2021/training-manual-logistics-information-system
https://www.unescap.org/kp/2021/training-manual-logistics-information-system
https://www.unescap.org/sites/default/files/Regional%20Framework%20for%20upload%20V1_0.pdf
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ESCAP has identified, seven core elements that need to be present for a strong 

institutional basis on dry ports: (a) being Party to the Intergovernmental Agreement 

on Dry Ports; (b) developing a relevant national masterplan; (c) designating a lead 

decision- making entity; (d) establishing a multi-agency coordination mechanism at 

the policy level; (e) institutionalizing coordination across mode-specific authorities in 

defining infrastructure and/or investment plans; (f) defining a role and involvement of 

the private sector in the policy consultation process; and (g) providing a clear, stable 

and enforceable legal and regulatory framework on public-private partnerships that 

would enable or facilitate private-sector financing and investment in facilities.95 

 

E. Customs transit regime 

Customs transit is one of the cornerstones for efficient connectivity of LLDCs. 

Customs transit is a major trade and transport facilitation regime, designed to avoid 

time-consuming Customs formalities as goods are allowed to be transported under 

temporary suspension of Customs duties, taxes and commercial policy measures that 

are normally applicable at import of goods. Customs transit procedures may cover all 

modes of transport (road, rail, inland waterway, air or sea). 

A distinction should be made between the term ‘transit’ from strictly transport 

perspective and the term ‘Customs transit’ from Customs perspective, where the term 

‘transit’ has much broader meaning. From strictly transport perspective the term 

‘transit’ is defined as a passage through the transit country where the journey starts 

and ends outside the country and the journey through the transit country is only 

portion of the entire journey.96 The term ‘Customs transit’ in accordance with the 

definitions and standards stipulated in the Revised Kyoto Convention (RKC) of 

World Customs Organization (WCO) can include outward movement of goods in the 

country of departure and inward movement of goods in the country of destination in 

addition to the through transit.  

Table 17: Selected WCO definitions and standards on Customs transit 

WCO RKC Specific Annex E, 
Chapter 1, E4 - definition 

“Customs transit” means Customs procedure under which goods are 

transported under Customs control from one Customs office to another 

WCO RKC Specific Annex E, 
Chapter 1, Standard 2 

The Customs shall allow goods to be transported under Customs transit 
in their territory: 
(a) from an office of entry to an office of exit; 
(b) from an office of entry to an inland Customs office; (inward) 
(c) from an inland Customs office to an office of exit; and (outward) 
(d) from one inland Customs office to another inland Customs office. 

 
95 ESCAP, 2019, Review of Sustainable Transport Connectivity in Asia and The Pacific 2019: Addressing the 

Challenges for Freight Transport (p.52). Available at: https://www.unescap.org/publications/review-sustainable-

transport-connectivity-asia-and-pacific-addressing-challenges 

96 Similar definitions are given at several international conventions such as: Conversation and Statute on Freedom 

of Transit (1921), GATT 1994/WTO, Convention on Transit Trade of Landlocked states (1965), UN Convention 

on the Law of the Sea (1982) 

https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-challenges
https://www.unescap.org/publications/review-sustainable-transport-connectivity-asia-and-pacific-addressing-challenges
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Inland locations in departure/destination country where the outward and inward 

Customs transit procedures could start or end include dry ports, free zones, airports, 

river ports, and premises of authorized consignors / consignees if simplified Customs 

transit procedures are granted. 

Figure 25: Types of transit 

 
Source: ARISE Plus 

Another distinction should be made between national (or union) Customs transit and 

international Customs transit. National (or union) Customs transit is applicable in a 

Customs territory of a single country or in a single Customs territory established on 

territories of several countries joined in a union (e.g., European Union (EU) or 

Eurasian Economic Union (EAEU)). National Customs transits are regulated by 

Customs transit regulations of each country concerned, while union Customs transit is 

regulated by Union legal acts. Internationally traded and transported goods moved 

to/from LLDCs through transit countries could be cleared by series of consecutive 

national Customs transit procedures or if applicable it could be cleared by 

international Custom transit procedures established by international arrangements 

(e.g., European Convention on Common Transit, TIR Convention, AFAFGIT ACTS, 

GMS-CBTA etc.) 

Presently there is a diversity of fundamental understanding of the term Customs 

transit among many countries in ESCAP region. The WCO Revised Kyoto 

Convention (RKC) (Specific Annex E) along with many other WCO instruments 

supports harmonization of Customs transit procedures and advocates best practices.97 

 
97 WCO, ‘International Convention on the Simplification and Harmonization of Customs Procedures, as amended, 

(Revised Kyoto Convention), Specific Annex E: Chapter 1 – Customs Transit, Available at: 

http://www.wcoomd.org/en/topics/facilitation/instrument-and-

tools/conventions/pf_revised_kyoto_conv/kyoto_new/spane.aspx 

WCO, 2014, Transit Handbook. Available at: http://www.wcoomd.org/en/topics/facilitation/instrument-and-

tools/tools/transit-handbook.aspx 

WCO, 2017, Transit Guidelines. Available at: http://www.wcoomd.org/en/topics/facilitation/instrument-and-

tools/tools/transit-guidelines.aspx 

WCO, 2020 Compendium Best practices in the area of Transit. Available at: http://www.wcoomd.org/-

/media/wco/public/global/pdf/topics/facilitation/instruments-and-tools/tools/transit/transit-

compendium_2020_en.pdf 

http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/conventions/pf_revised_kyoto_conv/kyoto_new/spane.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/conventions/pf_revised_kyoto_conv/kyoto_new/spane.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/transit-handbook.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/transit-handbook.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/transit-guidelines.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/transit-guidelines.aspx
http://www.wcoomd.org/-/media/wco/public/global/pdf/topics/facilitation/instruments-and-tools/tools/transit/transit-compendium_2020_en.pdf
http://www.wcoomd.org/-/media/wco/public/global/pdf/topics/facilitation/instruments-and-tools/tools/transit/transit-compendium_2020_en.pdf
http://www.wcoomd.org/-/media/wco/public/global/pdf/topics/facilitation/instruments-and-tools/tools/transit/transit-compendium_2020_en.pdf
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The WCO RKC (Specific Annex E) recommends developing common principles and 

practices and outlines the technical details on implementation of transit procedures for 

both national and international Customs transit procedures. The stipulated standards 

and recommendations include: formalities at the customs office of departure, en-route 

and at customs office of destination where the customs transit should be terminated; 

goods declaration for transit and identification of consignments; customs seals 

including provisions for sealing and minimum requirements; security (guarantee 

system) for potential claims of customs duties and taxes; responsibility of persons 

included in customs transit procedures; and simplified procedures. 

The national legislation on Customs transit among ESCAP members are not 

necessarily fully harmonized with the WCO Customs transit standards and 

recommendations. We should note that note not all ESCAP LLDCs are members of 

WCO RKC (that includes Afghanistan and Kyrgyzstan); not all ESCAP LLDCs and 

transit countries that are members of WCO RKC have accepted Specific Annex E on 

Customs Transit; and even among the parties which have accepted Specific Annex E 

there are significant implementing discrepancies. The international Customs transit 

systems (such as TIR System) are not applicable in all ESCAP LLDCs. Some of the 

international Customs transit systems (e.g., AFAFGIT ACTS and GMS CBTA) are 

still not integrated well within national Customs systems of the countries concerned. 

In ESCAP region there is an absence of an international Customs transit arrangement 

for railway transport. 

Lack of harmonization regarding national Customs transit procedures and lack of 

international Customs transit procedures could burden movement of goods in 

international transport because different countries may implement Customs transit 

procedures in different manner and may require different documents. Fragmented 

national Customs procedures in the countries involved means that repetitive 

administrative and control actions will be required (e.g., to create and resubmit 

separate national Customs declaration in each of the countries involved, to check and 

reseal shipping containers / transport means with national Customs seals of each 

country where the cargo is passing, to issue multiple authorizations etc.). 

ESCAP LLDCs and their transit countries should be encouraged to harmonize 

national Customs transit procedures among themselves as far as possible, to join and 

use international Customs transit arrangements and to harmonize their national 

Customs transit procedures with applicable international Customs transit procedures 

based on WCO standards, recommendations, and worldwide best practices. Such 

harmonization should include definition and scope of Customs transit; form and data 

elements of Customs transit declaration; security for potential Customs debt; 

simplified procedures. Introduction of paperless Customs transit system is one of the 

key emerging practices for addressing the challenges of current Customs transit 

regimes. Existing Customs transit legal regimes are analyzed in detail in Chapter 5 of 

this document. 
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F. Harmonization and facilitation of border crossing operations 

Facilitation of border crossing operations depends on multiple factors that include: 

▪ reduction or even elimination of the need for transloading from one transport 

means to another and re-consignment from one transport document to another 

at border crossings (e.g., with use of CIM/SMGS railway consignment note) 

(as discussed in part B of this chapter); 

▪ improvement of physical infrastructure at border crossings (as briefly noted in 

part C of this chapter); 

▪ availability of Customs transit regime (as elaborated in part E of this chapter); 

▪ harmonized and simplified formalities and procedures, with well-organized 

coordination between participants in border crossing formalities and border 

crossing control agencies as outlined in this part. 

Insufficiently harmonized Customs clearance and other border crossing formalities 

cause border crossing delays and increase transport related costs. Multiple initiatives 

of United Nations (UN), World Trade Organization (WTO), and World Customs 

Organization (WCO) are supporting harmonization and facilitation of border and 

Customs procedures in endeavor to make management of border crossing operations 

more efficient. Overview of participation of ESCAP LLDCs and their transit 

countries to the main international arrangements relevant for harmonization and 

facilitation of border crossing operations is given in Annex 2 of this document (e.g., 

International Convention on the Harmonization of Frontier Control of goods (1982), 

International Convention on the Simplification and Harmonization of Customs 

Procedures (Revised Kyoto Convention) (1999), WTO Agreement on Trade 

Facilitation (2013) etc.) 

Multiple issues are recognized and addressed with the initiatives for harmonization 

and facilitation of border crossing operations including: 

▪ digitalization and application of information technologies for transport, 

Customs and other border formalities;  

▪ electronic information exchange among participants and control authorities 

involved in border crossing operations;  

▪ submission of advance electronic information and risk management by 

Customs and other border control agencies;  

▪ automation and use of new technologies for border crossing operations related 

to transport, Customs and other regulatory controls;  

▪ electronic tracking of transport movements across borders;  

▪ coordinated border management, single window facilities and single stop 

inspections;  
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▪ transfer of main Customs and other regulatory controls from borders to inland 

locations and simplifications for authorized economic operators. 

Application of efficient information and communication technologies is a core part in 

border crossing facilitation on national or international level. Digitalization of 

transport documents could contribute to replacement of presently dominant use of 

paper-based transport documents, with their paperless electronic counterparts (e.g., 

electronic e-CMR in road transport and e-CIM/SMGS in railway transport). Customs 

documents processed at border crossings are also being digitalized and use of 

paperless Customs declarations is becoming a norm for many Customs authorities. 

Digitalization is also taking place with different types of permits, certificates, and 

authorizations, issued by various government agencies, and checking of those 

electronic documents at the border crossings could be organized much more 

efficiently.     

Despite the trend of digitalization and employment of state-of-the-art ICT systems, at 

many border crossings in ESCAP region paper documents are still required. In some 

countries dual systems are applicable with request to regularly submit paper-based 

documents (e.g., Customs declarations) in addition to the electronic data.   

Paperless processing of transport, Customs and other regulatory documents could 

significantly increase efficiency of border crossing operations with reduction of the 

time-consuming paperwork, automation of processing/controls, and decrease in idle 

time, which results in reduction of administrative burden and lower transaction costs. 

The process of digitalization offers an opportunity to harmonize data requirements, to 

reengineer the border crossing business processes and simplify existing complex 

procedures. If such exercise is successfully concluded the number of paper-based 

documents at border crossing operations could be drastically reduced.  

The ICT systems for paperless processing usually operate on agency level (e.g., 

Railways, Customs, etc.) within the country. For example, automated railways 

systems and automated Customs clearance systems and their components may 

substantially differ from country to country. The separate and heterogenous railways 

and Customs systems in ESCAP region in general do not support regional level 

processing and usually do not provide any visibility beyond the borders of one 

country. Higher level of harmonization of data elements is required to establish 

compatibility for cross border electronic information exchange. ICT systems that 

support bilateral, sub-regional or regional processing are available to some extent 

(e.g., based on railways-to-railways electronic information exchange in railway 

transport; and for road transport based on exchange of Customs transit data for 

support of TIR System; or electronic messages for ACTS). However, integration of 

those international electronic interactions within the national ICT systems remains to 

be challenging if high level of interoperability between international and national ICT 

systems is not provided.  
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Railways to railways electronic exchange of information (e.g., advance information 

on consignment note; estimated time of arrival; list of the wagons to be handed over 

to the next railways) increases efficiency of railway border crossings processes. 

Advanced Railway automated information systems support efficient organization of 

railway transport and provide a communication interface between railways and their 

clients, business partners and other railways undertakings. Electronic information 

exchange between railways minimizes inefficient manual data input at border-

crossings and streamlines border crossing operations.98  

The INTERTRAN project initiated by Russian Railways (RZD) in 2017 and 

supported by international organizations such as UIC, OSJD, International 

Coordinating Council on Trans-Eurasian Transportation (CCTT) and ESCAP builds 

on information technology for seamless rail-based intermodal transport services. The 

implementation of INTERTRAN project has shown that with electronic information 

exchange and use of paperless technology in cooperation between the customers, 

carriers (sea and rail), regulators (e.g., Customs) and port authorities, the international 

intermodal transportation could be more efficient and the time for cargo handling 

could be reduced.99 

Completion of regulatory formalities at border crossings requires information and 

transport related documents to be exchanged among transporters, forwarders, 

Customs agents, and control agencies (e.g., Customs and other government agencies 

such as border security guards, immigration, sanitary and phytosanitary, veterinary 

and food safety agencies). Providing those information and documents in advance and 

in electronic format, would result in much more efficient organization of border 

crossing regulatory formalities. The benefits of electronic information exchange 

among the concerned stakeholders (e.g., road transport operators, railways) and 

control agencies (e.g., Customs) cannot be fully harnessed without harmonization in a 

larger context along international railway corridors. If such harmonization exists 

necessary data elements could be re-used without a need to resubmit new documents 

at each border crossing (e.g., by using e-TIR, electronic ACTS Customs transit 

declaration in road transport or e-CIM/SMGS in railway transport) as a single 

Customs document along entire international transport operation.100  

 
98 For more details in railway transport see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway 

Network - D1. Electronic information/data exchange for facilitation of border crossing by rail (Railway to railway 

electronic data interchange) (p.56-58). Available at: https://www.unescap.org/kp/2021/smart-railway-solutions-

trans-asian-railway-network-times-covid-19-pandemic 

99 For more details see ESCAP, 2020, Learning Materials on Railway Transport (Case Study: Electronic 

information exchange between railways and Customs in Russian Federation and INTERTRAN Project (p.46-52)). 

Available at: https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf 

100 For more details in railway transport see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway 

Network - D1. Electronic information/data exchange for facilitation of border crossing by rail (Electronic 

information exchange between railways and control authorities) (p.59-60). Available at: 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
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Pre-arrival information submitted in electronic form by the stakeholders concerned 

(e.g., road transport operators, railways) to the Customs and other control authorities 

enables risk assessment before arrival of the goods at the border crossing. With 

advance cargo information and application of risk management Customs and other 

control authorities could select cargo shipments in different categories, for different 

type of processing at border crossings. Only limited consignments should be selected 

for detailed documentary or physical controls to adequately address security and fraud 

threats to safety and revenue losses, while the movement across borders for majority 

of consignments considered as low-risk cargo could be facilitated. Control authorities 

should define appropriate risk indicators and increase intelligence gathering capacities 

for better targeting of controls.101 

Use of new technologies and automation at border crossings could improve control 

capacities and facilitate movement across borders. Such technologies may include 

electronic queuing systems and fast tracks, automated remote-control systems (e.g., 

vehicle registration plates readers, sensors for measuring dimensions etc.) for road 

transport.102 New technologies could be employed in railway transport as well, such 

as systems for dynamic and automated inspections while the train is moving. That 

may include railway electronic dynamic weighing scales and multifunctional 

intelligent gate systems with a range of components (e.g., cameras and optical 

character readers for identification of wagon/container numbers; laser and thermal 

scanners; RFID and various sensor technologies). The new technologies for non-

intrusive inspections (NII) (e.g., dynamic X-ray scanners), make it possible to 

organize Customs and other controls with less or without disruption of border 

crossing processes, since opening of containers for control purposes, or other manual 

engagement in general will not be required.103  

The systems for electronic tracking with electronic seals (e-seals) make possible to 

have real time monitoring of road and railway transport movements. The systems for 

electronic tracking are using technologies such as satellite positioning systems, 

cellular communication systems, radio frequency identification (RFID) enabled e-

seals, advanced web-based software, and computer networks. The use of electronic 

tracking with e-seals could support facilitation of border crossing formalities because 

such systems are better addressing the security concerns of the control authorities. 

 
101 For more details on risk management see WCO, SAFE Framework of Standards to Secure and Facilitate 

Global Trade. Available at: http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/frameworks-of-

standards/safe_package.aspx and WCO, Customs Risk Management Compendium. Available at: 

http://www.wcoomd.org/en/Topics/Facilitation/Instrument%20and%20Tools/Tools/Risk%20Management%20Co

mpendium 

102 For more details see ESCAP, 2020, Smart connectivity along Asian Highway network in the time of COVID- 

19. Available at: https://www.unescap.org/resources/seamless-and-smart-connectivity-along-asian-highway-

network-time-covid-19 

103 For more details in railway transport see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway 

Network – D2. Use of new technologies for efficient and secure border crossing by rail (p.60-62). Available at: 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 

http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/frameworks-of-standards/safe_package.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/frameworks-of-standards/safe_package.aspx
http://www.wcoomd.org/en/Topics/Facilitation/Instrument%20and%20Tools/Tools/Risk%20Management%20Compendium
http://www.wcoomd.org/en/Topics/Facilitation/Instrument%20and%20Tools/Tools/Risk%20Management%20Compendium
https://www.unescap.org/resources/seamless-and-smart-connectivity-along-asian-highway-network-time-covid-19
https://www.unescap.org/resources/seamless-and-smart-connectivity-along-asian-highway-network-time-covid-19
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
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The use of electronic tracking system is gaining in popularity around the world and 

one of the recent examples in ESCAP LLDCs is introduction of Electronic Cargo 

Tracking System (ECTS) between India and Nepal, which was based on the concept 

of ESCAP Secure Cross Border Transport Model.104,105  

Coordination of border management increases efficiency of the border control 

authorities with endeavor to streamline trade and transport flows while maintaining a 

balance with compliance of regulatory requirements. The coordination among border 

control agencies could be organized on national level within the country or on cross 

border international level. One of the key elements of coordinated border 

management is development of single window facilities. Single window facilities 

allow to the parties involved in trade and transport to lodge standardized information 

and documents, mainly electronic, with a single-entry point to fulfill all import, 

export, and transit-related regulatory requirements. Development of Single window 

facilities is supported by UN (e.g. ECE, UN/CEFACT, 2005, Recommendation 33 - 

Recommendation and Guidelines on establishing a Single window), WCO (e.g. WCO 

Single Window Compendium on How to Build a Single Window Environment)106 and 

WTO (e.g. Trade Facilitation Agreement database on operation of the single 

window). 107  All ESCAP LLDCs are implementing single window development 

projects ranging from fully operational to early stages of development with various 

scope of coverage. The use of Single window facilitates border crossing formalities 

contributes to decreased border crossing time.108 

Expanding national single window facilities could be considered by linking 

information systems of relevant stakeholders in border crossing processes (e.g., 

railways, terminal operators) in order to improve coordination and streamline border 

crossing formalities. More comprehensive single windows solutions may include all 

modes of transport and additionally it could be linked/ integrated with digital logistics 

platforms that cover business-to-business (B2B) transport related information 

exchange. Joint border controls organized in coordination of border agencies of one 

country and single stop inspections at joint border crossings in coordination of border 

agencies of both neighboring countries are additional solutions that can facilitate 

 
104 For more details in railway transport see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway 

Network – D2. Use of new technologies for efficient and secure border crossing by rail (Electronic tracking for 

secure border crossing) (p.62-64). Available at: https://www.unescap.org/kp/2021/smart-railway-solutions-trans-

asian-railway-network-times-covid-19-pandemic 
105 ESCAP, 2012, Secure Cross-border Transport Model https://www.unescap.org/resources/secure-cross-border-

transport-model 
106 WCO website: Building Single Window Environment (SWE) Recourse material. Available at: 

http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/single-window-guidelines.aspx 

107 WTO, TFA Database available at: https://tfadatabase.org/information-for-traders/operation-of-the-single-

window 

108
 UN-OHRLLS, 2021, Global Report on Improving Transport Connectivity for LLDCs and Building of 

Resilient Transport Infrastructure to Support Accelerated Progress Towards the SDGs (p.73). Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.unescap.org/resources/secure-cross-border-transport-model
https://www.unescap.org/resources/secure-cross-border-transport-model
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/single-window-guidelines.aspx
https://tfadatabase.org/information-for-traders/operation-of-the-single-window
https://tfadatabase.org/information-for-traders/operation-of-the-single-window
https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf
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border crossing formalities.109 For example, Vietnam and Lao PDR launched fully 

operational single stop inspection (SSI) joint border crossing at Lao Bao (VN) – 

Dansavanh (LA) in 2015. The SSI enables conducting joint and near- simultaneous 

physical inspections at the country of entry by the competent authorities (Customs 

and other government agencies) of both exit and entry country and eliminates the 

need for stopping the movement at the checkpoint of the country of exit. 

Transport operations for LLDCs in general start and end at inland locations such as 

major population, commercial and production centers (unless they are actually located 

at their borders). Customs transit regime (as elaborated in part D above) is an 

instrument that enables facilitated regulatory processing at the border crossings in 

departure, transit, and destination country while the full import and export clearance 

is transferred to inland locations determined by Customs and other regulatory 

agencies. Greatest facilitation of trade and transport could happen if there is full 

alignment of transport operations and regulatory clearance, with minimal disruption at 

border crossings and without any needs for diversion of movements and time-

consuming formalities for full import / export clearance. Simplified Customs transit 

procedures for authorized consignors and authorized consignees as recommended in 

WCO instruments are offering such high level of facilitation.110 The alignment of 

transport operations and Customs formalities and simplifications for authorized 

operators enable transfer of main Customs and other regulatory controls from borders 

to inland locations. 

With simplified Customs transit procedure for authorized consignors the goods are no 

longer presented at Customs office of departure. Authorized consignor exchanges 

electronic of messages with Customs, and within limited agreed timeslot (e.g., 15-30 

minutes) the Customs may decide to control the goods located at the premises of 

authorized consignor. Subsequently, the authorized consignor prints transit 

accompanying documents and seal the consignment himself without any physical 

interaction with Customs. In similar manner the simplified Customs transit procedure 

for authorized consignees allows for goods not to be physically presented to the 

Customs office of destination. Once the authorized consignee informs the Customs 

with an electronic message that the goods have arrived directly at his premises, the 

Customs based on risk analysis will decide within agreed timeslot (e.g., 15-30 

minutes) whether the consignment is selected for control or not. Subsequently the 

Customs seals could be removed, and goods could be unloaded without physical 

interaction with Customs. At the border crossing only minimal checks of the integrity 

of the seal may be required, without production of any new Customs documents 

(provided that a regional Customs transit system is implemented).  

 
109 For more details in railway transport see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway 

Network – D4 Joint border controls (p. 67-69) and D5 Single stop joint border crossing (p.69-70). Available at: 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 
110 More details on Authorized Consignor and Authorized Consignee simplifications are available in WCO 

Revised Kyoto Convention Specific Annex E, WCO (2014) Transit Handbook, WCO (2017) Transit Guidelines 

and WCO (2020) Compendium: Best practices in the area of Transit (available at http://www.wcoomd.org) 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
http://www.wcoomd.org/
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G. Corridor Management 

The countries in the region have their own strategies in endeavor to address the 

numerous challenges in transport connectivity. We have identified many potential 

solutions for some of the challenges (e.g., improvement of transport infrastructure, 

Customs transit regime, digitalization and automation, electronic information 

exchange, use of new technologies, joint border controls etc.). Despite the differences 

that have to be acknowledged, it is necessary to achieve certain level of 

harmonization and interoperability along international transport corridors in order to 

facilitate movements across the borders. 

All stakeholders have to be involved in the coordination for harmonization and 

increasing the interoperability along transport corridors, including transport and 

regulatory authorities (e.g., Customs), ports and dry ports operators, transporters (e.g. 

railways and road transport carriers), forwarding agents etc. Since the coordination 

among several countries and among different stakeholders is very challenging 

endeavor, specific arrangements have been developed along many international 

corridors that establish formal corridor management mechanisms as a joint 

management structure agreed amongst the countries and stakeholders that share a 

common interest on specific key corridors. 

Key Elements of 

International Corridor Arrangements: 
Corridor Management Functions: 

・Common objectives (e.g., cooperation and 

coordination, facilitation, competitiveness) 

・Legal framework (e.g., bilateral/ multilateral/ 

international agreements, MoUs, protocols)  

・Institutional framework and governance structure of 

corridor management mechanism (e.g., Ministerial 
meeting; Steering committee/Management board; 
Advisory/Expert groups; Secretariat)  

・Responsibilities of different stakeholders involved in 

the corridor management mechanism (e.g., 
composition, frequency of meetings, functions, 
planning, reporting, and implementation 
responsibilities) 

・Coordination of planning, financing, and 

development of transport infrastructure 

・Consultation, identification, and resolution of corridor 

bottlenecks 

・Enhancing legal interoperability and initiating 

regulatory reforms 

・Enhancing technical interoperability and 

implementation of efficient mitigation solutions 

・Enhancing of transport operational interoperability 

・Harmonization and facilitation of border crossing 

Customs and other regulatory procedures 

・Corridor performance monitoring (transport, logistics, 

regulatory procedures monitoring)  

・Stakeholder coordination, outreach activities and 

promotion of corridor use 

・ Capacity building (e.g., training, technical 

assistance, and studies) 

 

There are several different experiences in corridor management around the world 

(e.g., in North America, Europe and ESCAP region) that could be studied in search of 

good practices. The transport corridors in ESCAP region and corridor coordination 

are diverse and not necessarily formally structured or covered with a single corridor 

arrangement. The examples include: New Eurasian Land Bridge Economic Corridor 

(NELBEC); The Trans-Siberian Railway (TSR) supported by Coordinating Council 

on Trans-Eurasian Transportation (CCTT); China-Mongolia-Russian Federation 
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Economic Corridor (CMREC); Central Asia Regional Economic Cooperation 

(CAREC) corridors; Transport Corridor Europe-Caucasus-Asia (TRACECA); Trans-

Caspian International Transport Route (TITR) (Middle Corridor); International North-

South Transport Corridor (INSTC); ECO Transit Corridors; etc.111  

There is no one-size-fits-all solution for corridor management. The specific 

characteristics of each individual corridor have to be considered in development of 

efficient solution corridor coordination. However, we could argue that the 

management of an international transport corridor could be more efficient if it is 

based on clear, transparent, and more permanent structures agreed by the countries 

involved.112 

Figure 26: Concept of corridor management mechanism for railway transport 

 
Source: ESCAP, 2020, Learning materials on Railway Transport (Fig.9 p. 44). Available at: 

https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf 

Corridor performance monitoring has been identified as one of the key corridor 

management functions. Performance measurement and monitoring in the region is 

often fragmented, incomplete and not harmonized. Introducing harmonized 

performance measurement and monitoring mechanisms along intranational corridors 

is necessary in order to assess the existing situation, identify under-preforming areas, 

better plan and evaluate implemented activities and facilitation measures. Examples 

of tools and instruments for corridor performance monitoring include ADB supported 

CAREC Corridor Performance Measurement and Monitoring (CPMM) mechanism, 

WCO Time Release Study, UN ESCAP Time/Cost Distance methodology, UN 

ESCAP Cross-border Transport Performance Indicators.113 

 
111 For more details see ESCAP, 2019, Developing Coordination and Institutional Arrangements for the 

Management of Intermodal Transport Corridors in the ESCAP Region. Available at: 

https://www.unescap.org/sites/default/files/Finalized%20study%20report%20on%20intermodal%20corridors%20

December%202019%20%20.pdf and UN OHRLLS 2020, Effective transit transport corridor development and 

management. Available at: https://www.un.org/ohrlls/news/effective-transit-transport-corridor-development-and-

management-report-best-practices-2020 

112 For more details in railway transport see ESCAP, 2020, Learning materials on Railway Transport (Chapter 7 

Corridor management mechanism for railway transport p. 40-45). Available at: 

https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf 
113 For more details in railway transport see UN ESCAP, 2018, Study on Border Crossing Practices in 

International Railway Transport. (Chapter 4: Performance Measurement and Monitoring Mechanism p. 164 -175) 

Available at: https://www.unescap.org/sites/default/files/Study%20on%20Railway%20Border%20crossings%2046218.pdf 

https://www.unescap.org/sites/default/files/Finalized%20study%20report%20on%20intermodal%20corridors%20December%202019%20%20.pdf
https://www.unescap.org/sites/default/files/Finalized%20study%20report%20on%20intermodal%20corridors%20December%202019%20%20.pdf
https://www.un.org/ohrlls/news/effective-transit-transport-corridor-development-and-management-report-best-practices-2020
https://www.un.org/ohrlls/news/effective-transit-transport-corridor-development-and-management-report-best-practices-2020
https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf
https://www.unescap.org/sites/default/files/Study%20on%20Railway%20Border%20crossings%2046218.pdf
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H. Expanding investment and financing options 

Development of transport infrastructure and improvement of transport connectivity of 

LLDCs is complex and very demanding endeavor that requires significant financial 

resources. In addition to the traditional funding sources such as public budget and 

official development assistance, the LLDCs could consider innovative sources of 

financing such as public-private partnership, south-south and triangular cooperation, 

pension funds and insurance reserves, climate resilient (green) financing.114 

Funding of transport infrastructure investment and maintenance from national budget 

depends on public revenues (e.g., taxation) and different types of fees collected from 

transport infrastructure users (e.g. tools, vehicle registration fees, fuel surcharge, etc.). 

Due to budgetary constraints external funding is usually required for major transport 

investments. Major transport infrastructure projects are often financed from multiple 

sources which may include official development assistance (ODA). ODA is a 

dominant source of external funding for many LLDCs. Countries along international 

transport corridors should coordinate and potentially jointly approach for ODA. 

The ODA usually comes from international financing institutions and multilateral 

development banks (e.g., the World Bank International Development Association 

(IDA), Asian Development Bank (ADB), Islamic Development Bank (IsDB), etc.); 

national development banks; other development institutions. Bilateral/regional 

funding has been also exploited by LLDCs (e.g., funding and financing from United 

States, European Union, Japan, China etc.). For example, under the Chinese One Belt, 

One Road initiative the financing of approximately 6 billion USD for construction of 

recently finalized China – Lao PDR railway link has been shared between China and 

Lao PDR. Sixty per cent of the costs are funded through loan from Export-Import 

Bank of China, and the remaining forty per cent is funded through equity of a joint 

company with 30 per cent of Lao PDR and 70 per cent of Chinese ownership.115 

Investment in transport infrastructure may also include private sector involvement 

such as borrowing from commercial banks, foreign direct investments, and public-

private partnerships (PPP) that have both public and private equity. The PPPs are 

project delivery mechanism with financing component. With a PPP a concession 

could be given to a private company to finance a transport infrastructure project under 

build, operate, transfer (BOT) scheme. Other forms of PPP include Build-Own-

Operate-Transfer (BOOT), Lease-Rehabilitate-Operate-Transfer (LROT), Build-

Transfer-Lease (BTL) and Joint Ventures (JVs).  

 
114 For more details see: UN-OHRLLS, 2018, Financing Infrastructure in the Transport Sector in Landlocked 

Developing Countries: Trends, Challenges & Opportunities. Available at:  http://unohrlls.org/custom-

content/uploads/2018/09/LLDCs_Report_18_digital_Final.pdf and 

      UN-OHRLLS, 2021, Global Report on Improving Transport Connectivity for LLDCs and Building of 

Resilient Transport Infrastructure to Support Accelerated Progress Towards the SDGs (Chapter 5: Investment and 

Maintenance Funding for Transport Infrastructure  - pages 47 to 67) Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf 

115
 World Bank, 2020, Transforming Lao PDR from a Land-locked to a Land-linked Economy. 

https://www.worldbank.org/en/country/lao/publication/transforming-lao-pdr-from-a-land-locked-to-a-land-linked-economy 

http://unohrlls.org/custom-content/uploads/2018/09/LLDCs_Report_18_digital_Final.pdf
http://unohrlls.org/custom-content/uploads/2018/09/LLDCs_Report_18_digital_Final.pdf
https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf
https://www.worldbank.org/en/country/lao/publication/transforming-lao-pdr-from-a-land-locked-to-a-land-linked-economy
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Several factors are needed for development of enabling environment that could attract 

private sector investment in large transport infrastructure projects in LLDCs 

including: sound institutional framework for public-private partnership; capacity for 

running PPP projects (e.g. built on past experience with PPP); macroeconomic 

stability; developed financial market; regulatory and institutional quality. 116 

Infrastructure Financing and PPP Network of Asia and the Pacific and InfraPPPnet 

web portal provide a platform to exchange best practices, share experiences and 

knowledge products, and provide capacity-building support in this field.117 

Green bonds, sustainability bonds and green loans are financial instruments that have 

to be exclusively applied to finance eligible green projects, which may include 

investment in sustainable and resilient transport infrastructure. The criteria for railway 

transport projects usually provide automatic eligibility (e.g. for electric and zero direct 

emissions transport) or conditional eligibility based on mitigation requirements such 

as reduction of emissions and universal emission thresholds.118 Green financing is 

supported by bilateral and multilateral channels as well as by global multi-donor 

funds and platforms for climate funding such as Global Environment Facility (GEF), 

Adaptation Fund (AF) - Under the Kyoto Protocol and Green Climate Fund (GCF). 

Some of the ESCAP LLDCs have already participated in green projects and 

cooperation with climate funds should be further encouraged.119  

Strategies to optimize the funding and financing of transport infrastructure in LLDCs 

include: clear project objectives; minimized cost of projects based on optimization 

and corridor integration; selective approach on projects proposed (projects with high 

potential, projects that may attract private funding, projects with sound 

complementary policies etc.); prioritization of funding and financing sources (starting 

with domestic funding, than international private finance, followed by regional 

integration funds, and international financial institutions, multilateral development 

banks and bilateral sources, considering their strengths and weakness. All financing 

arrangements have to be made before starting project implementation.120  

 
116 ESCAP, 2018, Mobilizing finance for sustained, inclusive and sustainable economic growth (Five components 

of the PPP enabling environment, p.26) Available at: 

https://www.unescap.org/sites/default/files/Mobilizing%20Finance_0.pdf 

117 See InfraPPPnet web portal https://www.infrapppnet.org 

118 For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network – Smart 

Railway Investing: F1 Green bonds, sustainability bonds and green loans (p.74-80). Available at: 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 

119 For more details see UN-OHRLLS, 2021, Global Report on Improving Transport Connectivity for LLDCs and 

Building of Resilient Transport Infrastructure to Support Accelerated Progress Towards the SDGs (Chapter 5.3.4. 

Financing climate-resilient infrastructure (Climate Finance) (p.65-67)) Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf 

120 UN-OHRLLS, 2018, Financing Infrastructure in the Transport Sector in Landlocked Developing Countries: 

Trends, Challenges & Opportunities (p.57). Available at:  http://unohrlls.org/custom-

content/uploads/2018/09/LLDCs_Report_18_digital_Final.pdf 

https://www.unescap.org/sites/default/files/Mobilizing%20Finance_0.pdf
https://www.infrapppnet.org/
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf
http://unohrlls.org/custom-content/uploads/2018/09/LLDCs_Report_18_digital_Final.pdf
http://unohrlls.org/custom-content/uploads/2018/09/LLDCs_Report_18_digital_Final.pdf
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High level of transport infrastructure expertise and adequate project preparation is 

required for transport investments regardless of financing sources (e.g., from public or 

private sector, from domestic or foreign investors, from more traditional or innovative 

sources of financing). Transport demand analysis and forecasting with transport 

modeling (as briefly noted in part C above) are essential part of project preparation. 

Development of bankable projects that meet the criteria of financiers will increase 

chances to provide investment and successfully implement transport infrastructure 

projects according to the country needs. Number of factors in the country 

environment can influence bankability of a project including social, economic, 

financial, technical, political, legal, and administrative. In project preparation and 

planning phase all these factors should be assessed with feasibility and prefeasibility 

studies. Creating an enabling environment (e.g., investor friendly regulations, 

reforming relevant institutions, setting clear and commonly agreed policies, building 

capacity to support project) and adequate project preparation (e.g., feasibility studies, 

financial structure, third party risk allocation, and contract arrangement) are key 

elements for development of bankable projects.121  

In this chapter we have outlined wide range of key emerging global and regional 

practices that support facilitation of transit transport connectivity. Since there is no 

one-size-fits all solutions this chapter endeavors to structure main issues for transit 

transport connectivity in several clusters (A. Getaway ports in transit countries; B. 

Transit transport arrangements; C. Physical transport infrastructure; D. Dry ports and 

intermodal facilities; E. Customs transit regime; F. Border crossing operations; G. 

Corridor management, H. Funding and financing). For each of those clusters key 

emerging global and regional practices have been highlighted and numerous 

instruments and studies that elaborate among other practical examples have been 

indicated as a guidance where all those issues could be explored in more detail. Some 

of the practices discussed in general within this chapter (in particular with regard to 

Customs transit) will be elaborated in more detail in the next chapter through analysis 

of individual existing transit transport arrangements relevant for ESCAP LLDCs.  

 
121 For more details see UN-OHRLLS. 2020, Developing Bankable Transport Infrastructure Projects: Case 

Studies, Experiences and Learning Materials for Landlocked Developing Countries and Transit Countries. 

Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_develop_bankable_transport_infrastructure_project_

24sep1_0.pdf 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_develop_bankable_transport_infrastructure_project_24sep1_0.pdf
https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_develop_bankable_transport_infrastructure_project_24sep1_0.pdf
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5. Existing transit transport legal regimes pros and cons 

Multiple transit transport legal regimes exist in ESCAP region with distinctive 

characteristics regarding geographical coverage; mode of transport (e.g., specific only 

to road transport or general for different transport modes); types of permits and 

freedom of transit treatment; regulation of Customs transit (e.g., based on 

international Customs transit system or national Customs transit procedures); etc.  

Most of the Customs transit operations, in ESCAP region are fragmented, based on 

national legislation in each country concerned, and characterized with different 

Customs transit requirements (e.g., differences in type of customs transit declaration / 

customs documents; use of guarantee). TIR System offers harmonized international 

Customs transit system for road transport, while other international Customs transit 

systems in ESCAP region are sporadic and still not fully implemented. Harmonization 

of Customs transit procedures and use of international Customs transit system could 

facilitate transport connectivity for ESCAP LLDCs.     

Digitalization and use of simplified procedures for authorized operators is another 

distinctive characteristic of Customs transit systems with significant impact on 

facilitation of border crossing operations. Well-developed international Customs 

transit formalities could expedite border crossing processing, reduce costs and times 

for crossing the borders and thereby make international transport more competitive 

and more reliable.  

This chapter elaborates on existing transit transport regimes in ESCAP region, with a 

focus on embedded intranational Customs transit systems and highlights their main 

advantages and disadvantages. Following transit transport legal regimes are included 

in the analysis: 

▪ TIR System; 

▪ ASEAN Framework Agreement on Facilitation of Goods in Transit 

(AFAFGIT) and ASEAN Customs Transit System (ACTS); 

▪ Great Mekong Sub-region (GMS) Cross-border Transport Agreement 

(CBTA); 

▪ Eurasian Economic Union (EAEU) Customs Transit; 

▪ European Convention on Common Transit; 

▪ Other transit transport regimes:  

o Economic Cooperation Organization (ECO) Transit Transport 

Framework Agreement (TTFA), 

o Motor Vehicle Agreement for the regulation of passenger, personal 

and cargo vehicular traffic between Bangladesh, Bhutan, India, and 

Nepal (BBIN MVA), 

o TRACECA. 

 



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 105 

A. TIR System 

Scope and general concept 

The Customs Convention on the International Transport of Goods under Cover of TIR 

Carnets (TIR Convention, 1975) establishes a legal background for TIR Customs 

transit system.122 TIR system has large geographical coverage with 77 contracting 

parties, and it is operational in 64 countries.123 TIR system covers whole Europe, and 

it is spread to North Africa, Middle East, and Central Asia. Out of 77 contracting 

parties, 18 are members of ESCAP region and 9 out of them are ESCAP LLDCs.124 

The TIR Convention regulates only Customs transit aspects of international transport. 

Other transport issues such as road transport permits and transit transport rights, 

technical requirements of vehicles (e.g., vehicle weights and dimensions), vehicle 

registration, insurance of vehicles, etc. are not regulated with TIR Convention. 

Therefore, TIR Convention is implemented in conjunction with other multilateral, 

bilateral and national legal transport arrangements of the countries concerned. 

The TIR Convention is applicable to the transport of goods in road vehicles or in 

containers, across one or more frontiers (between a Customs office of departure of 

one Contracting party and Customs office of destination of another Contracting 

party), provided that some portion of the journey between the beginning and the end 

of TIR transport is made by road. 

Under TIR Convention it is possible to have Customs transit under TIR System 

between two countries only (the country of departure and the county of destination 

without a transit country) as well as along one or more transit countries, since the TIR 

procedure could replace the national Customs transit procedures of the country of 

departure, transit country(ies) and the country of destination.  

In general, TIR operations are conducted in international road transport operations, 

but scenario for intermodal transport operations under TIR system is also applicable 

(e.g., road-sea-road TIR transport, with suspended TIR procedure for the sea leg).125 

 
122 The Text of TIR Convention is available at: https://unece.org/tir-convention-0; 

       Amendments of the Convention are available at: https://unece.org/amendments-0 (latest 37 Amendment 

entered into force on 1st of June 2021). 

       Latest Eleventh Revised Edition of ECE TIR Handbook that contains the complete consolidated text of the 

TIR Convention, 1975, as of 1 July 2018 (note Amendments 35, 36 and 37 are not included) is available at:  
 https://unece.org/sites/default/files/2020-12/ECE_TRANS_TIR_6_Rev.11_EN.pdf 
123

 TIR Convention contacting parties are listed at: 

https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-A-16&chapter=11&clang=_en; 

Operational counties, as of 24 August 2020: UN ECE website: https://unece.org/countries (last visited 5.01.2022) 

124  Nine ESCAP LLDCs contracting parties of TIR Convention are: Afghanistan, Armenia, Azerbaijan, 

Kazakhstan, Kyrgyzstan, Mongolia, Tajikistan, Turkmenistan and Uzbekistan (Note that three ESCAP LLDCs: 

Bhutan, Lao PDR and Nepal are not contracting parties of TIR Convention). Seven ESCAP transit countries where 

TIR Convention is operational are: China, Georgia, India, Islamic Republic of Iran, Pakistan, Russian Federation 

and Turkey. Additional two ESCAP countries (Indonesia and Republic of Korea) are contracting parties of TIR 

Convention, however the TIR system is not operational on their territories.  

125 For more details see ECE, 2018, TIR Handbook: Example of an Intermodal TIR Transport (part 5.14. / p. 333 

- 335) https://unece.org/sites/default/files/2020-12/ECE_TRANS_TIR_6_Rev.11_EN.pdf 

https://unece.org/tir-convention-0
https://unece.org/amendments-0
https://unece.org/sites/default/files/2020-12/ECE_TRANS_TIR_6_Rev.11_EN.pdf
https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-A-16&chapter=11&clang=_en
https://unece.org/countries
https://unece.org/sites/default/files/2020-12/ECE_TRANS_TIR_6_Rev.11_EN.pdf
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The TIR Customs transit system is based on five main pillars:  

▪ Transport of goods in secure vehicles or containers. Standards of construction 

and approval procedures including issuing of approval certificates for road 

vehicles and constrainers are detailed in the TIR Convention;  

▪ Use of international guarantee valid throughout the journey. The international 

guarantee covers potential duties and taxes which may become due in the 

event of irregularity during TIR operation;  

▪ Use of TIR Carnet as internationally accepted Customs transit document. The 

TIR Carnet opened in the country of departure is used until the completion of 

the TIR transport at the customs office of final destination. Additional transit 

documents are not required in the countries of transit and destination; 

▪ Mutual recognition of Customs control measures. The Customs control 

measures taken in the country of departure, including affixing of Customs 

seals should be accepted by all countries of transit and destination. Customs 

authorities have right to carry out spot checks in cases where they suspect 

irregularities, but such checks should be exceptional; 

▪ Controlled access to the TIR system (based on appropriate authorization) for: 

o national associations to issue TIR Carnets and to act as guarantor; 

o natural and legal persons to utilize TIR Carnets; and 

o international organizations organize functioning of an international 

guarantee system. 

Figure 27: Overview of TIR System 

 
Source: ECE, 2018, TIR Handbook (Figure 3, p.13) 
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Customs transit declaration 

The TIR Carnet is an international Customs transit document that has to accompany 

the goods in TIR transport and serves as administrative and control document in all 

countries where the goods move along the TIR operation. The paper based TIR 

Carnet consists of series of vouchers and counterfoils in sets of two by two inside. 

The sets are designated for each consecutive country during the TIR transport 

movement. 

The standardized TIR Carnets presently are printed by International Road Transport 

Union (IRU) and distributed to the national issuing/guaranteeing associations. 

Transport operators may provide TIR carnets from their national issuing association if 

they comply with minimal conditions and requirements set by the TIR Convention. 

Properly filled in, signed and stamped TIR Carnet represents proof of the existence 

and validity of the guarantee. 

Particulars of the goods should be entered in the TIR Carnet for the purpose of 

determining the duties and taxes (duties and taxes are being determined only in the 

case of irregularities and not in advance). The TIR Convention does not mandate, but 

only recommends to indicate the HS code of the goods in the TIR Carnet, in addition 

to a plain language description of the goods.126 The introduction of the HS code of 

goods in TIR Carnet helps risk analysis and facilitates electronic data processing. 

However, since it is not mandatory, the TIR Carnet holders or their representatives are 

not obliged to introduce HS code in the TIR Carnet, and if the TIR Carnet has been 

accepted by the Customs office of departure without indication of the HS code, the 

HS code should not be required either by subsequent Customs offices en route or by 

Customs offices of destination. The absence of the HS code of the goods in the TIR 

Carnet shall not lead to delays during a TIR transport and shall not be an obstacle to 

the acceptance of TIR Carnets.127 

No special Customs documents are required in respect of the temporary importation 

of road vehicles or containers carrying goods under cover of the TIR procedure.128  

The TIR Carnet is still a paper-based document despite ongoing initiatives for 

digitalization and electronic support for processing of TIR Carnets. Use of paperless 

eTIR has been tested since 2017 and formally entered into force in May 2021. 

Implementation of eTIR is still limited to pilot projects and once it becomes fully 

operational a transition from existing paper based TIR Carnet to paperless eTIR 

messages is expected (see digitalization part below). 

 
126 HS code in is the six-digit commodity code of the goods made in accordance with International Convention on 

the Harmonized Commodity Description and Coding System. For more details see: 

http://www.wcoomd.org/en/topics/nomenclature/instrument-and-tools/hs_convention.aspx 

127 Recommendation on introduction of the HS code of goods in the TIR carnet (adopted on 31 January 2008). 

Available at: ECE, 2018, TIR Handbook: (p. 281 - 282) https://unece.org/sites/default/files/2020-

12/ECE_TRANS_TIR_6_Rev.11_EN.pdf 

128 TIR Convention, Article 15. 

http://www.wcoomd.org/en/topics/nomenclature/instrument-and-tools/hs_convention.aspx
https://unece.org/sites/default/files/2020-12/ECE_TRANS_TIR_6_Rev.11_EN.pdf
https://unece.org/sites/default/files/2020-12/ECE_TRANS_TIR_6_Rev.11_EN.pdf
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Security (Guarantee system) for Customs transit 

The TIR transit guarantee is valid for all contracting parties. Every national 

guaranteeing association (authorized by the Government of that country), guarantees 

payment of duties and taxes at risk, transported with TIR Carnets within the territory 

of that country (regardless if the TIR Carnet was issued by the national guaranteeing 

association itself or by an association in some other Contracting party). National 

guaranteeing associations guarantee the payment of potential duties and taxes that 

may become due during TIR operation to both national and foreign carriers, so the 

Customs authorities of the country concerned always have a national partner from 

which a payment could be requested in cases of irregularity.  

All national guaranteeing associations constitute an international guarantee chain, that 

is organized by an international organization (presently only existing international 

guarantee chain is administrated the International Road Transport Union (IRU)). The 

international guarantee chain is supported by several large international insurance 

companies and is supervised by the TIR Executive Board (TIRExB). 

TIR Carnets purchased by transport operators from national issuing/guaranteeing 

associations serve as a proof of transit guarantee under TIR Customs transit system. 

The individual guarantee is associated with a single TIR Carnet for a single TIR 

transport. The TIR transit guarantee is flat with limited maximum sum of guarantee 

per TIR Carnet which may be claimed from the guaranteeing association as 

determined by each Contracting party. The TIR Convention recommends limiting the 

amount of guarantee to 100.000 euros per TIR Carnet (or to $US 200,000 in the case 

of transport of alcohol and tobacco).129 

No guarantee is required for the road vehicle or container in respect of their 

temporary importation for carrying goods under cover of the TIR procedure.130  

With implementation of eTIR the paper-based proof of existence of guarantee (TIR 

Carnet) will be replaced by electronic guarantee (eGuarantee) and electronic 

exchange of relevant messages under eTIR system (see digitalization part below).  

 

Digitalization 

Several initiatives related to computerization of TIR System have been launched over 

the years. Many solutions that offer limited advantages with electronic data 

processing of paper based TIR Carnet have been developed. Some of them are 

developed on national level (e.g., solutions for electronic processing of paper based 

TIR carnets in national Customs information systems). And some of them on 

international level mainly developed by IRU, such as:  TIR Customs Portal, to support 

managing of TIR procedures and exchange information in real-time between Customs 

and other stakeholders; Electronic Pre-Declaration (TIR-EPD) to enable TIR 

 
129 TIR Convention Explanatory Note to Article 8, paragraph 3 
130 TIR Convention Article 15 
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operators to send advance cargo information with multiple customs authorities 

throughout a TIR transport; International TIR Data Bank (ITDB) with information on 

all transport operators authorized to use TIR Carnets; Real Time SafeTIR system 

(RTS) to verify the status and validity of each TIR guarantee in real-time and support 

confirmation of proper termination of TIR operations; AskTIRWeb to facilitate 

management of entire life cycle of the TIR Carnets for the national associations)131 

The work on full digitalization and replacement of the outdated paper based TIR 

procedures with paperless electronic TIR system started in 2003 with launching of the 

so-called “eTIR Project”. More significant progress in development of paperless 

electronic TIR (eTIR) has been achieved in recent years:  

- since 2017 a series of eTIR pilot projects, have been organized and initiated 

(e.g., between Islamic Republic of Iran and Turkey; Georgia and Turkey; 

Islamic Republic of Iran and Azerbaijan; Uzbekistan and Kazakhstan); 

- in February 2020, Amendment 36 that introduces Annex 11 and other 

provisions to TIR Convention as a legal basis for full digitalization of TIR 

system and paperless TIR operations (eTIR) has been adopted; 

- in May 2021, the Annex 11, and other provisions to TIR Convention relevant 

for implementation of eTIR (Amendment 36) entered into force;132 

- Detailed eTIR documentation has been prepared including: 

o XML Schemas133 

o Code Lists134 

o eTIR Specification, including concepts, detailed functional and 

technical specifications135 

o series of technical guides that provide instructions for implementing 

the eTIR messages.136  

The eTIR procedure could be implemented by the contracting parties of the TIR 

Convention that are bound by the Annex 11. The eTIR procedure is implemented by 

means of electronic exchange of data that provides a functional equivalent to the TIR 

Carnet. Under eTIR procedure the paper based TIR Carnets are not being used 

anymore, but instead first electronic guarantee (eGuarantee) has to be issued, and 

subsequently the holder (or his/her representative) will have to submit advance TIR 

 
131 IRU Website: TIR IT Tools: https://www.iru.org/what-we-do/facilitating-trade-and-transit/tir/future-tir-digital 

132 Amendment 36 (Annex 11) to the TIR Convention is available at: https://unece.org/sites/default/files/2021-

06/ECE-TRANS-17-Amend-36efr_0.pdf 

133 Available at UN ECE website: https://unece.org/xml-schemas-1 

134 Latest Code lists are available at UN ECE website: https://unece.org/code-lists 

135 Latest versions (4.3) are available at: https://unece.org/etir-specifications (last accessed 06 January 2022) 

136 Technical Guides are available at eTIR website: https://etir.org/documentation/technical-guides 

https://unece.org/sites/default/files/2021-06/ECE-TRANS-17-Amend-36efr_0.pdf
https://unece.org/sites/default/files/2021-06/ECE-TRANS-17-Amend-36efr_0.pdf
https://unece.org/xml-schemas-1
https://unece.org/code-lists
https://unece.org/etir-specifications
https://etir.org/documentation/technical-guides
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data / declaration only to the competent authorities (e.g., Customs) of the country of 

departure. In the business-to-Customs (B2C) domain, the advance TIR data / 

declaration could be submitted by the holder to the Customs using national Customs 

declaration mechanism (including using third party solutions) or alternatively via the 

eTIR international system.  

In order to implement the eTIR procedure, the national Customs information system 

has to be connected to the eTIR international system managed by UN ECE. Once the 

advance TIR data are processed/checked and the declaration (or an amendment to the 

declaration), has been accepted by the Customs office of departure, a unique 

movement reference number is issued and the start of a TIR operation is notified to 

the eTIR system. The eTIR messages also include notifications from the Customs 

offices of exit, notifications from subsequent Customs offices in the transit 

country(ies) en route and Customs offices in the country of destination, including 

termination and discharge of the TIR operations. eTIR system supports attachment of 

supporting documents in electronic format that have to indicated in the advance TIR 

data / declaration. The eTIR system enables automated exchange of relevant 

Customs-to-Customs (C2C) electronic messages between the Customs authorities 

involved in the TIR transport. The eTIR system also allows check of the status and 

other guarantee info, transport and operations info, as well as holder and Customs 

offices info. 

Figure 28: e-TIR Intranational System 

 
Source: ETIR website: https://etir.org/how-does-etir-work 
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One of the main distinctive characteristics of the eTIR system is the electronic 

guarantee (eGuarantee). The eGuarantee is based on original TIR guarantee concept 

as described above, supported with digitalization and paperless solutions. The role of 

national associations, international organization (e.g., IRU) and international 

guarantee chain supported by large international insurance companies in management 

of guarantees in general remains the same.  

The holders have to authorized by national association before ordering an eGuarantee 

on Holder online portal. The guarantee chain issues an eGuarantee with an unique 

eGuarantee number, and register it in the eTIR international system using a standard   

electronic message. The number eGuarantees per holder are limited within a quota 

controlled by national association. The unique eGuarantee number with associated 

guarantee info should be referenced into the advance TIR data / declaration. The 

Customs can check the guarantee info, and accept the declaration only if the 

eGuarantee is recorded in the eTIR international system and if remains valid (e.g. it is 

not canceled by the guarantee chain).  

The eGuarantee may be issued in different guarantee types (e.g. guarantee valid for 

number of multiple operations (e.g. 2,3,4,7,10); guarantee valid for tobacco/alcohol 

once being used). The eGuarantee type is associated to the country in order to reflect 

differences of the maximum guarantee amount between contracting parties.137  

Simplified procedures 

Simplified procedures are not regulated with TIR Convention. However, Article 49 of 

the TIR Convention stipulates that the application of greater facilities may be granted 

either by unilateral provisions or by virtue of bilateral or multilateral agreements 

provided that such facilities do not impede the application of TIR operations. 

The amendments of Annex 6 on Explanatory Note to Article 49 of the TIR 

Convention (Amendment 37 from October 2020 that entered into force in June 2021), 

details such greater facilities that may be implemented in line with national legislation 

and include: application of information and communication technologies; exemption 

to produce goods, vehicle, container with the TIR Carnet at Customs offices of 

departure / destination, and performance of specific duties usually entrusted to 

Customs authorities, such as, the filling in and stamping of the TIR Carnet and 

affixing or checking of customs seals (authorized consignor / consignee).138 

 

 

 

 

 
137 More details on eTIR are available on eTIR website: https://etir.org 

138 Amendment 37 of TIR Convention (in force from June 2021) available at: 

https://unece.org/sites/default/files/2021-06/ECE-TRANS-17-Amend-37efr.pdf 

https://etir.org/
https://unece.org/sites/default/files/2021-06/ECE-TRANS-17-Amend-37efr.pdf
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Pros and Cons 

The TIR system offers to transporters and Customs authorities uniform, safe and easy 

to use international Customs transit procedure. Main advantages of TIR system are: 

▪ covering of large geographical area with many Contracting parties on several 

continents that makes TIR system the only global Customs transit system; 

▪ openness for different options on transit transport rights and road transport 

permits in conjunction with other existing or new multilateral, bilateral and 

national legal transport arrangements; 

▪ it could replace the national Customs transit procedures of the country of 

departure and destination as well as Customs transit procedures of one or more 

transit countries; 

▪ in addition to road transport, it is applicable to intermodal transport scenarios, 

as long as some portion of the journey between the beginning and the end of a 

TIR transport is made by road (with option to suspend the TIR transport 

during non-road transport or use TIR transport if national Customs authorities 

are in position to ensure proper treatment of the TIR Carnet); 

▪ introduces international Customs transit procedure (with paper based TIR 

Carnet or paperless eTIR) that eliminates the need for creation of new 

Customs transit documents at Customs offices en route (e.g. in transit 

country(ies) or in the country of destination) and significantly simplifies 

Customs transit procedure at Customs offices en route; enables use of 

dedicated fast lanes; 

▪ provides uniform rules on use secure vehicles and containers, and enables 

mutual recognition of Customs control measures (e.g., acceptance of Customs 

seals affixed at Customs office of departure) without need for excessive and 

repeated physical checks and resealing with Customs seals at borders; 

▪ provides controlled access to the System based on appropriate authorization 

(e.g., to holders to utilize TIR Carnets), simple and safe international Customs 

transit guarantee (flat and single use guarantee) valid thought the journey 

which eliminates the need to provide multiple national guarantees; 

▪ simplicity and straight forward procedures (primarily with paper based TIR 

Carnets) allow direct usage of TIR system by transport operators (without use 

of services from representatives, forwarders or Customs agents); 

▪ reduces transport time and costs due to reduction of various border-crossing 

formalities (by up to 80% of the time and by up to 38% of the costs as 

reported by IRU);139 

▪ digitalization (eTIR) brings additional security and risk management 

opportunities; reduction of administrative burden; streamlining of TIR 

procedures.  

 
139 IRU Website: Quick Facts about TIR https://www.iru.org/what-we-do/facilitating-trade-and-transit/tir (last 

visited 14.01.2022) 

https://www.iru.org/what-we-do/facilitating-trade-and-transit/tir
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Some of the disadvantages and challenges for using the TIR system include: 

▪ lack of coverage in some ESCAP subregions (e.g., Southeast and South Asia); 

▪ differences with national Customs transit procedures which makes more 

difficult to integrate the TIR Customs transit procedures with other national 

import/export Custom procedures in the country of departure (export/transit) 

and country of destination (transit/import); 

▪ it is dominantly road centric system and despite opportunities to be used in 

intermodal scenarios does not specifically support the use of TIR transport for 

non-road segments (e.g., for railway or inland waterways transport);  

▪ it is still mainly used in paper-based environment with paper based TIR 

Carnets. Use of eTIR is in pilot stages and it will be implemented only by the 

contracting parties that are bound by the Annex 11 of TIR Convention. The 

timeframe for connecting national Customs information systems to the eTIR 

international system is not clear. Some implementing issues may have to be 

addressed for introduction of eTIR in particular where differences exist and 

specific requirements are imposed with national legislation (e.g. with regard to 

authentication of electronic documents etc.); use of eTIR system may be more 

complex for transport operators and use of the services of intermediaries (e.g. 

representatives, forwarders, customs agents) may be needed; 

▪ there is lack of more customized guarantee types (e.g. comprehensive 

guarantee for multiple use) and simplifications with regard to guarantees (e.g. 

reduction of the guarantee amount or guarantee waiver for authorized 

transport operators); 

▪ the guarantee provided with paper based TIR Carnet and the eGuarantee is flat 

and for single use, which does not use the guaranteed amount in most efficient 

manner (e.g. actual potential duties and taxes that may become due during TIR 

operation could be much lower of the maximum sum of guarantee per TIR 

Carnet, and that is not necessarily adequately reflected in the quota of TIR 

Carnets (or eGurantees) available to the holder; the discharge and re-ordering 

of single use guarantees is slower and more costly than automated managing 

of comprehensive guarantee for multiple uses);  

▪ the guarantee provided with paper based TIR Carnet and the eGuarantee is 

provided from a single source (guarantee chain) without competition of 

various guarantors that theoretically can reduce the price of the guarantee;  

▪ even though national association, international organization (IRU), UN ECE 

aim to facilitate and support implementation of TIR system they do represent 

additional intermediaries between holders and Customs authorities that may 

add to the complexity in interactions; 

▪ even though simplified procedures (e.g., authorized consignor/consignee) are 

indicated and advocated with explanatory notes of TIR Conventions they are 

not regulated with the Convention and their implementation may be difficult 

and spotted due to differences in national legislation of contracting parties. 
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B. AFAFGIT ACTS 

Scope and general concept 

The ASEAN Framework Agreement on Facilitation of Goods in Transit (AFAFGIT) 

(1998), in particular the Protocol 7 (2015) of the AFAFGIT, provide legal basis for 

the ASEAN Customs Transit System (ACTS). 140 , 141 The ACTS is subregional 

Customs transit system that is applicable for the 10 ASEAN Member States (AMS) 

and presently it is operational in 6 participating AMS (Cambodia, Lao PDR, 

Malaysia, Singapore, Thailand and Viet Nam). The ACTS Pilot has been tested in 

selected participating AMS since 2017 (with simulated end-to-end business cases and 

parallel runs). Full legal framework for ACTS implementation entered in force in 

October 2019 and ACTS live operations started in November 2020.142, 143  

The AFAFGIT is comprehensive agreement, that in addition to the Customs transit, 

regulates wide range of transport issues including issuance of ASEAN Goods Vehicle 

Cross Border Permits (AGVCBP). Under ACTS, six of the nine Protocols of 

AFAFGIT have been implemented (Protocol 1 - Designation of Transit Transport 

Routes and Facilities, Protocol 2 - Designation of Frontier Posts, Protocol 3 - Types 

and Quantity of Road Vehicles (which regulates AGVCBP), Protocol 4 - Technical 

Requirements of Vehicles, Protocol 5 - ASEAN Scheme of Compulsory Motor 

Vehicle Insurance and Protocol 7 and Technical Appendix - Customs Transit 

System). 144  The ACTS is voluntary system implemented only in the sphere of 

regulation under AFAFGIT and it is not implemented in conjunction with other 

multilateral or bilateral transport arrangements. 

The implementation of ACTS presently is applicable only to ACTS transit operations 

with at least three countries included. Two country Customs transit (only between 

country of departure and country of destination without a transit country) is limited 

due to national legal definitions of the term “transit” in several participating AMS. 

Some of the participating AMS presently have designated only border checkpoints as 

the places where ACTS could start/end, and in such instances the ACTS could not 

replace national Customs transit procedure of the country of departure or the country 

of destination. Efforts are being made to test ACTS for two country Customs transit 

among the participating AMS where national legislation allows such movements. 

 
140 The legal text of the AFAFGIT is available at ASEAN website: 

http://agreement.asean.org/media/download/20140119122917.pdf 

141 The legal text of the Protocol 7 of AFAFGIT is available at ASEAN website: 

http://agreement.asean.org/media/download/20150505101259.pdf 

142 Protocol 7 entered in force in February 2019 while Protocol 2 of AFAGIT entered in force in October 2019 

which enabled operationalization of ACTS. ASEAN web site: http://agreement.asean.org/search/by_pillar/2/8.html 

143 ASEAN ACTS website: News, November 2020, ACTS Live Operations: 

https://acts.asean.org/news/news/asean-customs-transit-system-acts-live-operations 

144 The legal texts are available at ASEAN ACTS website: https://acts.asean.org/legal_framework 

http://agreement.asean.org/media/download/20140119122917.pdf
http://agreement.asean.org/media/download/20150505101259.pdf
http://agreement.asean.org/search/by_pillar/2/8.html
https://acts.asean.org/news/news/asean-customs-transit-system-acts-live-operations
https://acts.asean.org/legal_framework
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Presently the ACTS is applicable only for road transport. The Customs transit related 

provisions in AFAFGIT and the body of the Protocol 7 are general in the term of 

mode of transport, however Protocols 3, 4 and 5 are specific to road transport and 

there are specific references to “road vehicles” in the Technical Annex of Protocol 7. 

Protocol 6 (2011) of AFAFGIT is specific to railway transport however it is not 

covering the issues on Customs transit by rail, and it is not implemented under 

ACTS. 145  Existing legal framework provided by Protocol 7, is sufficient for 

implementation of multimodal transport only in limited cases of accompanied Roll on 

/ Roll of (Ro-Ro) transport (e.g., road/sea etc.) which are still not operationalized. 

ACTS support for multimodal transport is considered in the future.146 

The ACTS is sub-regional automated Customs transit system, able to provide 

paperless Customs transit solution using standardized electronic messages. 

The main features of ACTS are: 

▪ a single electronic Customs transit goods declaration from departure, through 

transit countries, to destination; 

▪ a single guarantee valid for the whole regional transit journey to cover the 

duties and taxes at risk; 

▪ a single vehicle for the whole journey from departure, through transit 

countries, to destination; 

▪ significant concessions for authorized transit traders (ATT) through 

application of simplified procedures, e.g. door-to-door delivery; 

▪ faster outward and inward clearance due to automated real time information 

availability at all Customs points in the journey; 

▪ customs controls carried out in one country are accepted by other countries; 

▪ minimal checks at transit borders; 

▪ mutual recognition of driving licenses, registration certificates and operator 

licenses; and 

▪ standard harmonized electronic data for message exchanges agreed by all 

ASEAN Member States and full end to end computerization of ACTS 

operations.147 

 
145 Protocol 6 of AFAFGIT (2011) is not in force yet pending ratification by Indonesia 

http://agreement.asean.org/agreement/detail/170.html (last accessed 16.01.2022) 

146 ARISE Plus, 2020, Feasibility Study into the implications of adopting Customs transit and ACTS measures to 

process multi-modal transport operations within ASEAN. Available at: 

https://acts.asean.org/publications/feasibility-study-implications-adopting-customs-transit-and-acts-measures-

process-multi 

147 ASEAN ACTS website: December 2020, ACTS Media Factsheet: https://acts.asean.org/publications/acts-

media-factsheet 

http://agreement.asean.org/agreement/detail/170.html
https://acts.asean.org/publications/feasibility-study-implications-adopting-customs-transit-and-acts-measures-process-multi
https://acts.asean.org/publications/feasibility-study-implications-adopting-customs-transit-and-acts-measures-process-multi
https://acts.asean.org/publications/acts-media-factsheet
https://acts.asean.org/publications/acts-media-factsheet
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Figure 29: Overview of ACTS (normal and simplified procedure) 

 
TAD – Transit Accompanying Document (Printed), ATR – Anticipated Transit Record, AAR – Anticipated Arrival Record, 

GRN – Guarantee Reference Number NCF – Notification of Crossing Frontier 

Source: ASEAN / ARISE Plus, 2017, ACTS Introduction to Customs Authorities (p.9). Available at:            

https://acts.asean.org/publications/introduction-acts-customs-authorities 

 

Customs transit declaration 

ACTS transit declaration is an international Customs transit declaration that has to be 

submitted by the principal or his authorized representative to the customs office of 

departure by means of electronic data-processing technique. The structure and the 

particulars of the ASEAN customs transit declaration are in format agreed by the 

AMS. The electronic paperless ACTS transit declaration contains sufficient details to 

properly identify the goods, including their ASEAN Harmonized Tariff Nomenclature 

(AHTN) 8-digit commodity codes.  

The Transit Accompanying Document (TAD) represents a proof of existence of an 

electronic ACTS Customs declaration, which is printed and stamped at the Customs 

office of departure in the case of normal procedure; or by the ATT (authorized 

consignor) at principal’s own premises/authorized computer system in the case of 

https://acts.asean.org/publications/introduction-acts-customs-authorities
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simplified procedure. If the declaration contains more than one goods description, a 

‘List of Items’ is added as a part of the TAD.148 

No special Customs declaration is required for the temporary importation of a road 

vehicles or containers carrying goods under the ACTS procedure.149 

Security (Guarantee system) for Customs transit 

The guarantee under ACTS procedure is valid for all participating AMS involved in 

the ACTS operation. The guarantee provided by the principal shell cover potential 

Customs debt (e.g., in a case of loss or missing goods). The amount of guarantee is 

calculated based on the highest rates of duty/taxes potentially payable on those goods 

(with rates based on AHTN commodity code) through the countries of intended 

transit. The amount of guarantee for the ACTS transit operation is held by Customs 

Office of guarantee in the country of departure until released upon notice of discharge 

(satisfactory termination) of the transit movement from the country of destination. 

The ACTS guarantees are issued by guarantors (e.g., a bank), which undertakes to pay 

the duties and taxes that will be due if a transit operation is not discharged properly, 

and the principal trader is not able to pay for the duties and taxes due to Customs. 

Guarantors must be established in and approved by the Customs office of guarantee in 

the country where the guarantee is furnished.  

Different types of guarantees could be issued for ACTS procedure including single 

journey guarantee (covering the full amount of duties, taxes and other charges for 

which the goods are liable) and multiple journey guarantee up to a given reference 

amount, equivalent to the value of the total amount of duties and charges which may 

be incurred for the goods placed under principal’s ACTS procedure for a period of at 

least seven days.150 

Authorized transit traders (ATT) may be granted simplification that allows reduced 

reference amount or guarantee waiver (see simplified procedures part below).  

Digitalization 

The ACTS is sub-regional automated paperless Customs transit system, built on state-

of-the-art secure and reliable software platform components. ACTS is a distributed 

online IT system that links all Customs offices in the country of departure, transit and 

destination via a secure closed communication network using electronic message 

exchanges based on standardized and harmonized data model and business processes. 

 
148 For more details see ASEAN ACTS website: Trader’s Guide / Procedures Manual for Principals and 

Transporters: https://acts.asean.org/traders-guide/procedures-manual-principals-and-transporters 

149 AFAFGIT, Protocol 7, Technical Appendix, Article 38(1) 

150  For more details see ASEAN ACTS website: Trader’s Guide / Guarantee: https://acts.asean.org/traders-

guide/guarantee 

https://acts.asean.org/traders-guide/procedures-manual-principals-and-transporters
https://acts.asean.org/traders-guide/guarantee
https://acts.asean.org/traders-guide/guarantee


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 118 

In external domain authorized employees of principal / trader / representative can 

access the trader portal (TP), which is a web application hosted by Customs, to submit 

online electronic ACTS transit declaration or exchange other standardized electronic 

messages with Customs authorities. Web service interface is also provided to allow 

principal / trader / representative to send and receive messages using their own 

enterprise systems. 

Figure 30: ACTS Component Architecture Model 

 
Source: ARISE Plus 

ACTS IT system components consist of: 

▪ national level components in a national domain of each participating ASEAN 

Member state (e.g., national transit application (NTA); guarantee 

management system (GMS); risk management system (RMS); trader portal 

(TP); ACSN-Gateway (AGW); trader repository (TR); user Management 

System (UMS); and 

▪ central / common level components managed by ACTS central management 

team (e.g., reference data system (RDS); management information system 

(MIS); information portal (IP); user management system (UMS). 

The ACTS national transit application (NTA) is the main component of the ACTS 

which is used for most of the ACTS transit declaration processing and automated 

interactions with other ACTS components for other relevant processing.   

The ACTS was developed (and regularly updated) with support from the EU-funded 

Arise Plus programme, in cooperation ASEAN member states Customs authorities, 

and managed by a permanent ACTS central management team based in the ASEAN 

Secretariat in Jakarta, Indonesia. 
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Simplified procedures 

Protocol 7 of AFAFGIT and its Technical Appendix regulate simplified procedures 

that could be granted to the principals eligible for Authorized Transit Trader (ATT) 

status. The ATT have to fulfill several conditions including sufficient experience and 

capacity to ensure proper management of the simplified procedures, keeping records 

which enable effective supervision and controls, sufficient financial resources, proven 

record of reliability etc. 

The competent authorities may grant ATT status with one or more of the following 

simplified procedures:  

▪ use of multiple journey guarantee, including reduction of guarantee amount 

(50 per cent of reference amount or 25 per cent of reference amount) or 

guarantee waiver (no bank guarantee required);  

▪ authorization to start ACTS transit operation at authorized location with 

exemption from the requirement to present the goods and means of transport 

at the Customs office of departure (authorized consignor); 

▪ use of approved special seals (e.g., company seals of authorized consignor); 

▪ authorization to end an ACTS procedure at a trader’s premises (authorized 

consignee); 

▪ use other simplified procedures as determined by the contracting parties. 

Simplified procedures under ACTS are yet to be implemented since it appears that 

presently national laws and regulation applicable in many ASEAN member states are 

not sufficiently aligned with Protocol 7 provisions on simplified procedures.  

Pros and Cons 

The ACTS is able to provide to transporters, traders and government authorities a 

flexible and efficient paperless sub-regional Customs transit procedure. Main benefits 

of ACTS are: 

▪ state-of-the-art secure and reliable subregional automated Customs transit 

system with use of single electronic Customs transit declaration valid at all 

entry and exit checkpoints across designed ASEAN routes. Full end-to-end 

computerization of ACTS procedure significantly reduces paperwork and 

maximizes efficiency for processing in particular at border crossings; 

▪ common risk management protocols and fewer physical inspections of goods 

by Customs authorities which reduces delays in Customs clearance at 

departure, borders and destination; 

▪ flexible and secure guarantees based on actual consignment values and levels 

of risk. Possibility to use simplifications that include multiple guarantees with 

reduced reference amount or guarantee waiver (no guarantee required) for 

authorized transit traders (ATT) (note that such simplifications are not 

operationalized yet);   



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 120 

▪ mutual recognition of transport documents, including vehicle inspection 

certificates and driving licenses, resulting in minimal movement restrictions 

on trucks with ASEAN Goods Vehicle Cross Border Permits (AGVCBP); 

▪ minimized truck idle time (in particular at border crossings) and accelerated 

transit movements in general with reduced time and expenses of carrying out 

cross-border trade in goods in ASEAN; 

▪ potential to use simplified procedures if authorized transit trader (ATT) status 

is granted. That may include authorization to start Customs transit procedure 

from the premises of the trader without presenting goods to Customs 

authorities physically, and for goods to be delivered directly to the trader’s 

own premises at the destination; 

▪ improved visibility or transit operations for traders and transport operators, 

which are automatically updated with real-time information from Customs on 

various stages of their goods in transit; 

▪ improved security and detection of irregularities during Customs transit based 

on increased capacity of Customs authorities to effectively monitor and 

control transit movements, using real-time electronic messages on movement 

of goods; 

▪ increased throughput at the borders and other Customs offices, by eliminating 

the need for physical inspections of most movements, due to automation built 

in the ACTS processes, especially for traders with ATT status.151 

Some of the disadvantages and challenges for using the ACTS system include:  

▪ limited coverage only in ASEAN region, presently operationalized only in 6 

out of 10 ASEAN member states (AMS); 

▪ implementation only under AFAFGIT (e.g., with provided ASEAN Goods 

Vehicle Cross Border Permits (AGVCBP)) without possible flexibility to use 

ACTS under other bilateral or multilateral arrangements among AMS; 

▪ limitation to use ACTS for two country transit (only between departure and 

destination country) due to national legal definitions of the term “transit” in 

several participating AMS; 

▪ limited designation (or no designation) of inland Customs offices in ACTS in 

several participating AMS which restricts the use of ACTS only to only border 

checkpoints as the places where ACTS could start/end, which limits the 

possibility of the ACTS to replace national Customs transit procedure of the 

country of departure or the country of destination; 

▪ differences with national AMS Customs transit procedures which makes more 

difficult to integrate ACTS Customs transit procedures with other national 

import/export Custom procedures in the country of departure (export/transit) 

and country of destination (transit/import); 

 
151 Based on AEAN / ARISE Plus December 2020 Media Factsheet. Available at: 

https://acts.asean.org/publications/acts-media-factsheet 

https://acts.asean.org/publications/acts-media-factsheet
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▪ presently it covers road transport only. Existing legal framework provides 

opportunity to cover only limited multimodal cases of accompanied roll on / 

roll of (Ro-Ro) transport (e.g., road/sea etc.) which are not yet operationalized. 

Presently does not support other modes of transport (e.g.  railway or inland 

waterways transport); 

▪ complex requirements for authorizations, registration, and use of ACTS 

requires training and specialization of employees of transporters/traders, so the 

system is more likely to be used only by companies with large number of 

transactions or specialized representatives (not directly by transporters / 

traders). That may increase cost for small and medium companies for the use 

of services provided to use ACTS by specialized representatives; 

▪ even though simplified procedures for ATT are regulated with Protocol 7 

(e.g., reduced reference amount of multiple journey guarantee, guarantee 

waiver, use of approved special seals, authorized consignor/consignee) the 

simplifications in ACTS are not implemented yet. Timeline for their 

implementation is not clear since it appears that national laws and regulation 

in several AMS will have to be amended in order to enable operationalization 

of such simplifications; 

▪ lack of attractiveness of the ACTS system due challenges in introduction on 

new Customs procedures, as well as multiple restrictions listed above and lack 

of operationalization of simplified procedures. Since the ACTS is voluntary it 

seems that private sector prefers to use bilateral arrangements among AMS in 

conjunction with national Customs transit procedures rather than ACTS. 

Restrictions due to COVID-19 pandemic have also negatively impacted and 

delayed the roll-out of ACTS (Note that in the period from November 2020 

when the ACTS live operations have started until January 2022 only less than 

10 ACTS operations have been conducted). It appears that despite 

organization of numerous trainings and outreach activities there is still lack of 

awareness of the ACTS system in business community, in particular with 

regard to the benefits that the system could offer. 
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C. GMS CBTA 

Scope and general concept 

Greater Mekong Subregion (GMS) Cross-Border Transport Agreement (GMS-CBTA) 

(1999), in particular the Annex 6 (2007) of the GMS-CBTA, provide legal bases for 

transit and inland clearance customs regime. 152, 153 The GMS-CBTA is applicable to 

the six GMS countries (Cambodia, China, Lao PDR, Myanmar, Thailand, and Viet 

Nam). 

The GMS-CBTA (1999) is comprehensive agreement, that in addition to the Customs 

transit system regulates wide range of transport issues including GMS transport 

permits, temporary importation of motor vehicles, facilitation of frontier-crossing 

formalities, etc. The GMS-CBTA has 20 annexes and protocols that have been 

ratified by all six GMS countries by 2015. By the time the GMS-CBTA could be 

implemented (after entering into force in 2015) the agreement become outdated, and 

several parts had to be revised and renegotiated. There is ongoing work on revision of 

CBTA and updating to the CBTA 2.0. 

In 2016 GMS Transport Ministers agreed to launch the “Early 

Harvest” implementation of the GMS-CBTA and a related Memorandum of 

Understanding was signed in 2017 and 2018.154 The “Early Harvest” implementation 

of the GMS-CBTA was launched in August 2018 in 5 out of 6 GMS countries 

(Cambodia, Lao PDR, the PRC, Thailand, and Viet Nam), with Myanmar expected to 

start the implementation in 2021. Series of bilateral/multilateral MoUs on initial 

implementation of CBTA (IICBTA) have been signed between the neighboring GMS 

countries to operationalize the “Early Harvest” implementation.  

The “Early Harvest” implementation of GMS-CBTA allows issuance of GMS Permits 

and Temporary Admission Documents (TAD) for commercial vehicles to move in 

cross-border transport operations along specified routes and border crossings (without 

transshipment at border crossing checkpoints). However, the “Early Harvest” does not 

include implementation of CBTA Customs Transit System, which means that the 

goods carried must follow current national GMS country Customs procedures (i.e., 

standard import/export, national transit regimes or other systems agreed bilaterally or 

multilaterally).155 

 
152 The legal text of the GMS-CBTA (1999) is available at the GMS website: 

https://www.greatermekong.org/cross-border-transport-facilitation-agreement 

153 The legal text of the Annex 6 of GMS-CBTA (Transit and Inland Clearance Customs Regime) is available at 

the GMS website: https://www.greatermekong.org/sites/default/files/1b_ADB_TF_CBTA_II-Annexes-and-

Protocols_0.pdf 

154 The text of the Memorandum of Understanding on the “Early Harvest” Implementation of GMS-CBTA is 

available at: https://www.greatermekong.org/sites/default/files/MOUSigned.pdf 

155 For more details see GMS website: https://greatermekong.org/early-harvest-implementation-cbta 

https://www.greatermekong.org/cross-border-transport-facilitation-agreement
https://www.greatermekong.org/sites/default/files/1b_ADB_TF_CBTA_II-Annexes-and-Protocols_0.pdf
https://www.greatermekong.org/sites/default/files/1b_ADB_TF_CBTA_II-Annexes-and-Protocols_0.pdf
https://www.greatermekong.org/sites/default/files/MOUSigned.pdf
https://greatermekong.org/early-harvest-implementation-cbta


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 123 

The GMS-CBTA is road transport centric agreement, even though Annex 13a and 13b 

are addressing some multimodal transport issues. CBTA Customs transit system is not 

applicable for other modes of transport (e.g., railway, inland waterways).  

The existing outdated GMS-CBTA Customs transit system offers only paper-based 

solutions, however computerization of the Customs transit is being considered for the 

future updated CBTA 2.0. 

Customs transit declaration 

Paper-based Transit and Inland Clearance Customs Clearance Document (TICCCD) 

is introduced with Annex 6 of GMS-CBTA as an international Customs transit 

document for the goods transported under the Customs transit procedure. The 

TICCDs should be issued by national authorized issuing/guaranteeing 

organizations/institutions. The TICCD also represents a proof of guarantee for 

payment of customs duties, taxes, and interest that may become a due in respect of 

irregularities. (Note that CBTA Customs transit system and use of TICCD presently is 

not implemented and revision in this part is expected in the future updated CBTA). 

For control of temporary importation of vehicles, a paper based Temporary 

Admission Document (TAD) valid for a 12-month period is introduced with Annex 8 

of GMS-CBTA and agreed with MoU on the “Early Harvest” on implementation of 

the GMS-CBTA. The TAD is issued by competent authority or authorized agency of 

the Home Country (e.g., Ministry of Transport or its authorized agency). The TAD is 

controlled and processed at borders by the Host Country Customs authorities. 

The Annex 14 of GMS-CBTA regulates use of paper-based TAD for temporary 

importation of containers. However, the MoU on the “Early Harvest” of GMS-CBTA 

provides simplified “Early Harvest” container Customs regime where it is not 

required to use TAD for containers. 

Security (Guarantee system) for Customs transit 

Issuing and Guaranteeing Organizations/Institutions, authorized by each contracting 

party are jointly and severally liable with the transport operator, for payment of 

potential import/export duties, taxes, and interest, in respect of the irregularity during 

cross border transit operation under GMS-CBTA Customs transit system.  

The liability of the authorized issuing/guaranteeing organization/institution shall be 

limited to SDR 35,000 per Transit and Inland Customs Clearance Document issued. 

The authorized issuing/guaranteeing organization/institution shall provide the Host 

Country Customs Authority a security which may take form of different modality 

(assets, cash deposit, bond in form of bank guarantee or guarantee insurance, 

representation by counterpart organization or their combinations) in monetary amount 

of SDR 70,000. (Note that GMS-CBTA Customs transit system with use of GMS 

guarantee presently is not implemented and revision in this part may be expected in 

the future updated CBTA 2.0.) 
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Digitalization 

Existing GMS-CBTA is only paper based. Digitalization is expected with the future 

updated CBTA 2.0. 

Simplified procedures and facilitation 

Simplified Customs transit procedures (e.g., authorized consignor / authorized 

consignee) are not regulated with the GMS-CBTA Customs transit system (under 

Annex 6 of GMS CBTA). 

Annex 4 of GMS-CBTA is addressing facilitation of frontier crossing formalities. In 

addition to consultation, cooperation, coordination, and harmonization, the Annex 4 

specifies single window inspections (SWI) and single stop inspections (SSI) measures 

for facilitation of border crossing formalities. SWI / SSI facilitation measures have 

been implemented at several border crossings in GMS countries based on bilateral 

MoU on initial implementation of the CBTA (IICBTA).  

Box 2: GMS CBTA SWI / SSI 

Single-window inspection (SWI) allows for different inspections and controls of people 

(passport/visa, driving license, Customs, health/epidemiological), vehicles (registration, 

roadworthiness, insurance), and goods (Customs, quality, phytosanitary/plant protection, 

veterinary) to be carried out jointly and simultaneously by the respective competent 

authorities of the country involved (e.g., Customs, police, immigration, trade, agriculture, 

health department). (Article 4(a) of the CBTA) 

Single-stop inspection (SSI) allows for the officials of the country pairs to assist one 

another to the extent possible in the performance of their duties. The two adjacent 

national authorities can carry out their inspections jointly and simultaneously with the 

control officials from one Contracting Party allowed to perform their duties on the 

territory of the other Contracting Party. SSI implementation modalities include joint 

inspection; split arrangement (for specialization in particular function); performance on 

foreign territory; delegation of authority/mutual recognition of inspection; and 

combination thereof. (Article 4(b) and 5 (b) of the CBTA)  

For example, the most advanced SSI has been implemented at the Dansavanh (Lao 

PDR) – Lao Bao (Viet Nam) border crossing. The piloting of SSI modality under 

CBTA at the Dansavanh – Lao Bao border crossing started in June 2005 based on a 

MoU signed in March 2005. SSI implementation started with Step 1 piloted trials 

(joint Customs inspection in Common Control Area (CCA) at the country of entry).  

Upon resolution of the issues for providing adequate facilities, the combined SSI Step 

2 and 3 was implemented from 2008 until 2015 with joint Customs and quarantine 

inspection in CCA and clearance/processing of Customs and quarantine documents at 

the Country of entry. The final SSI Step 4 was introduced in February 2015, which 

enabled all border crossing clearance formalities (Customs and quarantine clearance 

and immigration control) to be conducted in the country of entry. Border crossing 

formalities (with exception of joint inspections of live animals) are no longer taking 

place in the country of exit (trucks do not stop at the checkpoint of exit country). 
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Figure 31: Step 4 of IICBTA at Dansavanh – Lao Bao border crossing 

 
         Source: MoU on the IICBTA at Dansavanh, Lao PDR and Lao Bao, Vietnam, 2005 

The introduction of SWI / SSI measures improves coordination among border 

crossing agencies and provides streamlined processing of border crossing formalities 

with significantly reduced border crossing clearance times.  

It could be noted the SWI / SSI border crossing facilitation measures are not 

exclusively applicable for the GMS-CBTA operations. The SWI / SSI measures are 

implemented for national Customs transit regimes of GMS countries and such 

measures may support other international Customs transit systems (e.g., AFAFGIT 

ACTS).   

Pros and Cons 

The GMS CBTA and related Customs transit system was designed to promote the free 

movement of goods, vehicles, and people within the GMS and to offer to transporters, 

traders, and government authorities (including Customs) uniform and safe 

international Customs transit procedure. However, since the existing GMS CBTA 

presently is outdated, and the GMS CBTA Customs transit system is not 

implemented, and the “Early Harvest” on implementation of the GMS-CBTA 

provides only limited advantages such as: 

▪ possibility for elimination of intermediary stops at border crossings for 

transshipment of goods / container from one truck to another; 

▪ vehicles with GMS Permit / TAD and containers can cross borders without 

paying taxes and duties and without the need for a Customs bond or guarantee 

for the temporary admission of the vehicles/containers; 

▪ facilitation of border crossing formalities including Single Window Inspection 

(SWI) and Single Stop Inspection (SSI) at selected border crossings (not 

exclusively applicable for operations under GMS-CBTA). 
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There are multiple disadvantages and challenges of the existing outdated GMS-CBTA 

Customs transit system and some of them are being addressed with ongoing work on 

revision of GMS-CBTA and updating to the CBTA 2.0. Those disadvantages and 

challenges include: 

▪ limited coverage only in GMS region, presently only partially implemented 

with “Early Harvest” implementation in 5 out of 6 GMS countries; 

▪ unclear timeframe when the revision of GMS-CBTA and negotiations initiated 

in 2016 will be completed; 

▪ differences with national Customs transit procedures which makes more 

difficult to integrate the GMS-CBTA Customs transit system with other 

national import/export Custom procedures in the country of departure 

(export/transit) and country of destination (transit/import); 

▪ paper-based environment of existing GMS-CBTA Customs transit system and 

unknowns regarding transition to automated Customs transit systems with 

updated CBTA 2.0;  

▪ lack of more customized guarantee types (e.g. comprehensive guarantees) and 

simplifications with regard to guarantees (e.g. reduction of the guarantee 

amount or guarantee waiver for authorized transport operators) with existing 

GMS-CBTA Customs transit system and unknowns regarding possible 

revisions of guarantees with updated CBTA 2.0; 

▪ lack of simplified procedures (e.g., authorized consignor/consignee) and 

unknowns regarding possible revisions for simplified procedures with updated 

CBTA 2.0 

▪ road centric system without support for non-road segments (e.g., railway or 

inland waterways transport); 

▪ lack of attractiveness of “Early Harvest” implementation due to limited 

advantages that partial implementation of existing outdated GMS-CBTA 

could offer and various restrictive factors. 
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D. Eurasian Economic Union (EAEU) Customs Transit 

Scope and general concept 

The Treaty on the Customs Code of the Eurasian Economic Union (2017), in 

particular the Annex 1 Chapter 22, provides legal bases for EAEU Customs transit 

procedure.156 The EAEU Customs transit procedure is applicable to the five EAEU 

member states (Armenia, Belarus, Kazakhstan, Kyrgyzstan and the Russian 

Federation) four of which (excluding Belarus) are ESCAP members. 

It should be noted that the Treaty on The Eurasian Economic Union (2014) introduces 

a Customs union with unified common Customs territory of EAEU, free from 

Customs duties and non-tariff measures, and without Customs border controls 

between the member states; and common external tariff for the foreign trade with 

third countries.157 

The EAEU Customs transit procedure enables transport of goods under a uniform 

customs procedure within the common EAEU Customs territory from a Customs 

authority of departure of an EAEU member state to the Customs authority of 

destination of the same or another EAEU member state. Transport from one part of 

the EAEU customs territory to another, throughout the territories of non-member 

states of the EAEU, is also included (though the EAEU Customs transit procedure 

will not be applicable through the sections of transport across those non-member 

states). Implementation of EAEU Customs transit procedure is mandatory, unless 

other international Customs transit system is being used (e.g., TIR system). 

The EAEU Customs transit procedure is implemented in conjunction with other 

EAEU and related national Customs regulation, as well as other EAEU, national or 

multilateral transport arrangements of EAEU member states. For example, the Treaty 

on The Eurasian Economic Union (2014), section XXI Transport and Annex 24, 

introduce coordinated (agreed) transport policy, creation of a single transport area and 

gradual liberalization of transport services among Member States.158  

The EAEU Customs transit procedure is applicable for all modes of transport (road, 

rail, inland waterway, air, and sea).  

The Customs Code of the EAEU and other EAEU and national regulations detail 

provisions on the key features of the EAEU Customs transit procedure including: 

Customs transit declaration; conditions of placement of goods under the customs 

procedure for transit; time period of the customs transit; security for ensuring the 

fulfilment of obligation for payment of customs duties and taxes during the customs 

 
156 Unofficial translation of the Treaty on the Customs Code of the Eurasian Economic Union (2017) is available 

at: http://www.eurasiancommission.org/ru/act/tam_sotr/dep_tamoj_zak/SiteAssets/Customs%20Code%20of%20the%20EAEU.pdf 
157 Article 2 and Article 25 of the Treaty on The Eurasian Economic Union (2014) available at Eurasian 

Economic Union website: https://docs.eaeunion.org/en-us 
158 The legal text of the Treaty on The Eurasian Economic Union (2014) that entered into force on 01.01.2015 is 

available at Eurasian Economic Union website: https://docs.eaeunion.org/en-us 

http://www.eurasiancommission.org/ru/act/tam_sotr/dep_tamoj_zak/SiteAssets/Customs%20Code%20of%20the%20EAEU.pdf
https://docs.eaeunion.org/en-us
https://docs.eaeunion.org/en-us
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procedure for transit (including issuing security certificates in the form of an 

electronic document); unloading, reloading (transshipment) and other cargo 

operations during Customs transit; obligations and liabilities of carriers; procedures 

and conditions for the movement of vehicles for international transportation across the 

Customs border of the Union.159  

The EAEU Customs Code promotes electronic Customs procedures including 

electronic Customs transit procedures. Presently there is ongoing work on a Draft 

agreement on a unified system of Customs transit of the Eurasian Economic Union 

that includes main elements of the customs procedure for customs transit, a 

description of guarantee mechanisms, which will allow third countries to apply it. Use 

of electronic navigational seals (for both road and railways transport) is one of the 

elements considered for the unified system of customs transit of the EAEU.160  

Customs transit declaration 

Customs declaring in EAEU in general is carried out in electronic form (electronic 

customs declaration). The Customs transit declaration for the goods placed under the 

EAEU customs procedure for transit could be submitted in electronic form, even 

though Customs declaring in writing (hard copy customs declaration) is also 

permitted for Customs transit.161 

Data to be specified in transit declaration are detailed in EAEU Customs legislation 

and they include the code of goods in accordance with the Commodity Nomenclature 

at the level of at least first 6 digits. It is allowed to use transport (shipping), 

commercial and/or other documents, including those under international treaties as a 

transit declaration.162, 163 

In order to assess the risks and make preliminary decisions with regard to the forms of 

customs control, the EAEU legislation requires a preliminary information in an 

electronic form to be submitted to the Customs authorities. The preliminary 

information includes data on goods to be moved across the customs border of the 

 
159 E.g., as detailed in Chapter 22 (Customs Procedure for Transit) and Chapter 38 (Procedure and Conditions for 

the Movement of Vehicles for International Transportation across the Customs Border of the Union) of the 

Customs Code of EAEU (2017). EAEU regulation is available at: https://docs.eaeunion.org/ru-ru 

160 Eurasian Economic Commission website, 2021: http://www.eurasiancommission.org/ru/nae/news/Pages/10-

03-2021-03.aspx 

161 Article 104 paragraph 3 and 4 of the Customs Code of EAEU (2017) 

162 Article 107 of the Customs Code of EAEU (2017) 

163 Structure and format of the goods and transit declaration is regulated by Decisions of the College of the 

Eurasian Economic Commission (e.g., No. 2/2018 as amended with Decisions Nos 141/2019,133/2020,54/2020). 

More details on structure and format of Customs declarations are available at the websites of Eurasian 

Commission http://www.eurasiancommission.org/ru/act/tam_sotr/dep_tamoj_infr/Pages/struktura.aspx and 

https://docs.eaeunion.org/ru-ru 

https://docs.eaeunion.org/ru-ru
http://www.eurasiancommission.org/ru/act/tam_sotr/dep_tamoj_infr/Pages/struktura.aspx
https://docs.eaeunion.org/ru-ru
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EAEU, vehicles for international transportation carrying such goods, time and point 

of entry of goods in the customs territory of the EAEU.164 

If transport (shipping), commercial and/or other documents are used as a transit 

declaration, and a preliminary information was provided with all specified data for 

transit declaration (and if there is no discrepancy between the preliminary information 

and the data contained in these documents) such a transit declaration does not have to 

be accompanied by its electronic version for the Customs authority.165 

Vehicles for International transportation moved across the customs border of the 

EAEU are subject to Customs declaring using a declaration for vehicle. Standard 

documents from international transport treaties could be used as a declaration for 

vehicle (in form of electronic document or hardcopy declaration).166 

Security (Guarantee system) for Customs transit 

The security for ensuring the fulfilment of obligation for payment of customs duties 

and taxes during the EAEU customs procedure for transit is valid for all EAEU 

member states. When the goods are placed under the customs procedure for transit by 

the customs authority of one Member State, while the security was provided to the 

customs authority of another Member State, a certificate of security is issued in the 

form of an electronic document.167 

The amount of security is determined on the basis of the amounts of customs duties 

and taxes that would be payable in a Member State where the customs authority 

releasing the goods is located, but not less than the amounts of customs duties and 

taxes that would be payable in other Member States, through the territory of which the 

goods will be transported (shipped).168 

Security could be provided as individual for the goods transported under one transit 

declaration or general for ensuring the fulfilment of obligation for payment of 

customs duties and taxes for the goods transported under several transit 

declarations.169 

Providing security for ensuring the fulfilment of obligation for payment of customs 

duties and taxes for the goods placed in EAEU Customs transit procedure is not 

required in several cases including: 

▪ for customs carriers and authorized economic operators (AEO) (note that a 

general guarantee is required: for customs carriers in the amount of 200 

 
164 Article 11 of the Customs Code of EAEU (2017) 

165 Article 109 of the Customs Code of EAEU (2017) 

166 Article 278 of the Customs Code of EAEU (2017) 

167 Article 147 of the Customs Code of EAEU (2017) 

168 Article 146 (2) of the Customs Code of EAEU (2017) 

169 Article 146 (7) (8) of the Customs Code of EAEU (2017) 
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thousand Euro; and for AEO in the amount between 1 million Euro and 150 

thousand Euro)170 

▪ goods transported by rail, air transport, vessels (including mixed use river-sea) 

or moved by pipelines, except for the case when the transport is part of the 

transportation of the goods using two or more means of transport.171 

Digitalization 

EAEU Customs transit procedure is processed by the Customs information systems of 

the EAEU member states. Even though electronic processing of Customs transit is 

supported and encouraged (and several pilot projects with use of paperless Customs 

transit solutions have been conducted), the EAEU Customs transit procedure in 

general still depends on dual (electronic and paper-based) processing of Customs 

transit documents. 

The Customs authorities of the EAEU member states exchange electronic information 

for the purpose of monitoring and control of the transportation of goods under the 

Customs transit procedure. That includes: 

▪ electronic messages on the placing of goods under Customs transit procedure; 

▪ electronic messages on the completion of the Customs transit operations; 

▪ corrections of electronic notifications and electronic confirmations; 

▪ electronic messages on the extension of the Customs transit period; 

▪ electronic messages to invalidate previously sent electronic notifications, etc. 

Electronic notifications and electronic confirmations are exchanged between the 

Customs offices of destination and Customs offices of departure of EAEU member 

states, respectively, and automatically transmitted to the Customs transit control 

system of the Russian Federation.172 

EAEU regulations detail exchange of electronic documents and (or) information 

between the Customs authorities of the Member States of the EAEU in the process of 

controlling the transportation of goods in accordance with the customs procedure for 

customs transit and provide functional specifications in this regard.173 

 
170 Article 407 (for customs carriers) and Article 436 (for AEO) of the Customs Code of EAEU (2017) 
171 For more cases and details see Article 146 (4) of the Customs Code of EAEU (2017) 
172 WCO, 2020, Compendium of best practices in the area of Transit; Information on Transit Practices in the 

Kyrgyz Republic (p. 39 - 42). Available at: http://www.wcoomd.org/en/topics/facilitation/instrument-and-

tools/tools/transit-compendium.aspx 

173 College of the Eurasian Economic Commission, Decision No. 185 / 2019 on the Rules for implementation of 

the general process for "Ensuring the exchange of electronic documents and (or) information between the customs 

authorities of the Member States of the Eurasian Economic Union in the process of controlling the transportation 

of goods in accordance with the customs procedure for customs transit". Available at: 

https://docs.eaeunion.org/docs/en-us/01428486/clcd_01112019 (as amended with Decision 56 / 2021 available at: 

https://docs.eaeunion.org/docs/en-us/01429295/err_24052021_56) 

http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/transit-compendium.aspx
http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/tools/transit-compendium.aspx
https://docs.eaeunion.org/docs/en-us/01428486/clcd_01112019
https://docs.eaeunion.org/docs/en-us/01429295/err_24052021_56
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Latest developments in electronic information interaction between railways and 

Customs authorities are focused on end-to-end paperless technology for railway 

transportation in international traffic using electronic documents. For example, JSC 

Russian Railways (RZD) currently successfully implements information systems that 

provide linkages and electronic information exchange between JSC RZD and Federal 

Customs Service (FCS) of Russian Federation and supports organization of paperless 

Customs formalities e.g., for submission of preliminary information, registration of 

arrival, temporary storage, and Customs transit.  

Figure 32: Electronic interaction between RZD and FCS of Russia 

 

Source: adapted from RZD Presentation (V.A.Titov); September 2015 (Gdansk); Application of information 

technology in cross- border movement of goods and vehicles in international rail traffic 

INTERTRAN Project, initiated by Russian Railways (RZD) in 2017 and supported by 

international organizations such as UIC, OSJD, International Coordinating Council on 

Trans-Eurasian Transportation (CCTT) and ESCAP builds on information technology 

for seamless rail-based intermodal transport services and involves wide range of 

stakeholders from private and public sector from Russian Federation, Japan, South 

Korea, China, Kazakhstan, and Belarus.  

The INTERTRAN project aims to increase the railway transport competitiveness by: 

▪ enabling electronic interaction between the stockholders at ports and railway 

stations, 

▪ increasing the use of paperless technology by using fully electronic transport 

documents, introducing mobile workstations for paperless processing of 

related documents, and optimizing railway operations at ports / departure / 

destination railway stations; and     

▪ employing paperless Customs transit procedures for rail (e.g., using fully 

electronic transit declarations and electronic closing of Customs transit 

procedure). 

The INTERTRAN pilot project runs of transport with electronic and paperless 

technologies have been first organized for intermodal transport in Customs transit in 
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import direction to Russian Federation, and subsequently for transit movements 

across Russian Federation to other neighboring countries. The time for processes at 

entry seaport have been reduced from 5 to 2 days and at destination terminal from 2 to 

1 day, which gives about 4 days of overall time reduction.174 

Use of the System for tracking goods in road and railway transport by using electronic 

navigation seals, based on the GLONASS Global Navigation Satellite Technology is 

another recent development in digitalization and use of new technologies in EAEU 

Customs transit procedure.175 The system of tracking with electronic navigation seals 

presently is used for control of transportation of "sanctioned" and in the future can be 

replicated and used to control the transit of other goods brought through the territory 

of Russian Federation.176 

Simplified procedures 

The Customs Code of EAEU (2017), in particular Chapter 61 on Authorized 

Economic Operators (AEO), define several special simplifications provided to 

AEO.177  

The simplifications granted depend on the AEO type. Type 1 AEO simplifications 

relevant for Customs transit include among other: 

▪ performing customs operations and release of goods with priority; 

▪ non-provision of guarantee for the customs procedure for transit;178 

▪ recognition of the seals affixed by an AEO as identification means; 

▪ non-determination of the route of goods transportation; 

Type 2 AEO simplifications relevant for Customs transit include among other: 

▪ temporary storage in premises and/or in outdoor areas of AEO goods; 

▪ delivery of goods in premises and/or outdoor areas of the AEO, customs 

control and ending of the customs procedure in such constructions/areas; 

▪ customs control in premises and/or in outdoor areas of the AEO; 

Type 3 AEO simplifications include both type 1 and type 2 AEO simplifications. 

 
174 RZD Presentation, November 2019, K.Allakhverdyan, INTERTRAN Project of APRA UIC 

175 Council of the Eurasian Economic Commission, 2021, Order of the Council No.18 from October 2021 on the 

draft Agreement on the use of navigation seals for tracking transportation in the Eurasian Economic Union. 

Available at: https://docs.eaeunion.org/docs/en-us/01430491/err_16112021_18 

176 For more details see CRCP LLC website: https://crcp.ru/en/about/ 

177 Article 437 of the Customs Code of EAEU (2017) 

178 However, note that the conditions for inclusion in the AEO registry include providing a general guarantee in 

amount of 1 million Euro. That amount that could be progressively reduced to 700 thousand Euro from 3rd year, 

500 thousand Euro from 5th year, 300 thousand Euro from 6th year and 150 thousand Euro from 7th year under 

condition that the AEO status is not suspended (Article 436 of the Customs Code of EAEU (2017) 

 

https://docs.eaeunion.org/docs/en-us/01430491/err_16112021_18
https://crcp.ru/en/about/
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Conditions for inclusion in the AEO registry depend on AEO type and include 

experience in related economic activity, processing above minimum volumes of 

customs declaration / value of goods; providing a guarantee for fulfillment of 

obligations of AEO; proven record without administrative liability for administrative 

offences and without criminal prosecutions against natural persons shareholders of the 

AEO applicant; good recording system about business operations with access 

provided to Customs authorities; compliance with financial stability requirements; 

compliance with requirements for the premises and/or in outdoor areas of the AEO 

applicant etc.  

Pros and Cons 

The EAEU Customs transit procedure provides well known and reliable union 

Customs transit procedure. Main advantages of the EAEU Customs transit procedure 

are: 

▪ straightforward extension of Customs transit procedure from national member 

state level to the common EAEU Customs territory with eliminated Customs 

border controls at internal borders among EAEU member states; 

▪ regular use makes the system well known for all stakeholders concerned (since 

the EAEU Customs transit procedure is mandatory transit option unless other 

international Customs transit system is chosen, e.g., TIR system);  

▪ flexibility to be used across common transport area with liberalization of 

transport activities among EAEU MS and in conjunction with other bilateral / 

multilateral transport arrangements between EAEU MS and third countries; 

▪ applicable for all modes of transport (road, rail, inland waterway, air and sea); 

▪ support for electronic Customs procedures (with paperless Customs transit 

solutions presently mainly based on pilot project initiatives); 

▪ coordination in monitoring and control of EAEU Customs transit with 

electronic information exchange among Customs authorities of member states; 

▪ improved visibility and security of transport with use of electronic navigation 

seals; 

▪ security (guarantee) for Customs transit procedure valid for all EAEU member 

states in form of individual or general guarantee for several transit 

declarations, in amount equivalent to actual potentially payable Customs 

duties; such security (guarantee) is not required for Customs carriers and 

authorized economic operators (which are required to provide general 

guarantee); 

▪ potential use for simplification for Authorized Economic Operators (AEO) 

including temporary storage, delivery of goods and Customs control in 

premises and/or outdoor areas of the AEO. 
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Some of the disadvantages and challenges for using the EAEU Customs transit 

procedure include:  

▪ limited coverage only among the five EAEU member states; 

▪ the unified system of the EAEU Customs transit is still under development, 

more integrated solutions are expected to replace existing patchwork of 

member state Customs transit solutions (it is unclear when the unified system 

of the EAEU Customs transit will be completed); 

▪ even though paperless solutions are being developed and implemented (on 

project level) customs transit declarations are still processed in dual manner 

paper-based and electronic; 

▪ even though use of electronic navigation seals is extending visibility and 

enables movement of goods which otherwise will not be possible, extensive 

and mandatory use of electronic tracking may increase costs and burden 

Customs transit procedures;  

▪ even though simplified procedures for AEO are being regulated it is not clear 

if their implementation provides full benefits (e.g., for authorized 

consignors/consignees); how often such simplifications relevant for Customs 

transit procedure are being granted and used; and what is their share in 

comparison with regular Customs transit procedures. 
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E. European Convention on Common Transit Procedure 

Scope and general concept 

The Convention on a Common transit procedure (of 20 May 1987) introduces a 

regional customs transit system between the European Union (EU), and other 

common transit countries in Europe. 179  The Convention on a Common transit 

procedure presently is applicable for the 27 EU member states (considered as one 

contracting party with a single Customs territory) as well as for the 8 non-EU 

common transit countries (Iceland, Liechtenstein, North Macedonia, Norway, Serbia, 

Switzerland, Turkey and United Kingdom of Great Britain and Northern Ireland). 

Only 1 contracting party is ESCAP member (Turkey). 

The Convention on a Common transit procedure regulates only Customs transit 

aspects of international transport. Other transport issues such as transport permits and 

transit transport rights, technical requirements of vehicles (e.g., vehicle weights and 

dimensions), vehicle registration, insurance of vehicles, etc. are not regulated with the 

Convention. Therefore, the Convention on a Common transit procedure is 

implemented in conjunction with other multilateral, bilateral and national legal 

transport arrangements of the countries concerned. 

The Convention on a Common transit procedure is applicable for different modes of 

transport (e.g., road, rail and air). The convention is applicable for movement of 

goods in transit between or through any contracting party, and it could be used 

between two or more contracting parties, across two or more of their Customs 

territories. EU union transit and other national Customs transit procedures of all 

common transit counties are fully harmonized (effectively identical) with the 

Convention on a common transit procedure. Therefore, the Common transit procedure 

represents a natural extension of the EU union transit and other non-EU national 

Customs transit procedures of the common transit countries. The Common transit 

procedure is regularly used for the movement of goods between the EU member states 

and other non-EU common transit countries (unless other international Customs 

transit system, e.g., TIR system, is being used). 

The main features of the Common transit procedure include: 

▪ use electronic transit system with electronic transit declaration and electronic 

data interchange of relevant electronic messages in all stages of Customs 

transit procedure; 

▪ clear responsibilities of the holder of procedure who lodges the transit 

declaration (or on whose behalf that declaration is lodged) as well as the 

carrier and the recipient of goods moving under the Common transit 

procedure; 

 
179 The consolidated text of Convention on a common transit procedure (1987) (as amended until June 2021) is 

available at: https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:01987A0813(01)-

20210601&from=EN 

https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:01987A0813(01)-20210601&from=EN
https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:01987A0813(01)-20210601&from=EN


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 136 

▪ several options for providing international guarantee valid throughout the 

journey and secure electronic guarantee management system; 

▪ transport within prescribed time limits monitored by the system; 

▪ facilitation with simplified procedures (e.g., authorized consignor/consignee). 

 
Customs transit declaration 

Historically the European Common transit procedure started in 1988 with use of 

paper-based Single Administrative Documents (SAD) based on SAD Convention.180 

Since 2007 the use of electronic transit declaration is mandatory, and the SAD could 

be used only in exceptional circumstances (e.g., SAD is used as a transit declaration 

for business continuity in the event of a temporary failure of the electronic transit 

system or as a transit declaration for travellers). Exception also exists when CIM 

consignment note could be regarded as a transit declaration for the paper-based 

Common transit procedure for goods carried by rail. 

Electronic transit declarations for Common transit procedure must be submitted via 

the New Computerised Transit System (NCTS). The Convention on a Common 

transit procedure defines the particulars and the structure of the data of the transit 

declaration by means of electronic data-processing techniques. Plain language normal 

trade description of the goods that enables customs authorities to identify the goods 

should be given in the Customs transit declaration. HS code (up of at least the six 

digits) must be provided when the same person makes a transit declaration at the same 

time as, or following, a customs declaration which includes a commodity code or 

when that is required by specific legislation. In all other cases use of HS code in the 

Customs transit declaration is optional. 

The transit accompanying document (TAD) is paper based document printed from the 

NCTS by the holder of the procedure on the basis of the data from the electronic 

transit declaration. The TAD has 18 digits MRN (Master Reference Number) printed 

as well in a bar code mode. Other details completed on the TAD include details 

regarding acceptance of the Customs declaration, control results and seals affixed. 

The TAD has to accompany the goods during Customs transit operation. Where 

necessary a list of items (LoI) is printed and attached to the TAD. The Customs 

authorities may provide possibility for submission of supporting documents to the 

customs transit declaration in electronic form or to allow such documents not to be 

lodged with the electronic customs declaration. The reference to the documents will 

be recorded in the transit declaration and the declarant will be obliged to keep 

necessary supporting documents to the Customs authorities' disposal. 

No special Customs declaration is required for the temporary importation of a road 

vehicles or containers carrying goods under the Common transit procedure. 

 
180 Convention on the simplification of formalities in trade in goods (1987). Available at: 

https://ec.europa.eu/taxation_customs/system/files/2016-09/convention_simplification_formalities_en.pdf 
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The Contracting parties of the Convention of Common transit procedure have their 

own legal requirements for submission of electronic pre-arrival information in 

relation to cargo declaration (e.g., entry/exit summary declaration) that will allow 

them to make adequate risk assessment. Some, but not all, contracting parties have 

concluded specific agreements on recognition of export security and safety checks. If 

there are no such specific agreements security and safety data should be included in 

transit declaration or a summary declaration has to be submitted in addition to the 

electronic transit declaration. 

Security (Guarantee system) for Customs transit 

A guarantee valid for all Contracting Parties involved in the Customs transit operation 

should be provided for the Common transit procedure unless the Contracting parties 

have agreed among themselves or unilaterally decided to waive such requirement. 

The guarantee should be provided by the holder of procedure to ensure payment of 

the debt which may be incurred in respect of the goods placed under the Common 

transit procedure. The guarantee could be individual covering a single operation or 

comprehensive covering several operations. 

Electronic data-processing techniques are used for the exchange and storage of 

information pertaining to guarantees. The national NCTS application has to be linked 

with GMS (Guarantee Management System), that provides computerized registration 

and control of transit guarantees. Automated termination and discharge of the 

Customs transit procedure provides quick release of the guarantee. 

No guarantee is required for goods carried by air; Rhine/Danube waterways; fixed 

installations; and rail (where the paper-based transit procedure for goods carried by 

rail is used). Under simplified procedures holders of the procedure may be authorized 

to use a comprehensive guarantee with a reduced amount or have a guarantee waiver. 

Digitalization 

The European Common transit procedure operates in electronically connected 

environment with electronic communication between economic operators, national 

customs offices and customs administrations. The Common transit procedure is 

managed by the New Computerized Transit System (NCTS) that offers some of the 

most advanced paperless transit solutions regionally implemented. The NCTS 

processes electronic transit declaration and enables exchange of standardized 

electronic messages with respect to each step of Common transit procedure.  

Exchange of the electronic messages in external and national domain is done through 

national NCTS applications. Each EU member state and common transit country has 

to set up its own national NCTS application. Development of national NCTS 

applications is financed by EU member states and common transit countries 

themselves with support provided from European Commission and DG TAXUD (e.g., 

development of functional and technical specifications, offering some specific 

applications etc.). 
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Contracting parties of the Convention on Common transit procedure use the Common 

Communication Network/Common Systems Interface of the European Union 

(CCN/CSI) to connect their national NCTS application and exchange electronic 

messages related to the Common transit procedure. The CCN/CSI and the common 

domain (e.g., central services and reference data) are managed and financed by EU 

while the non-EU members of the Convention provide annual contributions.  

Figure 33: Normal Common Transit Procedure 

 
Source: European Commission NCTS presentation:  

https://unece.org/fileadmin/DAM/trans/doc/themes/UNDAC2C/Geneva2016/Meszaros210616.pdf 

In normal Common transit procedure, the goods must be presented to the Customs 

office of departure and the customs office of destination. The trader submits 

electronic transit declaration (IE015) to the Customs office of departure that upon 

control confirms releasing the goods in transit procedure (IE029). The transit Customs 

office receives "anticipated transit record" message (IE050) in advance and records 

the passage of the consignment in the national NCTS application. The Customs office 

at destination receives anticipated arrival record (IE001) in advance, registers the 

arrival of goods in the NCTS and the arrival advice (IE006) is automatically sent back 

to the customs office of departure. After completion of any necessary controls, the 

customs office of destination sends to the customs office of departure destination 

control results (IE018) and releases the goods from transit (IE025). 

The NCTS is regularly updated, and such updates are linked developments of the EU 

Union Customs Code (UCC).181 

 
181 Latest work program for NCTS updates (Phase 5 and Phase 6) scheduled until 2025 are focused on alignment 

with the new EU UCC and requirements for safety and security data elements in transit customs declarations. 

European Commission Implementing Decision (EU) 2019/2151 establishing the work programme relating to the 

development and deployment of the electronic systems provided for in the Union Customs Code. Available at: 

https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32019D2151&from=en 

https://unece.org/fileadmin/DAM/trans/doc/themes/UNDAC2C/Geneva2016/Meszaros210616.pdf
https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32019D2151&from=en
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Simplified procedures 

The Convention on Common transit procedure defines several simplifications that 

could be granted to the eligible applicants. Such simplifications include: 

▪ use of a comprehensive guarantee or guarantee waiver; 

▪ use of seals of a special type; 

▪ status of authorized consignor, for placing goods under the Common transit 

procedure without presenting them to Customs; 

▪ status of authorized consignee, for receiving goods moved under the Common 

transit procedure at an authorized place to end the procedure; 

▪ use of the paper-based common transit procedure for goods carried by air 

(transitional until NCTS upgrades are deployed);  

▪ use of the paper-based common transit procedure specific for the goods 

carried by rail (transitional until NCTS updates are deployed); 

▪ common transit procedure based on an electronic transport document as a 

transit declaration for air transport; 

▪ use of a customs declaration with reduced data requirements to place goods 

under the common transit procedure (applicable for transport of goods by rail; 

and air (when electronic transport document is not used); (not applied until 

NCTS updates are deployed).182 

For example, the rail operators in EU and common transit countries presently are 

using mostly the simplified procedure for paper-based common transit procedure with 

paper-based railway consignment note CIM (or CIM/SMGS) instead of using 

standard electronic NCTS declaration. The Customs processing of the paper-based 

railway consignment CIM (or CIM/SMGS) is minimal, while the rail operators are 

required to make records and keep them at their accounting offices, available for 

Customs control purposes. The paper based CIM consignment note can be used until 

the deployment of the updated NCTS (phase 5) (presently scheduled by 2025) which 

should include features which that will make it easier to lodge electronic NCTS 

customs transit declaration for rail transport.183 

The development of NCTS electronic customs declaration with reduced data 

requirements for placing the goods under the Common transit procedure for railway 

transport, will offer simplifications in comparison with normal NCTS electronic 

transit declaration. However, such NCTS electronic customs declaration with reduced 

data will certainly be more demanding in comparison with existing transitional 

simplifications with paper-based railway consignment CIM (or CIM/SMGS). Present 

simplifications do not include procedures with electronic railway transport document 

e-CIM (or e-CIM/SMGS). 

 
182 Article 55 of the Convention on Common transit procedure 
183 For more details see European Commission, 2021, Transit Manual Part VI.3.5.3 Paper-based transit procedure 

for rail (transitional provision). Available at: https://op.europa.eu/en/publication-detail/-/publication/f34c9bda-

2c2c-11ec-bd8e-01aa75ed71a1 

https://op.europa.eu/en/publication-detail/-/publication/f34c9bda-2c2c-11ec-bd8e-01aa75ed71a1
https://op.europa.eu/en/publication-detail/-/publication/f34c9bda-2c2c-11ec-bd8e-01aa75ed71a1


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 140 

Figure 34: Simplified transit with paper-based transit procedure for rail 
 

 
Source: European Commission, 2021, Transit Manual (Figure 1, p.341) 

 

It should be noted that simplified procedures for Common transit procedures are used 

regularly and the rate of simplifications in Customs transit in EU in 2020 reached 64.1 

per cent, with simplified procedures organized by 19,631 authorized consignors and 

consignees.184  

Pros and Cons 

The Common transit procedure and NCTS are facilitating movements of goods 

between or through EU member states and other European common transit countries. 

Main advantages of Common transit procedure are: 

▪ openness for different options on transit transport rights and road transport 

permits in conjunction with other existing or new multilateral, bilateral and 

national legal transport arrangements; 

▪ applicable for different modes of transport (e.g., road, rail, air);  

▪ successfully implemented electronic paperless solutions with full 

harmonization between community/national transit systems and common 

transit system; 

▪ use of single electronic Customs transit declaration valid at all Customs 

offices of departure/transit/destination for movement of goods in Common 

transit procedure across the Customs territories of EU and other common 

transit countries;  

 
184 European Commission website, EU Customs Union: facts and figures, Customs are business friendly, Customs 

Union in Numbers 2020: https://ec.europa.eu/taxation_customs/customs-4/eu-customs-union-facts-and-

figures/customs-are-business-friendly_en (last visited 20.01.2022) 

https://ec.europa.eu/taxation_customs/customs-4/eu-customs-union-facts-and-figures/customs-are-business-friendly_en
https://ec.europa.eu/taxation_customs/customs-4/eu-customs-union-facts-and-figures/customs-are-business-friendly_en
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▪ Direct electronic data exchange between holders of procedure and Customs 

authorities with reduced/eliminated physical contacts;  

▪ significantly reduced paperwork and maximized efficiency for processing of 

Common transit procedure at the Customs offices of departure / transit / 

destination; 

▪ use of risk management and selective controls with fewer physical inspections 

of goods by Customs authorities which reduces delays in Customs clearance at 

departure, transit and destination offices; 

▪ flexible and secure guarantees (with competition enabled between various 

guarantors). Possibility to use simplifications regarding guarantees (e.g., 

comprehensive guarantees for multiple use with reduced reference amount or 

guarantee waiver). Early discharge of transit procedure due to timely exchange 

of standardized electronic messages enables quick release of transit 

guarantees; 

▪ use of simplified procedures that enables placing goods under the Common 

transit procedure without presenting them to Customs (authorized consignor) 

and receiving goods moved under the Common transit procedure at an 

authorized place to end the procedure (authorized consignee); 

▪ efficient movements in Common transit procedure with reduced time and 

expenses of carrying out cross-border trade in goods across Europe;  

▪ improved visibility or transit operations for holders of procedure, which are 

automatically updated with real-time information from Customs on various 

stages of their goods in transit; 

▪ improved security and detection of irregularities during Customs transit based 

on increased capacity of Customs authorities to effectively monitor and 

control transit movements, using real-time electronic messages on movement 

of goods; 

▪ regular use by the operators such as transports, freight forwarders, customs 

agents, customs brokers, exporters and importers, with whom the operators are 

familiar (since the use of NCTS is mandatory). 

Some of the disadvantages and challenges for using the Common transit procedure 

and NCTS system include:  

▪ limited coverage only in Europe, presently operationalized only in one ESCAP 

member (Turkey), however it should be noted that several ESCAP members 

have indicated their interest in joining the Convention of Common transit 

procedure (e.g., Armenia, Azerbaijan and Georgia); 

▪ EU centric system that requires higher level of regional harmonization of 

Customs legislation (e.g., between EU and non-EU contracting parties); 

▪ demanding requirements to establish national NCTS system to manage 

Common transit procedure and link / integrate national NCTS system with 
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other Customs information systems. Need for advanced ICT capacities of 

Customs authorities; 

▪ complex systems of guarantees that may be challenging to be implemented for 

the stakeholders involved (holders of the procedure, guarantors and Customs 

authorities); 

▪ changes of the Convention (driven by the changes in EU legislation) are 

expected to impose more demanding requirements for railway operators when 

the existing transitional simplifications with paper-based railway consignment 

CIM (or CIM/SMGS) will be replaced with NCTS electronic customs 

declaration with reduced data. Lack of regulation of simplification for goods 

transported by rail with electronic railway consignment note e-CIM (or e-

CIM/SMGS). 

  



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 143 

F. Other transit transport regimes in the region 

ECO Transit Transport Framework Agreement (TTFA) 

 

The Economic Cooperation Organization (ECO) Transit Transport Framework 

Agreement (TTFA) (1998) promotes smooth, rapid and efficient movement of goods, 

among the Contracting Parties (Afghanistan, Azerbaijan, Islamic Republic of Iran, 

Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey and Turkmenistan) (signed but 

not ratified by Turkmenistan yet), among which 6 are ESCAP LLDCs.185  

The TTFA is applicable for traffic in transit which begins or terminates in a 

Contracting Party and covers different modes of transport (road, rail, inland 

waterway, multimodal and maritime). The agreement designates transit transport 

routes and their technical characteristics. 

The TTFA is comprehensive agreement that addresses wide range of transport issues 

for the road transport such as: road transport permits; technical requirements of 

vehicles and mutual recognition of certificate of road worthiness; motor vehicle third 

party insurance scheme. With regard to railway transport TTFA provisions define 

interchange stations where the transit services shall be performed and encourages 

concluding inter-railway agreements and arrangements.   

The ECO TTFA is advocating facilitation and harmonization of the transport 

regulations with international conventions and standards. That includes use CMR 

convention for road transport as well as railway regimes established by OSJD (e.g., 

SMPS, SMGS, PGW, PPW agreements) and COTIF (e.g., CIM, CUV, CUI).  

The Customs control provisions, in particular Annex VII of TTFA, promote 

establishment of a Customs Transit System for the cargo and means of transport in 

accordance with the relevant international Customs Conventions for facilitation of 

movement of goods in their territories.  

With the TTFA (Article 28) and the Annex VII of TTFA (Article 6), use of TIR 

Convention (1975) is highlighted as a Customs transit system to be used by the TTFA 

Contracting Parties. It could be noted that presently all TTFA Contracting Parties are 

using the TIR system. Other provisions of Annex VII (e.g., on Customs seals and 

technical qualifications on sealable means of transport and mutual administrative 

assistance) in general are also in line with the TIR System. 

Therefore, we can conclude that TFFA regulates transit transport issues among 

Contracting parties and gives only general directions on Customs Transit System. 

TFFA is implemented in conjunction with the TIR System which actually regulates 

the Customs transit among TFFA Contracting parties (unless Contracting Parties use 

national Customs transit procedures for TFFA implementation).  

 
185 The text of the ECO TFFA (1998) is available at: 
http://eco.int/parameters/eco/modules/cdk/upload/content/general_content/3758/1515303370972om85

qvdt8gggqsf9ed3ss6q4e5.pdf 

http://eco.int/parameters/eco/modules/cdk/upload/content/general_content/3758/1515303370972om85qvdt8gggqsf9ed3ss6q4e5.pdf
http://eco.int/parameters/eco/modules/cdk/upload/content/general_content/3758/1515303370972om85qvdt8gggqsf9ed3ss6q4e5.pdf
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(BBIN MVA) 

 

Motor Vehicle Agreement for the regulation of passenger, personal and cargo 

vehicular traffic between Bangladesh, Bhutan, India, and Nepal (BBIN MVA) (2015) 

aims to promote cross-border road transportation among the countries. The BBIN 

MVA is not ratified by Bhutan, which in 2017 provided consent for the agreement to 

enter into force among Bangladesh, India, and Nepal without obligations to Bhutan. 

The technical issues on entry into force of the agreement are still being considered 

including signing a MoU for implementation of BBIN MVA between Bangladesh, 

India, and Nepal. For operationalization of BBIN MVA two protocols have to be 

negotiated and signed, Protocol for movement of Passengers and Protocol for 

movement of cargo vehicles. The negotiations on those two protocols are still 

ongoing.186 

The BBIN MVA is designed to facilitate cross border transport and enable cargo 

vehicles and passenger vehicles registered in each contracting party to ply in territory 

of other contracting parties. The BBIN MVA introduces traffic rights under permit for 

plying through the contracting parties, and lays down documentary requirements such 

as registration certificate, certificate of fitness, insurance policy, driving license, 

waybill etc. Introduction of a tracking system, subject to the mutual consent is 

considered. 

Main documentary requirement under the BBIN MVA is a permit issued by one 

contracting party and countersigned by competent authorities of other contracting 

parties. Electronic processing and electronic exchange of BBIN MVA permits is 

being considered. Endorsement on entry/exit on the permit at the border check posts, 

lend ports/dry ports and land customs station is regulated with the BBIN MVA. 

The BBIN MVA does not specify the customs transit documentary requirements and 

customs transit systems to be used. Even though some of the Customs related issues 

could be addressed with relevant BBIN MVA protocol pending to be negotiated and 

signed it appears that BBIN MVA provides flexibility on potential Customs transit 

solutions. In addition to national Customs transit procedures that may be used in 

conjunction with BBIN MVA, other international Custom transit solutions may be 

considered (e.g., use of TIR Convention). It could be noted among BBIN countries 

the TIR Convention presently is applicable only in India. 

The implementation of BBIN MVA is being delayed and it is facing multiple 

challenges. While the facilitation of transport rights may be addressed with BBIN 

MVA permits, the potential use of international Customs transit system in conjunction 

with BBIN MVA is yet to be addressed.  

 
186 Joint Press Release on the Meeting of Bangladesh, Bhutan, India and Nepal on the Motor Vehicles Agreement 

(BBIN MVA) February 2020. Available at: https://www.mea.gov.in/press-releases.htm?dtl/32383/ 

https://www.mea.gov.in/press-releases.htm?dtl/32383/
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TRACRECA MLA 
 

Basic Multilateral Agreement on International Transport for the Development of the 

Europe-Caucasus-Asia Corridor (TRACECA MLA) (1998) regulates international 

transport of goods and passengers between the Contracting Parties and transport in 

transit through the territories of the Contracting Parties.187 TRACECA MLA has 13 

Contracting Parties including 9 ESCAP member and 6 out of them are ESCAP 

LLDCs.188 

The TRACECA MLA aims to facilitate international transport of goods and 

passengers and as a comprehensive agreement it addresses wide range of transport 

issues. The Technical Annex on International Road transport to the Basic Agreement 

regulates the access to the market subject to permits; mutual recognition of driving 

licenses, certificates of roadworthiness and official registration documents. The 

Technical Annex on International Railway Transport to the Basic Agreement 

regulates use of preferential terms and tariffs; recognition of transport related 

documents and advocates for cooperation in international railway transport.  

The Technical Annex on Customs and Documentation procedures to the Basic 

Agreement recommends accession to the international conventions such as: Customs 

Convention on International Transport of Goods under cover of TIR Carnets (1975); 

International Convention on the Harmonisation of Frontier Controls on Goods (1982); 

Customs Convention on Containers (1972). It could be noted that presently all 

TRACECA MLA Contracting Countries are using the TIR system. The Technical 

Annex on Customs and Documentation also determines that the Parties will not apply 

customs deposits, bank guarantees, financial risk insurance policies, railway 

guarantees for transit of goods by railway transport (not directly applicable for EU 

members Bulgaria and Romania). 

Technical Annex on the International Customs Transit Procedures in the Corridor 

Europe - The Caucasus - Asia for the Carriage of Goods by Rail using the “SMGS” 

Railway Bill to the Basic Agreement (presently in effect in Azerbaijan and Georgia) 

establishes TRACECA railway international customs transit procedure that 

recognizes the SMGS Railway bill as a customs transit document. Simplifications 

provided with this Technical Annex include exemption for national railway 

companies from the obligation to furnish a transit guarantee; possibility not to apply 

additional measures for identification if identification measures applied by a national 

railway company are considered satisfactory; waiver of formalities at Customs office 

of transit. Even though with limited geographical coverage the simplification 

provided are main advantage of this Technical Annex to the TRACECA MLA. 

 
187 The consolidated text of TRACECA MLA (1998) (as amended) is available at: http://www.traceca-

org.org/en/home/basic-documents/traceca-agreements/mla-multilateral-agreement/ 

188 TRACECA MLA Contracting Parties are Armenia, Azerbaijan, Bulgaria, Georgia, Islamic Republic of Iran, 

Kazakhstan, Kyrgyzstan, Moldova, Romania, Tajikistan, Turkey, Ukraine, and Uzbekistan. More information on 

TRACECA is available at: http://www.traceca-org.org/en/home/ 

http://www.traceca-org.org/en/home/basic-documents/traceca-agreements/mla-multilateral-agreement/
http://www.traceca-org.org/en/home/basic-documents/traceca-agreements/mla-multilateral-agreement/
http://www.traceca-org.org/en/home/
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In this Chapter we have analyzed main transit transport legal regimes applicable in 

ESCAP region and highlighted their advantages and disadvantages with special focus 

on related Customs transit systems. Each of the legal regimes have their own 

strengths, as well as challenges and weaknesses to be addressed. All transit transport 

legal regimes have a common goal to facilitate international transport, and successful 

achievement of such aspiration requires dealing with multiple transport issues 

including using efficient Customs transit systems.  

In general, efficient Customs transit systems are characterized by: 

▪ harmonized Customs transit procedures and use of international Customs 

transit systems;  

▪ use of electronic paperless Customs transit systems;  

▪ use of simplified Customs procedures beneficial for transport and trade 

communities. 
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6. Opportunities for transit transport facilitation in the times of 

pandemic and beyond (rail transit in particular) 

The COVID-19 outbreak that started at the end of 2019 and quickly spread around the 

globe in beginning of 2020, it still a pandemic health threat in 2022 with no clear 

signs when this crisis will be fully resolved. The COVID-19 pandemic profoundly 

impacts global economy and international transport and it created significant shocks 

to global and regional transport systems. Initial response to stop spreading of the 

COVID-19 disease included strict containment measures with restricted movements 

of people and goods on both national and international level and closing of 

international borders. Such measures have disrupted transport services in all modes of 

transport, and additionally interrupted production and slowed down economic 

activities which negatively impacted transport demand in short term.  

The global GDP fell by 3.1 per cent in 2020, however it re-bounced in 2021 and it is 

projected to grow 5.9 per cent in 2021 and 4.9 percent in 2022.189 As global recovery 

from COVID-19 pandemic continues, the vital role played of international freight 

transport has been reconfirmed. Having operational and efficient freight transport is 

necessary not only to maintain the essential supply chains of medical equipment and 

food supply, but to keep general economic activities in todays globalized world in 

changed circumstances with restricted international transport movements.  

The COVID-19 pandemic has exposed fundamental shortages of transport 

connectivity gaps and provided opportunities to implement new transport solutions. 

The pandemic increased the impetus to accelerate the processes of digitalization, to 

harmonize border controls and to increase cooperation among key stakeholders in 

private and public sector within the country and among the parties involved across 

international transport corridors.  

Multiple initiatives have been launched and supported in endeavor to support the 

countries around the world to preserve their connectivity in the time pandemic, which 

is one of the significant challenges that ESCAP LLDCs are facing as well. Prolonged 

time for dealing with COVID-19 pandemic, long term effects of COVID-19 crisis 

with regard to economic activities and transport flows, and the fact that we may 

expect in future other similar and new emergences and crisis on global, regional or 

sub-regional level (e.g. other pandemics, climate disasters, etc.) are only reinforcing 

the need for a systematic approach, with clear institutional measures, offering tailor-

made solutions supporting transport resilience, minimizing disruptions to transport 

and supply chains and ability to achieve rapid recovery.  

Contactless, seamless, and collaborative solutions are being promoted under UN 

response to the trade and transport connectivity challenges due to the COVID-19 

pandemics. Such solutions are based on already available instruments and tools (e.g., 

 
189 IMF, World Economic Outlook October 2021: 

https://www.imf.org/en/Publications/WEO/Issues/2021/10/12/world-economic-outlook-october-2021 

https://www.imf.org/en/Publications/WEO/Issues/2021/10/12/world-economic-outlook-october-2021
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developed by UN, World Customs Organization (WCO), and other development 

partners). The responses to COVID-19 pandemic and best practices that provide 

opportunities for transport facilitation are being collected and shared on platforms that 

are focused on challenges in dealing with pandemics.190  

Contactless solutions aim to reduce physical contact among people in cross-border supply 

chains by facilitating the flow of goods without spreading the virus. Contactless solutions 

include digitalization and use of harmonized electronic exchange of data instead of paper-

based documents (e.g., in transport and Customs formalities) and automation of transport 

operations and border crossing formalities.  

Contactless solutions available with regard to digitalization of transport documents include 

use of e-CMR consignment note in road transport or e-CIM/SMGS consignment note in 

railway transport. Elimination of the need for re-consignment and creating new transport 

documents at the borders in conjunction with electronically exchanged transport 

documents (e.g., e-CMR / e-CIM/SMGS) with additional electronic submission of 

supporting documents where necessary (e.g., invoices, packing lists, permits etc.) could 

remove or significantly reduce direct physical contacts related to submission of transport 

documents and organization of transport formalities.  

Contactless solutions in the field of Customs formalities include use of electronic paperless 

Customs transit solutions (e.g., e-TIR, AFAFGIT ACTS, NCTS for processing Customs 

transit under European Convention on Common Transit etc.). The COVID-19 

pandemic has accelerated the interest in existing paperless solutions (e.g., transition 

from paper-based TIR to e-TIR system, implementation of AFAFGIT ACTS, 

potential expansion of Convention on Common transit procedure and NCTS).  

Digitalization and use of electronic exchange of data would not be possible without 

harmonization of standards for the digitalization of data and document exchange. UN and 

other international organizations in the field of trade, transport and Customs are 

advocating use of international standards on message design (e.g., UN/EDIFACT and 

XML) and data formats (e.g., WCO Data Model) that could facilitate the process of 

data harmonization and standardization.  

Contactless solutions are supported by digitalization and automation of railway 

transport operations and smart railway transport solutions such as: 

▪ automation of railway terminals that may include (automation of 

loading/unloading, including stacking, storing, transporting the 

cargo/containers at and between terminals, and facilitation of container 

transshipment; use of intelligent gate systems; automation of train formation / 

marshalling including automatic wagon coupling; 

 
190 For example, see the dedicated website of UN Transport and trade connectivity in the age of pandemics 

UNTTC: https://www.unttc.org and dedicated Covid-19 page of the ESCAP website: 

https://www.unescap.org/covid19 

https://www.unttc.org/
https://www.unescap.org/covid19
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▪ advanced traffic management systems that allow faster and automated 

exchange of information, faster railway operations, and more efficient use of 

the network and the rolling stock; 

▪ automation of train operation (ATO) that provides support for automation of 

driving function from partial to fully automated, that enables driverless and 

unattended human-less train driving;  

▪ electronic information/data exchange for facilitation of border crossing by rail 

with: railways-to-railways electronic exchange (e.g., advance information on 

consignment note; estimated time of arrival; list of the wagons to be handed 

over to the next railways) streamlines operations at the border crossing 

stations and reduces onsite administrative processing and related physical 

contacts; Electronic information exchange between railways and control 

authorities (e.g. Customs) (e.g. advance electronic pre- arrival information, 

electronic Customs transit declaration or use of simplified Customs transit 

procedures) eliminates or reduces physical contacts with Customs officials; 

▪ use of new technologies for efficient and secure border crossing by rail such as 

automated inspection systems that proved dynamic inspections while the train 

is motion; non-intrusive inspections systems which enable dynamic regulatory 

controls without disruption of transport processes; and use of systems for 

electronic tracking with electronic seals (e-seals) which are addressing 

security concerns of control authorities, enable streamlined cross border 

transport operations with eliminated or reduced physical contacts during 

different types of inspections and controls; 

▪ use of mobile applications for railway freight supports customer orientation 

(e.g., use of Rail SUGAM mobile app in India) provides information on 

multiple railways freight aspects including performance, terminal handling 

details, contact details of concerned officers without or with reduced physical 

and direct contact communication.191 

Contactless solutions are supported by digitalization and automation of road transport 

operations and smart road transport solutions such as: 

▪ medical monitoring of drivers’ condition and data exchange for sanitary 

controls with pre-trip and post trip-medical examination by use of 

telemedicine technologies;  

▪ “electronic queue” system and international checkpoints and accelerated lanes 

for trucks, which are increasing the throughput of border crossing points, 

reducing the time spent at borders and consequently reduce physical contacts 

of drivers; 

▪ WEB and mobile applications to monitor the operational situation on the 

routes, that provide online information to support planning, implementation 

 
191 For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network. Available at: 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
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and control of transport, without physical contact and minimized 

communication by phone; 

▪ electronic document management and exchange of legally significant data 

such as use of permits and other documents in digital format. Examples of 

digitalized documents include electronic passport of the vehicle (e.g., 

implemented in Russian Federation), however many of existing documents are 

still paper-based; 

▪ online systems for exchange and issuing permits for international transport (e-

permits) that could replace paper-based permits that require physical 

inspections of those documents with permits in digital form with digital 

control methods that may include use of satellite navigation technologies;  

▪ “Green corridor system” for creation of favorable conditions during transport 

for law-abiding carriers, which implies maximum possible exception during 

transport for inspections of vehicles and cargo, documents of drivers and other 

actions by regulatory authorities; 

▪ electronic navigation seals (e-seals) and smart containers which are enabling 

traceability cargo and provide remote monitoring of any unauthorized access 

to cargo compartments of vehicles. They provide increased security of supply 

chain, that contributes to reduced physical inspections and may reduce human 

interventions (depending on organization of dealing with e-seals);  

▪ use of highly and fully automated freight vehicles (e.g. unmanned vehicles).192 

Seamless connectivity focuses on eliminating obstacles to cross-border trade and 

transport operations arising from the COVID-19 crisis. For example, a concept for 

efficient Customs clearance of emergency relief consignments applicable for Covid-19 

related supplies and medical equipment may include: development of list of emergency 

relief items, including their respective HS codes; 193  development of appropriate 

border/Customs procedures and simplifications including use of simplified Customs 

declaration; Customs tariff and tax changes with exemptions from import duties; 

temporary admission procedures for emergency response equipment; identification of 

eligible organization for using such simplifications and exemptions; submission of pre 

arrival information and/or pre-lodgment of electronic Customs declaration for emergency 

relief items; priority clearance with use of risk-management techniques with coordination 

of controls. Risk criteria may be reviewed to expedite emergency relief consignments 

which, if necessary, could be subject to post clearance control.  

Specially developed automated tools may support efficient processing of emergency relief 

consignments (e.g., Automated System for Relief Emergency Consignments 

 
192 For more details see ESCAP, 2020, Smart Connectivity along the Asian Highway Network in the Time of 

Covid-19. Available at: https://www.unescap.org/resources/seamless-and-smart-connectivity-along-asian-

highway-network-time-covid-19 

193 The indicative list prepared by World Customs Organization WCO is available at: http://www.wcoomd.org/-

/media/wco/public/global/pdf/topics/facilitation/activities-and-programmes/natural-disaster/covid_19/hs-

classification-reference_en.pdf?la=en 

https://www.unescap.org/resources/seamless-and-smart-connectivity-along-asian-highway-network-time-covid-19
https://www.unescap.org/resources/seamless-and-smart-connectivity-along-asian-highway-network-time-covid-19
http://www.wcoomd.org/-/media/wco/public/global/pdf/topics/facilitation/activities-and-programmes/natural-disaster/covid_19/hs-classification-reference_en.pdf?la=en
http://www.wcoomd.org/-/media/wco/public/global/pdf/topics/facilitation/activities-and-programmes/natural-disaster/covid_19/hs-classification-reference_en.pdf?la=en
http://www.wcoomd.org/-/media/wco/public/global/pdf/topics/facilitation/activities-and-programmes/natural-disaster/covid_19/hs-classification-reference_en.pdf?la=en
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(ASYREC) in tool integrated with ASYCUDA that provides for coordinated, efficient 

and facilitated imports of humanitarian relief).194 Customs systems could be adapted to 

assist Customs agencies in scaling-up necessary actions to better deal with pandemic, 

while at the same time ensuring the smooth functioning of cross border trade.195  

Apart from addressing immediate emergency relief issues (e.g., COVID-19 pandemic or 

similar emergencies in future) long term solutions that support seamless connectivity 

include digitalization and promotion of paperless processing of general trade and 

improving of Customs automation (e.g., use of electronic paperless Customs transit 

solutions listed above as contactless solutions).   

Seamless connectivity solutions promote synergies among all border agencies, which may 

include empowerment of national trade and transport facilitation committees to implement 

in coordinated manner various facilitation programs and to be used as a forum that may 

discuss emerging issues such as dealing with obstacles created by COVID-19 pandemic.   

Seamless connectivity could be supported with identification and addressing non-tariff 

barriers that may be related directly to emergency relief issues (e.g., COVID-19 pandemic 

or similar emergencies in the future) or more general structural issues relevant for general 

trade and transport. For example, UN Special Programme for the Economies of Central 

Asia (SPECA) has assessed the impact of COVID-19 induced non-tariff measures 

(NTM) on SPECA Countries’ and identified several challenges such as fragmented 

and not up to date published information on NTMs; difficult to obtain authorizations, 

permits; overreliance on physical inspections; lack of experience in disaster risk 

management; use of paper-based documents; lack of adequate border facilities; lack 

of common framework for governing transit trade and lack of adequate road and rail 

networks. Corresponding general recommendations are given to respond to such 

challenges.196   

Seamless connectivity could be supported by smart railway solutions that promote 

harmonization and more integrated approach towards regulatory border controls such as: 

▪ harmonized Customs transit formalities for international railway transport 

with use of a railway consignment note (e.g., CIM/SMGS) as a Customs 

document; 

▪ use of Single Window facilities that allow lodging of standardized information 

at single entry point to all relevant regulatory authorities;  

▪ joint border controls and single stop inspection at a joint border crossing for 

streamlined and seamless border crossing procedures.197  

 
194 For more details see ASYREC website: https://www.asyrec.asycuda.org 
195 For example, see UNCTAD, 2020, Guidelines to Customs Administrations on adapting the use of ASYCUDA 

World to the Covid-19 situation. Available at: https://unctad.org/system/files/official-document/dtlasycudainf2020d1_en.pdf 

196 For more details see UN SPECA, 2020 Report:   https://www.unttc.org/sites/unttc/files/2021-01/COVID-

ConsolidatedReport_Eng.pdf 

197 For more details see ESCAP, 2021, Smart Railway Solutions for Trans-Asian Railway Network. Available at: 

https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic 

https://www.asyrec.asycuda.org/
https://unctad.org/system/files/official-document/dtlasycudainf2020d1_en.pdf
https://www.unttc.org/sites/unttc/files/2021-01/COVID-ConsolidatedReport_Eng.pdf
https://www.unttc.org/sites/unttc/files/2021-01/COVID-ConsolidatedReport_Eng.pdf
https://www.unescap.org/kp/2021/smart-railway-solutions-trans-asian-railway-network-times-covid-19-pandemic
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In similar manner, seamless connectivity could be supported by smart road transport 

solutions for use of Single Window facilities, joint border controls and single stop 

inspection at a joint border crossing.  

Collaborative solutions endeavor to strengthen regional and sectoral cooperation on 

transport, trade and logistics operations to facilitate joint actions and solutions in 

responding to the COVID-19 pandemic.  

For example, UNECE with support of UNECA, UNECLAC, UN ESCAP, 

UNESCWA and other international partners have launched an “Observatory on 

border crossing status due to COVID-19” that gathers updated information from 

different sources regarding border crossing limitations and measures taken in the 

countries around the worldwide due to COVID-19 outbreak.198 

To help member countries in Asia and the Pacific region to coordinate their policy 

responses to COVID-19 pandemic, ESCAP is monitoring and sharing the country policy 

responses in the region. Policy Responses to COVID-19 in the Countries Members to 

the Asian Highway and the Trans-Asian Railway Networks are available in country 

profiles with transport related information on opening of border crossings for freight; 

transport health and safety measures taken; and transport facilitation measures 

implemented. ESCAP prepared several policy papers, knowledge products with 

highlighted key considerations and preliminary analysis of policy responses, impact of 

COVID-19 and regional cooperation in context of COVID-19. 199   

ESCAP preliminary analysis on policy responses on current pandemic and similar 

emergences and disasters in future indicates that regional transport connectivity 

solutions provide most effective means of response, while individual protectionist 

solutions reduce efficiencies and are more vulnerable to future shocks. Greater use of 

existing regional transport cooperation could make the response to pandemics, 

emergencies, and disasters more effective. Current pandemic provides an opportunity 

to make decisive shift towards digitizing the processes and electronically exchange 

information to complete operational and regulatory transport controls. In the 

aftermath of the crisis, the initiatives which contribute to more sustainable transport 

connectivity should be supported. 

 
198 See UN ECE website: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

199 For more details see ESCAP website: https://www.unescap.org/covid19/policy-responses and  

ESCAP, 2020, Policy Reponses to Covid-19: Transport Connectivity in Asia and the Pacific. Available at: 

https://www.unescap.org/resources/policy-reponses-covid-19-transport-connectivity-asia-and-pacific 

ESCAP, 2020, Strengthening Freight Transport Corridors of South Asia in the aftermath of COVID-19. Available 

at: https://www.unescap.org/sites/default/d8files/knowledge-products/COVID-

19%20Policy%20Brief_Transport_ESCAP%20SSWA.pdf 

ESCAP, 2020, COVID-19 and its impact on Railway sector in Asia and the Pacific. Available at: 

https://www.unescap.org/resources/covid-19-and-its-impact-railway-sector-asia-and-pacific 

ESCAP, 2020, Seamless Trade and Transport Connectivity in Asia and the Pacific: Regional Cooperation in the 

Context of the COVID-19 Pandemic. Available at: https://www.unescap.org/resources/seamless-trade-and-

transport-connectivity-asia-and-pacific-regional-cooperation-context 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
https://www.unescap.org/covid19/policy-responses
https://www.unescap.org/resources/policy-reponses-covid-19-transport-connectivity-asia-and-pacific
https://www.unescap.org/sites/default/d8files/knowledge-products/COVID-19%20Policy%20Brief_Transport_ESCAP%20SSWA.pdf
https://www.unescap.org/sites/default/d8files/knowledge-products/COVID-19%20Policy%20Brief_Transport_ESCAP%20SSWA.pdf
https://www.unescap.org/resources/covid-19-and-its-impact-railway-sector-asia-and-pacific
https://www.unescap.org/resources/seamless-trade-and-transport-connectivity-asia-and-pacific-regional-cooperation-context
https://www.unescap.org/resources/seamless-trade-and-transport-connectivity-asia-and-pacific-regional-cooperation-context
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Number of examples of special facilitation measures introduced to fight the COVID-

19 outbreak implemented in ESCAP region are gathered and shared with the ESCAP 

policy papers mentioned above. Such special policy measures include (specially 

developed protocols for movement of freight vehicles through checkpoint in 24-hour 

regime; fast clearance for anti-epidemic supplies (e.g. exclusive counters, green lanes, 

removing of road tolls); special facilitation measures  / expedite clearance in main 

ports; prioritized clearance; transport related Emergency Response Centers and 

simplified procedure for remote interaction with freight customers; Clearance Support 

Centers at major Customs offices with temporary dedicated teams for emergency 

clearance; green corridors for food and essential goods, coordinated clearance of 

essential goods and medical supplies between neighboring border authorities; 

acceptance of electronic Customs declaration without submission of hardcopy; 

exemptions from duties and taxes; etc.  

ESCAP noted several policy priorities for post-COVID-19 resilience in the cargo 

transport sector along freight transport corridors in South Asia that include: rapid 

responses to restore regular freight transport operations; modal shift for optimal usage 

of cross-border rail links; modernization of cargo tracking, inspection and clearance; 

development of subregional electronic cargo tracking system; improvement of  transit 

terms for LLDCs; and regional cooperation for transport corridor development.200 

In general, the impact of COVID-19 pandemic on transport was associated with 

restriction of movements and changes in transport demand. However, railway 

transport along Trans-Asian Railway network has proven to be most resilient in the 

time of pandemic and the rail freight traffic avoided major restrictions. The 

advantages of railway transport are coming from its distinctive characteristics. 

The railway transport processes use less manpower if compared to road transport and 

provide opportunity for more effective management of railway border crossings with 

much less potential of spreading the virus. Normally the locomotive and the 

locomotive crew are changed with at railway border crossings with a locomotive and 

locomotive crew of national railways that also contributes to less COVID-19 related 

restrictions if compared with road transport. Therefore, most of the borders remained 

open for international railway freight movements, while the borders become much 

more restrictive for road transport and closed to passenger traffic. Cancellation of 

passenger trains made it possible to free up the timetable for running additional 

freight trains. 

Volatile rates of sea transport contributed to some redistribution towards to railway 

transport on Asia-Europe routes. The railway transport is a reliable option, that is 

faster than maritime transport and less exposed to risks of COVID-19 restrictions than 

road transport. The railway operators in the region are making efforts to increase the 

 
200 ESCAP, 2020, Strengthening Freight Transport Corridors of South Asia in the aftermath of COVID-19. 

Available at: https://www.unescap.org/sites/default/d8files/knowledge-products/COVID-

19%20Policy%20Brief_Transport_ESCAP%20SSWA.pdf 

https://www.unescap.org/sites/default/d8files/knowledge-products/COVID-19%20Policy%20Brief_Transport_ESCAP%20SSWA.pdf
https://www.unescap.org/sites/default/d8files/knowledge-products/COVID-19%20Policy%20Brief_Transport_ESCAP%20SSWA.pdf
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volumes of goods transported and often provide special favorable conditions to new 

or existing shipments rather than increasing their rates.  

Early indications show that during the COVID-19 crisis the railways are managing to 

use their advantages in international railway freight transport to shift from other 

modes of transport to rail and increase railway freight flows. For example, freight 

trains between China and Europe increased by 15 per cent to 1,941 and number of 

containers transported by 18 per cent to 174,000 in the first quarter of 2020.201 

The impact of the COVID-19 pandemic will be long-lasting, and railways have 

opportunity to update their strategic development plans to accelerate implementation 

of specific solutions and technologies that support higher predictability and reliability; 

digitalization and automation with less physical interaction; increased efficiency by 

intensive harmonization, collaboration, and information exchange on national and 

cross border level. 

Number of transit transport facilitation solutions could be implemented to respond 

better in the times of pandemic and to increase the efficiency of railways in the period 

of recovery and beyond. Key areas of opportunities for railways to enhance their 

competitiveness in post pandemic period include: harmonization and digitalization of 

railway operations and railway documents; use of advanced electronic systems and 

mobile applications for remote interaction with freight customers; establishing 

efficient electronic information exchange between neighboring railways; better 

integration of railways with other modes of transport and collaboration between 

railways other relevant transport and logistics stakeholders; automation and use of 

new technologies for seamless railway transport inspections and regulatory controls; 

use of systems for electronic tracking with electronic seals; corridor management and 

efficient cross border collaboration on transport and regulatory level.  

Efficient railway operations in international transport also depend on harmonization 

and digitalization of related regulatory formalities (e.g. Customs clearance for goods 

in railway transport); establishing efficient electronic information exchange among 

railways and control authorities; use of simplified procedures for railway transport 

(e.g. use of railway Consignment note as a Customs document); use of electronic 

paperless Customs transit solutions; automation and use of new technologies for 

regulatory controls, improved coordination and cooperating among all border 

agencies including use of single window facilities, joint border controls and single 

stop inspections; efficient national trade and transport facilitation committees; timely 

identification and addressing of non-tariff barriers.  

 
201 Xinhua, 19 April 2020, China-Europe freight trains make 1,941 trips in Q1. Available at: 

http://www.china.org.cn/business/2020-04/19/content_75950177.htm 

http://www.china.org.cn/business/2020-04/19/content_75950177.htm
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7. Policy recommendations to improve port-hinterland transport 

connectivity for LLDCs 

The policy recommendations given in this Chapter in general are following the 

structure of the Chapter 4 of this Study which elaborates emerging global and regional 

practices to address connectivity challenges particularly for LLDCs. 

 

Recommendations Group A: 

Increase port efficiency at getaway ports in transit countries 

Policy recommendations on increasing port efficiency at getaway ports in transit 

countries are following two parallel tracks since they could be directed to the transit 

countries where the getaway ports are located and to the LLDCs. 

Recommendations for transit countries where getaway ports are located: 

▪ Endeavor to minimize port operational costs by increasing the port agility and 

faster distribution of cargoes to inland hubs (by attracting sufficient and balanced 

traffic volumes; providing adequate seaport infrastructure for railway connectivity; 

increasing the efficiency of coordination between all stakeholders concerned; using 

advanced IT tools for information exchange, modelling and optimization; adequately 

involving Customs and other control agencies); 

▪ Support port automation to increase seaport efficiency (by digitalization and 

automation of port operations; use of innovative IT and technological solutions for: 

automation of container handling, identification of trucks and containers, loading and 

unloading of ships, use of automated guided vehicles for movement of containers; 

integration of automated handling equipment and terminal operation systems; use of 

internet of things, big data analytics, mobile computing, and cloud computing with 

endeavor to optimize port processes; cooperation with all relevant stakeholders willing 

to share critical information); 

▪ Consider developing and implementing larger strategic programs on 

improvement of intermodal systems (where connectivity improvements, automation 

and optimization of maritime terminals are included); 

▪ Evaluate and consider possibilities for improved governance of ports (that ensure 

appropriate market competition and equal opportunities for all stakeholders); 

Recommendations for LLDCs:  

▪ Include seaport infrastructure investment in national transport policies and 

planning; 

▪ Take appropriate actions for seaport development and investment (e.g. take steps 

to own, lease or have a share in a seaport; encourage the host country to privatize the 

ports to allow LLDCs to have a share (in case of 100% state-owned seaports); enact 

laws for the operation of maritime transport to enable to own and operate merchant 

shipping; acquire long leases from the maritime neighboring country for land to build 

land port facilities; provide funds for port infrastructure using PPP models; ensure the 

connectivity of other modes to maritime transport); 
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▪ Strive for greater cooperation with transit countries to increase the access to 

seaports (e.g. through corridor management arrangements and formal agreements).202 

(See Chapter 3 - Challenges at getaway ports (p.57-59) and Chapter 4, Part A Increasing 

port efficiency at getaway ports in transit countries (p.74-79) of this Study) 

 

Recommendations Group B: 

Develop and implement favorable transit transport arrangements 

General recommendations applicable for all modes of transport: 

▪ Endeavor to finalize ongoing negotiations and complete preparatory activities 

for implementation of sub-regional and multilateral transport facilitation 

arrangements (e.g., revision of GMS CBTA, BBIN MVA, etc.); 

▪ Endeavor to harmonize and simplify the main components of different transit 

and transport related arrangements as far as possible (in order to facilitate the 

implementation of multiple arrangements that create complex legal environment);  

(See Chapter 3 – Transit transport challenges)(p.59-60) 

Recommendations specific to road transport:   

▪ Consider medium/long-term target for liberalization of international road 

transport operations that may include: 

o permit free transport (e.g., replacement of quantitative restrictions (such as 

permits quota) by qualitative criteria for access to the markets), 

o permits for multiple trips (instead of single trip permits), 

o abolishing of quotas for permits, 

o elimination on restrictions for using designated routes, 

o limited liberalization of cabotage (to reduce empty runs of vehicles in 

international road transport) 

(Consider developing strategic plans for gradual steps towards liberalization of 

international road transport and necessary amendments of existing bilateral transit 

and transport arrangements;  

See Option 2 and Option 3 of ESCAP Model Bilateral Agreement on International 

Road Transport) 

▪ Consider digitalization and introduction of electronic (e-permit) systems; 

▪ Endeavor to reduce transloading of goods at the borders (identify and address the 

relevant issues that lead to transloading at the borders e.g., permit system 

implementing challenges, security, limited transport routes, different national 

 
202 Based on UN OHRLLS, 2021, Global Report on Improving Transport Connectivity for LLDCs and Building 

of Resilient Transport Infrastructure to Support Accelerated Progress Towards the SDGs (p.97). Available at: 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf 

https://www.un.org/ohrlls/sites/www.un.org.ohrlls/files/draft_global_report_ohrlls_1_april_2021.pdf
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standards and licensing requirements, high costs of permits, lack of capacity of 

transport operators, etc.) 

▪ Introduce visa-free arrangements or use of multi-entry long term visas for 

professional drivers and crews; 

▪ Consider using relevant ESCAP tools (e.g., the guidance provided with ESCAP 

Regional Strategic Framework for the Facilitation of International Road 

Transport (2012) and ESCAP Model Bilateral Agreement on International Road 

transport (2016)). 

(See Chapter 3 – Challenges specific to road transport (p.64-67) and Chapter 4, Part B 

Development of favorable transit transport arrangements (p.79-82) of this Study) 

Recommendations specific to railway transport:   

▪ Use common railway documents (e.g., common consignment note CIM/SMGS) 

along the international railway transport routes (to eliminate the need for re-

consignment and creation of new railway documents at border crossings); 

▪  Establish effective mechanism for setting unified, comprehensive and 

competitive tariffs;  

▪ Provide easy access to the wagons on railway network of neighboring countries 

(provided that technical interoperability is established); 

▪ Improve timetable planning and scheduling of international railway operations 

with support of timely exchange of information and well-organized border 

crossing procedures;  

▪ Consider using relevant ESCAP tools (e.g., guidance provided by ESCAP 

Regional Cooperation Framework for Facilitation of International Railway 

Transport (2015)). 

(See Chapter 3 – Challenges specific to railway transport (p.67-69) and Chapter 4, Part B 

Development of favorable transit transport arrangements (p.82-83) of this Study) 

 

 

Recommendations Group C: 

Improve physical transport infrastructure and enhance its efficiency 

Recommendations: 

▪ Endeavor to complete missing links at road and rail networks (based on identified 

priorities and in collaboration with partner countries along transport corridors); 

▪ Improve the quality of existing road and rail networks (e.g., paving and widening 

and adding lanes on of roads, upgrades and electrification of railway networks etc.); 

▪ Improve the infrastructure of border crossing facilities (e.g., entry/exit lanes for 

queuing of road transport vehicles, receiving/dispatching tracks for handover of 
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wagons, truck terminals and railway yards, facilities for Customs control and other 

border crossing formalities); 

▪ Improve intermodal facilities (for the transfer, handling, storage, inspections at 

border crossings, dry ports, and other intermodal nodes along the transport corridors); 

▪ Endeavor to enhance the efficiency of physical transport infrastructure (based on 

optimized planning of transport infrastructure capacities in relation to traffic needs 

and estimates provided with transport data modeling; use of advanced traffic 

management and traffic control systems and improved maintenance); 

▪ Identify and accordingly address border crossing and intermodal bottlenecks 

related to transport infrastructure.  

(See Chapter 2.3 VPoA priority 2 (p.43-52); Chapter 3 – Challenges related to infrastructure 

and physical barriers (p.55-56) and Chapter 4, Part C Improvement of physical 

infrastructure and enhancement of efficiency (p.84-87) of this Study) 

 

Recommendations Group D: 

Support establishing dry-ports and improve intermodal facilities 

Recommendations: 

▪ Continue and enhance the support for development of efficient intermodal dry 

ports (develop relevant national master plan, designate lead decision making entity, 

establish multi-agency coordination mechanism, institutionalize coordination, involve 

private sector, provide relevant legal and regulatory framework); 

▪ Identify the reasons for major delays at ports/dry ports, develop action plan and 

implement measures for improved intermodal connectivity; 

▪ Develop and monitor specific intermodal connectivity indicators (e.g., number of 

regular railway transport services linking a specific port to intermodal dry ports in a 

landlocked country); 

▪ Support increased use of logistics services (e.g., by using services of third party 

and fourth party logistics providers), use of advanced logistics management systems 

(e.g., port community systems); increased visibility of entire supply chain to better 

align incentives of the different types of companies involved). 

▪ Consider using UN ESCAP instruments and tools in addressing issues relevant 

for dry ports (such as dry port location, transport infrastructure linkages, dry port 

facilities and equipment, automation and use of terminal management IT systems, 

facilitation of Customs clearance, etc.) (e.g., guidance provided with 

Intergovernmental Agreement on Dry Ports and Regional Framework for the 

Development, Design, Planning and Operation of Dry Ports of International 

Importance and Study Report (2018)).  

(See Chapter 3 – Challenges specific to dry ports (p.69-70) and Chapter 4, Part D 

Establishing dry ports and improvement of intermodal facilities (p.88-90) of this Study) 
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Recommendations Group E: 

Develop and implement efficient Customs transit regimes 

Recommendations: 

▪ Consider joining WCO Revised Kyoto Convention and accepting Specific 

Annex E on Customs Transit (for the countries which are not parties, or which have 

not accepted the Specific Annex E); 

▪ Harmonize national Customs transit legislation with WCO standards and 

recommendations and consider related best practices (as published by WCO); 

▪ Consider introduction and/or support implementation of international Customs 

transit procedures (for example join TIR Convention (for the countries, which are not 

a party to the Convention), and/or subregional customs transit procedures (e.g., 

ASEAN AFAFGIT ACTS, GMS CBTA, TRACECA, CAREC, BBIN level; etc.)); 

▪ Harmonize national transit procedures with international transit procedures as 

far as possible (based on international standards and best practices);  

▪ Endeavour to integrate/link international Customs transit systems with national 

Customs systems; 

▪ Introduce and implement electronic paperless Customs transit systems (e.g., e-

TIR, AFAFGIT ACTS). 

▪ Consider establishing new international/regional electronic Customs transit 

system for railway transport (e.g., based on common railway consignment note 

under appropriate new institutional arrangement on ESCAP level); 

(See Chapter 3 – Challenges at border crossings related to Customs formalities and Customs 

transit (p.61-64); Chapter 4, Part E Customs transit regime (p.90-92); and Chapter 5 of this 

Study) 

 

Recommendations Group F: 

Harmonize and facilitate border crossing operations 

Recommendations: 

▪ Continue and intensify the endeavors to accede and ratify international 

conventions/agreements related to transit transport and trade facilitation 

(transpose the international standards based on international 

conventions/agreements in national legislation. Strive to implement the international 

standards effectively, by taking in account national/regional characteristics as well 

as worldwide best practices); 

▪ Harmonize and simplify transport operations and regulatory (e.g., Customs) 

border crossing formalities and procedures (based on international standards 

and best practices); 
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▪ Harmonize and standardize data and documentary requirements of border 

crossing formalities (based on UN and WCO standards); 

▪ Digitalize and apply information and communication technologies for 

transport operations, Customs and other border formalities (e.g., use of 

electronic e-CMR for road transport, e-CIM/SMGS for railway transport, electronic 

Customs transit declaration); 

▪ Support cross border electronic information exchange between transporters 

(and other stakeholders) (e.g., railways to railways) (sign formal agreement for   

electronic data interchange (EDI), develop, launch, join, expand, electronic 

information exchange projects); 

▪ Support electronic information exchange among transporters (and other 

stakeholders) and control authorities involved in border crossing operations 

(e.g., railways to Customs); 

▪ Consider introduction of cross-border systematic electronic information 

exchange among control authorities of neighbouring countries (e.g., Customs 

to Customs); 

▪ Regulate and implement submission of advance pre-arrival electronic 

information in conjunction with efficient risk management for selective 

border crossing controls (e.g., by Customs and other border control 

authorities); 

▪ Use new technologies and automate transport inspections and regulatory (e.g., 

Customs) controls of movements of goods and vehicles across borders (e.g., 

electronic queuing systems, dynamic automated inspection systems; non-intrusive 

inspection systems); 

▪ Consider electronic tracking (e.g., with electronic seals) of transport 

movements across borders;  

▪ Improve coordination between participants in border crossing formalities and 

border control agencies (e.g., by introduction of coordinated/integrated border 

management, single window facilities, joint border controls and single stop 

inspections and joint border crossings); 

▪ Provide sufficient and adequate infrastructure capacities at border crossings; 

▪ Increase efficiency for dealing with break of gauge at railway border 

crossings where the railway gauge changes; 

▪ Consider transfer of main Customs and other regulatory controls from borders 

to inland locations and simplifications for participants in Customs compliance 

programmes and authorized economic operators; 

▪ Monitor the progress in transport and Customs facilitation along major transit 

transport corridors for landlocked countries on regular intervals (develop 

standard performance indicators); 
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▪ Identify and address border crossing impediments on structured manner with 

active involvement of private sector (e.g., within the framework on trade and 

transport facilitation committees); 

▪ Address integrity issues and implement integrity and anticorruption 

programmes; 

▪ Consider using the UN ESCAP that support harmonization and facilitation of 

international transport such tools such as: Regional Strategic Framework for 

the Facilitation of International Road Transport (2012), Regional Cooperation 

Framework for facilitation of international railway transport (2015), Efficient 

cross border transport models (2012); Model on integrated controls at the 

border crossing (2012); Secure cross border transport model (2012); Time 

cost distance methodology (2004 as last updated in 2012); Guidelines on 

Establishing and Strengthening National Coordination Mechanisms for Trade 

and Transport Facilitation in the ESCAP Region (2012). 

(See Chapter 2.1; Chapter 3 – Challenges at border crossings (p.61-64)); Chapter 5, Part F 

Harmonization and facilitation of border crossing operations (p.93-98) of this Study) 

 

Recommendations Group G: 

Establish efficient Corridor Management Mehanisms  

Recommendations: 

▪ Consider establishing formal corridor management mechanisms (joint 

management structure amongst countries and stakeholders (e.g., railways) that share 

common interest on specific key corridors); 

▪ Consider development and implementation international corridor arrangements 

that assign clear corridor management functions (e.g., coordination in planning, 

financing and development of transport infrastructure, recommendation of measures 

for enhancing interoperability and efficiency, harmonization and facilitation of border 

crossing formalities, corridor performance monitoring and capacity building); 

(See Chapter 3 – Challenges related to corridor management (p.70-71); and Chapter 4, Part 

G (p.99-100) of this Study) 

 

Recommendations Group H: 

Expand investment and financing options 

Recommendations: 

▪ For funding of transport infrastructure and transport systems consider 

innovative sources of financing such as public-private partnership, south-south 

and triangular cooperation, pension funds and insurance reserves, climate 
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resilient (green) financing in addition to traditional funding from national 

budget and official development assistance; 

▪ Coordinate and potentially jointly approach for official development assistance 

along international transport corridors; 

▪ Endeavor to create enabling environment that could attract private sector 

investment (e.g., develop sound institutional framework for PPP, capacity to run PPP 

projects, increase regulatory and institutional quality, etc.); 

▪ Develop strategies to optimize finding and financing (e.g., with minimized costs, 

selection of projects with high potential, prioritization of funding, development of 

bankable projects etc.). 

(See Chapter 4, Part H (p.101-103) of this Study)  
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8. Assessment of the policy recommendations by sub-regions of 

ESCAP 

The policy recommendations on improvement of port-hinterland transport 

connectivity which are in particular related to transit transport regimes and Customs 

transit systems could be assessed on overall regional level and by individual ESCAP 

sub-regions. 

ESCAP regional aspect 

Recommendations Group: 

Introduce/support international/regional Customs transit system 

Recommendations for road transport: 

▪ Join TIR Convention (for the countries, which are not party to the Convention yet); 

▪ Prepare and implement Annex 11 of TIR Convention that introduces paperless 

TIR operations (eTIR) (e.g., connect national Customs information system to eTIR 

international system, provide national legal regulation/instructions, organize training 

for Customs officials and outreach activities for private sector); 

▪ Join eTIR projects and support transition from paper based TIR to eTIR; 

▪ Consider introducing/supporting simplified customs transit procedures in 

conjunction with TIR system (e.g., authorized consignor / consignee) (Annex 6 of 

TIR Convention on Explanatory Note to Article 49 amendment into force in June 

2021); 

     (for TIR System see Chapter 5, Part A (p.105-113) of this Study) 

 

Recommendations for railway transport: 

▪ Consider establishing new international/regional Customs transit system for 

railway transport (Establishing such new international Customs transit system will 

require negotiating new legal arrangements); 

▪ Consider two-layer approach for introduction of new international Customs 

transit systems based on: 

a) Framework agreement on international Customs transit for railway agreed 

on ESCAP regional level that defines common principles and   

b) multiple specific multilateral / bilateral agreements between interested 

parties that enable actual implementation of international Customs transit 

for railway transport (adjusted with the common principles of the Framework 

Agreement); 

▪ Consider defining the common principles for the new international Customs 

transit system to include: 

o use of common railway consignment note as a Customs transit 

declaration;  
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o possibility to use of electronic Customs transit declaration (eCTD) with 

reduced data requirements submitted from railways to Customs (R2C). 

The eCTD should be based on selected data elements from paper-based 

railway consignment note or electronic railways consignment note, which 

are electronically exchanged by partner railways (R2R); 

o simplifications provided for railways as an authorized economic operator 

(AEO), including possibility for a waiver of Customs transit guarantee; 

o harmonization of Customs transit procedures at Customs offices of 

departure, transit and destination; 

o international cooperation between the railways and between Customs 

authorities (e.g., mutual assistance regarding investigation of infringements and 

irregularities if needed). 

Figure 35: Concept of the new International Railway Customs Transit 

 

 

East and North-East Asia 

Recommendations Group: 

Support sub-regional coordination regarding Customs transit 

Recommendations: 

▪ Endeavor to harmonize and simplify national Customs transit systems as far as 

possible (based on international standards and best practices); 

▪ Continue/enhance coordination among Customs authorities for streamlining of 

border crossing formalities in particular for Customs transit (e.g., along China – 

Mongolia – Russian Federation Economic Corridor) (which may include electronic 

information exchange of unified manifests, X-ray scans and control result info; use of 

electronic tracking with electronic seals etc.); 
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▪ Continue/expand use of paperless technologies and electronic information 

exchange among all stakeholders included in border crossing formalities in 

particular for Customs transit and join/expand related projects (e.g., INTERTRAN 

project initially launched by Russian Railways RZD).203 

 

South and South-West Asia 

Recommendations Group: 

Support sub-regional coordination regarding Customs transit and             

consider introduction of new sub-regional Customs transit system 

Recommendations: 

▪ Endeavor to harmonize and simplify national Customs transit systems as far as 

possible (based on international standards and best practices); 

▪ Continue/enhance coordination among Customs authorities for streamlining of 

border crossing formalities in particular for Customs transit (e.g., along BBIN, 

SAARC corridors) (which may include electronic information exchange of transport 

documents and permits, X-ray scans and control result info; use of electronic tracking 

with electronic seals etc.); 

▪ Consider introduction of new sub-regional Customs transit system (electronic 

paperless Customs transit system) (Establishing such new sub-regional Customs transit 

system will require negotiating new legal arrangement e.g., agreement / convention). 

Consider development of the new subregional Customs transit system in a manner that 

potentially could be used in conjunction with BBIN MVA, SAARC agreements, ECO 

TTFA, or other multilateral/bilateral transport arrangements of the countries in the 

sub-region).204 

     (for BBIN MVA and ECO TTFA see Chapter 5, Part F (p.143-144) of this Study) 

 

North and Central Asia 

Recommendations Group: 

Support sub-regional coordination regarding Customs transit and             

consider introduction of new sub-regional Customs transit systems 

Recommendations: 

▪ Endeavor to harmonize and simplify national/union Customs transit systems as 

far as possible (based on international standards and best practices); 

 
203 For more details see ESCAP, 2020, Learning Materials on Railway Transport (Case Study: Electronic 

information exchange between railways and Customs in Russian Federation and INTERTRAN Project (p.46-52)). 

Available at: https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf 

204 For more details on potential concept for new BBIN Customs Transit System see ESCAP, 2018, Policy Brief:  

Harmonization of Documents for International Transport: A study in the context of South and South-West Asia 

(page 33-36). Available at: https://www.unescap.org/resources/sswa-development-papers-1801-harmonization-

documents-international-transport-study-context 

 

https://www.unescap.org/sites/default/files/Learning%20Material-Railway%20Transport.pdf
https://www.unescap.org/resources/sswa-development-papers-1801-harmonization-documents-international-transport-study-context
https://www.unescap.org/resources/sswa-development-papers-1801-harmonization-documents-international-transport-study-context
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▪ Continue/enhance coordination among Customs authorities for streamlining of 

border crossing formalities in particular for Customs transit (e.g., along 

TRACECA, CAREC, ECO corridors) (which may include electronic information 

exchange of transport documents and permits, X-ray scans and control result info; use 

of electronic tracking with electronic seals etc.); 

▪ Consider joining European Convention on Common transit procedure / NCTS 

(existing ESCAP member: Turkey; presently interested ESCAP members 

Armenia, Azerbaijan and Georgia) (for Common transit procedure / NCTS see 

Chapter 5 Part E (p.135-142) of this Study); 

▪ Consider introduction of new sub-regional Customs transit system (e.g., 

CAREC Advanced Transit System – CATS, envisaged to be compatible with 

Common transit procedure/NCTS) (electronic paperless Customs transit system) 

(Establishing such new sub-regional Customs transit system will require negotiating 

new legal arrangement e.g., agreement / convention) (e.g., there is ongoing negotiation 

on CATS agreement).205  

▪ Consider introduction of new sub-regional Customs transit based on potential 

expansion of unified EAEU Customs transit for third non-EAEU countries) 

(Establishing such new sub-regional Customs transit system will require negotiating 

new legal arrangement e.g., agreement / convention) (for EAEU Customs transit see 

Chapter 6, Part D (p.132-139) of this Study); 

Consider development of the new sub-regional Customs transit systems in a manner 

that potentially could be used in conjunction with TRACECA MLA, ECO TTFA, 

CAREC frameworks or other multilateral/bilateral transport arrangements of the 

countries in the sub-region). 

 

South-East Asia 

Recommendations Group: 

Support implementation of sub-regional Customs transit systems and         

enhance coordination regarding Customs transit 

Recommendations: 

▪ Endeavor to harmonize and simplify national Customs transit systems as far as 

possible (based on international standards and best practices); 

▪ Endeavor to harmonize as far as possible national Customs transit systems with 

applicable sub-regional Customs transit systems (e.g., AFAFGIT ACTS); 

▪ Consider to amend / adjust AFAFGIT ACTS to potentially enable for the ACTS 

to be used in conjunction with other multilateral / bilateral transport 

arrangements of the countries in the sub-region; 

 
205 For more information on the concept of CAREC Advanced Transit System (CATS) see ADB CAREC 

presentations: https://www.carecprogram.org/uploads/2019-cats-22Apr-pres2.pdf and 

https://www.carecprogram.org/uploads/Session-1-Updates-Draft-CATS-ICE-Agreement.pdf 
 

https://www.carecprogram.org/uploads/2019-cats-22Apr-pres2.pdf
https://www.carecprogram.org/uploads/Session-1-Updates-Draft-CATS-ICE-Agreement.pdf
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▪ Address and eliminate restriction of using AFAFGIT ACTS for two country 

Customs transit (Customs transit only between country of departure and country of 

destination without a transit country) (Note that such restriction is imposed by several 

ASEAN member states due to constrains in their national Customs legislation) 

(Amendments of national Customs legislation are needed); 

▪ Expand number of designated inland Customs offices where AFAFGIT ACTS 

could be used; eliminate restrictions imposed in some members which restrict 

use of only to border checkpoints; expand designated transit routes (preferably 

offer the same routes as available for national Customs transit); 

▪ Address and eliminate restrictions for implementation of simplified procedures 

in AFAFGIT ACTS (e.g., reduction of guarantee amount, guarantee waiver, 

simplifications for authorized consignor / consignee) (Note that such restriction 

are imposed by several ASEAN member states due to constrains in their national 

Customs legislation) (Amendments of national Customs legislation are needed); 

▪ Consider amending and expanding AFAFGIT ACTS for use with other modes 

of transport (e.g., railways) and multimodal transport;  

▪ Implement AFAFGIT Protocol 9 on dangerous goods in order to be able to use 

AFAFGIT ACTS for transport of dangerous goods (which presently is restricted); 

▪ Consider potential development of harmonized ASEAN level concept of 

entry/exit processing of pre-arrival / pre-departure information for reasons of 

safety and security based on electronic entry/exit summary declaration and 

enhances coordination in risk management. Processing of such declarations 

could be integrated with ACTS;  

▪ Continue with organization of outreach activities and advocate the benefits that 

AFAFGIT ACTS could provide (in particular if present implementing restrictions 

are addressed as recommended in this part) to attract business community to use 

the system; 

▪ Consider making ACTS mandatory in future (unless other international 

Customs transit system is being used) (provided that sufficient harmonization 

among national AMS Customs transit systems is achieved on long run). 

(for AFAFGIT ACTS see Chapter 5, Part B (p.114-121) of this Study) 

▪ Finalize revision and renegotiation of GMS CBTA to update to CBTA 2.0 

which will allow to implement this sub-regional Customs transit system; 

▪ Consider to amend and update GMS CBTA in a manner that it will make the 

CBTA 2.0 compatible with other sub-regional Customs transit systems (e.g. 

AFAFGIT – ACTS);  

▪ Consider to amend and update GMS CBTA in an manner to potentially enable 

for the CBTA 2.0 to be used in conjunction with other multilateral / bilateral 

transport arrangements of the countries in the sub-region; 
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▪ Consider amending and expanding GMS CBTA for use with other modes of 

transport (e.g., railways) and multimodal transport;  

(for GMS CBTA see Chapter 5, Part C (p.122-126) of this Study) 

▪ Continue/enhance coordination among Customs authorities for streamlining of 

border crossing formalities in particular for Customs transit (e.g., along ASEAN 

GMS corridors) (which may include electronic information exchange of transport 

documents and permits, X-ray scans and control result info; use of electronic tracking 

with electronic seals etc.). 
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Annex 1 – ESCAP LLDCs Profiles 
 

A. Afghanistan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

30,117,411 31,161,378 32,269,592 33,370,804 34,413,603 35,383,028 36,296,111 37,171,922 38,041,757 38,928,341 

 

Surface Area (sq. km): 652,860 

 

Population density (people per sq.km) (2020): 60 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

17.8 20.0 20.6 20.5 19.9 18.0 18.9 18.4 19.3 19.8 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

0.4 12.8 5.6 2.7 1.5 2.3 2.6 1.2 3.9 -1.9 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

591 642 637 614 578 509 520 494 507 509 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

-2.68 8.97 1.97 -0.67 -1.62 -0.54 0.06 -1.19 1.54 -4.17 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

.. .. .. .. .. .. .. .. .. .. 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

.. .. .. .. .. .. .. .. .. .. 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

.. .. .. .. .. .. 
 

 

 

 

Afghanistan Logistics Performance Index (LPI) 
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Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 158 2.07 2.16 1.82 1.99 2.12 1.85 2.48 

2016 150 2.14 2.01 1.84 2.38 2.15 1.77 2.61 

2018 160 1.95 1.73 1.81 2.10 1.92 1.70 2.38 

2020         
 

 

 
 

Afghanistan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 48 228 96 324 452.8 344.4 750 900 30.6 .. 

2019 48 228 96 324 452.8 344.4 750 900 30.6 .. 

2020 48 228 96 324 452.8 344.4 750 900 30.6 177 

 

Afghanistan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

China   

Islamic Republic of Iran Kabul–Herat–Bandar Abbas 1,200 km 

Pakistan Kabul–Jalalabad–Torkham–Landi Kotal– Peshawar–Karachi 1,600 km 

Kabul–Kandahar–Spin Boldak–Chaman– Quetta–Karachi 1,500 km 

Tajikistan   

Turkmenistan   

Uzbekistan   
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Afghanistan China  91 .. .. .. 

Iran  921 Islam Qala (Hirat); 
Doghroun (Tor Ghundy); 
Milak; 
Abo Nasir Farahee; 
(total: 4) 

Rahzanak (Herat) 
 
 
 
(total: 1) 

0.54 

Pakistan  2670 Chaman Border (Spinboldak); 
Torkham Border (Jalalabad); 
Ghulam Khan Wesh Pathan 
(Paktia); 
Urgon (Paktika); 
(total: 4) 

 

0.15 

Tajikistan  1357 Sher Khan Bandar;  
Ishkashim; 
Demogan (Shighnan); 
Ai Khanum (Takhar); 
Nusay, Badakhshan 
(Tajikistan–Afghanistan 
Friendship Bridge); 
(total: 5) 

 

0.37 

Turkmenistan  804 Torghundi (Towrgondi); 
Aqina (Andkhoy); 
(total: 2) 

Torghundi (Towrgondi); 
Aqina (Andkhoy); 
(total: 2) 

0.50 

Uzbekistan  144 Hairatan (Ayritom) 
(Mazar) 
(total: 1) 

Hairatan (Ayritom) 
(total: 1) 1.39 

 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Afghanistan and transit countries participation in relevant international conventions 

 A
fg

ha
ni

st
an

 

Transit Countries 

T
ra

ns
it 

C
s 

 

C
hi

na
 

Is
la

m
ic

 R
ep

ub
lic

 

of
 Ir

an
 

P
ak

is
ta

n
 

T
aj

ik
is

ta
n

 

T
ur

km
en

is
ta

n 

U
zb

ek
is

ta
n 

 

Convention and Statute on Freedom of 
Transit (1921) 

No Yes 
n.r. 

Yes 
1931 

No No No No 1 (6) 

Convention on Transit Trade of 
Landlocked States (1965) 

Yes 
n.r. 

No 
 

No No Yes 
2011 

No Yes 
1996 

2 (6) 

Convention on the Law of the Sea (1982) No Yes 
1996 

No Yes 
1997 

No No No 2 (6) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2016 

Yes 
2001 

No 
(obser) 

Yes 
1995 

Yes 
2013 

No 
(obser) 

No 
(obser) 

3 (6) 

Convention on Road Traffic (1968) No No Yes 
1976 

Yes 
1986 

Yes 
1994 

Yes 
1993 

Yes 
1995 

5(6) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

Yes 
1982 

(2013) 

Yes 
2016 

(2018) 

Yes 
1984 

Yes 
2015 

(2018) 

Yes 
1996 

Yes 
1996 

Yes 
1995 6(6) 

Customs Convention on the Temporary 
Importation of Commercial Road 
Vehicles (1956) 

Yes 
1977 

No No No No No Yes 
1999 

1(6) 

Istanbul Convention on Temporary 
Admission (1990) 

No Yes 
1993 

Yes 
2016 

Yes 
2004 

Yes 
1997 

No Yes 
2020 

5(6) 

Customs Convention on Containers 
(1972) 

No Yes 
1986 

No No No No Yes 
1996 

2(6) 

International Convention on the 
Harmonization of Frontier Control of 
Goods (1982) 

No No Yes 
2010 

No Yes 
2011 

Yes 
2016 

Yes 
1996 

4(6) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

No No Yes 
1998 

No Yes 
1996 

Yes 
1996 

Yes 
1995 

4(6) 

Convention on Road Signs and Signals 
(1968) 

No No Yes 
1976 

Yes 
1980 

Yes 
1994 

Yes 
1993 

Yes 
1995 

5(6) 

OSJD Agreement on the International 
Goods Transport by Rail (SMGS) (1951) 

Yes 
2014 

Yes Yes No Yes Yes Yes 5(6) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) 
(2009)  

No Yes Yes No Yes No Yes 4(6) 

Convention concerning International 
Carriage by Rail (COTIF), 1980 (as 
amended Protocol 1999)   
- Appendix B - CIM No No Yes Yes No No No 1(6) 
- Appendix D - CUV No No Yes No No No No 1(6) 
- Appendix E - CUI  No No Yes No No No No 1(6) 

International Convention on the 
Simplification and Harmonization of 
Customs Procedures, as amended 
(Revised Kyoto Convention) (1999) 

No Yes 
2000 

Yes 
2016 

Yes 
2004 

Yes 
2020 

Yes 
2021 

Yes 
2021 

6(6) 

WTO Agreement on Trade Facilitation 
(2013) 

Yes 
2016 

Yes 
2015 

No Yes 
2015 

Yes 
2019 

No No 3(6) 

UN ESCAP Intergovernmental 
Agreement on Dry Ports (2013) (2016) 

Yes 
2016 

Yes 
2013 

(2016) 

Yes 
2013 

(2017) 

No Yes 
2013 

(2015) 

Yes 
2016 

No 4(6) 
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Afghanistan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

ECO Transit Transport Framework Agreement, 1998 (Afghanistan, Azerbaijan, Islamic Republic of Iran, 
Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan) 

Lapis Lazuli Transit, Trade and Transport Route Agreement (Afghanistan, Azerbaijan, Georgia, Turkey and 
Turkmenistan), 2017 (Note: not implemented yet) 

Agreement on the Establishment of an International Transport and Transit Corridor among the Governments of the 
Islamic Republic of Afghanistan, the Republic of India and the Islamic Republic of Iran (Chabahar Agreement), 
2016 (Note: 1st Phase implementation started in December 2017) 

Bilateral with Islamic Republic of Iran 

International Road Transport Agreement between the Islamic Republic of Afghanistan and the Islamic Republic of 
Iran, 2003 

Bilateral with Pakistan 

Afghanistan and Pakistan do not have a bilateral road transport agreement (Note: Afghanistan - Pakistan Transit 
Trade Agreement 2010 (APTTA), 2010 - expired in 2017) 

Bilateral with Tajikistan 

Agreement between the Islamic Republic of Afghanistan and Republic of Tajikistan on Transport, Transit, Cargo 
and Passengers, 2005 

Bilateral with Turkmenistan 

Railway agreements on rule and regulation of railway communication across border between Afghanistan and 
Turkmenistan, 2017 

Bilateral with Uzbekistan 

Cooperation agreement on railway transport between Afghanistan and Uzbekistan, 2003 

Agreement on transit transport between Afghanistan and Uzbekistan, 2004 

 
National Coordination and Cooperation mechanisms  
 

Afghanistan 

Afghanistan Pro Committee (2006 – 2009) (not active) 

WTO Unit in the Ministry of Commerce and Industry & inter-ministerial WTO task force (unknown) 

 
Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Afghanistan 

Program Not available  

Legal Base Not available 

Scope Not available 

Number of operators Not available 

Benefits Not available 

 
National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Afghanistan 

Afghanistan Transport Sector Master Plan Update (2017–2036) (2017) 

Afghanistan Road Sector Strategy 2019-2023 (2019) 

Afghanistan Rail Development Plan 2030 
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B. Armenia 

 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

2,876,536 2,884,239 2,897,593 2,912,403 2,925,559 2,936,147 2,944,789 2,951,741 2,957,728 2,963,234 

 

Surface Area (sq. km): 29,740 

 

Population density (people per sq.km) (2020): 100 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

10.1 10.6 11.1 11.6 10.6 10.5 11.5 12.5 13.7 12.6 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

4.7 7.2 3.3 3.6 3.2 0.2 7.5 5.2 7.6 -7.6 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

3,526 3,682 3,838 3,986 3,607 3,592 3,915 4,221 4,623 4,267 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

4.73 6.91 2.82 3.07 2.74 -0.16 7.18 4.95 7.38 -7.77 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

22.52 27.56 28.35 28.56 29.73 33.74 38.22 39.39 41.19 30.71 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

46.91 48.40 49.20 47.22 41.96 42.33 48.99 53.08 54.55 39.35 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

71.68 76.08 87.20 92.47 95.74 70.06 
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Armenia Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 92 2.67 2.63 2.38 2.75 2.75 2.50 3.00 

2016 141 2.21 1.95 2.22 2.22 2.21 2.02 2.60 

2018 92 2.61 2.57 2.48 2.65 2.50 2.51 2.90 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Armenia Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 38.5 2 2.5 1.6 100 100 0 100 90.8 .. 

2019 38.5 2 2.5 1.6 100 100 0 100 90.8 .. 

2020 26.5 2 2.5 1.6 100 100 0 100 91.7 43 

 

Armenia transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Azerbaijan   

Georgia Yerevan–Gyumri–Batumi–Poti 800 km 

Islamic Republic of Iran Yerevan–Tabriz–Esfehan–Bandar Abbas 2,600 km 

Turkey   
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Armenia Azerbaijan  996 .. .. .. 

Georgia  219 Bavra; 
Gogarani (Gogavan); 
Bagratasheni;  
(total: 3) 

Airum (Ayrum) 
 
 
(total: 1) 

1.83 

Iran  44 Nurduz 
(total: 1) 

.. 
1.00 

Turkey  311 .. .. .. 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 

 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Armenia and transit countries participation in relevant international conventions 

 A
rm

en
ia

 

Transit Countries 

T
ra

ns
it 

C
s 

 

A
ze

rb
ai

ja
n 

G
eo

rg
ia

 

Is
la

m
ic

 R
ep

ub
lic

 o
f 

Ir
an

 

T
ur

ke
y 

Convention and Statute on Freedom of Transit 
(1921) 

Yes 
2013 

No Yes 
1999 

Yes 
1931 

Yes 
1933 

3 (4) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
2013 

No Yes 
1999 

No Yes 
1969 

2 (4) 

Convention on the Law of the Sea (1982) Yes 
2002 

Yes 
2016 

Yes 
1996 

No No 
2 (4) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2003 

No 
(obser) 

Yes 
2000 

No 
(obser) 

Yes 
1995 

2 (4) 

Convention on Road Traffic (1968) Yes 
2005 

Yes 
2002 

Yes 
1993 

Yes 
1976 

Yes 
2013 

4(4) 

Customs Convention on the International 
Transport of Goods under Cover of TIR Carnets 
(TIR Convention) (1975) 

Yes 
1993 

Yes 
1996 

Yes 
1994 

Yes 
1984 

Yes 
1984 4(4) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles (1956) 

No Yes 
2000 

No No Yes 
2005 

2(4) 

Istanbul Convention on Temporary Admission 
(1990) 

Yes 
2018 

No Yes 
2010 

Yes 
2016 

Yes 
2004 

3(4) 

Customs Convention on Containers (1972) Yes 
2006 

Yes 
2005 

Yes 
1999 

No Yes 
1994 

3(4) 

International Convention on the Harmonization of 
Frontier Control of Goods (1982) 

Yes 
1993 

Yes 
2000 

Yes 
1999 

Yes 
2010 

Yes 
2006 

4(4) 

Convention on the Contract for the International 
Carriage of Goods by Road (CMR) (1956) 

Yes 
2006 

Yes 
2006 

Yes 
1999 

Yes 
1998 

Yes 
1995 

4(4) 

Convention on Road Signs and Signals (1968) No Yes 
2011 

Yes 
2001 

Yes 
1976 

No 
3(4) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

No Yes Yes Yes No 
3(4) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No No Yes No 
1(4) 

Convention concerning International Carriage by 
Rail (COTIF), 1980 (as amended Protocol 1999)   
- Appendix B - CIM Yes Yes Yes Yes Yes 4(4) 
- Appendix D - CUV Yes No No Yes Yes 2(4) 
- Appendix E - CUI  Yes No No Yes Yes 2(4) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, as 
amended (Revised Kyoto Convention) (1999) 

Yes 
2013 

Yes 
2006 

Yes 
2018 

Yes 
2016 

Yes 
2006 4(4) 

WTO Agreement on Trade Facilitation (2013) Yes 
2017 

No Yes 
2016 

No Yes 
2016 

2(4) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2013 
(n.a.) 

Yes 
2020 

No Yes 
2013 

(2017) 

Yes 
2014 
(n.a.) 

3(4) 
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Armenia sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement on transit procedures among the Members of the Commonwealth of Independent States, 1991 
(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan and Uzbekistan) 

Agreement on Building a Common Transport Space and Cooperation on Transport Policy among the Members of 
the Commonwealth of Independent States, 1997 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian 
Federation, Tajikistan and Uzbekistan) 

Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia 
Corridor (TRACECA), 1998 (as amended in 2003 and 2007) (Armenia, Azerbaijan, Georgia, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey and Uzbekistan) 

Agreement on cooperation among the Members of the Commonwealth of Independent States in the field of 
International road transport of goods, 2003 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, 
Tajikistan and Uzbekistan) 

Agreement on coordinated development of the international transport corridors traversing territories of the 
Members of the Commonwealth of Independent States, 2009 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, 
Russian Federation, Tajikistan and Uzbekistan) 

Treaty establishing the Eurasian Economic Union (EEU), 2014 (Armenia, Kazakhstan, Kyrgyzstan and the 
Russian Federation) 

Bilateral with Georgia 

Agreement between the Government of the Republic of Armenia and the Government of Georgia on International 
Road Transport, 2006 

Bilateral with Islamic Republic of Iran 

Agreement between the Government of the Republic of Armenia and the Government of the Islamic Republic of 
Iran on International Road Transport, 1992 

 
National Coordination and Cooperation mechanisms  

Armenia 

ARMPRO (National Trade and Transport Facilitation Committee of Armenia) (2002 – unknown) 

 
Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Armenia 

Program Authorized Economic Operator  

Legal Base TREATY on the Customs Code of the Eurasian Economic Union (2017)     
(Chapter 61 Art.430-443) 

Scope Import/Export/Transit (e.g. Customs carrier for at least 2 years with 250 transit 
declarations per year) (Type 1 / 2 / 3) 

Number of operators Not available (plan for full implementation by end of 2022) 

Benefits (in particular 
for Customs transit) 

- performing customs operations with priority; 
- non-provision of guarantee under Customs transit procedure (Note: General 
guarantee required first - 1 million EUR, reduced to 150,000 EUR from year 7); 
- end of customs transit procedure at premises/areas of the AEO 

- release of goods prior to submission of the goods declaration; 
- …  

 
National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Armenia 

Armenia Development Strategy for 2014‐2025 (2014) 

Armenia Government Program 2017-2022 (2017) 
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C. Azerbaijan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

9,173,082 9,295,784 9,416,801 9,535,079 9,649,341 9,757,812 9,854,033 9,939,771 10,024,283 10,110,116 

 

Surface Area (sq. km): 86,600 

 

Population density (people per sq.km) (2020): 117 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

66.0 69.7 74.2 75.2 53.1 37.9 40.9 47.1 48.2 42.6 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

-1.6 2.2 5.8 2.8 1.0 -3.1 0.2 1.5 2.5 -4.3 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

7,190 7,496 7,876 7,891 5,500 3,881 4,147 4,740 4,806 4,214 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

-2.85 0.85 4.48 1.52 -0.15 -4.14 -0.82 0.62 1.62 -5.12 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

56.43 52.97 48.42 43.27 37.79 46.43 48.55 54.09 49.05 35.70 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

24.08 25.29 26.26 26.21 34.81 43.65 41.85 37.58 36.77 36.47 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

72.60 90.08 90.40 91.67 85.82 72.16 
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Azerbaijan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 125 2.45 2.57 2.71 2.57 2.14 2.14 2.57 

2016 .. .. .. .. .. .. .. .. 

2018 .. .. .. .. .. .. .. .. 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Azerbaijan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 29.4 33 30.1 38 214.1 250 300 200 75.1 .. 

2019 17.4 33 14.1 33 214.1 250 300 200 77 .. 

2020 17.4 33 14.1 33 214.1 250 300 200 77 83 

 

Azerbaijan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Armenia   

Georgia Baku–Alyut–Tbilisi–Poti 800 km 

Kazakhstan   

Russian Federation Baku–Makhachkala  

Islamic Republic of Iran Yerevan – Bandar Abbas 2,100 km 

Turkey   

Turkmenistan   
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 
(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Azerbaijan Armenia  996 .. .. .. 

Georgia  428 Balakən (Belokani); 
Muğanlı (Muganlo); 
Sadıxlı (Sadikhli); 
Sınıq Körpü (Sinig korpiu); 
(total: 4) 

Böyük Kəsik (Beiuk 
kesik) 
 
 
(total:1) 1.17 

Iran  689 Astara; 
Biləsuvar; 
Culfa; 
Şahtaxtı 
(total: 4) 

Astara 
 
 
 
(total: 1) 0.73 

Russia  338 Samur; 
Şirvanovka; 
Xanoba 
(total: 3) 

Yalama 
(total: 1) 

1.18 

Turkey  17 Sədərək (Sederek) 
(total: 1) 

.. 
1.00 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 

 

 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Azerbaijan and transit countries participation in relevant international conventions 

 A
ze

rb
ai

ja
n

 

Transit Countries 

T
ra

ns
it 

C
s 

 

A
rm

en
ia

 

G
eo

rg
ia

 

R
us

si
an

 

F
ed

er
at

io
n 

Is
la

m
ic

 R
ep

ub
lic

 o
f 

Ir
an

 

T
ur

ke
y 

Convention and Statute on Freedom of 
Transit (1921) 

No Yes 
2013 

Yes 
1999 

No Yes 
1931 

Yes 
1933 

4 (5) 

Convention on Transit Trade of Landlocked 
States (1965) 

No Yes 
2013 

Yes 
1999 

Yes 
1972 

No Yes 
1969 

4 (5) 

Convention on the Law of the Sea (1982) Yes 
2016 

Yes 
2002 

Yes 
1996 

Yes 
1997 

No No 
3 (5) 

WTO (1995) (Art. V GATT 1994) 
 

No 
(obser) 

Yes 
2003 

Yes 
2000 

Yes 
2012 

No 
(obser) 

Yes 
1995 

4 (5) 

Convention on Road Traffic (1968) Yes 
2002 

Yes 
2005 

Yes 
1993 

Yes 
1974 

Yes 
1976 

Yes 
2013 

5(5) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

Yes 
1996 

Yes 
1993 

Yes 
1994 

Yes 
1982 

Yes 
1984 

Yes 
1984 5(5) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles 
(1956) 

Yes 
2000 

No No No No Yes 
2005 1(5) 

Istanbul Convention on Temporary 
Admission (1990) 

No Yes 
2018 

Yes 
2010 

Yes 
1996 

Yes 
2016 

Yes 
2004 

5(5) 

Customs Convention on Containers (1972) Yes 
2005 

Yes 
2006 

Yes 
1999 

Yes 
1976 

No Yes 
1994 

4(5) 

International Convention on the 
Harmonization of Frontier Control of Goods 
(1982) 

Yes 
2000 

Yes 
1993 

Yes 
1999 

Yes 
1986 

Yes 
2010 

Yes 
2006 5(5) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

Yes 
2006 

Yes 
2006 

Yes 
1999 

Yes 
1983 

Yes 
1998 

Yes 
1995 5(5) 

Convention on Road Signs and Signals 
(1968) 

Yes 
2011 

No Yes 
2001 

Yes 
1974 

Yes 
1976 

No 
3(5) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

Yes No Yes Yes Yes No 
3(5) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No No Yes Yes No 
2(5) 

Convention concerning International Carriage 
by Rail (COTIF), 1980 (as amended Protocol 
1999)   
- Appendix B - CIM Yes Yes Yes Yes Yes Yes 5(5) 
- Appendix D - CUV No Yes No No Yes Yes 3(5) 
- Appendix E - CUI  No Yes No No Yes Yes 3(5) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, 
as amended (Revised Kyoto Convention) 
(1999) 

Yes 
2006 

Yes 
2013 

Yes 
2018 

Yes 
2011 

Yes 
2016 

Yes 
2006 

5(5) 

WTO Agreement on Trade Facilitation (2013) No Yes 
2017 

Yes 
2016 

Yes 
2016 

No Yes 
2016 

4(5) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2020 

Yes 
2013 
(n.a.) 

No Yes 
2013 

(2015) 

Yes 
2013 

(2017) 

Yes 
2014 
(n.a.) 

2(5) 
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Azerbaijan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement on transit procedures among the Members of the Commonwealth of Independent States, 1991 
(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan and Uzbekistan) 

Agreement between the Republic of Azerbaijan, Georgia, Turkmenistan and the Republic of Uzbekistan on 
Coordination of Activities of the Railway Transport, 1996 

Agreement between the Republic of Azerbaijan, Georgia, Turkmenistan and the Republic of Uzbekistan on 
Coordination of Activities of Transit Transportation, 1996 

Agreement on Building a Common Transport Space and Cooperation on Transport Policy among the Members of 
the Commonwealth of Independent States, 1997 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian 
Federation, Tajikistan and Uzbekistan) 

ECO Transit Transport Framework Agreement, 1998 (Afghanistan, Azerbaijan, Islamic Republic of Iran, 
Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan) 

Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia 
Corridor (TRACECA), 1998 (as amended in 2003 and 2007) (Armenia, Azerbaijan, Georgia, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey and Uzbekistan) 

Agreement on cooperation among the Members of the Commonwealth of Independent States in the field of 
International road transport of goods, 2003 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, 
Tajikistan and Uzbekistan) 

Agreement on coordinated development of the international transport corridors traversing territories of the 
Members of the Commonwealth of Independent States, 2009 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, 
Russian Federation, Tajikistan and Uzbekistan) 

Agreement on Baku -Tbilisi -Kars New Railway Connection Line, 2007 (Note: operational since 2017) (Azerbaijan, 
Georgia and Turkey) 

Lapis Lazuli Transit, Trade and Transport Route Agreement (Afghanistan, Azerbaijan, Georgia, Turkey and 
Turkmenistan), 2017 (Note: not implemented yet) 

Bilateral with Georgia 

Agreement between the Government of the Republic of Azerbaijan and the Government of the Republic of 
Georgia on International Road Transport, 1993 

Agreement between the Government of the Republic of Azerbaijan and the Government of Georgia and on 
Coordination of Railway Transport Activities, 2014 

Bilateral with Islamic Republic of Iran 

Agreement between the Government of the Republic of Azerbaijan and the Government of the Islamic Republic of 
Iran on International Road Transport, 2002 

Bilateral with Russian Federation 

Agreement between the Government of the Republic of Azerbaijan and the Government of the Russian Federation 
on International Road Transport, 2001 

 

 

 

National Coordination and Cooperation mechanisms  

Azerbaijan 

AZERPRO (National Trade and Transport Facilitation Committee of Azerbaijan) (2004 – unknown) 

Coordinating Council of the Republic of Azerbaijan on Transit Freight (2015 – active) 
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Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Azerbaijan 

Program 1. Authorized Economic Operator (AEO) 
2. Green Corridor  

Legal Base 1. For AEO: 
- Customs Law (2012 as amended) Chapter 5 (Article 31-32), Art. 38, 155, 161 
- Resolution on Rules of assignment, temporary suspension and cancellation of 
the status of Authorized Economic Operator (No. 230 – 2013) 

2. For Green Corridor: 
- Customs Law (2012 as amended) Article 13, 93, 101 
- Order on additional measures concerning continuation of reforms in customs 
system (No.1853 - 2016); 
- Guidelines for use of the «Green corridor» and other release systems for 
transportation of goods and vehicles across the customs border (No.920 – 2016); 

- Regulation for foreign trade participants to obtain the rights of permanent use of 
“Green Corridor” Gating System, termination, cancellation and restoration of that 
right (No.427 - 2018) 

Scope Import / Export / (Transit) 

Number of operators 1. AEO: 2 (as reported in WCO 2020 AEO Compendium) 
2. Permanent users of the “Green Corridor” gating system on export operations 
262 and on import operations - 482 (as of October 2021)  

Benefits 1. Benefits of AEO:  
    - simplified forms (simplified declaration) and methods of customs control 
(methods of identification); 
2. Benefits of Green Corridor users 
     - priority in using customs services/clearance 
     - minimum physical inspections 
     - customs clearance in places other than customs offices and during non-

working hours 
     - direct import of imported goods to warehouses of person 
     - export of goods without going to the customs authority 

 

National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Azerbaijan 

Azerbaijan – 2020: Outlook for the future (2012) 

Strategic Roadmap for Development of Logistics and Trade in the Republic of Azerbaijan (2016) 
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D. Bhutan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

693,297 701,582 710,235 719,053 727,885 736,706 745,563 754,396 763,094 771,612 

 

 

Surface Area (sq. km): 38,390 

 

Population density (people per sq.km) (2020): 20 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

1.8 1.8 1.8 1.9 2.0 2.2 2.5 2.4 2.5 2.4 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

8.0 5.1 2.1 5.8 6.6 8.1 4.7 3.1 5.5 -6.8 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

2,563 2,539 2,473 2,652 2,753 2,931 3,287 3,243 3,316 3,122 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

6.77 3.88 0.88 4.48 5.35 6.83 3.41 1.85 4.26 -7.80 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

42.20 39.65 41.43 37.45 34.44 29.62 30.08 30.82 34.01 .. 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

72.20 64.54 63.77 60.86 67.76 55.79 52.73 55.89 50.35 .. 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

102.19 85.41 82.81 86.70 84.36 .. 
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Bhutan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 143 2.29 2.09 2.18 2.38 2.48 2.28 2.28 

2016 135 2.32 2.21 1.96 2.50 2.30 2.20 2.70 

2018 149 2.17 2.14 1.91 1.80 2.35 2.35 2.49 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Bhutan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 5 9 5 8 59.2 50 110.1 50 94.2 .. 

2019 5 9 5 8 59.2 50 110.1 50 94.2 .. 

2020 5 9 5 8 59.2 50 110.1 50 94.2 30 

 

Bhutan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Bangladesh   

China   

India Thimphu – Phuentsholing – Kishanganj – Kolkata 800 km 
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Bhutan China  477 Tremo La 
(total: 1) 

 
0.21 

India  659 Jaigaon; 
Chamurchi; 
Ulta Pani; 
Hathisar (Gelephu); 
Darranga; 
Raxaul; 
Panitanki; 
Changrabandh; 
Phulbari; 
Dawki; 
(total: 10) 

Raxaul 

 

 

 

 

(total: 1) 

1.67 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Bhutan and transit countries participation in relevant international conventions 

 B
h

u
ta

n
 

Transit Countries 

T
ra

ns
it 

C
s 

 

B
an

gl
ad

es
h 

C
hi

na
 

In
di

a 

Convention and Statute on Freedom of Transit 
(1921) 

No No Yes 
n.r. 

Yes 
1922 

2 (3) 

Convention on Transit Trade of Landlocked 
States (1965) 

No No No 
 

No 
0 (3) 

Convention on the Law of the Sea (1982) No Yes 
2001 

Yes 
1996 

Yes 
1995 

3 (3) 

WTO (1995) (Art. V GATT 1994) 
 

No 
(obser) 

Yes 
1995 

Yes 
2001 

Yes 
1995 

3 (3) 

Convention on Road Traffic (1968) No No No No 0(3) 

Customs Convention on the International 
Transport of Goods under Cover of TIR Carnets 
(TIR Convention) (1975) 

No No Yes 
2016 

(2018) 

Yes 
2017 
n.o. 

2(3) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles (1956) 

No No No No 
0(3) 

Istanbul Convention on Temporary Admission 
(1990) 

No No Yes 
1993 

No 
1(3) 

Customs Convention on Containers (1972) No No Yes 
1986 

No 
1(3) 

International Convention on the Harmonization of 
Frontier Control of Goods (1982) 

No No No No 
0(3) 

Convention on the Contract for the International 
Carriage of Goods by Road (CMR) (1956) 

No No No No 
0(3) 

Convention on Road Signs and Signals (1968) No No No Yes 
1980 

1(3) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

No No Yes No 
1(3) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No Yes No 
1(3) 

Convention concerning International Carriage by 
Rail (COTIF), 1980 (as amended Protocol 1999)   
- Appendix B - CIM No No No No 0(3) 

- Appendix D - CUV No No No No 0(3) 

- Appendix E - CUI  No No No No 0(3) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, as 
amended (Revised Kyoto Convention) (1999) 

Yes 
2014 

Yes 
2006 

Yes 
2000 

Yes 
2005 3(3) 

WTO Agreement on Trade Facilitation (2013) No Yes 
2016 

Yes 
2015 

Yes 
2016 

3(3) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

No Yes 
2014 

(2016) 

Yes 
2013 

(2016) 

Yes 
2015 3(3) 
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Bhutan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Motor Vehicle Agreement for the regulation of passenger, personal and cargo vehicular traffic between 
Bangladesh, Bhutan, India and Nepal (BBIN MVA), 2015 (Note: not entered into force)  

Bilateral with India 

Agreement on Trade, Commerce and Transit between the Royal Government of Bhutan and the Government of 
the Republic of India, last renewed in 2106 

Bhutan and India do not have a bilateral road transport agreement (Note: There is customary understanding 
between Bhutan and India on plying of Bhutanese vehicles in the territory of India) 

Bilateral with Bangladesh 

The Agreement on Trade between the Royal Government of Bhutan and the Government of the Peoples Republic 
of Bangladesh, last renewed in 2014 

Transit Agreement between Bangladesh and Bhutan, 1980 (Note: Not operationalized) 

 

National Coordination and Cooperation mechanisms  

Bhutan 

Coordination by Ministry of Information and Communications (unknown) 

National Trade Facilitation Committee (2013 – active) 

 

Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Bhutan 

Program Authorized Compliant Trader  

Legal Base Customs Rules and Regulations (2017) Chapter 13 (para 314 – 343) 

Scope Import / Export / Transit 

Number of operators pilot basis for three importers (as of October 2019 – ADB SASEC AEO) 

Benefits - Customs declaration with minimum data requirements 
- Minimized inspection of goods 
- directly release the goods, where applicable 
- directly deliver the goods to the designated premises of the person 
- simplified security requirements (reduced comprehensive security or security 
waiver) 

 
National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Bhutan 

Bhutan transport 2040 Integrated strategic Vision (2013) 

National Transport Policy 2017 (2017) 

The Project for Formulation of Comprehensive Development Plan for Bhutan 2030 (2019) 

 
  



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 190 

E. Kazakhstan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

16,557,202 16,792,090 17,035,551 17,288,285 17,542,806 17,794,055 18,037,776 18,276,452 18,513,673 18,754,440 

 

Surface Area (sq. km): 2,724,902 

 

Population density (people per sq.km) (2020): 20 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

192.6 208.0 236.6 221.4 184.4 137.3 166.8 179.3 181.7 169.8 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

7.4 4.8 6.0 4.2 1.2 1.1 4.1 4.1 4.5 -2.6 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

11,634 12,387 13,891 12,807 10,511 7,715 9,248 9,813 9,813 9,056 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

5.87 3.33 4.49 2.68 -0.27 -0.33 2.69 2.74 3.16 -3.85 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

46.46 44.11 38.62 39.34 28.52 31.84 32.40 37.63 36.44 .. 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

26.65 29.61 26.79 25.63 24.53 28.47 24.43 25.90 28.42 .. 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

53.05 60.31 56.83 63.53 64.86 .. 
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Kazakhstan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 92 2.67 2.63 2.38 2.75 2.75 2.50 3.00 

2016 141 2.21 1.95 2.22 2.22 2.21 2.02 2.60 

2018 92 2.61 2.57 2.48 2.65 2.50 2.51 2.90 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Kazakhstan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 133 128 2 5.5 493.5 200 0 0 67.9 .. 

2019 105 128 2 5.5 470 200 0 0 70.4 .. 

2020 105 128 2 5.5 470 200 0 0 70.4 105 

 

Kazakhstan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

China Almaty – Korgas – Kuytum – Urumqi – Xian – Shanghai 4,700 km 

Kirgizstan   

Russian Federation (Europe) 
 

Almaty – Orenberg – Samara – Moscow – (Warsaw) – (Hamburg) 
Almaty – St. Petersburg 
Almaty – Vladivostok  

5,200 km 

Turkmenistan   

Uzbekistan   
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Kazakhstan China  1765 Kolzhat; 
Nurzholy; 
Dostyk (Almaty region); 
Bakhty; 
Maykapchagay (East 
Kazakhstan); 
(total: 5) 

Nurzholy; Dostyk (Almaty 
region) 
 
 
(total: 2) 

0.40 

Kyrgyzstan  1212 Karasu; 
Aisha-bibi; 
Aukhatty; 
Kordai; 
Sapatai Batir (Merke); 
Sartobe (Zhambyl); 
Kagen (Almaty Region). 
(total: 7) 

Sapatai Batir (Merke) 
 
 
(total: 1) 

0.66 

Russia  7644 Kairak; 
Kandibai; 
Akbalshik (Kostanay); 
Zhana Zhol; 
Karakoga; 
Kyzyl Zhar (North 
Kazakhstan); 
Sharbakty; 
Urlitobe; 
Kosak; 
Naiza (Pavlodar); 
Auyl; 
Ube; 
Zheskent; 
Baitanat; 
Koanbai (East Kazakhstan); 
Zhaisan; 
Alimbet (Aktobe); 
Syrym; 
Taskala; 
Zhanibek; 
Orda; 
Shagan (West Kazakhstan);  
Kurmangazy; 
Karashatau (Atyrau) 
(total: 14 (24)) 

Over 15 

over 0.31 

Turkmenistan  413 Temir Baba (Zhanaozen) 
(Manistau) 
(total: 1) 

Bolashak 
 
(total: 1) 

0.48 

Uzbekistan  2330 Atameken;  
Konysbayevo;  
Kaplanbek;  
Zhibek Zholy;  
Kazygurt;  
Aysha Bibi;  
Tazhen; 
(total: 7) 

Makhtaral; 
Saryagash; 
Beyneu; 
 
 
 
 
(total: 3) 

0.43 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 
  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Kazakhstan and transit countries participation in relevant international conventions 

 K
az

ak
h

st
an

 

Transit Countries 

T
ra

ns
it 

C
s 

 

C
hi

na
 

K
yr

gy
zs

ta
n 

R
us

si
an

 

F
ed

er
at

io
n 

T
ur

km
en

is
ta

n 

U
zb

ek
is

ta
n 

Convention and Statute on Freedom of 
Transit (1921) 

No Yes 
n.r. 

No No No No 
0 (5) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
2007 

No 
 

No Yes 
1972 

No Yes 
1996 

2 (5) 

Convention on the Law of the Sea (1982) No Yes 
1996 

Yes 
1998 

Yes 
1997 

No No 
3 (5) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2015 

Yes 
2001 

Yes 
1998 

Yes 
2012 

No 
(obser) 

No 
(obser) 

3 (5) 

Convention on Road Traffic (1968) Yes 
1994 

No Yes 
2006 

Yes 
1974 

Yes 
1993 

Yes 
1995 

4(5) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

Yes 
1995 

Yes 
2016 

(2018) 

Yes 
1998 

Yes 
1982 

Yes 
1996 

Yes 
1995 5(5) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles 
(1956) 

No No Yes 
1998 

No No Yes 
1999 2(5) 

Istanbul Convention on Temporary 
Admission (1990) 

Yes 
2013 

Yes 
1993 

No Yes 
1996 

No Yes 
2020 

3(5) 

Customs Convention on Containers (1972) Yes 
2005 

Yes 
1986 

Yes 
2007 

Yes 
1976 

No Yes 
1996 

4(5) 

International Convention on the 
Harmonization of Frontier Control of Goods 
(1982) 

Yes 
2005 

No Yes 
1998 

Yes 
1986 

Yes 
2016 

Yes 
1996 4(5) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

Yes 
1995 

No Yes 
1998 

Yes 
1983 

Yes 
1996 

Yes 
1995 4(5) 

Convention on Road Signs and Signals 
(1968) 

Yes 
1994 

No Yes 
2006 

Yes 
1974 

Yes 
1993 

Yes 
1995 

4(5) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

Yes Yes Yes Yes Yes Yes 
5(5) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

Yes Yes Yes Yes No Yes 
4(5) 

Convention concerning International Carriage 
by Rail (COTIF), 1980 (as amended Protocol 
1999)   
- Appendix B - CIM No No No Yes No No 1(5) 
- Appendix D - CUV No No No No No No 0(5) 
- Appendix E - CUI  No No No No No No 0(5) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, 
as amended (Revised Kyoto Convention) 
(1999) 

Yes 
2009 

Yes 
2000 

No Yes 
2011 

Yes 
2021 

Yes 
2021 

4(5) 

WTO Agreement on Trade Facilitation (2013) Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2016 

No No 
3(5) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2016 

Yes 
2013 

(2016) 

No Yes 
2013 

(2015) 

Yes 
2016 

No 
3(5) 
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Kazakhstan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement on transit procedures among the Members of the Commonwealth of Independent States, 1991 
(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan and Uzbekistan) 

Agreement for Traffic in Transit among China, Kazakhstan, Kyrgyzstan, and Pakistan, 1995  

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Principles of 
Cooperation and Terms of Relations in Transport Area, 1996 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Coordination of the 
Activity of Railway Transport, 1996 

Agreement on Building a Common Transport Space and Cooperation on Transport Policy among the Members of 
the Commonwealth of Independent States, 1997 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian 
Federation, Tajikistan and Uzbekistan) 

ECO Transit Transport Framework Agreement, 1998 (Afghanistan, Azerbaijan, Islamic Republic of Iran, 
Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan) 

Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia 
Corridor (TRACECA), 1998 (as amended in 2003 and 2007) (Armenia, Azerbaijan, Georgia, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey and Uzbekistan) 

Agreement on cooperation among the Members of the Commonwealth of Independent States in the field of 
International road transport of goods, 2003 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, 
Tajikistan and Uzbekistan) 

Agreement on coordinated development of the international transport corridors traversing territories of the 
Members of the Commonwealth of Independent States, 2009 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, 
Russian Federation, Tajikistan and Uzbekistan) 

Treaty establishing the Eurasian Economic Union (EEU), 2014 (Armenia, Kazakhstan, Kyrgyzstan and the 
Russian Federation) 

Bilateral with China 

Agreement on International Road Transport between the Government of the Republic of Kazakhstan and the 
Government of the People’s Republic of China, 1992 

Border Railway Agreement between the Ministry of Transport of the Republic of Kazakhstan and the Ministry of 
Railways of the People’s Republic of China, 1992 (as amended with the 2012 Protocol)  

Bilateral with Kyrgyzstan 

Agreement on International Road Transport between the Government of the Republic of Kazakhstan and the 
Government of the Republic of Kyrgyzstan, 2003 

Agreement between the Republic of Kazakhstan and the Government of the Republic of Kyrgyzstan on Transit of 
Commodities by Motor Transport through the Territory of the Republic of Kazakhstan, 2004 

Bilateral with Russian Federation 

Agreement on International Road Transport between the Government of the Republic of Kazakhstan and the 
Government of the Russian Federation, 2003 

Bilateral with Turkmenistan 

Agreement between the Government of the Republic of Kazakhstan and the Government of Turkmenistan on the 
International Road Transport of Passengers and Goods, 1997 

Bilateral with Uzbekistan 

Agreement between the Government of the Republic of Kazakhstan and the Government of the Republic of 
Uzbekistan on International Road Transport, 2006 

Agreement between the Government of the Republic of Kazakhstan and the Government of the Republic of 
Uzbekistan on cooperation in the field of railway transport, 1997 

 
National Coordination and Cooperation mechanisms  

Kazakhstan 

Inter-ministry commission for transport (1998 – unknown) 

(WTO TFA) Interagency Working Group on Coordination and Implementation of TFA (2019 - active) 
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Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Kazakhstan 

Program Authorized Economic Operator  

Legal Base TREATY on the Customs Code of the Eurasian Economic Union (2017)     
(Chapter 61 Art.430-443) 

Scope Import/Export/Transit (e.g. Customs carrier for at least 2 years with 250 transit 
declarations per year) (Type 1 / 2 / 3) 

Number of operators 17 (as of October 2021) 

Benefits  
(in particular Customs 
transit related) 

- performing customs operations with priority; 
- non-provision of guarantee under Customs transit procedure (Note: General 
guarantee required first - 1 million EUR, reduced to 150,000 EUR from year 7); 
- end of customs transit procedure at premises/areas of the AEO 

- release of goods prior to submission of the goods declaration; 
- …  

 
National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Kazakhstan 

Kazakhstan 2050 (2012) 

Strategic Development Plan of the Republic of Kazakhstan until 2025 (2018) 

Logistics and Transport Competitiveness in Kazakhstan (2019) 
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F. Kyrgyzstan 

Population:  
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

5,514,600 5,607,200 5,719,600 5,835,500 5,956,900 6,079,500 6,198,200 6,322,800 6,456,200 6,591,600 

 

Surface Area (sq. km): 199,950 

 

Population density (people per sq.km) (2020): 33 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

6.2 6.6 7.3 7.5 6.7 6.8 7.7 8.3 8.9 7.7 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

6.0 -0.1 10.9 4.0 3.9 4.3 4.7 3.8 4.6 -8.6 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

1,124 1,178 1,282 1,280 1,121 1,121 1,243 1,308 1,374 1,174 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

4.67 -1.74 8.74 1.96 1.76 2.23 2.73 1.71 2.44 -10.49 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

54.54 44.40 42.25 37.45 35.19 35.83 34.25 31.60 35.23 31.34 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

81.64 95.27 91.78 87.68 75.77 70.00 66.36 67.27 64.14 51.67 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

110.96 105.82 100.62 98.88 99.37 83.01 
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Kyrgyzstan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 149 2.21 2.03 2.05 2.43 2.13 2.20 2.36 

2016 146 2.16 1.80 1.96 2.10 1.96 2.39 2.72 

2018 108 2.55 2.75 2.38 2.22 2.36 2.64 2.94 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Kyrgyzstan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 20 72 72 84 445 145 511.5 200 67.1 .. 

2019 5 72 68.9 84 10 110 499.1 200 74.7 .. 

2020 5 72 68.9 84 10 110 499.1 200 74.7 89 

 

Kyrgyzstan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

China (via Kazakhstan) Bishkek – Almaty – Korgas – Kuytum – Urumqi – Xian – Shanghai 4,900 km 

Kazakhstan (Russian 
Federation, Europe) 

Bishkek – Orenberg – Samara – Moscow – (Warsaw) – (Hamburg) 5,000 km 

Tajikistan   

Uzbekistan   
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 
(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Kyrgyzstan China  1063 Irkeshtam; 
Torugart 
(total: 2) 

 
0.19 

Kazakhstan  1212 Ak-Tilek; 
Chongkapka; 
Ken-Bulun; 
Lugovoye/Akjol; 
Sypatai Batyr (Chaldybar) 
(Kara-Baltynin); 
Sartobe (Tokmok); 
Tüp; 
(total: 7) 

Sypatai Batyr 
(Chaldybar)(Kara-
Baltynin) 

 

 

 
(total: 1) 

0.66 

Tajikistan  984 Badkent (Batken); 
Kulundu; 
Bor Doba; 
Karamyk/Jirigital; 
(total: 4) 

 

0.41 

Uzbekistan  1314 Kyzyl-Kiya; 
Kara- Bagysh; 
Dostuk (Dostyk); 
Intymak; 
Seydikum; 
Madaniyat; 
Bek-Abad; 
Sumsar; 
Kensay; 
(total: 9) 

Kyzyl-Kiya; 
Zhalal-Abad; 
Kara-Suu (Osh); 
Shamaldy-Say; 
 
 
 

 
 

(total: 4) 

0.99 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Kyrgyzstan and transit countries participation in relevant international conventions 

 K
yr

g
yz

st
an

 

Transit Countries 

T
ra

ns
it 

C
s 

 

C
hi

na
 

K
az

ak
hs

ta
n 

T
aj

ik
is

ta
n 

U
zb

ek
is

ta
n 

Convention and Statute on Freedom of 
Transit (1921) 

No Yes 
n.r. 

No No No 
0 (4) 

Convention on Transit Trade of Landlocked 
States (1965) 

No No 
 

Yes 
2007 

Yes 
2011 

Yes 
1996 

3 (4) 

Convention on the Law of the Sea (1982) Yes 
1998 

Yes 
1996 

No No No 
1 (4) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
1998 

Yes 
2001 

Yes 
2015 

Yes 
2013 

No 
(obser) 

3 (4) 

Convention on Road Traffic (1968) Yes 
2006 

No Yes 
1994 

Yes 
1994 

Yes 
1995 

3(4) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

Yes 
1998 

Yes 
2016 

(2018) 

Yes 
1995 

Yes 
1996 

Yes 
1995 4(4) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles 
(1956) 

Yes 
1998 

No No No Yes 
1999 1(4) 

Istanbul Convention on Temporary 
Admission (1990) 

No Yes 
1993 

Yes 
2013 

Yes 
1997 

Yes 
2020 

4(4) 

Customs Convention on Containers (1972) Yes 
2007 

Yes 
1986 

Yes 
2005 

No Yes 
1996 

3(4) 

International Convention on the 
Harmonization of Frontier Control of Goods 
(1982) 

Yes 
1998 

No Yes 
2005 

Yes 
2011 

Yes 
1996 3(4) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

Yes 
1998 

No Yes 
1995 

Yes 
1996 

Yes 
1995 3(4) 

Convention on Road Signs and Signals 
(1968) 

Yes 
2006 

No Yes 
1994 

Yes 
1994 

Yes 
1995 

3(4) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

Yes Yes Yes Yes Yes 
4(4) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

Yes Yes Yes Yes Yes 
4(4) 

Convention concerning International Carriage 
by Rail (COTIF), 1980 (as amended Protocol 
1999)   
- Appendix B - CIM No No No No No 0(4) 
- Appendix D - CUV No No No No No 0(4) 
- Appendix E - CUI  No No No No No 0(4) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, 
as amended (Revised Kyoto Convention) 
(1999) 

No Yes 
2000 

Yes 
2009 

Yes 
2020 

Yes 
2021 

4(4) 

WTO Agreement on Trade Facilitation (2013) Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2019 

No 
3(4) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

No Yes 
2013 

(2016) 

Yes 
2016 

Yes 
2013 

(2015) 

No 
3(4) 
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Kyrgyzstan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement on transit procedures among the Members of the Commonwealth of Independent States, 1991 
(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan and Uzbekistan) 

Agreement for Traffic in Transit among China, Kazakhstan, Kyrgyzstan, and Pakistan, 1995  

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Principles of 
Cooperation and Terms of Relations in Transport Area, 1996 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Coordination of the 
Activity of Railway Transport, 1996 

Agreement on Building a Common Transport Space and Cooperation on Transport Policy among the Members of 
the Commonwealth of Independent States, 1997 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian 
Federation, Tajikistan and Uzbekistan) 

Agreement on International Road Transportation among China, Kyrgyzstan and Uzbekistan, 1998 

ECO Transit Transport Framework Agreement, 1998 (Afghanistan, Azerbaijan, Islamic Republic of Iran, 
Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan) 

Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia 
Corridor (TRACECA), 1998 (as amended in 2003 and 2007) (Armenia, Azerbaijan, Georgia, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey and Uzbekistan) 

Agreement on cooperation among the Members of the Commonwealth of Independent States in the field of 
International road transport of goods, 2003 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, 
Tajikistan and Uzbekistan) 

Agreement on coordinated development of the international transport corridors traversing territories of the 
Members of the Commonwealth of Independent States, 2009 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, 
Russian Federation, Tajikistan and Uzbekistan) 

Treaty establishing the Eurasian Economic Union (EEU), 2014 (Armenia, Kazakhstan, Kyrgyzstan and the 
Russian Federation) 

Bilateral with China 

Agreement between the Government of the Republic of Kyrgyzstan and the Government of the People’s Republic 
of China on International Road Transport, 1994 

Bilateral with Kazakhstan 

Agreement between the Government of the Republic of Kyrgyzstan and the Government of the Republic of 
Kazakhstan on International Road Transport, 2003 

Agreement between the Government of the Republic of Kyrgyzstan and the Republic of Kazakhstan on Transit of 
Commodities by Motor Transport through the Territory of the Republic of Kazakhstan, 2004 

Bilateral with Tajikistan 

Agreement between the Government of the Republic of Kyrgyzstan and the Government of the Republic of 
Tajikistan on International Road Transport, 2013 

Bilateral with Uzbekistan 

Agreement between the Government of the Republic of Kyrgyzstan and the Government of the Republic of 
Uzbekistan on International Road Transport, 1996 

 
National Coordination and Cooperation mechanisms  

Kyrgyzstan  

Multi-agency committee for transport facilitation - Ministry of Transport and Communications (unknown) 

Direct coordination for trade facilitation – by the Ministry of Industry, Trade and Tourism (unknown) 

National Council on Trade and Transport Support Group (unknown) 

Working group on Implementation of Almaty Programme of action (2005 – unknown) 

National Council on Trade and Transport Facilitation (2008 – unknown) 

(WTO TFA) National Council for Trade Facilitation (2017 – active) 
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Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Kyrgyzstan 

Program Authorized Economic Operator  

Legal Base TREATY on the Customs Code of the Eurasian Economic Union (2017)     
(Chapter 61 Art.430-443) 

Scope Import/Export/Transit (e.g. Customs carrier for at least 2 years with 250 transit 
declarations per year) (Type 1 / 2 / 3) 

Number of operators 1 (as of October 2021) 

Benefits  
(in particular Customs 
transit related) 

- performing customs operations with priority; 
- non-provision of guarantee under Customs transit procedure (Note: General 
guarantee required first - 1 million EUR, reduced to 150,000 EUR from year 7); 
- end of customs transit procedure at premises/areas of the AEO 

- release of goods prior to submission of the goods declaration; 
- …  

 
 
National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Kyrgyzstan 

National Development Strategy of the Kyrgyz Republic 2018-2040 (2018) 

Logistics and Transport Competitiveness in Kyrgyzstan (2020) 
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G. the Lao People's Democratic Republic 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

6,347,564 6,444,527 6,541,302 6,639,763 6,741,160 6,845,848 6,953,031 7,061,498 7,169,456 7,275,556 

 

 

Surface Area (sq. km): 236,800 

 

Population density (people per sq.km) (2020): 31 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

8.7 10.2 11.9 13.3 14.4 15.8 16.9 18.0 18.2 19.1 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

8.0 8.0 8.0 7.6 7.3 7.0 6.9 6.2 5.5 0.4 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

1,378 1,581 1,826 1,998 2,135 2,309 2,424 2,542 2,545 2,630 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

6.36 6.40 6.43 6.02 5.66 5.39 5.24 4.62 3.87 -1.03 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

40.34 37.88 38.17 40.75 33.95 33.21 .. .. .. .. 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

51.36 60.31 60.01 58.31 51.85 41.88 .. .. .. .. 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

85.80 75.09 .. .. .. .. 
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Lao PDR Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 131 2.39 2.45 2.21 2.50 2.31 2.20 2.65 

2016 152 2.07 1.85 1.76 2.18 2.10 1.76 2.68 

2018 82 2.70 2.61 2.44 2.72 2.65 2.91 2.84 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Lao PDR Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 13 60 13.5 60 140 235 223.5 115 77.7 .. 

2019 9 60 10.5 60 140 235 223.5 115 78.1 .. 

2020 9 60 10.5 60 140 235 223.5 115 78.1 78 

 

Lao PDR transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Cambodia   

China   

Thailand Vientiane – Thanaleng – Klong Toey (near Bangkok)  700 km 

Viet Nam Vientiane – Da Nang and other Vietnamese ports  600 km 
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 
(Appendix 1) 

 

 

 

 

 

 

 

0.00

1.00

2.00

3.00

4.00

5.00
LPI Score

Customs

Infrastructure

International shipmentsLogistics competence

Tracking & tracing

Timeliness

2014 2016 2018 2020



Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 204 

LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Lao PDR Cambodia  555 Veunkham (Champasak) 
(total: 1) 

 
0.18 

China  475 Lantui (Phongsaly); 
Boten (Luang Namtha); 
(total: 2) 

Boten (Luang Namtha); 
(total: 1) 0.63 

Myanmar  238 Meuang Mom; 
Samliemkham (Bokeo); 
(total: 2) 

 
0.84 

Thailand  1845 Friendship bridge IV; 
Samliemkham (Bokeo); 
Friendship bridge I; 
Tanalaeng (Vientiane);  
Pakxan (Bolikhamxay); 
Friendship bridge III 
(Khammouane);  
Friendship bridge II 
(Savannakhe);  
Vang tao (Champasak); 
Nam Ngeun; 
Namheuang;  
Phoudou (Xayabouly) 
(total: 11)  

Tanalaeng (Vientiane);  
 
 
 
 
 
 
 
 
 
 
 
 
(total: 1) 

0.65 

Vietnam  2161 Panghok (Phongsaly); 
Nonghaed (Xieng khouang); 
Nam phao (Bolikhamxay); 
Na pao (Khammouane);  
Daensavan (Savannakhet); 
Nam soy (Houaphanh); 
Phoukeua (Eutapeu); 
Lalai (Salavan); 
(total: 8) 

 

0.37 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 
  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home


Strengthening port-hinterland sustainable transport connectivity for ESCAP landlocked developing countries 205 

Lao PDR and transit countries participation in relevant international conventions 

 L
ao

 P
D

R
 

Transit Countries 

T
ra

ns
it 

C
s 

 

C
am

bo
di

a 

C
hi

na
 

M
ya

nm
ar

 

T
ha

ila
nd

 

V
ie

t N
am

 

Convention and Statute on Freedom of 
Transit (1921) 

Yes 
1956 

Yes 
1971 

Yes 
n.r. 

No Yes 
1922 

No 
2 (5) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
1967 

No No 
 

No No No 
0 (5) 

Convention on the Law of the Sea (1982) No No Yes 
1996 

Yes 
1996 

Yes 
2011 

Yes 
1994 

4 (5) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2013 

Yes 
2004 

Yes 
2001 

Yes 
1995 

Yes 
1995 

Yes 
2007 

5 (5) 

Convention on Road Traffic (1968) No No No Yes 
2019 

Yes 
2020 

Yes 
2014 

3(5) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

No No Yes 
2016 

(2018) 

No No No 
1(5) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles 
(1956) 

No Yes 
1959 

No No No No 
1(5) 

Istanbul Convention on Temporary 
Admission (1990) 

No No Yes 
1993 

No Yes 
2007 

Yes 
2019 

3(5) 

Customs Convention on Containers (1972) No No Yes 
1986 

No No No 
1(5) 

International Convention on the 
Harmonization of Frontier Control of Goods 
(1982) 

Yes 
2008 

No No No No No 
0(5) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

No No No No No No 
0(5) 

Convention on Road Signs and Signals 
(1968) 

No No No No Yes 
1968 

Yes 
2014 

2(5) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

No No Yes No No Yes 
2(5) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No Yes No No No 
1(5) 

Convention concerning International Carriage 
by Rail (COTIF), 1980 (as amended Protocol 
1999)   
- Appendix B - CIM No No No No No No 0(5) 
- Appendix D - CUV No No No No No No 0(5) 
- Appendix E - CUI  No No No No No No 0(5) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, 
as amended (Revised Kyoto Convention) 
(1999) 

Yes 
2016 

Yes 
2014 

Yes 
2000 

Yes 
2020 

Yes 
2015 

Yes 
2008 

5(5) 

WTO Agreement on Trade Facilitation (2013) Yes 
2015 

Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2015 

Yes 
2015 

5(5) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2013 

(2019) 

Yes 
2013 
(n.a.) 

Yes 
2013 

(2016) 

Yes 
2013 

(2020) 

Yes 
2013 

(2013) 

Yes 
2013 

(2014) 
4(5) 
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Lao PDR sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

GMS Cross-Border Transport Facilitation Agreement (CBTA), 1999 (as amended) (Cambodia, China, Lao PDR, 
Thailand and Viet Nam (Note: in force from December 2003, partially implemented) 

ASEAN Framework Agreement on the Facilitation of Goods in Transit (AFAFGIT), 1998 (Note: in force from 2000, 
not implemented yet pending ratification of protocols and preparation for operationalization) 

ASEAN Framework Agreement on Multimodal Transport (AFAMT), 2005 (Note: entry into force among the parties 
who have ratified the Agreement from 2008, for Lao PDR from 2015)  

ASEAN Framework Agreement on the Facilitation of Inter-State Transport (AFAFIST), 2009 (Note: entry into force 
among the parties who have ratified the Agreement from 2011, including Lao PDR, partial implementation pending 
ratification of related AFAFGIT protocols and preparation for operationalization) 

Agreement on the Commercial Vehicle Inspection Certificates for Goods Vehicles and Public Service 
Vehicles Issued by ASEAN Member Countries from 1998 (in force in 2006) 

Agreement on the Recognition of Domestic Driving Licenses Issued by ASEAN Countries, 1985 (as amended) 
(Note: in force in 1988, and 1997 with accession of CLMV) 

Bilateral with Cambodia 

Agreement between the Government of Lao People’s Democratic Republic and the Government of Kingdom of 
Cambodia on Road Transport, 1999 

Bilateral with China 

Agreement between the Government of the Lao People’s Democratic Republic and the Government of the 
People’s Republic of China on Road Transport, December 1993 

Bilateral with Thailand 

Agreement between the Government of the Lao People’s Democratic Republic and the Government of the 
Kingdom of Thailand on Road Transport, 1999 

Bilateral with Viet Nam 

Agreement on Road Transport between the Government of the Lao People's Democratic Republic and the 
Government of the Socialist Republic of Viet Nam, (2009) and Protocol (2010) 

 
National Coordination and Cooperation mechanisms  

Lao PDR 

National Transport Facilitation Committee (1997-2002) 

National Transport Committee (2002 – reorganized MPWT) 

National Trade Facilitation Secretariat (2010 – active)                                                                       
(National Steering Committee for Economic Integration) 
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Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Lao PDR 

Program 1. Authorized Economic Operator (AEO) 
2. Authorized Transit Trader (ATT) 

Legal Base 1. For AEO: 
- Law on Customs (138/P 2020) (Art. 46-48) 
- Instruction for managing AEO (1159/MOF 2019) 
2. For ATT: 
- ASEAN Framework Agreement on the Facilitation of Goods in Transit (AFAFGIT) 
Protocol 7 (Customs Transit System) Technical Appendix (ASEAN Customs 
Transit Rules and procedures) (Art. 11; Sec. 4 Authorized Transit Traders / Art.15-
21, Article 41) (not harmonized with national legislation and not implemented) 

Scope Import / Export / Transit 

Number of operators Not available 

Benefits 1. For AEO: 
- Priority in customs clearance and release; 
- Classified as low risk and lowest level of physical inspection 
- if required physical inspection at warehouse/premises of the business operators 
- eligible for pre-arrival declaration and clearance 
- eligible for payment of duties within 30 days from the date of releasing go 
- entitled to request for customs clearance outside working hours 
2. For ATT: 
- use of multiple journey guarantee, reduced amount of guarantee or guarantee 
waiver (No guarantee required)  
- exemption of presentation of goods at Customs office of departure (authorized 
consignor) 
- use of approved special seals 
- waiver of written signature 
- authorization to end an ACTS procedure at a trader’s premises (authorized 
consignee)  

 
National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Lao PDR 

Land Transport Master Plan 

From Landlocked to Land-Linked: Unlocking the Potential of Lao-China Rail Connectivity (2020) 
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H. Mongolia 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

2,770,357 2,824,698 2,881,783 2,940,111 2,998,433 3,056,358 3,113,788 3,170,214 3,225,166 3,278,292 

 

Surface Area (sq. km): 1,564,116 

 

Population density (people per sq.km) (2020): 2 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

10.4 12.3 12.6 12.2 11.7 11.2 11.4 13.1 14.0 13.1 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

17.3 12.3 11.6 7.9 2.4 1.2 5.3 7.2 5.2 -5.3 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

3,758 4,352 4,366 4,159 3,919 3,660 3,669 4,135 4,340 4,007 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

15.15 10.16 9.44 5.74 0.39 -0.75 3.39 5.34 3.37 -6.87 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

52.55 43.57 38.89 52.25 45.65 50.20 59.79 58.47 60.10 58.96 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

74.45 66.02 61.42 57.07 44.64 45.41 57.43 64.03 66.11 54.57 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

90.29 95.61 117.22 122.50 126.22 113.53 
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Mongolia Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 135 2.36 2.20 2.29 2.62 2.33 2.13 2.51 

2016 108 2.51 2.39 2.05 2.37 2.31 2.47 3.40 

2018 130 2.37 2.22 2.10 2.49 2.21 2.10 3.06 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Mongolia Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 134 168 48 114.7 225.1 63.9 209.8 82.6 60.8 .. 

2019 134 168 48 114.7 225.1 63.9 209.8 82.6 60.8 .. 

2020 134 168 48 114.7 225.1 63.9 209.8 82.6 60.8 143 

 

Mongolia transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

China                        
(Russian Federation) 

Ulaanbaatar – Zamyn Uud – Tianjin 1,690 km 

Ulaanbaatar– Harbin – (Nakhodka / Vladivostok) 6,000 km 

Russian Federation Ulaanbaatar – Naushki – Irkutsk – Krasnoyarsk – Novosibirsk – St. 
Petersburg 

3,300 km 

 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Mongolia China  4630 Bulgan;   
Zamin Uud;  
Bichigt Zuun; 
Sheveekhuren;  
Sumber;  
Khangi, Gashuunsukhait;  
(total: 7) 

Zamin Uud 
Sheveekhuren; 
Gashuunsukhait; 
 
 
 
(total: 3) 

0.22 

Russia  3452 Altanbulag;  
Tsagaannuur; 
Ereentsav 
Borshoo 
(total: 4) 

Sükhbataar 
Ereentsav 
 
 
(total: 2) 

0.17 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Mongolia and transit countries participation in relevant international conventions 

 M
o

n
g

o
lia

 

Transit Countries 

T
ra

ns
it 

C
s 

 

C
hi

na
 

R
us

si
an

 

F
ed

er
at

io
n 

Convention and Statute on Freedom of Transit 
(1921) 

No Yes 
n.r. 

No 
0 (2) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
1966 

No 
 

Yes 
1972 

1 (2) 

Convention on the Law of the Sea (1982) Yes 
1996 

Yes 
1996 

Yes 
1997 

2 (2) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
1997 

Yes 
2001 

Yes 
2012 

2 (2) 

Convention on Road Traffic (1968) Yes 
1997 

No Yes 
1974 

1(2) 

Customs Convention on the International 
Transport of Goods under Cover of TIR Carnets 
(TIR Convention) (1975) 

Yes 
2002 

Yes 
2016 

(2018) 

Yes 
1982 2(2) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles (1956) 

No No No 
0(2) 

Istanbul Convention on Temporary Admission 
(1990) 

Yes 
2003 

Yes 
1993 

Yes 
1996 

2(2) 

Customs Convention on Containers (1972) No Yes 
1986 

Yes 
1976 

2(2) 

International Convention on the Harmonization of 
Frontier Control of Goods (1982) 

Yes 
2007 

No Yes 
1986 

1(2) 

Convention on the Contract for the International 
Carriage of Goods by Road (CMR) (1956) 

Yes 
2003 

No Yes 
1983 

1(2) 

Convention on Road Signs and Signals (1968) Yes 
1997 

No Yes 
1974 

1(2) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

Yes Yes Yes 
2(2) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

Yes Yes Yes 
2(2) 

Convention concerning International Carriage by 
Rail (COTIF), 1980 (as amended Protocol 1999)   
- Appendix B - CIM No No Yes 1(2) 
- Appendix D - CUV No No No 0(2) 
- Appendix E - CUI  No No No 0(2) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, as 
amended (Revised Kyoto Convention) (1999) 

Yes 
2006 

Yes 
2000 

Yes 
2011 2(2) 

WTO Agreement on Trade Facilitation (2013) Yes 
2016 

Yes 
2015 

Yes 
2016 

2(2) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2013 

(2016) 

Yes 
2013 

(2016) 

Yes 
2013 

(2015) 
2(2) 
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Mongolia sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Inter-Governmental Agreement on “access to the seaport and transit transport”, 2014 (China, Mongolia, Russian 
Federation) 

Agreement on International Road Transport along the Asian Highway Network, 2016 (China, Mongolia, Russian 
Federation) 

Inter-Governmental General Agreement on development of cooperation of the railway transit transport, 2014 
(China, Mongolia, Russian Federation) 

Inter-Governmental of mutual recognition of the results of customs control for inspection of certain goods, 2016 
(China, Mongolia, Russian Federation) 

Bilateral with China 

Agreement between the Government of Mongolia and the Government of the People’s Republic of China on 
International Road Transport, 2011 

Agreement between the Government of Mongolia and the Government of the People’s Republic of China on the 
access to and from the sea and transit transport by Mongolia through China’s territory, 2014 

MOU between Ministry of Road and Transportation of Mongolia and Railway Authority of People’s Republic of 
China on renewal of the “Mongolia and China Border Railway Agreement”, 2014 

Bilateral with Russian Federation 

Agreement concerning Access to the Sea and Transit Transport for Mongolia across the territory of the Russian 
Federation, 1992 

Agreement between the Government of Mongolia and the Government of the Russian Federation on International 
Road Transport, 1996 

 

National Coordination and Cooperation mechanisms  

Mongolia 

National Transport Facilitation Committee (2003 – unknown) 

Trade Facilitation Committee (MONPRO) (2005 – unknown) 

National Committee for Trade and Transport Facilitation (2006 – active) 

Management Committee to implement the “National Single Electronic Window for Facilitating Trade” 
(2011 – 2013)  

(WTO TFA) National Committee on Trade Facilitation (2017 – in preparation) 

 

Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Mongolia 

Program Authorized Economic Operator 

Legal Base Customs Law (2008 as amended) (Article 271.1.16) 
Regulation No. A-288 of 2019 (on main aspects of the AEO Programme 

Scope Import / Export 

Number of operators Not available 

Benefits Benefits: 
- priority in Customs clearance 
- release of goods prior to declaring to customs 
- temporary storage goods at own premises 
- exemption of documentary and physical inspection up to 90% 
- permission of access to customs automated information systems 
- deferred payment of customs tax and duties 
- periodic declaration in certain cases 
- designated Customs officer for AEO company 
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National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Mongolia 

Mongolia Sustainable Development Vision-2030 (2016) 

Action plan of Government of Mongolia for 2016-2020 (2016) 
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I. Nepal 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

27,041,220 26,989,160 26,916,795 26,905,982 27,015,033 27,263,430 27,632,682 28,095,712 28,608,715 29,136,808 

 

Surface Area (sq. km): 147,180 

 

Population density (people per sq.km) (2020): 198 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

21.6 21.7 22.2 22.7 24.4 24.5 29.0 33.1 34.2 33.7 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

3.4 4.4 3.5 6.0 4.0 0.4 9.0 7.6 6.7 -2.1 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

800 804 823 845 902 900 1,048 1,179 1,195 1,155 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

3.31 4.64 3.80 6.05 3.56 -0.48 7.52 5.85 4.74 -3.86 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

7.79 8.75 9.29 10.12 10.21 8.18 7.81 7.82 7.78 6.76 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

28.43 29.17 32.57 35.86 36.45 33.94 36.83 40.63 41.47 33.89 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

46.67 42.12 44.64 48.45 49.25 40.65 
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Nepal Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 105 2.59 2.31 2.26 2.64 2.50 2.72 3.06 

2016 124 2.38 1.93 2.27 2.50 2.13 2.47 2.93 

2018 114 2.51 2.29 2.19 2.36 2.46 2.65 3.10 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Nepal Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 30.3 43 57.8 48 202.9 110 190 80 80.4 .. 

2019 30.3 43 57.8 48 202.9 110 190 80 80.4 .. 

2020 11 43 11 48 102.9 110 190 80 85.1 60 

 

Nepal transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Bangladesh   

China   

India Kathmandu–Birganj– Kolkata / Haldia 1,060 km 
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Nepal China  1389 Yari (Xieerwa)(Humla District); 
Rasuwa; 
Kodari (Tatopani) 
(Sindhupalchowk District) 
(total: 3) 

 

0.22 

India  1770 Gadda Chauki, Bhimdatta 
(Kanchanpur District); 
Nepalganj (Banke District); 
Siddharthanagar (Rupandehi 
District); 
Birgunj; 
Malibara, Jaleshwar (Mahottari 
District); 
Biratnagar; 
Kakarbhitta; 
(total: 7) 

Birgunj 
 
 
 
 
 
 
 
(total: 1) 

0.45 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 

 

 

 

 

  

https://en.wikipedia.org/w/index.php?title=Yari_Valley&action=edit&redlink=1
https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Nepal and transit countries participation in relevant international conventions 

 N
ep

al
 

Transit Countries 

T
ra

ns
it 

C
s 

 

B
an

gl
ad

es
h 

C
hi

na
 

In
di

a 

Convention and Statute on Freedom of Transit 
(1921) 

Yes 
1966 

No Yes 
n.r. 

Yes 
1922 

1 (3) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
1966 

No No 
 

No 
0 (3) 

Convention on the Law of the Sea (1982) Yes 
1998 

Yes 
2001 

Yes 
1996 

Yes 
1995 

3 (3) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2004 

Yes 
1995 

Yes 
2001 

Yes 
1995 

3 (3) 

Convention on Road Traffic (1968) No No No No 0 (3) 

Customs Convention on the International 
Transport of Goods under Cover of TIR Carnets 
(TIR Convention) (1975) 

No No Yes 
2016 

(2018) 

Yes 
2017 
n.o. 

2(3) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles (1956) 

No No No No 
0(3) 

Istanbul Convention on Temporary Admission 
(1990) 

No No Yes 
1993 

No 
1(3) 

Customs Convention on Containers (1972) No No Yes 
1986 

No 
1(3) 

International Convention on the Harmonization of 
Frontier Control of Goods (1982) 

No No No No 
0(3) 

Convention on the Contract for the International 
Carriage of Goods by Road (CMR) (1956) 

No No No No 
0(3) 

Convention on Road Signs and Signals (1968) No No No Yes 
1980 

1(3) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

No No Yes No 
1(3) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No Yes No 
1(3) 

Convention concerning International Carriage by 
Rail (COTIF), 1980 (as amended Protocol 1999)   
- Appendix B - CIM No No No No 0(3) 
- Appendix D - CUV No No No No 0(3) 
- Appendix E - CUI  No No No No 0(3) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, as 
amended (Revised Kyoto Convention) (1999) 

Yes 
2017 

Yes 
2006 

Yes 
2000 

Yes 
2005 3(3) 

WTO Agreement on Trade Facilitation (2013) Yes 
2017 

Yes 
2016 

Yes 
2015 

Yes 
2016 

3(3) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2013 
(n.a.) 

Yes 
2014 

(2016) 

Yes 
2013 

(2016) 

Yes 
2015 3(3) 
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Nepal sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Motor Vehicle Agreement for the regulation of passenger, personal and cargo vehicular traffic between 
Bangladesh, Bhutan, India and Nepal (BBIN MVA), 2015 (Note: not entered into force)  

Bilateral with China 

Agreement between the Government of Nepal and the Government of the People’s Republic of China concerning 
Bilateral Road Transportation, 1994 

Bilateral with India 

Treaty of Transit between His Majesty's Government of Nepal and the Government of the Republic of India, 1999 
(as amended) 

Rail Services Agreement between the Ministry of Industry, Commerce and Supplies, Government of Nepal and the 
Ministry of Railways, Government of India, 2004 (as amended) 

Bilateral with Bangladesh 

Transit Agreement between His Majesty's Government of Nepal and the Government of the People's Republic of 

Bangladesh, originally signed in 1976 (as amended) (Note: for movement between Nepal and Bangladesh transit 

through India is required, which is based on transit arrangements between Nepal and India) 

 
National Coordination and Cooperation mechanisms  

Nepal 

National Trade and Transport Facilitation Committee (NTTFC) (1997 – unknown) 

National Trade and Transport Facilitation Committee (NTTFC) (2012 – active) 

 

Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Nepal 

Program Trusted Trader and Authorised Operator Programs (new draft Customs act – not 
available (information as of October 2019 – ADB SASEC AEO) 

Legal Base Not available 

Scope Not available 

Number of operators Not available 

Benefits Not available 

 

National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Nepal 

The Fifteenth Plan (Fiscal Year 2019/20 – 2023/24) (2020) 
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J. Tajikistan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

7,697,507 7,874,838 8,059,782 8,252,828 8,454,019 8,663,575 8,880,270 9,100,847 9,321,023 9,537,642 

 

Surface Area (sq. km): 141,380 

 

Population density (people per sq.km) (2020): 67 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

6.5 7.6 8.4 9.1 8.3 7.0 7.5 7.8 8.3 8.2 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

7.4 7.5 7.4 6.7 6.0 6.9 7.1 7.6 7.4 4.5 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

847 969 1,048 1,104 978 807 849 853 891 859 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

5.03 5.08 4.94 4.20 3.48 4.31 4.49 4.99 4.86 2.13 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

16.45 17.28 11.09 9.17 .. .. 14.93 14.38 14.98 17.05 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

63.34 65.90 60.66 45.44 .. .. 38.86 41.47 41.07 38.22 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

.. .. 53.79 55.85 56.05 55.27 
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Tajikistan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 114 2.53 2.35 2.36 2.73 2.47 2.47 2.74 

2016 153 2.06 1.93 2.13 2.12 2.12 2.04 2.04 

2018 134 2.34 1.92 2.17 2.31 2.33 2.33 2.95 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Tajikistan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 74.5 66 106.5 126 313.3 330 223.3 260 57.2 .. 

2019 50.5 66 106.5 126 313.3 330 223.3 260 59.1 .. 

2020 26.5 66 106.5 126 313.3 330 223.3 260 60.9 141 

 

Tajikistan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Afghanistan              
(Islamic Republic of Iran) 
(Pakistan) 

Dushanbe – Mazar-e-Sharif – Herat – (Bandar Abbas) 1,500 km 

Dushanbe – Sharkhan Bandar – Kabul – Jalalabad – Torkham – 
(Peshawar–Dera Ismail Khan) (Karachi) 

3,770 km 

China   

Kyrgyzstan + +  

Uzbekistan + +  
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 
(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Tajikistan Afghanistan  1357 Panji Poyon; 
Ishkashim; 
Tem (Khorugh); 
Kokul;  
Ruzvai, Qal'ai Khumb (Darvoz 
District) (Tajikistan–
Afghanistan Friendship 
Bridge) 
(total: 5) 

 

0.37 

China  477 Kulma 
(total: 1) 

 
0.21 

Kyrgyzstan  984 Guliston (Isfara); 
Ovchi Kalacha; 
Kyzylart; 
Karamik (Daroot Korgan); 
(total: 4) 

 

0.41 

Uzbekistan  1312 Dusti (Bratstvo) 
Sarazm 
Patar (Bashariq) 
Fatekhobod 
Ayvadj 
Spitament 
(total: 6) 

Pakhtaabad;  
Amuzang;  
Spitament;  
Istiklol;  
(total: 4) 

0.76 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Tajikistan and transit countries participation in relevant international conventions 

 T
aj

ik
is

ta
n

 

Transit Countries 

T
ra

ns
it 

C
s 

A
fg

ha
ni

st
an

 

C
hi

na
 

K
yr

gy
zs

ta
n 

U
zb

ek
is

ta
n 

Convention and Statute on Freedom of 
Transit (1921) 

No No Yes 
n.r. 

No No 
0 (4) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
2011 

Yes 
n.r. 

No 
 

No Yes 
1996 

1 (4) 

Convention on the Law of the Sea (1982) No No Yes 
1996 

Yes 
1998 

No 
2 (4) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2013 

Yes 
2016 

Yes 
2001 

Yes 
1998 

No 
(obser) 

3 (4) 

Convention on Road Traffic (1968) Yes 
1994 

No No Yes 
2006 

Yes 
1995 

2(4) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

Yes 
1996 

Yes 
1982 

(2013) 

Yes 
2016 

(2018) 

Yes 
1998 

Yes 
1995 4(4) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles 
(1956) 

No Yes 
1977 

No Yes 
1998 

Yes 
1999 3(4) 

Istanbul Convention on Temporary 
Admission (1990) 

Yes 
1997 

No Yes 
1993 

No Yes 
2020 

2(4) 

Customs Convention on Containers (1972) No No Yes 
1986 

Yes 
2007 

Yes 
1996 

3(4) 

International Convention on the 
Harmonization of Frontier Control of Goods 
(1982) 

Yes 
2011 

No No Yes 
1998 

Yes 
1996 2(4) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

Yes 
1996 

No No Yes 
1998 

Yes 
1995 2(4) 

Convention on Road Signs and Signals 
(1968) 

Yes 
1994 

No No Yes 
2006 

Yes 
1995 

2(4) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

Yes Yes Yes Yes Yes 
4(4) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

Yes No Yes Yes Yes 
3(4) 

Convention concerning International Carriage 
by Rail (COTIF), 1980 (as amended Protocol 
1999)   
- Appendix B - CIM No No No No No 0(4) 
- Appendix D - CUV No No No No No 0(4) 
- Appendix E - CUI  No No No No No 0(4) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, 
as amended (Revised Kyoto Convention) 
(1999) 

Yes 
2020 

No Yes 
2000 

No Yes 
2021 

2(4) 

WTO Agreement on Trade Facilitation (2013) Yes 
2019 

Yes 
2016 

Yes 
2015 

Yes 
2016 

No 
3(4) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2013 

(2015) 

Yes 
2016 

Yes 
2013 

(2016) 

No No 
2(4) 
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Tajikistan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement on transit procedures among the Members of the Commonwealth of Independent States, 1991 
(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan and Uzbekistan) 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Principles of 
Cooperation and Terms of Relations in Transport Area, 1996 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Coordination of the 
Activity of Railway Transport, 1996 

Agreement on Building a Common Transport Space and Cooperation on Transport Policy among the Members of 
the Commonwealth of Independent States, 1997 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian 
Federation, Tajikistan and Uzbekistan) 

ECO Transit Transport Framework Agreement, 1998 (Afghanistan, Azerbaijan, Islamic Republic of Iran, 
Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan) 

Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia 
Corridor (TRACECA), 1998 (as amended in 2003 and 2007) (Armenia, Azerbaijan, Georgia, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey and Uzbekistan) 

Agreement on cooperation among the Members of the Commonwealth of Independent States in the field of 
International road transport of goods, 2003 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, 
Tajikistan and Uzbekistan) 

Agreement on coordinated development of the international transport corridors traversing territories of the 
Members of the Commonwealth of Independent States, 2009 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, 
Russian Federation, Tajikistan and Uzbekistan) 

Bilateral with Afghanistan 

Agreement between the Government of the Republic of Tajikistan and the Government of Islamic Republic of 
Afghanistan on Transport and Transit of Passengers and Goods, 2005 
Bilateral with China 

Agreement between the Government of the Republic of Tajikistan and the Government of the People’s Republic of 
China on International Road Transport, 2008 

Bilateral with Kirgizstan 

Agreement between the Government of the Republic of Tajikistan and the Government of the Republic of 
Kyrgyzstan on Road Transport, 2013 

 
National Coordination and Cooperation mechanisms  

Tajikistan 

Inter-ministry commission for transport (2001 – unknown) 

Coordination Committee on Trade Facilitation (WTO TFA NTFC) (2016 – active) 

 
Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Tajikistan 

Program Authorized Economic Operator  

Legal Base Customs Codex (2004 as amended) (Chapter 8 AEO Article 681 - 68-4 from 2020) 

Scope Import / Export / Transit 

Number of operators Not available 

Benefits - priority in customs operations, customs clearance and release 
- if required, priority in customs control and customs inspection 
- temporary storage at the premises of AEOs 
- release of goods before the submission of customs declaration 
- customs operations for release of goods in premises of AEOs; 
- non-provision of guarantee for internal Customs transit procedure, conditional 
release and other guarantees of compliance with Customs regimes 
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National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Tajikistan 

National Development Strategy of the Republic of Tajikistan up to 2030 (2016) 

National Transport Development Program of the Republic of Tajikistan up to 2025 (2011) 
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K. Turkmenistan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

5,174,076 5,267,906 5,366,376 5,466,324 5,565,283 5,662,371 5,757,667 5,850,902 5,942,094 6,031,187 

 

Surface Area (sq. km): 488,100 

 

Population density (people per sq.km) (2020): 12 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

29.2 35.2 39.2 43.5 35.8 36.2 37.9 40.8 45.2 na 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

14.7 11.1 10.2 10.3 6.5 6.2 6.5 6.2 6.3 .. 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

5,650 6,675 7,304 7,962 6,433 6,388 6,587 6,967 7,612 .. 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

12.77 9.12 8.18 8.28 4.61 4.38 4.74 4.51 4.67 .. 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

59.80 58.83 49.84 46.78 35.68 22.15 22.47 22.66 .. .. 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

51.27 50.50 48.75 44.31 45.62 39.90 31.11 12.50 .. .. 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

81.30 62.05 53.58 35.16 .. .. 
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Turkmenistan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 140 2.30 2.31 2.06 2.56 2.07 2.32 2.45 

2016 140 2.21 2.00 2.34 2.37 2.09 1.84 2.59 

2018 126 2.41 2.35 2.23 2.29 2.31 2.56 2.72 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Turkmenistan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 .. .. .. .. .. .. .. .. .. .. 

2019 .. .. .. .. .. .. .. .. .. .. 

2020 .. .. .. .. .. .. .. .. .. .. 

 

Turkmenistan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Afghanistan   

Azerbaijan (Georgia) Ashgabat – Turkmenbashi – Baku – (Tbilisi – Poti) 1, 700 km 

Kazakhstan +  

Islamic Republic of Iran +   

Uzbekistan +  
 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 
(Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Turkmenistan Afghanistan  804 Serhetabat; 
Ymamnazar (Imamnazar); 
(total: 2) 

Serhetabat; 
Ymamnazar (Imamnazar); 
(total: 2) 

0.50 

Iran  1148 Sarakhs; 
Gaudan; 
Lotfabad;  
Ak-Yayla (Gudri-Olum) 
(total: 4) 

Sarakhs; 
Ak-Yayla (Gudri-Olum) 
 
 
(total: 2) 

0.52 

Kazakhstan  413 Garabogaz 
(total: 1) 

Serkhetyaka 
(total:1) 

0.48 

Uzbekistan  1793 Farap;  
Dashoguz; 
Tellimerjen;  
Gazojak (Gazadzhak); 
Konye-Urgench 
 
(total: 5) 

Farap;  
Dashoguz; 
Tellimerjen; 
Gazojak (Gazadzhak); 
Galkynyş;  
Gubadag;  
(total: 6) 

0.61 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Maps 

 

 

 

 

 
  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Turkmenistan and transit countries participation in relevant international conventions 

 T
u

rk
m

en
is

ta
n

 

Transit Countries 

T
ra

ns
it 

C
s 

 

A
fg

ha
ni

st
an

 

K
az

ak
hs

ta
n 

Is
la

m
ic

 R
ep

ub
lic

 o
f 

Ir
an

 

U
zb

ek
is

ta
n 

Convention and Statute on Freedom of 
Transit (1921) 

No No No Yes 
1931 

No 
1 (4) 

Convention on Transit Trade of Landlocked 
States (1965) 

No Yes 
n.r. 

Yes 
2007 

No Yes 
1996 

2 (4) 

Convention on the Law of the Sea (1982) No No No No No 0 (4) 

WTO (1995) (Art. V GATT 1994) 
 

No 
(obser) 

Yes 
2016 

Yes 
2015 

No 
(obser) 

No 
(obser) 

2 (4) 

Convention on Road Traffic (1968) Yes 
1993 

No Yes 
1994 

Yes 
1976 

Yes 
1995 

3(4) 

Customs Convention on the International 
Transport of Goods under Cover of TIR 
Carnets (TIR Convention) (1975) 

Yes 
1996 

Yes 
1982 

(2013) 

Yes 
1995 

Yes 
1984 

Yes 
1995 4(4) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles 
(1956) 

No Yes 
1977 

No No Yes 
1999 2(4) 

Istanbul Convention on Temporary 
Admission (1990) 

No No Yes 
2013 

Yes 
2016 

Yes 
2020 

3(4) 

Customs Convention on Containers (1972) No No Yes 
2005 

No Yes 
1996 

2(4) 

International Convention on the 
Harmonization of Frontier Control of Goods 
(1982) 

Yes 
2016 

No Yes 
2005 

Yes 
2010 

Yes 
1996 3(4) 

Convention on the Contract for the 
International Carriage of Goods by Road 
(CMR) (1956) 

Yes 
1996 

No Yes 
1995 

Yes 
1998 

Yes 
1995 3(4) 

Convention on Road Signs and Signals 
(1968) 

Yes 
1993 

No Yes 
1994 

Yes 
1976 

Yes 
1995 

3(4) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

Yes Yes Yes Yes Yes 
4(4) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No Yes Yes Yes 
3(4) 

Convention concerning International Carriage 
by Rail (COTIF), 1980 (as amended Protocol 
1999)   
- Appendix B - CIM No No No Yes No 1(4) 
- Appendix D - CUV No No No Yes No 1(4) 
- Appendix E - CUI  No No No Yes No 1(4) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, 
as amended (Revised Kyoto Convention) 
(1999) 

Yes 
2021 

No Yes 
2009 

Yes 
2016 

Yes 
2021 

3(4) 

WTO Agreement on Trade Facilitation (2013) No Yes 
2016 

Yes 
2016 

No No 
2(4) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2016 

Yes 
2016 

Yes 
2016 

Yes 
2013 

(2017) 

No 
3(4) 
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Turkmenistan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Principles of 
Cooperation and Terms of Relations in Transport Area, 1996 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Coordination of the 
Activity of Railway Transport, 1996 

Agreement between the Republic of Azerbaijan, Georgia, Turkmenistan and the Republic of Uzbekistan on 
Coordination of Activities of the Railway Transport, 1996 

Agreement between the Republic of Azerbaijan, Georgia, Turkmenistan and the Republic of Uzbekistan on 
Coordination of Activities of Transit Transportation, 1996 

ECO Transit Transport Framework Agreement, 1998 (Azerbaijan, Islamic Republic of Iran, Kazakhstan, 
Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan, and Uzbekistan) (Note: entered in force in 2006, Not 
ratified by Turkmenistan yet)  

Lapis Lazuli Transit, Trade and Transport Route Agreement (Afghanistan, Azerbaijan, Georgia, Turkey and 
Turkmenistan), 2017 (Note: not implemented yet) 

Bilateral with Islamic Republic of Iran 

Agreement between the Government of Turkmenistan and the Government of the Islamic Republic of Iran on 
International Road Transport, 1992 

Bilateral with Kazakhstan 

Agreement between the Government of Turkmenistan and the Government of the Republic of Kazakhstan on the 
International Road Transport of Passengers and Goods, 1997 

Bilateral with Uzbekistan 

Agreement between the Government of Turkmenistan and the Government of the Republic of Uzbekistan on the 
International Road Transport of Passengers and Goods, 1996 

Agreement between the Government of Turkmenistan and the Government of the Republic of Uzbekistan on 
Cooperation in the Field of International Railway Transport, 1996 

Agreement between the Government of Turkmenistan and the Government of the Republic of Uzbekistan on 
Cooperation in the field of Regular Transit Railway Transport, 2000 

 

National Coordination and Cooperation mechanisms  

Turkmenistan 

unknown 

 

Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Turkmenistan 

Program Not available  

Legal Base Not available 

Scope Not available 

Number of operators Not available 

Benefits Not available 
 

National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Turkmenistan 

National program on socio-economic development for 2019-2025 (2019) 
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L. Uzbekistan 

Population: 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

29,339,400 29,774,500 30,243,200 30,757,700 31,298,900 31,847,900 32,388,600 32,956,100 33,580,350 34,232,050 

 

Surface Area (sq. km): 448,924 

 

Population density (people per sq.km) (2020): 76 

 

GDP (current US$) (in billions): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

56.5 63.6 69.0 76.7 81.8 81.8 59.2 50.4 57.7 57.7 

 

GDP growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

7.8 7.4 7.6 7.2 7.4 6.1 4.5 5.4 5.8 1.6 

 

GDP per capita (current US$): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

1,926 2,137 2,281 2,492 2,615 2,568 1,827 1,529 1,719 1,686 

 

GDP per capita growth (annual %): 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

4.93 5.81 5.92 5.39 5.59 4.27 2.72 3.63 3.83 -0.29 

 

Exports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

26.53 21.39 20.82 17.73 15.33 14.88 21.80 28.04 30.26 26.31 

 

Imports of goods and services (% of GDP) 
 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

20.07 20.12 20.23 18.22 15.11 14.87 23.88 38.59 41.99 36.73 

 

Trade (% of GDP) 
 

2015 2016 2017 2018 2019 2020 

30.44 29.75 45.68 66.63 72.25 63.05 
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Uzbekistan Logistics Performance Index (LPI) 

 

Year 
LPI 

Rank 
LPI 

Score 
Customs Infrastructure 

International 
shipments 

Logistics 
competence 

Tracking  
& tracing 

Timeliness 

2014 129 2.39 1.80 2.01 2.23 2.37 2.87 3.08 

2016 118 2.40 2.32 2.45 2.36 2.39 2.05 2.83 

2018 99 2.58 2.10 2.57 2.42 2.59 2.71 3.09 

2020 .. .. .. .. .. .. .. .. 
 

 
 

Uzbekistan Trading across borders 
  

Time to 
export: 
Border 

compliance 
(hours) 

Time to 
export: 

Document. 
compliance 

(hours) 

Time to 
import: 
Border 

compliance 
(hours) 

Time to 
import: 

Document.  
compliance 

(hours) 

Cost to 
export: 
Border 

compliance 
(USD) 

Cost to 
export: 

Document.  
compliance 

(USD) 

Cost to 
import: 
Border 

compliance 
(USD) 

Cost to 
import: 

Document. 
compliance 

(USD) 

Trading 
across 
borders         
- Score 

Rank: 
Trading 
across 
borders 

2018 111.7 174.3 110.6 174.3 277.9 292 277.9 292 44.3 .. 

2019 111.7 96 110.6 174.3 277.9 292 277.9 292 49.8 .. 

2020 31.8 96 110.6 150 277.9 292 277.9 242 58.2 152 

 

Uzbekistan transit countries, main corridors, and distance to the sea: 
 

Transit Countries Main Corridors Distance to the sea 

Afghanistan   

Kazakhstan (China) + + Tashkent – (Almaty – Lianyungang) 6,600 km 

Kyrgyzstan + +  

Tajikistan   

Turkmenistan   
(Azerbaijan, Georgia) 
(Islamic Republic of Iran) 
(Turkey) 

Samarkand – Bukhara – Mary – Ashgabat – Turkmenbashi – (Baku –
Tbilisi – Poti) 

2,700 km 

Osh/Tashkent – Bukhara – Mary – (Sarakhs – Mashhad – Bandar 
Abbas) – (Teheran – Tabriz – Erzurum – Istanbul) 

4,500 km 

 

Source: The World Bank, 2011, Connecting landlocked developing countries to markets: trade corridors in the 21st century 

(Table 7.2 and Appendix 1) 
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LLDC 
Land Border 

Country 

Shared 
land 

border* 
(km) 

LLDC Cross-border road 
connections 

LLDC Cross-border rail 
connections 

Number of 
connections 
per 100km 
shared land 

border 

Uzbekistan Afghanistan  144 Termez 
(total: 1) 

Termez 
(total: 1) 

1.39 

Kazakhstan  2330 Gulistan;  
Yallama; 
Zangiota; 
Gisht-Kuprik (Chernayevka); 
Tashkent;  
Chon-Kapka 
Daut Ata;  
(total: 7) 

Syrdarya;  
Keles (Saryagash); 
Karakalpakiya;  
 
 
 
 
(total: 3) 

0.43 

Kyrgyzstan  1314 Quvasoy 
- (Kara-Bagysh) 
Dostlik 
- (Intymak) 
- (Seydikum) 
Izboskan (Uchkurgan) 
- (Bek-Abad) 
- (Sumsar) 
- (Kensay) 
(total: 9) 

Quvasoy;  
Khanabad (Xonobod);  
Qorasuv (Kara-Suu); 
Uchqoʻrgʻon; 

 
(total: 4) 

0.99 

Tajikistan  1312 Sariosiyo 
Chartol (Jartepa) 
Andarkhan (Konibodom) 
Oybek 
Gulbakhor 
Plotina 
(total: 6) 

Kudukli;  
Galaba;  
Bekabad;  
Suvonobad;  
(total: 4) 

0.76 

Turkmenistan  1793 Alat (Olot); 
Shavat (Shovot); 
Talimardzhan; 
Druzhba; 
Hojayli (Xoʻjayli); 
 
(total: 5) 

Khodzhidavlet 
Shavat (Shovot) 
Talimardzhan 
Pitnyak 
Naymankul';  
Dzhumurtau;  
(total: 6) 

0.61 

Sources:     * CIA Factbook: https://www.cia.gov/the-world-factbook/field/land-boundaries;  
TRACECA, 2017, Guide for Border Crossing 

UNECE Observatory on border crossing status due to COVID-19: 

https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home 

Wikipedia; Google Map 

 

  

https://www.cia.gov/the-world-factbook/field/land-boundaries
https://wiki.unece.org/display/CTRBSBC/Observatory+on+Border+Crossings+Status+due+to+COVID-19+Home
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Uzbekistan and transit countries participation in relevant international conventions 

 U
zb

ek
is

ta
n

 

Transit Countries 

T
ra

ns
it 

C
s 

 

A
fg

ha
ni

st
an

 

K
az

ak
hs

ta
n 

K
yr

gy
zs

ta
n 

T
aj

ik
is

ta
n 

T
ur

km
en

is
ta

n 

Convention and Statute on Freedom of 
Transit (1921) 

No No No No No No 0(5) 

Convention on Transit Trade of 
Landlocked States (1965) 

Yes 
1996 

Yes 
n.r. 

Yes 
2007 

No Yes 
2011 

No 2(5) 

Convention on the Law of the Sea 
(1982) 

No No No Yes 
1998 

No No 1(5) 

WTO (1995) (Art. V GATT 1994) 
 

No 
(obser) 

Yes 
2016 

Yes 
2015 

Yes 
1998 

Yes 
2013 

No 
(obser) 

4(5) 

Convention on Road Traffic (1968) Yes 
1995 

No Yes 
1994 

Yes 
2006 

Yes 
1994 

Yes 
1993 

4(5) 

Customs Convention on the 
International Transport of Goods under 
Cover of TIR Carnets (TIR Convention)  

Yes 
1995 

Yes 
1982 

(2013) 

Yes 
1995 

Yes 
1998 

Yes 
1996 

Yes 
1996 5 (5) 

Customs Convention on the 
Temporary Importation of Commercial 
Road Vehicles (1956) 

Yes 
1999 

Yes 
1977 

No Yes 
1998 

No No 2(5) 

Istanbul Convention on Temporary 
Admission (1990) 

Yes 
2020 

No Yes 
2013 

No Yes 
1997 

No 2(5) 

Customs Convention on Containers 
(1972) 

Yes 
1996 

No Yes 
2005 

Yes 
2007 

No No 2(5) 

International Convention on the 
Harmonization of Frontier Control of 
Goods (1982) 

Yes 
1996 

No Yes 
2005 

Yes 
1998 

Yes 
2011 

Yes 
2016 

4(5) 

Convention on the Contract for the 
International Carriage of Goods by 
Road (CMR) (1956) 

Yes 
1995 

No Yes 
1995 

Yes 
1998 

Yes 
1996 

Yes 
1996 

4(5) 

Convention on Road Signs and Signals 
(1968) 

Yes 
1995 

No Yes 
1994 

Yes 
2006 

Yes 
1994 

Yes 
1993 

4(5) 

OSJD Agreement on the International 
Goods Transport by Rail (SMGS) 
(1951) 

Yes Yes 
2014 

Yes Yes Yes Yes 5(5) 

OSJD Agreement on Rules for the Use 
of Wagons in International Traffic 
(PGW) (2009)  

Yes No Yes Yes Yes No 3(5) 

Convention concerning International 
Carriage by Rail (COTIF), 1980 (as 
amended Protocol 1999)   
- Appendix B - CIM No No No No No No 0(5) 
- Appendix D - CUV No No No No No No 0(5) 
- Appendix E - CUI  No No No No No No 0(5) 

International Convention on the 
Simplification and Harmonization of 
Customs Procedures, as amended 
(Revised Kyoto Convention) (1999) 

Yes 
2021 

No Yes 
2009 

No Yes 
2020 

Yes 
2021 

3(5) 

WTO Agreement on Trade Facilitation 
(2013) 

No Yes 
2016 

Yes 
2016 

Yes 
2016 

Yes 
2019 

No 4(5) 

UN ESCAP Intergovernmental 
Agreement on Dry Ports (2013) (2016) 

No Yes 
2016 

Yes 
2016 

No Yes 
2013 

(2015) 

Yes 
2016 

4(5) 
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Uzbekistan sub-regional/multilateral/bilateral transport and transit transport agreements 

Sub-regional/multilateral 

Agreement on transit procedures among the Members of the Commonwealth of Independent States, 1991 
(Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan and Uzbekistan) 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Principles of 
Cooperation and Terms of Relations in Transport Area, 1996 

Agreement between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan on Coordination of the 
Activity of Railway Transport, 1996 

Agreement between the Republic of Azerbaijan, Georgia, Turkmenistan and the Republic of Uzbekistan on 
Coordination of Activities of the Railway Transport, 1996 

Agreement between the Republic of Azerbaijan, Georgia, Turkmenistan and the Republic of Uzbekistan on 
Coordination of Activities of Transit Transportation, 1996 

Agreement on Building a Common Transport Space and Cooperation on Transport Policy among the Members of 
the Commonwealth of Independent States, 1997 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian 
Federation, Tajikistan and Uzbekistan) 

Agreement on International Road Transportation among China, Kyrgyzstan and Uzbekistan, 1998 

Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia 
Corridor (TRACECA), 1998 (as amended in 2003 and 2007) (Armenia, Azerbaijan, Georgia, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey and Uzbekistan) 

Agreement on cooperation among the Members of the Commonwealth of Independent States in the field of 
International road transport of goods, 2003 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, Russian Federation, 
Tajikistan and Uzbekistan) 

Agreement on coordinated development of the international transport corridors traversing territories of the 
Members of the Commonwealth of Independent States, 2009 (Armenia, Azerbaijan, Kazakhstan, Kyrgyzstan, 
Russian Federation, Tajikistan and Uzbekistan) 

Bilateral with Kazakhstan 

Agreement between the Government of the Republic of Uzbekistan and the Government of the Republic of 
Kazakhstan on International Road Transport, 2006 

Agreement between the Government of the Republic of Uzbekistan and the Government of the Republic of 
Kazakhstan on Cooperation in the Field of Railway Transport, 1997 

Bilateral with Kyrgyzstan 

Agreement between the Government of the Republic of Uzbekistan and the Government of the Republic of 
Kyrgyzstan on International Road Transport, 1996 

Bilateral with Turkmenistan 

Agreement between the Government of the Republic of Uzbekistan and the Government of Turkmenistan on 
International Road Passenger and Cargo Transport, 1996 

Agreement between the Government of the Republic of Uzbekistan and the Government of Turkmenistan on 
Cooperation in the Field of International Railway Transport, 1996 

Agreement between the Government of the Republic of Uzbekistan and the Government of Turkmenistan on 
Cooperation in the field of Regular Transit Railway Transport, 2000 

 

National Coordination and Cooperation mechanisms  

Uzbekistan 

Working Group for accession to the TFA / WTO (2019 – unknown) 
 

Authorized Economic Operator (AEO) and Customs Compliance (CCP) Programmes 

Uzbekistan 

Program Not available  

Legal Base Not available 

Scope Not available 

Number of operators Not available 

Benefits Not available 
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National Transport Logistics Related Strategy/Plan/Policy/Roadmap 

Uzbekistan 

Uzbekistan Development Strategy 2017-2021 (2017) 

Uzbekistan Building Blocks for Integrated Transport and Logistics Development (2020) 

 
 
 
 



 

Annex 2 – Transit Transport related International Conventions/Agreements and Sub-regional/Multilateral/Bilateral Agreements 
 

Table1: Transport and Trade Facilitation related International Conventions and Agreements (Asia Pacific Landlocked Developing Countries) 
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Convention and Statute on Freedom of Transit 
(1921) 

No Yes 
2013 

No No No No Yes 
1956 

No Yes 
1966 

No No No 3 (12) 

Convention on Transit Trade of Landlocked 
States (1965) 

Yes 
n.r. 

Yes 
2013 

No No Yes 
2007 

No Yes 
1967 

Yes 
1966 

Yes 
1966 

Yes 
2011 

No Yes 
1996 

7 (12) 

Convention on the Law of the Sea (1982) No Yes 
2002 

Yes 
2016 

No No Yes 
1998 

No Yes 
1996 

Yes 
1998 

No No No 5 (12) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
2016 

Yes 
2003 

No 
(obser) 

No 
(obser) 

Yes 
2015 

Yes 
1998 

Yes 
2013 

Yes 
1997 

Yes 
2004 

Yes 
2013 

No 
(obser) 

No 
(obser) 

8 (12) 

Convention on Road Traffic (1968) No Yes 
2005 

Yes 
2002 

No Yes 
1994 

Yes 
2006 

No Yes 
1997 

No Yes 
1994 

Yes 
1993 

Yes 
1995 

8 (12) 

Customs Convention on the International 
Transport of Goods under Cover of TIR Carnets 
(TIR Convention) (1975) 

Yes 
1982 

(2013) 

Yes 
1993 

Yes 
1996 

No Yes 
1995 

Yes 
1998 

No Yes 
2002 

No Yes 
1996 

Yes 
1996 

Yes 
1995 

9 (12) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles (1956) 

Yes 
1977 

No Yes 
2000 

No No Yes 
1998 

No No No No No Yes 
1999 

4 (12) 

Istanbul Convention on Temporary Admission 
(1990) 

No Yes 
2018 

No No Yes 
2013 

No No Yes 
2003 

No Yes 
1997 

No Yes 
2020 

5 (12) 

Customs Convention on Containers (1972) No Yes 
2006 

Yes 
2005 

No Yes 
2005 

Yes 
2007 

No No No No No Yes 
1996 

5 (12) 

International Convention on the Harmonization of 
Frontier Control of Goods (1982) 

No Yes 
1993 

Yes 
2000 

No Yes 
2005 

Yes 
1998 

Yes 
2008 

Yes 
2007 

No Yes 
2011 

Yes 
2016 

Yes 
1996 

9 (12) 

Convention on the Contract for the International 
Carriage of Goods by Road (CMR) (1956) 

No Yes 
2006 

Yes 
2006 

No Yes 
1995 

Yes 
1998 

No Yes 
2003 

No Yes 
1996 

Yes 
1996 

Yes 
1995 

8 (12) 
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Convention on Road Signs and Signals (1968) No No Yes 
2011 

No Yes 
1994 

Yes 
2006 

No Yes 
1997 

No Yes 
1994 

Yes 
1993 

Yes 
1995 

7 (12) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951)  

Yes No Yes No Yes Yes No Yes No Yes Yes Yes 8(12) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No No No Yes Yes No Yes No Yes No Yes 5(12) 

Convention concerning International Carriage by 
Rail (COTIF), 1980 (as amended Protocol 1999)   
- Appendix B Uniform Rules concerning the 
Contract of International Carriage of Goods by 
Rail (CIM) 

No 
 

Yes 
 

Yes 
 

No 
 

No 
 

No 
 

No 
 

No 
 

No 
 

No 
 

No 
 

No 
 

2(12) 
 

- Appendix D Uniform Rules concerning 
Contracts of Use of Vehicles in International Rail 
Traffic (CUV) 

No Yes No No No No No No No No No No 1(12) 

- Appendix E Uniform Rules concerning the 
Contract of Use of Infrastructure in International 
Rail Traffic (CUI)  

No Yes No No No No No No No No No No 1(12) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, as 
amended (Revised Kyoto Convention) (1999) 

No Yes 
2013 

Yes 
2006 

Yes 
2014 

Yes 
2009 

No Yes 
2016 

Yes 
2006 

Yes 
2017 

Yes 
2020 

Yes 
2021 

Yes 
2021 

10 (12) 

WTO Agreement on Trade Facilitation (2013) Yes 
2016 

Yes 
2017 

No No Yes 
2016 

Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2017 

Yes 
2019 

No No 8 (12) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2016 

Yes 
2013 
(n.a.) 

Yes 
2020 

No Yes 
2016 

No Yes 
2013 

(2019) 

Yes 
2013 

(2016) 

Yes 
2013 
(n.a.) 

Yes 
2013 

(2015) 

Yes 
2016 

No 7 (12) 
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Table 2: Transport and Trade Facilitation related International Conventions and Agreements (Asia Pacific Transit Countries) 
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Convention and Statute on Freedom of Transit 
(1921) 

No Yes 
1971 

Yes 
n.r. 

Yes 
1999 

Yes 
1922 

Yes 
1931 

No No No Yes 
1922 

Yes 
1933 

No 6 (12) 

Convention on Transit Trade of Landlocked 
States (1965) 

No No No 
 

Yes 
1999 

No No No No Yes 
1972 

No Yes 
1969 

No 3 (12) 

Convention on the Law of the Sea (1982) Yes 
2001 

No Yes 
1996 

Yes 
1996 

Yes 
1995 

No Yes 
1996 

Yes 
1997 

Yes 
1997 

Yes 
2011 

No Yes 
1994 

9 (12) 

WTO (1995) (Art. V GATT 1994) 
 

Yes 
1995 

Yes 
2004 

Yes 
2001 

Yes 
2000 

Yes 
1995 

No 
(obser) 

Yes 
1995 

Yes 
1995 

Yes 
2012 

Yes 
1995 

Yes 
1995 

Yes 
2007 

11 (12) 

Convention on Road Traffic (1968) No No No Yes 
1993 

No Yes 
1976 

Yes 
2019 

Yes 
1986 

Yes 
1974 

Yes 
2020 

Yes 
2013 

Yes 
2014 

8 (12) 

Customs Convention on the International 
Transport of Goods under Cover of TIR Carnets 
(TIR Convention) (1975) 

No No Yes 
2016 

(2018) 

Yes 
1994 

Yes 
2017 
n.o. 

Yes 
1984 

No Yes 
2015 

(2018) 

Yes 
1982 

No Yes 
1984 

No 7(12) 

Customs Convention on the Temporary 
Importation of Commercial Road Vehicles (1956) 

No Yes 
1959 

No No No No No No No No Yes 
2005 

No 2(12) 

Istanbul Convention on Temporary Admission 
(1990) 

No No Yes 
1993 

Yes 
2010 

No Yes 
2016 

No Yes 
2004 

Yes 
1996 

Yes 
2007 

Yes 
2004 

Yes 
2019 

8(12) 

Customs Convention on Containers (1972) No No Yes 
1986 

Yes 
1999 

No No No No Yes 
1976 

No Yes 
1994 

No 4(12) 

International Convention on the Harmonization of 
Frontier Control of Goods (1982) 

No No No Yes 
1999 

No Yes 
2010 

No No Yes 
1986 

No Yes 
2006 

No 4(12) 

Convention on the Contract for the International 
Carriage of Goods by Road (CMR) (1956) 

No No No Yes 
1999 

No Yes 
1998 

No No Yes 
1983 

No Yes 
1995 

No 4(12) 
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(1
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Convention on Road Signs and Signals (1968) No No No Yes 
2001 

Yes 
1980 

Yes 
1976 

No Yes 
1980 

Yes 
1974 

Yes 
1968 

No Yes 
2014 

7(12) 

OSJD Agreement on the International Goods 
Transport by Rail (SMGS) (1951) 

No No Yes Yes No Yes No No Yes No No Yes 5(12) 

OSJD Agreement on Rules for the Use of 
Wagons in International Traffic (PGW) (2009)  

No No Yes No No Yes No No Yes No No No 3(12) 

Convention concerning International Carriage by 
Rail (COTIF), 1980 (as amended Protocol 1999)   
- Appendix B Uniform Rules concerning the 
Contract of International Carriage of Goods by 
Rail (CIM) 

No 
 

No 
 

No 
 

Yes 
 

No 
 

Yes 
 

No 
 

Yes 
2013 

Yes 
 

No 
 

Yes 
 

No 
 

5(12) 
 

- Appendix D Uniform Rules concerning 
Contracts of Use of Vehicles in International Rail 
Traffic (CUV) 

No No No No No Yes No No No No Yes No 2(12) 

- Appendix E Uniform Rules concerning the 
Contract of Use of Infrastructure in International 
Rail Traffic (CUI)  

No No No No No Yes No No No No Yes No 2(12) 

International Convention on the Simplification 
and Harmonization of Customs Procedures, as 
amended (Revised Kyoto Convention) (1999) 

Yes 
2006 

Yes 
2014 

Yes 
2000 

Yes 
2018 

Yes 
2005 

Yes 
2016 

Yes 
2020 

Yes 
2004 

Yes 
2011 

Yes 
2015 

Yes 
2006 

Yes 
2008 

11 (12) 

WTO Agreement on Trade Facilitation (2013) Yes 
2016 

Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2016 

No Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2015 

Yes 
2016 

Yes 
2015 

11 (12) 

UN ESCAP Intergovernmental Agreement on 
Dry Ports (2013) (2016) 

Yes 
2014 

(2016) 

Yes 
2013 
(n.a.) 

Yes 
2013 

(2016) 

No Yes 
2015 

Yes 
2013 

(2017) 

Yes 
2013 

(2020) 

No Yes 
2013 

(2015) 

Yes 
2013 

(2013) 

Yes 
2014 
(n.a.) 

Yes 
2013 

(2014) 

7 (12) 
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