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1. Concept of regional dry port network 

• Idea of network of inter-connected dry ports in 

UNESCAP region, through which: 

 

Cargo may be consigned directly from a dry 

port in one country to a dry port in another, 

with only a minimum of interruption to the 

cargo flow at intervening borders  

 

• Network formed from 150 existing and 86 

potential dry ports nominated for coverage by 

IGA on Dry Ports 
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How will regional dry port network work?  
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2. Basic requirements of networked dry ports 

To be able to exchange cargo effectively 

among themselves, dry ports in network 

must at least: 

 

• Provide common basic services; and 

 

• Be adequately supplied with facilities and 

equipment to provide these services 
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Basic requirements (continued) 

Networked dry ports should: 

 

• Have infrastructure and equipment for handling, consolidation, storage 

and modal transfer of containers and other unitized cargo 

 

• Have authority, capability and facilities for all border clearance of cargo 

 

• Be located close to concentrations of industry which generate 

export/import trade (but can be located remotely from seaports or dry 

ports in other countries 

 

• Be connected to railways for long haul transport from seaports or other 

dry ports, and to roads of adequate quality for local pick-up and delivery 

of cargo 
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3. Dry port location and transport mode connection issues 

  
Location: 
 
1. Is major determinant of a dry port’s operational and financial success 

  

2. Is also a determinant of success in minimizing logistics cost (i.e. overall 

handling, transport and storage cost between an origin and destination) 

 

3. Must be close to cargo sources to attract volume and revenue and keep 

local delivery cost down, but can be remote from seaports if efficient long 

haul transport used 

 

Common mistakes re location  
 

1. Close to seaports and relatively remote from cargo sources – for purpose of 

reducing congestion inside ports (example of Bangladesh) 

 

2. At or near land borders where there are no cargo sources (examples of 

Tajikistan and Islamic Republic of Iran) 
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Transport mode connection 
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• Preferred location of dry ports close to cargo sources and remote from 

seaports, or indeed from dry ports in other countries, suggests that: 

 

1. Dry ports should be connected to cargo sources by short-distance 

road haulage services (either small breakbulk trucks for de-

consolidated cargo or trailer trucks for containers) 

 

2. Dry ports should be connected to seaports (or dry ports in other 

countries) by long-distance railway container haulage services  

• Over-riding reason for this strategy is cost minimization: short-distance  

transport (up to 30-40 km) can be  delivered cost effectively by road 

transport, while long distance transport (300 km or more) can be 

delivered cost effectively by rail transport  

 

• Strategy can be encouraged through application of handling/storage 

charge incentives by dry port management   
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Relative operating costs, rail, road and IWT container transport– Cambodia and Viet Nam 

 

Road 
y = 5.422x-0.4246 
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•Rail unit: diesel loco, power rating 1,839 KW, 30 wagons, container capacity 60 TEU     

•Road unit: prime mover/semi, power rating 279 KW, container capacity 2 TEU 

•IWT unit: motorized barge, power rating 883 KW, container capacity 96 TEU 

 Analysis shows that rail container haulage costs begin to fall below those of road at around 330-340 
km, while convergence of  rail and IWT costs occurs around 500 km. COST DIFFERENCE BETWEEN 
ROAD AND RAIL BECOMES SUBSTANTIAL AT AROUND 600 KM (i.e. twice breakeven distance) 
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Various approaches to dry port location and modal connections 
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4. Transport infrastructure linkages to dry ports 

 
 Important function of dry ports is to facilitate access to the sea for 

land-locked countries and regions – by consolidating cargo and by 

providing cost effective land transport linkages to seaports 

Seaport linkages 

• Throughput and storage capacity of a seaport as well as capacity 

and efficiency of its cargo handling systems can have critical effect 

on growth of inland trade 

• In case of some seaports (e.g. Chittagong), capacity is over-

stretched 

• In case of others (e.g. Shahid Rajaee) capacity is under-utilized 

• Seaport managers have responded to capacity shortages in different 

ways, but most involve re-location of container stuffing/unstuffing 

outside of port 

• Has sometimes led to re-location of congestion from port to highway 

system (case of Bangladesh)   

 



Seaports (continued) 
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Problems associated with rail accesses to seaports 

- Lack of  adequate track length inside ports  

1. All seaports reviewed in this study have rail connections, but none can 

accomodate full length trains in loading/off loading sidings inside port 

boundaries 

2. Imposes on railway operators a commitment to break up trains outside of the 

port before placement of wagons in loading/off loading sidings and to re-

marshal trains outside of the port after retrieval of wagons from loading/off 

loading sidings 

3. Results in substantial additional operating time and cost (not recoverable in 

railway charges) 

- Poor location of rail tracks inside ports 

1. Few, if any, of the region’s seaports locate rail sidings close to container stacks 

adjacent to berths (in most cases they are 500m to 2 km distant) 

2. 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 

3. Need for port managers to commit to improving rail accesses to their ports    

 

  



Example of restricted rail access to a seaport 
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• Satellite image of Shahid Rajaee Port (container berths on left) 

• Rail access line (purple) is 1.5 km from container berths 

• Off-loaded containers must be transported from rail sidings by prime 

mover and yard trailer 

• Other cargo piers (to right of the container pier) have railway sidings 

running their full length, off  the access line  



Road linkages to dry ports 
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• Dry ports need good quality local road linkages to cargo sources  

• In case of countries lacking a comprehensive rail network, they also 

need access to seaports via multi-lane highways 

• Asian Highway network appears to provide good coverage of region’s 

dry ports 

• No “missing links” in AH network preventing seamless transport between 

dry ports and seaports, or between dry ports in regional network, 

identified 

• Especially in Central Asia, long-haul road transport, rather than railway 

transport, used to transport containers to seaports – main reason is that 

road transit times are only 25-30 per cent of those possible by rail 

• Upgrading of primary road links between seaports and inland trade 

generating centres recently undertaken in several countries of region 

(mostly involving extra lane construction)  

• However, limited road capacity persists in some countries, particularly 

those located in mountainous areas (e.g. Afghanistan, some countries of 

Central Asia, and southwestern China  



Rail linkages to dry ports 
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• Rail linkages to dry ports exist in most countries of the region 

• Coverage of Trans Asian Railway network now quite extensive 

• Several “missing links” eliminated over past decade, particularly in Islamic 

Republic of Iran 

• But several more have since arisen, as result of :  

 - development of new seaports (e.g. Chabahar on Gulf of Oman in 

   Islamic Republic of Iran); and  

 - creation of new rail transit corridors (e.g. between southwestern 

   China and Islamic Republic of Iran)   

• Upgrading of existing TAR links undertaken, to increase route capacity 

through track doubling and signalling improvements, on some lines linking 

inland centres with seaports (e.g. Dhaka-Chittagong line, Bangladesh) 

• Future track capacity expansion planned for 2 key TAR routes connecting 

Bandar Abbas (Shahid Rajaee Port) in Islamic Republic of Iran with Tehran 

and Sarakhs 



Proposed new rail line connecting to Chabahar Port 
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New railway  line Gonabad-Chabahar, part of north-south 

corridor in Islamic Republic of Iran (dotted orange line)    

Source: ECO 



Proposed standard gauge rail transit corridor, Kashgar China to 

Islamic Republic of Iran, via Kyrgyzstan, Tajikistan and Afghanistan 
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Source:  Country paper of Tajikistan presented to the 4th working group on the Trans Asian Railway 


