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The Economic and Social Commission for Asia and the Pacific (ESCAP) serves as the United Nations’ regional 

hub promoting cooperation among countries to achieve inclusive and sustainable development.  The largest 

regional intergovernmental platform with 53 member States and 9 associate members, ESCAP has emerged as a 

strong regional think-tank offering countries sound analytical products that shed insight into the evolving 

economic, social and environmental dynamics of the region. The Commission’s strategic focus is to deliver on the 

2030 Agenda for Sustainable Development, which it does by reinforcing and deepening regional cooperation and 

integration to advance connectivity, financial cooperation and market integration.  ESCAP’s research and analysis 

coupled with its policy advisory services, capacity building and technical assistance to governments aims to 

support countries’ sustainable and inclusive development ambitions. 
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INTRODUCTION 

 

Northeast Asia, the subregion comprising China, Democratic People’s Republic of Korea (DPRK), Japan, 

Mongolia, Republic of Korea (ROK) and the Far East of the Russian Federation, is one of the world’s most 

dynamic and influential economic hubs. The countries of this vast subregion make up one fifth (22 per cent) of the 

Earth’s surface area, contribute one third (31 per cent) of world Gross Domestic Product (GDP) and are home to 

a quarter (23 per cent) of its population.1  

Transport is vital to the economic wellbeing of the subregion. While sea transport is the backbone of its 

economic growth, the opportunities provided by the subregion’s railways and roads are pivotal to the economies 

of countries eager to put them to good use. A seamless and efficient intra-subregional logistics network – 

combining railways, roads, seaports and inland intermodal facilities – is instrumental to ensuring the 

competitiveness, economic productivity, growth and development of the region.  

With the aim of improving transport connectivity and facilitating trade and exchanges, the subregion is 

steadily expanding its transport infrastructure. To guide these changes into the overall framework of Eurasian 

logistics corridors, subregional roads and railways – including those on the Korean Peninsula – are being 

incorporated into the Asian Highway and Trans-Asian Railway networks. Operational land connections to Central 

and West Asia, and to Central Europe via China, Mongolia or the Russian Federation, will open new 

socio-economic and business horizons for the Korean Peninsula and wider Northeast Asia. To realize this vision, 

progress needs to be made not only in establishing well-equipped and up-to-date land connections, but also in the 

creation of a legal basis for seamless intra-subregional transport operations. 

Work to create the integrated logistics system between the Korean Peninsula and its neighbours is ongoing. 

This study elaborates on existing and planned logistics routes and facilities that connect the transport network of 

the Korean Peninsula to the wider Northeast Asia logistics corridors in China and the Russian Federation. It also 

provides a glimpse of inter-Korean transport connections and highlights institutional options that could enhance 

and further operationalize these routes.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                 
1 World Bank, 2015. 
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I. THE REGION CONNECTING TO THE KOREAN PENINSULA: 

CHINA - OVERVIEW 

A. Introduction 

 

1. Brief of study area  

The Korean Peninsula shares its only land border with Northeast China, which in turn borders with inland 

China, Mongolia, and the Far East of the Russian Federation. It has borders of 1,745 km, 1,903 km and 4,096 km 

with the Democratic People’s Republic of Korea (DPRK), Mongolia and the Russian Federation, respectively. 

The special position of Northeast China in Northeast Asia has led to it becoming the main land corridor and 

transport hub linking the Korean Peninsula with Mongolia and the Russian Federation. 

 

The territory of Northeast China includes the three provinces and five leagues or cities of the eastern area 

of the Inner-Mongolia Autonomous Region: Heilongjiang, Jilin and Liaoning provinces; the Hulun Buir, and 

Hinggan Xilingol League; and Tongliao, Chifeng City.  

 

Northeast China covers an area of 1.45 million km2, around 15 per cent of the total land mass of China. It 

has a light population density of 121 million people, around 9 per cent of the whole country. The level of 

economic development is middling to low. In 2015 the region contributed 10 per cent of China’s total Gross 

Domestic Product (GDP), or USD 937 billion. Table 1 describes the land area, population and GDP for each 

region of China. 

 

Table 1 Land area, population and GDP of Northeast China, 2015 

 

Region 
Area 

(thousand km2) 

Population 

(million) 

GDP 

(USD, billion) 

Heilongjiang 452.5 38.1 218.6 

Jilin 187.0 27.5 203.8 

Liaoning 148.4 42.3      415.5 

Eastern Inner-Mongolia 664.9 12.6       99.1 

In which: Hulun Buir 253.0 2.5       23.1 

 Hinggan 59.8 1.6        7.3 

 Xilingol 202.6 1.0       14.5 

 Tongliao 59.5 3.1       27.2 

 Chifeng 90.0 4.3       27.0 

Source: Economic Statistical Yearbook of China, 2015. 

 

2. Industry  

No longer the main industrial hub of China, its Northeast nevertheless plays host to many pillar industries. 

The main industries of Heilongjiang Province are petrochemicals, energy, equipment and food production. Pillar 

industries in Jilin Province include automotive production, petrochemicals and agricultural product processing; 

Liaoning Province specializes in equipment manufacturing, metallurgy, petrochemicals and agricultural products; 

while Inner-Mongolia hosts chemical production, metallurgy, machinery and equipment manufacturing, along 

with the processing of agricultural and livestock products. Industry in Northeast China is mainly concentrated in 

its major cities. 

 

 

 

 

 

 

 



 

2 

 

Table 2 Cities and industry (Heilongjiang Province) 

  

No City 
GDP 

(USD, billion) 
Industry 

1 Haerbin 83.4 

High-tech equipment manufacturing, biology, new 

materials, information technology, strategic emerging 

industries, green food, pharmaceuticals, international 

business, modern logistics.  

2 Daqing 43.2 

Petrochemicals, natural gas, chemicals, petrochemical 

products and deep processing, petroleum and 

petrochemical equipment, wind power equipment, new 

energy. 

3 Suihua 18.4 
Green food, bio-medicine, new silicon materials, wood 

processing. 

4 Qiqihaer 18.4 
Equipment manufacturing, green food, chemicals, 

metallurgy, building materials, biological medicine. 

5 Mudanjiang 17.2 

Paper production, food processing, chemicals and 

petrochemicals, equipment manufacturing, 

bio-pharmaceuticals, international trade logistics. 

6 Jiamusi 11.7 

Wood processing, green food processing, coal mining, 

agricultural machinery, motor equipment, renewable 

energy. 

7 Jixi 7.5 
Coal mining, coal conversion products, green food, 

mining machinery, metallurgy, wood processing. 

8 Heihe 6.5 Food processing, international trade and logistics.  

9 Shuangyashan 6.3 
Coal mining, coal conversion products, green food, 

mining machinery, wood processing. 

10 Hegang 3.9 
Coal mining, coal conversion products, green food, 

mining machinery, wood processing. 

11 Yichun 3.6 
Wood products and processing, eco-tourism, 

molybdenum mining. 

12 Qitaihe 3.1 
Coal mining, coal conversion products, green food, 

mining machinery, wood processing. 
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Daxinganling 2.0 
 

Environmental protection. 

Source: City Statistic Yearbook, 2015. 
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Table 3 Cities and industry (Jilin Province) 

No City 
GDP 

(USD, billion) 
Industry 

1 Changchun 80.1 

Automotive, agricultural product processing, railbuses, 

biology and medicine, health, optoelectronics, new 

materials, big data, logistics. 

2 Jilin 35.6 
Chemicals, automotive, metallurgical, agricultural 

product processing. 

3 Songyuan 24.4 
Oil and gas extraction, chemicals, agricultural product 

processing, characteristic tourism, trade logistics. 

4 Siping 18.4 

Agricultural product processing, machining, energy, 

metallurgy, chemicals, building materials, medicine, 

electronics, high-tech, modern logistics. 

5 Tonghua 15.0 Metallurgy, wine and pharmaceutical industry. 

6 Yanbian 12.8 
Food, medicine, electronics, information, energy, 

building materials, automotive machinery, logistics. 

7 Liaoyuan 10.9 

Equipment manufacturing, agricultural product 

processing, non-ferrous metal smelting and rolling, 

textiles, pharmaceutical manufacturing. 

8 Baicheng 10.4 

Energy, auto parts, agricultural product processing, 

textiles, clothing, equipment manufacturing, medicine, 

metallurgy and building materials. 

9 Baishan 10.0 
New mineral materials, tourism, mineral drinks, 

ginseng, medicine. 

Source: City Statistic Yearbook, 2015. 
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Table 4 Cities and industry (Liaoning Province) 

 

No City 
GDP 

(USD, billion) 
Industry 

1 Dalian 111.6 

Energy, advanced equipment manufacturing, marine 

engineering equipment and high-tech ships, new energy 

vehicles, semiconductors and integrated circuits, new 

materials, biological medicine. 

2 Shenyang 105.5 

Equipment manufacturing, automotive and spare parts, 

civil aviation, pharmaceuticals, chemicals, software and 

electronic information, building materials, agricultural 

products and processing, new energy, new materials. 

3 Anshan 33.7 

Iron and steel deep processing, equipment 

manufacturing, new materials, textiles and garments, 

magnesite laser technology, high-end valves, new 

energy batteries, agricultural products, cultural tourism. 

4 Yingkou 21.7 

Equipment manufacturing, petrochemicals, metallurgy, 

new materials, magnesia materials, textiles and 

garments. 

5 Jinzhou 19.7 

Photovoltaic new energy and electronic information, 

automotive and parts, mining packaging machinery, 

power transmission and transformation, new materials, 

marine aviation. 

6 Panjin 18.4 
Petrochemicals and fine chemicals, oil and gas 

equipment, marine equipment, new plastics materials. 

7 Fushun 17.9 Equipment manufacturing, tourism, finance, ecology. 

8 Benxi 16.8 Iron and steel deep-processing, biomedicine, tourism. 

9 Liaoyang 14.9 

Metallurgical and non-ferrous metal processing, 

equipment manufacturing and parts matching, 

agricultural product processing, chemicals. 

10 Dandong 14.4 

Auto parts, steel and other materials, electronic 

information, agricultural product processing, 

international trade and logistics. 

11 Chaoyang 11.3 
New energy electrical appliances, equipment 

manufacturing, agricultural products, food processing. 

12 Tieling 10.8 

Auto parts, non-ferrous metals, equipment 

manufacturing, new building materials, venous 

environmental protection. 

13 Huludao 10.4 
Petroleum, chemicals, nonferrous metals, marine 

machinery, energy. 

14 Fuxin 7.7 
Agricultural product processing, equipment 

manufacturing, energy. 

Source: City Statistic Yearbook, 2015. 
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Table 5 Cities and industry (Eastern Inner-Mongolia Autonomous Region) 

No City 

GDP 

Industry  (USD, 

billion) 

1 Tongliao 27.2 
Agricultural and livestock product processing, energy, building materials, 

medicine, chemical industry. 

2 Chifeng 27 Non-ferrous metals, energy, chemicals, trade and logistics, cultural tourism. 

3 Hulunbeier 23.1 Coal mining, agricultural and animal product processing, tourism.  

4 
Xilinguole 

League 
14.5 

Green food, modern energy, chemicals, new chemicals, metallurgy, 

nonferrous metallurgy, cultural tourism, coal mining, electricity, new 

materials. 

5 Wulanchabu 13.2 Power, chemicals, fluorine chemicals, calcium carbide, graphite. 

6 Xingan 7.3 Agricultural and livestock product processing, tourism. 

7 Alashan 4.7 Agricultural and livestock product processing, tourism. 

Source: City Statistic Yearbook, 2015. 

 

 

3. Transport  

Transportation is a precondition of social and economic development and a key means for both domestic 

and international trade exchange. The transport network that connects Northeast China to the Korean Peninsula 

comprises five modes: highways, railways, waterways, aviation and pipelines. 

 

There are 10 international airports in Northeast China, almost all of which have air corridors to the Korean 

Peninsula and its neighboring counties. Foreign trade cargo is shipped to and from the Korean Peninsula via the 

region’s seaports, which are mainly located along the coastline of Liaoning Province. There are now 29 

cross-border land ports, 14 of which are linked to the Korean Peninsula. The region’s international airports, 

seaports and cross-border ports, which are all connected to national roads and railways, are listed in Table 6. 

 

In 2015, the transport network facilitated the movement of 5.02 billion tons of cargo, at 1,936 billion 

ton-kilometres (tkm). Table 7 below outlines in kilometres the coverage of the existing transport network in 

Northeast China, and Table 8 displays the volume of cargo transported in the region in 2015. 

 

 

Table 6 International airports, seaports and cross-border land ports  

Province Heilongjiang Jilin Liaoning 
Eastern 

Inner-Mongolia 

International 

airport 

Harbin 

Qiqihar 

Mudanjiang 

Changchun 

Yanji 

Shenyang 

Dalian 

Manzhouli 

Hailar 

International 

seaport 
- - 

Dalian 

Yingkou 

Jinzhou 

Dandong 

Huludao 

Lushun 

Zhuanghe 

Changxingdao 

- 
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Cross-border land 

port 

Hulin 

Mishan 

Suifnhe 

Dongning 

Tumen 

Nanping 

Guchengli 

Linjiang 

Changbai 

Sanhe 

Quanhe 

Hunchun 

Shatuozi 

Kaishantun 

Jian 

Dandong 

Eranhot 

Zhengadamuqi 

Arshan 

Ebuduge 

Arihashater 

Manzhouli 

Heishantou 

Shiwei 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 7  Extent of existing transport network (km), 2015 

Mode Inner-Mongolia Liaoning Jilin Heilongjiang Total 

Railway mileage 11,890 5,328 3,664 5,372 26,254 

In which: - High 

speed  
1540 1,400 475 2,015 

- Double track 
   

2,098 2,098 

Road mileage 175,374 120,365 97,326 163,233 556,298 

In which: - 

Expressway 
5,016 4,195 2,630 4,346 16,187 

- Asian Highway 441 222 485 464  

Inland waterways 2,403 413 1,456 5,098 9,370 

In which: Over 

Class IV 
555 56 291 3,016 3,918 

Pipeline mileage 
   

9,633 9,633 

Source: Provincial Statistic Yearbook of China. 

 

 

Table 8 Transport volume and turnover volume, 2015 

Mode Criteria Unit Inner-Mongolia Liaoning Jilin Heilongjiang Total 

Railway 

Volume million tons 666.5 145.4 40.7 88.7 941.3 

Turnover billion tkm 202.4 89.4 37.1 59.4 388.2 

Road 

Volume million tons 1,195 1,721.4 387.1 442.0 3,745.5 

Turnover billion tkm 224.0 285.1 105.1 92.9 707.1 

Inland 

waterway 

Volume million tons - 134.4 1.9 12.5 148.8 

Turnover billion tkm - 796.3 0.1 0.8 797.2 

Civil 

aviation 

Volume thousand tons 71.4 135.0 30.0 116.0 352.4 

Turnover million tkm - 232.0 59.9 220.0 511.9 

Pipeline Volume million tons - 84.3 49.3 52.7 186.2 
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Turnover billion tkm - 8.0 15.6 19.2 42.8 

Source: Provincial Statistic Yearbook of China. 

 

 

B. Overall trade outlook of Northeast Asia   

 

1. Trade trends  

Among the countries of Northeast Asia, the Republic of Korea (ROK) is the largest trading partner for 

China in terms of total trade value, with USD 114.7 billion traded between the two countries in 2016. The second 

largest is the Russian Federation, with a total trade value of USD 69.6 billion. The Democratic People’s Republic 

of Korea is third with a total trade value of USD 5.8 billion, while Mongolia comes in fourth at USD 4.5 billion.  

 

The countries of the Korean Peninsula are of unequivocal importance to the international trade of China in 

Northeast Asia. In 2016, China had USD 95.7 billion in exports and USD 159.0 billion in imports to and from 

Republic of Korea, accounting for 70 per cent and 81 per cent respectively of the total export and import value 

traded by China with the region’s countries.  

 

In 2016, the level of exports China traded with Democratic People’s Republic of Korea amounted to USD 

3.2 billion, and its imports to USD 2.6 billion. Although these figures only account for 2 per cent and 1 per cent 

respectively of the total value of exports and imports China traded with all the countries of Northeast Asia, the 

geographical positioning of Democratic People’s Republic of Korea indicates that these numbers would rapidly 

grow in the event of future improvements in economic development in Democratic People’s Republic of Korea. 

 

Below, Table 9 provides historical data for exports and imports between China and other countries in 

Northeast Asia.  

 

 

Table 9 Exports and imports of China (USD, million) 

Criteria Year 

Democratic 

People’s 

Republic of 

Korea 

 

Republic of 

Korea 

 

Mongolia 
Russian 

Federation 

Export 

2010 2,277 68,698 1,450 29,592 

2011 3,164 82,789 2,710 38,804 

2012 3,532 87,647 2,653 44,050 

2013 3,632 91,149 2,450 49,589 

2014 3,522 100,386 2,217 53,681 

2015 2,947 101,444 1,573 34,788 

2016 3,195 95,741 995 37,334 

Import 

2010 1,194 138,348 2,552 25,873 

2011 2,476 162,544 3,691 40,328 

2012 2,503 168,709 3,948 44,118 

2013 2,924 183,071 3,506 39,558 

2014 2,861 190,386 5,071 41,438 

2015 2,564 174,557 3,752 33,263 
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2016 2,634 159,023 3,529 32,231 

Source: www.haiguan.info / www.customs-info.com 

 

 
In recent times, the level of trade between China and Democratic People’s Republic of Korea has remained 

very low, fluctuating year on year. The growth rate in Chinese exports and imports to and from Democratic 

People’s Republic of Korea in 2011 jumped by 39 per cent and 107 per cent respectively, but fell to below zero in 

2014-2015. It usually remains stable at around USD 2 billion to USD 3 billion, as shown in Figure 1.  

 

Figure 1 Trade trend between China and Democratic People’s Republic of Korea 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

Trade between China and Republic of Korea grew rapidly until it dropped in 2014, as can be seen in Figure 

2. This dip in trade can be explained by China’s long-term deficit with Republic of Korea, which is due to trade 

structure and the complex geopolitical situation. 

 

Figure 2 Trade trend between China and Republic of Korea 

 

 

 

 

 

 

  

 

 

 

 

 
Source: Transport Planning and Research Institute (TPRI). 
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2. Trade structure 

 

Table 10 and Figure 3 show the structure of trade relations China has with other countries in Northeast Asia. 

It appears that significant characteristics seen in trade between China and other countries in Northeast Asia can be 

explained by economic structure. China has recently been importing a large amount of minerals from Democratic 

People’s Republic of Korea, Mongolia and the Russian Federation to feed its rapid economic development.  

 

This trend has also been due to heavy industry making up too large a part of the whole economy, and it may 

well change soon as China starts to modify its economic structure and lower its speed of development, in turn 

shaping a more harmonious economy. The main reason for China’s trade deficit with Republic of Korea is the 

imbalance in the trade of high-technical products: imports of vehicles, equipment and instruments, alone, 

accounted for 75 per cent of total Chinese imports from Republic of Korea in 2016. 

 

  

Table 10 Trade structure of China with other countries in Northeast Asia (per cent), 2016 

Item 

Democratic 

People’s Republic 

of Korea 

Republic of 

Korea 
Mongolia 

Russian 

Federation 

Export Import Export Import Export Import Export Import 

Animals, plants 

and their 

products 

12.5 10.0 4.1 0.4 4.9 3.5 11.3 5.7 

Food 2.5 0.2 2.0 0.5 5.5 0.1 2.0 0.5 

Minerals 5.7 54.9 2.0 4.3 14.9 90.6 0.5 63.3 

Chemicals and 

related products 
5.4 0.4 7.2 11.1 4.1 0.0 4.3 3.4 

Wood and wood 

products 
2.9 0.7 1.2 0.2 2.2 0.0 1.1 14.6 

Textiles and light 

industrial 

products 

27.1 28.2 10.6 1.3 13.5 4.1 22.0 0.0 

Building 

materials 
2.5 0.2 3.5 1.1 3.4 0.0 1.6 0.0 

Metals and 

products 
8.1 3.9 12.1 5.4 12.5 1.4 7.9 9.9 

Vehicles, 

equipment, 

instruments 

29.8 1.5 53.2 75.1 35.4 0.2 44.3 2.4 

Miscellaneous 3.7 0.1 4.1 0.5 3.4 0.0 4.9 0.2 

Source: Based on data from China Customs. 
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Figure 3 Trade structure of China with other countries in Northeast Asia, 2016 

 

 

 
Source: Transport Planning and Research Institute (TPRI). 
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3. Trade transport 

From the data shown in Table 11 and Figure 4, it is evident that the modal share of trade transport between 

China and the Russian Federation is well distributed between the four most popular modes. Roads are the most 

frequently used mode for transport between China and Mongolia because the latter is a landlocked country. 

Although the Korean Peninsula is connected to China by land, the majority of trade between China and Republic 

of Korea can only be realized by sea. Road transport is a major mode for trade between China and Democratic 

People’s Republic of Korea, a result of the sizeable border between the two countries. 

 

 

Table 11 Transport modes used for trade between China and other 

 countries (per cent), 2016 

 

Mode 

Democratic 

People’s 

Republic of 

Korea 

Republic 

of Korea 
Mongolia 

Russian 

Federation 

Shipping 9 97 0 25 

Rail 3 0 18 27 

Road 87 0 79 13 

Air 0 3 0 1 

Pipeline and other 1 0 3 34 

Source: Based on data from China Customs. 

 

 

Figure 4 Modal share of trade transport, 2016 

 

 

Source: Transport Planning and Research Institute (TPRI). 
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C. Subregional focus: transport and trade between the provinces of Northeast China and 

Northeast Asia 

 

1. Trade  

With a total trade value of USD 3.09 billion in 2016, Inner-Mongolia’s largest trade partner was Mongolia. 

However, a decline in the level of trade between them has emerged in recent years, as shown in Table 12. Total 

trade value with the Russian Federation stabilized at USD 2.3 billion, down from USD 2.65 billion in 2010.  In 

comparison, its levels of trade with the Korean Peninsula are far lower. 

 

 

Table 12 Exports and imports of Inner-Mongolia (USD, million), 2016 

Criteria Year 

Democratic 

People’s 

Republic of 

Korea 

Republic 

of Korea 
Mongolia 

 Russian 

Federation 

Export 

2010 14 436 542 94 

2011 6 587 1,067 179 

2012 2 378 1,121 140 

2013 16 497 1,120 80 

2014 8 577 878 165 

2015 7 419 715 141 

2016 7 568 390 172 

Import 

2010 0 18 1,809 2,552 

2011 0 24 2,771 2,700 

2012 0 14 2,572 2,484 

2013 0 322 2,560 2,493 

2014 0 121 3,375 2,237 

2015 0 84 2,719 2,022 

2016 0 241 2,698 2,123 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Liaoning Province, on the other hand, is close to the Korean Peninsula. The Republic of Korea was its 

largest trading partner in 2016, with a total trade value of USD 9.48 billion. In the same year, the Province’s total 

trade value with Republic of Korea and Democratic People’s Republic of Korea combined reached USD 12.04 

billion, far more than the values for the Russian Federation and Mongolia, which stood at USD 4.46 billion and 

USD 41 million respectively. Trade between Liaoning Province and the countries of the Peninsula have fluctuated 

in recent years, as can be seen in Table 13.  

 

 

Table 13 Exports and imports of Liaoning Province (USD, million), 2016 

Criteria Year 

Democratic 

People’s 

Republic of 

Korea 

Republic 

of Korea 
Mongolia 

Russian 

Federation 

Export 

2010 966 4128 27 745 

2011 1202 5092 58 997 

2012 1343 5716 82 1113 
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2013 1424 5470 95 1112 

2014 1596 5784 66 1216 

2015 1455 5115 30 925 

2016 1525 4675 31 820 

Import 

2010 489 3242 21 1453 

2011 902 3968 3 1243 

2012 953 3880 1 1508 

2013 1104 5079 0 1620 

2014 1139 5043 15 1921 

2015 1063 4791 11 4667 

2016 1036 4802 10 3637 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 14 below shows that in 2016, Jilin Province had a total trade value of USD 1.06 billion with 

Democratic People’s Republic of Korea, with which it shares a land border. The Province’s total trade value with 

the Peninsula reached USD 1.87 billion in the same year, while the total trade value of Jilin Province with the 

Russian Federation and Mongolia stood at USD 444 million and USD 76 million respectively. In terms of trends, 

trade between Jilin Province and Democratic People’s Republic of Korea grew fast until 2014, at which point it 

began to recede. Trade between the Province and Republic of Korea has remained stable in recent years. 

 

 

Table 14 Exports and imports of Jilin Province (USD, million), 2016 

Criteria Year 

Democratic 

People’s 

Republic of 

Korea 

Republic 

of Korea 
Mongolia 

Russian 

Federation 

Export 

2010 253 487 2 500 

2011 393 528 4 607 

2012 465 420 5 713 

2013 526 392 7 541 

2014 756 483 3 541 

2015 598 480 3 423 

2016 677 496 2 201 

Import 

2010 170 223 1 78 

2011 275 266 3 160 

2012 259 310 6 232 

2013 336 377 0 111 

2014 432 355 1 145 

2015 406 280 36 198 

2016 378 323 74 243 

Source: Transport Planning and Research Institute (TPRI). 

  

Situated along China’s eastern frontier and without a land border with the Korean Peninsula, the total 

combined trade value realized by Heilongjiang Province with Republic of Korea and Democratic People’s 

Republic of Korea was small in 2016, at USD 296 million, down from USD 1.37 billion in 2011. The Province 

shares a large border with the Russian Federation and trades extensively with the country, but levels have 
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fluctuated sharply over recent years, as can be seen in Table 15. 

 

Table 15 Exports and imports of Heilongjiang Province (USD, million), 2016 

Criteria Year 

Democratic 

People’s 

Republic of 

Korea 

Republic 

of Korea 
Mongolia 

Russian 

Federation 

Export 

2010 376 498 151 3,208 

2011 575 722 99 3,134 

2012 634 561 139 4,029 

2013 629 419 82 6,200 

2014 16 435 104 7,099 

2015 10 382 83 2,213 

2016 21 219 34 1,758 

Import 

2010 0 105 1 7,682 

2011 3 72 66 14,410 

2012 3 72 352 15,504 

2013 1 68 273 12,111 

2014 8 69 633 14,086 

2015 2 44 313 7,886 

2016 2 54 200 6,914 

Source: Transport Planning and Research Institute (TPRI). 

 

 

2. Status of international seaports, airports and cross-border ports in Northeast China 

According to China’s Ports-of-Entry 2015 Year Book, Northeast China has 10 international airports, 8 

international seaports, 23 cross-border road ports and 8 cross-border railway ports. Almost all the airports and 

seaports report to have air or shipping routes that connect with the Peninsula. Table 16 shows the capacities and 

throughputs of the international airports in Northeast China. 

 

Table 16 Status of international airports 

Province S.N. 
Airport 

name 
Capacity Throughputs 

Air routes to the 

Peninsula 

Heilongjiang 1 Haerbin 6,660 629 
Seoul, Jeju, Qingzhou, 

Busan 

 2 Qiqihaer 700 108 Seoul 

 3 Mudanjiang 500 111 Seoul, Busan 

 4 Jiamusi N/A 24 Seoul, Incheon 

Jilin 5 Changchun 3,200 509 Seoul, Incheon 

 6 Yanji 300 508 

Seoul, Jeju, Muan, 

Qingzhou, Busan, 

Daegu 

Liaoning 7 Shenyang 17,500 12,798 

Pyongyang, Seoul, 

Jeju, Kwangju, 

Qingzhou, Busan, 
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Daegu 

 8 Dalian N/A 13,551 Seoul, Jeju 

Inn-Mongolia 9 Manzhouli 2,000 49 Incheon 

 10 Hailaer  35 Seoul 

Source: Transport Planning and Research Institute (TPRI).  

Note: The unit for capacity and throughputs is thousand passengers per annum. 

 

 

All Northeast China’s international seaports are located along the coast of Liaoning Province. Around 90 

per cent of international cargo moving in or out of the region travels through these ports. Besides foreign trade 

transport, they undertake domestic bulk cargo transport between Northeast and South China, and as a result are 

operating over capacity. The status of these seaports is listed in Table 17. 

 

 

Table 17 Status of international seaports 

S.N. Port name 
Numbers 

of berths 

Capacity 

(million 

tons) 

Throughputs 

(million tons) 

Shipping 

lines to the 

Peninsula 

1 Dalian 105 157 420 

Incheon, 

Busan 

Nampo, 

2 Yingkou 67 136 330 

Nampo, 

Incheon, 

Busan 

3 Jinzhou 24 50 95 - 

4 Dandong 28 110 138 

Nampo, 

Incheon, 

Busan 

5 Huludao 10 N/A 91 - 

6 Lushun 2 N/A 1 - 

7 Zhuanhe 10 N/A 6 - 

8 Changxingdao  N/A 20 - 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Cross-border land ports are important entry points for Northeast China, especially for trade with 

Democratic People’s Republic of Korea. Some 90 per cent of cargo transported between the two countries travels 

by land via these ports. There are 10 road and 3 rail cross-border points between China and Democratic People’s 

Republic of Korea, and the capacity of the land ports on the Chinese side is sufficient for handling trade exchange 

in the short term. Table 18 and Table 19 describe the status of these rail and road ports. 

  

 

 

 

 



 

16 

 

Table 18  Status of cross-border railway ports 

Province S.N. China’s port 

Capacity 

(thousand 

tons) 

Throughput 

(thousand 

tons) 

Number of 

trains 

Foreign port 

connected 

Liaoning 1 Dandong 4,000 2,830 148,000 

Sinuiju, Democratic 

People’s Republic of 

Korea 

Jilin 

2 Hunchun 2,500 608 564 
Makhalino, Russian 

Federation  

3 Tumen 2,500 147.4 2,464 

Namyang, Democratic 

People’s Republic of 

Korea 

4 Jian 300 28.1 3,978 

Mannpo, Democratic 

People’s Republic of 

Korea 

Heilongjiang 5 Suifenhe 13,000 357 - 
Grodekovo, Russian 

Federation 

Inn-Mongolia 

6 Manzhouli 70,000 28,682 1,000 
Zabaykalsk, Russian 

Federation 

7 Hailar   560 Mongolia 

8 Erenhot 10,000 10,521 50 Zamiin-Uud, Mongolia 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 19 Status of cross-border road ports 

Province S.N. 
China’s 

Port 

Capacity 

(thousand 

tons) 

Throughput 

(thousand 

tons) 

Number of 

vehicles 

Foreign port 

connected  

Liaoning 1 Dandong  1,280 148,000 

Shinuiju, Democratic 

People’s Republic of 

Korea 

Jilin 

2 Tumen  86.5 7,462 

Namyang, 

Democratic People’s 

Republic of Korea  

3 Nanping  850 45,514 

Musan, Democratic 

People’s Republic of 

Korea  

4 Guchengli  110.8 9,525 

Simusong, 

Democratic People’s 

Republic of Korea  

5 Linjiang 500 40.7 2,756 

Chunggang, 

Democratic People’s 

Republic of Korea 

6 Changbai  179.6 10,608 

Hyesan, Democratic 

People’s Republic of 

Korea  

7 Sanhe  276.1 6,420 

Hoeryong, 

Democratic People’s 

Republic of Korea  

8 Quanhe 600 285.6 120,758 

Yuanting, 

Democratic People’s 

Republic of Korea  

9 Hunchun 600 68 17,323 
Kraskino, Russian 

Federation 
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10 Shatuozi  9.4 1,190 

 Saebyol, Democratic 

People’s Republic of 

Korea  

11 Kaishantun 100 25.8 3,269 

Chongsong, 

Democratic People’s 

Republic of Korea  

Heilongjiang 

12 Suifenhe 1,000 524 - 
Pogranichny, Russian 

Federation 

13 Dongning  274  
Poltavka，Russian 

Federation 

14 Mishan 500 17  
Turiy，Russian 

Federation 

15 Hulin 2,600 25  
Markovo，Russian 

Federation 

Inner 

Mongolia 

16 Manzhouli 6,000 1,425 238,500 
Zabaykalsk, Russian 

Federation 

17 Erenhot 2,400 3,038 435,100 
Zamiin-Uud, 

Mongolia 

18 
Zhuengada

buqi 
 1,212 71,300 Bichigt, Mongolia 

19 Heishantou 3,000 160 302,000 
Tsurukaitu, Russian 

Federation 

20 Weishi  121 22,400 
Oloch, Russian 

Federation 

21 Erbuduge  278 18,900 
Bayankhoshuu， 

Mongolia 

22 Arhashate  116 9,200 Khavirga, Mongolia 

23 Arshan   400 Sumber，Mongolia 

Source: Transport Planning and Research Institute (TPRI). 

 

 

 

II. REVIEW OF TRANSPORT AND LOGISTICS CORRIDORS 

A. Technical standards 

The level of service, capacity and limitations of transport infrastructure in China are determined by 

adopted technical standards. This section will introduce the core criteria of the Technical Standard of Highway 

Engineering and the Code for Design of Railway Line.  

 

1. Technical Standard of Highway Engineering 

According to the Technical Standard of Highway Engineering (JTG B01-2014) issued by the Ministry of 

Transport of China, highways in China are classified as Motorways or Class I, Class Ⅱ, Class Ⅲ or Class Ⅳ roads, 

depending on their function and traffic volume. 

 

Motorways are suitable for main trunk roads; Class Ⅰ and Class Ⅱ for secondary trunk roads and main 

collecting and distributing roads; Class Ⅱ and Class Ⅲ for secondary minor collecting and distribution roads; and 

Class Ⅲ and Class Ⅳ for minor roads. 

 

When making the decision on the class of road to be built, the forecasted road traffic volume is first 
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referenced with the road’s intended function. The forecasted annual average traffic volume of the road is then 

cross-referenced with the Design Annual Average Daily Traffic (DAADT) volume in Table 20, and the road is 

then constructed to the accordant class. 

 

Table 20 Annual average daily traffic volume for road design phase 

      

Classification Motorway Ⅰ Ⅱ Ⅲ Ⅳ 

Dual lane Single lane 

DAADT ≥ 15,000 ≥ 15,000 5,000~15,000 2,000~6,000 ≤ 2,000 ≤ 400 

Source: Transport Planning and Research Institute (TPRI). 

Note: Unit used is pcu/d (passenger car unit/day). 

 

 

The minimum radius of a plane’s circular curve and the maximum longitudinal gradient are key parameters 

to be considered when a road is to be built to a corresponding standard. These variables are listed in Table 21 and 

Table 22. The cross-sectional width of a road varies with its classification, design speed and terrain, as described 

in Table 23. 

 

Table 21 Minimum radius of plane circular curve 

  

Design speed (km/h) 120 100 80 60 40 30 20 

With 

superelevation 

(per cent) 

10 570 360 220 115    

8 650 400 250 125 60 30 15 

6 710 440 270 135 60 35 15 

4 810 500 300 150 65 40 20 

Without 

superelevation (m) 

Road arch≤2 5,500 4,000 2,500 1,500 600 350 150 

Road arch>2 7,500 5,250 3,350 1,900 800 450 200 

Source: Transport Planning and Research Institute (TPRI). 

 

Table 22 Maximum longitudinal gradient 

 

 

 

 
 

Source: Transport Planning and Research Institute (TPRI).

Design speed (km/h) 120 100 80 60 40 30 20 

Gradient (per cent) 3 4 5 6 7 8 9 
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Table 23 Cross-sectional width of each road class 
 

Source: Transport Planning and Research Institute (TPRI).

Classification Motorway Class Ⅰ 

Class Ⅰ 

(collecting and distributing) and 

Class Ⅱ 

Class Ⅲ and Class Ⅳ 

Number of lanes ≥4 ≥4 ≥2 2(1) 

Design speed 

(km/h) 120 100 80 100 80 80 60 40 30 20 

Shoulder width of left cement 

roadside (m) 0.75 0.75 0.75 0.75 0.50 0.50 0.50 - - - 

Width of lane (m) 3.75 3.75 3.75 3.75 3.75 3.75 3.50 3.50 3.25 3.00 

Shoulder width of 

right cement 

roadside (m) 

Ordinary 
3.00 

(2.50) 

3.00 

(2.50) 

3.00 

(2.50) 

3.00 

(2.50) 

3.00 

(2.50) 
1.50 0.75 - - - 

Minimum 1.50 1.50 1.50 1.50 1.50 0.75 0.25 - - - 

Shoulder width of 

right soil roadside 

(m) 

Ordinary 0.75 0.75 0.75 0.75 0.75 0.75 0.75 0.75 0.50 

0.25 (Dual lane) 

0.50 (Single 

lane) 

Minimum 0.75 0.75 0.75 0.75 0.75 0.50 0.50 - - - 
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2. Code for Design of Railway Line 

There are two sets of regulations for the design of railways, one for normal railway lines and another for 

high-speed routes. Normal railway lines are mainly used for cargo transport and high-speed lines for passenger 

transport.  

  

Normal railways  

According to the Code for Design of Railway Line (JB 50090-2006), issued by the Ministry of 

Construction of China, normal railway lines in China are classified into four classes depending on the nature of the 

railway, its function, the traffic volume and its designated speed. This is described in Table 24 below. 

 

Table 24 Normal railway classification 
 

Classification Ⅰ Ⅱ Ⅲ Ⅳ 

Nature and 

function 
National trunk 

Connecting or 

auxiliary 

Service  

for a region or 

enterprise 

Service  

for a region or 

enterprise 

Traffic volume 

(million tons/y) 
≥20 10~20 5~10 ≤5 

Design speed 

(km/h) 
160/140/120 120/100/80 - - 

Source: Transport Planning and Research Institute (TPRI). 

 

 

The radius of plane curve and the longitudinal grade for normal railways must be subject to the limitations 

listed in Table 25 and Table 26, and an explanation of the superelevation ratio can be found in Figure 5. 

 

Table 25 Minimum radius of plane curve for normal railways 

 

Design speed (km/h) 160 140 120 100 80 

Circular curve 

radius 

Priority 

 

2500 

~5000 

2000 

~4000 

1600 

~3000 

1200 

~2500 

800 

~2000 

Minimum 

Ordinary 2000 1600 1200 800 600 

Complex 1600 1200 800 600 500 

Superelevation Ratio 

Ordinary 1/10v 1/9v 

Complex 1/8v 1/7v 

Minimum reverse curve radius 

without transition curve 
12000 10000 5000 4000 3000 

Source: Transport Planning and Research Institute (TPRI). 
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Figure 5 Superelevation ratio for normal railways 

 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 26 Maximum longitudinal gradient for normal railways (per mille [‰]) 

 

 

 

 

 

 

 
 

 

 

Source: Transport Planning and Research Institute (TPRI). 

 

 

After 10 years of a normal railway’s operation, a double-track railway should be installed if the forecasted 

traffic volume is equal to or over 35 million tons per year for plain and hilly areas, and 30 million tons per year for 

mountainous areas. 

 

Traction power plans, property, surrounding natural conditions, power resources and the type of locomotive 

are all considered when deciding whether to install either an electrified railway line or tracks for internal 

combustion engines. The installation of electrified tracks is a priority for normal railway lines.  

 

 

High-speed railways 

Electrified, double-track lines must be adopted for high-speed railways, according to the Code for Design 

of High Speed Railway Line (TB10621-2014). The radius of the plane curve and the longitudinal grade are subject 

to the limitations listed in Table 27 and Table 28. 

 

 

 

 

 

 

 

 

 

 

Classification Class Ⅰ Class Ⅱ 

Terrain Plain Hilly 
Mount

ainous 
Plain Hilly 

Mount

ainous 

Traction 

power 

Electric 6.0 12.0 15.0 6.0 15.0 20.0 

Internal combustion 6.0 9.0 12.0 6.0 9.0 15.0 
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Table 27 Minimum and maximum radius of plane circular curve 

 

Design speed (km/h) 350/250 300/200 250/200 250/160 

Minimum 

Ballast 

track 

Priority 8,000~10,000 6,000~8,000 4,500~7,000 4,500~7,000 

Minimum 
Ordinary 7,000 5,000 3,500 4,000 

Limit 6,000 4,500 3,000 3,500 

Ballast

-less 

track 

Priority 8,000~10,000 6,000~8,000 4,500~7,000 4,500~7,000 

Minimum 
Ordinary 7,000 5,000 3,200 4,000 

Limit 5,500 4,000 2,800 3,500 

Maximum 12,000 12,000 12,000 12,000 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 28 Maximum longitudinal gradient for high-speed railways 

 

Situation Main track Hard condition Limit 

Gradient (‰) ≤20 ≤30 35 

Source: Transport Planning and Research Institute (TPRI). 

 

B. Existing transport and logistics corridors connecting to the Korean Peninsula in Northeast China 

 

There are three transport models for movement between Northeast China and the Korean Peninsula. The 

Land-Sea Model connects land transport routes in Northeast China with shipping lines that travel to the Korean 

Peninsula via seaports in China. With the Land-Land Model, trains or trucks can travel from Northeast China to 

the Korean Peninsula via cross-border points between China and Democratic People’s Republic of Korea. The 

remaining option is the Land-Third Party Port-Sea Model, for which land-transport routes in Northeast China 

connect with shipping lines to the Korean Peninsula via third-party ports, such as those in the Far East of the 

Russian Federation. 

 

1. Land-Sea Model 

The Land-Sea Model is the most important way of facilitating trade movement between Northeast China 

and Republic of Korea, currently accounting for 95 per cent of goods sent between the two parties. 

 

Two major corridors service the Land-Sea Model. Corridor 1 – as shown in Figure 6 – runs from 

Inner-Mongolia through Beijing and on to the Korean Peninsula by sea, via Tianjin Port. The specifications of the 

road and railway routes between the major cities and ports linked by Corridor 1 are listed in Table 29. 
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Figure 6 Layout of Corridor 1 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 29 Status of roads and railways of Corridor 1 

 

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E Gauge 

Erenhot 

(cross-border point 

with Mongolia) 
120 Ⅱ 60 

333   

S 

 

Zhurihe 

236 

M 

 

100 

Ulangab 

178 

100 

179 280 280 

Zhangjiakou 

199 170 170 170 

Beijing 

170 120 168 168 168 
Tanjin Port 

China  

Maritime shipping line 

Korean Peninsula 

Democratic 

People’s Republic 

of Korea port 

Nampo 
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Republic of Korea 

port 
Incheon, Busan  

Source: TPRI and Integrated International Transport and Logistics System for North-East Asia.  

Note: D.Speed - Design Speed;  Dual - Double track; E - Electrification. 

 

 

The alternative route, Corridor 2, runs from the core area of Northeast China to Republic of Korea by sea, 

via the ports of Dalian (supplemented by a sea route from Tanjin) and Dandong, as shown in Figure 7. The statuses 

of the roads and railway lines linking the major cities and ports of Corridor 2 are listed in Table 30. 

 

Figure 7 Layout of Corridor 2 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

Table 30 Status of roads and railways of Corridor 2 

 

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E Gauge 

Heihe 

(Cross-border point 

with the Russian 

Federation) 

571 

M 

100 591   

S 
Harbin 

267 120 242 
242 

 

242 

 
Changchun 

288 120 305 305 305 
Shenyang 
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387 120 397 397 397 
 Dalian port 

 
Dandong 

port 
256 M 80 270 84  S 

China  

Maritime shipping line 

Korean Peninsula 

Democratic 

People’s Republic 

of Korea port 

Nampo 

Republic of Korea 

port 

Incheon, Busan  

Source: Transport Planning and Research Institute (TPRI). 

 

2. Land-Land Model 

The three major land-land corridors connecting Northeast China with the Korean Peninsula are the 

Dandong, Jian and Yanji corridors. The corridors are named after the cities that feature crssing points on the 

border between China and Democratic People’s Republic of Korea. 

  

The Dandong Corridor – Corridor 3, shown in Figure 8 – runs from Beijing and the Liaoning Province of 

China by road or railway to Democratic People’s Republic of Korea and then to Republic of Korea, through the 

Dandong railway port on the Chinese side to the Xinyi railway port on the Democratic People’s Republic of Korea 

side. The specifics of the roads and railways linking the major cities and ports of Corridor 3 are listed in Table 31.  

 

Figure 8 Layout of Corridor 3 

 

Source: Transport Planning and Research Institute (TPRI). 
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Table 31 Status of roads and railways of Corridor 3 

 

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E Gauge 

Beijing 
682 

M 100/120 

686 686 686 

S 

Shenyang 

57 79 79 79 

Benxi 

134 161 161 161 
Dandong cross-border 

port 

China 

Democratic People’s Republic of Korea 

Shinuiju , 

cross-border port 233 2 N/A 225 - 225 

S Pyongyang 

177 M N/A 194 - - 
Kaesong, 

cross-border port 

Democratic People’s Republic of Korea 

Republic of Korea 

Munsan, cross-border 

port 
57 M  53   

S 
Seoul 

426 M  476 
 

 
476 

Busan 

Source: Transport Planning and Research Institute (TPRI). 

 

 

The Jian Corridor – Corridor 4 – runs by road or rail from Inner-Mongolia through the Liaoning or Jilin 

provinces of China to Democratic People’s Republic of Korea. As can be seen in Figure 9, it incorporates the 

cluster of road and railway ports in Jian City on the Chinese side and the road and railway ports of Manpu in 

Democratic People’s Republic of Korea. The main features of the roads and railways connecting the major cities 

and ports of Corridor 4 are listed in Table 32. 
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Figure 9 Layout of Corridor 4 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 32 Status of roads and railways of Corridor 4 

 

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E 

Mileage 

(km) 

Aershan 
293 Ⅱ 60 

669   

S 

Ulanhot 

 
90 

M 

120 

Baicheng 

 
162 

100 

Songyuan 

 
161 

Changchun 

366 515   
Jian, cross-border port 

China 
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Democratic People’s Republic of Korea 

Manpo, cross-border port 
350   370   S 

Pyongyang 

177 M  194   S 
Kaesong, cross-border port 

Democratic People’s Republic of Korea 

Republic of Korea 

Munsan, cross-border port 
57 M  53 - - S 

Seoul 

40 M  - - - - 
Incheon 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Figure 10 shows the road and rail routes of Corridor 5, the Yanji Corridor, which connect Inner-Mongolia 

and Jilin Province to Democratic People’s Republic of Korea and then run on to Republic of Korea. The 

cross-border section is serviced by the road and rail ports in Yanji City in China and the road and rail ports of 

Nanyang in Democratic People’s Republic of Korea. Information on the specifics of the road and rail routes 

linking the major cities and ports of Corridor 5 is listed in Table 33. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

29 

 

Figure 10 Layout of Corridor 5 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

 

 

Table 33 Status of roads and railways of Corridor 5 

 

 

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E Gauge 

Aershan 293 

 
Ⅱ 60 

669   

S 

Ulanhot 

 90 

 
M 120 

Baicheng 

 162 

 

M 100/120 

Songyuan 

 161 

 Changchun 

 126 

 
128 128  

Jilin 

356 470   Quanhe, Tumen (Yanji) 

cross-border port 

China 
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Democratic People’s Republic of Korea 

Yuanting, Namyang 
53 2  

650   S Rajin 

590 1/2/3  
Kosong 

Democratic People’s Republic of Korea 

Republic of Korea 

Ganseong 425 M  - - - - 

Source: UNESCAP Asia Highway Database.  

 

 

3. Land-Third Party Port-Sea Model 

There are two major Land-Third Party Port-Sea corridors: the Hunchun Corridor and the Suifenhe Corridor. 

Corridor 6, the Hunchun Corridor, runs on roads and railway lines from Inner-Mongolia to Republic of Korea, 

through Jilin Province and via the sea ports of the Far East of the Russian Federation. The route can be seen in 

Figure 11, and the statistics of the railways and roads linking the major cities and ports on Corridor 6 feature in 

Table 34. 

 

Figure 11 Layout of Corridor 6 

 

Source: Transport Planning and Research Institute (TPRI). 
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Table 34 Status of roads and railways of Corridor 6 

  

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E Gauge 

Aershan 293 

 
Ⅱ 60 

669   

S 

Ulanhot 

 90 

 
M 120 

Baicheng 

 162 

 

M 100/120 

Songyuan 

 161 

 Changchun 

 126 

 
128 128  

Jilin 

386 490   Hunchun (Yanji), 

cross-border port 

China 

Russian Federation 

Kraskino, cross-border 

port 
73 Ⅱ 60 81   S 

Zarubino seaport 

Russian Federation 

Shipping line 

Republic of Korea 

Sokcho, Busan seaport 

Source: Transport Planning and Research Institute (TPRI). 

 

 

The final route, the Suifenhe Corridor or Corridor 7, is made up of roads and railways that pass through 

Inner-Mongolia and Heilongjian Province, and out to Republic of Korea via the sea ports in the Far East of the 

Russian Federation. This route is shown in Figure 12, and the information on the roads and railways joining the 

major cities and ports of Corridor 7 is listed in Table 35. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

32 

 

Figure 12 Layout of Corridor 7 

 

 
Source: Transport Planning and Research Institute (TPRI). 
 

 
Table 35 Status of roads and railways of Corridor 7 

 

 

O/D 

Road Rail 

Mileage 

(km) 
Class 

D.Speed 

(km/h) 

Mileage 

(km) 
Dual E Gauge 

Manzhouli 

(cross-border point 

with the Russian 

Federation) 

271 Ⅱ 60 186 186  

S 

Yakeshi 

387 

M 100/120 

1119 1119  

Qiqihar 

139 

Daqing 

158 

Harbin 

322 

Mudanjiang 

158 193 193 193 Suifenhe cross-border 

port 
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China 

Russian Federation 

Pogranichny, 

Grodekovo 

cross-border port 213 Ⅱ 60 230   W 

Vladivostok seaport 

Russian Federation 

Shipping line 

Republic of Korea 

 Busan seaport 

Source: Transport Planning and Research Institute (TPRI). 

 

C. Performance of existing corridors 

 

This section will assess each corridor in terms of their function; their impact on GDP and the populations 

of cities along their routes; the capacities of their highways, railways and seaports; and examine border-crossing 

points. Shipping costs are also discussed. 

 

1. Corridor 1 

Corridor 1 connects the Korean Peninsula with the Beijing-Tianjin-Hebei region, a future development 

focal point for the Government of China. The region is a key section on the corridor running from the Korean 

Peninsula to Mongolia, and onwards to Europe via Tianjin Port in China.  

The corridor links six cities that in 2015 had a combined population of 47.2 million and a GDP of USD 

643.3 billion, as can be seen in Table 36. The municipality of the Chinese capital, Beijing, and the largest port in 

northern China, Tianjin Port, both feature on the route. The provinces of both, including the port, are centres for 

logistics operations.  

 

Table 36 Population and GDP of cities linked by Corridor 1, 2015 

 

S.N. City 
Population 

(million) 

GDP 

(USD, billion) 

1 Tianjin 15.470 239.7 

2 Langfang 4.563 35.9 

3 Beijing 21.705 333.6 

4 Zhangjiakou 4.422 19.8 

6 Xilin Gol 1.028 14.5 

Total  47.188 643.3 

Source: City Statistic Yearbook of China.  

 

 

Tianjin Port is one of the largest logistics centres in Northeast Asia. It has now opened a shipping route 

with the major seaport of Nampo in Democratic People’s Republic of Korea, and with Incheon and Busan in 

Republic of Korea. In 2015, the port had a throughput of 570 million tons, and it is set to expand its capacity to 650 

million tons by 2020. 
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In China, Corridor 1 features both railway lines and roads. The double-track, electrified railway from 

Tianjin Port to Ulangab has a transport capacity of over 60 million tons per year, and the Ulangab to Erenhot route 

carries 20 million tons per year. According to price data from the Service Centre of Railway Transport Customers, 

the transport cost by railway from Tianjin Port to Erenhot is 3,102 RMB per twenty-foot equivalent unit (TEU). 

 

There are three motorways from Tianjin to Beijing which have a total of 18 lanes of carriageway and a 

capacity of 25,200 pcu/h (passenger car units per hour). Between Beijing and Ulangab there are two motorways 

with a total of 10 lanes and a capacity of 14,000 pcu/h. There is one motorway from Ulangab to Zhurihe, which 

has four lanes and a capacity of 5,600 pcu/h, and there is a Class II road from Zhurihe to Erenhot, which has two 

lanes of carriageway and a capacity of 1,400 pcu/h.   

 

2. Corridor 2 

This corridor connects the Korean Peninsula with the core region of Northeast China, while also providing 

a link to the Far East of the Russian Federation. It starts at the ports of Dalian and Dandong, through which 90 per 

cent of goods from Northeast China are shipped abroad, including to the Peninsula. It is a crucial route for 

Northeast China’s economic development and foreign trade. 

 

Dalian Port is the key logistics centre of Corridor 2. It has shipping routes with the seaports of Nampo in 

Democratic People’s Republic of Korea, and Incheon and Busan in Republic of Korea, and is the third largest port 

in Northeast China. Due to its geographic position, Dalian Port is the busiest in the region and operates beyond 

capacity. In 2015, it had a throughput of 420 million tons.  

 

Dandong is another major port and logistics centre in Northeast China which connects to the Korean 

Peninsula. Its annual capacity is over 200 million tons and in 2015 it had a throughput of 138 million tons. 

 

Besides servicing Dalian and Dandong, Corridor 2 provides links between 12 cities, including the three 

provincial capital cities of Shenyang, Changchun and Haerbin. It also services the border-crossing city of Heihe 

on the border with the Russian Federation. In 2015, the route covered a total population of 52.3 million, with a 

GDP of USD 504.5 billion. This can be seen in Table 37. 

 

 

Table 37 Population and GDP of cities linked by Corridor 2, 2015 
 

S.N. City 
Population 

(million) 

GDP 

(USD, billion) 

1 Dalian 5.936 111.6 

2 Dandong 2.381 14.4 

3 Yingkou 2.326 21.7 

4 Anshan 3.460 33.7 

6 Shenyang 7.304 105.5 

7 Tieling 3.004 10.8 

8 Siping 3.410 18.4 

9 Changchun 7.729 80.1 

10 Haerbin 9.614 83.4 

11 Suihua 5.485 18.4 

12 Heihe 1.679 6.5 

Total  52.328 504.5 

Source: Transport Planning and Research Institute (TPRI). 
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Railways and roads already exist on Corridor 2. The annual transport capacity of the railway from Dalian 

Port to Haerbin is over 70 million tons, while from Haerbin to Suihua it is 40 million tons and 20 million tons 

between Suiha and Heihe. The transport cost of moving goods from Dalian Port to Heihe by railway is 5,650 

RMB/TEU. 

 

The corridor’s roads consist of eight lanes of carriageway between Dalian and Shenyang with a capacity 

of over 12,800 pcu/h, while 5,600 pcu/h travels on the four lanes of carriageway between Shenyang and Heihe. 

 

 

3. Corridor 3 

Corridor 3 is the most important land corridor because it links Northeast China to the capitals of three 

countries – Beijing, Pyongyang, and Seoul. The belt along which it travels has a developed economy with a high 

population density. It could be the most active corridor and a competitor to Corridor 1 if the political situation 

improves. Some 70 per cent of trade between China and Democratic People’s Republic of Korea currently 

depends on this corridor. 

 

The three largest cities and logistics centres – Shenyang, Tianjin and Beijing – feature along the route. The 

cross-border city and logistics centre of Dandong hosts all transport modes, including rail, road, seaport and 

airport connections to the Korean Peninsula. The annual transit capacity of the railway at the Dandong 

cross-border point is over 4 million tons, but it only saw a throughput of 283 thousand tons in 2015. Meanwhile, 

road vehicle capacity will be limited until the future construction of a road bridge takes place. The cargo of 

citizens and vehicles from third parties are permitted to pass through Dandong cross-border point under an 

agreement between China and Democratic People’s Republic of Korea. 

 

Corridor 3 links 12 cities with a total population of 70.6 million. The area had a GDP of USD 900.9 billion 

in 2015, as can be seen in Table 38. 

 

 

Table 38 Population and GDP of cities linked by Corridor 3, 2015 
 

 

S.N. City 
Population 

(million) 

GDP 

(USD, billion) 

1 Dadong 2.381 14.4 

2 Benxi 1.512 16.8 

3 Shenyang 7.304 105.5 

4 Panjin 1.295 18.4 

6 Jinzhou 3.026 19.7 

7 Huludao 2.801 10.4 

8 Qinhuangdao 3.073 18.1 

9 Tangshan 7.550 88.5 

10 Tianjin 15.470 239.7 

11 Langfang 4.563 35.9 

12 Beijing 21.705 333.6 
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Total  70.680 900.9 

Source: Transport Planning and Research Institute (TPRI). 

 

The annual transport capacity of the railway from Dandong Port to Shenyang on Corridor 3 ranges from 27 

million tons to 3.4 billion tons, while it is 40 million tons from Shenyang to Beijing. Dandong Port to Beijing by 

railway costs 3,368 RMB/TEU. 

 

Corridor 3 also has a motorway with four lanes, which operates at an average annual capacity of 5,600 

pcu/h. 

 

4. Corridor 4 

Corridor 4 is one of the three railway lines running between China and Democratic People’s Republic of 

Korea. It provides a shortcut from Shenyang, the capital of Jilin Province, to Pyongyang and onwards to Seoul. It 

differs from the Dandong corridor, Corridor 3, in that it then goes on to Incheon Port. Until now there has only 

been a railway bridge crossing the border between China and Democratic People’s Republic of Korea on this route, 

but a new road bridge is set to be built. This corridor will play an important role in the movement of both people 

and freight between China and the Korean Peninsula.     

 

The Chinese city of Jian hosts the corridor’s border-crossing point. This railway port has a transit capacity 

of over 300 thousand tons, but its throughput in 2015 was only 28 thousand tons. The pending improvements to 

the cross-border infrastructure in Jian will make it a future logistics centre. 

 

Corridor 4 links seven cities, including the capitol city of Jilin Province, Changchun. The area through 

which it passes had a total population of 19.9 million in 2015, and a GDP of USD 166.5 billion. These figures can 

be seen in Table 39. 

 

 

Table 39 Population and GDP of cities linked by Corridor 4, 2015 

 

 

S.N. City 
Population 

(million) 

GDP 

(USD, billion) 

1 Tonghua 2.211 15.0 

2 Liaoyuan 1.208 10.9 

3 Siping 3.264 18.4 

4 Changchun 7.538 80.1 

5 Songyuan 2.781 24.4 

6 Baicheng 1.254 10.4 

7 Xingan 1.646 7.3 

Total  19.902 166.5 

Source: Transport Planning and Research Institute (TPRI). 

 

 

The railway part of Corridor 4 is divided into three sections. One runs from Jian Port to Siping city on a 

single track, with an annual transport capacity of 20 million tons. The second section runs from Siping to 

Changchun, has a double electrified track and an annual transport capacity of 60 million tons. The third runs from 

Changchun to Aershan, is single track and has an annual transport capacity of 20 million tons. The TEU cost of 

transporting a container from Jian to Aershan by railway is 3,543 RMB/TEU. 

 

 The road within the corridor has nearly been completed, and will be a four-lane motorway with a capacity 
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of 5,600 pcu/h. The exception is the stretch from Ulanhot to Aershan, which is a Class Ⅱ road with a capacity of 

1,400 pcu/h.  

 

5. Corridor 5 

Linking Republic of Korea at one end to Mongolia on the other, Corridor 5 could be the most international 

corridor. Its midsection crosses through the Greater Tumen River Region, which is currently being developed by 

China, Mongolia, Democratic People’s Republic of Korea, Republic of Korea and the Russian Federation. In 

China, it provides links for the Changchun-Jilin-Tumen national development zone, while in Democratic People’s 

Republic of Korea it services the Rason Economic Development Zone.  

 

Corridor 5 links seven cities that in 2015 had a total population of 2 million and a GDP of USD 170.6 

billion. The corridor’s railway is divided into sections that run from Tumen to Jilin city with an annual transport 

capacity of 20 million tons; from Jilin to Changchun with an annual transport capacity of 60 million tons; and 

from Changchun to Aershan with an annual transport capacity of 20 million tons. The transportation cost from 

Tumen to Aershan by railway is 4,203RMB/TEU. 

 

Within the corridor, there is a four-lane motorway running from Tumen to Ulanhot that has a capacity of 

5,600~6,400 pcu/h. A Class II road runs from Ulanhot to Aershan, and has a capacity of 1,400 pcu/h. 

 

6. Corridor 6 

The function of Corridor 6 is similar to that of Corridor 5, the only difference being that it is the 

passageway connecting Northeast China with the Korean Peninsula via the ports of the Far East of the Russian 

Federation. The land- and sea-integrated shipping route from Hunchun in China to Sokcho and Busan Port in 

Republic of Korea, via Zarubino Port in the Russian Federation, has now opened. It is a truly integrated transport 

route, which involves various modes of transport as it moves through different countries. 

 

Corridor 6 connects seven cities that in 2015 had a total population of 19.6 million between them, and a 

combined 2015 GDP of USD 170.6 billion. These statistics can be seen in Table 40. 

 

 

Table 40 Population and GDP of cities linked by Corridor 6, 2015 

 

S.N. City 
Population 

(million) 

GDP 

(USD, billion) 

1 Yanbian 2.136 12.8 

2 Jilin 4.262 35.6 

4 Changchun 7.538 80.1 

5 Songyuan 2.781 24.4 

6 Baicheng 1.254 10.4 

7 Xingan 1.646 7.3 

Total  19.617 170.6 

Source: Transport Planning and Research Institute (TPRI). 

 

The corridor’s railway is divided into sections from Tumen to Jilin city with an annual transport capacity 

of 20 million tons; from Jilin to Changchun with an annual transport capacity of 60 million tons; and from 

Changchun to Aershan with an annual transport capacity of 20 million tons. The cost of travelling from Tumen to 

Aershan by railway is 4,203 RMB/TEU. 

 

A four-lane motorway runs from Tumen to Ulanhot and has a capacity of 5,600~6,400 pcu/h, while a Class 
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II road with a capacity of 1,400 pcu/h runs from Ulanhot to Aershan. 

 

7. Corridor 7 

Providing a shorter passageway for Heilongjiang Province to have access to the sea, Corridor 7 links the 

provincial capital city and other major cities to the Korean Peninsula, via the ports of the Far East of the Russian 

Federation. Compared to the Trans-Siberian Land Bridge in the Russian Federation, the corridor shortens the 

distance travelled by 27 per cent, bringing savings in both cost and travel time for cargo being transferred from the 

Korean Peninsula to the Europe.  

 

Corridor 7 links six cities that in 2015 had a total population of 23.2 million and a GDP of USD 185.3 

billion, as listed in Table 41. 

 

Table 41 Population and GDP of cities linked by Corridor 7, 2015 
 

S.N. City 
Population 

(million) 

GDP 

(USD, billion) 

1 Mudanjiang 2.764 17.2 

2 Haerbin 9.614 83.4 

4 Daqing 2.905 43.2 

5 Qiqihaer 5.367 18.4 

6 Hulunbeier 2.549 23.1 

Total  23.199 185.3 

Source: Transport Planning and Research Institute (TPRI). 

 

The corridor has a double-track, electrified railway running from Suifenhe to Manzhouli, with an annual 

transport capacity of over 40 million tons. The transport cost of shipping a container from Suifenhe to Manzhouli 

by railway is 4,572 RMB/TEU. 

 

The corridor’s roads consist of a four-lane, 5,600~6,400 pcu/h capacity motorway running from Suifenhe to 

Yakeshi, and a Class II road between Yakeshi and Manzhouli that has a capacity of 1,400 pcu/h. 

 

D. Management of international transport means 

 

1. Measures for the administration of inbound and outbound transport manifests in China 

New measures – which make it a requirement for all inbound and outbound means of transport to register 

with customs – were introduced by the General Administration of Customs of China on 1 January 2011. 

 

After transport means enter China they must advance along routes designated by the authorities before they 

make their customs declaration. Outbound transport means must do the same having completed customs 

formalities. 

 

Upon arrival at or departure from a customs office, relevant responsible persons must have completed an 

electronic or printed declaration form. Customs may not accept the declaration of imported or exported goods 

until the inbound means of transport has been declared for entry, the electronic data of import manifests has been 

received, and they have audited and confirmed the paper manifests signed by the relevant persons of the inbound 

means of transport.  

 

After the outbound means of transport leaves, customs officials immediately collect clean export manifests 

and their electronic data. Only after the verification and cancellation of the export declaration forms (along with 
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clean transport manifests) will customs issue export tax refund certification. 

 

2. Provisions on the administration of international road transport 

Introduced by the Ministry of Transport on 1 June 2005, these provisions contain regulations on business 

permits, driving licences, the management of operations, and supervision and inspection for international road 

transport. 

 

For business permits, the provisions state that motor vehicles undertaking international road transport 

should adhere to technical level Class Ⅰ, as stipulated by the standards for classification and rating requirements 

for the technical classification of road transport vehicles (JT/T 198-2016). The relevant trading requirements must 

also be met. 

 

The chapter on operations management explicitly states that foreign vehicles entering China and 

undertaking road transport should be driven by persons holding an international driving license or the driving 

license of their nation. The motor vehicle should carry the identification mark used for international transport by 

its home country. The dimensions, mass, axle load and carrying capacity of the vehicle should be in accordance 

with Chinese requirements on road transport vehicles GB1589-2004, or the relevant agreement between China 

and the vehicle’s home nation. 

 

China implements a system of international motor vehicle transport driving licenses. Vehicles of Chinese 

origin should carry an International Motor Vehicle Transport Driving License issued by the nation the vehicle is 

entering when undertaking international road transport, and foreign vehicles entering China should carry a 

Chinese-issued International Motor Vehicle Transport Driving License. China and its neighbouring countries 

exchange International Motor Vehicle Transport Driving Licenses with each other at regular intervals. Businesses 

can apply to provincial road transport administrations for these licenses. 

 

E. Challenges      

 

1. Geopolitical situation  

Given the land border China shares with the Korean Peninsula, the two countries could make better use 

of their transport links to have tighter economic and trade ties. The reality is that trade between China and 

Democratic People’s Republic of Korea accounts for only 1.7 per cent of total trade value between China and the 

region’s four countries, despite the geographic proximity of Democratic People’s Republic of Korea to China. 

 

The Republic of Korea is the largest trading partner for China in the region, accounting for 76 per cent of 

the total trade value between China and the other counties of Northeast Asia. The geopolitical situation on the 

Korean Peninsula dictates that trade movement between China and Republic of Korea relies mainly on shipping, 

even though land transport infrastructure exists.  

 

2. Insufficient spatial distribution of logistics corridors 

An analysis of current studies and plans – including the Asian Highway, Trans-Asian Railway, the Erina 

Vision for the Northeast Asia Transportation Corridors, and the Integrated International Transport and Logistics 

System for North-East Asia – shows that at present the main corridors connecting China to the Korean Peninsula 

are distributed along the Peninsula’s east and west coasts. There are few routes travelling through the middle of 

the Peninsula. 

 

One of the middle corridors, the Jian Corridor, has been overlooked in recent times. It runs from 

Changchun, the capital of Jilin Province, to Pyongyang, Seoul and onwards to Incheon Port. Now a new highway 

bridge has been built between China and the Democratic People’s Republic of Korea at the border crossing in Jian, 

facilitating a future corridor on this route. 

 

Another future corridor should be considered, extending west from Changchun on Corridor 3 to 

Zhuengadabuqi land port on the border with Mongolia. This route would link Pyongyang, Seoul and Changchun 
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with Mongolia in a more direct manner than is currently possible with the other corridors. 

 

3. Lack of physical infrastructure  

Most railway lines connecting the Korean Peninsula to China are single track. Once the geopolitical 

situation in the region improves, the corridors in Northeast China that link to the Peninsula will become of 

increasing importance, with a higher reliance on these corridors for trade as Democratic People’s Republic of 

Korea becomes more developed. If relations ease between Democratic People’s Republic of Korea and Republic 

of Korea, the latter could move cargo to China, Mongolia and Europe via land corridors that run through 

Democratic People’s Republic of Korea. It is likely that there will be a shortage in railway capacity should such 

a situation develop. 

 

 

Table 42 Status of cross-border bridges 
Source: Transport Planning and Research Institute (TPRI). 

 

Many of the cross-border bridges between China and Democratic People’s Republic of Korea were built 

before the 1930s and are too old to meet the demands of future trade transport. The surfaces of the bridges are in 

a bad condition, some of them have a load capacity of less than 10 tons and the width of most is no wider than 6.5 

metres. 

 

4. Differences in technical standards  

The Russian Federation and Mongolia currently use broad-gauge 1,520mm tracks, while China, 

Republic of Korea and Democratic People’s Republic of Korea use standard 1,435mm tracks. Due to the 

difference in gauge standards, wheels need to be changed or cargo reloaded when trains cross international 

borders, which is time-consuming and costly for international transport.  

 

 

Province s.n. Port in China Mode Status 

Port in Democratic 

People’s Republic of 

Korea 

Liaoning 1 
Dandong 

Rail/Road Single Track/1 Lane 
Shinuiju 

Jilin 

2 Road 4 Lane 

3 
Jian 

Rail Single Track 
Mannpo 

4 Road 4 Lane 

5 Linjiang Road 6.35m, 10t Chunggang 

6 Changbai Road 2 Lane, 9.0m, Hyesan 

7 Guchengli Road 2 Lane Simusong 

8 Nanping Road 2 Lane Musan 

9 Sanhe Road 6m Hoeryong 

10 Kaishantun Rail/Road Single Track/3.5m Chongsong 

11 
Tumen 

Rail Single Track 
Namyang 

12 Road 6m 

13 Shatuozi Road 6m Chongsong 

14 
Quanhe 

Road 6.5m 
Yuanting 

15 Road 4 Lane 
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5. Lack of seamless ‘Door-to-Door’ or ‘True Origin-Destination’ transport routes 

Since 2008, all cargo moved between China and Democratic People’s Republic of Korea by train has 

been reloaded at the transshipment railway stations of Dandong, Jian and Tumen. This has resulted in a reduced 

level of efficiency.   

 

The international movement of goods by road is largely confined to border areas inside each country, and 

a limited number of roads. Most transport permits are issued for only a single trip along a designated route by a 

specified vehicle. 

 

III. DEVELOPMENT PLANS 

   

This chapter will introduce the plans of China for railways, highways, seaports and integrated transport hubs. 

It will then provide suggestions in line with the plan for new alternative logistics centres and corridors that connect 

to the Korean Peninsula.  

A. Long-term transport development plans in Northeast China 

 

1. National Highway Network Plan 

According to the National Highway Network Plan issued by the Ministry of Transport of China, the National 

Highway Network consists of two types of road: National Highways and National Expressways. The National 

Expressways are the highest administrative grade of the road network in China.  

 

National Highway 

The National Highways are governed by a central administration and form a road network with a technical 

class below that of a motorway. They are normally toll free, and link all of China’s counties with 265,000 km of 

roads. By 2030, all National Highway routes will be constructed to above Class Ⅱ technical standards.   

 

The National Highway network has 12 radial routes that start from Beijing, 47 north-south vertical routes and 

60 east-west horizontal routes, all shown in Table 43. 

 

Table 43 National Highway routes 

  

No. Route 

No. 

Starting and ending point No. Route No. Starting and ending point 

Radial routes 

1 G101 Beijing-Shenyang 7 G107 Beijing-Shenzhen-Hong Kong 

2 G102 Beijing-Harbin-Fuyuan 8 G108 Beijing-Kunming 

3 G103 Beijing-Tianjin-Binhaixinqu 9 G109 Beijing-Lhasa 

4 G104 Beijing-Fuzhou-Pingtan 10 G110 Beijing-Yinchuan-Qingtongxia 

5 G105 Beijing-Zhuhai-Macau `1 G111 Beijing-Jiagedaqi-Mohe 

6 G106 Beijing-Guangzhou 12 G112 Beijing Ring Road 

Vertical routes 

1 G 201 Hegang-Dalian 25 G225 Haikou-Yulin Westt 

2 G 202 Heihe-Dalian 26 G227 Zhangye-Menglian 

3 G 203 Suihua-Shenyang 27 G228 Dandong-Dongxing 

4 G 204 Yantai-Shanghai 28 G229 Raohe-Gaizhou 

5 G 205 Shanhaiguan-Shenzhen 29 G230 Tonghua-Wuhan 

6 G 206 Weihai-Shantou 30 G231 Nenjiang-Shuangliao 

7 G 207 Ulanhot-Hai'an 31 G232 Yakeshi-Siping 

8 G 208 Erenhot-Zhechuan 32 G233 Heshigten-Huangshan 

9 G 209 Sonid Left Banner-Beihai 33 G234 Xinglong-Yangjiang 

10 G 210 Mandula-Fangcheng 34 G235 Xinyi-Haifeng 

11 G211 Yinchuan-Rongjiang 35 G236 Wuhu-Shanwei 
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12 G212 Lanzhou-Longbang 36 G237 Jining-Ningde 

13 G213 Ceke-Mohan 37 G238 Nanchang-Huilai 

14 G214 Xining-Lancang 38 G239 Xulun Hoh-Yangquan 

15 G215 Maanshan-Ninger 39 G240 Baoding-Taishan 

16 G216 Hongshanzui-Jilong 40 G241 Huthot-Beihai 

17 G217 Altay-Tashikuergan 41 G242 Ganqimaodu-Qingzhou 

18 G218 Khorgas-Ruoqiang 42 G243 Kaixian-Pingxiang 

19 G219 Kanasi-Dongxing 43 G244 Wuhai-Jiangjin 

20 G220 Dongying-Shenzhen 44 G245 Bazhong-Jinping 

21 G221 Tongjiang-Haerbin 45 G246 Suining-Malipo 

22 G222 Jiayin-Linjiang  46 G247 Jingtai-Zhaotong 

23 G223 Haikou-Yulin East 47 G248 Lanzhou-Maguan 

24 G224 Haikou-Yulin    

Horizontal routes 

1 G301 Suifenhe-Manzhouli  31 G332 Luobei-Ebuduge 

2 G302 Hunchun-Aershan 32 G333 Sanhe-Molidawaqi 

3 G303 Jian-Abag 33 G334 Longjing-Dongwuzhumuqinqi 

4 G304 Dandong-Holingol 34 G335 Chengde-Tacheng 

5 G305 Zhuanhe-West Ujimqin 

Banner 

35 G336 Tianjin-Shenmu 

6 G306 Suizhong-Zhuengadabuqi 36 G337 Huanghua-Yulin 

7 G307 Huanghua-Shandan 37 G338 Haixing-Tianjun 

8 G308 Wendeng-Shijiazhuang 38 G339 Binzhougang-Yulin 

9 G309 Qingdao-Lanzhou 39 G340 Dongyinggang-Zichang 

10 G310 Lianyungang-Gonghe 40 G341 Jiaonan-Haiyan 

11 G311 Lianyungang-Ruanchuan 41 G342 Rizhou-Fengxian 

12 G312 Shanghai-Huoerguosi 42 G343 Dafeng-Lushi 

13 G314 Wulumuqi-Hongqilapu 43 G344 Dongtai-Lingwu 

14 G315 Xining-Tuergate 44 G345 Qidong-Naqu 

15 G316 Changle-Tongren 45 G346 Shanghai-Ankang 

16 G317 Chengdu-Geer 46 G347 Nanjing-Delingha 

17 G318 Shanghai-Nielamu 47 G248 Wuhan-Dali 

18 G319 Gaoxuong-Chengdu 48 G349 Chaya-Saga 

19 G320 Shanghai-Rili 49 G350 Lichuan-Luhuo 

20 G321 Guangzhou-Chengdu 50 G351 Taizhou-Xiaojin 

21 G322 Rian-Youyiguan 51 G352 Zhangjiajie-Qiaojia 

22 G323 Rijin-Qingshuihe 52 G353 Ninde-Fugong 

23 G324 Fuzhou-Kunming 53 G354 Nanchang-Xingyi 

24 G325 Guangzhou-Nanning 54 G355 Fuzhou-Bama 

25 G326 Xiushan-Hekou 55 G356 Meizhou-Xichang 

26 G327 Lianyungang-Guyuan 56 G357 Dongshan-Lushui 

27 G328 Qidong-Laohekou 57 G358 Shishi-Shuikou 

28 G329 Zhoushan-Lushan 58 G359 Feshan-Funing 

29 G330 Dongtou-Hefei 59 G360 Wenchang-Lingao 

30 G331 Dandong-Alay 60 G361 Lingshui-Changjiang 

Source: Transport Planning and Research Institute (TPRI). 

 

 

National Expressway 

The National Expressway is composed of seven radial routes starting from Beijing, 11 north-south vertical 

routes and 18 east-west horizontal lines. It provides national capital Beijing with links to provincial capitals; large- 

and medium-sized cities with populations of over 200 thousand people; the main highway hubs; railway hubs; the 

main ports; trunk airports; main tourist cities; and the main road border-crossing points. The aim of the National 

Highway Network Plan is to build a National Expressway network of 136 thousand km by 2030. Table 44 

describes the routes. 
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Table 44 National Expressway routes 

 

No. Route No. Route Nodes 

Radial routes 

1 G1 Beijing-Tangshan-Qinhuangdao-Jinzhou-Shenyang-Siping-Changchun-Ha

erbin 

2 G2 Beijing-Tianjin-Cangzhou-Jinan-Laiwu-Linyi-Huaian-Jiangdu-Jiangyin-W

uxi-Suzhou-Shanghai 

3 G3 Beijing-Langfang-Cangzhou-Dezhou-Jinan-Taian-Qufu-Xuzhou-Bangbu-

Hefei-Tongling-Huangshan-Quzhou-Jianou-Fuzhou-Taibei 

4 G4 Beijing-Baoding-Shijiazhuang-Handan-Xinxiang-Zhengzhou-Luohe-Xinya

ng-Wuhan-Weining-Yuyang-Changsha-Zhuzhou-Hengyang-Chenzhou-Sh

aoguan-Guangzhou-Shenzhen-Hong Kong 

5 G5 Beijing-Baoding-Shijiazhuang-Mengxian-Taiyuan-Linfen-Xian-Hanzhong-

Guangyuan-Mianyang-Chengdu-Yaan-Xichang-Panzhihua-Kunming 

6 G6 Beijing-Zhangjiakoi-Jining-Huhehaote-Baotou-Linhe-Wuhai-Yinchuan-Zh

ongning-Baiyin-Lanzhou-Xining-Germu-Lasa 

7 G7 Beijing-Zhangjiakoi-Jining-Huthot-Linhe-Erjinaqi-Hami-Yiwu-Balikun-Qi

tai-Fukang-Wulumuqi 

Vertical routes 

1 G11 Hegang-Jiamusi-Jixi-Mudanjiang-Dunhua-Suihua-Dandong-Dalian 

2 G15 Shenyang-Liaoyang-Anshan-Haicheng-Dalian-Yantai-Qingdao-Rizhao-Lia

nyungang-Yancheng-Nantong-Changsu-Taicang-Shanghai-Ningbo-Taizho

u-Wenzhou-Ningde-Fuzhou-Quanzhou-Xiamen-Shantou-Shanwei-Shenzh

en-Guangzhou-Feshan-Kaiping-Yangjiang-Maoming-Zhanjiang-Haikou 

3 G25 Changchun-Shuangliao-Fuxin-Chaoyang-Chengde-Tangshan-Tianjin-Huan

ghua-Binzhou-Qingzhou-Liangyungang-Huaian-Nanjing-Liyang-Yixing-H

uzhou-Hangzhou-jinhua-Lishui-Naping-SanmingMeizhou-Heyuan-Huizho

u-Shenzhen 

4 G35 Jinan-Heze-Shangqiu-Puyang-Liuan-Qianshan-Wangjiang-Jingdezhen-Yin

gtan-Nancheng-Rijin-Heyuan-Guangzhou 

5 G45 Daqing-Songyuan-Shuanliao-Tongliao-Chifeng-Chengde-Beijing-Bazhou-

Hengshui-Puyang-Kaifeng-Zhoukou-Macheng-Huangshi-Jian-Ganzhou-Lo

ngnan-Lianping-Guangzhou 

6 G55 Erenhot-Jining-Datong-Taiyuan-Changzhi-Jincheng-Luoyang-Nanzhao-Na

nyang-Xiangfan-Jingzhou-Changde-Loudi-Shaoyang-Yongzhou-Lianzhou-

Guangzhou 

7 G59 Huthot-Helingeer-Youyu-Suozhou-Kelang-Luliang-Jixian-Yuncheng-Ling

bao-Lushi-Shiyan-Fangxian-Baokang-Yidu-Zili-Zhangjiajie-Xihua-Wugan

g-Xinning-Ziyuan-Lipu-Pingnan-Yulin-Beihai 

8 G65 Baotou-Erduosi-Yulin-Yanan-Tongchuan-Xian-Ankang-Dazhou-Chongqin

g-Qianjiang-Jishou-Huaihua-Guilin-Wuzhou-Maoming 

9 G69 Yinchuan-Huianpu-Qingcheng-Xunyi-Xian-Ankang-Langgao-Chengkou-

Wanzhou-Zhongxian-Fuling-Nanchuan-Daozhen-Wongan-Guiyang-Luodi

an-Leye-Baise-Jingxi-Longbang 

10 G75 Lanzhou-Guangyuan-Nanchong-Chongqing-Zunyi-Guiyang-Majiang-Duy

un-Hechi-Nanning-Qinzhou-Beihai-Zhanjiang-Haikou 

11 G85 Yinchuan-Huianpu-Pengyang-Pingliang-Huating-Baoji-Liuba-Hanzhong-B

azhong-Guangan-Chongqing-Neijiang-Yibin-Zhaotong-Kunming 

Horizontal routes 

1 G10 Suifenhe-Mudanjiang-Haerbin-Daqing-Qiquhaer-Arongqi-Manzhouli 

2 G12 Hunchun-Dunha-Jilin-Changchun-Songyuan-Baicheng-Ulanhot 

3 G16 Dandong-Haicheng-Panjin-Jinzhou-Chaoyang-Chifeng-Keshiketeng-Xilin 
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hot 

4 G18 Rongcheng-Wendeng-Weihai-Yantai-Dongying-huanghua-Tianjin-Bazhou

-Laiyuan-Suzhou-Erduosi-Wuhai 

5 G20 Qidao-Weifang-Zibuo-Jinan-Shijiazhuang-Taiyuan-Lishi-Jingbian-Dingbia

n-Yinchuan 

6 G22 Qingdao-Laiwu-Taian-Liaocheng-Handan-Changzhi-Linfen-Fuxian-Qingy

ang-Pingliang-Dingxi-Lanzhou 

7 G30 Lianyungang-Xuzhou-Shangqiu-Kaifeng-Zhengzhou-Luoyang-Xian-Baoji-

Tianshui-Lianzhou-Wuwei-Jiayuguan-Hami-Tulufan-Wulumuqi-Kuitun-H

uoerguosi 

8 G36 Nanjing-Bangpu-Fuyang-Zhoukou-Luohe-Pingdingshan-Luoyang 

9 G40 Shanghai-Chongming-Nantong-Yangzhou-Nanjing-Hefei-Liuan-Xinyang-

nanyang-Shangzhou-Xian 

10 G42 Shanghai-Suzhou-Wuxi-Changzhou-Nanjing-Hefei-Liuan-Macheng-Wuha

n-Xiaogan-Jingmen-Yichang-Wanzhou-Dianjiang-Guangan-Nachong-Suin

ing-Chengdu 

11 G50 Shanghai-Huzhou-Xuancheng-Wuhu-Tongling-Anqing-Huanmei-Huangsh

i-Wuhuan-Jingzhou-Yichang-Enshi-Zhongxian-Dianjiang-Chongqing 

12 G56 Hangzhou-Huangshan-Jingdezhen-Jiujiang-Xianning-Yueyang-Changde-Ji

shou-Zunyi-Bijie-Liupanshui-Qujing-Kunming-Chuxuong-Dali-Lijiang 

13 G60 Shanghai-Hangzhou-Jinghua-Quzhou-Shangruo-Yingtan-Nanchang-Yichu

n-Changsha-Yueyang-Huaihua-Majiang-Guiyang-Anshui-Qujing-Kunmin

g 

14 G70 Fuzhou-Nanping-Nancheng-Nanchang-Jiujiang-Huangmei-Huangshi-Wuh

an-Xiaogan-Xiangfan-Shinian-Shangzhou-Xian-Pingliang-Zhongning-Yin

chuan 

15 G72 Quanzhou-Yongan-Jian-Hengyang-Yongzhou-Guilin-Liuzhou-Nanning 

16 G76 Xiamen-Zhangzhou-Longyan-Rijin-Ganzhou-Chenzhou-Guilin-Duyun-Gu

iyang-Bijie-Luzhou-Longchang-Neijiang-Chengdu 

17 G78 Shantou-Meizhou-Shaoguan-Hezhou-Liuzhou-Hechi-Xingyi-Shilin-Kunmi

ng 

18 G80 Guangzhou-Zhaoqing-Wuzhou-Yulin-Nanning-Baise-Funing-Kaiyuan-Shil

in-Kunming 

Source: Transport Planning and Research Institute (TPRI). 

 

 

2. Mid- to Long-Term National Railway Plan 

According to the Mid- to Long-Term National Railway Plan issued in 2016 by the National Development 

and Reform Commission of the Ministry of Transport and the National Railway Corporation, the total proposed 

mileage of the railway network will be 150 thousand km. This will mean realizing 30 thousand km of high-speed 

railway by 2020, 175 thousand km (including 38 thousand km of high-speed track) of railway by 2025, and 200 

thousand km (including 45 thousand km of high-speed track) of railway by 2030. 

 

The final target is to create rail lines between all cities with populations of over 200 thousand and to link 

resource-rich areas, major freight distribution centres, major harbours and cross-border points. The major clusters 

of cities, all provincial capitals and cities with populations of over 500 thousand will be connected by high-speed 

railway lines. An integrated transport hub system will be established, which will allow rail transport to connect 

seamlessly with other transport modes.  

 

High-Speed Railway Network 

The design speed of high-speed railway lines is over 200 km per hour. Intercity railway lines will be built 

with a design speed of 200 km per hour, main trunk railway lines and regional distribution lines will have a design 

speed of 250 km per hour, and a design speed of 350 km per hour will be used for rail routes that connect the 

largest developed cities. The major high-speed railway corridors will take the form of eight north-south vertical 

lines and eight east-west horizontal lines, as listed in Table 45.  
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Table 45 High-speed railway lines 

 

No. Route  

Vertical lines 

1 Coastal Line: Dalian (Dandong)-Qinhuandao-Tianjin-Dongyin-Weifang-Qingdao 

(Yantai)-Lianyungang-Yancheng-Nantong-Shanghai-Ninbo-Fuzhou-Xiamen-Shenzhen-Zh

anjiang-Beihai (Fangcheng) 

2 Beijing-Shanghai Line: 

Beijing-Tiangjin-Jinan-Nanjing-Shanghai 

3 Beijing-Hongkang (Taibei) Line: 

Beijing-Hengshui-Heze-Shangqiu-Fuyang-Hefei-Jiujiang-Nanchang-Ganzhou-Shenzhen-H

ong Kong. Branch Line: Hefei-Fuzhou-Taibei 

4 Haerbin-Hongkang Line: 

Haerbin-Changchun-Shenyang-Beijing-Shijiazhuang-Zhengzhou-Wuhan-Changsha-Guang

zhou-Shenzhen-Hong Kong. Branch Line: Guangzhou-Zhuhai-Macro 

5 Huhehaote-Nanning Line: 

Huhehaote-Datong-Taiyuan-Zhengzhou-Xiangyang-Changde-yiyang-Shaoyang-Yongzhou

-Guilin-Nanning 

6 Beijing-Kunming Line: Beijing-Shijiazhuang-Taiyuan-Xian-Chengdu 

(Chongqing)-Kunming. Branch Line: Beijing-Zhangjiakou-Datong-Taiyuan 

7 Baotou (Yinchuan)-Hainandao Line: 

Baotou-Yanan-Xian-Chongqin-Guiyang-Nanning-Zhanjiang-Haikou (Sanya). Two Branch 

Lines: Yinchuan-Xian; Hainandao Ring Railway 

8 Lanzhou (Xining)-Guangzhou Line: Lanzhou (Xining)-Chengdu 

(Chonhqing)-Guiyang-Guangzhou 

Horizontal lines 

1 Suifenhe-Manzhouli Line: Suifenhe-Mudanjiang-Haerbin-Qiqihaer-Hailaer-Manzhouli 

2 Beijing-Lianzhou Line: 

Beijing-Huhehaote-Yinchuan-Lianzhou 

3 Qingdao-Yinchuan Line: Qingdao-Jinan-Shijiazhuang-Taiyuan-Yinchuan 

4 Lianyungang-Wulumuqi Line: 

Lianyungang-Xuzhou-Zhengzhou-Xian-Lanzhou-Xining-Wulumuqi 

5 Shanghai-Chengdu Line: Shanghai-Najing-Hefei-Wuhan-Chongqing-Chengdu.  

Two Branch Lines: Najing-Anqing-Jiujiang-Wuhan-Yichang-Chongqing; 

Wanzhou-Dazhou-Suining-Chengdu 

6 Shanghai-Kunming Line: Shanghai-Hangzhou-Nanchang-Changsha-Guiyang-Kunming 

7 Xiamen-Chongqing Line: 

Xiamen-longyan-Ganzhou-Changsha-Changde-Zhangjiajie-Qianjiang-Chongqing 

8 Guangzhou-Kunming Line: 

Guangzhou-Nanning-Kunming 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Standard Railway Network 

 

Freight transport depends on the Standard Railway Network. Table 46 shows the network’s 12 prospective 

corridors, all of which will have a high carrying capacity. 

 

To support the “One Belt, One Road” policy of the Government of China, rail routes connecting 

border-crossing points to the main coastal ports are set to be built or upgraded in line with the plan listed in Table 

47. 
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Table 46 Standard Railway Network corridors 

 

No. Corridors 

1 City cluster of Beijing, Tianjin and Hebei Province - Northeast China 

2 City cluster of Beijing, Tianjin and Hebei Province - Yangtze River Delta 

3 City cluster of Beijing, Tianjin and Hebei Province - Pearl River Delta 

4 City cluster of Beijing, Tianjin and Hebei Province - Northwest region 

5 City cluster of Beijing, Tianjin and Hebei Province - Southwest region 

6 Yangtze River Delta - Southwest region 

7 Yangtze River Delta - City cluster of Chengdu and Chongqing 

8 Yangtze River Delta - Yunnan and Guizhou Province 

9 Yangtze River Delta - Pearl River Delta 

10 The Pearl River Delta - Southwest region 

11 Shandong Peninsula - Northwest region 

12 Northwest region - Southwest region 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Table 47 Railway lines to border-crossing points and main coastal ports 

 

Source: Transport Planning and Research Institute (TPRI). 

 

3. National Layout Plan for Coastal Ports 

The National Layout Plan for Coastal Ports – approved by the Chinese State Council in 2006 – specifies 

five port clusters along the Chinese coast. These port clusters are situated in Bohai Bay, the Yangtze River Delta, 

the southeastern coastal area, the Pearl River Delta and the southwestern coastal area. Based around these ports, 

eight specialized transportation systems will be established, including those for coal, oil, iron ore, containers, 

grain, vehicles and roll-on/roll-off ships (RORO) between the mainland and the islands, along with a passenger 

transportation system.   

 

The functional framework of the main national coastal ports is shown in Table 48. The categories and 

functions of the ports in Northeast China are listed in Table 49. 

 

 

 

 

 

No. Passageway Railways 

1 Northwest 

Kelamayi-Tacheng (Baketu); Kashi-Yierkesitan; Kashi-Hongqilapu; 

Alay-Kanasi (Jikepulin); Alay-Jimunai. 

Railway to the cross-border land ports of Madula, Wuliji, Laoyemiao 

2 Southwest 

Naning-Pingxiang; Mangshi-Houqiao; Lincang-Qingshuihe; 

Rikaze-Jilong; Rikaze-Yadong; Qinxi-Longbang; Fangcheng 

Port-Dongxing 

3 Northeast 

Jining-Erenhot; Yiershi-Arihashater; Hailaer-Heishantou; 

Moerdaoga-Shiwei; Gulian-Luoguhe; Hulin-Jixiang; Mishan-Dangbi 

town; Nanping-Maoshan; Kaishantun-Sanfeng; Changbaishan-Huishan; 

Pangu-Lianyin 

4 To hinterlands 

From the following coastal ports: 

Dalian, Qinhuangdao, Tianjin, Yantai, Qingdao, Lianyungang, 

Shanghai, Ninbo, Zhoushan, Fuzhou, Quanzhou, Xiamen, Shantou, 

Shenzheng, Guangzhou, Maoming, Zhanjiang and Haikou 



 

47 

 

 

 

Table 48 Functional framework of main national coastal ports 

 

Source: Transport Planning and Research Institute (TPRI). 

 

Table 49 Categories and functions of ports in Northeast China 

 

Port Category Main function 

Liaoning Province 

Dalian 
Shipping centre of 

Northeast Asia 

- Mainly the transit and storage of huge bulk 

petroleum (especially crude oil), liquefied 

natural gas, iron ore, grain 

- Container trunk line ports 

- Roll-on/roll-off port 

- Commodity car transit 

- Passenger transit 

Yingkou Main national port 

- Mainly the transit and storage of huge bulk 

petroleum (especially crude oil), liquefied 

natural gas, iron ore, grain 

- Container feeder port or branch port 

Dandong Regional port 
- Transit and storage of normal bulk cargo 

- Container feeder port or branch port 

Jinzhou Regional port - Transit and storage of normal bulk cargo 

Group Main port 
Container 

trunk port 
Container branch or feeder port 

Bohai Bay 

Liaoning Dalian, Yingkou Dalian Yingkou, Jinzhou, Dandong 

Tianjin 

& Hebei 
Tianjin, Qinhuangdao Tianjin Qinhuangdao, Huanghua, Tangshan 

Shandong Qingdao, Yantai, Rizhao Qingdao Yantai, Rizhou, Weihai 

Yangtze River Delta 

Shanghai, Ningbo, Zhoushan, 

Lianyungang, Suzhou, 

Nanjing, 

Nantong, Zhenjiang, Wenzhou 

Shanghai, 

Nininbo, 

Zhoushan, 

Suzhou 

Lianyungang, Nanjing, Nantong, 

Zhenjiang, Jiaxing, Wenzhou, 

Taizhou 

Southeast Xiamen, Fuzhou Xiamen 
Fuzhou, Quanzhou, Putian, 

Zhangzhou 

Pearl River Delta 
Guangzhou, Shenzhen, Zhuhai, 

Shantou 

Guangzhou, 

Shenzhen 

Shantou, Huizhou, Humen, Zhuhai, 

Zhongshan, Yangjiang, Maoming 

Southwest Zhanjiang, Fangcheng, Haikou － 
Zhanjiang, Fangcheng, Haikou, 

Beihai, Qinzhou, Yangpu, Sanya 
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- Container feeder port or branch port 

Tianjin Municipality and Hebei Province 

Tianjin 

Northern 

international 

shipping center 

- Mainly the transit and storage of huge bulk 

petroleum (especially crude oil), liquefied 

natural gas, iron ore, grain 

- Specialized transit and storage of coal 

- Container trunk line ports 

- Commodity car transit 

- Passenger transit 

Qinhuangdao Main national port 

- Specialized transit and storage of coal 

- Transit and storage of huge bulk petroleum 

(especially crude oil), liquefied natural 

gas, iron ore, grain 

- Container feeder port or branch port 

Tangshan Regional port 

- Specialized transit and storage of coal 

- Transit and storage of huge bulk petroleum 

(especially crude oil), liquefied natural 

gas, iron ore, grain 

- Container feeder port or branch port 

Huanghua Regional port 

- Specialized transit and storage of coal 

- Container feeder port or branch port 

 

Source: Transport Planning and Research Institute (TPRI). 

 

 

4. National transport hub plan 

Issued by the State Council of China, the 13th Five-Year Plan for the Development of a Modernized 

Comprehensive Transport System will establish three levels of integrated transport hubs in the country. These 

transport hubs will be regional, national and international. The hub cities where the integrated transport hubs will 

be built are listed in Table 50.  

 

Table 50 Integrated transport hub cities 

 

International integrated transport hub cities 

Metropolitan belts: Beijing-Tianjin, Shanghai, Guangzhou-Shenzhen, Chengdu-Chongqing 

Hub cities: Kunming, Wulumuqi, Haerbin, Xian, Zhengzhou, Wuhan, Dalian, Xiamen 

 

National integrated transport hub cities 

Key hub cities: Changchun, Shenyang, Shijiazhuang, Qingdao, Jinan, Nanjing, Hefei, Hangzhou, 

Ningbo, Fuzhou, Haikou, Taiyuan, Changsha, Nanchang-Jiujiang, Guiyang, Nanning, Lanzhou, 

Huhehaote, Yinchuan, Xining, Lasa, Qinhuandao-Tangshan, Lianyungang, Xuzhou, Zhanjiang, 

Datong 

Hub cities: Yantai, Weifang, Qiqihair, Jilin, Yingkou, Handan, Baotou, Tongliao, Yulin, Baoji, 

Quanzhou, Kashi, Kuerle, Ganzhou, Shangrao, Bengpu, Wuhu, Luoyang, ShangQiu, Wuxi, 

Wenzhou, Jinhua-Yiwu, Yichang, Xiangyang, Yuyang, Huaihua, Luzhou-Yibin, Panzhihua, 

Jiuquan-Jiayuguan, Germu, Dali, Qujing, Zunyi, Guilin, Liuzhou, Shantou, Sanya 

Regional integrated transport hub cities 

Cross-border land ports: Dandong, Hunchun, Suifenhe, Heihe, Erenhot, Manzhouli, Ganqimaodao, 
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Ceke, Baketu, Jimunai, Alashankou, Haoerguosi, Tuerkate, Honhqilapu, Zhangmu, Yadong, Rili, 

Mohan, Hekou, Longbang, Pingxiang, Dongxing 

Source: Transport Planning and Research Institute (TPRI). 

 

The planning document states that the policy of the Government of China will be to promote the rapid 

construction of integrated transport hubs. A set of measures will be created to realize seamless connectivity 

between the various transport modes. The development of integrated multi-modal transport centres – including 

logistics parks – will be made a top priority, while the rapid construction of railway logistics bases, port logistics 

hubs, air transfer centres and express logistics zones will take place at hub cities. The ability of cross-border ports 

to act as freight transportation centres will be strengthened and the Government will support the construction of 

inland ports. 

The distribution of the major integrated transport hubs planned for Northeast China is shown in Figure 

1313. 
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Figure 13 Major integrated transport hub plan for Northeast China 
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5. Provincial Motorway plan 

The function of Provincial Motorways is to supplement the shortage of national highways and to provide 

connections between provinces; municipalities and leagues; the administration centres of cities; tourism cities; 

important transportation hubs including airports and ports; major cross-border points; and neighbouring countries. 

These motorways also provide ring roads around most large cities and many medium-sized cities. 

  

Motorway plan for Inner Mongolia Autonomous Region 

The planned motorway network for this region consists of eight east-west horizontal routes, nine 

north-south vertical routes, eight branch routes and eight ring roads, as shown in Table 51.  

 

Table 51 Motorway plan for Inner Mongolia Autonomous Region 

 

No. Route alignment Length (km) 

Horizontal routes 

1 Gannan-Arongqi-Yakeshi-Hailaer-Manzhouli 565 

2 Alider-Huolinguole-Xilinhaote 485 

3 Huhehaote-Baiyinchagan-Chagannaoer-Jingpeng-Daban-Tianshan-

Lubei-Wulanhaote-Zhalantun-Najitun 

1,448 

4 Shuangliao-Tongliao-Daqintala-Chifeng-Jinshan-Maojingba 551 

5 Liaoyemiao-Jining-Huhehaote-Baotou-Linhe-Wuhai-Mahuanggou 820 

6 Tuanjie-Liangcheng-Dalu-Balagong 708 

7 Shiqigou-Dafanpu-Dongsheng-Wuhai 496 

8 Linhe-Dalaihubu-Sandaomingshui 910 

Vertical routes 

1 Hailaer-Aershan-Wulanhaote-Shitoujingzi 578 

2 Haolipu-Tongliao-Lubei-Huolinguole 442 

3 Pingzhuang-Chifeng-Daban-Jingpeng-Xilinhaote 357 

4 Xilinhaote-Sanggendalai-Baochang-Sanhaodi 308 

5 Erlianhaote-Saihantala-Jining-Fengzhen 422 

6 Huhehaote-Helingeer-Shahukou 100 

7 Huhehaote-Shuanghe-Dafanpu 112 

8 Baotou-Dongsheng-Sujiahepan 176 

9 Wuhai-Bayanhaote-Touguan 188 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Motorway plan for Heilongjiang Province 

 

The motorway plan for this province consists of both Provincial Motorways and National Expressways. It 

includes the Haerbin ring road, five east-west horizontal routes and three north-south vertical routes. These are 

shown in Table 52.  

 

Table 52 Motorway plan for Heilongjiang Province 

 

No. Route alignment Length (km) 

Ring road 

1 Haerbin municipal ring road 370 

Horizontal routes 

1 Yichun-Qiqihaer 348 

2 Shuangyashan-Raohe 233 

3 Yilan-Xingkai Lake 242 

4 Suiha-Daqing 200 

5 Xingshan-Wangqing 45 

Vertical routes 
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1 Jiansanjiang-Jixi 389 

2 Yichun-Jiayin 220 

3 Suihua-Beian 223 

Source: Transport Planning and Research Institute (TPRI). 

 

Motorway plan for Jilin Province 

Consisting of three ring roads, five east-west horizontal routes, six north-south vertical routes and five 

linkage routes, the motorway plan for Jilin Province can be seen in Table 53. 

 

Table 53 Motorway plan for Jilin Province 

 

No. Route alignment Length (km) 

Ring roads 

1 Changchun municipal ring road 92 

2 Changchun economic circle 470 

3 Central urban and suburbs loop 1,120 

Horizontal routes 

1 Wuchang-Keyouzhongqi 420 

2 Hunchun-Ulanhot 910 

3 Sanhe-Tongliao 1,050 

4 Changbai-Tongliao 410 

5 Jian-Shuangliao 420 

Vertical routes 

1 Jixi-Quanhe 167 

2 Hergang-Dalian 430 

3 Jiayin-Dalian 348 

4 Beijing-Haerbin 320 

5 Daqing-Guangzhou 277 

6 Nenjiang-Dandong 260 

Linkage routes 

1 Yitong-Liaoyuan 110 

2 Yingchengzi-Dongfeng 65 

3 Tonghua-Xiabai 90 

4 Longjing-Wangqing 90 

5 Huinan-Linjiang 95 

Source: Transport Planning and Research Institute (TPRI). 

 

 

Motorway plan for Liaoning Province 

The planned motorway network for Liaoning Province is made up of three ring roads, eight radial roads, 

eight east-west horizontal routes and four north-south vertical routes, as shown in Table 54. 

 

Table 54 Motorway plan for Liaoning Province 

 

No. Route alignment Mileage (km) 

Ring road 

1 Shenyang’s 3th ring motorway 81.6 

2 Shenyang’s 5th ring motorway 183 

3 Liaoning’s central loop 390 

Radial road 

1 Shenyang-Siping 158 



 

53 

 

2 Shenyang-Caoshi 160 

3 Shenyang-Dandong 222 

4 Shenyang-Dalian 348 

5 Shenyang-Shanhaiguan 361 

6 Shenyang-Chaoyang 230 

7 Shenyang-Tongliao 139 

8 Shenyang-Kangping 110 

Horizontal routes 

1 Tieling-Liaoyun 86 

2 Fushun-Tonghua 94 

3 Shenyang-Fuxin 90 

4 Benxi-Hengren 120 

5 Chifeng-Dandong 502 

6 Chifeng-Suizhong 165 

7 Changxingdao-Huayuankou 105 

8 Changxingdao-Pikou 78 

Vertical routes 

1 Hegang-Dalian 536 

2 Tieling-Chaoyang 526 

3 Fuxin-Jinzhou 99 

4 Fuxin-Zhuanghe 285 

Source: Transport Planning and Research Institute (TPRI). 

 



 

 

B. Future system of logistics corridors and centres 

 

A logistics system connecting Northeast China with the Korean Peninsula is set to be established. It will 

feature land-sea transport corridors, land transport corridors and hierarchical logistics centres. 

 

 

1. Future corridors 

Land-sea corridor 

Whether due to the realities of the region’s geopolitical situation or to transport economy, the land-sea model 

will continue to be the major means of connecting Northeast China with the Korean Peninsula, especially the Republic 

of Korea. Only when the land corridor in Democratic People’s Republic of Korea is opened to Republic of Korea will 

it be possible for a large proportion of the cargo shipped by sea to be taken by land. 

 

Currently, around 73 per cent of trade cargo transported between Northeast China and the Korean Peninsula 

travels by sea. Some 96 per cent of trade transport between Northeast China and Republic of Korea is realized through 

shipping, while 90 per cent of trade transport between Northeast China and Democratic People’s Republic of Korea 

moves by land.  

 

China trades more with Republic of Korea than it does with Democratic People’s Republic of Korea, with 

Republic of Korea accounting for 76 per cent of Northeast China’s total trade value with the Korean Peninsula. 

Shipping will continue to be indispensable for trade until the geopolitical situation improves. 

 

According to data from Dalian Port, approximately 90 per cent of foreign trade exchanged by sea travels 

through its docks. With a huge amount of trade traffic between Republic of Korea and other parts of China, the sea 

corridor along the Peninsula’s western coast is of utmost importance. 

 

Land-third party port-sea corridor 

Although the amount of trade traffic realized through the land-third party port-sea model along the eastern 

coast of the Korean Peninsula is limited at present, the method is growing in importance. The corridor acts as a 

shortcut allowing Mongolia, the Far East of the Russian Federation and the Heilongjiang and Jilin provinces of China 

to reach sea ports and then move goods on to the Korean Peninsula. 

 

There are currently two combined railway and shipping routes running through Mudanjiang and Suifenhe to 

Busan and Sokcho via Vladivostok, and from Hunchun to Busan via Zarubino. The 

Mudanjiang-Suifenhe-Vladivostok multimodal transport route started trial operations in 2007. The 

Hunchun-Zarubino-Sokcho route opened in April 2000, and mainly focuses on container cargo. 

 

The land-third party port-sea corridor will be the key supplementary corridor linking Northeast China to the 

Korean Peninsula.   

 

Figure 14 shows the traffic flow from mainland Northeast Asia to the Peninsula through both the land – sea and 

land – third-party port – sea corridors. 
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Figure 14 Land-sea routes 

 

 
Source: Transport Planning and Research Institute (TRPI). 

 

 

To provide Mongolia with a land-sea corridor, China and Mongolia have signed an agreement allowing 

Mongolia to use both its land corridor and Tianjin Port to carry out foreign trade by shipping. Another prospective 

route will connect Dalian Port with the Far East of the Russian Federation via Heihe in China. A framework of 

land-sea, and land-third party port-sea corridors connecting to the Korean Peninsula – as seen in Figure 15 – will be 

drawn up based on the rail, road and shipping route network. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

56 

Figure 15 Future land-sea corridors framework 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

      

Land corridors 

Land corridors are vital for Northeast China and the Korean Peninsula. At the time of publication, some 90 per 

cent of trade between China and Democratic People’s Republic of Korea is realized by land transport. At the same 

time – and despite it being the most direct and convenient method of connecting Northeast China to the Peninsula – the 

unstable geopolitical situation has led to there being no land traffic between Republic of Korea and Northeast China. 

If a land corridor running from Republic of Korea to Northeast China via Democratic People’s Republic of Korea 

were to open – which could also link up with Sino-Europe Block Train routes – a real land route connecting the 

Korean Peninsula, Northeast China, the Far East of the Russian Federation and North Asia to Europe would be 

established. Such a route would strongly promote the development of both trade exchange and the economies of 

countries along the corridor. 

  

Dandong Corridor  

 

When selecting a future corridor, the primary consideration should be that the corridor links as many people, 

industries and cities as possible. Large populations as well as cities and industry are mainly concentrated in the belt 

from Beijing to Haerbin in China, and the belt from Seoul to Pyongyang, appearing as a T-shaped area.  

             

This area covers almost all the most important cities in the region, including Beijing, Pyongyang and Seoul. The 

cities of China alone have a combined population of over 100 million and a GDP of USD 1,149 billion. 

 

Extending this corridor to Mongolia could connect its capital Ulaanbaatar, potentially forming a future corridor 

– like the one shown in Figure 16 – that could be a competitor to the land-sea corridor running from the Peninsula to 

Beijing via Tianjin Port. Seeing as this corridor connects the Korean Peninsula via Dandong in China, it could be 

called the Dandong Corridor.  
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Figure 16 Dandong Corridor 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

In 2015, the volume of freight traffic between China and Democratic People’s Republic of Korea through the 

Dandong cross-border port was 4,110 thousand tons. Historically, the railway transport routes that run through 

Pyongyang, Shenyang, Haerbin and Manzhouli to Moscow, and from Pyongyang to Beijing, have passed through the 

Dandong border crossing. Now that a new road bridge crossing the Yalu border river at Dandong has been completed 

and the infrastructure of the road cross-border port expanded, Dandong Port is set to become one of the largest 

international transport hubs connecting to Democratic People’s Republic of Korea. 

 

Yanbian Corridor  

 

In the territory of Yanbian Korean Autonomous Prefecture, there are seven cross-border land ports connecting 

to Democratic People’s Republic of Korea. The greater Tumen river zone, the Changchun-Jilin-Tumen development 

region, and the Rajin Free Trade Zone in Democratic People’s Republic of Korea all feature in this area. There are 10 

seaports within a radius of 200 km of the greater Tumen river zone, including ports in the Far East of the Russian 

Federation, and Rajin Port in Democratic People’s Republic of Korea. China will cooperate with Democratic People’s 

Republic of Korea to improve transport infrastructure along this corridor, as it is becoming of increasing importance 

in Northeast Asia.  

 

The Mid- to Long-Term Railway Plan envisages the construction of three cross-border railway links in the 

coming years at Hunchun, Kaishantun and Helong. Plans to build new border-crossing road bridges between China 

and Democratic People’s Republic of Korea are also being considered.   

 

To the west, the construction of a railway linking Choibalsan in Mongolia and Arshan in China has been 

initiated by the two countries. When completed, it will form part of a corridor that will run from 

Hunchun-Changchun-Ulanhot-Arshan (border between China and Mongolia)-Choibalsan (Mongolia)-Chita (Russian 

Federation). This corridor will link the Korean Peninsula with Mongolia and Europe via a new, integrated transport 

route consisting of rail, road and shipping routes. This can be seen in Figure 17. 
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Figure 17 Yanbian Corridor 

 

 
Source: Transport Planning and Research Institute (TPRI). 

 

Supplementary corridors 

 

At present, trade movement between Northeast China and the Korean Peninsula mainly travels along the 

Peninsula’s east and west sides, by sea or land via the rail and road ports of Dandong or Yanbian. Geographically, if 

new corridors that cut through the middle section of the border between China and Democratic People’s Republic of 

Korea at locations such as Jian can be developed, it would reduce the travel time and distance of land transport moving 

between the central cities of Northeast China (such as Changchun, Haerbin etc.) and the major cities and ports of the 

Peninsula such as Pyongyang, Seoul and Incheon. Cargo transport travelling by land through the Jian Corridor 

currently accounts for less than 0.5 per cent of total throughput between China and Democratic People’s Republic of 

Korea. 

 

A new road bridge crossing the border river between China and Democratic People’s Republic of Korea at Jian 

is near completion. There will also be rail bridges for crossing the border. The governing body of Jian municipality is 

planning to build a Border Economic Cooperation Zone at Jian that will carry out joint customs inspections, logistics 

warehousing, product processing, market trading and business services. This will transform the area into an 

integrated-model logistics centre and a more important land port. According to the Mid- to Long-Term Railway Plan, 

a new cross-border railway bridge will be built at Changbai city in China. A new corridor with a railway line and a 

road will have been built by the time construction of this bridge is complete. 

 

These two multi-model corridors will form a middle route connecting Northeast China with the Peninsula, and 

will supplement the insufficient number of corridor network links. 

 

In conclusion, the current routes that run between Northeast China and Republic of Korea depend on land-sea, 

and land-third party port-sea corridors, while trade moves between Northeast China and Democratic People’s 

Republic of Korea by land. In the future, land corridors could play an even more important role in connecting the 

Korean Peninsula to Northeast Asia. It is therefore possible that a future framework of integrated land and maritime 
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corridors connecting to the Korean Peninsula could be established. 

 

2. Potential logistics centres 

Sites for potential logistics centres are selected from cities, seaports and towns that have border-crossing points. 

Under the 13th Five-Year Plan for the Development of a Modernized Comprehensive Transport System – and 

considering the economic scale, position and function of the cities, seaports, logistics centres of Northeast China and 

the corridor border towns that connect to the Korean Peninsula – the region’s logistics centres can be re-categorized 

into the three groups listed in Table 55. 

 

Table 55 Potential logistics centres 

 

Group Scope List 

International logistics 

centre 

- National capital city 

- Provincial capital city 

- Major international sea port 

Beijing, Tianjin, Shenyang, Changchun, 

Haerbin, Tianjin, Dalian Port 

Regional 

logistics centre 

- Major national integrated hub 

- Regional integrated transport 

hub city 

Tongliao, Yingkou, Jilin, Qiqihar, 

Mudanjiang 

Cross-border 

logistics centre 

- Cross-border logistics centre Dandong, Jian, Changbai, Hunchun,  

Suifenhe, Heihe, Manzhouli, Arshan,  

Zhuengadabuqi, Erenhot  

Source: Transport Planning and Research Institute (TPRI). 

 

 

These logistics centres and the integrated corridor framework will establish a logistics system that connects to the 

Korean Peninsula. This system will consist of 22 logistics centres; one vertical corridor running 

Heihe-Haerbin-Changchun-Shenyang-Tianjin-Beijing; and four horizontal corridors that run 

Suifenhe-Mudanjiang-Haerbin-Qiqihaer-Manzhouli; Hunchun-Jilin-Changchun-Arshan; 

Dandong-Shenyang-Tongliao-Zhuengadabuqi; and Tianjin-Beijing-Erenhot. These can be seen in Figure 18. 

 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

Figure 18 Logistics corridors and the central system connecting to the Korean Peninsula 

 

 

 
Source: Transport Planning and Research Institute (TPRI).



 

 

IV. PROPOSAL OF MID- AND LONG-TERM STRATEGIES FOR 

SEAMLESS CARGO TRANSPORTATION FROM THE KOREAN 

PENINSULA TO CHINA 

A. Mid-term strategies 

 

1. Improving the condition of infrastructure and facilities 

Continuing improvements to transport infrastructure in Northeast China 

 

Northeast China is located at the centre of Northeast Asia and will function as the logistics hub of the region. 

To perform this role, it needs to improve on the poor condition of its infrastructure and facilities to play a more 

important role in Northeast Asia’s logistics system. The main tasks are upgrading railways and roads and the 

construction of cross-border bridges connecting to the Peninsula, as foreseen in China's 13th Five-Year Plan. 

 

2. Coordinating construction plans between countries 

Construction projects that link countries should be undertaken in a harmonious way. China and Democratic 

People’s Republic of Korea have been negotiating the construction of bridges between the two countries. However, as 

happened with the bridge crossing the Yalu River between Dandong in China and Shiniji in Democratic People’s 

Republic of Korea, progress was not synchronized, resulting in a bridge that could not be used when construction was 

completed. 

 

Accelerating infrastructure construction within the corridor linking the Korean Peninsula, Northeast China, 

Mongolia and the Russian Federation 

 

To interlink China’s “One Belt and One Road” initiative, Mongolia’s “Grassland Road” initiative and the 

“Eurasian Economic Union” initiative of the Russian Federation, the three countries signed an agreement to build a 

passageway linking the three nations. However, there is a missing section of railway between Choybalsan in Mongolia 

and Arshan in China. The project has spent a long time in the planning stage, but work is yet to start. The future 

expansion of the corridor to the Korean Peninsula is very important for development in Northeast Asia.  

 

Pushing forward the construction of railways and roads linking Northeast China and the seaports of the Far 

East of the Russian Federation 

 

The seaports in the Far East of the Russian Federation are key to Northeast China’s ability to connect with the 

Korean Peninsula by sea. However, the roads and railway lines linking the ports are not in good condition. The 

Russian Federation and China have been in talks about upgrading the roads and constructing a railway that has a 

standard gauge. 

 

Speeding up the construction of logistics facilities 

 

Besides upgrading facilities at seaports, airports, railway hubs and cross-border ports, the development of 

free-economic zones and joint free-economic zones at border crossings should take place, along with the construction 

of dry ports and logistics centres that function as customs inspection and quarantine sites. These measures will help to 

facilitate international transport and logistics.  

 

3. Promoting the formulation of an interconnected logistics network 

• Setting up a logistics agency at each logistics centre to coordinate work and transfer logistics information; 

• Making full use of the Northeast Asia Logistics Information Service Network to develop it into an 

information network that serves all logistics modes, provides logistics industry chain management, and 
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which functions as an interconnecting logistics information exchange with harmonized technical standards 

that is accessible to the public; 

• Supporting the development of cross-border e-commerce by coordinating transport logistics with the 

supervision of customs inspections, quarantine and customs declarations. 

 

 

4. Facilitating international transport 

• Promoting the accession to, and implementation of, international conventions on transport facilitation to 

overcome non-physical barriers, particularly at border crossings, to simplify, standardize and harmonize the 

process of international transport; 

• Formulating and fulfilling sub-regional or multilateral agreements on transport facilitation suitable for 

Northeast Asia. The effective implementation of subregional agreements has become an important but 

challenging task for most regional member countries. Drawing on past experience, sub-regional or 

multilateral agreements should be drafted with Northeast Asian countries in mind. Agreements should 

consider domestic legislation, existing formalities and procedures, and the functions of agencies and 

authorities. Only by paying sufficient attention to all functional aspects of the region’s countries will it be 

possible to implement an agreement smoothly after ratification;  

• Promoting bilateral agreements which consider international conventions and subregional agreements 

wherever possible. Using bilateral agreements to cover areas that cannot be realized through international 

conventions and subregional agreements, to deal with the individual situations of different countries. 

Working towards greater harmonization; 

• Promoting a single-permission pass that covers all customs declaration and inspection systems, along with a 

single-window clearance system that reduces transition times and simplifies the process of international 

transport.  

 

5. Strengthening multilateral and bilateral transport cooperation 

• Strengthening transport cooperation within existing mechanisms; 

• Creating a transport cooperation scheme that strengthens the current mechanism by improving transportation 

efficiency, speeding up customs clearances and reducing logistics costs. The mechanism should include the 

Northeast Asia Cooperation Committee, the China-Japan-Korea Ministerial Conference on Transport, the 

Northeast Asia Peace and Cooperation Forum, China-Northeast Asia Expo and other major bodies;  

• Developing a more sound and efficient mechanism that includes an intergovernmental coordination 

mechanism response for policy making, plan integration, decision making and supervision, along with an 

operational mechanism for the implementation of agreements. 

 

B. Long-term strategies 

 

1. Introducing harmonized technical standards 

The current diversity in applied technical standards for infrastructure, management systems and information 

systems, is an obstacle to the optimization of transport networks. It is suggested that international technical standards 

should be adopted when building new infrastructure that connects to the Korean Peninsula.  

 

2. Facilitation measures 

Joint control at border crossings on a bilateral level – establishing single-window clearance systems, 

single-stop inspections, joint customs control, priority clearance for certain kinds of goods (e.g. perishable goods) on 

a reciprocal basis, and a reduction in control agencies at border crossings – should be promoted in line with 

international standards. However, the complexity of joint controls and the differences between border-crossing points 

in the implementation of joint controls needs to be fully recognized. Case-specific, comprehensive and detailed studies 

and plans for each border crossing need to be undertaken before implementing joint control. In this regard, the sharing 

of experiences between member countries can help to ensure the optimal design of infrastructure and operations. 
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V. THE REGION CONNECTING TO THE KOREAN PENINSULA: 

RUSSIAN FEDERATION - OVERVIEW  

 

A. Introduction 

 

1. Geographical location and general information on the Far East of the Russian Federation 

 

The Far East of the Russian Federation includes the basins of the rivers flowing into the Pacific Ocean, as well 

as Sakhalin Island, the Kuril Islands, Wrangel Island and the Commander and Shantar Islands.2 The region is bordered 

by China, the Democratic People’s Republic of Korea (DPRK) in the far south, Japan in the southeast and the United 

States at the Bering Strait in the extreme north-east. The area of the region is 6.169 million sq. km, or about 36 per cent 

of the territory of the Russian Federation. Its constituent entities are the Kamchatka, Primorye and Khabarovsk 

territories; the Amur, Magadan and Sakhalin regions; the Jewish Autonomous Region; the Chukotka Autonomous 

District; and the Republic of Yakutia.  

 

Most of the territories of the Far East region have direct access to the sea. In fact, the entire Far East forms the 

“sea gates” of the Russian Federation, providing convenient connectivity with the countries of the Asia-Pacific region 

through ease of border crossing and a single customs area that minimizes cargo delivery times. 

 

2. Overall GRP and economic development  

 

The growth of Gross Regional Product (GRP) in the Far East of the Russian Federation from the year 2000 to 

2013 was 172.3 per cent, against the Russian average of 184.3 per cent. The GRP growth rate in the region exceeded 

the Russian average in 2007 – due to GRP growth in the Sakhalin Region, caused by the commissioning of new 

facilities in the oil industry – as well as in 2009 and 2010. In the context of the 2009 global financial crisis, as 

compared to other macro-regions, the economy of the Far East proved to be resilient to external shocks. This resilience 

was largely due to State support measures – including a Federal Target Programme – which resulted in a positive GRP 

dynamic against the background of a national reduction. Positive trends in the Primorye Territory and the Sakhalin 

Region for the most part accounted for GRP growth in the district, whereas the indicator decreased in other Far Eastern 

regions (excluding the Kamchatka Territory and the Chukotka District, the contributions of which were negligible to 

region-wide indicators).  

 

While the Sakhalin Region shows the most growth in GRP, all areas in the Far East of the Russian Federation 

experience slight positive or negative fluctuations in GRP indicators, a sign of the stable development of the region's 

economy. The integration of the economy of the Far East of the Russian Federation into those of the Asia-Pacific 

region is the key trend in its development.3 

 

3. Existing transport infrastructure in the Far East of the Russian Federation 

 

In the Far Eastern Federal District, the main task in the field of transport is the large-scale development of 

transport infrastructure with a view to ensuring the social and economic progress of the district’s regions. Other aims 

include improving the transport balance between the district’s regions and the rest of the country and seizing 

                                                 
2 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 

 
3 See scientific journal “Scientists Notes PNU”, 2016, Vol. 5, No. 4, pp. 1051-1058, I.V. Kostyuk (Pacific National University, Khabarovsk), Social 

and Economic Development of the Far Eastern Federal District in the Market Conditions. 

https://ru.wikipedia.org/wiki/%D0%95%D0%B2%D1%80%D0%B5%D0%B9%D1%81%D0%BA%D0%B0%D1%8F_%D0%B0%D0%B2%D1%82%D0%BE%D0%BD%D0%BE%D0%BC%D0%BD%D0%B0%D1%8F_%D0%BE%D0%B1%D0%BB%D0%B0%D1%81%D1%82%D1%8C
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opportunities for the development of international trade and social ties, primarily with the countries of the 

Asia-Pacific. 

 

Transport infrastructure in the Far Eastern Federal District comprises all major modes:  

 

Road transport 

 

The are 42,832.4 km of roads in the Far Eastern Federal District, of which 7,193.3 km are federal roads and 

35,639.1 km are regional roads.4 

 

Railway transport 

 

The most significant feature of railway transport infrastructure in the Far East of the Russian Federation is the 

Trans-Siberian Railway. At around 10 thousand km in length, it is the longest railway in the world. 

 

The railway allows cargoes from the Russian Federation, Europe and Commonwealth of Independent 

Countries (CIS) countries to have direct access to the seaports of the Far East of the Russian Federation and 

border-crossing points located on the border between the Russian Federation and Democratic People’s Republic of 

Korea, China, Mongolia and Kazakhstan. In the western part of the Russian Federation the railway links up with 

Pan-European transport corridors 2 and 3, and in the east Corridor 9.5   

 

Sea transport 

 

In the Far East region, there are 16 river ports and berths, all of which operate at high capacity. The territory of 

the Republic of Sakha (Yakutia) has seven ports (Yakutsk, Lensk, Olekminsk, Belogorsk, Nyurba, Nizhneyansk and 

Zyryanka). The Amour Region has five ports (Zeya, Svobodny, Poyarkovo and two ports in Blagoveshchensk – 

Amurasso and the trading port Blagoveshchensk); while there are two ports in the Khabarovsk Territory (Khabarovsk, 

Komsomolsk-on-Amur); one port (Pokrovka) in the Jewish Autonomous Region; and one port (the Seimchan berth) 

in the Magadan Region. There are no river ports in the Primorye and Kamchatka territories, nor in the Sakhalin Region 

or the Chukotka Autonomous District. 

 

There are also six seaports in the Far East region: Vladivostok, Vostochny, Zarubino, Nakhodka, Olga and 

Posyet. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                 
4 Electronic library of the Ministry of Transport of the Russian Federation. 
5 “Analysis of the current international rail traffic and assessment of the prospects for the development of international rail traffic including 

assessment of the current condition of the transport and logistics infrastructure as well as recommendations for international transport corridors 

development for the period up to 2020”, 2017 (within the 2014 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 57 to Minutes No. 59 of 19-20 November 2013). 
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Figure 19 Goods turnover of seaports in the Far East of the Russian Federation 
 

 
Source: Ministry of Transport of the Russian Federation.  

 

All ports are commercial legal entities in the form of joint-stock companies or limited liability companies. One 

feature of their functional activities is their being limited by climatic conditions. Loading and unloading operations are 

seasonal, which adversely affects the financial situation of the river ports. According to the decree of the Russian 

Government No. 734-r, dated 5 May 2012, the ports of Komsomolsk-on-Amur, Lensk, Olekminsk, Khabarovsk and 

Yakutsk are open for ships that sail under the flags of foreign countries. 

 

Goods transshipped in the seaports of the Far East of the Russian Federation include coal, containerized 

cargoes, black metals, timber, ferry cargoes, crude oil, oil products and liquefied gas.6 

 

The region’s main airports are Khomutovo (UUS) (Yuzhno-Sakhalinsk); Novy (KHV) (Khabarovsk); 

Knevichi (VVO) (Vladivostok); Yelizovo (PKC) (Petropavlovsk-Kamchatsky); Yakutsk (YKS) or Tuymaada; Sokol 

(YKS) (the village of Sokol); Ignatyevo (BQS) (Blagoveshchensk); Novostroyka (OHH) (Sakhalin Island); 

Providence Bay (PVS); and Ugolny (DYR) (Anadyr).7 

                                                 
6 Electronic library of the Federal Marine and River Transport Agency. 
7 Electronic library of the Ministry of Transport of the Russian Federation. 
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Figure 20 Layout of corridors Primorye-1 and Primorye-2 

 

 
Source: Ministry of Transport of the Russian Federation.  

 

4. Major economic hubs, cities, industry and economic activities 

 

The raw materials industry and its related infrastructure projects (including the revamping of the 

Trans-Siberian and Baikal-Amur railways)8 are the main economic focus of the region. In this regard, the major 

cities are Khabarovsk, Vladivostok, Blagoveshchensk, Yakutsk, Petropavlovsk-Kamchatsky, Yuzhno-Sakhalinsk, 

Magadan and Birobidzhan.9 

 

The Far East’s economy is dominated by industry and each one’s weighting on a national scale is as follows: 

food industry, 8.8 per cent; construction materials industry, 8.8 per cent; timber, woodworking and pulp-and-paper 

industry, 8 per cent; electric power industry, 4.5 per cent; machine building and metalworking, 3 per cent; fuel 

industry, 2.7 per cent; non-ferrous metallurgy, 1.6 per cent; chemical and petrochemical industry, 1.2 per cent; light 

industry, 1.2 per cent; and ferrous metallurgy, 1.1 per cent. The Government has recently shown an increased level 

of interest in the Far East’s fishing industry, and has drawn up a long-term development strategy which includes 

the creation of the largest national fishing cluster in the Primorye Region.  

 

Compared to the rest of the country, development trends in the region appear to be quite positive, although 

                                                 
8 ‘Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020’, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
9 See scientific journal “Scientists Notes PNU”, 2016, Vol. 5, No. 4, pp. 1051-1058, I.V. Kostyuk (Pacific National University, Khabarovsk), Social 

and Economic Development of the Far Eastern Federal District in the Market Conditions). 
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this does not apply to all subregions. According to the Federal State Statistics Service (Rosstat), production in the 

Far East increased by 3 per cent in 2016. The drivers of this growth were the most successful commodity (raw 

materials) subregions: Sakhalin at 14.4 per cent and Yakutia at 5.9 per cent. However, some subregions faced a 

marked decline in their industrial sectors, with growth down in the Amur Region by 9.1 per  cent, and in Chukotka 

down by as much as 12 per cent. Among the major regions, the most noticeable decline took place in Primorye, 

at 5.3 per cent.10  

 

B. Overall economic outlook of Northeast Asia imports/exports between the Russian 

Federation and China, the Democratic People’s Republic of Korea, Mongolia and the 

Republic of Korea  

 

1. The Russian Federation and China 

 

In the first quarter of 2016, the level of trade between the Russian Federation and China amounted to USD 

13,456,371,548, a decrease of 11.79 per cent (USD 1,798,174,233) compared to the same period in 2015. Russian 

exports to China in the first quarter of 2016 amounted to USD 5,966,037,008, a decrease of 11.91 per cent (USD 

806,329,793) on the previous year. There were USD 7,490,334,540 of imports to the Russian Federation from China 

in the first quarter of 2016, a decrease of 11.69 per cent (USD 991,844,440) from the same period in 2015. 

 

Exports from the Russian Federation to China include mineral fuel; oil and oil products; wood and timber; 

non-ferrous metals; fish and shellfish; chemicals; ores, slags, and ashes; paper pulp; fertilizers; machines and 

equipment; and gem stones. Russian imports from China include electric machines and equipment; boilers; equipment 

and mechanisms; furniture; bedding; clothes and accessories; plastic materials and products; ground vehicles and their 

parts and accessories (except for railway or tramway rolling stock); and toys, games and sports equipment, along with 

their parts and accessories. Cargo traffic between the Russian Federation and China moves by rail (51 per cent), sea 

(46 per cent), road (3 per cent) and air (0.3 per cent).11  

 

The logistics services market in China is developing rapidly. Chinese trade turnover with the Russian Federation 

has more than doubled over the last five years, except for in 2015, when negative growth was recorded. There has been 

an increase in the volume of railway traffic from China to the Russian Federation through the Grodekovo-Suifenhe 

and Zabaykalsk-Manchuria border-crossing points. The intensive construction of modern loading terminals along the 

border between the two countries has also recently been completed. 

 

2. The Russian Federation and the Democratic People’s Republic of Korea 

 

Exports from the Russian Federation to the Democratic People’s Republic of Korea in the first quarter of 2016 

came to USD 13,398,855, a reduction of 24.15 per cent on the previous year. Imports to the Russian Federation from 

Democratic People’s Republic of Korea amounted to USD 3,723,643 (+550.30 per cent), and the Russian Federation’s 

trade turnover with Democratic People’s Republic of Korea came to USD 17,122,498 (-6.11 per cent). Russian 

exports to Democratic People’s Republic of Korea include oil and derived products; mineral fuel; chemicals; fibres; 

foodstuffs and agricultural raw materials; machinery, equipment and vehicles; timber, pulp and paper products; fish 

and shellfish, oil seeds and fruit; products of the flour and cereals industry; furniture; sugar; and various finished 

products. Imports to the Russian Federation from Democratic People’s Republic of Korea include products of 

inorganic chemistry; fish and shellfish; essential oils; caoutchouc, rubber and related products; paper pulp products; 

textiles; clothes and accessories; electric machines and equipment; and products from ferrous metals.12 Goods are 

transported by air, sea, road and rail. In the period 2013 to 2016, the bilateral trade volume decreased by 40 per cent 

from USD 113 million to USD 69 million. Given Democratic People’s Republic of Korea’s weak export base, the 

                                                 
10 2014-2016 www.russian-trade.com “Foreign Trade of Russia”. 
11 2014-2016 www.russian-trade.com “Foreign Trade of Russia”. 
12 2014-2016 www.russian-trade.com “Foreign Trade of Russia”. 
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range of the country’s products is very limited, and the volume of supplies to the Russian market in recent years stalled 

at around USD 10 million.13 

 

3. The Russian Federation and Mongolia  

 

In the first quarter of 2016, the Russian Federation exported USD 67,259,117 of produce to Mongolia, a 

reduction of -27,62 per cent compared to the same period in 2015. Russian imports from Mongolia came to USD 

7,346,343 (-21,79 per cent on the previous year). Trade turnover between the two countries was USD 69,305,650 

(-27,41 per cent). Russian exports to Mongolia include mineral fuel, oil and derived products; bituminous materials; 

mineral waxes; nuclear-power reactors, boilers, equipment and mechanisms; finished products from cereal grain, flour, 

starch and milk; fats and oils of animal and vegetable origin and processed products; electric machines and equipment 

and their parts; various food products; ferrous metals; fertilizers; and cereals. Russian imports from Mongolia are salt; 

sulfur; soil and stones; plaster materials, lime and cement; mineral fuel, oil and derived products; bituminous materials; 

mineral waxes; meat and food by-products; ores, slags and ashes; railway locomotives, rolling stock and their parts; 

clothes and accessories; vegetables; wool; fish and shellfish products.14 Goods are transported by rail, road and air.  

 

4. The Russian Federation and the Republic of Korea  

 

The Russian Federation exported USD 2,546,714,185 of produce to the Republic of Korea in the first quarter 

of 2016, a reduction of -26,99 per cent on the same period in 2015. Russian imports from the Republic of Korea in 

2016 amounted to USD 867,527,212 (-17.80 per cent). Trade turnover between the Russian Federation and Republic 

of Korea came to USD 3,414,241,397 (-24.86 per cent). Russian exports to Republic of Korea are meat; fish and 

shellfish; dairy products; vegetables, fruits, and nuts; coffee and tea; cereals; products of the flour and cereals industry; 

oil seeds and fruits; sugar; cocoa; tobacco; salt and sulfur; ores, slags, and ashes; mineral fuel, oil and derived products; 

pharmaceuticals; fertilizers; plastic materials and products, rubber; paper pulp products; clothes and accessories; 

ferrous metals; tools; equipment; railway locomotives; spare parts for cars, ships, and boats; and various finished 

products. Russian imports from Republic of Korea are fish and shellfish; living trees and plants; fruit, coffee and tea; 

cereals, fats and oils; mineral fuel, oil and derived products; organic chemical products; wood and timber; chemical 

fibers; glass and ceramics; electric machines and equipment; and toys, games and sports equipment.15 The Republic 

of Korea plays a significant role in the foreign trade of a number of subregions in the Far East of the Russian 

Federation.  

 

 

 

C. Subregional focus: Transport and trade between the Far East of the Russian Federation 

and Northeast Asia 
 

1. Reference information about realized volumes of exports, imports and transit railway cargo traffic between 

the Russian Federation and Mongolia 

 

Foreign trade with Mongolia that travels by rail passes through the Naushki-Sukhbaatar and 

Solovyovsk-Ereentsav border-crossing points. In 2016, foreign trade transport to and from Mongolia increased by 9 

per cent compared to the previous year, or by 343.8 thousand tons. In total, there were 4.2 million tons of trade, 

including: 

• export cargoes: 3.5 million tons (increase of 12 per cent); 

• import cargoes: 488.7 thousand tons (decline of 16 per cent); 

• transit to Mongolia: 119.6 thousand tons (increase of 6 per cent); 

• transit from Mongolia: 87.8 thousand tons (a doubling in traffic). 

                                                 
13 2014-2016 www.russian-trade.com “Foreign Trade of Russia”. 
14 2014-2016 www.russian-trade.com “Foreign Trade of Russia”. 
15 Electronic library of JSC Russian Railways. 
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Container train No. 1085/11086 Brest-Naushki-Brest (the Mongolian Vector) makes trips to and from 

Mongolia. The Mongolian Vector project was launched in March 2002 and its participants are Rubikon CJSC, the 

Tuushin Company (Mongolia), the Brest Branch of the Unitary Enterprise Belintertrans (Belarus), the L.C.B.A.E. 

(Logistics on the Continental Bridge between Asia and Europe, China), Transa (Germany), Trade-Trans (Poland), 

Argo-Bohemia (Czech Republic). In March 2005, the route was extended to China. The result of a joint project 

between the United Nations Economic and Social Commission for Asia and the Pacific (ESCAP) and the Organization 

for Cooperation of Railways (OSJD), the Mongolian Vector train has been operating since April 2005, enhancing the 

efficiency of Euro-Asian railway routes. Goods transport in both directions has been happening since April 2015. 

 

In 2016, 13,958 twenty-foot equivalent units (TEU) were transported via this route, a 99 per cent increase on 

2015. Some 1,433 TEU was transported in January 2017, 2.5 times more than in the same month of 2016.16 

 

 

2. Reference information about realized volumes of exports, imports and transit railway cargo traffic between 

the Russian Federation and China 

 

At the end of 2016, the total volume of foreign trade cargoes moving through border-crossing points (including 

cargo traffic via Mongolia and Kazakhstan) and sea ports, to and from China, rose in comparison to the same period 

of the previous year. This increase was 19 per cent, or 10 million tons. Total trade volume amounted to 61.2 million 

tons: 

• exports: 55.9 million tons (increase of 19 per cent, or by 8.9 million tons); 

• imports: 3.6 million tons (increase of 9 per cent, or by 310.6 thousand tons); 

• transit to China: 922.9 thousand tons (increase of 67 per cent, or by 370.7 thousand tons); 

• transit from China: 758.8 thousand tons (a 1.9 times increase, or by 359.9 thousand tons). 

Foreign trade cargo transport by rail, to and from China, takes place via the following border-crossing points: 

Zabaykalsk-Manchuria, Grodekovo-Suifenhe, Makhalino (Kamyshovaya)-Hunchun, and Naushki-Sukhbaatar (in 

transit via Mongolia). Transit through Kazakhstan takes place via the Dostyk-Alashankou and Altynkol-Khorgos 

crossing points.17 

 

 

3. Development of container traffic between the Russian Federation and China, as well as transit container 

traffic along the China-Europe-China route 

 

The volume of large-capacity containers transported by rail between the Russian Federation and China in 2016 

was 571,754 TEU, a 30 per cent increase on 2015. This can be seen in Table 56. 

 

 

Table 56 Container trade flow between China and the Russian Federation 
 

TEU 

Growth

10' 20' 30' 40' 45' TEU 10' 20' 30' 40' 45 TEU %

Imports    -         50,738    23         74,933        58       200,769    -         55,181     5         81,123     131       217,729 8

Transit      2         6,454      4         45,731      141         98,240      1         8,882     4         85,508  1,196       182,596 86

Exports    -         11,952    -           64,393        11       140,763    -           9,374    -           80,943       75       171,429 22

Total      2       69,144    27       185,057      210       439,772      1       73,437     9       247,574  1,402       571,754 30

2015 2016

 
Source: Ministry of Transport of the Russian Federation. 

 

 

                                                 
16 Electronic library of JSC Russian Railways. 
17 Electronic library of JSC Russian Railways. 
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4. Brief analysis of the development of foreign trade and cargo flows between the Russian Federation and 

Republic of Korea  

 

In 2016, the trade turnover of the Russian Federation with Republic of Korea amounted to USD 

15,140,410,743, a decrease of 16.16 per cent (USD 2,917,439,616) from 2015. The Russian Federation's exports to 

Republic of Korea in 2016 came to USD 10,027,147,248, a decrease of 25.71 per cent (USD 3,470,669,428) on the 

previous year. 

 

The level of imports into the Russian Federation from Republic of Korea in 2016 amounted to USD 

5,113,263,495, an increase of 12.13 per cent (USD 553,229,812) from 2015. This can be seen in Table 57. 

 

Table 57 Dynamics of Russia's foreign trade with the Republic of Korea in 2011-2016 
 

 2011 2012 2013 2014 2015 2016 

TOTAL turnover (USD, billion) 24.9 24.9 25.2 27.3 18.1 15.1 

Russia's exports to the Republic of Korea 13.3 13.9 14.9 18.3 13.5 10.1 

Russia's imports from the Republic of Korea 11.6 11.0 10.3 9.0 4.6 5.0 

Source: Federal Customs Service of Russia.18 

 

 

5. Brief analysis of the development of foreign trade and cargo flows between the Russian Federation and 

Democratic People’s Republic of Korea 

 

The 2016 trade turnover of the Russian Federation with Democratic People’s Republic of Korea came to USD 

76,846,277, a decrease of 8.93 per cent (USD 7,538,450) on 2015. The Russian Federation exported USD 68,050,627 

of goods to Democratic People’s Republic of Korea in 2016, down by 13.14 per cent (USD 10,291,349) on the 

previous year. Imports into the Russian Federation from Democratic People’s Republic of Korea in 2016 amounted to 

USD 8,795,650, a 45.56 per cent increase (USD 2,752,899) compared to 2015. 

 

 

6. Volume of cargo transport with the Republic of Korea through the Russian railway network 

 

In 2016, the volume of cargo transported between the Russian Federation and Republic of Korea by rail 

through the Russian railway network amounted to 12.4 million tons, an increase of 3 per cent from 2015, when the 

Russian Federation exported 11.8 million tons of cargo. The Russian railway network brought in 0.3 million tons in 

2016, from Republic of Korea and other countries.19  

 

The main Russian seaports dealing with the transport of cargo to and from Republic of Korea were Vostochny 

(41 per cent of the total cargo volume), Nakhodka (33 per cent), Vanino (17 per cent) and Vladivostok (4 per cent). 

 

7. Information on existing container train routes for cargo transportation from China and Republic of Korea 

to Europe, through the Russian Federation  

 

№ 1023/1024 Zabaikalsk-Chop, Brest-Zabaikalsk; № 1031/1032 Nakhodka Vostochnaya-Pitnyak; № 

1029/1030 Chukursay, Assake-Nakhodka; № 1029/1030 Nakhodka Vostochnaya-Chukursay; № 1343/1344 

Nakhodka Vostochnaya-Moscow; № 1239/1240 Nakhodka Vostochnaya-Yekaterinburg; № 1239/1240 Vladivostok 

(Ugolnaya)-Yekaterinburg; № 1129/1130 Nakhodka Vostochnaya-Vorsino; № 1371/1372 Nakhodka 

Vostochnaya-Khovrino, Dalian-Zabaikalsk-Vorsino; № 1241 Inskaya-Khovrino; № 1031/1032 

                                                 
18 Electronic Library of the Federal Customs Service of the Russian Federation, 2016. 
19 Electronic Library of JSC Russian Railways. 
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Nakhodka-Sorokovaya; № 1031/1032 Nakhodka Vostochnaya-Aktau Port, St. Petersburg-Vitebsk-Vladivostok; № 

1285 Nakhodka-Assake; № 1225/1226 Nakhodka-Shushary; № 1041/1042 Churkin Bay-Zhigulev; and № 1225 

Nakhodka-Zanevsky post.20 

 

VI. REVIEW OF TRANSPORT AND LOGISTICS CORRIDORS  

 

A. Technical standards 

 

1. Road engineering technical standards 

 

All motor roads or their separate sections are divided into categories in accordance with Table 58. 

 

Table 58 Building regulations (SNiP) 2.05.02-85 ‘Motor roads’ 

 

Motor road purpose Category 

of road 

Estimated traffic intensity, rel. 

unit/day 

Main federal roads 1-a 

(Highway) 

More than 

14,000 

1-b 

(Express 

way) 

More than 

14,000 

2 More than 

6,000 

Other federal roads 

 

1-b 

(High-speed 

road) 

More than 

14,000 

2 More than 

6,000 

3 More than 

from 2,000 to 6,000 

Republican, territorial, and 

regional roads, as well as roads 

of autonomous areas 

2 More than 

from 6,000 to 14,000 

3 More than 

from 2,000 to 6,000 

                                                 
20 Electronic library of PJSC TransContainer. 
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4 More than 

from 200 to 2,000 

Local roads 4 More than 

from 200 to 2,000 

5 up to 200 

Source: Ministry of Transport of the Russian Federation. 

 

When designing roads, it is necessary to provide environmental protection measures that ensure minimal 

disruption of ecological, geological, hydrogeological and other natural conditions. These measures need to carefully 

consider valuable agricultural lands, recreation areas, and the locations of medical and preventive-treatment 

institutions and sanatoriums. The locations of bridges, their design and construction should not lead to any drastic 

changes in the flow of rivers. Similarly, the laying of road beds and their surface water runoff should not result in 

significant change to ground water levels. 

 

Plans must adhere to longitudinal and transverse profiles for roads. It is also necessary to evaluate designs 

based on speed indicators, traffic safety, and traffic capacity, including during unfavorable weather conditions at 

certain times of the year. 

 

When designing roads, it is necessary to develop schemes for the placement of road signs and the methods for 

their installation, along with road marking schemes that specify methods for the horizontal marking for roads with 

concrete/asphalt and lightweight road surfacing. The marking of roads should take place at the same time as the 

installation of road signs (especially in areas that have long periods of snow cover). When developing plans for the 

location of technical means used for traffic organization, it is necessary to follow GOST 23457-86 from the Russian 

National Standards. 

 

The use of illuminated road surfaces is recommended for highlighting pedestrian crossings (such as zebra 

crossings), bus stops, speed-change lanes, additional lanes on inclines, lanes where cars can stop, roads in tunnels and 

under overpasses, railway crossings, small bridges, and other areas where there is poor visibility of obstacles against 

the background of road surfaces. 

 

Fixed electric lighting should be installed on roads in populated areas. If there is an opportunity to use existing 

electrical distribution networks, lighting should also be provided on large bridges; bus stops; intersections where first- 

and second-category roads meet, and where they meet with railways; all connecting branches of intersections, and on 

approaches to them, at distances of not less than 250 metres; and on turnarounds and approach roads to industrial 

enterprises or their grounds, when there is an appropriate technical and economic justification.21 

 

2. Classification of motor roads22  

Motor roads are subdivided into the following categories: 

• motor roads of federal importance; 

• motor roads of regional and intermunicipal importance; 

• motor roads of local importance; 

• private motor roads. 

Depending on their permitted use, motor roads are further divided into roads for general use or roads not for 

                                                 
21 Building regulations (SNiP) 2.05.02-85 “Motor roads”. 
22 Article 5. Federal Law No. 257-FZ of 8 November 2007, “On motor roads and on road activities in the Russian Federation, as well as on 

amending certain legislative acts of the Russian Federation”. 
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general use. Roads in general use include those intended for the vehicles of the general public. 

 

Motor roads not in general use include those which are owned, are in the possession of, or are used by, 

executive state power bodies and local administrations (the executive-administrative bodies of municipal entities), or 

used exclusively by natural persons or legal entities for the purpose of meeting their own needs, or meeting state or 

municipal needs. Lists of roads not in general use and which are of federal, regional or intermunicipal importance, 

shall be endorsed accordingly by authorized federal executive bodies, or the supreme executive state power body of 

a constituent entity of the Russian Federation. A list of roads of regional or intermunicipal importance – which are not 

in general use – may not include roads of federal importance, and their respective sections, which are not in general 

use. Lists of roads of local importance which are not in general use may be endorsed by a local self-governing body, 

while lists of motor roads of federal importance and in general use are endorsed by the Government of the Russian 

Federation. 

 

Criteria for classifying motor roads in general use as motor roads of regional or intermunicipal importance in 

general use, and a list of motor roads of regional or intermunicipal importance in general use, shall be endorsed by the 

supreme executive state power body of a constituent entity of the Russian Federation. A list of motor roads of regional 

or intermunicipal importance in general use may not include motor roads of federal importance in general use or 

sections thereof. 

 

The motor roads of local importance in general use of a settlement shall be deemed motor roads in general use 

within the limits of the inhabited localities of the settlement, except for motor roads of federal, regional or 

intermunicipal importance in general use and private motor roads. A list of motor roads of local importance in general 

use of a municipal settlement may be endorsed by the local self-governing body of the settlement. A list of the motor 

roads of local importance in general use of a rural settlement may be endorsed by the local self-governing body of a 

metropolitan region, if, according to the law of the constituent territory of the Russian Federation, a matter of 

performance of road activities regarding motor roads of local importance does not pertain to powers assigned to the 

rural settlement. 

 

Motor roads of local importance in general use of a metropolitan region shall be deemed motor roads in general 

use linking inhabited localities within the boundaries of the metropolitan region, except for motor roads of federal, 

regional or intermunicipal importance in general use; motor roads of local importance in general use of settlements; 

and private motor roads. A list of motor roads of local importance in general use of a metropolitan region may be 

endorsed by the local self-governing body of the metropolitan region. 

 

Motor roads of local importance in general use of an urban district shall be deemed motor roads in general use 

within the boundaries of the urban district, except for motor roads of federal, regional or intermunicipal importance in 

general use and private motor roads. A list of motor roads of local importance in general use of an urban district may 

be endorsed by the local self-governing body of the urban district. 

 

Private motor roads in general use shall be deemed motor roads under the ownership of natural persons or legal 

entities which are not equipped with devices restricting the movement of transport vehicles of the general public. 

Other private motor roads shall pertain to private motor roads which are not in general use. Motor roads in general use 

– depending on the conditions of traffic on them and access of transport vehicles to them – shall be subdivided into 

highways, express motor roads and ordinary motor roads. 

 

Highways shall be deemed motor roads which are not intended for servicing adjacent territories, and those: 

• which have along their entire length several roadways and a central dividing strip which is not intended for 

road traffic; 

• which do not cross on the same level other motor roads, railways, street railways, bicycle lanes or footpaths; 

• which are only accessible through crossings at different levels with other motor roads which are separated by 

at least 5 km; 

• on whose roadway or roadways, the stopping or parking of transport vehicles is prohibited; 

• which have special resting places and parking lots for transport vehicles. 
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Motor roads belonging to highways must be specially marked as highways. Express motor roads shall be 

deemed motor roads which are only accessible through road interchanges or signaled crossings, on whose roadway or 

roadways the stopping and parking of transport vehicles is prohibited, and which have special resting places and 

parking lots for transport vehicles. 

 

Ordinary motor roads shall be deemed motor roads which are not cited in Parts 14-16 of Article 5 of Federal 

Law No. 257-FZ. Ordinary motor roads can have one or several roadways. 

 

Motor roads shall be classified, and they shall be referred to as motor roads of a certain category (first, second, 

third, fourth or fifth category) depending on road service quality and the consumer properties of motor roads in the 

procedure established by the Government of the Russian Federation.23 

 

3. Technical standards for railway engineering24 

 

Railways are designed, built and operated as complex, maintained natural and technical systems. Their 

functioning and reliability is ensured by road facilities built simultaneously with the railway. 

 

Compulsory railway infrastructure includes stations and junctions; devices and structures for tracks; passenger 

and freight locomotives and rolling stock; structures and networks for water supply, sewage, heating supply, and 

power supply for traction and non-traction consumers; structures and devices for electrification, and Signaling, 

Centralization and Blocking (SCB); communication devices and the automated control of railway transport; servicing 

and technical, residential and public buildings at field and junction operation stations; and special structures and 

devices for the assurance of fire safety requirements and road operations in emergency situations.  

 

The devices and structures of railway facilities should meet industry standards for technological design, while 

the construction phase of railway facilities and their technical equipment should meet the requirements of relevant 

norms, regulations and state standards. 

 

New railway lines and approach railroads, as well as additional main tracks and strengthened (reconstructed) 

existing lines, are divided into the categories specified in Table 59. The category into which a railway line fits depends 

on its purpose in the general railway network, its nature and the density of its traffic.25 

 

Table 59 SNiP 32-01-95, 1,520 mm Gauge Railways 
 

Category of railway Purpose of railways Estimated annual reduced traffic 

density (Traffic Density Net) in the 

10th year of operation, million 

tkm/km (inclusive) 

High-speed 
Main railway lines for movement of passenger trains 

with speed greater than 160 - 200 km/h 

 

Ultra-heavy traffic Main railway lines for large volumes of freight traffic More than 50 

1 Main railway lines More than 30 - 50  

2 Main railway lines  More than 15 - 30 

3 Main railway lines More than 15 - 30 

4 Main railway lines Up to 8 

    – Intrastation connection and approach roads Traffic density not applicable 
Source: Ministry of Transport of the Russian Federation. 

 

                                                 
23 Article 5. Federal Law No. 257-FZ of 8 November 2007, “On motor roads and on road activities in the Russian Federation, as well as on 

amending certain legislative acts of the Russian Federation”. 
24 Building regulations (SNiP) 32-01-95, “1,520 mm gauge railways”. 
25 Building regulations (SNiP) 32-01-95, “1,520 mm gauge railways”. 

http://sniprf.ru/razdel-3/32-01-95#tab3_1
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B. Existing transport and logistics corridors  

 

1. Cargo transport on Primorye-1 International Transport Corridor 

 

The Primorye-1 International Transport Corridor is designed to facilitate the transport of container cargo. It 

runs from China through the Suifenhe-Grodekovo rail border crossing and the ports of Primorye Territory to the 

countries of the Asia-Pacific region and the southern provinces of China. The Corridor travels from Harbin to 

Mudanjiang to Suifenhe/Pogranichny or Suifenhe/Grodekovo, to Dunin/Poltavka, then Ussuriysk and on to the ports 

of Vladivostok/ Vostochny/Nakhodka before moving onwards via marine routes.26 

 

The main features of Primorye-1 International Transport Corridor are: 

• multiway automobile checkpoint in Pogranichny; 

• two-way car checkpoint in Poltavka; 

• Grodekovo railway station; 

• railway checkpoint in Pogranichny;  

• railway border-crossing points between Grodekovo and Vladivostok, and Nakhodka and Vostochny; 

• roads from the Russian-Chinese border to the seaports of Vladivostok, Nakhodka and Vostochny; 

• container terminals and sea checkpoints at the seaports of Vladivostok, Vostochny, and Nakhodka.27 

 

2. Description of transport facilities located along the prospective routes of ‘Primorye-1’ 

 

Pogranichny multiway automobile checkpoint  

Situated on the main route of International Transport Corridor Primorye-1 between the village of Pogranichny, 

Primorsky Territory in the Russian Federation, and Suifenhe city in Heilongjiang Province, China. Location: 

Primorsky Territory, 7 km down the A-184 highway. 

 

Equipment and technical characteristics 

 

Six equipped automobile lanes at the checkpoint: four lanes for trucks, two for buses. 

 

Poltavka two-way car checkpoint  

The two-way car checkpoint at Poltavka is an ancillary point which compensates for the insufficient number 

of passenger lanes at Pogranichny multiway automobile checkpoint. Location: Oktyabrsky district of Primorsky 

Territory, 6 km down the Poltavka-Zastava highway. 

 

Equipment and technical characteristics 

 

The automobile checkpoint has seven lanes for vehicle traffic: four lanes for entry into the Russian Federation 

(one for passengers, and three for freight), and three lanes out of the Russian Federation (one for passengers and two 

for freight). 

 

Costs for cargo owners 

 

Crossing the Russian-Chinese border through this two-way car checkpoint is subject to a payment of 3,000 

rubles per truck. 

 

                                                 
26 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
27 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
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Grodekovo railway station and railway checkpoint Pogranichny (Grodekovo) 

Grodekovo railway station is part of the Far-Eastern Railway and is located along the Primorye-1 Corridor in 

the district of Pogranichny, in Primorsky Territory. 

 

Costs for cargo owners 

 

No fee is charged for crossing the Russian-Chinese border. 

 

 State border railway line Grodekovo-Nakhodka  

This section of the corridor runs from Grodekovo railway station up to Ussuriysk station, and then onwards to 

Nakhodka station. 

 

Costs for cargo owners 

 

The transportation of goods along this section of the corridor is carried out in accordance with international 

transit tariffs. Transit shipments of goods in containers from China via Russian railways to third countries through the 

Pogranichny railway checkpoint, and then through the Far Eastern ports of the Russian Federation, were subject to the 

following tariffs in 2016: 

• 50 per cent of the official tariff for the transportation of goods (except dangerous ones) in private universal 

large-tonnage containers, as part of container trains (not less than 57 cars in length but no more than 71 

conditional cars) on private (not belonging to the carrier), specialized platforms intended for the 

transportation of large-capacity containers;  

• 70 per cent of the official tariff for the transportation of goods (except dangerous ones) in private universal 

large-tonnage containers on private (not belonging to the carrier) specialized platforms intended for the 

transportation of large-capacity containers.28  

 

Roads from Russian-Chinese border points to Russian seaports 

 

The following roads run from the Russian-Chinese border to the seaports of Vladivostok, Nakhodka and 

Vostochny: Ussuriysk-Pogranichny state border (total length 112.34 km); the Ussuriysk northern bypass 

(Mikhaylovka village-Ussuriysk-Pogranichny highway state border, preliminary length 22.5 km); the Razdolnoye 

village bypass (total length 15.92 km); the Khabarovsk-Vladivostok highway (80 km); Artem-Nakhodka-Vostochny 

Port (section length 20.5 km); Vladivostok-Nakhodka-Vostochny Port (total length 143.15 km); entrance to Pokrovka 

village-Ussuriysk-Pogranichny state border (total length 13.32 km); Pokrovka-Novogeorgievka (total length 22.63 

km); and Galenki-Novogeorgievka-Poltavka-Zastava (section length 15 km).  

 

Costs for cargo owners 

 

At present, it is free of charge to travel by road from the Russian-Chinese border to the seaports of Vladivostok, 

Nakhodka and Vostochny.29 

 

 

 Container terminals and sea checkpoints  

Vladivostok Port 

 

The port is located on the north-west coast of the Sea of Japan, on the banks of the Golden Horn and the 

Diomede, Ulysses, Amur, Ussuri and Andreeva bays. The total throughput capacity of its cargo terminals amounted to 

21.27 million tons in 2016. This included 3.233 million tons of liquid cargo and 18.037 million tons of dry cargo. 

                                                 
28 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
29 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
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Some 7.272 million tons of this throughput was in containers (727.2 thousand TEU per year). Bulk capacities were 

loaded at 32.5 per cent of total port capacity, and container capacities at 64.9 per cent. There were 1.97 million tons 

of free bulk capacity, and 2.55 million tons of free container capacity. 

 

Vostochny Port 

 

Located in Primorsky Territory, Wrangel Bay in the Sea of Japan, the total throughput capacity of this port’s 

cargo terminals was 63.39 million tons in 2016. This included 31.3 million tons of liquid cargo, and 32.091 million 

tons of dry cargo. Some 5.79 million tons (579 thousand TEU per year) of this was containerized. Container capacities 

were loaded at 67.82 per cent of total port capacity. There were 1.86 million tons of free container capacity. 

 

Nakhodka Port 

 

Nakhodka Port is in Primorsky Territory, Sea of Japan, on the southern tip of the Far East of the Russian 

Federation. Its cargo terminals operated at a total throughput capacity of 29.025 million tons in 2016. Of this total 

throughput, 7.86 million tons of the cargo passing through the port were liquids, and 21.165 million tons were dry 

cargo. Containers carried 0.255 million tons of its throughput (25,500 TEU per year). There were 5.096 million tons 

of free container capacity. Tariffs for cargo owners at Nakhodka Port are charged according to the approved rates of 

the port. The transfer rate for a 1 TEU container is USD 250, plus 3,000 rubles (registration of transit).30 

 

As part of the May 2010 implementation phase of the Primorye-1 International Transport Corridor project, the 

first instance of transit took place. Two container trains moved along the corridor from the north-eastern provinces of 

China through the Suifenhe-Grodekovo border crossing and then from Vladivostok Port to the port of Shanghai in the 

south of China.  

 

To develop the transit potential of the corridor, the further experimental transportation of container trains took 

place in 2013-2014. They passed through the rail crossing point at Vostochny Port before moving on to the countries 

of the Asia-Pacific region. The Primorye-1 International Transport Corridor is now operational, with the 

transportation of containerized cargo taking place on a regular basis. 

 

To further increase the level of cargo transported along the corridor, a discount system has been developed for 

container cargo that transits through the Suifenhe-Grodekovo rail-crossing point. Work is currently taking place to 

increase the traffic and processing capacity of Grodekovo station, a project that will significantly raise the annual 

cargo handling capacity of the terminal.31   

 

 

3. Development of the Primorye-2 International Transport Corridor  

 

The Primorye-2 International Transport Corridor is designed to enable the transportation of cargo from China 

to the countries of the Asia-Pacific region, via the Hunchun-Makhalino rail border-crossing point and the ports of 

Zarubino and Posyet.  

 

The Primorye-2 corridor runs from Changchun to Jilin, to Hunchun/Kraskino or Hunchun/Makhalino (Reed 

border station), to the port of Zarubino, and then on to marine routes.32  

 

The main features of the Primorye-2 International Transport Corridor are: 

• multi-way automobile checkpoint in Kraskino; 

                                                 
30 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
31 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
32 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
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• Zarubino Port; 

• railway checkpoint in Makhalino; 

• railway line from the Russian-Chinese border to Zarubino Port; 

• roads from the Russian-Chinese border to Zarubino Port. 

There is an operational universal terminal for the transhipment of containers, fish products and general cargo in 

Zarubino, as well as other specialized grain and container terminals planned for construction.33 

 

4. Description of transport facilities located along the prospective routes of Primorye-2 International 

Transport Corridor34 

 

Kraskino multiway automobile checkpoint 

Located on the Primorye-2 Corridor between the village of Kraskino in the Primorsky Territory of the Russian 

Federation and the city of Hunchun in Jilin Province of China, Kraskino multiway automobile checkpoint is the only 

functioning border-crossing point with Jilin Province. 

 

Equipment and technical characteristics 

 

There are four lanes for vehicle traffic at the multiway automobile checkpoint, one each way for freight 

entering or leaving the Russian Federation, and one each way for passenger vehicles. 

 

Costs for cargo owners 

 

Crossing the Russian-Chinese border through this checkpoint is not subject to charges.  

 

Makhalino (Kamyshovaya) border railway station and checkpoint 

Makhalino railway station features on the Primorye-2 Corridor and is part of the Far Eastern Railway network 

of the Russian Federation. The nearest station on the Chinese side is Hunchun. 

 

Costs for cargo owners 

 

Crossing the Russian-Chinese border through this checkpoint is not subject to charges. The transportation of 

goods is carried out in accordance with international transit tariffs.35 

 

Roads from the Russian-Chinese border to Zarubino Port 

The motorways leading from the Russian-Chinese border to Zarubino Port along the Primorye-2 Corridor 

include the following public roads of regional significance: Razdolnoye-Khasan-Zarubino (total length 10.91 km), 

Razdolnoye-Khasan (on the section 140 km to 170 km down the corridor), the Kraskino village bypass (12.82 km in 

length), and the road running from Kraskino to the state border (25.66 km in length). 

 

Zarubino Port 

 

Located in the Khasansky district of Primorsky Territory by Trinity Bay, the terminals at Zarubino Port had a 

throughput capacity of 1.2 million tons in 2016. The port had a free capacity of 1.146 million tons, and its capacities 

are loaded at 4.5 per cent. 

 

Costs for cargo owners 

                                                 
33 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
34 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
35 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation (27 December 2016). 
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Cargo transportation costs are dictated by the port’s approved tariffs, and the rate for transferring a 1 TEU 

container is USD 116, plus and an extra 3,000 rubles for the registration of transit.  

 

Located inside LLC Sea Port in Trinity Bay, Zarubino maritime checkpoint provides the customs clearance for 

all cargo traffic that passes through the seaport.36 

 

The prospects for future cargo flows along the Primorye-2 Corridor are associated with the resumption of 

regular cargo transportation through the Makhalino (Russian Federation)-Hunchun (China) railway border crossing. 

The crossing operated from 2000 until its closure in 2004. It recently reopened in December 2013 for bilateral cargo 

and passenger traffic, and has a rated passage capacity of 3 million tons of cargo per year. A limited variety of cargoes 

– such as coal, ore and lumber – are currently being transported through the crossing point, which impedes the 

development of the Primorye-2 Corridor’s transport potential.  

 

The volume of Russian export cargo transported through the Makhalino-Hunchun border crossing in 2016 

increased by 67 per cent on the previous year, to stand at 2 million tons. Some 90 per cent of the total cargo volume 

transported through this border crossing in 2016 was coal, 5 per cent ore and 5 per cent timber. 

 

To accommodate the increasing volume and types of cargo transported across borders, facilities at crossing 

points will have to be upgraded to meet the material and technical standards for buildings, premises and facilities used 

to realize border and customs control, sanitary and phytosanitary control, and quarantine and veterinary measures. The 

projected volume for cargo transportation passing through the Makhalino-Hunchun border crossing point in 2020 is 

14.4 million tons.37 

 

The development of the Primorye-1 and Primorye-2 international transport corridors will help to diversify 

cargo delivery routes between China and the Russian Federation. It will also bring participants in the transport and 

logistics market of Primorye Territory and the Far East of the Russian Federation closer together, promoting the use 

of multimodal cargo transportation as well as intensifying trade and economic ties between the Russian Federation, 

China and the countries of the Asia-Pacific region.   

 

 

5. International logistics corridor: Republic of Korea-China-Russian Federation  

 

Cosignors are now being offered new routes for cargo delivery through the opportunities provided by the ports 

of the Far East of the Russian Federation and north-east China. The corridor runs from Busan in Republic of Korea, 

through Dalian in China to the towns of Zabaikalsk and then Vorsino in the Russian Federation. The large Chinese 

seaport of Yingkou is enabling the transportation of foreign trade cargoes through the Zabaikalsk-Manchuria railway 

crossing point. An agreement with Dalian Port has also been reached to realize a Republic of Korea-China-Russian 

Federation international logistics corridor.  

 

Since 2006, TransContainer PJSC has been transporting the cargo of Samsung Electronics from the ports of 

China and Republic of Korea through Vostochny Port in Moscow. Monthly traffic volumes are approximately 

600-650 TEU.38 

 

At the request of Samsung Electronics, a range of activities have been undertaken since October 2015 to 

implement cargo transportation on the Busan-Dalian-Zabaikalsk-Vorsino route, with the prospect of extending the 

corridor to Europe. 

 

The new route would reduce delivery times through the faster loading of container trains in Dalian Port, where 

                                                 
36 The concept of development of international transport corridors Primorye-1 and Primorye-2, approved by the Government of the Russian 

Federation 27 December 2016. 
37 Electronic library of JSC “Russian Railways”. 
38 Electronic library PJSC TransContainer. 
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the main cargo from the Chinese factories of Samsung Electronics accumulates. From Dalian, the trains travel to 

Vorsino over the Manzhouli-Zabaikalsk railway crossing point.  

 

Possible traffic volumes, according to Samsung Electronics, could be up to 17 thousand containers per year, 

with 15 thousand for the company’s factories in Eastern Europe and 2 thousand containers for the company’s factories 

in the Russian Federation.  

 

Most of the company's cargo travelling to the Russian Federation is still shipped by sea. Samsung Electronics 

puts the cost of transportation for a 40-foot container at USD 2,400, with a delivery time of 40-45 days. 

 

The company plans to build a distribution centre in the Freight Village logistics complex in Vorsino, where the 

Russian plant of Samsung Electronics (Kaluga Region) is located. The plant produces televisions and household 

appliances that are supplied to Russian consumers and also exported to Belarus, the republics of Central Asia and the 

South Caucasus, Kazakhstan and Mongolia. Samsung Electronics plans to move the production of refrigerators from 

Poland to Vorsino, which will provide opportunities for increasing cargo flow to the countries of the European 

Union.39 

C. Challenges  

 

To increase the throughput and processing capacity of the Pogranichny (Grodekovo) railway checkpoint, it is 

necessary to rebuild Grodekovo station transhipment complex. The upgrading of the container site will need to be at 

the expense of the investor, as will improvements to the infrastructure of Sosnovaya Pad and Grodekovo stations. 

 

The most capital-intensive of the projects that are needed along the Primorye-1 International Transport 

Corridor include the development of railway infrastructure on the Smolyaninovo-Nakhodka route, and improvements 

to the Nakhodka-Vostochnaya and Ussuriysk railway stations. 

 

Construction at a new border-crossing point in Pogranichny also needs to be completed. To ensure the stable 

operation of the Pogranichny checkpoint in conditions of increasing cargo flow, it will be necessary to connect the 

checkpoints to the national electric grid of the Russian Federation.40 There are also plans to complete a new 

border-crossing point at Kraskino. 

 

Other improvements include increasing the capacities of highways, and bringing the technical and operational 

standards of motor roads in line with regulations. To help improve the management of the Primorye-2 International 

Transport Corridor’s development, and to ensure that informed decisions are made on the options available for the 

development of transport and energy infrastructure, a comprehensive feasibility study on the construction of the 

Hunchun-Makhalino-Zarubino railway line needs to be carried out, along with an assessment of possible 

implementation options. The development of the feasibility study should be carried out at the expense of the investor. 

 

At present, a limited variety of cargoes (coal, ore and lumber) are being transported through the 

Makhalino-Hunchun railway crossing point, which is impeding the transit potential of the Primorye-2 Corridor. The 

expansion of this range of cargoes is a top-priority task, and its resolution will attract high-margin cargoes to the 

Russian railway network, as well as significantly increase cargo traffic along the corridor.41   

                                                 
39 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
40 “Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020”, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
41 “Analysis of the current international rail traffic and assessment of the prospects for the development of international rail traffic including 

assessment of the current condition of the transport and logistics infrastructure as well as recommendations for international transport corridors 

development for the period up to 2020”, 2014 (within the 2014 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 57 to Minutes No. 59 of 19-20 November 2013). 
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The main problems facing the ports of the Far East of the Russian Federation are aging assets; deteriorating 

docking facilities, port handling equipment, transport fleets and auxiliary fleets; and unresolved property relations at 

wharf facilities.42 These need to be overcome to ensure the future health of the transit system. 

 

D. Integrated transport corridors connecting the Korean Peninsula to mainland Northeast 

Asia through the Russian Federation 

 

1. Transport corridor: Rajin Port-Khasan-Trans Siberian Railway-Europe 

Project to rebuild Khasan-Rajin railway line and to construct cargo terminal at Rajin Port 

 

This project aims to facilitate rail transportation along the route that runs from Rajin seaport in Democratic 

People’s Republic of Korea to Khasan station in the Russian Federation. The implementation of the project would 

form the first stage in the reconstruction of a Trans-Korean Railway, which will allow the future transit of cargo traffic 

from Republic of Korea to the Russian Federation, and to the CIS countries and Europe via the Trans-Siberian 

Railway. The route of the line can be seen in Figure 2121. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

                                                 
42 The Federal Marine and River Transport Agency. 
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Figure 21 Khasan-Rajin Railway and onwards connectivity 

 

 
Source: Ministry of Transport of the Russian Federation.  

 

 

The main advantage to consignors of using the new route will be an increase in the speed of cargo delivery from 

the countries of the Asia-Pacific region to Europe, the Russian Federation and the CIS countries (delivery time will be 

roughly half that of the sea route, down from 30-40 days to 13-18 days).43 

 

The project came about through an agreement reached in the year 2000 by President of the Russian Federation 

Vladimir Putin and the former leader of the Democratic People’s Republic of Korea, Kim Jong-il, within the 

framework of cooperation between the two countries and as part of the larger project to reconstruct the Trans-Korean 

Railway.  

 

                                                 
43 Electronic library the Ministry of Transport of the Russian Federation. 
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On 24 April 2008, former Russian Railways JSC President Vladimir Yakunin and former North Korean 

Minister of Railways Kim Yong-sam signed a cooperation agreement assuming the modernization of the 

Tumangang-Rajin railway section in Democratic People’s Republic of Korea, with the further creation of a container 

terminal in Rajin Port.  

 

The joint Russian Federation-Democratic People’s Republic of Korea venture, RasonConTrans, was 

established to build and operate this infrastructure. In August 2008, RasonConTrans concluded a lease agreement with 

the Democratic People’s Republic of Korea state-owned Tonhe company for the railway on the Rajin-Tumangang 

section. The Ministry of Railways of the Democratic People’s Republic of Korea transferred all rights to this railway 

section to RasonConTrans.44 

 

A joint Sino-Korean enterprise has now been set up in the Rason Special Economic Zone to transport what is 

currently insignificant volumes of Chinese cargo by road through Rajin Port.45 

 

One of the options for transporting the export-import cargo of China’s north-eastern provinces by rail is to use 

the Tumen-Tumangang (Honyyri)-Rajin route. Moving cargo through the border crossings of Grodekovo-Suifenhe 

and Kamyshovaya (Makhalino)-Hunchun to the Russian ports in Primorye Territory is another possibility. 

 

As part of the project, the reconstruction of the Tumangang-Rajin section saw the laying of dual-gauge tracks 

(both 1,520 mm and 1,435 mm), making the transportation of Chinese cargo through Rajin Port possible without 

additional transshipment. 

 

On 11 October 2011, a ceremony was held in Democratic People’s Republic of Korea, during which a 

demonstration train passed through the Khasan-Rajin section. Consisting of 17 platform containers and 31 empty 

containers, the train travelled the entire 54 km of track from Rajin to Tumangang, and on to Khasan.46  

 

During talks held in the framework of negotiations with the Ministry of Railways of the Democratic People’s 

Republic of Korea and local authorities on 13 November 2013, the Korean side was asked to reorient the terminal in 

Rajin Port towards coal transshipment, to increase the commercial attractiveness of the project. The Korean side 

preliminarily agreed to solve the issue of organizing coal transportation in a trilateral format with China, which is also 

showing interest in the transshipment of coal through Rajin Port. 

 

Initially, the plan is to organize the export of coal from Russia through Rajin Port to the countries of the 

Asia-Pacific region. At the same time, the possibility of using the infrastructure already in place for the transshipment 

of containerized cargoes from Republic of Korea, and other Asia-Pacific region countries that have access to the 

Russian railway network, will be explored. 

 

Willingness to participate in the implementation of the project was confirmed by Republic of Korea. On 13 

November 2013, within the framework of the official visit of Russian Federation President Vladimir Putin to the 

Republic of Korea, an Agreement of Understanding was signed by Russian Railways JSC, Trade House JSC and the 

Posco, Hyundai Merchant Marine and Korail companies of Republic of Korea. The document outlines the 

mechanisms available for the entry of the companies from Republic of Korea into the project, and for their 

participation in the further implementation of the Trans-Korean Railway reconstruction project.47 

                                                 
44 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
45 A collection of articles and information materials “Directions of strategic development of railway transport of the OSJD member countries”, 

Warsaw 2016. 
46 A collection of articles and information materials “Directions of strategic development of railway transport of the OSJD member countries”, 

Warsaw 2016. 
47 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 
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2. Features of the Khasan-Tumangang border crossing 

 

Khasan station is a cargo interstate transfer station serviced by the Far Eastern Railway. It is located on the 

border with Democratic People’s Republic of Korea and connected with Tumangang border station by a single track, 

dual gauge (1,520 mm and 1,435 mm) line equipped with a two-way semi-automatic blockage for the passage in both 

directions of cargo and passenger trains using autonomous traction. The station’s trackage consists of 1,520 mm gauge 

yards for receiving and departure, sorting and inspection, and 1,435 mm gauge yards for receiving and departure, 

sorting, inspection and loading.48  

 

To ensure prospective volumes of cargo transportation at the cargo terminal in Rajin Port (Democratic People’s 

Republic of Korea), it is necessary to restore what are now parks and paths to their previous state as tracks. It will also 

be necessary to build more receiving-and-departure tracks to host up to 71 conventional cars, and to build an 

automated system for the commercial inspection of trains and wagons. 

 

The Trans-Siberian Railway is the connecting link between the ports of the Far East of the Russian Federation 

and European countries. It has a powerful, two-way main line that is electrified along its entire length and equipped 

with modern types of automation, communications and information technology. Its technical capabilities allow for the 

transportation of up to 100 million tons of cargo per year. Further development and reconstruction of the railway 

would allow for even higher container turnover between Asia and Europe.49  

 

Work on the development of the Trans-Siberian Railway is ongoing. In recent years, the quality of transport 

services and the safety of transported goods have been significantly improved. Procedures for the customs clearance 

of cargoes have been simplified, and many other measures have been implemented to streamline border-crossing 

procedures. A simplified declaration procedure for goods transported in containers has been introduced, which made 

it possible to reduce the demurrage time of containers on the border from 3-5 days to several hours. The applied 

information technologies make it possible to exercise full, real-time control over the passage of carriages and 

containers.  

 

Accelerated container trains allow cargo to be delivered across the Russian Federation from the Pacific Ocean 

to the western borders in 11 days, at a speed of more than 1,000 kilometres per day. This technology allows not only 

a significant reduction in the delivery times of goods, but also the ability to deliver goods in fixed lots on a regular 

basis and strictly according to the schedule.   

 

In Eurasian trade, the volume of containerized cargoes moving from the sea route to the transport connections 

of the Russian Federation, in particular through the West-East corridor, can be estimated today at the annual rate of 

250-450 thousand TEU. 

 

The most promising avenues for attracting transport through the West-East corridor are the cargo volumes 

traded with Republic of Korea, Japan, as well as the northern and north-eastern regions of China.  

 

Cooperation with Kazakhstan is fruitful for attracting trade volumes between the western regions of China and 

European countries, using the branch of the east-west corridor that runs Kartaly-Astana-Dostyk. 

 

The natural extension of the Trans-Siberian Railway forms part of International Transport Corridor Primoriye-2, 

which links the Russian Federation to the countries of Europe. The development of transit operations through the 

                                                                                                                                                                                           
Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
48 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
49 “Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020”, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
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east-west corridor largely depends on the implementation of the project to restore the Trans-Korean Railway, and give 

it access to the Trans-Siberian Railway. This project will help to provide a direct rail service between European 

countries and the Republic of Korea, and will significantly increase the attractiveness of rail transportation for 

container cargo of the Republic of Korea by eliminating the Busan-Vladivostok “sea leg”.50 

 

3. Possibilities for cargo transportation along the Hunchun-Kamyshovaya-Khasan-Rajin route 

 

A total of 2 million tons of cargo passed through the Makhalino (Kamyshovaya, Russian Federation)-Hunchun 

(China) railway border crossing in 2016. The further development of the infrastructure at this crossing point will allow 

for an increase in the volume of transported cargo, totaling up to 8 million tons per year in each direction. It will also 

allow for an expansion in the range of cargo flows, including in containerized cargoes transported internationally 

between the north-eastern provinces of China and the countries of the Asia-Pacific region, along with providing 

possible usage of Zarubino Port. 

 

The prospects of developing cargo links with Zarubino Port through the Kamyshovaya-Hunchun border 

crossing, are mainly related to plans drawn up by FESCO Transport Group and North-East Asia Railway Corporation 

JSC. The idea is to arrange the transportation of grain and containers along this route between the north-eastern 

provinces of China and its southern provinces, as well as to facilitate trading opportunities with other Asia-Pacific 

region countries by providing transit through the Russian Federation. 

 

At present, Russian Railways JSC’s railway infrastructure on the Kamyshovaya-Makhalino-Khasan section is 

1,520 mm gauge, and capacity is reserved for the company’s traffic.  

 

In view of the dynamic development of the north-eastern provinces of China, there is a growing need for the 

transportation of the region's cargo through Pacific ports. One of the options for transporting the export-import cargo 

of China’s north-eastern provinces by rail – along with the possibility of passing through the Grodekovo-Suifenhe and 

Kamyshovaya-Hunchun border crossings, on the same route as the Russian ports of the Primorye Territory – is the 

Hunchun-Kamyshovaya-Khasan-Tumangang-Rajin route. Now that dual gauge tracks (1,520 mm and 1,435 mm) 

have been laid during the reconstruction of the Tumangang-Rajin section, the transportation of Chinese cargo through 

Rajin Port is now possible without transshipment on the Russian-Korean border.51 

 

The development of railway infrastructure on the Russian section of the 

Hunchun-Kamyshovaya-Khasan-Tumangang-Rajin route includes three options: 

• improving the 1,520-mm gauge railway infrastructure through the construction of a handling terminal at 

Kamyshovaya station; 

• developing the 1,520-mm gauge railway infrastructure with the construction of transshipment facilities at 

Hunchun station (China); 

• constructing a 1,435-mm gauge line (combined with a 1,520-mm gauge line) from the Russian-Chinese 

(Kamyshovaya station) border to the Russian Federation-Democratic People’s Republic of Korea border 

(Khasan station).52 

 

Provided that cargo journeys take place on the existing 1,520 mm gauge railway network and that there is 

sufficient available traffic capacity on the route, it will be necessary to construct a transhipment complex (bogie 

                                                 
50 “Analysis of the current international rail traffic and assessment of the prospects for the development of international rail traffic including 

assessment of the current condition of the transport and logistics infrastructure as well as recommendations for international transport corridors 

development for the period up to 2020”, 2014 (within the 2014 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 57 to Minutes No. 59 of 19-20 November 2013). 
51 “Analysis of the current international rail traffic and assessment of the prospects for the development of international rail traffic including 

assessment of the current condition of the transport and logistics infrastructure as well as recommendations for international transport corridors 

development for the period up to 2020”, 2014 (within the 2014 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 57 to Minutes No. 59 of 19-20 November 2013). 
52 “Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020”, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 



 

87 

exchange point) at Kamyshovaya station, to ensure an increase in cargo traffic moving from China to Rajin Port. At 

the same time, to reduce capital expenditure during the development of railway and terminal infrastructure at 

Kamyshovaya station – upon the mutual agreement of the Russian and Chinese sides – the Chinese side could carry 

out the transhipment operations in full. 

 

 

 

 

VII. DEVELOPMENT PLANS 

 

In the opinion of world experts, the route through the Suez Canal – currently the main route for Eurasian cargo 

transportation – will reach its maximum traffic capacity in the near future. This fact objectively creates more 

opportunities for realizing the transit potential of transcontinental railway routes.53 

 

Due to its geographic location, the Russian Federation forms a natural land bridge for international transit 

transport between the economic centres of western Europe and the Asia Pacific region. At the same time, geographic 

advantages together with the transport infrastructure already in place (primarily the railway infrastructure, the main 

part of which is the Trans-Siberian Railway) and the observed intensification of integration processes, mean that each 

year more opportunities emerge for the effective operation of land routes throughout the country. Meanwhile, the 

existing transport infrastructure alone is already a draw for productive forces, and creates promising areas of economic 

growth. 

 

The idea of creating the Trans-Eurasian infrastructure belt is based on long-term investment in comprehensive 

infrastructure development, from which large scientific and production clusters will be formed in Siberia and the Far 

East of the Russian Federation.  

 

The multi-infrastructural development of territories, together with rich mineral deposits, will create favorable 

conditions for the implementation of global economic projects. Competitive advantages will be conditioned by the 

increasing overall productivity of new enterprises (in comparison with the existing centres of the world economy), and 

by the growth of business activity in the region. 

 

Located at the intersection of Eurasian trade, economic and migration routes, the international transport 

corridors that exist within the Russian railway network are considered the infrastructure starting point from which to 

implement the international transport corridor systems.54 

 

The goal-oriented activities carried out by the Russian Federation to form the International Transport Corridors 

– aimed both at developing infrastructure and a regulatory and legal framework for the unhampered transportation of 

goods and passengers – supply the positive prerequisites necessary for joint global economic projects. 

 

These infrastructure projects will provide solutions to the challenges of fostering balanced economic 

development on the Eurasian continent, the creation of a regional production base, and the implementation of transit 

potential. Some of the largest projects include:55 

• development of the infrastructure of the Baikal-Amur Mainline and the Trans-Siberian Railway; 

• implementation of the Khasan-Rajin railway line project, and the construction of a terminal in Rajin Port to 

create a rail link on the Rajin-Khasan-Trans-Siberian Railway-Europe route. 

 

The potential results of these projects go far beyond the solution of one business problem (in a broader sense, 

                                                 
53 The Federal Target Program for Development of the Russian Transport System (2010-2020) (approved by the Decree of the Government of the 

Russian Federation No. 848 dated 5 December 2010). 
54 Electronic Library of the Ministry of Transport of the Russian Federation. 
55 Federal Target Program for Development of the Russian Transport System (2010-2020) (approved by the Decree of the Government of the 

Russian Federation No. 848 dated 5 December 2010). 
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the development of the industry), as the development of related activities, including those related to the maintenance 

and operation of the facilities themselves, will be stimulated.  

 

In this regard, the effectiveness of the projects is not limited to the rate of profit or the economic efficiency of 

the investments: the positive effect, mostly lies in the social and political spheres (the main targets of State 

development). 

 

A. Short- and long-term transport development plans in the Far East of the Russian 

Federation  

 

The strategic objectives of increasing container turnover between Asia and Europe are to increase the share of 

container transportation and its integration into comprehensive transport and logistics solutions; to achieve the 

reorientation of part of the transit container traffic from the countries of the Asia-Pacific region away from the 

transoceanic routes towards alternative means of cargo delivery, including through the Trans-Siberian Railway; and to 

increase the role of the Trans-Siberian Railway in the volume of imported goods transported to the Russian Federation 

from foreign countries. 

 

Once the project to modernize the railway infrastructure of the Baikal-Amur Mainline and the Trans-Siberian 

Railway is implemented, with the development of carriage and traffic capacity it is estimated that the railway 

component of the projected cargo turnover of the ports of the Far East of the Russian Federation, in full in 2020, will 

amount to 124.9 million tons, with 35.8 million tons turnover at Vanino-Sovgavan junction, and 89.1 million tons at 

the ports of Primorye Territory.56 

 

Prospects for the development of the seaports of the Far East of the Russian Federation are primarily associated 

with the establishment of new terminals, and the development of existing terminals for the transshipment of coal for 

export. Below in Table 60 are the major projects for the development of the transshipment capacity of the Far East 

ports. 

 

Table 60 Major projects for development of terminal capacity at seaports of the Far East of the Russian 

Federation57 

 

Port Project description Capacity 

Eastern 

Construction of a north coal terminal.  

Investor: Primorneftegazprom CJSC 

Up to 20 million tons 

per year 

Development of a coal-handling terminal. Investor: 

Vostochny Port JSC 

Up to 39 million tons 

per year 

Development of coal transshipment capacities. Investor: 

East Ural Terminal LLC 

Up to 20 million tons 

per year 

Vanino 

Construction of a coal-handling terminal in Muchke Bay 

(Khabarovsk territory).  

Investor: Sakhatrans LLC 

Up to 24 million tons 

per year 

Development of the existing coal terminal.  

Investor: Daltransugol CJSC 

Up to 24 million tons 

per year 

Construction of a coal-handling terminal in the vicinity of 

Cape Burny (Khabarovsk territory). 

Investor: Far East Vanino Port LLC 

Up to 15 million tons 

per year 

                                                 
56 Electronic Library of the Ministry of Transport of the Russian Federation. 
57 Federal Marine and River Transport Agency. 
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Port Project description Capacity 

Construction of a specialized coal-handling terminal in 

Muchke Bay, Khabarovsk territory.  

Investor: Port Mechel - Vanino LLC. 

Up to 25 million tons 

per year 

Construction of an oil terminal.  

Investor: Remstal Company LLC 

Up to 10 million tons 

per year 

Construction of an alumina-handling terminal.  

Investor: Prichal LLC 

Up to 3 million tons 

per year 

Zarubino 

Construction of a specialized transshipment complex in 

Troitsa Bay (Primorye territory), including grain, container 

and bunker terminals.  

Investor: Summa Group of companies 

Up to 42 million tons 

per year 

New projects in the Far East 

for construction of coal 

terminals outside the 

boundaries of the existing 

ports 

Construction of a new specialized port on the Far East coast 

of Russia to facilitate access to port infrastructure for small 

and medium-sized coal mining enterprises in Sukhodol Bay.  

Investor: SDS Ugol HC JSC 

Up to 20 million tons 

per year 

Construction of a specialized coal-handling terminal of 

general use, in the vicinity of Otkryty Bay, Primorye 

territory.  

Investor: Port Vera LLC 

Up to 20 million tons 

per year 

Vladivostok 

Construction of a new specialized port on the Far East coast 

of Russia to facilitate access to port infrastructure for small 

and medium-sized coal mining enterprises.  

Initiators of the project: HK SDS-Ugol JSC 

Up to 20 million tons 

per year 

Nahodka 

Construction of a petrochemical complex with a marine 

terminal in the Gulf of Vostok. 

Initiator of the project: Vostochnaya neftehimicheskaya 

kompaniya JSC 

Up to 17.25 million 

tons per year 

Posyet 

Construction of a sea transshipment complex for bulk cargo 

and coal in the village of Slavyanka, Primorsky territory. 

Initiator of the project: International Maritime 

Transshipment Terminal JSC (JSC MMPT) 

Up to 8.0 million tons 

per year 

Vladivostok 

Construction of a port terminal to ensure the shipment of 

LNG produced at the local plant for export. 

Initiator of the project: LLC Gazprom LNG Vladivostok 

Up to 15 million tons 

per year 

Bay of Five Hunters 

(Primorsky Region, 

Shkotovsky District) 

Construction of a port complex for the reloading of 

containers, general cargo, frozen fish and seafood products. 

Initiator of the project: LLC Sea Port Valentina 

Up to 1.5 million tons 

per year 

Cape Burny (Khabarovsk 

Territory) 

Construction of a coal transshipment complex.  

Investor: Far East Vaninsky Port LLC 

Up to 15 million tons 

per year 

Vanina Bay (Khabarovsk 

Territory) 

Construction of a reloading terminal for the import of 

alumina by sea, transfer to silo warehouses for temporary 

storage, and loading into railroad cars with subsequent 

shipment to the consumer. 

Initiator of the project: LLC Prichal (“Rusal” group of 

companies) 

Up to 3 million tons 

per year 

Petropavlovsk-Kamchatsky 

Construction of a berth complex for the reception and 

processing of cargo ships (general cargo, large-capacity 

containers), short-term storage of goods. 

Status: On 2 June 2016 an agreement was signed on 

interaction between FSUE “Rosmorport” and LLC 

MTT-Kamchatka №107/DO-16 concerning the design 

period, and an assignment for the development of project 

Up to 680 thousand 

tons per year 
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Port Project description Capacity 

documentation was agreed.  

In accordance with the agreement, the customer of the 

design is FSUE “Rosmorport”. At the same time, 

MTT-Kamchatka LLC pays for the cost of designing the 

private property 

Beringovsky 

Construction of a specialized coal terminal in the lagoon of 

Arinay Peninsula Chukotka 

The goal of the project is the creation of a specialized coal 

terminal.  

Investor: Beringtransugol LLC 

Up to 10 million tons 

per year 

Korsakov 

Reconstruction of Korsakov Trade Sea Port 

Initiator of the project: Korsakov Trade Sea Port JSC 

Financing: 49.6 billion rubles (the composition of federal 

property objects and the sources of their financing are being 

decided) 

Up to 1.9 million tons 

per year 

Nevelsk 

Development of the infrastructure of Nevelsk trade port JSC 

for 2015-2018 

Objective of the project: Creation of a coal terminal  

Investor: Gornyak-2 LLC 

Cost of construction: 3.21 billion rubles, including federal 

property: 1.48 billion rubles 

Up to 3 million tons 

per year 

Shakhtersk  

Reconstruction of the seaport of Shakhtersk to increase the 

export of coal products through the sea terminals of the port 

to 12 million tons per year 

Initiator of the project: East Mining Company Limited 

Freight turnover at present: 2.8-3 million tons. 

Planned turnover: 12 million tons (+30,000 tons of diesel 

fuel) 

In two stages:  

- 6 million tons (reconstruction of coastal infrastructure 

facilities, extension of berth No. 4) 

- 12 million tons (construction of an overpass and fixed 

berths for handling vessels with a carrying capacity of up to 

7,000 tons; reconstruction of a warehouse and conveyor 

system) 

Up to 12 million tons 

per year 

Kholmsk 

Reconstruction of the entrance piers of the seaport of 

Kholmsk, Sakhalin Region  

The goal of the project is the restoration of the destroyed 

wave-protection structures, which ensure the normal 

operation of the port transshipment complexes and the 

Vanino-Kholmsk ferry crossing  

Investor: FSUE “Rosmorport” 

 

Source: Federal Marine and River Transport Agency.  

 

 

To further increase the volume of transportation and expand the range of foreign trade cargo moving through 

the Makhalino (Kamyshovaya)-Hunchun rail border crossing, Russian Railways JSC is taking measures to develop 

the terminal and storage infrastructure of Kamyshovaya station. The development of the border-crossing infrastructure 

is being carried out within the framework of the Modernization of the Railway Infrastructure of the Baikal-Amur 

Mainline and the Trans-Siberian Railway with the Development of Carriage and Traffic Capacity (Eastern polygon) 

programme. This modernization of infrastructure provides for an increase in cargo volume moving through this 
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border-crossing point of up to 8 million tons per year.58 

 

1. Development of terminal-warehouse infrastructure in the Russian railways network 

 

A recent development in intergovernmental cooperation in the design, construction and operation of transport 

infrastructure was the signing in 2013 of the Intergovernmental Agreement on Dry Ports, in Bangkok. Under the 

Intergovernmental Agreement on Dry Ports, development is carried out within the framework of national programmes, 

in accordance with the regulations of each individual participating country. In the Russian Federation, federal-target 

and branch programmes in the field of transport are the normative basis for the implementation of such projects. 

 

The Federal Target Program for Development of the Russian Transport System (20102020),59 which is 

currently being implemented, includes the subprogramme for Development of Transport Services Export.60 This 

subprogramme includes the following projects indicated in the intergovernmental Agreement:  

• Dmitrov interregional multimodal logistics centre (Moscow region);  

• Rostov Universal Port multimodal transport and logistics node (Rostov-on-Don); 

• Sviyaga interregional multimodal logistics centre (Republic of Tatarstan);  

• dry-cargo area in the seaport of Taman. 

 

The Agreement also includes Russian Railways JSC projects implemented within the framework of the 

Concept for the establishment of terminal and logistics centres (TLC) in the territory of the Russian Federation. These 

projects include: a TLC at Doskino station (Nizhny Novgorod); Kleshchikha TLC (Yekaterinburg); Bely Rast TLC 

(Moscow region); Baltic TLC (Shushary station, Leningrad region); and Primorye TLC (Ussuriysk, Primorye 

Territory).61 

 

The following projects are envisaged to take place before 2018: 

• construction of Bely Rast TLC; storage facilities in the territory of Kuntsevo-II TLC and along the 

Moscow-Tovarnaya-Paveletskaya station route; and a high-tonnage terminal at Losinoostrovskaya station; 

• construction of Doskino TLC, stages I-II; 

• construction of Baltic railway port (Shushary station);  

• construction of Kaliningrad TLC (Dzerzhinskaya-Novaya station);  

• construction of a warehouse complex in the territory of Novosibirsk-Glavny station; 

• completion of reconstruction of a cargo yard at Irkutsk-Passazhirsky station; 

• reconstruction of a transhipment point at Grodekovo station; construction of a container terminal at 

Grodekovo-II station; 

• reconstruction of a container terminal in the cargo yard of Artem-Primorsky-1 station; 

• reconstruction of a container terminal in the cargo yard of Nakhodka station.62 

 

 

                                                 
58 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
59 Approved by the Decree of the Government of the Russian Federation No. 848 dated 5 December 2010. 
60 Electronic library the Ministry of Transport of the Russian Federation. 
61 Federal Target Program for Development of the Russian Transport System (2010-2020) (approved by the Decree of the Government of the 

Russian Federation No. 848 dated 5 December 2010). 
62 Federal Target Program for Development of the Russian Transport System (2010-2020) (approved by the Decree of the Government of the 

Russian Federation No. 848 dated 5 December 2010). 
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B. Potential new logistics corridors and logistics centres  

 

1. ‘Railway Port’ at Ussuriysk Station  

One of the factors that contribute to the increased competitiveness of goods transportation schemes along 

transport corridors is the provision of terminal and logistics infrastructure. The strategy of equipping the 

Trans-Siberian Railway with terminal and logistics infrastructure is aimed at solving the primary transport tasks at 

hand, while also servicing future possible cooperation with Japanese partners. The main objectives are to:  

• increase the share of the Trans-Siberian Railway in the international transport services market, including in 

the transportation of Russian-Japanese trade cargo by attracting flows from routes that involve alternative 

modes of transport; 

• attract cargo flows moving between Europe and the Korean Peninsula and Japan to the Trans-Siberian 

corridors. 

 

When considering the geographic features of the Korean Peninsula and Japan, and the needs of these countries’ 

cargo owners to ensure the just-in-time delivery of goods, the solution is to use several, coordinated modes of transport 

in supply chains. 

 

Figure 22 Major Eurasian Transport Corridors  

 

 
Source: Ministry of Transport of the Russian Federation.  

 

As part of seeking to establish terminal and logistics centres in the Russian Federation, the creation of a 

“railway port” called “Primorsky” – at Ussuriysk railway station in the Far East – is envisaged. The railway port will 

be built at the junction between the Trans-Siberian Railway and the Russian ports of Primorsky Territory. This 

terminal and logistics infrastructure will form part of the TLC backbone network, and will be one of the first stages in 

its creation. The ports of Vladivostok; Vostochny; Nakhodka; Zarubino; Posiet; Rajin Port in Democratic People’s 

Republic of Korea; and the Grodekovo-Suifenhe, Kamyshovaya-Hunchun, and Khasan-Tumangan border crossings 
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all fall into the service zone of the railway port.63 

 

The Primorsky Railway Port is a key link in the Trans-Siberian Railway terminal and logistics support chain, 

and vital for attracting Russian-Korean, Russian-Japanese and Japanese-European trade cargoes to the Trans-Siberian 

Railway.  

 

The implementation of transport technologies using railway ports allows for:64 

• a rise in the processing capacity of seaports; 

• enhanced efficiency of the transportation process; 

• reduction in transport costs; 

• reduction in investment load in the formation of the port infrastructure, ensuring faster commissioning of 

facilities. 

 

The mutual integration of the technology and information technology of Primorsky railway port and regional 

TLCs into a single network, will allow for the simplification of organizing on-schedule freight trains between railway 

ports and regional TLCs. This will serve as a guarantee of the just-in-time delivery of goods, with a concurrent 

shortening of delivery times. 

 

 

VIII. PROPOSAL OF MID- AND LONG-TERM STRATEGIES FOR 

SEAMLESS CARGO TRANSPORTATION FROM THE KOREAN 

PENINSULA TO THE RUSSIAN FEDERATION  

 

A. Mid-term strategies  

One of the priorities of the transport policy of the Russian Federation is the creation of effective, safe and 

reliable international land transport corridors that ensure sustainable economic growth, the movement of goods and 

services, and the competitiveness of the country's transport system while satisfying societal needs for passenger 

transportation.65  

 

Effectiveness in the development of international transport corridors, including returns on investments, is 

ensured by the following principles: 

• balanced development of sections of international transport corridors, including compatibility of technical 

standards, and a lack of “bottlenecks” in capacities (taking into account the setup of local transportation 

operations); 

• implementation of an agreed tariff policy and a justified reduction of transportation costs; 

• concentration of resources in the most effective areas with the elimination, as far as possible, of destructive 

competition in the same cargo base between the individual international transport corridors; 

• priority use of existing transport infrastructure; 

• improvement of transport services by means of developing transport, logistics and information infrastructure 

along international transport corridors. 

 

                                                 
63 “Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020”, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
64 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
65 Transport strategy of the Russian Federation for the period until 2030, approved by Decree of the Government of the Russian Federation from 22 

November 2008 № 1734-R (as amended from 11 June 2014 № 1032-p). 
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To increase the competitiveness of Russian railways66 in the international transport corridor network, the 

following areas have been prioritized: 

• introduction of modern technologies for the organization of intermodal transportation, particularly 

container-block trains; 

• improvement in modes of goods and passenger transit transportation for international contracts; 

• introduction of a system and devices to improve the safety of all vehicles in the transport chain and the 

technology involved in the transportation process, to shorten delivery times and ensure the safety of goods; 

• increasing the carriage and traffic capacity of the main Russian railway lines, corresponding to major 

international transport routes; 

• elimination of bottlenecks in existing railway infrastructure and the introduction of an automated control 

system in the transportation process, thereby increasing the speed and quality of transportation; 

• improving customs checkpoint equipment; 

• bringing Russian laws and regulations in the field of transport in line with international laws and acts; 

• development and introduction of unified forms of shipping documentation in rail transportation, according to 

international standards;  

• computerization of transport movements through international corridors, including information support for 

consignors, the introduction of electronic document flows, and electronic signatures; 

• enhanced marketing activities and the development of an agent network; 

• creation of a network of information and logistics centres and the development of intermodal transport 

infrastructure; 

• improvement of tariff policy in the field of foreign trade by increasing its flexibility and forming “through 

tariff rates”; 

• development and introduction of modern high-performance rolling stock – particularly high-capacity fitting 

platforms – into the Russian railway network; 

• active cooperation with foreign railways and transport companies in the development of transportation along 

certain international transport corridors, including through the establishment of joint ventures; 

• participation in the work of the Organization for Cooperation between Railways (OSJD), the Inland 

Transport Committee of the United Nations Economic Commission for Europe (ECE), the United Nations 

Economic and Social Commission for Asia and the Pacific (ESCAP), the International Union of Railways 

(UIC), and the Council for Transport Policy under the Integration Committee of the Eurasian Economic 

Community (EURASEC). 

 

To make use of the potential of the international transport corridors passing through the territory of the Russian 

Federation, a logistics and provider network will be created that will deliver “end-to-end” service for the 

transportation of goods in the Eurasian transport market. This will facilitate:67 

• acceleration of goods movement between Europe, Russia, CIS countries and the Asia-Pacific region; 

• increased attractiveness of Eurasian transportation; 

• dynamic development of both intermodal transportation and the new geographical areas of the market; 

• job creation in the regions adjacent to the new routes, partly through the construction of new terminal 

facilities. 

 

The globalization of the world economy requires the development of highly advanced transport infrastructure. 

Competition in attracting transit cargoes is becoming an important factor in the international positioning of states, 

since transit, in its essence, is the export of transport services provided by national companies to the cargo owner and 

the carrier. 

 

The volume of rail-transit transportation is largely determined by the scale of Eurasian trade, and in the long 

term, intercontinental trade. For modern international trade, the key factors when choosing the method of goods 

delivery are as follows: 

• total transportation costs; 

                                                 
66 The strategy of railway transport development in the Russian Federation up until 2030, approved by Decree of the Government of the Russian 

Federation dated 17 June 2008 No. 877-R. 
67 Electronic library of the Ministry of Transport of the Russian Federation 
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• cargo transportation time; 

• warranty of delivery terms; 

• reliability and safety of goods transportation; 

• seasonality and dependence on weather conditions. 

 

In the western part of the corridor, the priority is to create a new Eurasian transport corridor by constructing a 

1,520-mm gauge railway line that runs to Bratislava and Vienna. Its creation will provide opportunities for smooth 

railway transport operations without transshipment between the countries of the Asia-Pacific region and central 

Europe, and will also offer a fundamentally new, competitive and environmentally friendly transport service in the 

Eurasian area. 

 

In the eastern part of the corridor, Russian Railways JSC is actively developing the infrastructure of the main 

route of the Trans-Siberian Railway, with the implementation of the investment project titled Modernization of the 

Railway Infrastructure of the Baikal-Amur Mainline and the Trans-Siberian Railway with the Development of Traffic 

Capacity.68  

 

In the coming years, the joint large-scale project to modernize the Ulan Bator Railway in Mongolia will be 

implemented though tripartite cooperation between the Russian Federation, Mongolia and China.69 

 

Among the targeted projects for the development of transcontinental communications, the Trans-Siberian in 

Seven Days programme should be singled out for its planned provision of targeted transport products to cargo owners 

on the Europe-South East Asia route. 

 

The realization of planned activities will enable a portion of Eurasian transit to switch to the Trans-Siberian 

model from its current preferred sea route through the Suez Canal.  

 

The advantages of using the Trans-Siberian Railway, in comparison to the traditional sea route, are: 

• a two to threefold reduction in cargo delivery times; 

• the releasing of working assets from cargo owners due to the shorter travel time of “frozen” goods, etc. 

 

The Trans-Siberian Railway International Transport Corridor represents the greatest opportunity for attracting 

container transit transportation to Eurasian land routes. The uptick in high-capacity container transit operations using 

the links available with the Asia-Pacific region is a clear confirmation of this route’s growing popularity among cargo 

owners. 

 

The following factors will have a significant impact on the extent to which transport operations will switch to 

land railway routes, from the currently preferred Eurasian sea transportation (Deep Sea) route:70  

• active development of the central, north-eastern and north-western provinces of China (extension of the 

Trans-Siberian Railway attraction range);  

• the gaining of a significant share of valuable cargoes in trade turnover between the countries of the 

Asia-Pacific region and of the European Union, for which speed of delivery (along with cost) is a key 

parameter when choosing a logistics scheme;  

• active development of the logistics services market in CIS countries. 

                                                 
68 “Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020”, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
69 “Analysis of the current international rail traffic and assessment of the prospects for the development of international rail traffic including 

assessment of the current condition of the transport and logistics infrastructure as well as recommendations for international transport corridors 

development for the period up to 2020”, 2014 (within the 2014 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 57 to Minutes No. 59 of 19-20 November 2013).  
70 “Prospective areas for development and formation of transport and logistics services and terminal and storage centres within the main directions 

of international transport corridors passing through the railways of the states, railway authorities of which participate in activities of the 

Commonwealth Member States Rail Transport Council”, 2016 (within the 2016 Plan for Research and Development Works approved by the 

Commonwealth Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015).  
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Additional key factors contributing to the realization of the transport and transit potential of the Russian 

Federation are the integration processes associated with the formation of the Eurasian Economic Union (EAEC), 

aimed at minimizing restrictions in the movement of goods.  

 

B. Long-term strategies  

 

A project71 that will oversee the construction of a railway line from Selikhino to Nysh – along with a passage 

that runs across the Nevelskoy Strait – is being developed. The project will also see the construction of a transport 

passage from Sakhalin to Hokkaido. 

 

The guaranteed implementation and honouring of agreed orders and their time requirements when conducting 

the carriage of foreign trade and international transit cargoes (considering the specifics of the transportation of various 

types of goods) in each national section, will contribute to the sustainable operation of international transport 

corridors.72 

 

To shorten the time taken for the passage of trains in international traffic, the following measures are necessary: 

• fulfilment of regulatory deadlines for the traffic of foreign trade and transit goods; 

• improvements to the processes used for adapting the interstate plan (for the formation and scheduling of freight 

train movement) to the unevenness of freight flows; 

• reduction of costs for sorting cargo and the loading of trains by optimizing the modes of interaction between 

railway nodes and lines. 

 

Any analysis of existing border railway stations – and the technology used in their operation – should include: 

• assessment of the location, the nature of work and capacities of the border stations;  

• assessment of the structure and dynamics of the flow of trains and wagons handled by the stations; 

• assessment of bottlenecks in the technical development and technological processes of the stations. 

 

To improve the operational performance of border crossings and to strengthen their infrastructure, the 

following set of measures is required: 

• the laying of new, and the lengthening of the existing, receiving, departure and sorting ways; 

• additional lighting in the places of inspection and control; 

• streamlining the layout of border stations, equipping them with modern technical means; 

• construction of new checkpoints; 

• improving approaches to border crossings. 

 

Measures to develop border checkpoints should be linked to the level of customs and border-guard services 

currently performed. It is necessary to emphasize that it is extremely important to synchronize the development of the 

technology at checkpoints with border and customs services, since when there is limited goods or passenger 

interaction with control bodies, it makes absolutely no sense to implement all other proposed measures. 

 

The main way of improving the efficacy of border and customs representatives is to simplify their procedures. 

This can be done by: 

• introducing new advancements in the information technologies available for processing and control, as and 

when they become available; 

• ensuring countries keep their border and customs systems up to pace with modern requirements and 

conditions for infrastructure development levels, and speeds of cargo and passenger movement; 

                                                 
71 Transport strategy of the Russian Federation for the period up until 2030, approved by Decree of the Government of the Russian Federation from 

22 November 2008 № 1734-R (as amended from 11 June 2014 № 1032-p). 
72 The strategy of railway transport development in Russian Federation until 2030, approved by Decree of the Government of the Russian 

Federation, dated 17 June 2008, No. 877-R. 
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• developing and implementing of a set of consistent, strictly verified measures aimed at improving the legal 

framework for the activities of the border and customs services, and suggesting the formation of a unified 

system of legislation in this area. 

 

Experience of border crossing by rail shows that delays at borders often arise because inspectors wait for the 

collection of a complete set of shipping documents, which, in addition to the rail waybill, consist of a significant 

number of commercial and licensing documents.  

 

To simplify (accelerate) customs procedures, further improvement is needed in the relationships between the 

railways and the customs authorities of the countries along the corridors. Electronic document management greatly 

simplifies cargo movement, and allows for faster customs operations.  

 

In accordance with the decision of the Board of the Eurasian Economic Commission (EEC) dated 17 

September 2013, mandatory preliminary information on goods imported into the territory of the Customs Union by 

rail was implemented on 1 October 2014. In line with this, operational testing is underway of a portal that sends 

preliminary information on imported goods through the official website of Russian Railways JSC.73  

 

Russian Railways JSC pilot projects using electronic document management technologies resulted in a 

significant reduction in customs procedures times, due to the processing of information in electronic form. If customs 

operations used to take 120-200 minutes, on average, then the advent of the electronic data interchange reduced times 

to 60-90 minutes, and in some cases – e.g. with uniform categories of goods – to as little as 15-35 minutes.74 

 

Russian Railways JSC has now signed agreements on the electronic exchange of data, containing information 

on goods carried, with 10 neighbouring railway administrations. 

 

The provision of preliminary information through open information resources (websites of railway 

administrations or customs authorities) allows customs authorities at the checkpoint to obtain all data necessary for 

making decisions by the time of arrival. This development is of particular importance for cargo inspection.  

 

With a view to spreading the possibilities of electronic document circulation, the further expansion of the 

activities seeking to integrate automated railway transport systems with customer services information systems is 

needed in the territory of the EEC Customs Union. The introduction and circulation of electronic data interchange 

between railway administrations and customs authorities for their preliminary information, as well as the notification 

of administrations about preliminary information processing results, means that international transport corridor branch 

tasks can be solved with increasing efficiency. Such tasks include: 

• reduction in time spent by wagons at railway checkpoints while awaiting customs clearance; 

• the possibility to plan shunting operations and set-offs in advance. 

 

It should be noted that the transition to paperless technology through the introduction of electronic document 

management with customs authorities at the polygon of states, may require the introduction of appropriate changes in 

customs legislation. The coordination of practical interaction with customs and other interested national services and 

departments may also be required. 

 

Also, the construction of electronic interaction between customs authorities and rail transport enterprises of the 

states of “Space 1520” – the area that embraces countries with 1,520 mm gauge railway lines – will require the 

modernization of software, hardware and telecommunications. 

 

At the same time, the use of paperless technologies will contribute to the formation of a single information and 

communication space that covers transport market participants’ (cargo owners, carriers, forwarders) key areas of 

                                                 
73 The decision of the Board of the Eurasian Economic Commission dated 17 September 2013. 
74 “Assessment of reported and prospective international rail traffic and prospects for the development of railway infrastructure of international 

transport corridors for the period up to 2020”, 2016 (within the 2016 Plan for Research and Development Works approved by the Commonwealth 

Member States Rail Transport Council, Annex No. 61 to Minutes No. 63 of 4-5 November 2015). 
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interaction with state control authorities. 

 

The development of transport infrastructure assumes the implementation of individual measures to increase 

traffic capacity, including the updating of railway sections (construction of additional main routes; construction and 

restoration of crossing loops; strengthening of power supply devices; electrification of sections; equipment of sections 

with automatic blocking; extension of receiving-and-departure tracks at stations; and development of stations), and 

comprehensive investment projects, the most significant of which have been mentioned in this paper. 

 

Together with foreign partners, we are working to improve the technologies available for express container 

transportation, in the fields of document provision during transit transportation; the increasing use of through and 

transparent tariff rates; the simplification of border and customs procedures; increasing the productivity of rolling 

stock; and the creation of a logistics centre network. 

 

The planned extensive network of logistics and terminal infrastructure facilities will be connected by regular 

container trains running on a scheduled basis, with every vital part of the transit chain incorporating the best 

equipment available. This improved logistics system will service the West-East land transport and transit route – 

Europe to the CIS to the Asia Pacific region, with branch lines to Japan, China, Kazakhstan, Mongolia and the Korean 

Peninsula – which is becoming of ever-increasing importance. 
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IX. INSTITUTIONAL OPTIONS TO ENHANCE THE TRANSPORT 

CONNECTIVITY OF THE KOREAN PENINSULA TO 

NORTHEAST ASIA AND BEYOND – OVERVIEW 

 

Transport connections linking the Korean Peninsula to Northeast Asia and beyond require both better physical 

infrastructure and an enabling legal environment. The previous chapters have elaborated on projects and activities that 

are improving road and railway connections between the Democratic People’s Republic of Korea (DPRK), Mongolia, 

Kazakhstan, the Republic of Korea (ROK), China and the Russian Federation, some of which spread all the way to 

Europe. Information on the land connections between Democratic People’s Republic of Korea and Republic of Korea 

can be checked in the Annex. 

The creation of an enabling legal environment might include the following measures: 

• covering the road and railway corridors between the Korean Peninsula and Northeast Asia with both global 

and regional international conventions and agreements for transport and cross-border facilitation. Such 

agreements relevant to these corridors are concluded under the auspices of the United Nations Economic 

Commission for Europe (ECE); the United Nations Economic and Social Commission for Asia and the 

Pacific (ESCAP), for roads and customs; and the Organization for Cooperation between Railways (OSJD); 

• creating subregional or route-specific multilateral agreements to facilitate road transport use – for instance, 

ESCAP models on multilateral permits for international road transport, on customs transit systems, and its 

model subregional road transport agreement; 

• filling gaps in the bilateral agreements on road transport and customs cooperation by using the ESCAP model 

bilateral agreement on international road transport; 

• implementing regional facilitation frameworks that set targets in the road and railway sectors and recommend 

the appropriate processes for meeting these targets. To maximize impact, this should be realized along with 

the application of ESCAP models and tools, and the usage of existing ESCAP corridor initiatives such as its 

promotion of the Eurasian corridors; 

• developing partnerships with the subregional organizations of local governments in Northeast Asia; 

• the creation of corridor-management bodies. 

These initiatives complement each other, and their simultaneous implementation might ensure the realization 

of both bilateral and pan-Eurasian transport movement. 

X. LEGALLY BINDING OPTIONS 

A. Regional agreements  

 

1. Intergovernmental Agreement on the Asian Highway Network 

Adopted by ESCAP in 2003, the Intergovernmental Agreement on the Asian Highway (AH) Network entered 

into force in 2005 and had 30 parties as of August 2017.75 The Asian Highway network was formulated by ESCAP and 

the countries of Asia and Europe to reinforce the development of road infrastructure that would support intra-regional 

connectivity, connectivity with land-linked countries, and the region’s links with Europe. 

                                                 
75 United Nations Treaty Collection. https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-B-34&chapter=11&clang=_en. 
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By joining the Agreement, the States parties acknowledge the AH Network as the coordinated plan for the 

development of regional roads. They also declare their intention to include AH routes in their national development 

plans and to make them adhere to unified design standards while harmonizing signage along highways.  

Both Democratic People’s Republic of Korea and Republic of Korea are parties to the AH Agreement, as well 

as China and the Russian Federation (see Table 61 Membership to international and regional transport 

agreements 

). To operationalize the AH1 and AH6 routes running through the Korean Peninsula and on to Europe, the four 

countries – or even two to three of the countries, between them – may follow the recent example set by China, 

Mongolia and the Russian Federation, who signed a separate agreement to operationalize one of the Asian Highways 

running through their territories. 

 

2. Intergovernmental Agreement on International Road Transport along the Asian Highway Network  

While the AH Network Agreement concerns the physical state of regional road infrastructure, China, Mongolia 

and the Russian Federation took a step to strengthen the legal basis for international transport along AH routes. In 

2016, the three countries signed the Intergovernmental Agreement on International Road Transport along the Asian 

Highway Network. Under the Agreement, each country gives the carriers of the other two countries traffic rights for 

international road transport operations on the parts of Asian Highway routes AH3 

(Novosibirsk-Barnaul-Hovd-Urumqi-Honqiraf) and AH4 (Ulan Ude-Ulaanbaatar-Beijing-Tianjin) connecting their 

territories. The Agreement touches upon rules for vehicles’ dimensions, dangerous goods, taxation, third-party 

liability insurance, drivers’ licenses, and has a Joint Committee to supervise implementation. International road 

transportation along these routes is carried out under permits issued for the carriers within an agreed quota.76 

This Agreement is open to accession by any State parties to the AH Agreement, and both Democratic People’s 

Republic of Korea and Republic of Korea have the potential to join. They would bring with them the AH1 and AH6 

sections, transport corridors of high interest to Northeast Asia. Once the trans-Korean corridors are reconnected – and 

with China and the Russian Federation already onboard – the Agreement will provide good opportunities for 

operationalizing international road transport originating on the Korean Peninsula that seeks to move farther along the 

Eurasian corridors. 

 

3. Intergovernmental Agreement on the Trans-Asian Railway Network 

The Intergovernmental Agreement on the Trans-Asian Railway Network was adopted by ESCAP in 2006 and 

entered into force in 2009. Signed by 22 countries, it had 19 parties as of August 2017.77 The Trans-Asian Railway 

(TAR) Network includes lines that are of recognized international importance for both the region and the connection 

between Asia and Europe. 

The parties see TAR as a coordinated plan for the development of railways in the region, and intend to include 

the lines into their own national plans and to bring them in line with the agreed technical principles. 78 China, 

Democratic People’s Republic of Korea, Republic of Korea, and the Russian Federation are parties to the TAR 

Agreement, and as such may use its provisions for the development of railway connections. 

 

                                                 
76  “Intergovernmental Agreement on International Road Transport along the Asian Highway Network” (Moscow, 8 December 2016), 

http://www.unescap.org/sites/default/files/Intergovernmental-Agreement-on-International-Road-Transport-along-the-Asian-Highway-Network-E

nglish-language.pdf. 

77 United Nations Treaty Collection. https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-B-34&chapter=11&clang=_en. 

78  “Intergovernmental Agreement on the Trans-Asian Railway Network” (Busan, Republic of Korea, 10 November 2006), 

http://www.unescap.org/sites/default/files/TAR%20Agreement-Consolidated-24Nov2015-En.pdf. 
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4. Intergovernmental Agreement on Dry Ports 

Intermodal facilities are crucial and integral to international transport corridor networks. Their importance has 

long been recognized, and some requirements for container terminals were included in the TAR Agreement of 2006.  

The wider Intergovernmental Agreement on Dry Ports was concluded in 2013 and entered into force in 2016. 

As of August 2017, it had 17 signatories and 13 parties.79 The parties agreed upon the criteria for a dry port and a list 

of dry ports of international importance as the basis for coordinated development. The dry ports are to be included in 

national plans that will bring them into conformity with agreed principles on their design, layout, capacity, facilities, 

regulatory framework and functions.80 

China, Republic of Korea and the Russian Federation are parties and signatories to the Agreement, while 

Democratic People’s Republic of Korea is not. The Democratic People’s Republic of Korea may benefit from 

membership to the Agreement due to the comprehensive development of trans-Korean corridor infrastructure that 

would take place.  

 

Table 61 Membership to international and regional transport agreements 

 

Agreement/Convention China 

Democratic 

People’s 

Republic of 

Korea 

Republic 

of Korea 

Russian 

Federation 

The core conventions by Resolution 48/11 

Convention on Facilitation of International Maritime Traffic x x x x 

Convention on Road Traffic (Vienna, 8 November 1968) - - s x 

Convention on Road Signs and Signals (Vienna, 8 November 

1968) 

- - s x 

Convention on the Contract for the International Carriage of Goods 

by Road (CMR) (Geneva, 19 May 1956) 

- - - x 

Customs Convention on the International Transport of Goods 

under Cover of TIR Carnets (TIR Convention) (Geneva, 14 

November 1975) 

x - x x 

Customs Convention on the Temporary Importation of 

Commercial Road Vehicles (Geneva, 18 May 1956) 

- - - - 

Customs Convention on Containers (Geneva, 2 December 1972) x - x x 

International Convention on the Harmonization of Frontier 

Controls of Goods (Geneva, 21 October 1982) 

- - - x 

Regional agreements 

Intergovernmental Agreement on the Asian Highway Network 

(Bangkok, 18 November 2003) 

x x x x 

Intergovernmental Agreement on the Trans-Asian Railway 

Network (Jakarta, 12 April 2006) 

x x x x 

Intergovernmental Agreement on Dry Ports (Bangkok, 1 May 

2013) 

x - x x 

Legend: X = Ratification, accession, definite signature; S = Signature 

                                                 
79 United Nations Treaty Collection. https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-E-3&chapter=11&clang=_en. 

80 “Intergovernmental Agreement on Dry Ports” (Bangkok, Thailand, 1 May 2013), 

https://treaties.un.org/doc/Treaties/2013/11/20131107%2012-02%20PM/XI-E-3.pdf. 



 

103 

Source: International Maritime Organization, United Nations Treaty Collection. 

B. OSJD international railway transport agreements  

 

International railway transport via the Korean Peninsula and onwards to Europe via the Trans-Siberian 

Railway or by Chinese railways will require a legal framework for international haulage. China, Democratic People’s 

Republic of Korea and the Russian Federation have such a framework of agreements for their railways through their 

membership of the Organization for Cooperation of Railways (OSJD).  

The OSJD legal framework for rules on international railway transport includes nine agreements: 

1. Agreement on International Passenger Transport by Rail (SMPS) 

The Agreement, its annexes and instruction manual set the rules for the international carriage of passengers, 

baggage, pets, children, transport documents (tickets), categories of seats and the changing of seat categories, and the 

application of tariffs (without setting the tariffs); defines liability of carriers and passengers, senders/recipients of 

baggage; and sets up a claims procedure;81 

 

2. Agreement on International Goods Transport by Rail (SMGS) 

The Agreement, its annexes and instruction manual identify goods allowed and not allowed for carriage by rail, 

and special conditions, if needed, for dangerous and perishable goods; sets rules for contracts, consignment notes 

(including the CIM/SMGS consignment note), usage of wagons, application of tariffs and calculations of 

charges/fines and payment, release of goods to consignees, claims, and identifies the liabilities of railways;82  

 

4. Agreement on the International Passenger Tariff (MPT) 

Sets up procedures related to developing tariffs for carrying passengers; establishes the rights and obligations 

of the contracting railways but does not restrict their relations with other railways that are not parties to the Agreement. 

It does not restrict the conclusion of separate bilateral or multilateral agreements on passenger tariffs if they do not 

affect the interests of the other parties;83 

 

5. Agreement on the Uniform Transit Tariff (ETT) 

The Agreement sets up procedures for developing tariffs related to carrying cargos in wagons, containers, in 

wagons that are not the property of the railway, and tariffs for additional services. Parities to the ETT can use other 

tariffs between themselves if they do not affect the interests of the other parties;84 

 

6. Agreement on the International Railway Transit Tariff (MTT) 

                                                 
81 OSJD, “Agreement on the International Passenger Transport by Rail (SMPS) as amended and expended as of 1 May 2017 (in force since 1 

November 1951)” (Warsaw, 2017), http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2642. 

82 OSJD, “Agreement on the International Goods Transport by Rail (SMGS) as amended and expended as of 1 July 2017 (in force since 1 November 

1951)” (Warsaw, 2017), http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2642. 

83 OSJD, “Agreement on the International Passenger Tariff (MPT) as amended and expended as of 1 September 2016 (in force since 1 August 

1991)” (Warsaw), accessed August 14, 2017, http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2616. 

84 OSJD, “Agreement on the Uniform Transit Tariff (ETT) as amended and extended as of 1 January 2017 (since 1 July 1991)” (Warsaw, 2017), 

http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2579. 
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The Agreement lays out rules for the development of tariffs used for the carrying of cargos in wagons, 

containers, wagons that are not the property of the railway, and tariffs for additional services. Parities to the MTT can 

use other tariffs between each other if they do not contradict the MTT Agreement. The MTT can be also applied in 

countries where the ETT is used;85 

 

7. Agreement on Rules for the Use of Coaches in International Traffic (PPW) 

While setting the rules for the usage of passenger coaches in international railway transport, the Agreement 

does not affect the responsibilities of parties bound to similar agreements. Parties also maintain their rights to conclude 

bilateral or multilateral agreements on the use of coaches, as long as they do not affect the interests of other parties. 

The detailed rules are featured in its annexes;86  

 

8. Agreement on Rules for the Use of Wagons in International Traffic (PGW) 

The Agreement and its annexes contain rules for the usage of wagons in the railway transport of cargos, and 

supersede the provisions of Annex 4 to the SMGS. The parties to the PGW have the right to apply other bilateral or 

multilateral agreements to the use of wagons as long as they do not affect the interests of other parties;87 

 

9. Agreement on the Accounting Rules in International Transport of Passengers and Goods by Rail 

The Agreement lays out accounting procedures for the transport of goods, passengers, baggage and for related 

services between contracting parties;88 

 

10. Agreement on Organizational and Operational Aspects of Combined Transportation between Europe and 

Asia 

The Agreement contains recommendations for an international plan that governs the development and 

functioning of the most important intermodal transport lines and their facilities, and provisions on how measures 

should be included into the national plans of parties. The annexes list the routes, facilities and the technical 

requirements for the lines and facilities.89 

 

 

 

 

 

 

 

 

 

                                                 
85 OSJD, “Agreement on the International Railway Transit Tariff (MTT) as amended and expended as of 1 January 2017 (in force since 1 January 

1997)” (Warsaw, 2017), http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2580. 

86 OSJD, “Agreement on Rules for the Use of Coaches in International Traffic (PPW) as amended and extended as of 1 January 2013 (in force since 

1 January 2009)” (Warsaw, 2013), http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=1048. 

87 OSJD, “Agreement on Rules for the Use of Wagons in International Traffic (PGW) as emended and extended as of 1 July 2017) (in force since 

1 January 2009)” (Warsaw, 2017), http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2784. 

88 OSJD, “Agreement on the Accounting Rules in International Transport of Passengers and Goods by Rail as amended and extended as of March 

2016 (in force since 1 July 1997)” (Warsaw, 2016), http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2391. 

89 OSJD, “Agreement on Organizational and Operational Aspects of Combined Transportation between Europe and Asia as of 1 January 2017” 

2017, http://osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=2592. 
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Table 62 Status of Participation in OSJD agreements (as of 22 February 2016) 

 

Party Agreements 

SMPS SMGS MPT MTT ETT PPW PGW Rules for 

Accounting 

Combined 

Transport 

China Yes Yes Yes No Yes Yes Yes Yes Yes 

Democratic 

People’s 

Republic of 

Korea 

Yes Yes Yes No Yes Yes Yes Yes No 

Russian 

Federation 

Yes Yes Yes Yes Yes Yes Yes Yes Yes 

Source: OSJD, 2016.90 

The importance of joining the OSJD is recognized by Republic of Korea. However, its attempts to join the 

organization in 2003 and 2015 were fruitless as Democratic People’s Republic of Korea is not ready to support the 

membership of Republic of Korea.91 As a workaround measure, Korail became an affiliated member in March 2014, 

and OSJD continues to cooperate with the Government of Republic of Korea.  

If Republic of Korea were to become a full member of OSJD and party to its agreements, a legal framework 

could be drawn up that would allow for the passage of international railway transport through the Korean Peninsula 

towards destinations in Europe and Asia. 

Even more opportunities became available with the introduction of the common CIM/SMGS consignment note 

in 2006. The note allows for the avoidance of “reconsignment” when goods leave the zone of authority of the SMGS 

and enter the railway network covered by the Convention Concerning International Carriage by Rail (COTIF), of the 

Intergovernmental Organisation for International Carriage by Rail (OTIF). The note has both SMGS and COTIF 

contracts attached, does not require transcription, and also serves as both the customs transit document and the bank 

document.92 

C. Bilateral road and customs agreements 

 

On a bilateral level, China, Democratic People’s Republic of Korea, Republic of Korea and the Russian 

Federation have a good range of customs cooperation agreements (Table 63). Railway cooperation is covered by an 

agreement between the railway ministries of China and Democratic People’s Republic of Korea on border railways 

(1973), and an agreement between Russian Railways JSC and China Railways (2016). 

 

 

 

 

                                                 
90 OSJD, “Report on the Activities of the Organisation for Cooperation between Railways in 2015” (Warsaw, 2016), 

http://osjd.org/dbmm/download?vp=51&load=y&col_id=121&id=1275. 

91 Whan-woo Yi, “NK Urged to Drop Opposition to Seoul’s Joining of OSJD,” The Korea Times, 30 July 2015, 

http://www.koreatimes.co.kr/www/news/nation/2016/11/485_183850.html. 

92 Elena Ilie, “CIM/SMGS Consignment Note Simplifies Cross-Border Procedures,” http://www.railwaypro.com, RailwayPRO Communication 

Platform, (10 August 2010), http://www.railwaypro.com/wp/cimsmgs-consignment-note-simplifies-cross-border-procedures/. 
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Table 63 Customs cooperation agreements in Northeast Asia 

 

  China Democratic People’s 

Republic of Korea 

Russian Federation Republic of Korea 

China   2008 1994  1994 

Democratic People’s 

Republic of Korea 

    2003   

Russian Federation       1992 

Republic of Korea         
Source: Varvara Krechetova. 

 

As for road transport agreements (Table 64), Republic of Korea understandably is not party to any such 

agreements as the present status of its land connections makes it an “island”, in terms of international transport. 

Republic of Korea therefore concluded with China in 2010 an agreement on the sea-land intermodal transport of goods 

by road vehicles. This agreement regulates the movements of goods in trailers, for which part of the trip is made by 

ship, and its journey is divided in segments where the unit can be moved as a truck or pulled as a trailer.93 The 

reestablishment of road transport along trans-Korean corridors may require bilateral agreements if subregional or 

corridor-specific options are absent or not sufficient. 

To realize these agreements, the templates of respective ESCAP models could be used. The choice of template 

made by the contracting parties may well be influenced by agreements already in force in the region. For instance, the 

China-Russian Federation agreement of 1992, and the Democratic People’s Republic of Korea-Russian Federation 

agreement of 2015, allow for bilateral road transport and road transport from/to the territory of the third transit country 

under a single permit, via the border crossings opened for international traffic. 

 

Table 64 Road transport agreements in Northeast Asia 

 

  China Democratic People’s 

Republic of Korea 

Russian Federation Republic of Korea 

China   2008 1992   

Democratic People’s 

Republic of Korea 

    2015   

Russian Federation         

Republic of Korea         
Source: Varvara Krechetova. 

XI. NON-LEGALLY BINDING INSTRUMENTS, INSTITUTIONAL 

MECHANISMS OR PARTNERSHIPS 

A. Implementation of ESCAP Resolution 48/11 

 

                                                 
93 “Agreement on the Sea-Land Intermodal Transport of Goods by Road Vehicles between People’s Republic of China and the Republic of Korea 

(Chinese)” (Weihai, 7 September 2010), http://ggfg.policy.mofcom.gov.cn/pact/pactContent.shtml?id=2487. 
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The movement of goods and people across borders is regulated by a marked number of international 

conventions. As of July 2017, the United Nations Economic Commission for Europe (ECE) alone services almost 

sixty of them.94 In 1992, the United Nations Economic and Social Commission for Asia and the Pacific (ESCAP) 

recommended its members accede to eight core conventions, seven of which were for land transport (Resolution 

48/11). The core conventions under Resolution 48/11 are:  

• Convention on Facilitation of International Maritime Traffic (FAL 1965), 1998 edition; 

• Convention on Road Traffic (Vienna, 8 November 1968); 

• Convention on Road Signs and Signals (Vienna, 8 November 1968); 

• Customs Convention on the International Transport of Goods under Cover of TIR Carnets (TIR Convention, 

Geneva, 14 November 1975); 

• Customs Convention on the Temporary Importation of Commercial Road Vehicles (Geneva, 18 May 1956); 

• Customs Convention on Containers (Geneva, 2 December 1972); 

• International Convention on the Harmonization of Frontier Controls of Goods (Geneva, 21 October 1982); 

• Convention on the Contract for the International Carriage of Goods by Road (CMR, Geneva, 19 May 1956). 

 

The Democratic People’s Republic of Korea is only party to one of the above core conventions at present, the 

FAL Convention. The Republic of Korea is party to only one of the many cross-border road conventions, the TIR. This 

situation reflects the current status of Democratic People’s Republic of Korea-Republic of Korea land connections, 

and it will need to be addressed to facilitate transport along the corridors of Northeast Asia once they are restored. 

China has acceded only to conventions that deal with container movement, while the Russian Federation is 

party to all but the Convention on the Temporary Importation of Commercial Road Vehicles.  

It is recommended that the four countries become party to all the above conventions. A starting point may be 

the signing by Democratic People’s Republic of Korea of the conventions to which the other three countries are 

already parties: TIR Convention, and the Customs Convention on Containers. China and Democratic People’s 

Republic of Korea may then like to consider joining the Convention on Road Traffic and the Convention on Road 

Signs and Signals, to which Republic of Korea and the Russian Federation are already parties. The benefits of the 

remaining conventions should be analyzed as a final step.  

B. ESCAP frameworks 

 

1. Regional Strategic Framework for the Facilitation of International Road Transport 

The Regional Strategic Framework for the Facilitation of International Road Transport was adopted by the 

ESCAP Ministerial Conference on Transport in 2012, to provide guidance on how to increase the efficiency of the 

facilitation programmes in the road sectors of member countries. The framework includes long-term targets in road 

transport facilitation, such as: 

• wider application of multi-entry road transport permits that may be used on multiple routes; 

• one-year multi-entry visas for drivers; 

• application of international conventions on the temporary importation of vehicles; 

• implementation of a Green Card system, or a subregional system for third-party liability insurance; 

• unifying standards on the weight and dimensions of vehicles, at a multilateral level; 

                                                 
94 United Nations Economic Commission for Europe, 2017. https://www.unece.org/fileadmin/DAM/trans/conventn/agree_e.pdf. 
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• application of the Convention on Road Traffic (1968) for vehicle registration certificates, number plates and 

signs that distinguish country of origin.95 

The methods of facilitating transport, suggested by the framework, include the establishment of an effective 

legal regime via adoption of the international conventions; implementation of subregional agreements; standardization 

of the bilateral agreements; wider application of new technologies; joint control at border crossings; promotion of the 

economic zones at the critical nodes (border crossings, dry ports); and application of facilitation tools. 

As guidance for the coordination of road facilitation efforts on bilateral, subregional and regional levels, the 

framework is not legally binding, and serves as a useful tool for understanding how to operationalize the trans-Korean 

corridors and how to build them into international land transport networks.   

 

2. Regional Cooperation Framework for the Facilitation of International Railway Transport 

Adopted in 2015, the Regional Cooperation Framework for the Facilitation of International Railway Transport 

serves as a reference and guidance mechanism for harmonizing requirements for international railway transport in the 

region. For the facilitation of railway transport, the framework identifies targets in four fundamental areas: 

• common minimum technical standards for railway infrastructure, facilities and equipment for international 

transport; 

• significant reduction in time spent on break-of-gauge related operations at border stations; 

• alignment of the consignment note currently used for railway transport with the common consignment note; 

• high degree of coordination among border agencies to reduce delays.96 

The framework also recommends 11 areas for cooperation between ESCAP members to facilitate railway 

transport. These range from participation in international railway organizations and the formulation of 

subregional/bilateral agreements, to the use of advanced information systems and new technologies; the 

standardization of cross-border operations; development of dry ports and intermodal facilities with road, sea, and air 

transport; as well as promoting the corridor approach. 

C. Cooperation mechanisms between local governments in Northeast Asia 

 

Northeast Asia is known for its lack of subregional integration initiatives due to numerous sensitivities at 

political, historical, cultural and security levels. The practicalities of economic and social development, though, 

dictate the need for multilateral cooperation in the development of manufacturing, tourism, trade and logistics. 

In this situation, local governments (provincial, prefectural, authorities of special economic zones, etc.) are 

taking the initiative to work through the challenges. There are stable working mechanisms among the local 

governments of Northeast Asia, such as the Northeast Asia Local Government Summit97 (since 1994), the Association 

of North East Asia Regional Governments98 (since 1996), and the Greater Tumen Initiative (GTI)99 NEA Local 

                                                 
95 UNESCAP, “Regional Strategic Framework for the Facilitation of International Road Transport” (2012), 

http://www.unescap.org/sites/default/files/Booklet_A_Strategic_Framework.pdf. 

96  “Regional Cooperation Framework for the Facilitation of International Railway Transport” (Bangkok, Thailand, 29 May 2015), 

http://www.un.org/ga/search/view_doc.asp?symbol=E/ESCAP/RES/71/7. 

97 Governors of Gangwon Province (Republic of Korea), Jilin Province (China), Primorsky Territory (Russian Federation), Tottori Prefecture 

(Japan), and Central/Tuv Aimag (Mongolia) meet annually to discuss the issues of regional cooperation. 

98 The Association of North East Asia Regional Governments includes 77 members from six Northeast Asia countries, including two from 

Democratic People’s Republic of Korea and 16 from Republic of Korea. There are 14 subcommittees on various areas of regional interest, from 

economy and cross-border cooperation to fishery and sports.  
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Cooperation Committee100 (since 2011). Issues related to transport and logistics development fall within the scope of 

all these mechanisms. 

Local governments do not have the authority to conclude intergovernmental agreements on road transport or to 

make changes to national legislation to facilitate visa issuing, customs control or to decide on joint customs 

inspections. In the meantime, border provinces are the agents able to implement the provisions of agreements 

concluded by central governments. 

This means that the success of any facilitation policy, bilateral or multilateral road transport agreement, treaty 

or permit system, depends on the understanding, support and participation of the authorities of the territories where the 

designated or most used routes and border crossings exist. 

With the trans-Korean corridors and their connections to China and the Russian Federation, there are already, 

as mentioned above, at least three multilateral structures that know of a transport network’s current situation, the needs 

of its economic actors and the problems they encounter while carrying out economic activities. There are also annual 

expos and trade fairs organized by the local governments of northeast China, the provinces of Republic of Korea, and 

the Far Eastern regions of the Russian Federation, which bring together relevant players from subregional 

governments and businesses. 

Finding the optimal form of an institution that will be able to operationalize the road and railway connections 

through the Korean Peninsula, will require enhanced cooperation with the platforms of existing local governments in 

Northeast Asia that are involved with the region.  

The GTI and its Local Cooperation Committee (LCC) might be one of the platforms able to develop potential 

subregional transport facilitation instruments: it combines both a central government cooperation institution with a 

network of local governments. At central government level, there is already the Transport Board. The board is 

composed of representatives of the GTI member countries’ ministries in charge of transport, and the LCC Logistics 

Subcommittee,101 which brings together local governments determined to develop the intermodal sea-land routes in 

the subregion and which have the advantage of direct access to the central governments involved. 

XII. TOOLS AND MECHANISMS TO ENHANCE CONNECTIVITY 

A. ESCAP facilitation tools and models 

 

1. UNESCAP time/cost-distance methodology 

The methodology allows for the graphic representation of costs, along with time spent on particular routes to 

identify inefficiencies and bottlenecks. By periodically applying the method to the same route, it is possible to monitor 

progress in its development. The times and costs of the transporting a load along a route can be compared for different 

                                                                                                                                                                                           
99 The Greater Tumen Initiative is the intergovernmental cooperation mechanism that has China, Mongolia, Republic of Korea and the Russian 

Federation as its members. It is focused on transport, trade facilitation, investment, tourism, energy, and environmental and agricultural cooperation. 

Known as the Tumen River Area Development Programme from 1995 to 2005, the mechanism included Democratic People’s Republic of Korea 

until the country’s withdrawal in 2009. 

100 The GTI Northeast Asia Local Cooperation Committee is a non-binding partnership network that has no legal identity and has no international 

agreements. Any NEA local governments, regardless of their central government’s membership of the GTI, can voluntarily join it. The committee 

has 11 members and three observers from GTI member countries and Japan (Tottori prefecture, Niigata Prefecture as observers), and its members 

maintain relations with the directly governed city of Rason in Democratic People’s Republic of Korea.  

101 The GTI LCC Logistics Subcommittee gathers the members of the LCC who focus on the development of sea-land intermodal international 

routes, aims at policy coordination with central governments to address cross-border bottlenecks, and promote cooperation with the private sector 

and the exchange of information on international logistics services providers. Established in 2016, it has eight members from China, Japan, 

Mongolia, and Republic of Korea. 
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means of transport or combinations of means, so that operators are able to choose the best solution. Finally, the 

methodology can be used to compare route alternatives.102 

2. Secure Cross-Border Transport Model 

This model is included in the Regional Strategic Framework for the Facilitation of International Road 

Transport. It provides a concept for the usage of an electronic tracking system in cross-border and transit transport, 

outlining technical components (tracking unit, e-Seal, e-Lock, monitoring platform, and mobile device), the 

functioning of the model and the institutional arrangements for the model’s application.103 

Currently in active use, e-Seals are being used to monitor containers in China and Republic of Korea. The 

model and the experience gained from its use provide a strong foundation for the development of secure transit 

solutions for when trans-Korean corridors become integrated into Eurasian corridors. 

 

3. Efficient cross-border transport models 

These two models – the Model for Efficient Cross-Border Transport of Goods and the Model for Efficient 

Cross-Border Transport of Passengers – are part of the Regional Strategic Framework for the Facilitation of 

International Road Transport. They include technical, operational and institutional requirements, guidance on the 

application of the models, and a list of good practices for the international transport of goods and passengers by rail. 

To facilitate practical work, the models provide templates for agreeing trailer-swap operations and for reaching 

agreements between equipment owners and associations of transport operators allowed to participate in cross-border 

trailer-swap operations.104 

 

4. Model on Integrated Controls at the Border Crossing 

Aimed at streamlining procedures, documentation management and minimizing the intervention of agencies 

related to the border-crossing process, the model is included in the Regional Strategic Framework for the Facilitation 

of International Road Transport. Its set of tools includes the Border Crossing Management Information System 

(BCMIS), a common data exchange platform for information sharing between the agencies involved in border 

controls, and guidelines on the workflows when using the system.105 

The main principles recommended for a BCMIS are:  

• information sharing between involved governmental agencies; 

• joint use of data collection and processing equipment; 

• a common data exchange platform; 

• use of compatible or common software to process and analyze the data of each agency.106 

 

5. Customs transit systems 

The efficient application of customs transit systems in countries along a certain route is a prerequisite for an 

operational, effective and attractive transport corridor. The United Nations Economic and Social Commission for Asia 

and the Pacific has recommended a model structure for an automated customs transit transport system. The model 

                                                 
102 More details at UNESCAP website: Time/Cost-Distance Methodology, http://www.unescap.org/resources/timecost-distance-methodology. 

103 Anusorn Lovichit, “Secure Cross Border Transport Model” (UNESCAP, 2012). 

104 UNESCAP, “Efficient Cross-Border Transport Models” (Bangkok, Thailand, 2015), 

http://www.unescap.org/sites/default/files/Efficient%20cross-border%20transport%20models_2015.pdf. 

105 More details at UNESCAP: Model on Integrated Controls at Border Crossings, 

http://www.unescap.org/resources/model-integrated-controls-border-crossings. 

106 UNESCAP, “Model on Integrated Controls at Border Crossings,” 2012, http://www.unescap.org/sites/default/files/MICBC-fulltext_0.pdf. 
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describes the functional components of a system, network domains, the main actors, elements to cover (customs transit, 

guarantee management, risk management, tracking of goods and vehicles, authorities, and process workflows) and 

design principles. Special attention is paid to the legal and regulatory frameworks needed to use an automated customs 

transit transport system.107 

Given the accumulated knowledge and experience of Northeast Asia countries, and especially Republic of 

Korea, in applying information technology (IT) to customs processes, they are in a good position to apply existing 

solutions or to develop new ones for customs transit once the trans-Korean corridors are reconnected. 

 

6. Standard Model of Logistics Information System 

This model has been adopted by ESCAP as a tool for providing businesses and governmental agencies 

single-point access to information on logistics services. It is recommended that national systems consider bringing 

their own systems in line with standards compatible with the region’s other countries, so that national logistics systems 

are able to communicate with each other. The model includes advice on the functioning of a logistics information 

system, recommendations for e-commerce safety, examples on processes and advisable standards and codes.108  

The recommendations of the model might be useful for establishing IT infrastructure for logistics services and 

trade and transport operations in Democratic People’s Republic of Korea. 

 

7. National coordination mechanisms for trade and transport facilitation in the ESCAP region 

Integrating the route sections of Democratic People’s Republic of Korea into international transport corridors 

may require adjustments and improvements in multiple areas, meaning the involvement of numerous agencies. This 

work would benefit from a coordination centre, and it is widely recommended that a national trade and transport 

facilitation mechanism should be established to play this role. The United Nations Economic and Social Commission 

for Asia and the Pacific has developed guidelines for creating such a mechanism. 

The guidelines describe the differences between, and appropriate uses for, permanent, temporary or case-based 

mechanisms. They explain how to establish a mechanism under a subregional agreement, and how such a mechanism 

can meet national standards, along with the legal basis for such an institution; its functions, work plans, 

responsibilities, and structure; membership and the financing of its work; and success indicators. Special attention is 

placed on border crossings and the mechanisms that might be required for transport and trade facilitation.109   

 

8. Model Subregional Road Transport Agreement  

The model, adopted by ESCAP in 2016, is supplemented by recommendations on how to plan and prepare a 

subregional road transport agreement. It outlines and describes the structural elements of such an agreement, covering 

issues of traffic rights; the designation of routes; driving licenses; the harmonization of road vehicle documents and 

requirements for weights and dimensions; the establishment of a system that recognizes third-party insurance; fiscal 

and customs issues; cooperation between control authorities and the establishment of implementation and monitoring 

mechanisms. The model stresses the importance of aligning the agreement with both national legislation and the 

international treaties adhered to by contracting parties. It recommends that issues such as visas for drivers and crews, 

                                                 
107 UNESCAP, “Guide on Establishing an Automated Customs Transit Transport System,” 2016, 

http://www.unescap.org/sites/default/files/Guide%20on%20Establishing%20an%20Automated%20Customs%20Transit%20Transport%20Syste

m_18Nov2016.pdf. 

108 “Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific. Annex V. Standard Model of Logistics Information 

Systems” (Moscow, 5 December 2016), http://www.unescap.org/sites/default/files/pre-ods/MCT3_11E.pdf. 

109 UNESCAP, “Guidelines on Establishing and Strengthening National Coordination Mechanisms for Trade and Transport Facilitation in the 

ESCAP Region,” 2011, http://www.unescap.org/sites/default/files/0%20-%20Full%20Report_12.pdf. 
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a customs transit system, the facilitation of cross-border formalities and the rules of carriage are settled within the 

agreement’s annexes.110 

This model can be used by the countries of Northeast Asia, including China, Democratic People’s Republic of 

Korea, Republic of Korea and the Russian Federation, to develop a road transport agreement for subregional corridors. 

 

9. Model multilateral permits for international road transport (ESCAP Multilateral Permit System) 

In 2016, ESCAP adopted a model multilateral permit for international road transport that can be used when 

there are insufficient measures in place for the facilitation of transport. The design of the multilateral permit used in 

the trilateral agreement on international road transport along the AH between China, Mongolia and the Russian 

Federation is close to this model. Though it is acknowledged that if a permit system is needed, the issuance of 

multiple-entry permits valid for one year and multiple routes is the best practice, the model outlines formats for a 

single round-trip permit and multiple-trip permits, ways to introduce them, and suggests which vehicles the permits 

should cover.111 

 

10. Model Bilateral Agreement on International Road Transport 

In the event of the trans-Korean corridors becoming reconnected, this model could be used by Republic of 

Korea to make road transport agreements.  

It provides three options for a bilateral agreement on international road transport, the provisions of which 

depend on how open partner countries decide to be. The first option is for a situation where there is limited scope of the 

countries having access to each other’s territories, and deals with the usage of a transport permit. The second option is 

suitable for when there are no geographical limitations on access, but quantitative restrictions on the number of trips, 

and the third option is for cases where there is permit-free international road transport. The three templates are ready 

to use, and include the main body of the agreement and its annexes, requiring only that specifics are added by 

contracting parties.112 

B. Comprehensive planning of Eurasian transport corridors 

 

For smoother integration into the transport corridors of Northeast Asia, Democratic People’s Republic of 

Korea and Republic of Korea could join in with the comprehensive planning of Eurasian transport corridors – 

undertaken by ESCAP in 2016-2017 – to strengthen intra- and inter-regional transport connectivity. As part of this 

initiative, three groups of corridors between Asia and Europe were identified and analyzed for gaps in soft and hard 

infrastructure. The objective is to provide a basis for coordination and cooperation among the countries involved.  

Trans-Korean corridors would be part of the northern Eurasian corridor, and Republic of Korea and 

Democratic People’s Republic of Korea would be able to join the corridor’s respective countries in the development 

of facilitation measures for the whole route and in the coordination of infrastructure improvement.  

 

 

                                                 
110 “Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific. Annex II. Model Subregional Agreement on Transport 

Facilitation” (Moscow, 5 December 2016), http://www.unescap.org/sites/default/files/pre-ods/MCT3_11E.pdf. 

111 “Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific. Annex IV. Model Multilateral Permit for International 

Road Transport” (Moscow, 5 December 2016), http://www.unescap.org/sites/default/files/pre-ods/MCT3_11E.pdf. 

112 “Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific. Annex III. Model Bilateral Agreement on International 

Road Transport” (Moscow, 5 December 2016), http://www.unescap.org/sites/default/files/pre-ods/MCT3_11E.pdf. 
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C. Creation of a corridor management institution 

 

To enhance connectivity along the transport corridors in Northeast Asia, the formation of a corridor 

management institution is an important measure. The tasks of a management institution include: 

• promoting the corridors as competitive transport routes; 

• setting development targets and outlining action plans for developing hard and soft infrastructure; 

• lobbying for respective changes in national legislation and bilateral/multilateral agreements; 

• overseeing the implementation of the subregional agreements, and subregional road permit schemes;  

• making recommendations on corridors to the relevant authorities of the countries involved, and escalating 

their current operational issues; 

• monitoring the performance of the corridors in terms of transport volumes, delays at border crossings or 

where railway gauge changes occur, intermodal facilities, seaports, and the origins and destinations of freight 

loads and passengers. 

The management institution should include representatives at the: 

• legislative level: representatives of the central governments that would be able to lobby for, or directly 

incorporate into national legislation, measures needed for cross-border facilitation; include the development 

targets of the corridors and sub-corridors into national plans; continually adjust regulations and development 

plans according to the maturity of logistics services and transport volumes along the corridors; and finance 

and reinforce the gathering and monitoring of statistical indicators on the transport volumes, delays, 

destinations and origins of freight loads and passengers along the corridors. 

• operational level: representatives of local governments, local branches of the border, customs, and transport 

agencies, and associations of transport operators; and managers of transport infrastructure and state railways 

able to decide upon current corridor and sub-corridor issues, escalate issues requiring legislative actions at 

central government level, and develop action plans for the improvement of the infrastructure and software 

infrastructure of transport and cross-border operations. 

The institution may have an upper body for trans-Korean corridors and sub-committees on particular sections. 

Its representatives at the legislative level might form the upper body, while those at the operational level may form the 

sub-committees. The chairs of these sub-committees should be members of the upper body to ensure coherence in the 

institution’s work. 

XIII. RECOMMENDATIONS 

 

• Implement a customs transit transport system that would include both the Korean Peninsula and its bordering 

states. Secure transit is key to the operations of an international corridor. Existing systems may provide a 

working solution for road transport that can be readily used in the event that Democratic People’s Republic 

of Korea becomes a member, and land connections on the Peninsula are restored so that transit is possible. 

However, should the countries along the Northeast Asia transport corridors decide that additional or more 

tailored solutions are required, a customs transit system can be developed capitalizing on the IT capacities of 

China, Republic of Korea and the Russian Federation, as well as the ESCAP Model on Automated Customs 

Transit Transport System, and the Secure Cross-Border Transport Model. 

• Create of a legal framework that allows railway transport along these corridors, and ensure membership of 

Republic of Korea to OSJD and its agreements.  
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• Take a subregional approach when establishing the legal basis for international road transport. In the case of 

the trans-Korean corridors, subregional means the participation of not only the Peninsula states, but China, 

the Russian Federation, and Mongolia as well. 

 The United Nations Economic and Social Commission for Asia and the Pacific has adopted the Model 

Subregional Road Transport Agreement and the Model Multilateral Permits for International Road Transport, 

which are ready to be used as a basis for a respective agreement. Ideally, if the permit system continues, 

permits for international road transport operations should be valid for multiple trips a year on multiple routes. 

 At the same time, there is a more practical way of coming to a subregional road transport arrangement: to 

extend the Intergovernmental Agreement on International Road Transport along the Asian Highway Network 

(2016) to AH1 and AH6 in Democratic People’s Republic of Korea and Republic of Korea. The agreement 

already has China, Mongolia and the Russian Federation providing traffic rights to each other on sections 

AH3 and AH4. If Democratic People’s Republic of Korea and Republic of Korea join the Agreement, it can 

also be extended to AH6 to link the trans-Korean corridors with the wider AH Network in Northeast Asia, 

and to AH1, connecting the states to South Asia. 

• Fill in the gaps that exist in the signing of bilateral agreements relevant to transport facilitation. These include 

a Democratic People’s Republic of Korea-Republic of Korea customs cooperation agreement, and road 

agreements between Republic of Korea and China, and Democratic People’s Republic of Korea and the 

Russian Federation. The United Nations Economic and Social Commission for Asia and the Pacific has the 

Model Bilateral Agreement on International Road Transport – which has been adopted by its member 

countries – that can be used while developing such agreements. 

• Establish partnerships with local (subnational) governments along the corridors. The solutions developed by 

ESCAP for the facilitation of transport along the trans-Korean corridors – no matter whether subregional road 

agreements and permits or corridor-specific permits, bilateral agreements, integrated control at border 

crossings, or customs transit systems – are only as good as their implementation at border crossings. The 

operational efficacy of border crossings is to a large extent influenced by the position of the local 

governments of subnational regions. Governments and the populations of the provinces, prefectures and 

territories involved, should be engaged in the process and ensure that their interests are protected. 

 It is therefore vital that work to facilitate transport along the international transport corridors of the Korean 

Peninsula and beyond, should be done in close collaboration with the existing networks of local governments. 

Among these organizations, the Greater Tumen Initiative and its Northeast Asia Local Cooperation 

Committee operate a working multilateral platform made up of transport authorities at both central and 

sub-national levels. They also possess experience and knowledge of Northeast Asian transport corridors and 

of stakeholders’ interests, and as such could be valuable partners. 

• That Democratic People’s Republic of Korea and Republic of Korea join the recent ESCAP effort to make a 

comprehensive plan for Eurasian transport corridors, linking the trans-Korean corridors to the routes of the 

northern corridor, and then participate in the planning and development of infrastructure and route-based 

operational instruments. 

• Create a corridor transport management institution that has the membership of China, Democratic People’s 

Republic of Korea, Republic of Korea and the Russian Federation, to coordinate the project and to promote 

the corridors. The participation of Mongolia would also be of benefit to the region. 
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ANNEX  

A. Country profile for Democratic People’s Republic of Korea 

 

Railways dominate transport in the Democratic People’s Republic of Korea (DPRK) for both freight (91 

per cent) and passengers (75 per cent, see Table 65). The railway system uses standard gauge (1,435 mm) and 

includes over 5,000 km of mostly single-track lines (98 per cent113). There is a single-track dual gauge section 

(1,435/1,520 mm) from Rajin Port to Tumangang (border with the Russian Federation)114 and some narrow 

(762 mm) gauge branches.115 The electrification rate is almost 80 per cent (Table 67) and the standard used is 

direct current (DC3kV).116 

Figure 23 Railway Network in Democratic People’s Republic of Korea 

 

Source: Kim et al., 2003.117 

                                                 
113 Won-hee You, Dong-hoe Koo, and Sang-suk Kim, “A Technical Review for Kyungeui Line Connection. Korea Railroad Research 

Institute” (World Congress on Railway Research, Köln, Germany, 2001), uic.org/cdrom/2001/wcrr2001/pdf/poster/6_3/143.pdf. 

114 OSJD, “Comprehensive Plan of the Improvement of Transport Operations and Development of the OSJD Transport Corridor 1 up to 2020 

(Russian),” 2013, http://www.osjd.org/dbmm/download?vp=51&load=y&col_id=2066&id=1873. 

115 You, Koo, and Kim, “A Technical Review for Kyungeui Line Connection. Korea Railroad Research Institute”. 

116 Hisako Tsuji, “The Transport Infrastructure of the DPRK”, ERINA Report 65 (September 2005): 119–23. 

117 Won Bae Kim, Sung-Wook Hong, and Kyung-Min Nam, “Building Infrastructure for the Facilitation of Economic Cooperation in 
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The Democratic People’s Republic of Korea joined the Intergovernmental Agreement on the Trans-Asian 

Railway Network (2006) in 2012,118 and two of the lines are part to the TAR network. They run Military 

Demarcation Line (MDL)-Kaesong-Pyongyang-Sinuiju, and Onjongri-Wonsan-Chongjin (-Namyang-border 

with China)-Rajin-border with the Russian Federation. In total, there are 10 main railway lines and 90 branch 

lines.119 The railways in Democratic People’s Republic of Korea connect with China Railways on the routes 

running Sinuiju (Democratic People’s Republic of Korea)-Dandong (China); Nampo (Democratic People’s 

Republic of Korea)-Ji’an (China), and Namyang (Democratic People’s Republic of Korea)-Tumen (China). There 

is one connection to Russian Railways: Tumangang (Democratic People’s Republic of Korea)-Khasan (Russian 

Federation) (Figure 23). 

 

Table 65 Transport modal shares in Democratic People’s Republic of Korea and Republic of Korea (2014), 

percentage 

 

 

Democratic People’s 

Republic of Korea 
Republic of Korea 

Passenger Freight Passenger Freight 

Rail transport 74.8 90.7 13.2 10.9 

Road transport 24.9 6.1 85.0 51.4 

Maritime transport 0.3 3.2 0.2 37.5 

Air transport - - 1.6 0.2 
Source: Hyundai Economic Research Institute 

 

The deterioration of facilities and the aging of rolling stock are important issues for the railways of the 

Democratic People’s Republic of Korea, as they bring safety risks and decreasing speeds. The problem becomes 

even more serious when the mountainous terrain is taken into account, and therefore the number of bridges, 

tunnels and curves along tracks.120 

 Road transport carried only a quarter of passengers and just 6 per cent of freight (Table 65 Transport 

modal shares in Democratic People’s Republic of Korea and Republic of Korea (2014), percentage 

5) in 2014, meaning that trucks and buses are used mainly to deliver passengers and goods to/from railway 

stations or to areas not served well by railways. In combination with the high level of electrification, the situation 

might be a signal of adaptation to the persistent lack of liquid fuel in the country.121 

 

 

 

 

 

 

 

 

 

                                                                                                                                                                                     
Northeast Asia in the 21st Century: Focusing on Land Transport Linkages between Korea and China”. KRIHS Special Reports (Korea 

Research Institute for Human Settlements, June 2003), 

https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=0ahUKEwiF59ygocfVAhUX62MKHcCJ

B94QFggmMAA&url=http%3A%2F%2Fwww.krihs.re.kr%2FfileViewer.do%3Ffname%3D7A5A9F4B9527404992F54240E53C29D9.pdf

%26path%3D7%26oname%3DSR3.pdf&usg=AFQjCNHn_dL-l9_rBcgyFwmZjNfghtmxOg. 

118 United Nations Treaty Collection. 

https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-C-5&chapter=11&clang=_en. 

119 Tsuji, “The Transport Infrastructure of the DPRK”. 

120 Ibid. 

121 Ibid. 
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Table 66 Length of railway lines, km 

 

Year 

Democratic People’s 

Republic of Korea Republic of Korea 

1970 4,043  3,193  

1975 4,292  3,144  

1980 4,370  3,135  

1985 4,516  3,121  

1990 5,045  3,091  

1995 5,112  3,101  

2000 5,214  3,123  

2005 5,235  3,392  

2008 5,242  3,381  

2009 5,242  3,378  

2010 5,265  3,557  

2011 5,298  3,559  

2012 5,299  3,572  

2013 5,299  3,588  

2014 5,302  3,590  

Source: Ministry of Unification, Republic of Korea. 

 

Table 67 Length of electrified railway lines 

 

Year  

Democratic People’s Republic of Korea Republic of Korea 

Length (km) Percentage electrified Length (km) Percentage electrified 

1990 3,194 63.3 522.4 16.9 

1995 4,030 78.8 556.3 17.9 

2000 4,189 80.3 668.7 21.4 

2005 4,211 80.4 1,665.8 49.1 

2006 4,211 80.4 1,818.4 53.6 

2007 4,211 80.4 1,817.8 53.5 

2008 4,211 80.4 1,843.4 54.5 

2009 4,211 80.3 1,889.0 55.9 

2010 4,229 79.8 2,147.0 60.4 

2011 4,229 79.8 2,357.7 66.2 

2012 4,229 79.8 2,445.3 68.5 

2013 4,229 79.8 2,453.8 68.3 

2014 4,232 79.8 2,456.7 68.4 

Source: Ministry of Unification, Republic of Korea. 
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Figure 24 Road network in Democratic People’s Republic of Korea 

 

 

Source: Kim et al., 2003.122 

 

Roads in Democratic People’s Republic of Korea are classified into highways and Level I-IV roads. By 

estimates, less than 10 per cent of the ordinary roads in Democratic People’s Republic of Korea are paved.123 

There are eight highways with a total length of 729 km (Table 68). Five of them connect Pyongyang with Sunan 

(15km), Wonsan (189km), Nampo (46km), Kaesong (170km), and Huichon (120km). The others are 

Wonsan-Mt. Kumgang (114km) and Sariwon-Sinchon (30km).124  

 Since 2012, Democratic People’s Republic of Korea has been a party to the Intergovernmental Agreement 

on the Asian Highway (AH) Network (2003) 125  and is traversed by AH1 

                                                 
122 Kim, Hong, and Nam, “Building Infrastructure for the Facilitation of Economic Cooperation in Northeast Asia in the 21st Century: 

Focusing on Land Transport Linkages between Korea and China”. 

123 Tsuji, “The Transport Infrastructure of the DPRK”. 

124 Ibid. 

125 United Nations Treaty Collection, 

https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-B-34&chapter=11&clang=_en. 
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(MDL-Gaesung/Kaesong-Pyongyang-Sinuiju); AH6 (Kosong-Wonsan [-Pyongyang]-Chongjin-Sonbong-border 

with the Russian Federation); and AH32 (Sonbong-Wonjong [border with China]). The AH1 in Democratic 

People’s Republic of Korea, from the border with Republic of Korea to Gaesung/Kaesong, is a Class III road, and 

then Class I onwards to Pyongyang. From Pyongyang to Sinuiju it is Class I with sections below Class III.126 The 

AH6 from Wonsan to Pyongyang is Class I.127 Overall, it is known that the road network between Pyongyang and 

Nampo, and Pyongyang and Kaesong, as well as the route to South Pyongan Province is in a better state than roads 

in other parts of the country.128  

Table 68 Length of roads, km 

 

Year 

Democratic People’s Republic of Korea Republic of Korea 

Road Highway Road Highway 

1970 20,000  -  40,224 551 

1980 21,000 225 46,951 1,225 

1990 23,000 354 56,715 1,551 

1995 23,339 644 74,237 1,825 

2000 23,633 724 88,775 2,131 

2002 25,495 724 102,293 2,968 

2008 25,800 752 104,236 3,447 

2009 25,854  -  104,983  -  

2010 25,950 727 105,565 3,859 

2011 26,110 727 105,931 3,913 

2012 26,114 727 105,703 4,044 

2013 26,114 727 106,414 4,111 

2014 26,164 729 105,673 4,139 

Source: Ministry of Unification, Republic of Korea. 

  

 Eleven bridges over the Yalu and Tumen rivers connect Democratic People’s Republic of Korea and China. 

The main bilateral crossings are Sinuiju (Democratic People’s Republic of Korea)-Dandong (China), Namyang 

(Democratic People’s Republic of Korea)-Tumen (China), and Wonjong (Democratic People’s Republic of 

Korea)-Quanhe (China). 

 Among the main seaports in Democratic People’s Republic of Korea, Nampo, Songrim and Haeju are 

located on the west coast and Chongjin, Rajin, Songbong, Hungnum and Wonsan are on the east coast. The ports 

are smaller when compared to the main ports of Republic of Korea. Estimates for the port of Nampo (the port with 

the largest turnover) are 13.5 million tons of turnover in 2012 (Table 69), while data for Busan, the busiest port in 

Republic of Korea, cites 292 million tons of turnover in the same year.129 

 

Table 69 International seaports in Democratic People’s Republic of Korea (2012) 

 

Port  

Cargo 

handling 

capacity 

(million tons) 

Berthing 

capacity 

(thousand 

tons) 

Draft 

(m) 

Berth length 

(m) 

Cargo commodity Trading routes Percentage 

of 

international 

trade 

                                                 
126 Asian Highway Database. http://www.unescap.org/our-work/transport/asian-highway/database. 

127 Asian Highway Database. http://www.unescap.org/our-work/transport/asian-highway/database. 

128 Stanislas Roussin and César Ducruet, “The Nampo-Pyongyang Corridor: A Strategic Area for European Investment in DPRK” (Recent 

Changes in North Korea and the Role of the European Union, Seoul, Republic of Korea, 2007), 1–27, 

https://halshs.archives-ouvertes.fr/halshs-00459751/document 

129 Korean Statistical Information Service. http://kosis.kr. 
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Port  

Cargo 

handling 

capacity 

(million tons) 

Berthing 

capacity 

(thousand 

tons) 

Draft 

(m) 

Berth length 

(m) 

Cargo commodity Trading routes Percentage 

of 

international 

trade 

Nampo 13.51  50 9-11 4,000  Coal, cement, general 

cargo 

Shanghai, Dalian, 

South Asia, 

Africa, Europe 

28.9 

Chongjin 8.00  20 7 2,138  General cargo, grains, 

steel, coal 

Vladivostok 24.2 

Hungnam 4.00  10 11 1,634  Fertilizers   11.5 

Rajin 3.00  15 11 2,515  Magnesite Sokcho, Busan 9.3 

Sonbong 2.00  5 12 1,253  Coal, fertilizers, wood   10.6 

Wonsan 1.70  10 7 3,166  Cement, fish Vladivostok, 

Shimonoseki 

2.8 

Haeju 2.40  10 10 1,348  Cement, other ores   9.8 

Songrim 1.00   - 11 900  Iron ore, coal   2.9 
Source: Ministry of Unification, Republic of Korea. 

    

There are 35 airports with paved runways in Democratic People’s Republic of Korea. The only 

international airport is located in the vicinity of Pyongyang (Soonan International Airport).130  

 The main transport connections between Democratic People’s Republic of Korea and its neighbours are 

complemented by zones that have special economic regimes. There are over 20 zones with special regimes in 

Democratic People’s Republic of Korea, eight of them and Kaesong/Gaesung Industrial Complex (Table 70) are 

at central level and 16 at local level. Most of the zones are located near the AH1 and AH6 routes, with major 

clusters of such zones close to the border with China at Sinuiju, as well as near Nampo Port, Pyongyang. 

The progress of these zones is not always clear nor well known (except for Kaesong/Gaesung Industrial 

Complex, which has been closed since 2016). Nonetheless, the existence of these zones and the legal frameworks 

for them – even though only the Rason zone has a logistics component explicitly in its specialization – might be 

an important factor in the development of international transport corridors running through the Korean Peninsula. 

 

Table 70 Special Economic Zones at central level in Democratic People’s Republic of Korea 

 

Name (location) Closest border crossings, AH route, 

seaport 

Specialization Established 

Rason Economic and 

Trade Zone  

(Rason directly governed 

city: area of Rajin and 

Sonbong ports) 

Wonjong (Democratic People’s 

Republic of Korea)-Quanhe (China) 

road border crossing 

Tumangang (Democratic People’s 

Republic of Korea)-Khasan (Russian 

Federation) railway border crossing 

Namyang (Democratic People’s 

Republic of Korea)-Tumen (China) 

railway border crossing 

AH6 

Comprehensive economic 

development zone: 

international transport, 

trade, investment, finance 

and tourism 

1991 

Sinuiju International 

Economic Zone 

(Sinuiju City, North 

Sinuiju (Democratic People’s Republic 

of Korea)-Dandong (China) road and 

railway border crossing 

Comprehensive economic 

development zone: airport, 

open port, new 

2002 

                                                 
130 Kelvin Ka Liong Pang, “North Korea: Transport and Logistics Scenarios and South Korean Enterprises’ Location Decisions”, (School of 

Management, Plymouth Business School, University of Plymouth, 2011). 
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Name (location) Closest border crossings, AH route, 

seaport 

Specialization Established 

Pyongyang Province) AH1 technologies, trade, 

tourism, finance and 

bonded processing 

Special Zone for 

International Tourism of 

Mt. Kumgang  

(Mount Kumgang tourist 

region, formerly part of 

the Kangwon Province) 

Kosong (Democratic People’s Republic 

of Korea)-Ganseong (Republic of 

Korea) road border crossing 

Onjongri (Democratic People’s 

Republic of Korea)-Jeojin (Republic of 

Korea) planned rail connection  

AH6 

Tourism 2002 

Kaesong Industrial 

Complex 

(Kaesong/Gaesung) 

Panmunjom (Democratic People’s 

Republic of Korea)-Munsan (Republic 

of Korea) road border crossing 

Bongdong (Democratic People’s 

Republic of Korea)-Dorasan (Republic 

of Korea) railway border crossing 

AH1 

Light industries, textiles 

and garments 

2002 

Hwanggumpyong and 

Wihwado Economic 

Zone  

(islands in the Yalu river, 

Sinuiju City, North 

Pyongyang Province) 

Sinuiju (Democratic People’s Republic 

of Korea)-Dandong (China) road and 

railway border crossing 

AH 1 

Comprehensive economic 

development zone: 

information industry, light 

industry, agriculture, trade 

and tourism 

2011 

Kangryong International 

Green Model Zone 

(South Hwanghae 

Province) 

Haeju Port Comprehensive economic 

development zone: green 

industries.  

Progress unclear 

2014 

Unjong Cutting-Edge 

Technological 

Development Zone 

(Pyongyang) 

AH 1 Comprehensive economic 

development zone: 

information technologies, 

nano-technology, new 

materials and 

bioengineering 

2014 

Jindo Export Processing 

Zone 

(Nampo City) 

Nampo Port Export processing zone: 

light products and chemical 

products 

2014 

Source: Adapted from M. Mimura, Yonhap News Agency, 2015.  
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Table 71 Special Economic Zones in Democratic People’s Republic of Korea 

 

1 Sinuiju International Economic Zone 9 Hungnam Industrial Development 

Zone 

17 Jindo Export Processing Zone 

2 Kangryong International Green Model 

Zone 

10 Wiwon Industrial Development 

Zone 

18 Sinphyong Tourist Development Zone 

3 Unjong Cutting-Edge Technological 

Development Zone 

11 Chongnam Industrial 

Development Zone 

19 Onsong Island Tourist Development Zone 

4 Manpho Economic Development Zone 12 Pukchong Agricultural 

Development Zone 

20 Chongsu Tourist Development Zone 

5 Chongjin Economic Development 

Zone 

13 Orang Agricultural Development 

Zone 

21 Rason Economic and Trade Zone 

6 Hyesan Economic Development Zone 14 Sukchon Agricultural 

Development Zone 

22 Hwanggumphyong and Wihwado Economic 

Zone 

7 Amrokgang Economic Development 

Zone 

15 Waudo Export Processing Zone 23 Wonsan-Mt. Kumgang International 

Tourism Zone 

8 Hyondong Industrial Development 

Zone 

16 Songrim Export Processing Zone 24 Special Zone for International Tourism of 

Mt. Kumgang 
Source: M. Mimura, 2015.131 

                                                 
131 Mitsuhiro Mimura, “The Newly Created Economic Development Zones in the Democratic People’s Republic of Korea: In Relation to the 

New Economic Policy under the Kim Jong Un Government”, The Northeast Asian Economic Review 3, no. 1 (June 2015): 27–37. 
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B. Country profile for Republic of Korea 

 

With roads taking the top spot, railways are the second-most favoured mode of transport in terms of passenger 

movement (13 per cent) and third most for cargo (11 per cent, after road and maritime transport) (Table 65). The 

country has 3,500 km of rail lines – less than in Democratic People’s Republic of Korea by both total length and 

by line density (Democratic People’s Republic of Korea has a density of 0.04 km/sq km, Republic of Korea 0.036 

km/sq km). 

Railways in Republic of Korea use a standard 1,435 mm gauge for both ordinary and high-speed lines. 

Over half of the network (59 per cent in 2015132) is double-tracked. The level of electrification is almost 70 per 

cent, having tripled since 2000. The electrification standard used is direct current 1.5kV DC (high-speed railways) 

and alternating current 25 kV AC. 

The Republic of Korea joined the Intergovernmental Agreement on the Trans-Asian Railway Network 

right at the beginning of 2006.133 Parts of the TAR network that exist in Republic of Korea are the lines: 

Busan-Daegu-Daejeon-Seoul-Dorasan-MDL; Gwangyang-Iksan-Daejeon; and Mokpo-Iksan-Daejeon. The 

Busan-Kyongju-Jejin railway line, which only partially exists, is included as a potential link. 

One fifth (22 per cent in 2015134) of freight is carried by the Jungang Line, which runs from Seoul to 

Gyeongju in the southeast of Republic of Korea. Other popular lines for freight are the Taebaek Line in the 

northeast (North Chungcheong and Gangwon provinces), and the Nambu Hwamul Line (freight line that serves 

Gyeongin Inland Container Depot). 

The Gyeongbu Line, which connects Seoul to Daejeon, Daegu and Busan, is the most frequented passenger line 

in Republic of Korea. The conventional part of it transports 54 per cent of passengers (2015), its high-speed 

railway – which runs along the same corridor – comes in second, and the third most frequented is the Honam Line, 

connecting Seoul to Gwangju and Mokpo, which carries 5 per cent of passengers.135  

Road transport carries 85 per cent of passengers and 51 per cent of freight in the country. The length of 

roads and highways in Republic of Korea exceeds those in Democratic People’s Republic of Korea by about four 

times for each type (Table 68). There are plans to extend this network: Republic of Korea aims to create a grid of 

arterial roads, seven from north to south and nine from east to west. It is planned that the arterial roads (express 

highways) will connect areas with heavy traffic, bypassing the major cities.136 The road network is almost fully 

paved (92.4 per cent in 2016).137 

The Republic of Korea has been party to the Intergovernmental Agreement on the Asian Highway Network 

since 2004,138 and is traversed by two AH routes: AH1 and AH6. The AH1 is a Primary road by AH classification, 

and runs from Busan up to Seoul. The section that runs from Seoul to Munsan (Republic of Korea) is made up of 

both Class I and II roads.139 The AH6 in Republic of Korea runs from Gyeongju to Ganseong and the border with 

Democratic People’s Republic of Korea. It is Class I and II, with a section of Primary.140 

                                                 
132 Korea Railroad and Korea Rail Network Authority, Statistical Yearbook of Railroad 2016, accessed 9 August 2017, 

info.korail.com/common/downLoad.mbs?fileSeq=14518988&boardId=9863289. 

133 United Nations Treaty Collection. 

https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-C-5&chapter=11&clang=_en. 

134 Korea Railroad and Korea Rail Network Authority, Statistical Yearbook of Railroad 2016. 

135 Ibid. 

136 Hee-Seung Na and Korea Railroad Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR 

Transport Corridors. Individual Country Report: Republic of Korea” (Greater Tumen Initiative Secretariat, 2013), 

http://www.tumenprogramme.org/UploadFiles/%E6%96%B0%E5%BB%BA%E6%96%87%E4%BB%B6%E5%A4%B9/GTI%20corridors

%20Study%20ROK%20final%20report%20to%20publish.pdf. 

137 Korea Statistical Information Service. http://kosis.kr. 

138 United Nations Treaty Collection. 

https://treaties.un.org/Pages/ViewDetails.aspx?src=TREATY&mtdsg_no=XI-B-34&chapter=11&clang=_en. 

139 Asian Highway Database. http://www.unescap.org/our-work/transport/asian-highway/database. 

140 Asian Highway Database. Available from: http://www.unescap.org/our-work/transport/asian-highway/database. 
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Since railway connections with Democratic People’s Republic of Korea are currently closed and road 

transport is restricted, the country relies on seaports and maritime routes as well as air transport for international 

travel and trade. 

There are around 30 trade seaports in Republic of Korea, which had a total turnover of 1,064 million tons 

in 2013.141 The largest ports are located in the south of the country and on the west coast. Busan (292 million tons 

in 2013) and Gwangyang (210.5 million tons in 2013),142 the two leading ports, together process 48 per cent of 

this volume (Table 72). Other important ports are Incheon, Pyeongtaek-Dangjin, Pohang and Ulsan. 

 

Table 72 Port turnover in Republic of Korea, 2013 
  

Port Turnover, million tons 
Percentage share in Republic of Korea total port 

turnover 

Busan Port 292.1 27.6 

Gwangyang Port 210.5 19.9 

Incheon Port 96.8 9.2 

Pyeongtaek-Dangjin Port 92.0 8.7 

Pohang Port 91.3 8.6 

Ulsan Port 70.6 6.7 

Donghae. Mukho Port 27.1 2.6 

Gunsan Port 25.2 2.4 

Masan Port 19.4 1.8 

Taean Port 18.5 1.8 

Gyeongin Port 17.2 1.6 

Mokpo Port 15.6 1.5 

Hadong Port 14.4 1.4 

Daesan Port 13.1 1.2 

Samchonpo Port 12.0 1.1 

Boryeong Port 10.6 1.0 

Okgye Port 10.0 0.9 

Samcheok Port 8.3 0.8 

Jinhae Port 3.3 0.3 

Jeju Port 2.8 0.3 

Janghang Port 2.0 0.2 

Okpo Port 1.4 0.1 

Gohyeon Port 1.1 0.1 

Seogwipo Port 0.8 0.1 

Wando Port 0.3 0.0 

Sokcho Port 0.3 0.0 

Tongyeong Port 0.1 0.0 

Yeosu Port 0.0 0.0 

Jangseungpo Port 0.0 0.0 

Hosan Port 0.0 0.0 

Mukho Port 0.0 0.0 
Source: Korea Statistical Information Service. 

There are 16 airports in Republic of Korea. The largest are Incheon International Airport (44.1 million 

passengers in 2014), Gimpo International (17.5 million), Jeju International (17.1 million) and Gimhae 

                                                 
141 Korea Statistical Information Service. http://kosis.kr. 

142 Korea Statistical Information Service. http://kosis.kr. 
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International (7.9 million).143 

The Special Economic Zones in Republic of Korea complement the overall export-friendly environment, 

with free trade agreements concluded with over 50 partner countries. Due to limitations in land connections to the 

main transport corridors in Northeast Asia, the zones are located in the vicinities of the seaports (Table 73). 

However, in the event that the Democratic People’s Republic of Korea-Republic of Korea land links are restored, 

the zones might benefit from the usage of the AH1, AH6 and the TAR, and generate freight trade for them.  

 

Table 73 Free Economic Zones in Republic of Korea 

 

Name (location) Closest 

border 

crossings, 

seaport, AH 

route 

Specialization Established 

Incheon (Incheon) Incheon 

International 

Airport 

Incheon Port, 

AH1 

Aviation logistics, biopharmaceuticals, R&D, 

finance, tourism, leisure and high-tech 

2003 

Busan-Jinhae (Busan 

[Gangseo-gu], Gyeongnam 

[Jinhae]) 

Gimhae 

Airport, New 

Busan Port, 

AH1, AH6 

Shipbuilding, car-making and machinery, tourism 

and leisure 

2004 

Gwangyang bay area (Jeonnam 

[Yeosu, Suncheon, Gwangyang], 

Gyeongnam [Hadong]) 

Gwangyang 

Port, Yeosu 

Airport 

Logistics, manufacturing, housing and tourism 2004 

Yellow Sea (Cheongnam 

[Dangjin, Asan, Seosan], 

Gyunggi [Pyungtaek, Hwasung]) 

Pyeongtaek 

Port, Dangjin 

Port, AH1 

Auto parts, semiconductors, steel, petro-chemistry 

and high-tech 

2008 

Daegu-Gyeongbuk (Daegu, 

Gyeongbuk, [Gyeongsan, 

Yeongcheon, Pohang]) 

Pohang 

Yeongilman 

Port, AH6 

R&D, IT convergence, transport components and 

medical businesses 

2008 

Saemangeun-Gunsan (Jeonbu 

[Gunsan, Buan]) 

Gunsan Port  

Saemangeum 

Port 

Renewable energy, new industries and international 

maritime tourism and leisure, Republic of 

Korea-China economic cooperation 

2008 

East coast (Gangwon [Donghae, 

Gangneung]) 

YangYang 

International 

Airport, 

Donghae 

Port, AH6 

Cutting-edge green materials, nonferrous metals, 

international logistics, four-season maritime tourism 

and winter tourism 

2013 

Chungbuk (Cheongwon, 

Cheongju) 

Cheongju 

International 

Airport 

IT-biotechnology convergence, solar energy 

generation, semiconductor manufacturing and 

biotechnology 

2013 

Source: Free Economic Zone Planning Office, Republic of Korea.144 

 

                                                 
143 Oxford Economics, “The Importance of Air Transport to South Korea” (IATA, December 2016), 

https://www.iata.org/policy/Documents/benefits-of-aviation-south-korea-2017.pdf. 

144 Free Economic Zone Planning Office, Republic of Korea. http://www.fez.go.kr. 
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C. Transport and logistics infrastructure connecting Democratic People’s Republic of 

Korea and Republic of Korea 

 

In the past, four railway lines connected the current territories of Democratic People’s Republic of Korea 

and Republic of Korea (Figure 255): the Gyeongui Line (Seoul [Republic of Korea]-Sinuiju [Democratic People’s 

Republic of Korea]), opened in 1906; the Gyeongwon Line (Seoul [Republic of Korea]-Wonsan [Democratic 

People’s Republic of Korea], opened in 1914; the Mt. Kumgang/Geumgangsan Line (Seoul [Republic of 

Korea]-Mt. Kumgang [Democratic People’s Republic of Korea], opened in the 1920s; and the Donghae 

North/Bakbu Line (Samcheok [Republic of Korea]-Anbyon [Democratic People’s Republic of Korea]), which 

opened in the 1930s).145 The restoration and reconstruction of the Gyeongui Line and the Donghae North Line 

were implemented in 2000-2004. This was followed by the conclusion of agreements on railway and vehicle 

operations between Democratic People’s Republic of Korea and Republic of Korea.146 Both lines operated in 

2007-2008, but train movement stopped due to restrictions from the Democratic People’s Republic of Korea 

side. 147  At present, Republic of Korea is looking into the possibilities of restoring the Gyeongwon and 

Mt. Kumgang lines. 

Figure 25 Land connections between Democratic People’s Republic of Korea and Republic of Korea 

 

Source: Kim et al., 2003.148 

 

                                                 
145 Pang, “North Korea: Transport and Logistics Scenarios and South Korean Enterprises’ Location Decisions”. 

146 Na and Korea Railroad Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport 

Corridors. Individual Country Report: Republic of Korea”. 

147 Chang-Nam Ko, “Present Status of Trans-Korean Railways and Plan for Connection with Trans-Siberian Railway” (Ad hoc Expert Group 

Meeting on Facilitation of International Railway Transport, Bangkok, Thailand, 12 March 2015), 

http://www.unescap.org/sites/default/files/Rep%20of%20Korea%20-%20Present%20Status%20of%20Trans-Korean%20Railways.pdf. 

148 Kim, Hong, and Nam, “Building Infrastructure for the Facilitation of Economic Cooperation in Northeast Asia in the 21st Century: 

Focusing on Land Transport Linkages between Korea and China.” 
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Railways play an important role in the vision of Republic of Korea to become a gateway for Asia-Europe 

land transport when the land connection to the Trans-Siberian Railway and the Chinese railways is restored. 

Despite their sharing of a common gauge, there are technical differences between the railways in Democratic 

People’s Republic of Korea and Republic of Korea that would have to be addressed to establish regular railway 

operations through the Peninsula, beyond the sections that were operating in 2007-2008: 

• different gradients, dimensions of wagons and locomotives; 

• differences in traction, designed maximum speeds, coupling and brake standards; 

• differences in signalling systems, power supplies and track circuits; 

• differences in weight of tracks and the quality of sleepers.149 

 

There are 13 closed-road connections between Democratic People’s Republic of Korea and Republic of 

Korea, six of which are national roads. In 2004, two of the roads – the Gyeongui route along the AH1 (Kaesong 

[Democratic People’s Republic of Korea]-Seoul [Republic of Korea]) and the Donghae route along the AH6 

(Mt. Kumgang zone [Democratic People’s Republic of Korea]-Ganseong [Republic of Korea]) – were rebuilt, and 

they are used for bilateral passenger and freight transport. Data from the Ministry of Unification shows that in 

2003-2015, the majority of traffic used the Gyeongui route, leading to the Kaesong/Gaesung Industrial 

Complex.150 

Border crossings on both the western (Dorasan for the Gyeongeui Line and AH1) and eastern (Jejin for 

the Donghae North Line and AH6) sides of the country are equipped with road and railway transit facilities, and 

logistics centres that include customs inspection and quarantine facilities. The Dorasan border crossing has a 

container yard.151   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                 
149 You, Koo, and Kim, “A Technical Review for Kyungeui Line Connection. Korea Railroad Research Institute”. 

150 Ministry of Unification, Republic of Korea, “Inter-Korean Traffic”. Accessed 20 June 2017: 

http://eng.unikorea.go.kr/download.do?filename=54198_201708081545509431.pdf. 

151 Na and Korea Railroad Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport 

Corridors. Individual Country Report: Republic of Korea”. 



 

   
 

 

 

129 

LIST OF ABBREVIATIONS 

 

AH  – Asian Highway 

BCMIS  – Border Crossing Management Information System 

CIM  – Uniform Rules concerning the Contract of International Carriage of Goods by Rail 

CIS  – Commonwealth of Independent States 

CMR  – Contract for the International Carriage of Goods by Road  

COTIF  – Convention concerning International Carriage by Rail 

DPRK  – Democratic People's Republic of Korea 

ECE  – Economic Commission for Europe 

EEC  – Eurasian Economic Commission 

ESCAP  – Economic and Social Commission for Asia and Pacific 

ETT  – Agreement on the Uniform Transit Tariff  

EURASEC – Eurasian Economic Community  

FAL  – Facilitation of International Maritime Traffic 

GTI NEA LCC – Greater Tumen Initiative Northeast Asia Local Cooperation Committee 

GTI  – Greater Tumen Initiative 

MDL   – Military Demarcation Line 

MPT  – Agreement on the International Passenger Tariff 

MTT  – Agreement on the International Railway Transit Tariff (MTT 

NEA  – Northeast Asia 

OSJD  – Organisation for Co-operation between Railways 

OTIF  – Intergovernmental Organization for International Carriage by Rail 

PGW  – Agreement on Rules for the Use of Wagons in International Traffic 

PPW  – Agreement on Rules for the Use of Coaches in International Traffic 

ROK  – Republic of Korea 

SMGS  – Agreement on International Goods Transport by Rail 

SMPS  – Agreement on International Passenger Transport by Rail 

TAR  – Trans-Asian Railway 

TEU  – Twenty-foot Equivalent Unit  

TKM  – Ton Kilometres 

TLC  – Terminal and Logistics Centre 

UIC  – International Union of Railways 

UN  – United Nations  
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