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9. SUMMARY OF MAIN CONCLUSIONS AND RECOMMENDATIONS

The principal conclusions and recommendations of the report are summarized in this
section. The report itself can provide a suitable foundation for a comprehensive
Development Plan for the Trans-Asian network in the subregion. Such a Development Plan
is a prerequisite for the harmoni2:ed development of the components of the subregional
Trans-Asian Railway under the control of various national railway organizations. Before such
a Development Plan can be finalized, however, it will be necessary to fill in various
information gaps which have been identified during the course of this study. These
information gaps are addressed in this section, as are recommendations for follow-up
actions by all parties participating in the study.

9.1 An Operational ObjectivE! for the Trans-Asian Railway in the Indo-China and
ASEAN Subregion

Conclusion 1: A guiding operational objective, which adequately defines the
expected role of the subregional TAR, must be established.

It was apparent from the outset of the study that a TAR network in the subregion
was only ever likely to satisfy demand for the movement of freight and people
between and among the countries of the subregion itself. Unlike the Northern TAR
Corridor (Northeast Asia to Europe), the network in the ASEAN and Indo-China
subregion, even if linked to Europe through China or the Indian subcontinent and the
Islamic Republic of Iran, is unlikely to provide a viable alternative to the shipping
mode for inter-regional movements of freight. The reason for this is the multiplicity
of national borders throu~lh which trains would have to pass, coupled with the
expense of providing missing links in the network and the expense of bridging
differences in track gauge. Thus, the operational objective for the subregional
network must reflect the primary advantages of the network in satisfying
subregional transport demands.

Recommendation 1: It is recommended that the following operational objective for
the Trans-Asian Railway be adopted:

"The Trans-Asian Railway in the Indo-China and ASEAN
Subregion should in future provide an efficient and competitive
means of transporting containers between and among the
countries of the subregion, with a minimum of border crossing

delays"

9.2 Network Designation (R~tf. Section 2 of this report)

Conclusion 2: A Trans-Asian Railway network in the countries of the Greater
Indo-China subregion was identified by the participating
railway organizations on the basis of the four line inclusion
criteria set out in Section 2 of this report.
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The network (including missing links) would have a route length of 10,050 km, of
which 2,517 km would be in Thailand; 784 km in Cambodia; 2,374 km in Viet Nam;
2,040 km in China; 570 km in the Lao People's Democratic Republic; and 1,765 km
in Myanmar. The identified network would connect five national capital cities
(Bangkok, Phnom Penh, Vientiane and Yangon) as well as one provincial capital city
(Kunming) and would provide connections between these cities and major container
handling ports at Laem Chabang (Thailand), Sihanoukville (Cambodia), Haiphong
(Viet Nam) and Yangon (Myanmar). Of the consolidated route length of 10,050 km,
some 7,461 km would be of metre (1,000 mm) track gauge and 2,589 km would be
of standard gauge (1,435 mm) or dual standard/metre gauge (1,435/1,000 mm) track
-most of the latter being in China and (in future) in the Lao People's Democratic

Republic.

Recommendation 2: It is recommended that the TAR network in the ASEAN
countries identified by the participating railway
organizations be formally designated as such.

9.3 Benchmarks for Competitive Service (Ref. Section 3 of this report)

Conclusion 3: The main competition for rail is provided by road transport
container feeder services between the main container handling
ports and the inland manufacturing centres of the subregion.
Subject to its ability to provide transit times and tariffs which
are competitive with those of its road competitors, rail has the
opportunity of capturing a large share of container feeder
transport in: Cambodia (between Sihanoukville Port and
Phnom Penh); Viet Nam (between Haiphong Port and Hanoi);
the Lao People's Democratic Republic (between Vientiane and
Laem Chabang Port); and Myanmar (between Yangon and

Mandalay).

Recommendation 3: It is recommended that: the railway organizations of the
subregion actively develop a focussed marketing
strategy, operational plan (incorporating the operation
of block container trains) and tariff structure aimed at
securing container transport business.

9.4 Recommended Minimum Technical Standards (Ref. Section 4 of this report)

Conclusion 4: A primary requirement for the subregional TAR to cany all
kinds of containers, including high cube and super high cube
containers,' imposes on the railway systems of the subregion
structure gauge dimensions which are compatible with the
highest profile containers -unless alternative measures, such
as the adoption of low profile wagons, can be applied. In terms
of required axle load, neither the prevailing locomotive gross
weights nor the prevailing gross weights for container wagons
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would suggest a need to adopt axle loads of greater than 15
tonnes. Although there may be operational advantages in
scheduling container block trains to run at or near passenger
train speeds, such a measure would not be necessary in order
for rail to secure a competitive advantage over road operators
in the transpolt of containers, although improved transit times
could be achieved if the maximum speeds of freight trains
were lifted to 70 kmlhr .

Recommendation 4: The following technical and operational standards are
recommended for the future development of the subregional TAR network:

(i) Structure gauge dimensions to be compatible with the
dimensions of super high cube (ie. 9 ft 6 ins high)
containers -unless alternative measures can be
applied to ensure the unimpeded passage of these
containers through structures on designated TAR
routes;

(il) An axle load limitation of 15 tonnes to apply on all
designated TAR routes;

(iii) For designated TAR links, the standard of track and
structures should be upgraded to the extent necessary
to achieve maximum speeds for freight trains of 70
km/hr.

(iv) Uniform train lengths to apply for cross border
operations. The train length which should apply in the
case of container trains operating on the TAR network
in the subregion is about 460 metres. This would
require a standard crossing track length on single line
sections of 500 metres.

9.5 Specific Container Handling Needs (Ref. Section 6 of this report)

Conclusion 5: Adequate container handling capacity appears to be available
in existing and planned port facilities to pennit growth in rail
transported container volume at the rates forecasted (8-11 per
cent per annum) for at least the next 10 years. However,
improved linkages of rail to port facilities will be required at
some locations (eg. Haiphong and Yangon) in the short tenn.
In addition, the development of rail served Inland Container
Depots (ICDs), now in its infancy in the subregion needs to be
accelerated and the development of these facilities needs to
accomodate the most efficient railway operating practices
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(such as the abi/ity to operate fu/llength block trains into ICD

rai/loading/unloading areas).

Recommendation 5: Consideration should be given to improving rail access
to container berths and stacking areas at the ports of
Haiphong and Yangon, as well as to accelerating the
development of ICDs in Phnom Penh, Hanoi and

Manda/ay.

9.6 TAR Network Development Needs (Ref. Section 7 of this report)

Conclusion 6: Comparison of the current technical status of designated TAR
links with the recommended standards (identified in .Section 4
of this report) revealed that relatively few of these links can
accomodate the transportation of super high cube (9ft. 6ins
high) containers, and that some links do not conform with the
required axle load limitation of 15 tonnes.

Recommendation 6: It is recommended that:

(i) The railway organizations of Cambodia and Viet Nam,
in parlicular, underlake a detailed study of the relative
costs and benefits of investing in low floor container
wagons as an alternative to expanding the dimensions
of critical structures in order to accomodate super high
cube containers. (It should be noted that such a
detailed study will require that detailed site surveys of
all structures, especially bridges, on designated TAR
links be undertaken, since the full extent of structure
limitations on most TAR links is not known);

(ilj Consideration should be given by the Myanma
Railways to the timing and methods of upgrading
approximately 1 J 439 route km of designated TAR route
to 15 tonne axle load standards. (In the short term, it
may be possible to limit the scale of this upgrading
work to those line sections which are critical for
container movement, involving no more than about 650
km of the total route km estimated to require

upgrading).

9.7 Facilitation Measures for Cross Border Transport on the TAR in the ASEAN
Countries (Ref. Section 8 of this report)

Conclusion 7: (i) Although there is cu"ently no border crossing railway
traffic in the Indo-China subregion, consideration needs
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to be given to the adoption of bilateral and international
transit agreements and customs control procedures
which will minimize the delay to border crossing traffic,
in order to secure a competitive advantage for rail in
the future intemational transportation of containers. ill
oarticular. the Customs Convention on Containers
(1972) and the Intemational Convention on the
Harmonization of Frontier Control of Goods (1982)
could orovide benefits to the countries of the subreaion
in imolementina customs control orocedures which will
contribute to a smooth and raoid flow of rail traffic
across their borders.

(ii) The Railway Joint Working Agreement between
Thailand and Malaysia is a good example of the
cooperative spirit which can and should exist between
the railway organizations of adjoining countries in
managing the flow of railway traffic across their
national borders. By establishing a single 'Joint" border
station, instead of independent stations either side of
the border, this Agreement avoids the duplication and
wastage of operating resources and personnel and
contributes to the sp~edy transfer of traffic from one
railway system to the other.

Recommendation 7: It is recommended that:

strong consideration be given by the countries of the
subregion to their accession to the abovementioned
international conventions relevant to rail traffic, and to
adopting bilateral railway operating agreements (such
as the Ma/aysialThailand Joint Working Agreement)
which will facilitate the efficient exchange of
intemational rail traffic with neighbouring railway

systems.

(i)

ESCAP develop, with the possible cooperation of the
Thai and Malaysian railway organizations a model
railway joint working agreement, based on the
proposed Thailand/Malaysia Agreement, for application
throughout the region.

(ii)
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