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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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SUMMARY 

The drive to establish a cohesive and efficient transport system in the United Nations Economic and Social Commission 

for Asia and the Pacific (ESCAP) region is backed by the regional Intergovernmental Agreement on the Asian Highway 

Network (2004), the Intergovernmental Agreement on the Trans-Asian Railway Network (2006), the Intergovernmental 

Agreement on Dry Ports (2013), the Regional Strategic Framework on the Facilitation of International Road Transport 

(2012), and the Regional Cooperation Framework for the Facilitation of International Railway Transport (2015). These 

documents set goals for the technical standards of roads, railways and multimodal facilities, guide investment 

prioritization, and set a basis for the interoperability of networks and the overall operationalization of transport routes. 

Once operational goals have been achieved and the regional transport network has been brought in line with required 

technical standards, there will be further possibilities for realizing integrated and reliable land transport alternatives to the 

existing sea route between Asia and Europe. Along with increasing the efficiency of haulage options and shortening 

delivery times, these routes will promote the appearance of the new growth hubs in Asia. 

To meet these new challenges, strategic planning must be subject to regular updates that incorporate recent progress and 

changes. This report is the starting point for these updates. The study focuses on three main groups of routes in the ESCAP 

region – the northern, central and southern Eurasian transport corridors (see Figure 2, Figure 7 and Figure 12) – and 

analyzes the state of existing infrastructure, the extent to which the routes are covered by regional, subregional and 

bilateral agreements and the efforts of multilateral initiatives.  

The selected corridors serve as a representation of the regional transport network. The routes cover 23 countries of the 

28-member Trans-Asian Railway (TAR) network and the 32-member Asian Highway (AH) network, incorporating 48 

border-crossing posts and connecting to 36 port cities.  

The routes included in the study share common infrastructure-related problems: 

 Missing railway links 

The southern and central Eurasian corridors are the most affected (Figure 8, Figure 13).  

 Substandard railway links 

The issue is most prevalent along the central and southern Eurasian corridors, and includes tracks 

in poor condition, a low electrification rate and a lack of double-tracked sections. 

 Out-dated rolling stock 

Old locomotives and wagons operating on the central and southern Eurasian corridors mean more 

maintenance costs, time lost for repairs, lower speeds and lower carrying capacities for trains. 

 Different railway gauges 

There are four gauge widths in use along the corridors included in the study: broad – 1,676 mm, 

1,520 mm; standard – 1,435 mm; and metre – 1,000 mm (see Figure 3, Figure 8 and Figure 13). 

Break-of-gauge related operations are one of the main sources of delays at railway border crossings. 

 Substandard road links 

Sections of roads graded Class III and below still exist at multiple locations in almost all countries 

along the corridors of the study (see Figure 4, Figure 9 and Figure 14). 

 A lack of modern intermodal facilities for inland logistics (dry ports, terminals, inland container 

depots, etc.) 

Operational gaps are mainly related to the following issues: 

 Border crossings 

Delays at border crossings are due to queuing, lengthy inspections, manual processing of 

documents, absence of separate lines for trucks and buses, lack of scanning equipment for cargoes 

and absence of risk-management techniques. 

 Exchange of road traffic rights 

No exchange of road traffic rights exists at the two border-crossing posts (BCP) of the Eurasian 

Central Corridor, and at 6 of the 11 road BCPs of the Eurasian Southern Corridor (see Figure 21, 

Figure 22 and Figure 23). For countries that have the exchange of traffic rights, the most common 

practice is to use a single round-trip permit. Cross-border mismatches exist in relation to differing 

aspects of countries’ road transport regulations and procedures. Such differences include weight 
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standards, customs requirements for the temporary importation of vehicles, and requirements for 

third-party liability insurance. 

 Challenges in the railway sector 

There is a need to enhance interoperability between railways governed by the Convention 

concerning International Carriage by Rail (COTIF), the Agreement on International Goods 

Transport by Rail (SMGS) and the Agreement on International Passenger Transport by Rail 

(SMPS). This can be achieved by the further extension in usage of the Common CIM/SMGS 

Consignment Note. There is no railway interoperability solution for the Eurasian Southern Corridor. 

On the central and northern Eurasian transport corridors there are issues with return procedures 

and the availability of wagons and containers, and the Eurasian Central Corridor has tariff issues. 

There is a need for operational solutions and infrastructure improvements to improve connectivity along the three groups 

of routes. This report explores options for both. 

Rough estimates of the costs to make the railway lines double tracked and electrified along the full length of the routes 

are $178 million, with 48 per cent of the sum required for the Eurasian Central Corridor and 40 per cent for the Eurasian 

Southern Corridor (for details see Table 13 and Table 14). 

Tentatively, $61.4 billion of investments may be required to bring the full length of the roads running along the three 

Eurasian Transport Corridors up to AH Class II and above. This sum would be distributed quite evenly between the 

Eurasian northern, central and southern corridors (see Table 16 and Table 17). 

Multiple investment options are available in the ESCAP region for interested countries: multilateral development banks 

(including the newly established Asian Infrastructure Investment Bank and New Development Bank), infrastructure 

investment funds, official development assistance agencies, etc. 

The coordinated efforts of all involved countries are needed to solve operational issues. This report suggests the 

development of a governance and management model for the Eurasian Transport Corridors, which will function as a 

platform and guide for the processes of coordination, cooperation and integration needed to optimize the corridors’ 

operations and services (for details, see the sample templates of the draft memorandums of understanding [MOUs] on the 

development of the Eurasian Transport Corridors on p.1532, p.1632 and p.1721). 
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LIST OF ABBREVIATIONS 
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BOT  – Build-Operate-Transfer  

BRI  – Belt and Road Initiative 

CAREC  – Central Asia Regional Economic Cooperation 

CCTO  – Central Corridor Transport Observatory 

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 

CPEC  – China – Pakistan Economic Corridor 

CPMM  – Corridor Performance Measurement and Monitoring 

CTO  – Corridor Transport Observatory 
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ECE  – (United Nations) Economic Commission for Europe 

ECO  – Economic Cooperation Organization  

ECO RMT – Economic Cooperation Organization Regular Monitoring of Trucks 

EDB  – Eurasian Development Bank 

EIRR  – Economic Internal Rate of Return 

ENPV  – Economic Net Present Value 

ESCAP  – (United Nations) Economic and Social Commission for Asia and Pacific 

ETDB  – ECO Trade and Development Bank 

EU  – European Union 

EurAsEC – Eurasian Economic Community 

EURIBOR – Euro Interbank Offered Rate  

EXIM Bank – Export and Import Bank 

FAL  – Facilitation of International Maritime Traffic 

GDP  – Gross Domestic Product 

GMS  – Greater Mekong Subregion 

GTI  – Greater Tumen Initiative 
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IBRD  – International Bank for Reconstruction and Development 

ICD  – Inland Container Depot 

IDA  – International Development Association 

IFC  – International Finance Corporation 

IFI  – International Financial Institution 

IMO  – International Maritime Organization 

IMT-GT  – Indonesia-Malaysia-Thailand Growth Triangle 

INSTC  – International North-South Transport Corridor 

IRR  – Internal Rate of Return 

IRU  – International Road Union 

IsDB  – Islamic Development Bank 

JICA  – Japan International Cooperation Agency  

KOICA  – Korea International Cooperation Agency 

Lao P.D.R  – Lao People's Democratic Republic 

LIBOR  – London Interbank Offered Rate  

MDBs  – Multilateral Development Banks 

MIGA  – International Multilateral Investment Guarantee Agency 

MOU  – Memorandum of Understanding 

NCTO  – Northern Corridor Transport Observatory 

NDB  – New Development Bank 

NELTI  – New Eurasian Land Transport Initiative 

NGO  – Non-Governmental Organization 

NPV  – Net Present Value 

OPEC  – Organization of the Petroleum Exporting Countries 

OSJD  – Organization for Cooperation between Railways 

OTIF  – Intergovernmental Organization for International Carriage by Rail 

PPP  – Public-Private Partnership 

ROK  – Republic of Korea 

RO-RO  – Roll-On, Roll-Off 

SASEC  – South Asia Subregional Economic Cooperation 

SCO  – Shanghai Cooperation Organization 

SCTO  – Southern Corridor Transport Observatory 

SKRL  – Singapore Kunming Rail Link 

SMGS  – Agreement on International Goods Transport by Rail 

SMPS  – Agreement on International Passenger Transport by Rail 

SPV  – Special Purpose Vehicle  

TAR  – Trans-Asian Railway Network 

TIR  – Transports International Routiers 

TPRI   – Transport Planning and Research Institute, Ministry of Transport, China 

TRACECA – Transport Corridor Europe-Caucasus-Asia 

UBTZ  – Ulaanbaatar Railway Joint Stock Company 
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UNDP  – United Nations Development Programme 

US  – United States of America 

USAID  – United States Agency for International Development 

USSR  – Union of Soviet Socialist Republics 

 

UNITS 

dwt  – deadweight tons 

ft  – foot 

ha  – hectare 

hrs  – hours 

km/h  – kilometer per hour 

sq m  – square meter 

TEU  – twenty-foot equivalent unit 

USD  – dollar of United States of America 

vpd  – vehicles per day 

$ refers to United States dollar 
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BACKGROUND 

The ESCAP region is vast and highly diverse economically, demographically and in terms of its available natural 

resources. Seamless connectivity is critical to the region fully uncovering its economic potential, in turn improving the 

quality of people’s lives.  

One step towards this goal would be cohesive and reliable road and railway networks in Asia, supported by efficient dry 

ports. These will provide the region with land alternatives to Asia – Europe sea transport routes, shortening times for 

economic exchange and providing stimuli for the appearance of the new growth hubs. 

ESCAP has led the way in work that has been fundamental to producing the main building blocks of Asia-Pacific 

cooperation for connectivity: the Intergovernmental Agreement on the Asian Highway Network; the Intergovernmental 

Agreement on the Trans-Asian Railway Network; the Intergovernmental Agreement on Dry Ports; the Regional Strategic 

Framework on the Facilitation of International Road Transport; and the Regional Cooperation Framework for the 

Facilitation of International Railway Transport. These agreements and frameworks provide the foundations for further 

efforts to establish fully operational multi-modal and multi-corridor connections between Europe and Asia.  

The strengthening of intra- and inter-regional connectivity requires comprehensive planning for both physical 

infrastructure and the harmonization of laws, regulations, standards and documents. This planning should be revised 

regularly to incorporate recent developments, achievements, technical and legal innovations and to meet evolving regional 

needs. The effectiveness of efforts to improve connectivity could also be improved by establishing a monitoring system 

that measures the fluidity of operations, and the efficiency of the international transport and trade corridors. 

This report – as part of efforts towards the realization of ESCAP resolution 71/8 – is a starting point for the preparation 

of a comprehensive plan to advance regional connectivity in accordance with recent developments. It aims to shed light 

on the operational gaps that exist along the selected Asia-Europe transport corridors in the context of existing regional 

transport networks and frameworks, subregional and national initiatives, and subregional and bilateral instruments. 

The study focuses on three main groups of routes: the Eurasian Northern Corridor, the Eurasian Central Corridor and the 

Eurasian Southern Corridor. These three corridors form a set of links between their main end points in Asia and those to 

the west of the ESCAP region. They travel via common transfer points in similar directions and are possible land 

alternatives to the traditional sea routes. The corridors are important for linking their end-point regions and for intra-Asian 

connectivity, and were selected based on the following criteria: they are truly intercontinental, linking Asia and Europe 

rather than being purely sub-regional or domestic for any member-country; they are multimodal, featuring rail and road 

wherever possible; and they follow the AH and TAR networks. These groups of routes have been studied to confirm the 

state of their physical infrastructure and the regulatory environment for international transport into which they fit.  

The findings of the study are based in part on the survey on border-crossing procedures and rules for cross-border road 

transport conducted by ESCAP in 2016; on the Asian Highway database maintained by ESCAP; on data gathered during 

the work of the ESCAP Regional Network of Legal and Technical Experts on Transport Facilitation; information in the 

ESCAP Database of Agreements Related to International Road Transport; on the body of existing transport reports and 

studies by international development and cooperation institutions; and information offered by respective governments. 

To achieve the objective of furnishing regional planners with the latest information for their regular updates, it is advisable 

that similar studies are conducted in the future. For follow-up studies, it may be beneficial to extend the layout of the 

studied routes to include, for example, areas such as the Korean Peninsula. 
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I. CORRIDORS: CURRENT STATUS, REPORTED ISSUES 

AND TECHNICAL LIMITATIONS 

I.1 EURASIAN NORTHERN CORRIDOR 

I.1.1 ALIGNMENTS 

The routes of the Eurasian Northern Corridor connect the ports of Northeast Asia (Russian Far East, and east and north-

east of China) to Europe via Trans-Siberian Railway branches that run through the Russian Federation, and routes running 

through Mongolia and Kazakhstan ( 

 

, Figure 2). 

 

Figure 1 Eurasian Northern Corridor: schematic routes 

 

 

 

The routes of the Northern Corridor are mostly traditional and well-established links between Europe and Asia, and are 

the object of international cooperation for improving connectivity under multiple frameworks, including the 

Intergovernmental Organization for International Carriage by Rail (OTIF), the Organization for Cooperation between 

Railways (OSJD), the Central Asia Regional Economic Cooperation (CAREC), the Greater Tumen Initiative (GTI), and 

the Euro-Asian Transport Linkages (EATL) joint project of the United Nations Economic and Social Commission for 

Asia and the Pacific (ESCAP) and the United Nations Economic Commission for Europe (ECE). Most branches of the 

Eurasian Northern Corridor are included in the plans, strategies or studies of these organizations under different names 

and indexes. 

 

Table 1 Overlapping initiatives for the main sections of the Eurasian Northern Corridor 

Branches of Eurasian Northern Corridor Shared with 

N1: Tianjin – Beijing – Ulaanbaatar – Ulan-Ude – 

Novosibirsk – Chelyabinsk – Samara – Moscow; 

CAREC Corridor 4; EATL routes 1, 6; GTI Siberian 

Land Bridge; OSJD Corridors 1, 11; OTIF Corridor 1; 

N1A: Vladivostok – Harbin – Chita; GTI Suifenhe Corridor; OSJD Corridor 1; 

N1B: Vladivostok – Khabarovsk – Chita; EATL routes 1, 6; GTI Siberian Land Bridge; OSJD 

Corridors 1; 

N1C: Dalian – Harbin – Chita; GTI Dalian and Suifenhe Corridors; OSJD Corridor 1; 

N1D: Urumqi – Hovd – Novosibirsk; CAREC Corridor 4; 

N1E: Moscow – St. Petersburg – Finland; no overlapping; 

N1F: Moscow – Belarus; EATL route 1; OSJD Corridors 1, 11; 

N2: Lianyungang – Lanzhou – Urumqi – Horgos – 

Almaty – Chelyabinsk – Samara – Moscow. 

CAREC Corridors 1, 2, 5; EATL routes 2, 4, 5; OSJD 

Corridors 2, 5. 

 

Russian Federation 
(Trans-Siberian Railway) 

Kazakhstan 

Mongolia 

China Europe 
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OTIF is the organization dedicated to the facilitation and improvement of international railway traffic, and has a current 

membership of 50 countries. The organization focuses on the development of a uniform legal regime for the 

interoperability of railways, in the following areas:  

 Contracts of carriage for passengers and goods, and supportive contracts to them (e.g. use of 

wagons); 

 Rules for the transportation of dangerous goods;  

 Technical provisions and procedures for rolling stock.1  

The core of OTIF’s work is the Convention concerning International Carriage by Rail (COTIF 1999) and its seven 

appendices. In 2016, OTIF published a study on the legal and infrastructural issues impeding railway transport between 

Asia and Europe. One of the corridors in the study overlaps to some extent with the Eurasian Northern Corridor included 

in the present report, and a second corridor in the study also overlaps with the Eurasian Central Corridor. The findings of 

the study are to be used by OTIF to enhance interoperability with countries that are not members of COTIF. 

OSJD administers the Agreement on International Passenger Transport by Rail (SMPS) and the Agreement on 

International Goods Transport by Rail (SMGS). It has 28 member countries (some of which are also members of COTIF) 

and seven observer railways.2 OSJD aims to improve international railway law, to harmonize railway policies and to 

facilitate technical and operational cooperation. It has identified 13 railway corridors for which it monitors technical 

conditions and promotes progress in modernization. Six of these corridors overlap with those of this study. 

GTI is a subregional organization specializing in economic cooperation in Northeast Asia, with transport being one of its 

core areas of focus. GTI is a cooperation initiative made up of central governments, but the actual members and 

beneficiaries are bordering provinces located in the Northeast Asian parts of the countries.3 Member countries focus their 

efforts on sea-land intermodal routes and six transport corridors of subregional importance, two of which overlap with 

the Eurasian Northern Corridor studied in this report. Cooperation in the transport sector is guided by the GTI Regional 

Transport Strategy and Action Plan.4 

The EATL is a joint ECE and ESCAP project that was initiated in 2002. In the project’s first phase, the priority rail and 

road links between Asia and Europe were identified. The second stage recorded the administrative barriers to transport 

and trade along the identified routes, and the involved countries proposed 311 projects (with a total cost of $215 billion) 

aimed at improving these links. The objective of the third stage is to coordinate and facilitate the financing of infrastructure 

development and to remove the physical and non-physical bottlenecks identified.5 

The activities of CAREC are described below in the section I.2.1. 

The routes of the Eurasian Northern Corridor mostly include both rail and road options (see Figure 2), except for the road-

only Barnaul – Hovd – Urumqi section (N1D). They connect the north of Central Asia, Mongolia and Siberia to the Bohai 

Gulf ports in China of Tianjin and Dalian (in the world top 15 by general cargo and container volumes), the Baltic port 

of St. Petersburg (in the world top 100) and the Far Eastern ports of Vladivostok, Nahodka and Vostochny in the Russian 

Federation.6 Countries along the route are actively building an inland terminal network, including more extensive dry port 

facilities. 

                                                 
1 Intergovernmental Organisation for International Carriage by Rail. Available from http://otif.org (accessed 22 September 2016). 

2 Organisation for Co-Operation between Railways. Available from http://osjd.org (accessed 22 September 2016). 

3 GTI members are China (Jilin, Heilongjiang, Liaoning provinces and Inner Mongolia Autonomous Region), Mongolia (Hentii, Dornod and Sukhbaatar 

aimags), Republic of Korea (Eastern port cities, Gangwon Province, North Gyeongsang Province) and the Russian Federation (Primorsky Territory). 

4 Greater Tumen Initiative. Available from http://www.tumenprogramme.org (accessed 22 September 2016). 

5 ECE Euro-Asian Links. Available from https://www.unece.org (accessed 22 September 2016). 

6 American Association of Port Authorities, "World Port Rankings 2014.” 
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Figure 2 Eurasian Northern Corridor routes 

 

Source: Varvara Krechetova. 
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I.1.2 EXISTING AND POTENTIAL ECONOMIC POLES AND CLUSTERS 

ALONG THE EURASIAN NORTHERN CORRIDOR 

The Eurasian Northern Corridor is a working land link between Asia and Europe, though its full potential is yet to be 

realized. The Corridor is important for the promotion of economic activities along its routes and for the development of 

connected seaports. Operational corridor routes will spur on development in areas that currently feature in respective 

governments’ priorities. Such improvements include: 

 Development of the Far Eastern region of the Russian Federation;  

 Modernization and promotion of the old industrial bases of the Northeast of China; 

 Economic growth and the development of human capital in the western regions of China; 

 Diversification of the economy of Mongolia. 

Involved countries are already seeking to make the most of opportunities arising from the Corridor’s growth. 

The Belt and Road Initiative (BRI, also known as One Belt One Road or OBOR) of China is the largest undertaking in 

this direction. The project aims to both establish and promote the transport links and to ensure the growth of economic 

cooperation and co-prosperity in the involved regions. The scope of this initiative covers all the corridors studied in this 

report. 

At country level, work on the creation of economic clusters along the Corridor is going in several directions: 

 Development of logistics facilities 

The private sector and governments are investing in dry ports and logistics terminals and centres 

along the Corridor (some of the examples are in Moscow, Novosibirsk, Nizhniy Novgorod, 

Yekaterinburg, Khabarovsk, Ulan-Ude, Ussuriysk, Zabaykalsk, Irkutsk and Chita in the Russian 

Federation; Ulaanbaatar, Saynshand and Zamin-Uud in Mongolia; and Harbin, Erenhot, Suifenhe, 

Horgos, Xi’an and Lanzhou in China); 

 Creation of special economic zones 

To encourage the usage of the Corridor’s existing transport facilities and new investments in both 

transport and manufacturing, the countries are creating special regimes at important nodes. These 

include: 

a) “Vladivostok Free Port” area, which features several ports in Primorsky territory of the 

Russian Federation, at the east end of the Eurasian Northern Corridor; 

b) Altanbulag Free Trade Zone, and Zamin-Uud free economic zone in Mongolia; 

c) “Khorgos – Eastern Gateway” free economic zone between China and Kazakhstan, and 

the special economic zone in Almaty, Kazakhstan; 

d) Tianjin bonded zone and Dalian bonded zone, and export-import processing zones in 

Urumqi, Shenyang, Dalian, Lianyungang, Xi’an and Huhhot in China.  

I.1.3 RAIL INFRASTRUCTURE 

Railway infrastructure along the sections of the Eurasian Northern Corridor in China and in the Russian Federation are in 

a better state than the section in Mongolia, which requires the most upgrade work. 

Routes N1 and N1B of the Eurasian Northern Corridor are the main trunk of the Trans-Siberian Railway (see Figure 3), 

a traditional and relatively stable land connection between Asia and Europe. This route (Moscow – Nahodka) is 9,288 km 

of double-tracked electrified railway. Due to differences in electrification systems, at least three changes of locomotives 

are required along the way.7  

The Trans-Siberian Railway is used for freight transport within the Russian Federation itself, hosting 45 per cent of 

domestic railway freight traffic.8 Freight flows along the Trans-Siberian Railway are highly unbalanced – the west-to-

east direction dominates, with only 5 per cent of traffic9 going in the opposite direction. This causes challenges in wagon 

and container management that have a direct impact on transit traffic and the competitiveness of the route. 

                                                 
7 Davydenko et al., "Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors." 

8 Galushko, "Study on Corridors." 

9 Galushko, "Study on Corridors." 
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The Trans-Siberian branch line to China (Karimskaya – Zabaykalsk, section of N1A) is currently undergoing 

modernization that includes the laying of secondary tracks, electrification and the laying of 1,435 mm tracks in yards.10 

The Zabaykalsk (Russian Federation) – Manzhouli (China) section is made up of combined 1,435 mm/1,520 mm gauge 

tracks.11 The double-tracked12 Manzhouli – Harbin section of the N1A on the China side is undergoing electrification 

works that are expected to be completed in 2017, and works to increase train speeds along the line from the present 

80 km/h up to 120 km/h.13 The Harbin – Mudanjiang section is non-electrified14 double tracked and electrification works 

were set to start in 2016.15 The Mudanjiang – Suifenhe section is single-track non-electrified.16 Route N1A of the Northern 

Corridor in the Russian Federation at the Ussuriysk – Grodekovo section is single-track non-electrified,17 while the 

Grodekovo – Suifenhe (China) cross-border section is single-tracked with a combined 1,435/1,520 mm gauge.18 The 

capacity of this cross-border line in China (in the direction of the Russian Federation) is not sufficient to feed the whole 

train across to the Russian side, and wagons have to be accumulated at Grodekovo before the train is assembled and sent 

on to the Russian Federation.19 

The N1C railway route (928 km), connecting the ports of Dalian and Yingkou to Northeast China and later to the Trans-

Siberian, is double-tracked and electrified.20 

The N1 section (see Figure 3) running Ulan-Ude (Russian Federation) – Ulaanbaatar (Mongolia) – Tianjin (China) is 

often called either the Trans-Mongolian route or the Trans-Siberian branch to Mongolia. The part from Ulan-Ude up to 

Zamyn-Uud on the Mongolian/China border is 1,520 mm broad gauge, single-tracked and non-electrified.21 The Chinese 

section to Tianjin is 1,435 mm standard gauge, the Erenhot – Jining part is single-tracked non-electrified and Jining – 

Beijing is double-tracked electrified.22 On top of the delays usually taking place at border crossings, especially at Zamyn-

Uud – Erenhot due to break of gauge, the route also has lengthy stops at Choir, Saynshand and Ulaanbaatar for technical 

inspection and locomotive changes.23 

The Mongolian railway section from Sukhbaatar to Zamin-Uud is operated by Ulaanbaatar Railway Joint Stock Company 

(UBTZ), established in 1949 by an agreement between the Soviet Union and Mongolia. The parties own equal shares, a 

situation which has complicated the decision-making process, as to proceed both sides have to be completely in agreement 

on any strategic issue. Russian Railways has acted as trustee for the Russian share of the UBTZ since 2009.24 

The Tianjin – Ulaanbaatar railway connection is subject to fluctuating transport times due to the unpredictability of 

transloading times at Tianjin port. Mongolia-bound containers have neither a green line nor a dedicated storage and 

handling facility, and seaports in China do not provide direct access to ship berths. Cargoes for Mongolia are therefore 

vulnerable to congestion at the port.25 

The Chinese section of the N2 route is standard gauge, while the Russian Federation and Kazakhstan use 1,520 mm broad 

gauge. Break of gauge on this route happens in Horgos on the China – Kazakhstan border. Rail traffic on the Russian 

Federation – Kazakhstan part of the Corridor enjoys the advantages of both the same technical conditions and a common 

customs space. On the Chinese part of the Corridor, the Horgos – Yining section is single-tracked non-electrified, Yining 

                                                 
10 Russian Railways, "In 2016, RZhD JC is to invest 2.6 billion rubles in modernization of Karimskaya - Zabaykalsk section.” 

11 Russian Railways. Available from http://inter.rzd.ru (accessed 21 November 2016). 

12 China Railway Atlas (Chinese), 8–9. 

13 “Upgrade and electrification of Harbin - Manzhouli railway line is mainly completed” (Chinese). 

14 Gao, Transport Planning, and Transport Planning and Research Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for 

the Trans-GTR Transport Corridors. Individual Country Report: China.” 

15 “Works on electrification of the Harbin - Mudanjiang railway are planned to start in the first half of 2016” (Chinese).  

16 Gao, Transport Planning, and Transport Planning and Research Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for 

the Trans-GTR Transport Corridors. Individual Country Report: China.”  

17 Kholosha and FEMRI, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual 

Country Report: Russian Federation,” 78. 

18 Russian Railways. Available from http://inter.rzd.ru (accessed 21 November 2016) 

19 Platonova, “Primorie will grow with transit” (Russian). 

20 Gao, Transport Planning, and Transport Planning and Research Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for 

the Trans-GTR Transport Corridors. Individual Country Report: China,” 18. 

21 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors,” 98. 

22 China Railway Atlas (Chinese), 20,24. 

23 Galushko, “Study on Corridors.” 

24 Russian Railways. Available from http://eng.rzd.ru (accessed 22 November 2016). 

25 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 33. 
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– Jinghe is single-tracked electrified and the entire route from Jinghe to Lianyungang is double-tracked electrified.26 The 

Kazakhstan section of route N2 (Figure 3) is mostly double-tracked electrified, while Kokshetau – Petropavlovsk and the 

newly built Zhetyken – Horgos lines are single-tracked non-electrified.27  

It is estimated that 70 per cent of railway tracks in Kazakhstan require rehabilitation,28 with old rolling stock causing 

shortages in container platforms and a decrease in the number of locomotives.29 Similar problems have been experienced 

by Mongolian railways and UBTZ. The situation in Kazakhstan is slowly improving, however in 2011-2015, the number 

of electric locomotives decreased (570 to 550), the number of diesel locomotives grew (1,202 to 1,254), and the wagon 

fleet in the same period grew 23 per cent to 132,202 on account of wagons owned by railway service consumers.30 

While railways in the Russian Federation are not generally afflicted by a shortage of wagons, issues with wagon 

management do cause local deficits at certain times. The situation is gradually improving through better practice in fleet 

operations and increases in the speed of empty runs.31 For the Russian Federation and Kazakhstan, the modernization of 

their wagon fleet has been promoted by the entry into force of the new technical regulations of a Customs Union that 

prohibits the usage of obsolete wagons, and stimulates operators to replace them with newly built vehicles. Russian 

Railways are now continuously renewing their locomotive fleet.32 

In summary, for railway transport along the Eurasian Northern Corridor: 

1. Break of gauge occurs at four places along the Corridor, and coupled with a lack of customs facilitation these 

points are sources of delays; 

2. Electrification, with or without the laying of a second track, is needed for many of the branches between the 

Trans-Siberian Railway and the China Land Bridge (Lianyungang – Urumqi – Kazakhstan railway):  

a. On the N1 route, a second track and electrification are needed for the section running from Ulan-

Ude in the Russian Federation all the way through Mongolia up to Jining in China; 

b. For the N1A route, works are planned or ongoing on the Chinese sections running Manzhouli – 

Harbin – Mudanjiang, and on the Russian section Karimskaya – Zabaykalsk, while the China – 

Russian Federation section running Mudanjiang – Suifenhe – Grodekovo – Ussuriysk is still in need 

of improvement; 

c. On the N2 route, the Kokshetau – Petropavlovsk section is single tracked and non-electrified; 

d. The section running from Almaty in Kazakhstan and Yining in China, including the newly built 

Zhetyken – Horgos line, is single tracked and non-electrified. While there is no immediate need for 

improvement it might arise in the mid to long term; 

3. Kazakhstan, Mongolia and the Russian Federation all need to renew their wagon and locomotive fleets, 

although the extent of this need differs for each country.  

                                                 
26 Xinhua News, “With the start of the electrified operations along the full length of Lanzhou - Xinjiang railway the capacity of the Eurasian Land 

Bridge increased” (Chinese); “China Railway Atlas” (Chinese). 

27 Isingarin and Amirova, “Mainline of steel: the process of electrification” (Russian). and various sources. 

28 CARGO-REPORT.INFO, “Kazakhstan - important players shared the railway market” (Russian). 

29 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors,” 78. 

30 Statistics Committee, Ministry of National Economy, "Transport in the Republic of Kazakhstan” (Kazakh and Russian) 2011-2015. 

31 Zibrova, “Wagon deficit does not threat railways” (Russian).  

32 Russian Railways. Available from http://press.rzd.ru (accessed 24 November 2016). 
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Figure 3 Railway infrastructure along the Eurasian Northern Corridor 

 

 

Source: Varvara Krechetova. 



14 

I.1.4 ROAD INFRASTRUCTURE 

The state of road infrastructure along the Corridor is at its best in China and its worst in Mongolia. The situation varies 

from section to section – the data provided by the Corridor’s countries to the AH database mask the situation in some 

cases, by showing the list of classes for large chunks of particular highways between the notable transport nodes.  

Road conditions along the Eurasian Northern Corridor are best along the part of route N1 (see Figure 4) in the Russian 

Federation, from Krasnoyarsk to the borders with Finland and Belarus (AH standards33 Primary, Class I and II). In China 

the best road conditions can be found along route N2 from Jiayuguan to Lianyungang (Primary, Class I and II), route N1 

from Erenhot to Tianjin (Primary, Class II), along route N1A on the Manzhouli to Harbin (Class II) section and the Harbin 

to Suifenhe section, and along route N1C from Harbin to Dalian (Primary).34  

Route N1A in the Russian Federation along the Chita – Zabaykalsk section features stretches of Class III and below Class 

III. 

From 2008-2015, the eastern side of route N1B in the Russian Federation (AH30) between Chita and Khabarovsk was 

upgraded and currently meets the requirements of Class III and Class II roads.35 It is now a two-lane road paved with 

asphalt along its full length. 

The worst conditions exist along the N1D route within Mongolia, where there are a mix of Class II and below Class III 

roads. In the short distance before the border with China (which is being upgraded to Class II), the Tsaganor to Hovd 

stretch contains sections of Class II within roads below Class III. The sections from Ulaanbaishint to Tsaganor and from 

Hovd to Bulgan Sum are entirely below Class III. 

With the completion in 2015 of road construction works along the road running Choir – Zamin-Uud – border with China, 

through transport from the Russian Federation to the border with China on the N1 route became possible. The section 

from Choir to Zamin-Uud is now a two-lane asphalt-paved road, and the last 3.3 km to the border with China is a four-

lane asphalt road.36 

The completion of the Almaty – Horgos four-lane paved-concrete toll road was planned for 2017;37 its construction was 

financed by the World Bank. 

In summary, for road conditions along the Eurasian Northern Corridor: 

1. Road conditions in China, Kazakhstan and the west of the Russian Federation are good or decent.  

2. There are insufficient links, with a mix of Class III and below-Class III roads existing:  

a. Along the N1A route in the Russian Federation from Chita to Zabaykalsk, and from Ussuriysk to 

Pogranichny;  

b. Along the N1D route in Mongolia. 

                                                 
33 Asian Highway agreement (2004) sets the following road standards: “Primary” - access-controlled highways with asphalt or cement concrete 

pavement; “Class I” - 4 or more lane highway with asphalt or cement concrete pavement; “Class II” - 2 lane road with asphalt or cement concrete 

pavement; “Class III” - 2 lane road with double bituminous treatment.  

34 Unless referenced otherwise, here and below data on AH classes for road sections are based on “Asian Highway Database: Asian Highway Network 

in Member Countries (30 December 2015)”. Available from http://www.unescap.org. 

35 Far Eastern Branch of Federal Road Agency, “Road ‘Amur’ China - Khabarovsk” (Russian). 

36 Asian Development Bank, “Mongolia: Regional Road Development Project: Completion Report,” 3. 

37 World Bank, “East-West Roads Project (Almaty-Korgos Section): Western Europe - Western China International Transit Corridor (CAREC - 1b): 

Implementation Status & Results Report.” 
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Figure 4 Road grades along the Eurasian Northern Corridor 

 

 

Source: Varvara Krechetova 

Note: Based on Asian Highway Database, ESCAP, ADB, Rosavtodor. 
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I.1.5 TERMINALS AND DRY PORTS 

A terminal and dry ports network is being formed along the Eurasian Northern Corridor, through both private sector 

initiatives and state plans (in the case of China). The United Nations Economic and Social Commission for Asia and the 

Pacific provided the impetus for the standardization of the process, by advocating the Intergovernmental Agreement on 

Dry Ports, which set standards for the design, layout, capacity, facilities and functions of dry ports.  

Russian Railways planned 20 terminal logistics centres along the Eurasian Northern Corridor (N1, N1A, N1B, N1E) in 

Moscow; Novosibirsk; Nizhniy Novgorod; Samara; Yekaterinburg; Khabarovsk; Ufa; Ulan-Ude; Krasnoyarsk; Ussuriysk; 

Zabaykalsk; Irkutsk; Chita; Omsk; Chelyabinsk; Ryazan; and in the St. Petersburg region.38  Among these centres, 

“Kleshchiha” in Novosibirsk, “Baltiysky” in the St. Petersburg region, “Doskino” in Nizhniy Novgorod, “Beliy Rast” in 

Moscow, and “Primorsky” in Ussuriysk – along with a terminal in Yekaterinburg (Reshety station) – are included in the 

list of potential or existing dry ports of international importance within Annex 1 of the Intergovernmental Agreement on 

Dry Ports.39 Other terminals included in the agreement are Janino (St. Petersburg region), Dmitrovsky (Moscow region) 

and “Southern Primorsky Terminal” (see Figure 5).  

While building the terminals’ network, the strategic goal for Russian Railways and for “TransContainer” companies and 

their partners is to create a backbone structure for container trains. Terminals along the Trans-Siberian are therefore 

priorities for reconstruction or development. Progress on the planned terminals is difficult to assess, however, since all 

the cities advertise the existence of some terminal facilities while their connection to the official plans is not always clear. 

A Russian Railways official has announced that facilities have been completed at Beliy Rast (Moscow), Doskino (Nizhniy 

Novgorod), and “Kleshchiha” (Novosibirsk). Meanwhile, investors have entered negotiations over “Primorsky” and 

Yekaterinburg,40 while JSC Transcontainer operates a container terminal in Zabaykalsk. 

The main terminals along the N2 route in Kazakhstan are Astana (24 ha, 15 feeder tracks, 722 sq m of sheltered 

warehouses, and open storage – processes cables, tubes, chemicals, road vehicles, construction materials, containers) and 

Petropavlovsk. The dry port agreement also specified Damu-Almaty Industrial and Logistics Centre (110,000 sq m, Class 

A, sheltered warehouses, open storage – processes containers, road vehicles, and break-bulk) as being an international 

dry port, along with three more that are listed as potential centres, including the High Tech Logistics, Tau Terminal 

(39,400 sq m, Class A) and Korgas International Border Cooperation Centre (Khorgos Eastern Gateway, 579 ha, 

container yard, warehouses, rail tracks for both gauges [1,425 mm/1,520 mm]). Other transport and logistics centres along 

the N2 route are Karaganda (8.06 ha, 11 feeder tracks, sheltered warehouse, open storage – processes mid-size containers, 

overweight cargoes and road vehicles, etc.), Kokshetau (24 ha, 4 feeder tracks – processes coal, overweight cargoes, 

containers and break-bulk) and Kostanai (3.5 ha, 3 feeder tracks, open storage, sheltered warehouse – processes timber, 

cars, chemicals, ceramics and stones, machinery, paper, containers, etc.).41 

There are four logistics terminals in Mongolia: Zamin-Uud, Altanbulag, Ulaanbaatar and Saynshand, all located along 

the N1 corridor.  

The Government of China is paying serious attention to the development of inland logistics facilities. The intention is to 

build a country-wide network, and in accordance with the “Country Plan for Development of the Logistic Parks” 2013-

2020, some 99 are set to appear in every provincial capital and most large cities. 42  Under the Intergovernmental 

Agreement on Dry Ports, the main dry ports on the Chinese sections of the Northern Corridor are: for N1A, N1C – 

Manzhouli New International Freight Yard (15 sq km – processes containers, timber and wood, coal, cars, mineral ores, 

dangerous chemicals43); Changchun Xinglong Bonded International Logistics Port (first of three development stages 

complete, 4.89 sq km – includes tax-bonded processing zone, tax-bonded logistics zone, border examination zone, 

comprehensive service zone)44; Harbin Longyun Logistics Park (first stage of construction complete, 515 thousand sq m 

– includes unloading and loading area, warehouses, logistics transaction area and container area45); Suifenhe Cargo Centre; 

Erenhot South International Logistics for the N1; Horgos International Logistics Park for the N2 (2011 plan envisaged 

                                                 
38 Russian Railways, “Concept Paper on Terminal Logistics Centres in the Russian Federation.” 

39 “Intergovernmental Agreement on Dry Ports.” 

40 Besedin, Freight volume to grow by logistics” (Russian). 

41 KazLogistics. Available from http://portal.kazlogistics.kz (accessed 24 November 2016). 

42 “Country Plan for Development of the Logistic Parks.” 

43 “Century-Old Port’s New Changes.” 

44 Changchun Xinglong Free Trade Zone. Available from http://www.ccftz.gov.cn (accessed 24 November 2016). 

45 Harbin City People’s Government. Available from http://www.harbin.gov.cn (accessed 24 November 2016). 
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40 ha of warehouses, transport and loading facilities46); and Xinjiang Railway International Logistics Park in Urumqi 

(works started in 2014, 153 ha).47  

Another dry port is located at Xi’an (44.6 sq km, includes tax-bonded area, railway container centre, highway port; 

focuses on multimodal transportation48) and one is planned for Lanzhou (planned area 200 ha, 10 feeder routes; planned 

cargoes are containers, cars, electronics, machinery, steel, etc.49). While progress on Suifenhe Cargo Centre is unclear, 

Suifenhe is planning a logistics park of 35 thousand sq m with over 5 thousand sq m of customs storage, around 

12 thousand sq m of warehouses, and over 9 thousand sq m of cold storage.50 Jining Modern Logistics Park is 90 sq km 

and includes a tax-bonded area, a comprehensive logistics complex with a mineral-processing facility, warehousing, 

unloading and loading areas, storage for construction materials, etc.51 

In summary, for the dry ports and terminals along the Eurasian Northern Corridor: 

1. The terminal network in the Russian Federation is being created to support the operation of container trains 

between Asia and Europe;  

2. In China, Kazakhstan and the Russian Federation – in addition to country-wide plans for the development of 

terminals networks – there are multiple private sector initiatives of various scope at almost every location 

along the Corridor’s routes; 

3. Despite the large volume of information available on the logistics facilities along the Corridor, progress on 

the dry ports listed in the Intergovernmental Agreement on Dry Ports is not always clear. 

                                                 
46 Party Committee of Khorgos Economic Development Zone. Available from http://www.xjhrgs.com (accessed 24 November 2016). 

47 “Intergovernmental Agreement on Dry Ports.” 

48 “Introduction of Xi’an international Trade and Logistic Park” (Chinese). 

49 “Lanzhou International Trade and Logistic Park - Creation of multi-model and multi-modal comprehensive dry port" (Chinese). 

50 Suifenhe Development and Reform Committee, “Suifenhe International Logistic Park Construction Project.” 

51 Managing Committee for Jining Modern Logistic Park. Available from http://www.jnqxdwly.gov.cn (accessed 24 November 2016). 
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Figure 5 Dry ports, terminals and seaports along the Eurasian Northern Corridor 

 

 

Source: Varvara Krechetova. 
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I.1.6 INDICATED ISSUES AT BORDER CROSSINGS  

Border crossing posts (BCPs), however well designed, present bottlenecks for international transport. This is particularly 

true for railway border crossings where break of gauge takes place (there are four along the Eurasian Northern Corridor). 

Regulations are another issue. Road border crossings between Kazakhstan and the Russian Federation provide examples 

of good practice within the customs union: various sources indicate that private cars can pass through these posts spending 

as little as 20 minutes each side, unless the physical capacity of a post is insufficient to cope with actual traffic volume. 

Information on the BCPs of each corridor route can be found below (for the locations of border crossings please see 

Figure 3 and Figure 4). 

 

Route N1: 

 Zhana Zhol (Kazakhstan) – Petuhovo (Russian Federation) road BCP 

Open for passengers and cargoes from Kazakhstan, the Russian Federation and third countries; operates round the clock 

without breaks. Special cargoes, food products, animals and quarantine products are not allowed to pass through this BCP 

on the Kazakh side. Petuhovo on the Russian side has eight lines: four for exit, four for entry.52  

 Karakuga (Kazakhstan) – Isilkul (Russian Federation) road BCP 

Another BCP open for passengers and cargoes from Kazakhstan, the Russian Federation and third countries, it operates 

round the clock without breaks. Special cargoes, food products, animals and quarantine products are not allowed to pass 

through this BCP on the Kazakh side. Isilkul on the Russian side has four lines: two for exit, two for entry.53  

 Sukhbaatar (Mongolia) – Naushki (Russian Federation) rail BCP  

Naushki rail BCP on the Russian side lacks warehouses and equipped storage areas, has a small checking yard, no X-ray 

inspection system and the overall facility does not meet national standards. 54  Inadequate facilities cause so-called 

“restriction on entry” delays, meaning that a train cannot enter border and customs inspection facilities and has to wait on 

the tracks until they are free. Modernization plans, however, are unclear. 

On the Mongolian side, the waiting time for inbound traffic at Sukhbaatar is 14.2 hours, an improvement on the over 

20 hr wait in 2011.55 Sukhbaatar has container-handling facilities, cranes and open storage. 

The border crossing operates in accordance with the international train schedule. 

 Kyahta (Russian Federation) – Altanbulag (Mongolia) road BCP 

Kyahta BCP is open 24 hours a day for cars and passengers, and 12 hours a day for trucks. The design capacity of the 

BCP is 1,500 passengers and 500 vehicles/day, but in 2016 the BCP operated above capacity.  On peak days these 

numbers almost tripled. Kyahta has five transport lines and Altanbulag 11; queuing is common and as a result Russian 

Customs consider the BCP to require modernization to increase capacity.56 It takes about 2 hours to cross from the 

Mongolian side to the Russian side at Altanbulag, and this figure could increase in the coming years to around 4 hours.57 

Altanbulag is equipped with an X-ray inspection system, while Kyahta is not. Altanbulag is also a free economic zone. 

 Zamin-Uud (Mongolia) – Erenhot (China) rail and road BCP 

On November 1, 2015, Erenhot and Zamin-Uud started to exchange cargo manifests electronically, and to mutually 

recognize weight certificates and X-ray diagrams.58 A revision of the Customs Law in Mongolia improved its road traffic 

environment, with drivers presenting fewer papers when crossing borders. The result of these efforts is a reduction of 

border crossing times at the Zamin-Uud – Erenhot road BCP, from 12 hours in 2014 to 4 hours in 2015.59 Border crossing 

                                                 
52 Federal Agency for the Development of the State Border Facilities of the Russian Federation. Available from http://www.rosgranitsa.ru (accessed 24 

November 2016). 

53 Federal Agency for the Development of the State Border Facilities of the Russian Federation. Available from http://www.rosgranitsa.ru (accessed 24 

November 2016). 

54 Sitnik, “The situation at the Kyahta road BCP is critical" (Russian). 

55 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015.” 

56 Federal Customs Service Siberian Direction, “While planning tourist group trip to Mongolia inform the Kyahta Road BCP in advance” (Russian).  

57 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 42. 

58 Asian Development Bank, "CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 12. 

59 Asian Development Bank, "CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 33. 
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costs for road transport along the Sukhbaatar – Ulaanbaatar – Erenhot corridor dropped by 43 per cent, from $267 to 

$151.60  

Rail border crossing is not as efficient and is quite time consuming, though the situation at this BCP is better than, for 

example, the one at the Dostyk (Kazakhstan) – Alashankou (China) railway border crossing, which necessitates break of 

gauge. The Central Asia Regional Economic Cooperation’s (CAREC) Corridor Performance Measurement and 

Monitoring (CPMM) report of 2015 shows the rail waiting time at the Zamin-Uud free economic zone to have been 

24.6 hours for Mongolia-bound trains, 4.3 hours for China-bound trains, and road border crossing costs to be $356 

(inbound). The Erenhot rail waiting time was 26.8 hours for Mongolia-bound trains and 34.6 hours for China-bound trains. 

The road border crossing cost for outbound traffic was $179. At Erenhot, delays are caused by congestion at yards, while 

at Zamin-Uud delays are due to a lack of trans-loading equipment for cargoes at break of gauge, and to a lack of wagons. 

The situation has persisted since 2010. 

 

Route N1A: 

 Zabaykalsk (Russian Federation) – Manzhouli (China) rail and road BCP 

The border crossing is open for passengers and cargoes from China, the Russian Federation and third countries. and works 

24 hours/day. Zabaykalsk and Manzhouli railway stations are linked by dual 1,435 mm/1,520 mm gauge tracks. 

Manzhouli is equipped with 24 broad gauge tracks, 27 standard gauge tracks and over 90 transshipment lines. It also has 

parking facilities for almost 4 thousand trucks, and has a transshipment capacity of up to 20 million tons/year.61 Rail 

border crossing facilities in Zabaykalsk are designed to deal with 23 trains/day; the BCP does not meet national standards 

and needs modernization.62 

The Zabaykalsk road border crossing is operating below capacity for trucks (156 of 625 possible per day) and buses (35 

of 210 possible/day), and over capacity for cars (441 cars when it was designed for 425/day) and for passengers (3,185/day 

while designed for 3,000/day). The road inspection area in Manzhouli is 340 thousand sq m for cargoes and 300 thousand 

sq m for passengers; capacity is 2 million tons and 2 million passengers.63 

There are freight and container terminals on both sides of the border, and facilities continue to be developed. 

 Grodekovo rail/Pogranichny road (Russian Federation) – Suifenhe (China) rail and road BCP 

On the Russian side, road transport travels via Pogranichny and rail via Grodekovo railway station. The border crossing 

is open for the bilateral flow of freight and passengers, as well as for cargoes and passengers from third countries. The 

railway border crossing is operating under capacity (its designed capacity is 32 freight trains and 4 passenger trains per 

day). It does not meet national requirements and document processing is slow, and it is therefore considered to require 

modernization and the introduction of electronic documentation exchange.64 The railway facility in Suifenhe on the 

Chinese side is divided into yards in the north and south, and is equipped with standard tracks (15 in total), broad gauge 

tracks (27 in total) and 8 transshipment lines with a transshipment capacity of over 10 million tons/year.65 Dual 1,435 

mm/1,520 mm gauge tracks link Grodekovo and Suifenhe. 

The road border crossing at Pogranichny is operating under capacity for freight vehicles (100/day instead of 130). 

However, it is operating over capacity for buses (60/day when designed for 44) and therefore also over capacity for 

passengers (3,200 persons/day while the design capacity is 2,880).66 Reconstruction of the road border crossing facility 

on the Russian side started in 2011 but was disrupted in 2015, impeding similar works on the Chinese side. A logistics 

terminal is operating on the Russian side. 

 

                                                 
60 For CAREC CPMM, border crossing costs are normalized per 20-ton truck in the case of road transport or per twenty-foot equivalent unit (TEU) in 

the case of rail. 

61 Gao, Transport Planning, and Transport Planning and Research Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for 

the Trans-GTR Transport Corridors. Individual Country Report: China,” 21. 

62 Kholosha and FEMRI, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual 

Country Report: Russian Federation,” 86. 

63 Gao, Transport Planning, and Transport Planning and Research Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for 

the Trans-GTR Transport Corridors. Individual Country Report: China,” 22. 

64 Kholosha and FEMRI, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual 

Country Report: Russian Federation.” 

65 Gao, Transport Planning, and Transport Planning and Research Institute, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for 

the Trans-GTR Transport Corridors. Individual Country Report: China.” 

66 Kholosha and FEMRI, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual 

Country Report: Russian Federation,” 84. 
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Route N1D: 

 Tashanta (Russian Federation) – Ulaanbaishint (Mongolia) road BCP 

Tashanta on the Russian side is a year-round BCP open 9 hours/day. Its design capacity (100 vehicles/day) and equipment 

are inadequate given the present level of traffic, and thus require comprehensive modernization (a development not 

currently planned). The “Tashatinsky” logistics terminal is under construction on the Russian side. It will feature 

warehouses, including cold storage spaces and X-ray systems.67 The working schedule on the Ulaanbaishint BCP side 

(‘Tsagaannuur BCP’, in other sources) is not synchronized with that of the Russian side, with an overlap of 4 hours.68 

 Takeshkan (China) – Yarantai (Mongolia) road BCP 

The BCP is open for international traffic year-round, and it operates 9 hours/day. Yearly passenger traffic at the port is 

around 10 thousand people.69 

 

Route N2: 

 Troisk rail/Bugristoe road (Russian Federation) – Kaerak (Kazakhstan) rail and road BCP 

Troisk is a railway BCP working year-round, 24 hours/day. It contains a logistics terminal called “South Ural”. The road 

BCP on the Russian side is located at Bugristoe. Both the rail and road BCPs are international, and therefore open for 

bilateral and third-country cargoes and passengers.70  

Kazakhstan is carrying out the modernization of the road BCP in Kaerak. It is adding six lanes to the existing five, adding 

waiting halls and improving the road up to Russian border. Currently, the capacity of the BCP is 1.5 thousand vehicles/day. 

However, actual traffic on peak days is 5.5 thousand.71 There are some concerns that the bridge between the BCPs on 

both sides of the border will continue to cause congestion after the modernization. 

 Altynkol/Horgos (Kazakhstan) – Horgos (China) rail and road BCP 

The average time to cross the border by road from China to Kazakhstan at the Horgos BCP is 10.6 hours, and 5.8 hours 

in the opposite direction. This is 4.5 and 3 times shorter, respectively, than in 2010.72 Despite Horgos being the busiest 

road border crossing in the region – the crossing inevitably creates queues of vehicles – the situation is improving. On the 

Kazakhstan side, outgoing trucks complete the necessary procedures within 30 minutes while trucks incoming from China 

require 1-2 hours.73 

Facilities on the Kazakhstan side are continuously being developed under the framework of the “Khorgos – Eastern 

Gateway” free economic zone project. The zone is 5,740 ha and includes a dry port, an exhibition centre, and logistics 

and industrial zones. The zone envisages visa-free access for business visitors from Kazakhstan, China and third countries, 

along with single-window services for residents and transport operators.74 The weight requirements for trucks in China 

are higher than in Kazakhstan, so Chinese trucks are only partially loaded if they enter the zone. The plan is to increase 

the weight limits within the zone and in its adjacent territory.75  

Altynkol station on the Kazakhstan side is equipped with three standard tracks, three broad-gauge tracks, and an X-ray 

inspection system. Containers are transferred here between platforms for different gauges, while non-container wagons 

change bogies on the Chinese side at Horgos. 

Some delays at the rail border crossing are caused by errors introduced while switching the national waybill of China to 

the SMGS consignment note. 

 

                                                 
67 Federal Customs Service Siberian Direction, ‘Altay customs officers meet Mongolian colleagues (Russian)’, 2015. Available from 

http://stu.customs.ru (accessed 25 November 2016). 

68 Ministry of Foreign Affairs, Mongolia. Available from http://www.mfa.gov.mn/?page_id=34952&lang=en (accessed 25 November 2016). 

69 Mongolia Investment Portal. Available from http://www.mongolia-invest.com; Jin Shang General Chamber of Commerce. Available from 

http://www.mggjs.org (accessed 25 November 2016). 

70 Federal Agency for the Development of the State Border Facilities of the Russian Federation, Federal Customs Service Ural Division. 

71 Shinkorenko, “Border crossing post in Kostanay region is planned for reconstruction”, (Russian).  

72 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 42. 

73 ESCAP, “Report on Transport Facilitation Procedures and Documentation in Kazakhstan.” 

74 JSC Khorgos International Centre of Boundary Cooperation. Available from http://www.mcps-khorgos.kz, SEZ Khorgos - Eastern Gate. Available 

from http://www.sezkhorgos.kz (accessed 25 November 2016). 

75 ESCAP, “Report on Transport Facilitation Procedures and Documentation in Kazakhstan.” 
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In summary, for the border crossing posts along the Eurasian Northern Corridor: 

1. Rail BCPs require upgrading in both capacity and equipment, especially at the Sukhbaatar (Mongolia) – 

Naushki (Russian Federation) BCP, the Russian side of Grodekovo (Russian Federation) – Suifenhe (China) 

BCP, and at Zamin-Uud (Mongolia) - Erenhot (China) BCP; 

2. Break-of-gauge railway BCPs cause delays due to congestion in yards (Erenhot [China]) and shortages in 

transloading equipment (Zamin-Uud [Mongolia]);  

3. Inadequate capacity for actual traffic is an issue at posts on the Russian sides of the road BCPs at Kyahta 

(Russian Federation) – Altanbulag (Mongolia); Tashanta (Russian Federation) – Ulaanbaishint (Mongolia); 

Zabaykalsk (Russian Federation) – Manzhouli (China); and Pogranichny (Russian Federation) – Suifenhe 

(China). The Bugristoe (Russian Federation) – Kaerak (Kazakhstan) road BCP requires a capacity upgrade 

and works on the Kazakhstan side are ongoing; 

4. Working hours at some BCPs are not synchronized between the border countries (Tashanta [Russian 

Federation] – Ulaanbaishint [Mongolia]). 

 

I.1.7 THROUGHPUT AND CARGO STRUCTURE OF SEAPORTS, MAIN 

SHIPPING DIRECTIONS 

Seaports are the main entry and exit points for cargoes travelling via land routes. The situation on the Eurasian Northern 

Corridor is detailed below. 

To the east, the Eurasian Northern Corridor connects to the Primorsky seaports (Nahodka, Vladivostok and Vostochny) 

of the Russian Federation, and to the Dalian, Yingkou and Tianjin seaports of Lianyungang province in China (see Figure 

5). Russian ports are much smaller than those in China, which are among the biggest in the world (see Table 2). For 

instance, the American Association of Port Authorities places the seaports of Tianjin and Dalian in the world top ten by 

total cargo volume.76 

The ports of the Russian Far East serve routes N1A and N1B. Vladivostok port operates all year round and processes oil 

products, metals, machinery and equipment, coal, metal scrap, wood and grain, as well as containers. Due to its position 

within the city of Vladivostok, the port lacks opportunities for expansion and competes with the city for railway tracks 

and roads.77 In 2015, the port’s turnover dropped 16 per cent to 12.9 million tons.78 

Nahodka port is an ice-free year-round port that processes oil products, metals, machinery and equipment, coal, metal 

scrap, wood and containers. The port has unused facilities and can be expanded both in terms of its territory and capacity, 

if facilities are upgraded to modern standards.79 In 2015, the port’s turnover was 21.3 million tons.80 

Since 2016, Vladivostok and Nahodka have been part of the “Vladivostok Free Port” special port zone. Residents of the 

zone have tax and social security fee privileges, and enjoy other support measures for their businesses. The zone also has 

the status of a special customs zone, and customs and other inspections are implemented in a “single-window mode”.81 

Vostochny port, the leading port of the Russian Far East, processes coal, fertilizers, metal scrap, wood, oil, oil products 

and large-tonnage containers. In 2015, the port’s turnover reached 65.2 million tons,82 35 per cent of which was coal 

(22.8 million tons).83 

The ports of Vladivostok, Nahodka and Vostochny serve the trade flows to China (Shanghai, Ningbo, Tianjin, Qingdao 

and Chiwan); Hong Kong, China; Republic of Korea (Busan, Donghae); Viet Nam (Ho Chi Minh City); Malaysia; Japan 

                                                 
76 American Association of Port Authorities, “World Port Rankings 2014.” 

77 Kholosha and FEMRI, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual 

Country Report: Russian Federation,” 90. 

78 Information & Analytical Agency PortNews, “In 2015, turnover of the Russian seaports grew 5.7% up to 676.7 million ton”, (Russian). 

79 Kholosha and FEMRI, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual 

Country Report: Russian Federation,” 94. 

80 Information & Analytical Agency PortNews, “In 2015, turnover of the Russian seaports grew 5.7% up to 676.7 million ton”, (Russian). 

81 “Federal Law N212-ФЗ ‘On Vladivostok Free Port’ 13 July 2015”, (Russian). 

82 Information & Analytical Agency PortNews, “In 2015, turnover of the Russian seaports grew 5.7% up to 676.7 million ton”, (Russian).  

83 Seaport Vostochny. Available from http://www.vostport.ru/ (accessed 23 November 2016). 
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(Tokomai, Yokogama, Nagoya, Kobe, Toyama, Niigata); the United States of America (west coast); and the Russian 

regions of Kamchatka, Sakhalin, Magadan and Chukotka.84 

The St. Petersburg Big Seaport at the west end of the N1E route is a year-round, ice-free port that works with containers, 

cars and machinery, metal and tubes, oversized and overweight cargoes, timber, coal and grain. In 2015, the port’s 

turnover dropped by 16 per cent down to 51.1 million tons.85 The port mainly serves trade with Europe (over 70 per cent 

of its cargoes, mostly to Belgium, the Netherlands, Turkey and Spain), North America (14 per cent) and South America 

(8 per cent).86 

The ports of Dalian and Yingkou at the south-east end of the N1C route are well located to serve cargoes from/to Northeast 

China, the Russian Federation and Democratic People’s Republic of Korea, and they have convenient road and rail 

connections with the inland transport network. The ports serve trade flows with Hong Kong, China; Japan; Southeast 

Asia; and Europe.87 The ports of Dalian and Yingkou mainly process dry and break-bulk cargoes, including coal and 

minerals, oil and containers. Yingkou port has signed an agreement with Russian Railways on the purchase of 49 per cent 

of the “Beliy Rast” dry port on the N1 route.88  

Tianjin port (south-east end of N1 route) is the third most important seaport in China after Shanghai and the Ningbo-

Zhoushan port area. The port’s lines travel worldwide, including to its immediate neighbours (Republic of Korea, the 

Russian Federation and Japan) and destinations in Africa, Southeast Asia, the Middle East, the west coast of North 

America, and the east of South America.89 

Lianyungang (N2 route) is the 12th most important seaport in China. It processes containers, dry bulk and break-bulk 

(grain, non-ferrous metals, raw steel materials, fertilizers, coal) and machinery.90 The port has shipping lines connecting 

it to Republic of Korea and the rest of Northeast Asia, Southeast Asia, Europe, North America and the Middle East.  

Table 2 Freight turnover of the seaports of the Eurasian Northern Corridor 

Country Seaport Turnover, million tons 

2014 

China Dalian 423.4 

Yingkou 330.7 

Tianjin 540.0 

Lianyungang 196.4 

Russian Federation Vladivostok 15.3 

Nahodka 20.7 

Vostochny 57.8 

St. Petersburg 61.1 
Source: Association of seaports in the Russian Federation;91 National Bureau of Statistics, China.92 

I.1.8 SUMMARY OF INFRASTRUCTURE-RELATED IMPEDIMENTS TO 

TRAFFIC ALONG THE EURASIAN NORTHERN CORRIDOR 

In conclusion, for the Eurasian Northern Corridor: 

1. Though the main-trunk railway routes are double-track electrified, single track non-electrified sections – in 

Mongolia and on the railway connecting points between China and Kazakhstan (Almaty – Horgos), and China 

and the Russian Federation (Mudanjiang – Grodekovo) – undermine railway capacity; 

2. Four break-of-gauge points cause delays at their respective border crossings and require additional 

investments: Grodekovo (Russian Federation) – Suifenhe (China); Zabaykalsk (Russian Federation) – 

Manzhouli (China); Zamin-Uud (Mongolia) – Erenhot (China); and Horgos (China) – Horgos (Kazakhstan). 

For the two China – Russian Federation break-of-gauge points of the four, dual 1,435 mm/1,520 mm gauge 
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Country Report: Russian Federation,” 56–57. 
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89 Electronic service portal of Tianjin port. Available from http://www.tjgportnet.com (accessed 23 November 2016). 
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tracks are already in place. However, delays still occur due to border procedures or the insufficient capacity 

of stations (in the case of Grodekovo). 

3. Changes in electrification systems require stops for locomotive changes along the Corridor. These stops are 

the source of potential bottlenecks if processes are not streamlined. Mongolia is the notable example, with 

stops needed at Choir and Saynshand; other parts of Corridor do not report such an issue. 

4. Road conditions are improving along the corridors. One of the major recent achievements is the upgrade of 

the Chita – Khabarovsk section of N1B in the Russian Federation to be fully Class III and above. Meanwhile, 

roads in Mongolia and roads approaching international borders are still below Class III, or include sections 

below Class III: Tashanta (Russian Federation) – Yarantai (Mongolia) (N1D); Chita (Russian Federation) – 

Manzhouli (China); and Suifenhe (China) – Ussuriysk (Russian Federation). 

5. Border crossing points along the Corridor serve as a source of delays. Inadequate capacity for actual traffic 

flow is an issue on the Russian sides of the following road BCPs: Kyahta (Russian Federation) – Altanbulag 

(Mongolia); Tashanta (Russian Federation) – Ulaanbaishint (Mongolia); Zabaykalsk (Russian Federation) – 

Manzhouli (China); and Pogranichny (Russian Federation) – Suifenhe (China). The Bugristoe (Russian 

Federation) – Kaerak (Kazakhstan) road BCP requires a capacity upgrade and works on the Kazakhstan side 

are ongoing. 

6. Seaport capacity is well developed at the Chinese end of the N2 route. The capacity of Russian ports is much 

smaller, and there is potential for capacity increases with investment.  

 

I.2 EURASIAN CENTRAL CORRIDOR 

I.2.1 ALIGNMENTS 

The Eurasian Central Corridor consists of routes linking the Russian Federation and the European Union with China, the 

countries of Central Asia and the ports of the Arabian Sea (see Error! Reference source not found., Figure 7). 

 

Figure 6 Eurasian Central Corridor: schematic routes  

 

 

The corridor requires the construction of missing links and improvements in transport infrastructure and rolling stocks. 

The region is notorious for border-crossing complications, making its routes the focus of development community 

attention. Responsibility for their upkeep and improvement is “shared” by several subregional groupings/initiatives (see 

Table 3) that are discussed below.   

The Central Asia Regional Economic Cooperation (CAREC) is a subregional initiative that has a notable impact on the 

development of transport in the region, due to its structured financial-donor support. The CAREC was initiated in 1996 

to provide technical assistance for regional cooperation in Central Asia. It grew into a cooperation of 11 countries93 

supported by 6 multilateral institutions, 94  with the Asian Development Bank (ADB) serving as the organization’s 

secretariat. For CAREC, transport is the main area of cooperation, with an accumulated investment volume since 2001 of 
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$22.6 billion, or 78 per cent of its total investment portfolio.95 Development in transport is linked to an increase in trade 

facilitation and is guided by the CAREC Transport and Trade Facilitation Strategy 2014-2020, organized around three 

main topics:  

 Development of the multimodal corridor network; 

 Improvement of trade and border-crossing services; 

 Improvement of operational and institutional effectiveness.96 

It is expected that completion of the 108 investment projects currently planned under the strategy – at an estimated cost 

of $43.7 billion – will expand the regional transport network to cover 29,350 km. The CAREC is using a corridor approach 

to develop the transport network and there is considerable overlap between the studied Eurasian Central Corridor and the 

CAREC corridors (see Table 3), meaning the Eurasian Central Corridor is well covered by this investment program. 

For the transport sector, 43 out of the 112 projects of the CAREC framework were completed by 2015; in trade facilitation 

– 10 out of its 15 projects.97 

Cooperation on the International North-South Transport Corridor (INSTC) was initiated by the intergovernmental 

agreement, originally signed by India, the Islamic Republic of Iran and the Russian Federation in 2000. The INSTC 

Corridor runs from the port of St. Petersburg in the Russian Federation to Mumbai port in India, and coincides with C1 

and C1C of the Eurasian Central Corridor (see Table 3). The respective Agreement sets the following objectives: 

 Increase the efficiency of transport linkages; 

 Facilitate access to the international market for the transport services of the signatories; 

 Promote the growth of traffic volumes along the INSTC Corridor; 

 Harmonize transport regulations along the Corridor; 

 Create non-discriminatory market access for transport service providers.98 

The three countries agreed to give each other transit rights for the transport of goods and passengers, and to give multiple-

entry visas for respective crews and personnel. The countries also specified a tax-free regime for transit.99 

The Agreement has now also been joined by Azerbaijan, Armenia, Belarus, Bulgaria, Kyrgyzstan, Oman, Tajikistan, 

Turkey, Syria and Ukraine. The countries plan their implementation efforts during the regular meetings of the INSTC 

Coordination Council and at project-centred events. 100  Their discussions on the INSTC Corridor lead to actual 

infrastructure development works along its length (see I.2.2). 

The corridor includes three routes:  

 Trans-Caspian: St. Petersburg port – by land to Astrakhan, Olya and Mahachkala ports in the 

Russian Federation – Caspian Sea – Bandar-e-Anzali, Noshahr and Bandar Amirabad ports in 

Islamic Republic of Iran – land to Bandar Abbas and Chabahar ports in Islamic Republic of Iran – 

sea to Mumbai (India); 

 West route: St. Petersburg – Samur (Russian Federation) – Yalama (Azerbaijan) – Astara (Islamic 

Republic of Iran) – land to Bandar Abbas and Chabahar ports in Islamic Republic of Iran – sea to 

Mumbai (India); 

 East route: Russian Federation – Kazakhstan – Uzbekistan – Turkmenistan – Islamic Republic of 

Iran – land to Bandar Abbas and Chabahar ports in Islamic Republic of Iran – sea to Mumbai 

(India).101 

Parts of the C1 and C2 sections are covered by Transport Corridor Europe-Caucasus-Asia (TRACECA) routes (see Table 

3). The TRACECA programme, initiated in 1993, is based on the Basic Multilateral Agreement on International Transport 

for the Development of the Europe-Caucasus-Asia corridor, signed in 1998.102 For the period up to 2015, the member 

                                                 
95 “CAREC 2020 Midterm Review.” 

96 “CAREC Transport and Trade Facilitation Strategy 2020.” 

97 “Central Asia Regional Economic Cooperation Program Development Effectiveness Review 2015.” 

98 “Agreement on International North - South Transport Corridor.” 

99 “Agreement on International North - South Transport Corridor.” 

100 Ministry of Foreign Affairs, Russian Federation, “International transport corridor ‘North-South’” (reference, Russian).  

101 Russian Railways, “International North - South Transport Corridor” (Russian). 

102 “Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia Corridor (TRACECA).” 
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countries 103  implemented the following changes to meet the objectives of the Strategy of the Intergovernmental 

Commission TRACECA for the development of the International Transport Corridor “Europe - the Caucasus - Asia”: 

 Reformed national regulatory frameworks and adopted new national laws, codes and other 

regulations in order to strengthen and modernize transport institutions; 

 Improved monitoring and data gathering on transport; 

 Improved human resources training transport; 

 Created project-implementation bodies/commissions, plans, or completed or initiated a number of 

projects in the development of basic transport infrastructure; 

 Implemented a number of measures for border-crossing facilitation (such as joining respective ECE 

conventions, implementing “single window” elements, modernizing border crossing facilities).104 

In total, within the period of the strategy’s implementation, with help of international financial institutions the member 

countries invested $17,075 million into transport infrastructure development projects.105 

To continue with the corridor’s development, the following strategic directions will be the focus for 2016-2026: 

 Institutional – legal barriers to transport and international trade; 

 Motorways of the sea, train ferries and sea routes; 

 Railway sector; 

 Road sector; 

 Inland waterways; 

 Connections to the hinterland, multimodal and logistic opportunities.106 

The Economic Cooperation Organization (ECO) is a subregional cooperation mechanism with 10 member countries107 

who aim to double intra-regional trade; maximize connectivity, mobility and accessibility; enhance energy sustainability 

and security; achieve sustainable and high economic growth; and improve general quality of life.108 In the transport sector, 

the organization advocates the corridor approach complemented by directing attention towards the subregion-wide 

transport network. Its main goal is to make the corridors commercially viable and operational. The ECO Road and 

Railway Network Development Plans define seven priority road routes and five priority railway routes with branches.109 

Estimated costs for the road investment projects are $21 billion (funds are secured for about 48 per cent of the projects), 

while for railways, the estimated costs of necessary investments are $43 billion (funds are secured for 28 per cent of the 

projects).110 

The China – Pakistan Economic Corridor (CPEC) is one of the components of the Belt and Road Initiative. Launched in 

2013 and promoted by China, the BRI aims to develop connectivity among the involved countries from Asia, Africa and 

Europe. Its main routes are those connected to the ancient Silk Road, but are not limited to it: China – Central Asia – 

Europe and the Russian Federation; China – Persian Gulf and the Mediterranean; China – Southeast Asia and South Asia. 

The BRI is open to the participation of interested countries, and regional and international organizations. Under the BRI, 

the Asian Infrastructure Investment Bank and Silk Road Fund were established to create a financial resources reserve for 

the construction and upgrade of hard infrastructure needed for better connectivity. 111  The CPEC aims to achieve 

connectivity between China and Pakistan in the fields of transport, data exchange, cooperation in people’s livelihoods, 
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107 ECO member countries are Afghanistan, Azerbaijan, Islamic Republic of Iran, Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan, 

and Uzbekistan. 

108 Economic Cooperation Organization, “ECO Vision 2025 & Implementation Framework.” 

109 Tsamboulas, “ECO Railway Network Development Plan”; Tsamboulas, “ECO Road Network Development Plan.” 

110 Ahsan Ali Mangi, “Economic Cooperation Organization.” 

111 English.gov.cn: The State Council; The People’s Republic of China, “Full Text: Action Plan on the Belt and Road Initiative.” 
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finance, energy, etc.112 While the BRI is relevant to all three of the Eurasian corridors studied, the CPEC overlaps with 

the C1A of the Eurasian Central Corridor. 

The Trans-Caspian East-West Middle Corridor (Trans-Caspian Corridor) Initiative is a joint effort by Afghanistan, 

Azerbaijan, China, Georgia, Kazakhstan, Kyrgyzstan, Turkey and Turkmenistan to promote a multimodal connection 

between Asia and Europe. The alignment of this route coincides in great part with the C1D and C2/C2B routes of the 

Eurasian Central Corridor. The initiative intends to make use of the synergies created by several multilateral projects and 

mechanisms within the subregion: the Baku – Tbilisi – Kars Railway joint project (Azerbaijan, Turkey and Georgia); the 

Azerbaijan, Turkey and Turkmenistan Tri-partite Cooperation Committee; the Turkic Council113 Joint Development 

Protocol on Development of Transport; the MOU on Sister Seaports between the ports of Baku, Aktau and Samsun; the 

Lapis Lazuli project;114 the Caravanserai project; and the China and Turkey MOU on “aligning the Belt and Road 

Initiative and the Middle Corridor Initiative” (2015). 115  The main focus of the initiative’s participants is on the 

infrastructural and operational aspects of the Corridor. As part of this focus, railway tariffs along the route were optimized 

in 2016, and further optimization is being discussed.116 

Details on EATL and the work of OSJD and OTIF are described in the section I.1.1. 

 

Table 3 Overlapping initiatives for the main sections of the Eurasian Central Corridor 

Branches of Central Corridor Shared with 

С1: Urumqi – Kashi – Sary-Tash – Dushanbe – Termez 

– Bukhara – Atyrau – Astrakhan – Volgograd – Moscow 

– Europe; 

CAREC 1, 2, 3, 5, 6; EATL 3, 6, 7; ECO 1B, 5, 6; 

INSTC; OSJD 10; TRACECA 27, 31, 41; 

C1A: Kashi – Islamabad – Lahore – Rohri; CAREC 5, 6; CPEC; ECO 6; 

C1B: Dushanbe – Shirkhan – Kabul – Kandahar – 

Quetta – Panjgur – Gwadar; 

CAREC 2, 5, 6; CPEC; EATL 5; ECO 1B, 7; 

C1C: Astrakhan – Baku – Qazvin; EATL 5, 6; ECO 3; CAREC 6; INSTC; OSJD 11; 

C1D/C2B: Beyneu – Aktau – Baku/Alat. CAREC 2, 6; EATL 5, 6; ECO 4; OSJD 10; TRACECA 

34; Trans-Caspian Corridor. 

C2: Bukhara – Mary – Ashgabat – Turkemenbashi – 

Baku – Ganja – Tbilisi – Batumi – Samsun – Gerede – 

Istanbul – Kapikule; 

CAREC 2, 3, 6; EATL 3, 4; ECO 2; OSJD 10; 

TRACECA 18, 20, 22, 24; Trans-Caspian Corridor; 

C2A: Mary – Sarakhs – Mashhad – Sabzevar – Kerman 

– Anar – Bandar Abbas; 

CAREC 3; EATL 4, 5, 6; ECO 1B, 2, 3, 5, 6; INSTC; 

C1D/C2B: Tbilisi – Akhalkalaki – Kars – Erzurum.  EATL 3; ECO; TRACECA 19; Trans-Caspian Corridor. 

C3: Karachi – Rohri – Quetta – Taftan – Kerman – Yazd 

– Qom – Tehran – Qazvin – Tabriz – Askale – Ankara – 

Istanbul – Europe. 

CAREC 5, 6; CPEC; EATL 4, 5, 6; ECO 1A, 6, 7; 

INSTC; OSJD 6, 11; OTIF 2. 

 

The Eurasian Central Corridor routes are mostly both rail and road, though there are sizeable missing links in the rail 

network: route C1 is road-only between China and Tajikistan, and there are no rail lines along the C1B route from 

Tajikistan to Pakistan via Afghanistan (Afghanistan has only a 75-km railway connecting Mazar-i-Sharif to Termez). 

Inland logistics terminals and dry ports are being developed at major nodes, most actively in China, Kazakhstan, Islamic 

Republic of Iran, Pakistan and Turkey. The Eurasian Central Corridor’s routes connect the countries of Central Asia, 

China and the Russian Federation to the largest ports of Pakistan (Karachi and port Qasim) and its Gwadar port (which 

has the potential to be developed under the CPEC), Bandar Abbas of the Islamic Republic of Iran, Istanbul port in Turkey, 

and Poti and Batumi on the Black Sea. The corridor crosses the Caspian Sea, which features important regional ferry lines 

                                                 
112 CPEC Secretariat. Available from http://cpec.gov.pk. 

113 Members of the Cooperation Council of Turkic Speaking States (Turkic Council, established in 2009) are Azerbaijan, Kazakhstan, Kyrgyzstan and 

Turkey. 

114 Lapis Lazuli Corridor Agreement (not yet signed as of October 2017) is under discussion between Afghanistan, Azerbaijan, Georgia, Turkey and 

Turkmenistan with the goal of connecting landlocked Afghanistan to Europe.  

115 Information provided by the Ministry of Transport, Turkey. 

116 Tsurkov, “Azerbaijan, Kazakhstan, Turkey, Georgia Railway Bodies Ink MOU.” 
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(such as Turkemenbashi – Alat, and Aktau – Baku/Alat), and can potentially use Caspian Sea connections between 

Astrakhan, Olya and Mahachkala in the Russian Federation, Bandar-e-Anzali of the Islamic Republic of Iran, or other 

Caspian ports. 
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Figure 7 Eurasian Central Corridor routes 

 

 

Source: Varvara Krechetova. 
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I.2.2 EXISTING AND POTENTIAL ECONOMIC POLES/CLUSTERS ALONG 

THE EURASIAN CENTRAL CORRIDOR 

The Eurasian Central Corridor is important for connecting landlocked Central Asian countries to seaports and the main 

Europe-Asia trade routes. The improvement of these connections will promote the development of ports in Georgia, 

Azerbaijan, Pakistan and Islamic Republic of Iran, and even aid relatively new projects such as Gwadar port. 

Countries are taking steps towards developing logistics facilities to promote both transport movement and economic 

activities along the Corridor. Azerbaijan, China, Georgia, Islamic Republic of Iran, Kazakhstan, Pakistan, the Russian 

Federation and Turkey are the most active countries in this process. 

The main production and manufacturing centres are located towards the south and west of the Corridor. There are two 

large industrial agglomerations in Pakistan around Karachi and on the Lahore – Islamabad belt, and other major areas 

exist in Tehran, Mashhad and Tabriz in Islamic Republic of Iran, and in Istanbul and Ankara in Turkey. 

The Corridor’s routes go via existing economic centres, and to further promote their development of these areas or give 

stimuli to the growth of new ones, zones with special regimes have been created or planned along the routes in locations 

such as: 

 Gwadar and Karachi in Pakistan; 

 Sarakhs, Mashhad, Sirjan, Salafchegan and Tabriz in Islamic Republic of Iran; 

 Istanbul, Gebze and Kocaeli in Turkey; 

 Poti and Kutaisi in Georgia; 

 Baku, Azerbaijan; 

 Atyrau, Kazakhstan. 

I.2.3 RAIL TRANSPORT ISSUES 

Route C1 runs through the Russian Federation, Kazakhstan, Uzbekistan, Tajikistan and China. The route is not continuous 

– there is no railway link between Dushanbe (Tajikistan) and Kashi (China). The section from the Russian Federation up 

to Tajikistan has 1,520 mm gauge track, while the Chinese section is 1,435 mm. The construction of the Dushanbe – 

Karamyk – Sary-Tash – Kashi section is being discussed within the CAREC framework.117 Once the section is in place, 

the break-of-gauge issue will have to be addressed.  

In the Russian Federation, the section of the C1 from Moscow to Gryazi is double-tracked and electrified (for the overall 

picture of railway infrastructure along the Corridor see Figure 8). Further on, up to Astrakhan, most of the railway is non-

electrified, except for the two, short double-track electrified sections from Ilovlya to Volgograd (103 km) and 

Aksarayskaya to Astrakhan (37 km). Among the rest of the non-electrified section, only the Akhtuba – Aksarayskaya part 

is double tracked.118 As the Volgograd – Astrakhan railway is part of the International North-South Transport Corridor 

(INSTC), Russian Railways is upgrading the section. According to the plan, by 2020 there will be a second track on the 

Volgograd – Akhtuba stretch, and the whole section up to Aksarayskaya will be electrified.119  

The C1 railway corridor from Aksarayskaya (Russian Federation) to Dushanbe (Tajikistan) – which runs via Atyrau and 

Beyneu in Kazakhstan, Bukhara in Uzbekistan, as well as the Kumkurgan to Termez section – are fully single-track non-

electrified.120 The electrification of the Karshi – Termez section in Uzbekistan (325 km) started in 2015 with the use of a 

Japan International Cooperation Agency (JICA) loan.121  

The Kashi – Urumqi railway in China (route C1) is separated from the aforementioned sections. It is non-electrified and 

single-tracked from Kashi to Luntai, and double-tracked along the Luntai – Korla section.122 The Korla – Turpan – Urumqi 

section is double-track electrified.123 

                                                 
117 “Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017–2030).” 

118 OSJD, “OSJD Railway Transport Corridor 11” (Chinese and Russian). 

119 Russian Railways, “In the first half of the 2016, RZhD JSC allocated 200 million rubles for the modernization of the Trubnaya - Upper 

Baskunchak - Aksarayskaya section” (Russian). 

120 “Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017-2030).” 

121 JICA, “Signing of Japanese ODA Loan with the Republic of Uzbekistan”; “Japanese Investors to Fund the Electrification of Uzbek Railways.” 

122 “China Railway Atlas” (Chinese), 60. 

123 “Double tracked electrified Turpan - Korla section of South Xinjiang Railway will be opened for traffic: distance from Turpan to Korla reduced 122 

km” (Chinese). 
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The C1A railway route has only a section in Pakistan, from Islamabad to Karachi port. The CAREC framework plans to 

study the possibility of connecting this section to the railways in China.124 Upon completion, the route would connect 

1,676 mm gauge tracks (Pakistan) with standard gauge. The railways along the C1A, C1B and C3 routes in Pakistan are 

non-electrified. The Lahore – Karachi main railway line is double-tracked and a third track is planned, 125  the 

electrification of which is being discussed for the CPEC.126 The rest of the railways relevant to the C1B or C3 routes are 

single-tracked. The last missing railway link is the connection to Gwadar port: it is currently being discussed, and different 

paths for the rail line to the port appear on the Trans-Asian Railway (TAR) network map and the CAREC railway strategy. 

There are only 54 km of single-track non-electrified railway along the studied route in Afghanistan: the Hairatan – 

Naibabad section of the 75-km Hairatan (Uzbekistan) – Mazar-i-Sharif (Afghanistan) railway line, which was completed 

in 2011.127 The rest of the C1B route, from Naibabad to Chaman (Pakistan), is missing. The construction of these missing 

railway lines is under discussion within the CAREC framework, and is included in the CAREC railway strategy up to 

2030; prefeasibility studies for the various sections from Kunduz to Speenboldak have been completed.128 

The С1С railway route is not fully complete. While the part from Astrakhan (Russian Federation) to Astara (Azerbaijan) 

is in place and in operation and the railway bridge over the Astrachai river between Azerbaijan and Islamic Republic of 

Iran has been completed, the link further up the route to Qazvin (Islamic Republic of Iran) is still under construction. 

Railways in the Islamic Republic of Iran use standard gauge (1,435 mm) tracks, so the route will require streamlined 

break-of-gauge operations to minimize the potential bottleneck effect.  

The existing railway route in the Russian Federation is two thirds single-track non-electrified (Astrakhan – Kizil Yurt, 

431 km) and one third double-track electrified (Kizil Yurt – state border, 213 km).129 Some 40 per cent of the railway 

tracks in Azerbaijan require rehabilitation.130 Modernization is underway, with the Baku – Beyouk Kesik section being 

upgraded,131 the part of the C1C that is the INSTC section in Azerbaijan under negotiation for ADB financing,132 the 

Qazvin – Rasht section (205 km) potentially entering commercial operation in 2017, and with the Rasht – Astara section 

(168 km) further to the north under construction and expected be completed in 2019.133 Based on information from Islamic 

Republic of Iran Railways, it is planned that the Qazvin – Loshan part will be double-tracked, and the Loshan – Rasht – 

Astara route single-tracked.134 

The railway running from Beyneu to Aktau in Kazakhstan (route C1D) is single-track non-electrified.135 

In Georgia, the railways along the C2 route are mostly double-tracked, except for the Poti – Senaki section and small 

sections of other lines. A semi-automatic blocking system, however, limits the number of trains allowed on tracks: no 

more than one train can be on tracks between the stations at a time. The single track to Poti is a potential bottleneck if 

usage of the city’s port is to expand. The railway section in Azerbaijan from Beyouk Kesik to Alat is double-track 

electrified. In 2014, the second bridge over the Kura river at Poylu – Saloglu (Azerbaijan) was completed, eliminating 

the main bottleneck that was limiting the line’s capacity.136 

The ferry line Alat (Azerbaijan [before 2014 the ferry line originated in Baku]) – Turkemenbashi (Turkmenistan) is served 

by 13 ferry vessels and 2 Roll-on/Roll-off (Ro-Ro) ships. The ferry vessels can carry 28, 52 or 54 wagons,137 and cross 

the 306 km between the ports within 12 hours.        

Railways in Turkmenistan are single-track non-electrified, as are the Uzbekistan sections of the C2 up to Bukhara.  

Route C2A links the railways of Turkmenistan with the railways of the Islamic Republic of Iran and the port of Bandar 

Abbas. In Islamic Republic of Iran, the Sarakhs to Bafq sections are single- track non-electrified (the Mashhad – Kashmar 

                                                 
124 “Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017–2030).” 

125 “Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017-2030).” 

126 Pakistan Railways, "Year Book 2014-2015.” 

127 “Afghanistan: Hairatan to Mazar-E-Sharif Railway Project Completion Report.” 

128 “Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017-2030).” 

129 OSJD, “OSJD Railway Transport Corridor 11” (Chinese and Russian).  

130 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors,” 76. 

131 “Azerbaijan is modernizing its railways” (Russian). 

132 ADB: Azerbaijan: Railway Sector Development Program. Available from https://www.adb.org (accessed 1 December 2016). 

133 “Iran to Commission Qazvin-Rasht Railway in 2017”; “Iran to Inaugurate Qazvin-Rasht Railway in 2017.” 

134 Railways of the Islamic Republic of Iran. Railway Map. Available from http://www.rai.ir (accessed 5 December 2016). 

135 “Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017-2030).” 

136 “Megaprojects from the future: what to expect for the Azerbaijan railways” (Russian). 

137 "Azerbaijan Caspian Shipping", Closed Joint-Stock Company. Available from http://www.acsc.az (accessed 5 December 2016). 
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section is being electrified and the branch from the mainline to Mashhad is double-tracked), and the double-tracked Bafq 

to Bandar Abbas section (600 km) is undergoing electrification.138  

Route C2B was connected and put into operation in 2017, under the trilateral Baku (Azerbaijan) – Tbilisi (Georgia) – 

Kars (Turkey) joint railway project. The Tbilisi – Akhalkalaki section in Georgia is 1,520 mm gauge single-track 

electrified.139 The Akhalkalaki (Georgia, break-of-gauge station) – Kars (Turkey) section is 1,435 mm gauge, double-

tracked.140 The section in Turkey further up towards Cetinkaya is 1,435 mm gauge, single-tracked. Only the last stretch 

(Divrigi – Cetinkaya) is electrified.141  

Route C3 travels in a latitudinal direction from Pakistan to the European Union via the Islamic Republic of Iran and 

Turkey. 

The Pakistan section has a gauge of 1,676 mm and is single-track non-electrified. The connection between Pakistan and 

the Islamic Republic of Iran requires a change in gauge, but the facilities are of low quality and need to be upgraded.142 

The sections in the Islamic Republic of Iran are standard gauge and non-electrified. Mirjaveh – Bafq – Qom is single-

track non-electrified, Qom – Tehran – Karaj is double-track non-electrified, and the line from Karaj up to the border with 

Turkey is single-tracked.143  

The railways in Turkey are standard gauge. The electrified sections of the C3 feature along the Kapikule – Ankara and 

Cetinkaya – Malatya routes, while the double-tracked sections are between Halkali and Eskisehir and around Ankara.144 

The electrification of the Ankara – Sivas section is ongoing. The existing conventional lines on the Kapıkule – Halkali, 

Kosekoy – Ankara, Ankara – Sivas, and the Sivas – Van/Hudut sections are being upgraded. To cross the Van Lake in 

the east of Turkey, the railway has to use a ferry that has limited capacity and can become a bottleneck when the cargo 

flow increases.145 The line is currently being equipped with four ferry ships that each have a 9-10 wagon capacity, or 

between them a total capacity of 1,500 tons. There are plans to increase capacity by employing two new ferry ships that 

can carry 50 wagons each (1st in 2017, 2nd in 2018).146  

Old locomotive and wagon fleets (over 15 and 35 years in age, respectively) have an adverse impact on the speed of 

corridor railways. In Azerbaijan, Georgia, Turkmenistan and Uzbekistan, locomotives have to be changed over to lower 

engine temperature, and they are prone to failures that require stops for repair (wagons might also require frequent changes 

as well).147 Countries may also lack certain types of freight wagons (semi-wagons and tank wagons, for instance) and 

have problems with old transshipment equipment. One of the problems with wagon supply in Uzbekistan, is the use for 

container carriage of wagons that were designed for other cargoes and later converted. This causes damage to both 

containers and to the goods inside.148 China is assisting Central Asian countries in the modernization of their rolling stock. 

The ADB has been monitoring the CAREC corridors since 2011. The results show that the difference in transport costs 

(measured as the cost of transporting 20 tons of cargo over 500 km) between rail and road is narrowing. This means that 

railways are not yet as competitive as roads on the corridors, as the transport fees for road transport and rail transport are 

more or less the same while road transport is faster and more reliable. The CAREC CPMM report of 2015 suggests that 

the situation is largely due to the growth in tariffs at Kazakhstan Temir Zholy since 2011.149 

In summary, for railway transport along the Eurasian Central Corridor: 

1. Railway links beneficial to subregional connectivity are missing: 

 Astara (Islamic Republic of Iran) – Qazvin (Islamic Republic of Iran) on the C1C route; 

 Railway line to Gwadar port in Pakistan on the C1B route; 

                                                 
138 “The Railways of the Islamic Republic of Iran (RAI),” Railway Map. Available from http://www.rai.ir (accessed 5 December 2016). 

139 Ivanishvili, "Baku - Tbilisi - Kars", JSC Azerbaijan Railways. 

140 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 

141 Turkish State Railways Research Planning & Coordination Department Statistics Office, Turkish State Railways Annual Statistics 2011 - 2015; 

“Map of Turkish Railways (Turkish)”; Ivanishvili, "Baku - Tbilisi - Kars". 

142 Galushko, “Study on Corridors,” 22. 

143Railways of the Islamic Republic of Iran. Railway Map. Available from http://www.rai.ir (accessed 5 December 2016). 

144 Turkish State Railways Research Planning & Coordination Department Statistics Office, "Turkish State Railways Annual Statistics 2011 - 2015"; 

“Map of Turkish Railways” (Turkish).  

145 Erkan Özkan, “Rail Freight. Bottleneck for Eastward Trains: Van Lake.” 

146 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 

147 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors,” 76. 

148 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors,” 82.s 

149 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 17. 

http://www.rai.ir/Dorsapax/userfiles/Sub0/Railway_Map.jpg
http://www.rai.ir/Dorsapax/userfiles/Sub0/Railway_Map.jpg
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 Railway lines in Afghanistan; 

 Railway connection from Kashi (China) to the Central Asian countries and Pakistan. 

2. Three gauges are used along the corridors: 1,435 mm (China, Islamic Republic of Iran, Turkey), 1,520 mm 

(Azerbaijan, Georgia, Kazakhstan, Turkmenistan, Tajikistan, Uzbekistan), and 1,676 mm (Pakistan). 

Currently, there are three working railway cross-border connections that require gauge change: Akhalkalaki 

(Georgia, 1,520 mm to 1,435 mm); Taftan (Pakistan, 1,676 mm) – Mirjaveh (Islamic Republic of Iran, 

1,435 mm); and Sarakhs (Islamic Republic of Iran, 1,435 mm) – Sarahs (Turkmenistan, 1,520 mm). With the 

completion of the projects planned for the missing links along the corridors, the number of break-of-gauge 

points might grow to six. The respective facilities and procedures should be designed to minimize potential 

delays at these border crossings. 

3. Electrification level is low: railways in Pakistan, Turkmenistan, the corridor sections in Islamic Republic of 

Iran, Kazakhstan, Uzbekistan and Tajikistan are non-electrified. Only some sections are electrified in the 

Russian Federation and Turkey. 

4. Most of the Corridor’s railways are single-track. 

5. Electrification, signaling and blocking systems, and old rolling stocks are problems for the countries of 

Central Asia and the Caucasus. Between them, they reduce capacity by limiting the number of trains that can 

be on a track at one time, by requiring stops for technical inspections and locomotive changes and by causing 

shortages in wagon supply. 

6. Tariffs and times for the return of empty wagons/containers are issues that additionally lower the 

attractiveness of railways as a Corridor transport option.  

7. Corridor initiative approaches work well for channeling development efforts into these routes. Successful 

examples are INSTC and CAREC: 

 Agreements under the INSTC development framework stimulated the building of missing 

sections in the Islamic Republic of Iran, and the electrification, laying of second tracks and other 

modernization works in Azerbaijan and the Russian Federation; 

 Infrastructure investments under the subregional CAREC initiative resulted in the construction 

of 1,869 km of new railways, and the rehabilitation/electrification/signalization of 2,850 km 

between 2008 and 2015.150 

                                                 
150 “CAREC Transport Sector Progress Report and Work Plan 2016–2018. Reference Document for Session 1 of the Senior Officials’ Meeting.” 
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Figure 8 Railway infrastructure along the Eurasian Central Corridor 

 

Source: Varvara Krechetova. 
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I.2.4 ROAD TRANSPORT ISSUES 

With Kazakhstan as the only exception, roads are the preferred mode for freight transport in Central Asia for both domestic 

and international operations. Distances, difficult terrain, harsh temperatures and their amplitudes, excessive truck loads 

to maximize returns, and a lack of funding for the maintenance and rehabilitation of roads all contribute to the deterioration 

of road conditions along the Eurasian Central Corridor. A World Bank study of the routes in the Corridor’s regions (2008-

2009) also observed long journeys with empty hauls for trucks from Afghanistan, Kyrgyzstan and Tajikistan, which 

pushed up freight rates in these countries due to unutilized capacity.151  

The C1 route in China boasts the best road conditions: the section from Urumqi to Kashi is fully Primary or Class I toll 

road with four-lane asphalt concrete or cement concrete surfacing152 (for the overall picture on road quality along the 

Corridor see Figure 9). The section from Kashi to the Kyrgyz border is Primary or Class II toll road, and its last 117 km 

to the border is a two-lane asphalt concrete toll-free road. China is the only country along the C1 route to have toll roads. 

Around 17 per cent of this road section in China goes through mountainous terrain. 

The rest of the C1 route is mainly Class II and III, with two-lane asphalt concrete pavement. The roads in Kyrgyzstan are 

being rehabilitated either under the CAREC framework or in cooperation with China. In recent years, the Irkeshtam – 

Sary-Tash – Karamyk section was rehabilitated into an AH Class II two-lane road with asphalt pavement, with the 

assistance of the ADB153 and China.154 Weather conditions and terrain are harsh along the road, with its full length passing 

through mountains. Consequently, it can close for traffic in winter due to winds, snowstorms and respective snow cleaning. 

In Tajikistan, the C1 route is mainly Class II with two sections that fall below the Class III standard: the section from the 

border with Kyrgyzstan to Jirgital (101 km of one-lane asphalt concrete road), and the Rasht to Labi Jar section (33 km 

of one-lane asphalt concrete road). The stretch from the Kyrgyz border to Rasht is mountainous with a total of 15 bridges.  

In Uzbekistan, the roads along the C1 route are a mix of Classes I, II and III. They are mostly two lane with short four-

lane sections. The road from Sariosiyo to Guzar via Termez passes through hilly terrain, has two lanes and is mostly 

asphalt concrete except for a total of 32 km between Guzar and Sherabad which has bituminous treatment. The rest of the 

road (Guzar to the border with Kazakhstan in Daut-ota) goes via flat terrain; around half of the road is finished with 

asphalt concrete (51 per cent) and about half with other types of hard treatments (49 per cent). 

The Kazakhstan section that runs Daut-ota – Beyneu – Atyrau is a Class II road with two lanes and an asphalt concrete 

surface which is mostly subject to fair weather conditions. The last part of the road (Atyrau – Kotaevka) is two lanes with 

hard surfacing, and for the most part is Class III. 

In the Russian Federation, the C1 section running Kotyaevka – Astrakhan – Moscow is a mix of Class I and Class II with 

two lanes of asphalt-concrete or cement-concrete road. 

The average speed of travel along the C1 route is 49 km/h, judged to be the fastest of the CAREC corridors. However, 

this advantage is almost eliminated by the significant delays encountered at the border crossings in Kazakhstan, 

Uzbekistan and Turkmenistan.155 

The lowest traffic flow along the C1 route is in Kyrgyzstan (Average Annual Daily Traffic [AADT] of 100-500 vehicles 

per day [vpd]), and the highest is on the Sariosiyo – Termez section in Uzbekistan (AADT 5,000-7,000 vpd). 

The C1A section in China (424 km) is a mix of Classes I, II and III, and is a toll-free road. Some 248 km runs through 

hilly terrain and while 140 km runs through mountains; 63 km of its length is finished with bituminous treatment and the 

rest is asphalt-concrete or cement-concrete surfacing. 

In Pakistan, the C1A section running Hassanabdal – Islamabad – Lahore – Multan – Rohri is Primary or Class I tolled 

road made up of four-to-six lanes paved with asphalt-concrete. The section from the border with China in Khunjerab to 

Hassanabdal is Class III with a small part of Class II; it has two lanes with either asphalt-concrete pavement or bituminous 

treatment. From Khunjerab to Komila the road passes through 512 km of mountains with snow cover in winter. While 

the traffic volume immediately after the border with China is very low (AADT of around 600 vpd), the lowest traffic in 

Pakistan along the C1A is on the Gilgit – Bisham stretch (AADT 1,000-2,000 vpd). The highest is between Islamabad 

and Hassanabdal (AADT 38,000 vpd), and around Lahore (AADT 25,000–30,000 vpd). 

Route C1B from Dushanbe (Tajikistan) to Speenboldak (border between Afghanistan and Pakistan) is a fully Class II 

road and is mainly two lanes (there are 10 km of four-lane roads from Dushanbe) with asphalt-concrete pavement. 

                                                 
151 World Bank, “Performance of Transport Corridors in Central and South Asia: Measurements 2008-2009,” 10. 

152 Unless specified otherwise, the information on road conditions, classification, quality and AADT in this section is sourced from ESCAP Asian 

Highway Database, 2015. Available from http://www.unescap.org. 

153 Asian Development Bank, “Kyrgyz Republic: CAREC Regional Road Corridor Improvement Project (Supplementary).” 

154 Bekeshev, “Road Projects of the Ministry of Transport: Completed and ongoing” (Russian).  

155 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015.” 
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Tajikistan is known for the high costs of trucking along its roads. The CAREC CPMM report showed that average costs 

for travelling the section from Tursunzade to Nizhniy Pianj exceed the same costs for other CAREC corridor sections.156 

In Afghanistan, 172 km of the C1B from Dushi to Kabul goes through mountainous regions. The Pakistan section of the 

C1B (Chaman to Quetta) is Class III with a two/four-lane road which is asphalt-concrete paved and in a fair condition. 

From the 130 km mark on the section, 40 km of the route is mountain road. The last part of the road section runs Gwadar 

– Turbat – Hoshab – Panjgur – Quetta (not part of the AH network) and was completed in December 2016.157 There is no 

AADT data for Afghanistan. Tajikistan reports an AADT of 1,000-3,500 vpd along the C1B, and Pakistan a 7,000-

10,000 vpd.  

The road all the way from Kochubei (Russian Federation) to Qazvin (Islamic Republic of Iran) along route C1C, is a mix 

of Primary, Class I and II, with two or four lanes – and occasionally six – of asphalt-concrete and cement-concrete surfaces. 

In the Islamic Republic of Iran, 75 per cent of the section running from Rasht to Qazvin is in mountainous areas and the 

whole section passes over 400 bridges. The Russian section of the C1C, from Astrakhan to Kochubei, contains 109 km 

of road that lacks hard surfacing, and 68 km of roads in bad condition (sections that are below Class III). Other parts of 

the route in the Russian Federation are Class I and II: two/four-lane toll-free roads with asphalt-concrete surfacing. 

The lowest traffic volume along the C1C route is on the Astrakhan – Mahachkala stretch in the Russian Federation (AADT 

4,000-6,000 vpd). The highest can be found at the Punel – Roodbar section in the Islamic Republic of Iran (AADT 20,000-

31,000 vpd) and at the road connection to the Caspian Sea ferry in Azerbaijan (AADT 45,000 vpd). 

The Beyneu – Aktau section of the route C1D (originally a Class II road) is being augmented into a Class I road through 

ADB and Government of Kazakhstan financial assistance. The Aktau – Zhetybai – Shetpe section was 80 per cent 

complete as of April 2017.158 Reported AADT for this section is 1,000-2,700 vpd. 

Route C2 links up with the C1 route from Bukhara (Uzbekistan) to Poti and Batumi ports on the Black Sea (Georgia), 

then on to Turkey via Trabzon and up through Istanbul to the border with Bulgaria. The road section in Uzbekistan 

(Bukhara – Karakul – Alat, 98 km) is a four-lane asphalt-concrete Class I road. The Turkmenistan section is mainly Class 

III with 60 km of Class I and II roads that are four/six lanes surfaced with asphalt concrete. Other roads have two lanes 

with hard surfacing, and have a reputation for being in a poor state.  

On the other side of the Caspian Sea, the C2 roads in Azerbaijan and Georgia belong to Classes I and II, have two/four/six 

lanes and asphalt-concrete or cement-concrete pavement. The Turkey section from the border with Georgia in Sarp up to 

Piraziz is a Class I road, toll free with four lanes and asphalt-concrete pavement. Piraziz to Gerede is a mix of Class I, II 

and III roads that are toll free, have four/six lanes and are asphalt-concrete paved. The rest of the C2 route in Turkey 

coincides with the C3 route. 

There is no AADT data for Turkmenistan. For the rest of the C2, the lowest flow of traffic is near the Azerbaijan – Georgia 

border (AADT on both sides is 2,000-4,000 vpd), and the highest is on the road to the Caspian Sea ferry terminal (AADT 

of over 32,000 vpd). 

The C2A route shares the Bukhara (Uzbekistan) – Tejen (Turkmenistan) stretch with the C2. In Turkmenistan, the road 

from Tejen to the border with the Islamic Republic of Iran at Sarakhs is Class III, has two lanes and a hard surface. In the 

Islamic Republic of Iran, the roads are a mix of Primary, Class I and Class II, are fully asphalt concrete and have two/four 

lanes; there are also 45 km of road with six-lanes. Between Sarakhs and Sabzevar in Islamic Republic of Iran, one third 

of the road runs through mountains and another third through hilly terrain. One third of the Sirjan – Bandar Abbas road 

also runs through mountainous terrain. The lowest levels of traffic along the stretch occur in the vicinity of the Uzbekistan 

– Turkmenistan border (AADT on the Uzbekistan side of around 5,500), while the highest can be found further south 

towards Mashhad in the Islamic Republic of Iran (AADT over 27,000 vpd). 

The C3 route shares the Karachi to Rohri section in Pakistan with the route C1B. Hyderabad to Karachi is 130 km of 

tolled Class I, four-lane asphalt-concrete road. Hyderabad to Rohri is a mix of Classes I and III; two lanes with asphalt-

concrete surfacing in fair condition. The section running Rohri – Sibi – Quetta – Lakpass is a tolled Class III road, 

featuring two-lanes and asphalt-concrete paving. Lakpass – Nushki is also partly tolled (50 km of 113 km). The section 

from Lakpass to the border with the Islamic Republic of Iran in Taftan is below Class III (two lanes with a hard surface 

in fair condition). 

In the Islamic Republic of Iran, the C3 section to Kerman from the border with Pakistan in Mirjaveh is a mix of Classes 

I and II, which are asphalt-concrete paved roads of two lanes, along with 57 km of four-lane road. Within this 527-km 

section, the stretch between Zahedan and Kerman contains 147 km of mountain road. The route running Kerman – Anar 

– Qom – Tehran – Tabriz – Marand is a Primary or Class I road which features two/four/six lanes and asphalt-concrete 

pavement. Within this section, the Naeen – Qom, Salafchegan – Tehran and Qazvin – Bostanabad parts are tolled. The 

                                                 
156 Asian Development Bank. “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015.” 

157 Ministry of Communications, Government of Pakistan, at the Final Expert Group Meeting on Comprehensive Planning of Eurasian Transport 

Corridors and Intermodal Transport in North-East and Central Asia, Bangkok, Thailand, 7-8 November 2017. 

158 “Road ‘Beyneu - Aktau’ in Mangistau is 80% completed” (Russian).  
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section running from Marand to Bazargan (border with Turkey) is a mix of Classes I and II, and passes through hilly and 

mountainous terrain. 

In Turkey, all roads along the C3 route are four lanes and above. The section towards Ankara from the border with the 

Islamic Republic of Iran at Gurbulak (routes C2B/C3) is a mix of Classes I and III, featuring asphalt concrete (1,010 km) 

and other hard surfaces (159 km).159 Ankara to Edirne (11 km from the border with Bulgaria) is a Primary four/six/eight 

lane asphalt-concrete toll road, while the rest of the stretch to the border is toll-free, has four lanes and asphalt-concrete 

surfacing. 

The lowest level of traffic along the C3 corridor is on the Lakpasi – Taftan section in Pakistan (AADT of 1,000-2,000 vpd); 

the heaviest can be found on the Qazvin – Tehran section in the Islamic Republic of Iran, with a reported AADT of 

90,000-180,000 vpd. 

In summary, on road infrastructure along the Eurasian Central Corridor: 

1. The quality of roads is an issue in Kyrgyzstan, Uzbekistan, Turkmenistan and Pakistan, while the standard of 

some sections in Kazakhstan and the Russian Federation are poor. 

2. Mountainous terrain and harsh climatic conditions with snowy winters make some road sections dangerous 

and subject to temporary closure. 

3. Sections with road qualities below Class III are located in Pakistan (Lakpass – Taftan, C3 route) and Tajikistan 

(Karamyk – Jirgital, and Rasht – Labi Jar, C1 route); there are instances of roads below Class III on the 

Astrakhan – Kochubei section in the Russian Federation (C1C route) and along the C1 route in Kyrgyzstan. 

4. Road infrastructure along the Central Asian sections of the Corridor is being improved under the CAREC 

framework. In the whole CAREC subregion in 2008-2015, a total of 7,229 km of expressways or national 

highways were built or improved.160 The road sections of the Eurasian Central Corridor that were or are being 

rehabilitated include the road from Dushanbe to the Kyrgyzstan border, the road from Dushanbe to the 

Uzbekistan border, and the Aktau to Beyneu, and Ashgabat to Turkemenbashi routes.161 

                                                 
159 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 

160 “CAREC Transport Sector Progress Report and Work Plan 2016–2018. Reference Document for Session 1 of the Senior Officials’ Meeting.” 

161 Central Asia Regional Economic Cooperation. Transport Sector Progress Report and Work Plan 2016–2018. Available from 

http://carecprogram.org. 
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Figure 9 Road grades along the Eurasian Central Corridor 

 

Source: Varvara Krechetova. 

Note: Based on Asian Highway Database, ESCAP, ADB. 
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I.2.5 TERMINALS AND DRY PORTS 

The important role of inland logistics centres – dry ports, terminals (including container terminals) and facilities for 

particular types of cargoes (frozen, break-bulk, etc.) – in the supply chain is recognized by the countries along the Eurasian 

Central Corridor. The efforts of these countries are focused not only on the physical components of such centres and dry 

ports (equipment, warehouses, efficient layout), but also on moving inspections for customs, quarantine, sanitary and 

phytosanitary issues to such venues, to shorten border-crossing times and increase the efficiency of logistics and related 

controls.  

Numerous development projects for the creation of logistics terminals at important nodes along the corridors – such as 

border crossings, ports and industrial centres – are either underway or in the planning stages. For CAREC member 

countries, such projects are part of the CAREC Trade and Transport Facilitation Strategy (these include logistics centres 

at Aktau port, Osh, Baku post at Alat, Nizhniy Panj and Turkemenbashi. In other countries, terminals and dry ports are 

being developed as part of governmental, private sector or public private partnership (PPP) investment programmes. Some 

of the efforts of China, Kazakhstan and the Russian Federation were described in section I.1.4. Information on the dry 

ports along the Eurasian Central Corridor is summarized below in the Table 4, and the locations are illustrated by Figure 

10. 

 

Table 4 Selected dry ports and land terminals along the Eurasian Central Corridor 

Dry port name and 

location 

Included in 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

Route C1 

Xinjiang Railway 

International Logistics Park, 

Urumqi, China. 

Included. 153 ha. Started in 2014. 

Kashi International 

Logistics Park, Kashi, 

China. 

Included. 219,029 sq m, functions include 

warehousing, delivery, information 

exchange, parking.162 

Not available. 

Kashi Yuanfang 

International Logistic Port, 

China. 

Not included. 533,000 sq m planned, 255,000 sq m 

ready, includes warehouses, office 

buildings, and production facilities.163 

First phase completed, second and third are 

ongoing. Part of the facilities already in 

operation. 

Karamyk, Jirgital, 

Tajikistan. 

Included. Not available. Not available. 

Vakhdat, Tajikistan. Included. 1.53 ha, transloading and unloading is 

manual, terminal does not own the 

equipment it needs but can rent.164 

In operation. 

Dushanbe, Tajikistan. Included. Warehouses, customs, quarantine and 
sanitary inspections, services for drivers 

and crew. The terminal does not own 

transshipment equipment.165  

In operation. 

Tursunzade, Tajikistan. Included. 7.12 ha, transloading and unloading is 

manual, terminal does not own the 

equipment it needs.166  

New 21.4 ha terminal is planned. 

In operation, new terminal is planned. 

Atyrau, Kazakhstan. Not Included. 18.1 ha, 10 feeder roads, open storage, 

process containers, oversized and 

overweight cargoes, bulk.167 

In operation. 

                                                 
162 Kashi Municipal Government, “Notice on the second public hearing on the environment impact assessment of the construction project ‘Kashi 

International Logistics Park’” (Chinese). 

163 Kashi Economic Development Zone. Available from http://www.kstq.gov.cn. China’s Ministry of Transport. Available from 

http://www.mot.gov.cn (accessed 20 December 2016). 

164 “Terminal ‘Vakhdat’” (Russian).  

165 “Terminal ‘Dushanbe’” (Russian). 

166 “Terminal ‘Tursunzade’” (Russian). 

167 KazLogistics. Available from http://portal.kazlogistics.kz (accessed 24 November 2016). 
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Dry port name and 

location 

Included in 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

[Volgograd], Russian 
Federation. 

Included as potential dry 
port. 

Not available. Concept paper is ready.168 

[Terminal Logistics Centre 
"Beliy Rast", Moscow 

Region], Russian 

Federation. 

Included as potential dry 
port. 

Not available. Project company created, some of facilities 

completed.169 

[Dmitrovsky Multimodal 
Centre, Moscow Region], 

Russian Federation. 

Included as potential dry 
port. 

Not available. Some of facilities completed.170 

Route C1A 

Silk Route Dry Port, Sost, 
Gilgit, Baltistan, Pakistan. 

Included. Provides sea, land, air transport 
services, has storage facilities, 

equipment for containers transloading, 

assists in customs clearance.171 

In operation. 

Margalla Dry Ports, 

Islamabad, Pakistan. 

Included. Is operated by Pakistan Railways, 

established in 1990.172 

In operation. 

Lahore Dry Port, 
Mughalpura, Pakistan. 

Included. Is operated by Pakistan Railways, 
established in 1973. 

In operation. 

National Logistics Centre 
Container Freight Station, 

Lahore, Pakistan. 

Included. Not available. In operation. 

Multan Dry Port Trust, 

Multan, Pakistan. 

Included. Not available. In operation. 

Route C1B 

Nizhniy Panj, Tajikistan. Included. Not available. A feasibility study was completed through EU 

financing in 2010 under the TRACECA 

framework. 173  Procurement of equipment is 

underway as part of CAREC activities.174  

Shirkhan Bandar Dry Port, 
Afghanistan. 

Included. Not available. Not available. 

Kabul Dry Port, Kabul, 
Afghanistan. 

Included. Not available. Not available. 

Speenboldak Chaman Dry 

Port, Afghanistan. 

Included. Not available. Not available. 

Border Terminal at Chaman, 

Pakistan. 

Not included. Not available. In operation. 

Route C1B/C3 

National Logistics Centre 

Dry Port, Quetta, Pakistan. 

Included. Not available. In operation. 

Railways Dry Port, Quetta, 

Pakistan. 

Included. Not available. Is operated by Pakistan Railways, established in 

1984.175 

Route C1C 

[Cargo Terminal on frontier 

point at state border, Samur], 

Azerbaijan. 

Included as potential dry 

port. 

Not available. Not available. 

                                                 
168 Russian Railways, “Concept Paper on Terminal Logistics Centres in the Russian Federation.” 

169 Russian Railways. “Concept Paper on Terminal Logistics Centres in the Russian Federation.” 

170 Russian Railways. “Concept Paper on Terminal Logistics Centres in the Russian Federation.” 

171 “JSC ‘China-Pakistan Sost Border Port’” (Chinese).  

172 Pakistan Railways, "Year Book 2014-2015.” 

173 “Association of International Road Operators of Tajikistan ‘ABBAT’” (Russian). 

174 “CAREC Transport Sector Progress Report and Work Plan 2016–2018. Reference Document for Session 1 of the Senior Officials’ Meeting.” 

175 Pakistan Railways, "Year Book 2014-2015.” 
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Dry port name and 

location 

Included in 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

[Sumgait Station, Sumgait], 
Azerbaijan. 

Included as potential dry 
port. 

Not available. Not available. 

Bilasuvar Cargo Terminal, 
border of Azerbaijan-

Islamic Republic of Iran. 

Included. Not available. Not available. 

Lenkoran International 

Airport, Lenkoran, 

Azerbaijan. 

Included. Not available. Not available. 

[South Terminal on frontier 
point at state border 

(Astara)], Azerbaijan. 

Included as potential dry 
port. 

Not available. Not available. 

Route C1C/C2    

[Baku City Goods Depot, 

Khirdalan Station], 

Azerbaijan. 

Included as potential dry 

port. 

Not available. Not available. 

[Keshla Station, Baku], 

Azerbaijan. 

Included as potential dry 

port. 

Not available. Not available. 

[Container Terminal of Baku 
International Sea Trade Port, 

Baku], Azerbaijan. 

Included as potential dry 
port. 

Not available. Not available. 

Heydar Aliyev International 

Airport, Baku, Azerbaijan. 

Included. Not available. Not available. 

Baku Cargo Terminal of 

Heydar Aliyev International 
Airport, Baku, Azerbaijan. 

Included. Storage, including freezing and cool 

storage, secured storage, dangerous 
goods storage; handling of all types of 

cargoes; customs services.176 

In operation since 2005. 

Silk Way Cargo Terminal, 

Baku, Azerbaijan. 

Included. Area 12,000 sq m, multipurpose 

terminal with storage for perishables, 

dangerous goods, valuable goods; has 
automated and wireless storage 

systems.177 

In operation. 

Logistics Centre Baku Port 

at Alat, Azerbaijan. 

Not included. Plans include TIR Truck Centre, 

Customs Inspection Centre, free trade 

zone in addition to the ferry terminal, 

Ro-Ro and general cargo berths.178  

Planned for 2017-2018. 

[International Logistics 
Centre, Alat]. 

Included as potential dry 
port. 

Not available. Not available. 

[New Baku International Sea 

Trade Port, Alat], 

Azerbaijan. 

Included as potential dry 

port. 

Ferry terminal, Ro-Ro and general cargo 

berths. 

Ongoing construction, most phase 1 works are 

complete. 

Route C2 

Ganja International Airport, 

Ganja, Azerbaijan. 

Included. Not available. Not available. 

[Ganja Station, Ganja], 

Azerbaijan. 

Included as potential dry 

port. 

Not available. Not available. 

[Cargo Terminal on frontier 
point at state border, Sinig-

Korpu], Azerbaijan. 

Included as potential dry 
port. 

Not available. Not available. 

Poti Free Industrial Zone, 

Poti, Georgia. 

Included. Zone operated by private-sector 

company and provides rail and road 

handling facilities, two round-the-clock 
customs offices in addition to the 

services for industrial residents (tax free 

regime, certificate of origin, utilities, 

In operation. 

                                                 
176 Baku Cargo Terminal. Available from http://www.bct.az (accessed 22 December 2016). 

177 Silk Way Ground Handling. Available from http://www.swgh.az (accessed 22 December 2016). 

178 Port of Baku. Available from http://portofbaku.com (accessed 20 December 2016). 
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Dry port name and 

location 

Included in 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

communications and plot 

enhancement).179 

[Tbilisi International 
Logistics Centre, Tbilisi], 

Georgia. 

Included as potential dry 
port. 

Area 63 ha with handling, storage 
facilities, container terminal with 

rail/road container transshipment, areas 

for logistics-intensive enterprises.180 

Planned. 

Gelemen, Samsun, Turkey. Included. One of the 21 logistics centres to be 

constructed by Ministry of Transport, 
Maritime Affairs and Communications 

by 2023. Area 680,000 sq m; container 

storage, warehouses, rail-to-road 
transloading facilities, provides customs 

services.181 

In operation. First phase completed in 2007, 2nd is 

ongoing. 

Route C2A 

[Sarakhs Special Economic 
Zone, Khorasan Razavi 

Province], Islamic Republic 

of Iran. 

Included as potential dry 
port. 

Area 5,200 ha, has wide- and standard-
gauge tracks, facilities for 

enterprises.182  

First phase is completed. 

Motahari Rail Station, 
Mashhad, Khorasan Razavi 

Province, Islamic Republic 

of Iran. 

Included. Not available. Not available. 

Sirjan Special Economic 

Zone, Kerman Province, 
Islamic Republic of Iran. 

Included. Multipurpose zone, has customs 

facilities, warehouses (200,000 sq m of 
covered storage space), support 

infrastructure for industry and trade.183 

In operation. 

Route C2B 

[Kars], Turkey. Included as potential dry 
port. 

Not available. Under construction. 

Route C3 

Customs Dry Port, 
Hyderabad, Pakistan. 

Included. Managed by the National Logistics Cell. 
Established in 1984. 

In operation. 

[Zahedan Logistics Centre, 
Sistan and Bakluchestan 

Province], Islamic Republic 

of Iran. 

Included as potential dry 
port. 

Not available. Not available. 

Salafchegan Special 
Economic Zone, Qom 

Province, Islamic Republic 

of Iran. 

Included. Provides warehousing; storage; 
handling services; has customs 

facilities; issues licenses, certificates of 

origin, and other necessary 
documentation; has support 

infrastructure for industries and 

trade.184 

In operation. 

Imam Khomeini 

International Airport, 
Tehran Province, Islamic 

Republic of Iran. 

Included. Area of 13,700 ha, including free trade 

zone, free economic zone, industrial and 

commercial facilities.185  

Planned. 

[Sahlan Special Economic 

Zone, Tabriz, East 

Included as potential dry 

port. 

Established in 2011. Railway yard, 

container terminal, single window 
services, standard warehouses, 

In operation. 

                                                 
179 Poti Free Industrial Zone (Poti FIZ). Available from http://www.potifreezone.ge, (accessed 20 December 2016). 

180 Benmaamar, Keou, and Saslavsky, “Georgia’s Transport and Logistics Strategy: Achievements to Date and Areas for Improvements.” 

181 Samsun National and International Logistics Centre. Available from http://en.samsunlogisticscentre.com (accessed 09 October 2017). 

182 Sarakhs Special Economic Zone. Available from http://www.sarakhsfz.org (accessed 20 December 2016). 

183 Sirjan Special Economic Zone. Available from http://ssez.ir (accessed 20 December 2016). 

184 Salafchegan Economic Special Zone. Available from http://www.qssez.ir (accessed 20 December 2016). 

185 “IKIA to Become Regional Air Hub, Dry Port.” 
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Dry port name and 

location 

Included in 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

Azerbaijan Province], 
Islamic Republic of Iran. 

certificate of origin, tax-free regime, 
infrastructure for trade and logistics 

business.186  

[Palandoken, Erzurum], 

Turkey. 

Included as potential dry 

port. 

One of the 21 logistics centres to be 

constructed by Ministry of Transport, 

Maritime Affairs and Communications 

by 2023.187 

Under construction, ready to start operations. 

[Sivas], Turkey. Included as potential dry 
port. 

Area over 200,000 sq m. One of the 21 
logistics centres to be constructed by 

Ministry of Transport, Maritime Affairs 

and Communications by 2023. Handling 

capacity 1 million tons/year.188 

In preparations to tender the construction works. 

[Bogazkopru, Kayseri], 
Turkey. 

Included as potential dry 
port. 

One of the 21 logistics centres to be 
constructed by Ministry of Transport, 

Maritime Affairs and Communications 

by 2023. 

First phase completed. Tendering procedures for 

the 2nd phase of the project are ongoing.189 

Kazan, Ankara, Turkey. Included. Total area 389,000 sq m, heat-isolated 

warehouses, customs services, 
laboratories, inspection facilities, 

maintenance and repair workshops, 
drivers’ and crews’ services facilities, 

office buildings.190 

In operation. 

[Hasanbey, Eskisehir], 

Turkey. 

Included as potential dry 

port. 

Area 625,000 sq m. One of the 21 

logistics centres to be constructed by 

Ministry of Transport, Maritime Affairs 
and Communications by 2023. Handling 

capacity 1.4 million tons/year.191 

Under construction. 

[Bozuyuk, Bilecik], Turkey. Included as potential dry 

port. 

Area 400,000 sq m. One of the 21 

logistics centres to be constructed by 

Ministry of Transport, Maritime Affairs 
and Communications by 2023. Handling 

capacity of 1.9 million tons/year. 

First phase completed. Tendering procedures for 

the 2nd phase of the project are ongoing.192 

[Kosekoy, Izmit], Turkey. Included as potential dry 

port. 

Area 748,000 sq m. One of the 21 

logistics centres to be constructed by 

Ministry of Transport, Maritime Affairs 
and Communications by 2023. Handling 

capacity of 2 million tons/year.  

First Phase completed. Tendering procedures for 

the 2nd phase of the project are ongoing.193 

[Halkali, Istanbul], Turkey. Included as potential dry 

port. 

Area 220,000 sq m. One of the 21 

logistics centres to be constructed by 
Ministry of Transport, Maritime Affairs 

and Communications by 2023. Ro-La 

facility, handling capacity 
2 million tons/year. 

In operation. 

[Yesilbayir, Istanbul], 

Turkey. 

Included as potential dry 

port. 

Area 1 million sq m. One of the 21 

logistics centres to be constructed by 

Ministry of Transport, Maritime Affairs 
and Communications by 2023. Handling 

capacity 6 million tons/year. 

Planned. 

Note: The dry ports list is based on the Intergovernmental Agreement on Dry Ports (23 April 2016); potential dry ports are in square brackets. 

 

 

                                                 
186 East Azarbaijan Investment Service Centre, “Capabilities and Advantages of Investment in East Azarbaijan.” 

187 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 

188 “The Logistics Industry in Turkey.” 

189 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 

190 Ankara Logistics Centre. Available from http://www.ankaralojistikussu.com (accessed 09 October 2017). 

191 “The Logistics Industry in Turkey.” 

192 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 

193 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 
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In summary, for the dry ports and terminals along the Eurasian Central Corridor: 

1. The terminal network is not complete; construction is ongoing. The Corridor’s countries are building or 

seeking opportunities to build logistics facilities (centres, dry ports, terminals) at important inland nodes and 

sea ports. Existing facilities are insufficient and/or outdated. 

2. The terminal network is being created under state supervision, for example, as part of the plans of state 

railways (Russian Federation, Pakistan and Turkey). 

3. In most cases, the facilities include customs services, handling equipment, warehousing and storage as 

recommended by the Intergovernmental Agreement on Dry Ports. In the cases of Azerbaijan, Georgia and 

Islamic Republic of Iran, the dry ports are accompanied by zones with special regimes: special trade, 

economic or industrial zones. 

4. The development of such logistics terminals is needed in Afghanistan, Kyrgyzstan, Tajikistan, Turkmenistan 

and Uzbekistan. 
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Figure 10 Dry ports, terminals and seaports along the Eurasian Central Corridor 

 

  

Source: Varvara Krechetova. 
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I.2.6 INDICATED ISSUES AT BORDER CROSSINGS 

Border crossings along the Eurasian Central Corridor are notorious for delays and poor facilities. The situation varies 

from country to country and recently has been improving. The CAREC CPMM report of 2015 shows a decrease in time 

spent by vehicles and trains at the BCPs located on the CAREC corridors, at the same time as reductions in related road 

border crossing costs and increased speed of travel along these corridors.194 Below is a short review of the Eurasian 

Central Corridor’s BCPs. Their locations are outlined in Figure 8 and Figure 9 (rail and road BCPs, respectively). 

Route C1: 

 Arkaxtam (China) – Irkeshtam (Kyrgyzstan) road BCP 

The border crossing is open for cargoes and passengers from China, Kyrgyzstan and third countries, and operates all year, 

round the clock. In 2010, the Chinese side granted military assistance in the construction of the Irkeshtam road BCP.195 

The CAREC CPMM report recorded average border-crossing times in 2015 of 17 hours on the Arkaxtam side, and 5 hours 

on the Irkeshtam side.196 Waiting times on the Kyrgyz side are steadily reducing, but the Chinese side, after showing 

waiting times of just 5 hours and 2 hours in 2013 and 2014, resumed its long delays. To facilitate the movement of 

agricultural products through the border, China opened a special “green channel” in Arkaxtam. Users commented that it 

became possible to complete customs procedures for eligible cargoes in half a day instead of the previous two days.197  

 Karamyk (Kyrgyzstan) – Karamyk (Tajikistan) road BCP 

The border crossing is closed to international transit traffic, and serves only for bilateral movement between Kyrgyzstan 

and Tajikistan.198 It operates during the daytime. International transit cargoes are diverted by the Kyrgyz side to other 

BCPs, meaning the C1 route does not serve transit cargoes on this section. The BCP is not well equipped and due to the 

low level of automatization relies on paper and manual processes.199 Reconstruction of the BCP’s facilities on the Kyrgyz 

side is planned for 2016-2018.200 

 Sariosiyo (Uzbekistan) – Dusti (Tajikistan) road BCP201 

A multilateral BCP open for both bilateral traffic and for passengers and cargoes from third counties. On the Tajikistan 

side, cargoes pass through customs procedures at the logistics terminal in Tursunzade.202 The waiting time on both sides 

of the border crossing is about 6 hours. The BCP has the potential to be closed without prior notice due to tensions between 

the two countries. Uzbekistan is also known to charge for transit cargoes carried by Tajikistan-registered trucks.203 In 

2015, improvements were made to the facilities at Dusti through a CAREC project.204 

 Kudukli (Uzbekistan) – Pakhtaabad (Tajikistan) rail BCP 

The BCP is used for passenger and freight traffic. 

 Tazhen (Kazakhstan) – Daut-ota (Uzbekistan) road BCP 

Open for cargoes and passengers from Kazakhstan, Uzbekistan and third countries. The BCP is often used for cargoes 

going to the Russian Federation. Crossing the border here requires 6-8 hours for road transport – a notable reduction from 

the 10-35 hours witnessed in 2011-2013,205 but still a high figure. Improvements to the road facilities at Daut-ota are 

planned for 2014-2016 under the CAREC framework, while improvements to the road facilities in Tazhen were 

implemented in 2014-2015.206 
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 Beyneu/Oazis (Kazakhstan) – Karakalpakia (Uzbekistan) rail BCP 

The BCP is open for passenger and cargo trains. As agreed by Organization for Cooperation between Railways (OSJD) 

members, the exchange of containers takes place at Oazis station, closer to the border on the Kazakhstan side and to 

Karakalpakia.207 

 Kurmangazy (Kazakhstan) – Karaosek (Russian Federation) road BCP208 

A year-round BCP open for bilateral and international cargoes and passengers. In 2015, it took around 4 hours to cross 

the border from the Kazakhstan side, with most of the time taken up by queuing; the average cost was $40-$46.209  

 Ganyushkino (Kazakhstan) - Aksarayskaya (Russian Federation) rail BCP 

This BCP is open to international and bilateral traffic, both passengers and freight, all year and around the clock. 

Route C1A: 

 Honqiraf (China) – Khunjerab (Pakistan) road BCP 

The CAREC CPMM report of 2015 did not find considerable delays at this BCP, but this could be due to the low level of 

traffic at the BCP in general, and to the small size of the shipment used for the measurement. It is noted that during the 

winter it is almost impossible to pass at the BCP due to high altitude, lack of oxygen and extreme cold weather. In 2016-

2017, China and Pakistan decided to close the BCP from 1 December 2016 to 1 April 2017.210 

Route C1B: 

 Nizhniy Panj (Tajikistan) – Shirkhan (Afghanistan) road BCP 

The CAREC CPMM report shows an average road waiting time inbound at Shirkhan of 9.7 hours with costs of $320 for 

crossing the border, and outbound at Nizhniy Pianj a waiting time of 4.4 hours with costs of $120-180.211 The delays at 

Shirkhan are caused by the need to transload goods between trucks from Tajikistan and Afghanistan. 

 Speenboldak (Afghanistan) – Chaman (Pakistan) road BCP 

The 2015 CAREC CPMM report shows a road waiting time inbound at Speenboldak of 60.0 hours, and costs for border 

crossing to be $226. At Chaman, outbound the waiting time was 36.0 hours and costs $316.212 In December 2015, ADB 

approved a loan of $250 million to upgrade the border crossing facilities at Torkham, Chaman and Wagah.213 

Route C1C: 

 Samur (Azerbaijan) – Yarag-Kazmalyar (Russian Federation) road BCP 

The BCP is open for international and bilateral cargoes and passengers year-round, and operates round the clock. On the 

Russian side, there are two lanes for inbound traffic and two lanes for outbound. Dangerous goods, agricultural products 

and goods subject to quarantine are allowed for entry/exit checks. 214  In 2015, facilities at Yarag-Kazmalyar were 

upgraded.215 As with other road BCPs along the Eurasian Central Corridor located in the Caucasus Mountains, the BCP 

can be closed in winter due to snowstorms and the roads need to be cleaned afterwards, causing days of delays.  

 Yalama (Azerbaijan) – Derbent/Samur (Russian Federation) rail BCP 

                                                 
207 OSJD, “Rules on usage of high-capacity containers in international railway transportation. In force since 1 January 1998 (amended and complemented 

version in force since 16 October 2015).” (Russian). 

208 The BCP is referred to by the names Kotyaevka (Kazakhstan) – Kotaevka (Russian Federation) or Kurmangazy (Kazakhstan) – Krasny Yar (Russian 
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of the road border crossing posts with joint border control, Uralsk, 2006. 
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This year-round BCP operates round the clock and is open for international and bilateral cargoes and passengers. Derbent 

on the Russian side was excluded from the governmental investment programme in 2015.216 In the same year, Russian 

Railways and Azerbaijan Railways signed a Memorandum on Cooperation aimed at: the activation of the INSTC and 

development of the Yalama – Samur BCP and connected rail lines; the implementation of electronic documents exchange; 

meeting financial obligations; setting competitive tariffs; and increasing the efficiency of wagon usage.217 

 Astara (Islamic Republic of Iran) – Astara (Azerbaijan) road BCP 

The study by India’s Ministry of Commerce and Federation of Freight Forwarders' Associations in 2014, showed that 

with a document issued for a container at Bandar Abbas port, along with a consignment note (CMR) and insurance for 

transit, it took 2 hours to pass through the BCP on the Azerbaijan side. The BCP is reported as being equipped with a 

scanner and having all the related controls (phytosanitary, etc.) at one facility. The single window system for customs and 

other border-related checks has been implemented. Parts of cargoes are not making their whole trip by roads, but are 

transshipped to the railways at Astara or vice versa. 

In 2010, the Economic Cooperation Organization (ECO)-International Road Union (IRU) demonstration Silk Road truck 

caravan recorded a mix of advanced and outdated technologies on the Iranian side: some procedures were done manually, 

while customs data were fed into the Automated System for Customs Data (ASYCUDA). Passenger and freight transport 

used separate lanes. While cargoes should use an Iranian agent to go through customs formalities, TIR carnet holders 

were waived from these rules. The truck also had to be registered both entering and exiting the border facility, and during 

the border-crossing related procedures inside. The fee for border crossing was $280.218 

Route C2: 

 Alat (Uzbekistan) – Farap (Turkmenistan) road BCP 

This BCP has traditionally been congested in both directions. The average waiting time is 6.2 hours (Alat) and 7.1 hours 

(Farap) for trucks heading to Turkmenistan, for those heading to Uzbekistan it is 5.4 hours (Alat) and 5.6 hours (Farap).219 

The CAREC CPMM report 2015 shows the costs for border crossing at Farap to be $243.220 There were plans to improve 

the road facilities at Alat in 2014-2016 under the CAREC framework. 

 Khodzhadavlet (Uzbekistan) – Farap (Turkmenistan) rail BCP 

This railway BCP serves freight trains. In 2012 there were reports of inefficient train exchange at the BCP, and delays in 

the acceptance of the trains.221  

 Beyouk Kesik (Azerbaijan) – Gardabani (Georgia) rail BCP 

Materials from OSJD in 2010 documented standards on Georgian railways for customs, border and technical procedures. 

The overall time for a stop at Gardabani is 1.5 hours; the same procedure at Beyouk Kesik (Azerbaijan) takes 3.5 hours.222 

The actual time is up to 3 hours on both sides. The Azerbaijan side is equipped with x-ray scanners, cameras, six additional 

tracks, and has stationary office buildings. The BCP operates below capacity (7-8 trains, while 19 are possible). To smooth 

transit movement, Azerbaijan Railways crews and locomotives are allowed to enter Gardabani. Additional delays exist 

for wagons bound for Caspian Sea ferries at Baku/Alat: they may have to stop at Beyouk Kesik for up to 3 days to await 

the ferry.223 

 Red Bridge (Azerbaijan) – Red Bridge (Georgia) road BCP 

As with other road BCPs along the Eurasian Central Corridor located in the Caucasus Mountains, this BCP can be closed 

in winter due to snowstorms, and needs to clean its roads afterwards causing days of delays. The BCP operates round the 

clock when open. The respective authorities on both sides are currently implementing a project to improve sanitary and 

phytosanitary inspections at the BCP, with help from the European Union and the United Nations Development 

Programme (UNDP).224  
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 Sarpi (Georgia) – Sarp (Turkey) road BCP 

The BCP operates round the clock for passengers and cargoes.225 Facilities at Sarp (Turkey) were modernized in 2011 

and currently the post is equipped with X-ray vehicle scanning systems, card pass systems, and closed-circuit camera and 

security systems. Further modernization works were launched in 2016 under the build-operate-transfer (BOT) model. 

Facilities at Sarpi (Georgia) were renovated in 2010 and further improvements were planned for 2017-2018. 

Route C2A: 

 Sarakhs (Islamic Republic of Iran) – Sarahs (Turkmenistan) rail and road BCP 

The IRU NELTI (New Eurasian Land Transport Initiative) phase 3 survey (2011-2012) showed that times spent at the 

BCP can vary greatly and may be considerable: checks on the Iranian side can take up to 5 hours and queuing up to 

39 hours. On the Turkmenistan side it took up to 13 hours to pass through the border crossing.226 The CAREC CPMM 

2015 report shows costs for border crossing at Sarahs to be $300 for inbound traffic.227 As for the rail BCP, OSJD reports 

that it is a freight-only BCP with standard times for a border-crossing stop on the Iranian side being 2 hours 40 min, with 

an actual stop duration of 4 hours (2010).228 

Route C2B: 

 Iron Silk Road Canbaz (Turkey) – Kartsakhi (Georgia) rail BCP 

The customs office of Iron Silk Road was established in 2017 to provide customs services in Canbaz station following 

completion from the Baku – Tbilisi – Kars Railway project. The customs administrations of Azerbaijan, Georgia and 

Turkey have launched negotiations and joint efforts to ensure fast customs procedures at the border gates.229 

Route C3: 

 Taftan (Pakistan) – Mirjaveh (Islamic Republic of Iran) rail and road BCP 

In 2010, the ECO-IRU demonstration Silk Road truck caravan recorded the existence of poor facilities at Taftan, with no 

separation of cargoes and passengers, manual processing of documentation and the transloading of cargoes from foreign 

trucks to trucks from Pakistan. For Mirjaveh on the Islamic Republic of Iran side, passenger and goods transport 

underwent checks in different zones, and customs documents were prepared and submitted to the controls by agents. In 

addition, the Iranian side issued a document upon entry of the country that had to be presented when exiting the Islamic 

Republic of Iran to serve as a proof of using the allowed route. The BCP only operates during the day.230 

 Bazargan (Islamic Republic of Iran) – Gurbulak (Turkey) road BCP 

The IRU NELTI phase 3 survey (2011-2012) showed that times spent at the BCP varied significantly, from 4 hours to 

79 hours. Time was mainly lost while queuing (up to 53 hours at Gurbulak and up to 41 hours at Bazargan), though the 

related checks can take up to 5 hours on the Turkish side and up to 12 hours on the Iranian side.231  

 Kopikoy (Turkey) – Razi (Islamic Republic of Iran) rail BCP 

The BCP serves both passenger and freight trains. A stop on the Iranian side takes 1.5-2 hours.232 

In summary, for BCPs along the Eurasian Central Corridor: 

1. The quality of BCP facilities and their available technologies differs along the corridor. The situation is better 

at BCPs between Azerbaijan – Russian Federation, Azerbaijan – Georgia, Georgia – Turkey, and China – 

Kyrgyzstan, and the upgrading of facilities is required the most at the BCPs with Tajikistan, Turkmenistan, 

Pakistan and Uzbekistan. 

2. Regardless of the quality of any one particular BCP in relation to the other BCPs along Eurasian Central 

Corridor routes, the reviewed BCPs require upgrades either in facilities or procedures. The main issues are: 

a. Delays due to queuing (the longest periods are in the region of 36-79 hours); 
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b. Lengthy inspections (up to 5 hours for complete customs, sanitary and border inspections); 

c. Manual document processing or inefficient organization of some aspects of the border controls (for 

instance, only customs, or only sanitary and phytosanitary inspection);  

d. Poor facilities for inspections without amenities for drivers, passengers and staff. 

3. There are BCPs that are seriously affected by climate: Honqiraf (China) – Khunjerab (Pakistan), where the 

BCP has to be closed during winter, and the BCPs between the Russian Federation, Azerbaijan and Georgia 

that can be blocked by heavy snowfall and then closed for snow cleaning. The latter BCPs must have protocols 

on how to deal with blocked passengers and vehicles, and the increased traffic caused by such temporarily 

closures. 

4. Impediments exist at the Karamyk BCP on the Kyrgyz side: the bilateral status of the BCP – enforced by 

Kyrgyzstan – prevents transit traffic from using the Kashi – Sary-Tash – Karamyk section of the C1 corridor.  

 

I.2.7 THROUGHPUT AND CARGO STRUCTURE OF SEAPORTS, MAIN 

SHIPPING DIRECTIONS 233 

The seaports on the C1 route of the Eurasian Central Corridor are small. Located in the Russian Federation at Astrakhan, 

Olya and Mahachkala (see Figure 10), in 2014 their joint throughput was just a little bigger than half of the cargo volume 

in Vladivostok (7.9 million tons against 15.3 million tons in Vladivostok). Liquid cargoes make up 56 per cent of their 

freight volumes. In recent years, the volume of cargoes moving via these ports has been decreasing.234 

The deep-water port of Karachi in Pakistan is important for several Eurasian Central Corridor routes: C1A, which 

connects Xinjiang in China to the port, and C1B, providing seaport access for Afghanistan, Tajikistan, and route C3. The 

port handles most of the foreign trade of Pakistan: 62 per cent in 2013.235 In 2014, the American Association of Port 

Authorities (AAPA) put Karachi port in its Top 100 in the world by both total and container volumes. The port has 

facilities for dry and liquid bulk, general cargoes, and containers, and processes chemicals, crude oil, agriculture goods, 

coal, vehicles, iron and steel, iron scrap, etc.236 The port may be a source of delays on the supply chain. For instance, 

CAREC CPMM observed that containers bound for Afghanistan are retained in the port for 4-6 days before they can be 

released for further haulage, due to extensive inspections and paperwork.237 

In the vicinity of Karachi port there is the second largest port in Pakistan, Qasim deep water seaport, which can also be 

used to transport foods along the Eurasian Central Corridor. The port works with dry and liquid bulk, general cargoes and 

containers, and processes grain, coal, fertilizers, agricultural products, crude oil, cement, etc.238 In 2013, Qasim seaport 

processed 39 per cent of the foreign trade cargoes of Pakistan.239 

Port Gwadar on the C1B route is one of the central points of the China – Pakistan Economic Corridor (CPEC). Having 

been managed since 2013 by Singaporean PSA International, it is now under the management of the China Overseas Port 

Holding Company. The port is being developed jointly by the governments of Pakistan and China, and costs of the planned 

upgrades are $288 million. There are three multipurpose berths, each 250 m in length dredged to 14.5 m so that they will 

be able to handle ships of 50,000 dwt.240 The port can handle dry bulk, general cargoes and has a RO-RO facility.241 

There are two ports on route С1D in Kazakhstan: Aktau and Kuryk. Freight turnover at Aktau port was about 6 million 

tons in 2015-2016. In 2016, the port processed 6,983 road vehicles.242 The port has six oil terminals, three dry bulk 

terminals, a ferry terminal, and a grain terminal with a total capacity of 17.7 million tons.243 
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Located near Aktau port, Kuryk is the new ferry terminal. Inaugurated at the end of 2016, the terminal currently processes 

railway wagons; the ferry facility for the road vehicles is under construction. The capacity of the railway ferry facility is 

4 million tons, and in the first eight months of 2017 its turnover was 578.2 thousand tons. The planned capacity of the 

road ferry is 2 million tons. The main shipping directions are to Baku, Mahachkala and Amirabad, and the main cargoes 

are petroleum and dry bulk. The port uses single window services, reducing the document processing time from 12 hours 

to 2.5 hours.244  

Route C2 links Turkmenistan and Uzbekistan of Central Asia with the countries of the Caucasus via the Caspian Sea 

ferry, and then links up with the European Union via the Black Sea.  

Turkemenbashi port in Turkmenistan handles 40 per cent of the country’s foreign trade cargoes. Its main shipping lines 

are to Alat in Azerbaijan and Astrakhan in the Russian Federation. The port is currently undergoing modernization that 

will increase its capacity up to 17 million tons/year from the current 9 million tons/year.245 The new facilities will include 

ferry, passenger, general cargo, dry bulk and container terminals.246 

Baku in Azerbaijan is the country’s main port. In recent years, the volume of the cargoes handled there has been reducing 

and in 2015 was 3 million tons (6.9 million tons in 2013).247 The port processes dry and liquid bulk, general cargoes, and 

20ft and 40ft containers (chemicals, construction materials, food and agricultural products, pipes, wood, cement, crude 

oil, gasoline, machinery, metals, etc.). The main shipping directions are Turkmenistan, the Islamic Republic of Iran, the 

Russian Federation and Kazakhstan. 

In 2014, ferry operations were moved to Alat (New Port of Baku at Alat). The construction of the port is not yet complete. 

To promote the port in Alat as a new transport hub, the creation of a free trade zone is planned, which will include the 

port and its surrounding area.248 Alat port is included in the CAREC investment program. The development of port 

facilities is planned for 2011-2017 (Baku International Sea Trade Port Complex at Alat), and construction of the logistics 

centre (Baku Port logistics centre at Alat) is tabled to take place in 2017-2018.249 

                                                 
244 Information provided by the Ministry of Investment and Development, Kazakhstan. 

245 “Caspian Turkmenbashi port to be modernized” (Russian).  

246 “Construction of the new International seaport is ongoing in Turkmenbashi” (Russian). 

247 Port of Baku, “Statistics Overview 2015.” 

248 Port of Baku. Available from http://portofbaku.com (accessed 9 December 2016). 

249 “CAREC Transport Sector Progress Report and Work Plan 2016–2018. Reference Document for Session 1 of the Senior Officials’ Meeting.” 



52 

BOX 1: TRANS-CASPIAN MARITIME CONNECTIONS 

Trans-Caspian maritime connections form important links in the Eurasian Central Corridor. The Rail Ferry and Ro-

Ro connections between Baku/Alat (Azerbaijan) – Aktau (Kazakhstan), and Baku/Alat (Azerbaijan) – 

Turkemenbashi (Turkmenistan) are particularly important. 

 
Source: Integrated Map of AH, TAR & Dry Ports of International Importance, United Nations ESCAP, 2014. 

Maritime transport over the closed basin of the Caspian Sea is a relatively new development. The first regular 

shipping service (provided by rail-ferries) from Baku to Krasnovodsk (today Turkmenbashi, in Turkmenistan), was 

only implemented in 1963. Aktau in Kazakhstan was built that same year. 

There are now rail-ferry connections between Baku and Aktau – as well as between Baku and Turkmenbashi – which 

operate two to three times per week. In total, around 4 million tons in volume and 30,000 wagons move in each 

direction across the Caspian Sea per year. A Ro-Ro connection also runs between Baku and Aktau, but not on a 

regular basis. Baku and Turkemenbashi are preparing for further growth in volumes transported over the sea in 

wagons, trucks, trailers and containers. Aktau needs more investment in port infrastructure and still has no dedicated 

Ro-Ro terminal, while a new rail ferry terminal has opened nearby in Kuryk. There are still no container feeders 

between Baku, Aktau and Turkemenbashi. 

Trans-Caspian maritime connections still frequently present too many challenges for shippers, such as: 

– Lack of port infrastructure; 

– Long waiting times; 

– Unreliable ferry time schedules; 

– Inconvenient hinterland connections, etc.  

To solve these issues, many initiatives have been undertaken in recent years to foster regional cooperation in 

developing trans-Caspian maritime links.  

Source: René Meeuws, STC-NESTRA Netherlands. 

At the west end of the C2 route are two of the major Black Sea ports of Georgia: Batumi and Poti. The two ports see 

similar cargo volumes, and are the top two ports in the country. In 2015, Batumi port handled 1 million tons of dry 

cargoes250 from a total cargo throughput of 5.7 million tons.251 The port has an oil terminal, a container and railway ferry 
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terminal (ferries to Bulgaria and Ukraine) and a dry cargo terminal. In 2015, Poti seaport handled 6.8 million tons of 

cargoes.252 Specializing in general cargoes and dry bulk, Poti is also the main Georgian container port and serves railway 

ferry lines to Bulgaria, Turkey and Ukraine. To facilitate customs formalities, Georgia established a special logistics zone 

in Poti with simplified customs procedures. The depths of the port and the access channel are limited (8.5 m and 9.4 m), 

restricting the tonnage of ships. Reportedly the port can be congested and the waiting time for vessels is three days on 

average, and up to seven days in bad weather.253 Storms can cause sand drifts that lead to temporary port closures, which 

makes Poti a less predictable port of call.254 

In 2014, Bandar Abbas on the C2 route was ranked 55th in the world for both total and container throughput. The port has 

two parts, Shahid Bahonar and Shahid Rajaee (34 km from Bandar Abbas). In 2015, Shahid Rajaeeh handled 65.6 million 

tons of cargo, and Shahid Bahonar 2.1 million tons.255 Shahid Rajaeeh is the biggest port in the Islamic Republic of Iran 

by turnover. It has two container terminals, a Ro-Ro terminal, an oil terminal, and facilities for dry bulk, break-bulk and 

special cargoes.256 The main cargoes handled are vehicles, oil and oil products, minerals, fertilizers, grain and machinery. 

The port is accompanied by a special economic zone.257  

The C2/C3 route goes via Haydarpaşa station in Istanbul, Turkey. Haydarpaşa is operated by Turkish Railways and in 

2015 the port handled 2.6 million tons of cargo.258 The port has facilities for general cargoes, dry bulk and containers. 

The Istanbul port facilities at Ambarli include three private container terminals with a total throughput in 2015 of 32.5 

million tons: Kumport (~1,147,880 TEU), Marport (~1,581,000 TEU) and Mardas (~329,000 TEU).259 

  

Table 5 Freight turnover of seaports along the Eurasian Central Corridor 

Country Seaport Turnover, million tons 

2014 

Azerbaijan Alat not available 

Baku 5.9 

Georgia Batumi 6.3 

Poti 8.6 

Iran (Islamic Republic of) Bandar Abbas (Shahid Bahonar and 

Shahid Rajaee) 
75.2 

Kazakhstan Aktau 5.9 (2015) 

Pakistan Gwadar not available 

Karachi 43.4 

Qasim 25.8 (2013) 

Russian Federation Astrakhan 2.7 

Mahachkala 4.9 

Olya 0.3 

Turkey Istanbul (Ambarli) 32.5 (2015) 

Istanbul (Haydarpaşa) 2.6 (2015) 

Turkmenistan Turkemenbashi not available 
Source: American Association of Port Authorities, Association of Sea Trade Ports (Russian Federation), Port of Baku, Batumi Sea Port, Centre of 

Transport Strategy (Ukraine), Ministry of Transport, Maritime Affairs and Communications (Turkey). 

I.2.8 SUMMARY OF INFRASTRUCTURE-RELATED IMPEDIMENTS TO 

TRAFFIC ALONG THE EURASIAN CENTRAL CORRIDOR 

In conclusion, for the Eurasian Central Corridor: 

1. There are lengthy missing railway links along routes C1 (China – Tajikistan), C1A (China – Pakistan), 

C1B (railway connection to Gwadar port; Afghanistan railway link), C1C (Astara – Qazvin, Islamic 

Republic of Iran). 
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253 Benmaamar, Keou, and Saslavsky, “Georgia’s Transport and Logistics Strategy: Achievements to Date and Areas for Improvements.” 

254 Egis International and Dornier Consulting, “LOGMOS Master Plan.” 

255 “Ports&Maritime Organization Statistic Report Year 2015.” 

256 “About Shahid Rajaee Port: Port at a Glance.” 

257 Shahid Rajaee Port. Available from http://shahidrajaeeport.pmo.ir (accessed 9 December 2016). 

258 Turkish State Railways Research Planning & Coordination Department Statistics Office, “Turkish State Railways Annual Statistics 2011 - 2015.” 

259 Information provided by the Ministry of Transport, Maritime Affairs and Communications, Turkey. 
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2. Three gauge widths are in use (1,435 mm, 1,520 mm, 1,676 mm), which creates the need for investment 

in break-of-gauge related facilities at border crossings or nearby terminals, and for tracks with different 

gauges to added at logistics centres.  

3. Railway electrification and double-tracking levels are low. The quality of signaling and blocking 

systems is also low. 

4. Rolling stock on railways is mainly old and obsolete, reducing speeds on railways due frequent changes 

of locomotives and wagons, and causing potential or actual shortages in locomotives and certain types 

of wagons. 

5. Road conditions are an issue for sections along the C1 route (Kyrgyzstan, Tajikistan), C1C route 

(Russian Federation), and C3 route (Pakistan), where either prolonged stretches or short distances along 

the sections are below Class III. 

6. In winter, due to winds and snow storms, some mountainous road sections are closed temporarily for 

snow clearing (Kyrgyzstan, for instance) or for the whole season (Khunjerab – Honqiraf BCP).  

7. Inland terminal facilities are insufficient or outdated, and while the process of upgrade or construction 

is ongoing in Azerbaijan, Georgia, Islamic Republic of Iran, Kazakhstan, Pakistan, the Russian 

Federation and Turkey, investments are needed in Afghanistan, Kyrgyzstan, Tajikistan, Turkmenistan 

and Uzbekistan. 

8. Border crossings along the Eurasian Central Corridor suffer from: 

a. Long queues; 

b. Lengthy inspections;  

c. Manual processing of documentation; 

d. Poor infrastructure. 

The situation differs from BCP to BCP, with some being in a better state than others due to recent 

upgrades in facilities and procedures. Modernization and improvement is nonetheless required at almost 

all the border crossings for both rail and road transport. 

9. Ferry connections present challenges for shippers due to unreliable ferry schedules, and insufficient port 

infrastructure and hinterland connections. 

10. Poti port’s operations can be disrupted by dredging to remove sand that has drifted into its access route 

during storms.  

I.3 EURASIAN SOUTHERN CORRIDOR 

I.3.1 ALIGNMENT 

The Eurasian Southern Corridor links China and the countries of Southeast Asia with the sea route to Europe (see Error! 

Reference source not found., Figure 12). 

Figure 11 Eurasian Southern Corridor: schematic routes 

 

 

There are two main subregional initiatives working on the sections of the Eurasian Southern Corridor’s routes: the 

Association of Southeast Asian Nations (ASEAN) and the Greater Mekong Subregion (GMS). Small sections are also 
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covered by the Indonesia-Malaysia-Thailand Growth Triangle (IMT-GT) and the South Asia Subregional Economic 

Cooperation (SASEC) (see Table 6). 

Table 6 Overlapping initiatives for the main sections of the Eurasian Southern Corridor 

Branches of Southern Corridor Shared with 

S1: Shenzhen – Nanning – Kunming – Ruili – Mandalay 

– Shillong – Dhaka – Kolkata – Nagpur – Mumbai; 

ASEAN Highway; GMS Northern Corridor; SASEC 5, 

11;  

S1A: Nanning – Ha Noi – Ho Chi Minh City – Phnom 

Penh – Siem Reap – Poipet – Bangkok; 

GMS Eastern, Northern, Southern Corridors;  

S1B: Kunming – Louang Phrabang – Vientiane – Khon 

Kaen – Bangkok – Hat Yai – Alor Setar – Kuala Lumpur 

– Singapore; 

ASEAN Highway; GMS Central, North-South, 

Southern Corridors; IMT-GT Straits of Malacca 

corridor;  

S1C: Kunming – Jinghong – Meiktila – Naypyidaw – 

Yangon. 

ASEAN Highway; GMS North-South Corridor. 

 

The ASEAN260 was established in 1967 and currently has 10 members; the route of the Eurasian Southern Corridor goes 

through seven of them. The members cooperate in economic, social, technical, scientific and administrative fields. 

Transport and “soft” infrastructure for international transport operations receive keen attention from the ASEAN member 

countries, and they created a system of related facilitation agreements (see section III.3 of this report). Currently, ASEAN 

transport cooperation is guided by the Master Plan on ASEAN Connectivity 2025 (2016) and the Kuala Lumpur Transport 

Strategic Plan (ASEAN Transport Strategic Plan) 2016-2025. The ASEAN Transport Strategic Plan 2016-2025 covers 

the legal, infrastructural, facilitative and international cooperation aspects of addressing the challenges faced by land, sea 

and air transport. Its planned activities are relevant mostly to the S1B and S1C corridors and include: the construction of 

the missing links along the Singapore – Kunming railway, and the creation of a framework for the seamless operation of 

the railway links; upgrading sections of the ASEAN Highway Network that are below Class III; upgrading sections of 

Class II and III roads that experience high volumes of traffic; the development of a dry ports network; a reduction in road 

fatalities; development of maritime transport technologies, etc.261 

The GMS262 is a multisector cooperation initiative working in transport, trade, tourism, energy, telecommunications, 

environment, agriculture, development of human resources and private sector investments. Since 1998, GMS has used a 

corridor approach to structure development efforts in transport. The notion of economic corridors is currently being 

applied in addition to transport corridors – GMS outlines three economic corridors and nine transport corridors.263 All the 

routes of the Eurasian Southern Corridor overlap with the GMS transport corridors. Transport is the most resource-heavy 

part of the cooperation between the GMS countries, making up 88 per cent of the projects proposed under the GMS 

Regional Investment Framework until 2020. Member countries are the main source of investments (74 per cent, with 

China and Thailand as the main contributors of funds); the other sources are development partners264 (26 per cent, of 

which 11 per cent comes from ADB).265 Transport facilitation is covered by the GMS Cross-Border Transport Agreement 

(see section III.3 of this report). 

The purpose of the IMT-GT cooperation is to promote growth in the poorest areas of the three countries. Like in the case 

of the Greater Tumen Initiative (GTI), it involves central government cooperation while the actual geographical scope of 

its members is at provincial level.266 Similar to the GTI, members of the IMT-GT focus on both land corridors and their 

multi-modal links; the other cooperation areas are agriculture, human resources development, environment, trade and 

                                                 
260 ASEAN member countries are Brunei Darussalam, Cambodia, Indonesia, Lao P.D.R., Malaysia, Myanmar, Philippines, Singapore, Thailand, and 

Viet Nam. 

261 ASEAN Secretariat, "Kuala Lumpur Transport Strategic Plan (ASEAN Transport Strategic Plan) 2016-2025.” 

262 GMS member countries are Cambodia, China (Yunnan Province and Guangxi Zhuang Autonomous Region), Lao P.D.R., Myanmar, Thailand, and 

Viet Nam. 

263 “Review of Configuration of the Greater Mekong Subregion Economic Corridors.” 

264 Development partners to GMS are: ADB, JICA, Agence Française de Développement (AFD France), Nordic Development Fund (NDF), Swedish 

International Development Cooperation Agency (Sida) and the Global Environment Fund (GEF). 

265  “Greater Mekong Subregion Regional Investment Framework Implementation Plan: Mid-Term Review and Revised Regional Investment 

Framework Implementation Plan 2020.” 

266 IMT-GT members are: southern Thailand (Krabi, Nakhon Si Thammarat, Narathiwat, Pattani, Phattalung, Satun, Songkhla, Trang, Yala, Chumphon, 

Ranong, Surat Thani, Phang Nga and Phuket), Malaysia peninsular provinces (Kedah, Kelantan, Melaka, Negeri Sembilan, Penang, Perak, Perlis and 

Selangor), and provinces of Sumatra, Indonesia (Aceh, Bangka-Belitung, Bengkulu, Jambi, Lampung, North Sumatra, Riau, Riau Islands, South 

Sumatra and West Sumatra). 
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investment, and tourism.267 The ADB is the regional development partner. Transport activities are structured around the 

five economic corridors268 (there is a small overlap with the south of the S1A route) and include infrastructure projects 

on highways, airports, ports and port linkages, and efforts for transport facilitation (integrated immigration, customs, 

quarantine and security control, recognition of driver licenses, etc.).269 

The SASEC270 is a project-based cooperation platform with a current focus on transport, trade facilitation and energy. 

The organization is working on both transport facilitation and transport infrastructure for all modes. ADB serves as the 

development partner. By 2016, some $7.7 billion worth of projects had been completed or were ongoing.271 The transport 

activities are centered on eleven corridors, two of which have a small overlap with the S1 route.272 

The Asia-Pacific Economic Cooperation (APEC) is the other regional institution working on transport in the area. The 

respective working group focuses on the liberalization of transportation services and the safety of APEC transport systems. 

In 2015, APEC’s work directions were infrastructure investments, green technologies, harmonization of vehicle standards, 

inclusive mobility, etc. 273  Five of the countries along the Eurasian Southern Corridor are APEC members (China, 

Malaysia, Singapore, Thailand and Viet Nam). 

The Eurasian Southern Corridor is mostly road with significant stretches of missing railways (in China, Bangladesh, Lao 

People's Democratic Republic, and Myanmar). The land links connect the Corridor’s countries with major ports serving 

Asia – Europe trade: Singapore (second in the world by total and cargo throughout), Shenzhen (third in the world by 

container volume and 20th overall), Ho Chi Minh City, Bangkok and Kolkata. 

                                                 
267 Centre for IMT-GT Subregional Cooperation. Available from http://www.imtgt.org (accessed 5 October 2016). 

268 “IMT-GT Implementation Blueprint 2012–2016.” 

269 Centre for IMT-GT Subregional Cooperation. Available from http://www.imtgt.org (accessed 5 October 2016). 

270 SASEC member countries are Bangladesh, Bhutan, India, the Maldives, Myanmar, Nepal, and Sri Lanka. 

271 Asian Development Bank, “South Asia Subregional Economic Cooperation Operational Plan 2016–2025.” 

272 South Asia Subregional Economic Cooperation Program. Available from http://www.sasec.asia (accessed 5 October 2016). 

273 APEC Transportation Working Group. Available from http://www.apec.org (accessed 24 December 2016). 
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Figure 12 Eurasian Southern Corridor routes 

 

Source: Varvara Krechetova.
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I.3.2 EXISTING/POTENTIAL ECONOMIC POLES/CLUSTERS ALONG THE 

EURASIAN SOUTHERN CORRIDOR 

The routes of the Eurasian Southern Corridor can play several roles:  

 Provide additional connections to world trade routes for the landlocked Lao People's Democratic 

Republic and the south-west provinces of China; 

 Encourage economic activities along their routes; 

 Promote the growth of seaports in Myanmar, Viet Nam, Cambodia and Bangladesh. 

At present, the routes of the Eurasian Southern Corridor connect the countries of Southeast Asia to the: 

 World’s busiest ports: Guangzhou – Shenzhen area, Singapore, Malaysian ports; 

 Biggest manufacturing areas in the world: Perl River delta in China, Mumbai-Pune region, Kolkata 

area in India, Kelang valley near Kuala Lumpur in Malaysia, etc. 

Understanding the opportunities provided by transport connectivity, the countries along the Corridor’s route are making 

efforts to seize the opportunities arising from its development. These include: 

 Development of logistics facilities – work is ongoing at all major nodes, not only at those included 

in the Intergovernmental Agreement on Dry Ports (see section I.3.4); 

 Establishment of zones with special customs, tax and other types of special economic regimes, 

such as:  

a) the bonded zone in Pingxiang; Nanning bonded logistics zone; export-import processing 

zones in Guangzhou; Kunming (in addition to the three original special economic zones 

of the Guangzhou area); 

b) free commercial zones in Johor Bahru; Bukit Kayu Hitam; Kelang (Klang); Penang; 

Tanjung Pelepas in Malaysia; 

c) Nong Khai and Nakhon Phanom in Thailand; 

d) Boten special economic zone, Phnom Penh new port special economic zone in Cambodia; 

e) plans for a joint China – Viet Nam cross-border economic zone in Pingxiang – Dong Dang. 

I.3.3 RAIL TRANSPORT ISSUES 

The Corridor’s railways feature three gauges – the 1,000 mm, 1,435 mm and 1,676 mm – all three of which can feature 

within one country (see Figure 13). The railways along the Corridor are disconnected at most of the borders, thus 

nullifying the break-of-gauge issue for now. Where different gauge railways are connected, a dual gauge stretch is 

operated (China – Viet Nam). 

In China, the S1 route has completed railways from Dali in Yunnan up to Shenzhen, while the railway connection to 

Myanmar is under construction. The gauge in China is 1,435 mm (standard). Guangzhou – Shenzhen, Nanning – 

Guangzhou, 274  and Nanning – Kunming 275  are all linked by high-speed passenger railways. The regular railway 

connecting Shenzhen to Guangzhou is double-track electrified, and Guangzhou to Hechun is single-track non-

electrified.276 Further on up to Litang, the electrification of the double-tracked section is underway.277 The section from 

Litang to Nanning is electrified278 and double-tracked. The Nanning – Kunming – Guangtong regular railway is single-

track electrified.279 The Dali to Ruili single-tracked electrified section is under construction.280 It is planned that the 

                                                 
274 “Nanning East station put in operation, Nanning - Guangzhou high speed railway started operations at the full length” (Chinese). 

275 “Nanning - Kunming high speed railway to start operations at the full length on the 28th this month” (Chinese). 

276 “China Railway Atlas” (Chinese). 

277 “Electrification of the Litang to Zhanjiang railway starts in 2015” (Chinese).  

278 “Electrification of the Liuzhou - Nanning section of the Hunan - Guangxi railway and the Litang to Qiezhou section of the Guangxi Seaside railway 

is completed” (Chinese).  

279 “China Railway Atlas” (Chinese). 

280 “Construction works on the Baoshan to Ruili section of the Dali - Ruili Railway started.” 
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railway will connect from Ruili to Kyaukpyu Port via Lashio and Mandalay, and will be standard gauge, single-tracked 

and electrified.281 

The railway corridor along the S1 route is currently disconnected at the China-Myanmar border: this is a missing link 

within the TAR network. Overall, the railway tracks, stations, signaling systems and rolling stock in Myanmar require 

modernization: 

 Almost half of the locomotives are 30 years old (47 per cent). One third of passenger coaches (32 

per cent) and more than half of the freight wagons are 40 years old (56 per cent);  

 More than 60 per cent of tracks lay on wooden sleepers; 88 per cent of lines are single-tracked;282 

 The railways of Myanmar are not electrified; 

 Handling facilities are old and of limited capacity.283 

Myanmar uses 1,000 mm (metre) gauge tracks, and the railway section Lashio – Mandalay – Kalay is single-track non-

electrified. The link to the railways in India is missing. In 2005, a feasibility study was completed for the section running 

Kalay (Myanmar) – Jiribam (India). Construction works have started only on the Jiribam – Imphal section (125 km) in 

India;284 the railway gauge is 1,676 mm. 

Railways in India use four gauges: 1,676 mm (80 per cent), 1,000 mm (17 per cent), 762 mm and 610 mm (3 per cent 

combined).285 Indian Railways are currently implementing a programme to convert all the lines to the broad 1,676 mm 

gauge. The section from Jiribam to Mahisasan (border with Bangladesh) is single-track non-electrified and the Karimganj 

– Mahisasan line was recently converted from 1,000 mm to 1,676 mm gauge, unifying the gauge width within India. The 

sections of the S1 from the border with Bangladesh at Gede, to Mumbai, are fully 1,676 mm double-track electrified.286 

The situation of the Corridor’s railways becomes even more complicated in Bangladesh, which is using several gauges. 

For the S1 route there are two different gauges (1,000 mm and 1,676 mm). The other problem is the different coupling 

and braking systems on the railways in India and Bangladesh, meaning they cannot exchange wagons.287 There are, 

however, freight train services between the two countries that have been operating since the Dhaka – Kolkata railway 

operations were resumed in 2008.288 The railways in Bangladesh are congested, limiting the number of services that can 

be added to serve international traffic.289 It is estimated that about half of the railway tracks in Bangladesh require 

rehabilitation, while the other half require regular quality maintenance that is difficult to provide as most of the works are 

done manually. The rolling stock also requires upgrades to its breaking technologies.290 

The S1 Railway route in Bangladesh is not electrified. The section from the border with India at Shahbazpur up to Tongi 

is single-tracked 1,000 mm line, Dhaka to Ishurdl is dual-gauge single-tracked and the rest of the line up to the border 

with India is 1,676 mm single-tracked.291 

Railway route S1A goes from China, Viet Nam and Cambodia to Thailand. The Chinese section from Nanning to 

Pingxiang, and to the border with Viet Nam, is single-track non-electrified.292 

The railway link Kunming – Yuxi – Jinghong – Mohan along the S1B route is under construction. The first double-tracked 

electrified section running Kunming – Yuxi started operations in 2016.293 Works on the rest of the route started the same 

year. It is planned that the whole line will be electrified, with Yuxi to Jinghong double-tracked and Jinghong to Mohan 

single-tracked.294 

                                                 
281 Myanma Railways, “Challenges and Opportunities in the Railway Subsector in Myanmar.” 

282 UMI Asia (Thailand) Ltd., “Myanmar’s Railway Industry – Overview and Opportunities for Foreign Businesses.” 

283 Ksoll and Quarmby, “Private Sector Views on Road Transport along the Yangon – Mandalay – Muse/Ruili – Kunming Corridor.” 

284 “Indian Railways Network with Bangladesh and Myanmar- Update.” 

285 Indian Railways. Available from http://www.indianrailways.gov.in (accessed 28 December 2016). 

286 Railway map of India. Available from http://www.indianrailways.gov.in (accessed 28 December 2016). 

287 Rahman, “Trade Potential and Economic Cooperation between Bangladesh and Northeast India.” 

288 Rahman. “Trade Potential and Economic Cooperation between Bangladesh and Northeast India.” 

289 Asian Development Bank, “Sector Assessment (Summary): Rail Transport. SASEC Railway Connectivity: Akhaura–Laksam Double Track Project 

(RRP BAN 46168).” 

290 Transport Sector Coordination Wing, “Master Plan for the Bangladesh Railway (2010-2030).” 

291 Bangladesh Railway. Available from http://www.railway.gov.bd (accessed 28 December 2016). 

292 “China Railway Atlas” (Chinese). 

293 “Kunming - Yuxi section of the China - Viet Nam, China - Lao P.D.R. international railway is put in operations” (Chinese).  

294 “The works on the major international railway from Kunming to Lao P.D.R. to start officially” (Chinese). 
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In Viet Nam (route S1A), the section from the border with China to Hanoi is dual 1,000 mm/1,435 mm gauge, while the 

rest up to Ho Chi Minh City is 1,000 m gauge.295 The whole section is single-track non-electrified.296 The line from Ho 

Chi Minh City to Loc Ninh and further on to the border with Cambodia is missing at the moment, and it is planned that 

in the future it will be electrified and double-tracked with a 1,000 mm gauge that can be converted to 1,435 mm.297 The 

section of the Eurasian Southern Corridor in Viet Nam from Hanoi to the border with Cambodia is part of the Singapore 

Kunming Rail Link (SKRL), and there are respective modernization plans, including an express electrified railway with 

1,435 mm gauge, for which studies need to be performed. 

The Cambodian section of the S1A route from Phnom Penh to Sisophon is single-track non-electrified with 1,000 mm 

gauge.298 The link further along to the border with Thailand was recently completed.299 The railway lines were heavily 

damaged during the civil war and rehabilitation started in 2008. 

Railways in Thailand use 1,000 mm gauge, and 93 per cent of the network is single-tracked. The double-tracked (and 

triple-tracked) sections along the S1A and S1B routes of the Eurasian Southern Corridor are located around Bangkok on 

the Bangkok – Chachoengsao, and Bangkok – Kaeng Khoi stretches. About 10 per cent of the lines are on wooden sleepers, 

mainly on the Corridor section between Chachoengsao and Aranyaprathet. Some 11 per cent of the tracks have two-block 

concrete sleepers, and this affects route S1A from Bangkok to the border with Singapore. There are plans to double-track 

the sections along both the S1A and the S1B (around 815 km in total). Only the rapid transit system and the airport link 

are electrified.300 

The section of the S1A railway route in Malaysia is part of the SKRL and it is planned that it will be fully electrified and 

double-tracked. Works are complete from Padang Besar up to Gemas and the rest of the railway to the Johor Bahru is 

expected to be completed by 2020.301  

Route S1B has only two short sections in operation, one in China and the other in Thailand from the border with Lao 

People's Democratic Republic. The missing links in China and Lao People's Democratic Republic are under construction. 

The Laotian section will be built by China and to Chinese standards: 1,435 mm gauge, single-track electrified, with a 

speed limit of 160 km/h.302 The works officially started in late December 2016. 

There is no connection between the railways of China and Myanmar on the S1C route. The Corridor has one section in 

China that coincides with the S1B route and one in Myanmar (this one runs from Yangon to Meiktila [and further on to 

Mandalay] and is double-tracked non-electrified).303 The construction of the link is being discussed within the SKRL 

framework. 

In summary, on the railways along the Eurasian Southern Corridor: 

1. The railway network has missing links along every route of the corridor, found on the following routes: 

Jiribam (India) – Kalay (Myanmar); Lashio (Myanmar) – Ruili (China); Yuxi (China) – Thanaleng (Lao 

People's Democratic Republic); and Ho Chi Minh City (Viet Nam) – Bat Deng (Cambodia). 

2. Multiple gauges are in use along the Eurasian Southern Corridor (broad – 1,676 mm, standard – 1,435 mm, 

and metre – 1,000 mm). India and Bangladesh each use multiple gauges, and this affects the S1 route in 

Bangladesh.  

The solution in these countries is to convert the system towards one gauge, and India is successfully 

implementing the programme. The S1 section in India is now fully 1,676 mm, but progress is not visible in 

Bangladesh. 

The Corridor’s routes have the potential to find the optimal solutions for the break-of-gauge situation between 

countries as only two routes (Bangladesh – India, and China – Viet Nam on the S1A route) are already 

connected. In the China – Viet Nam case, dual 1,000/1,435 mm gauge tracks are in place. The China – 

Myanmar and Myanmar – India connections are only in the planning stage and have a window of opportunity. 

                                                 
295 “Presentation on Viet Nam Railway Present Status and Its Plan in Railway Connectivity with the GMS and ASEAN.” 

296 UMI Asia (Thailand) Ltd., “Vietnam’s Railway Industry – Overview and Opportunities for Foreign Businesses.” 

297 “Presentation on Viet Nam Railway Present Status and Its Plan in Railway Connectivity with the GMS and ASEAN.” 

298 Hong and Suon, “The Kingdom of Cambodia, Ministry of Public Works and Transport: Infrastructure Development and Transport Logistics.” 

299 Information from Thailand obtained at the Expert Group Meeting on Comprehensive Planning of Eurasian Transport Corridors, 5-6 July 2017, 

Beijing, China. 

300 Prasert, “The Infrastructure Development Program for State Railway of Thailand.” 

301 Ministry of Transport, Malaysia. Available from http://www.mot.gov.my (accessed 28 December 2016). 

302 “The ceremony of the start of works on the full length of the China-Laos railway was held in Louang Phrabang” (Chinese).  

303 Shibata, “Myanmar’s National Transport Master Plan.” 
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Lao People's Democratic Republic opted for the technologies and gauges used by China for its main railway 

line, thus pushing the issue to its border with Thailand. 

3. The electrification rate is low – the full length of the southern railway corridor in Bangladesh, Cambodia, 

Myanmar, Thailand and Viet Nam is non-electrified. 

4. Double-tracking is ongoing in the region but single-tracked sections still make up about half of the Corridor. 

So far, the double-tracked sections along the Eurasian Southern Corridor route exist in China, India, Malaysia, 

Myanmar and Thailand. 

5. The conditions of tracks, signaling, communications equipment, etc. are causes for concern and require 

rehabilitation or modernization in Bangladesh, Cambodia, Myanmar, Viet Nam and some of the Thailand 

sections. Maintenance techniques and equipment require strengthening in Bangladesh, Cambodia and 

Myanmar. 

6. Rolling stock is outdated in Bangladesh, Cambodia and Myanmar. 

7. The combination of a low electrification rate, the state of tracks and related equipment, and rolling stock age 

brings down the speed along most of the Corridor’s length and increases the number of safety incidents, such 

as derailments. 

8. The ADB, Japan International Cooperation Agency (JICA) and other international donors are actively 

supporting the development of the Corridor’s railways under the ASEAN, GMS and SKRL frameworks, or 

as support to national sector development plans. 
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Figure 13 Railway infrastructure along the Eurasian Southern Corridor 

 

 

Source: Varvara Krechetova. 
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I.3.4 ROAD TRANSPORT ISSUES 

The quality of the Eurasian Southern Corridor’s roads in China, Malaysia, Thailand and Viet Nam is good, their 

classifications either Primary, Class I or II highways. Roads of Class III or below are located in Bangladesh, Cambodia, 

India, Lao People's Democratic Republic and Myanmar (see Figure 14). 

Route S1 in India from Mumbai to Dhule is a tolled Class I road with four/six lanes finished in asphalt concrete. It has 

the S1’s highest traffic rate, for which an AADT of 30,000-60,000 vpd has been reported.304 The road from Dhule to 

Kharagpur is a mix of Class I and Class III roads. Around 16 per cent of this 1,515 km stretch is of four lanes, and the 

rest is two lanes. Some 18 per cent of its surface is in bad condition (these sections are located between Nagpur and 

Amravati, Rajnandgaon and Bhandara, Barakot and Keonjhargarh, Kharagpur and Baharagora); tolled roads make up 

about 25 per cent of its length, and are located between Jalgaon and Raipur. The road between Kolkata and Kharagpur is 

tolled and a mix of Class I and II, with two/four/six lanes of asphalt-concrete road in good condition. From Kolkata to the 

border with Bangladesh is toll-free and of Classes I or III, with two/four lanes of hard-surfaced road in good condition. 

The section within Orissa state (Sambalpur – Baharagora) has the lowest level of traffic along this part of the S1 route, 

with an AADT of 1,500-3,200 vpd (10,000-25,000 vpd is the rate on most of the Indian sections).  

The Indian section Dawki – Moreh is mostly Class III with additional Class I and below-Class III roads. The AADT there 

is 2,000-8,000 vpd with just 623 vpd in the vicinity of Dawki. Between Shillong and Nagaon there are 110 km of toll 

road, with two/four lanes and several types of hard surface in good or fair condition. Below Class III sections exist 

between Dimapur and Nagaon (the road is surfaced and in fair condition; it has one lane for 47 km and the other 115 km 

has two lanes). 

The Bangladesh section of the S1 is an asphalt-concrete road that for the most part has two lanes in good or fair condition. 

The highest AADT is from Dhaka to Narhsingdi, at 20,000-34,000 vpd. The sections that have road surfaces in bad 

condition are located near the state borders (72 per cent of the section from Benapol to Narail and 26 per cent of the road 

from Sherpur to Tamabil). There is an 800 metre river ferry section at the Kalna Ferry Ghat; construction of a road bridge 

on this stretch is underway.305 The Bhatiapara – Narail section (which includes the ferry link) is a mix of Class III with 

parts below Class III. It has 8 km of one-lane road and 19 km of two-lane road, both finished in asphalt concrete. This 

section has lowest the AADT of below 2,000 vpd. 

When passing through Myanmar, the S1 is mostly Class III or below (80 per cent). The whole length is tolled but the 

system is suboptimal and does not raise a suitable amount of funds for road maintenance and development.306 About 22 

per cent of the roads are in mountainous sections that are located between Mandalay and the border with China. The 

sections below Class III are located between Kalemyo and Chang-U (367 km), where 221 km of the section has a one-

lane road and 146 km has two lanes. All Corridor roads in Myanmar have hard surfaces and are in good or fair condition. 

The section from Mandalay to Sagaing is a Class I road. The AADT on the Myanmar section has a range of 70-3,500 vpd, 

with the exception of the 68 km Pyin U Lwin to Mandalay stretch (which has an AADT of 7,600 vpd) and the 124 km 

from the border with China in Muse (AADT 4,200 vpd). 

Roads on the S1 route in China are Class I, II or Primary, with the exception of 4.5 km of road west of Yunnan below 

Class III – a one-lane cement concrete mountain road. The section from Kunming to Longling via Chuxiong, Dali and 

Baoshan, is tolled with four/six lanes and asphalt-concrete surfacing. The entire section runs through hilly and 

mountainous terrain. 

Shared by S1 and S1A, the Nanning to Shenzhen section is a tolled asphalt-concrete or cement-concrete road with four/six 

lanes.  

Although the section from Kunming to Nanning is missing from the AH network and thus not reflected on the plan of the 

Corridor, connections are provided by state highways (G80 – S26/S5/S3 or G75 – G325 – S3). 

Route S1A runs from Shenzhen to Singapore via Viet Nam, Cambodia, Thailand and Malaysia. The Chinese section of 

the S1A from Nanning to the border with Viet Nam, is a tolled Primary road with four/six lanes. Some 13 per cent of it 

is mountainous road. 

The Viet Nam section of the S1A is a mix of Class I and II roads that have two/four lanes and asphalt-concrete pavement 

in good or fair condition. About 16 per cent of the route is tolled (313 km), of which 160 km of road is located between 

Ha Noi and the border with China, and 81 km lies east of Ho Chi Minh City in Dong Nai province. Mountainous roads 

account for 7 per cent (133 km) of the route and its longest section (a 95 km stretch) is adjacent to the border with China. 

                                                 
304 Unless otherwise specified, the information on road conditions, classification, quality and AADT in this section is sourced from ESCAP Asian 

Highway Database, 2015. Available from http://www.unescap.org. 

305 Ministry of Road Transport and Bridges, Bangladesh at the Final Expert Group Meeting on Comprehensive Planning of Eurasian Transport Corridors 

and Intermodal Transport in North-East and Central Asia, Bangkok, Thailand, 7-8 November 2017. 

306 Asian Development Bank, "Myanmar Transport Sector Policy Note: How to Improve Road User Charges.” 
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Route S1A in Cambodia is made up of Class II and III roads that are tolled in sections, are hard surfaced and have two 

lanes. The roads approaching Phnom Penh (92 km) and those 47 km from the border with Thailand have asphalt-concrete 

surfacing.  

The S1A roads in Thailand are mostly Primary and Class I, with small sections of Class II. The Thailand section of the 

S1B to Bangkok from the border with Lao People's Democratic Republic, and sections of the S1A up to the border with 

Malaysia via Bangkok, is made up of Primary, Class I or II roads with four/six/eight lanes surfaced in asphalt concrete or 

cement concrete. The Thailand sections (on the S1A and S1B) have the heaviest traffic among the sections along the 

Eurasian Southern Corridor that have had their AADT recorded: around 9 per cent of the roads have an AADT 

of >100,000 vpd and 14 per cent have an AADT of <20,000 vpd. 

The Malaysian section of the S1A up to Singapore is a Primary or Class I road, tolled, with asphalt or cement-concrete 

surfacing and four/six lanes. The AADT of the road is 6,000-30,000 vpd, except for the 76 km section running Shar Alam 

Interchange – Kuala Lumpur – Nilai Utara Interchange, which has an AADT of 50,000-142,000 vpd,  

The Singaporean section of the S1A is six/eight lanes of Primary and Class I asphalt-concrete road with an AADT 

of >70,000 vpd. 

The routes S1B and S1C share the Kunming – Jinghong section, a tolled Primary road (four/six lanes, asphalt concrete) 

that goes into the mountains. From Jinghong to Mohan the road is free, and has four/six lanes. 

The section of the S1B in Lao People's Democratic Republic starts with 20 km of Class II asphalt-concrete two-lane road. 

The rest of the S1B – from Nateuy up to the border with Thailand via Louang Phrabang and Vientiane – is Class III with 

two lanes of hard-surfaced road, 64 per cent (439 km) of which is in mountains. The AADT on the section running from 

Phou Khoun to the border with Thailand (280 km), is 10,000-22,000 vpd. The AADT on the rest of route S1B in Lao 

People's Democratic Republic is 500-3,500 vpd. 

Route S1C connects China Yunnan with Yangon in Myanmar. The section from Jinghong to the border with Myanmar is 

a mountainous, Class I or II road with two/four lanes of asphalt-concrete surfacing. 

The Myanmar part of the S1C route is mainly Class III and below; only 19.5 per cent of the road is Class I or II. The 

section from Kyaing Tong to Loilem is below Class III, while the Class I and II sections are from the border with China 

to Kyaing Tong and from the capital, Naypitaw, to Yangon. From the border with China to Meiktila, the road has one/two 

lanes. Some 44 per cent (321 km) of this section is mountainous. Further on towards Yangon the road has flat terrain and 

two/four lanes. The whole section in Myanmar is tolled. The AADT of traffic from the border with China at Mongla up 

to Meiktila is 200-2,500 vpd, and 3,000-6,000 vpd on the route to Yangon.  

Road safety is the main infrastructure-related issue in Lao People's Democratic Republic and Myanmar. The GMS Freight 

Transport Association (FRETA) study on the North-South and China-Myanmar corridors (sections of the S1, S1B and 

S1C routes) revealed the following issues for road traffic:307 

 Lack of emergency-braking paths for trucks in the Lao People's Democratic Republic, even though 

the steep slopes and curves on roads caused by the terrain and a lack of tunnels and bridges dictates 

frequent brake usage, and thus the risk of brake malfunction; 

 The capacity of bridges in Lao People's Democratic Republic (20-30 tons) does not match the 

Corridor’s real traffic (49.5 tons), therefore posing safety risks. In Myanmar, truck drivers avoid 

travelling by available bypasses in favour of the old, low-capacity bridges south of Mandalay, 

causing safety risks; 

 In Lao People's Democratic Republic and Myanmar, roads cross many settlements that have heavy 

pedestrian traffic. 

In summary, on the roads along the Eurasian Southern Corridor: 

1. The quality of the Eurasian Southern Corridor’s roads is high in China, Malaysia, Thailand and Viet Nam. 

The highest levels of traffic recorded on the Corridor also occur in these countries. 

2. The longest section below Class III is in Myanmar, between Meiktila and Kyaing Tong (S1C route). Sections 

below Class III are also dispersed along the S1 route on the stretch from Bangladesh to the Indian border at 

Benapol/Bongaon, via Northeast India up to the China – Myanmar border at Ruili/Muse.  

3. Sections in Cambodia, India, Lao People's Democratic Republic and Myanmar are dominated by Class III 

roads. Roads in Lao People's Democratic Republic lack safety structures. The capacity of bridges does not 

meet traffic requirements in both Myanmar and Lao People's Democratic Republic, posing more safety risks. 

Another issue for the S1A, S1B and S1C routes in these two countries and in Cambodia and even Thailand, 

is heavy pedestrian traffic on roads crossing settlements. 

                                                 
307 Ksoll and Quarmby, “Private Sector Views on Road Transport along the North South Economic Corridor.” 
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4. All the Corridor’s roads in Myanmar are tolled. The situation here is different to the other countries on the 

three corridors, where Primary roads are tolled and the rest are mainly free. The fees charged are not high 

enough to generate the revenue needed for maintenance, and system reform is recommended.  
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Figure 14 Road grades along the Eurasian Southern Corridor 

 

 

Source: Varvara Krechetova. 

Note: Based on Asian Highway Database, ESCAP. 
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I.3.5 TERMINALS AND DRY PORTS 

The situation relating to the development of logistics terminals and dry ports along the Eurasian Southern Corridor is 

unbalanced. While there are multiple construction projects ongoing in China, Myanmar and Lao People’s Democratic 

Republic, the terminal network is in the planning stages. The information available on the terminals, dry ports and other 

such facilities is summarized in Table 7; the locations are outlined in Figure 15. 

 

Table 7 Selected dry ports and land terminals along the Eurasian Southern Corridor 

Dry port name and 

location 

Included in the 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

Route S1 

Nanning Bonded Logistics 

Centre, Nanning, China. 

Included. Upgraded in 2015 to the Nanning 

Comprehensive Bonded Area (integrated 
free trade zone). Already completed 

facilities include: customs inspections area, 

four logistics zones, bonded warehouses of 
30,420 sq m, inspection warehouses of 

2,400 sq m, storage of 58,954 sq m.308 The 

functions of the bonded area are 

manufacturing, logistics and bonded 
services. 

In operation. Further construction stages are 

ongoing. 

Tengjun International Land 

Port, Kunming, China. 
Included. Area of 1.6 sq km (projected 2.45 sq km), 

capacity 1.2 million TEU, services include 

logistics and multimodal transport services, 
storage and warehousing, exhibition, e-

commerce and financing.309 

In operation. 

Kunming Wangjiaying Hub, 

Kunming, China. 
Not included. Container yard with a capacity of 1.6 million 

TEU (underutilized). 310  Provides storage, 

multimodal transport, information, logistics 

financing, office services.311 

In operation. 

Ruili Cargo Centre, Ruili, 
China. 

Included. Not available. Not available. 

[Muse], Myanmar. Included as potential dry 
port. 

Not available. Planned. 

[Mandalay], Myanmar. Included as potential dry 

port. 

Not available. Planned by Myanma Railways in Myitnge, 

Mandalay Division.312 

Mandalay, Myanmar. Not included. A new road cargo terminal facility was built 

in 2012. However, its design is not 

satisfactory.313 

In operation. 

[Monywa], Myanmar. Included as potential dry 

port. 

Not available. Planned. 

[Tamu], Myanmar. Included as potential dry 
port. 

Not available. Planned. 

[Tamabil, Sylhet], 
Bangladesh. 

Included as potential dry 
port. 

Not available. Planned. 

Akhaura, Brahmanbaria, 

Bangladesh. 

Included. Not available. Not available. 

                                                 
308 “List of efforts of the Nanning High and New Technology Industrial Development Zone to promote construction of the Nanning Comprehensive 

Bonded Area” (Chinese). 

309 “Status of the Planning and Construction of China’s International Dry Ports.” 

310 Transport Division, ESCAP, “Planning, Development and Operation of Dry Ports of International Importance.” 

311 “International logistics hub Wangjiaying is put in operation” (Chinese).  

312 Aung, “Development of Dry Ports in Myanmar. Country Report.” 

313 Ksoll and Quarmby, “Private Sector Views on Road Transport along the Yangon – Mandalay – Muse/Ruili – Kunming Corridor.” 
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Dry port name and 

location 

Included in the 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

[Dhirasram ICD, Gajipur], 
Bangladesh. 

Included as potential dry 
port. 

Area of 55 ha. Capacity 354,000 TEU.314 Planned. 

Kamalapur ICD, Dhaka, 
Bangladesh. 

Included. Not available. In operation, but constrained by time 
limitations on movement of commercial 

vehicles, and cannot extend capacity due to 

built-up surroundings.315 

Benapol, Jessore, 

Bangladesh. 

Included. Not available. In operation. 

Majerhat, Kolkata, West 
Bengal, India. 

Included. Container freight station of 13,770 sq m, 
transit warehouses of 1,076 sq m, customs 

facility, connections to highways and 

railways.316 

In operation. 

Jamshedpur, Jharkhand, 

India. 

Included. Transit warehouse of 600 sq m, bonded 

warehousing facility, customs facility, 

connected to railway and roads.317 

In operation. 

Raipur, Chhattisgarh, India. Included. Export warehouses of 2,000 sq m, 

connections to railways and roads.318 

In operation. 

Ajni, Nagpur, Maharashtra, 
India. 

Included. Not available. Not available. 

Nagpur ICD, Maharashtra, 
India. 

Not included. Export warehouse of 2,000 sq m, combined 
warehouse of 2,100 sq m, bonded warehouse 

of 275 sq m, bonded trucking facility, air 

cargo services, empty park facility, customs 

facility, connection to railway and roads.319 

In operation. 

Wardha, India. Not included. Not available. Planned. 

Janory, Nasik, Maharashtra, 
India. 

Included. Not available. Planned. 

ICD New Mulund, Mumbai, 
India. 

Not included. Warehouses of 8,500 sq m, paved area of 
72,000 sq m, works with export and import 

cargoes.320 

In operation. 

Dronagiri Node, Mumbai, 

India. 

Not included. Container freight station, warehouses of 

41,840 sq m, paved area of 100,000 sq m, 

customs facilities.321 

In operation. 

Route S1A 

Pingxiang Border Trade 

Logistics Centre, Pingxiang 

(Youyi Guan), China. 

Included. Not available. Under construction. 

Pingxiang integrated free 
trade zone, Pingxiang 

Youyiguan, China. 

Not included. Includes centre for international trade and 
manufacturing, bonded warehouse and trade 

centre for fertilizers, bonded centre for 

processing and distribution of agricultural 
products, centre for import of landscape 

plants, bonded manufacturing base, bonded 

logistics area, export financing.322 

In operation. 

                                                 
314Public Private Partnership Authority Bangladesh. Available from http://www.pppo.gov.bd/projects-new-inland-container-depot-icd-at-

dhirasram.php (accessed 30 December 2016). 

315Public Private Partnership Authority Bangladesh. Available from http://www.pppo.gov.bd/projects-new-inland-container-depot-icd-at-

dhirasram.php (accessed 30 December 2016). 

316 Container Corporation India Ltd. Available from http://www.concorindia.com (accessed 30 December 2016). 

317 Container Corporation India Ltd. Available from http://www.concorindia.com (accessed 30 December 2016). 

318 Container Corporation India Ltd. Available from http://www.concorindia.com (accessed 30 December 2016). 

319 Container Corporation India Ltd. Available from http://www.concorindia.com (accessed 30 December 2016). 

320 Container Corporation India Ltd. Available from http://www.concorindia.com (accessed 30 December 2016). 

321 Container Corporation India Ltd. Available from http://www.concorindia.com (accessed 30 December 2016). 

322 Pingxiang integrated free trade zone. Available from http://www.pxftz.gov.cn (accessed 29 December 2016). 
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Dry port name and 

location 

Included in the 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

Pingxiang Railway BCP 

Logistics Park, China. 

Not included. Area of 167,000 sq m, including inspection 
area, storage, cargo inspection building, 

quarantine, border control facilities.323  

Planned. 

[Lang Son], Viet Nam. Included as potential dry 

port. 
Area of 50 ha.324 

 

Planned. 

ICD Tien Son, Bac Ninh 

Province, Viet Nam. 

Included. Area of 10 ha. 

 
In operation. 

[Ha Noi], Viet Nam. Included as potential dry 

port. 

Not available. Not available. 

ICD Hai Phong New Port, 

Viet Nam. 

Not included. Not available. In operation. 

ICD Tan Cang-Long Binh, 

Dong Nai Province, Viet 

Nam. 

Included. Area of 230 ha. In operation. 

ICD Song Than, Binh 

Duong Province, Viet Nam. 

Included. Area of 50 ha. In operation. 

So Nguon Dry Port, Bavet, 

Cambodia. 

Included. Customs inspections and clearance, 

temporary storage, container depot 
(4,000 containers), warehouses of 

6,000 sq m.325  

In operation. 

Phnom Penh Special 

Economic Zone, Phnom 

Penh, Cambodia. 

Included. Area of 200 ha, bonded warehouses, 

agricultural products processing zone, 

industrial zone.326  

Under construction. 

CWT Dry Port, Phnom 

Penh, Cambodia. 

Included. Area of the warehouse and yards 

50,000 sq m. 

In operation. 

Olair World Wide Dry Port, 

Phnom Penh, Cambodia. 

Included. Not available. In operation. 

Tech Srun Dry Port, Phnom 

Penh, Cambodia. 

Included. Area 5,000 sq m. In operation. 

Teng Lay Dry Port, Phnom 

Penh, Cambodia. 

Included. Not available. In operation. 

Phnom Penh International 

Port, Phnom Penh, 

Cambodia. 

Included. Container (120,000 TEU/year) cargo, 

passenger terminals, inland container depot 

of 92,000 sq m, warehouses of 

5,000 sq m.327 

In operation. 

Lat Krabang Inland 
Container Depot, Bangkok, 

Thailand. 

Included. Operated by the State Railway of Thailand. 
Area of 103.6 ha, capacity 1 million tons, 

provides consolidation distribution, 

handling, storage, inspection and customs 
clearance services for rail and road 

cargoes.328 

In operation since 1996. 

Inland Container Depot, 

Padang Besar, Malaysia. 

Included. Not available. In operation. 

Ipoh Cargo Terminal, Ipoh, 

Malaysia. 

Included. Container storage area of 4.8 ha, bonded 

warehouse of 2,600 sq m, other warehouses 
of 1,250 sq m, open storage of 0.4 ha, 

In operation. 

                                                 
323 “Construction project: Logistics park at the railway border crossing in Pingxiang municipality” (Chinese).  

324 Do Nguyen Viet Hung, “The Development of Dry Port in Viet Nam.” 

325 So Nguon Dry Port. Available from http://songuongroup.com (accessed 30 December 2016). 

326 Kong, “Transport Infrastructure and Dry Ports Development in Cambodia.” 

327 Hong and Suon, “The Kingdom of Cambodia, Ministry of Public Works and Transport: Key Logistics and Transport Systems and Facilities along 

the Asian Highway and Trans Asian Railway.” 

328 Thanaphon, “Thailand’s Key Logistic and Transport System and Facilities along Asian Highway and Trans Asian Railway.” 
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Dry port name and 

location 

Included in the 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

customs inspections, connected to roads, 

railway, port.329 

Internal Clearance Depot 
Seri Setia, Kuala Lumpur, 

Malaysia. 

Included. Not available. Not available. 

Nilai Inland Port, Nilai, 

Malaysia. 

Included. Not available. In operation. 

[Pulau Sebang Inland Depot, 

Pulau Sebang], Malaysia. 

Included as potential dry 

port. 

Not available. Not available. 

Route S1B 

Jinghong Mengyang 

International Logistics 

Trading Centre, Jinghong, 

China. 

Included. Plan includes the comprehensive bonded 

area, connections to rail, road, air transport, 

multimodal services.330 

Under construction. 

Mohan International 

Logistics Centre, 

Xishuangbanna, China. 

Not included. Area of around 500,000 sq m, open storage, 

warehouses, 7 km from the border.331  

In operation. 

Dawei Trade, 

Xishuangbanna, China. 

Not included. Customs bonded warehouse, cargoes are 
transferred between Lao and Chinese trucks, 

5 km from the border.332 

In operation. 

[Oudomsai, Muangxai], Lao 

People’s Democratic 

Republic. 

Included as potential dry 

port. 

Not available. Planned. 

[Louang Phrabang, Louang 

Phrabang], Lao People’s 

Democratic Republic. 

Included as potential dry 

port. 

Not available. Planned. 

Vientiane Dry port, Lao 

People’s Democratic 

Republic. 

Not included. Area of 45 ha, including customs inspections 

and office, warehousing, storage, 

workshops.333 

Planned. 

Thanaleng, Vientiane, Lao 

People’s Democratic 

Republic. 

Included. Area 45 ha. Will serve rail and road modes, 

includes container yard.334 

Under construction. 

[Natha, Nong Khai], 

Thailand. 

Included as potential dry 

port. 

Operated by the State Railway of Thailand. 

Area of 9.12 ha, including consolidation and 

distribution centre, intermodal facilities, 
one-stop service centre, and logistics and 

value-added centre. Capacity of 

80,000 TEU/year after 1st stage (2019), and 

200,000 TEU by 2030.335  

Planned.  

Route S1C 

[Bago], Myanmar. Included as potential dry 

port. 

Not available. Planned. 

                                                 
329 Ipoh Cargo Terminal. Available from http://www.ictipoh.com.my (accessed 30 December 2016). 

330 “Works on the Yunnan Jinghong International Logistics and Trade Centre Started in October” (Chinese). 

331 Ksoll and Quarmby, “Private Sector Views on Road Transport along the North South Economic Corridor.” 

332 Ksoll and Quarmby. “Private Sector Views on Road Transport along the North South Economic Corridor.” 

333 Phanthaphap, “Status on Dry Ports Development in Lao P.D.R.” 

334 Phanthaphap. “Status on Dry Ports Development in Lao P.D.R.” 

335 Thanaphon, “Thailand’s Key Logistic and Transport System and Facilities along Asian Highway and Trans Asian Railway.” 
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Dry port name and 

location 

Included in the 

Intergovernmental 

Agreement on Dry 

Ports/potential 

Characteristics Construction status 

[Yangon], Myanmar. Included as potential dry 

port. 

Not available. Planned by Myanma Railways in Ywathagyi, 

Yangon.336 

Yangon, Myanmar. Not included. Road cargo terminal: existing facilities are 

not suitable for modern operations.337 

In operation. 

Note: The dry ports list is based on the Intergovernmental Agreement on Dry Ports (23 April 2016) and various sources on logistics centres and 

terminals along the corridors; potential dry ports are in square brackets. 

 

In summary, on the terminals and logistics centres of the Eurasian Southern Corridor: 

1. The dry port and terminal network needs further development. Even operating terminals, included as existing 

dry ports in the respective regional agreement, are not necessarily fully completed (Pingxiang [China], Phnom 

Penh, [Cambodia]).  

2. There is no progress on potential dry ports. 

3. Myanmar has limited terminal facilities, and existing ones require modernization and expansion. 

4. China tends to upgrade existing facilities from their statuses as pure logistical centres into free trade/special 

zones, by adding to the functions of the bonded areas with activities that are not purely transport or customs 

related, e.g. processing, financial services, etc.  

5. Plans for dry port networks in Cambodia, Lao People’s Democratic Republic and Viet Nam are at an early 

stage of implementation. 

6. India has the most established network of logistics terminals, but domestic and international traffic dictates 

that more plans for such facilities and dry ports are needed. 

                                                 
336 Aung, “Development of Dry Ports in Myanmar. Country Report.” 

337 Ksoll and Quarmby, “Private Sector Views on Road Transport along the Yangon – Mandalay – Muse/Ruili – Kunming Corridor.” 
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Figure 15 Dry ports, terminals and seaports along the Eurasian Southern Corridor 

 

 

Source: Varvara Krechetova. 
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I.3.6 INDICATED ISSUES AT BORDER CROSSINGS 

Below is a description of the Eurasian Southern Corridor routes that feature border crossing posts. Their locations can be 

seen in Figure 13 and Figure 14. 

Route S1: 

 Ruili (China) – Muse (Myanmar) road BCP 

The Muse – Ruili border crossing is an important trade gate for Myanmar. It is estimated that it is used for about 89 per 

cent of the country’s cross-border trade. 338  In 2016, the Chinese side reported that around 15 million people and 

3.8 million vehicles passed through this crossing.339 

Ruili BCP is open for bilateral and international visitors and vehicles.340 The post implements a number of facilitation 

measures such as a green channel for perishables (aquatic and agricultural products), and an online, round-the-clock 

service for advance information on tourist groups and the inspection certificates of Chinese vehicles, to reduce the time 

of actual border-crossing procedures.341 

 Tamu (Myanmar) – Moreh (India) road BCP 

An integrated checkpost is under construction on the Indian side of the border. It will include a passenger terminal, cargo-

processing building and cargo inspection sheds, warehousing/cold storage and a quarantine laboratory. It will be equipped 

with scanners and CCTV, as well as other services for passengers and drivers.342 

 Shahbazpur (Bangladesh) – Mahisasan (India) rail BCP 

The border crossing is listed as non-functional by the Ministry of Development of North Eastern Region, India.343 

 Dawki (India) – Tamabil (Bangladesh) road BCP 

The construction of an integrated checkpost is planned for Dawki,344 and the development of facilities on the Bangladesh 

side is ongoing.345  

 Gede (India) – Darshana (Bangladesh) rail BCP 

This BCP is used for passenger transport (the Maitree Express). Freight trains pass through the Petrapole (India) – Benapol 

(Bangladesh) BCP and the Singhabad (India) – Rohanpur (Bangladesh) BCP.346 

 Benapol (Bangladesh) – Petrapole (Bongaon, India) road BCP347 

The preferred BCP of those involved in Bangladesh – India trade, in 2011 an estimated 80 per cent of bilateral trade 

passed through this BCP, at 450 trucks/day.348 The BCP is congested, causing serious delays. On the Bangladesh side, 

the release time for cargoes undergoing simplified procedures is over 25 hours; for other types of cargo, the release time 

is 167 hours (almost a week).349 

There is no synchronization of operation days, with the Bangladesh side closed on Friday and Saturday, and the Indian 

side closed on Sunday. Operators opt to have agents clear the goods due to the complexity of the paper work. 

Transshipment has to be performed at the zero point (end of a country’s territory), adding an extra loading procedure in 

                                                 
338 Ksoll and Quarmby. “Private Sector Views on Road Transport along the Yangon – Mandalay – Muse/Ruili – Kunming Corridor.” 

339 “The flow of visitors via the Ruili border crossing exceeded 15 million” (Chinese).  

340 Ruili Customs. Available from http://www.customs.gov.cn/publish/portal174/tab30161/ (accessed 3 January 2017). 

341 “The flow of visitors via the Ruili border crossing exceeded 15 million” (Chinese).  

342 Ministry of Development of North Eastern Region, India. Available from http://mdoner.gov.in (accessed 3 January 2017). 

343 Ministry of Development of North Eastern Region, India. Available from http://mdoner.gov.in (accessed 3 January 2017). 

344 Ministry of Development of North Eastern Region, India. Available from http://mdoner.gov.in (accessed 3 January 2017). 

345 JICA, ORIENTAL CONSULTANTS GLOBAL CO., ltd, and PADECO CO., ltd., “Preparatory Survey on the Cross-Border Road Network 

Improvement Project (Bangladesh). Final Report. Volume 1: Main Report.” 

346 The Economic Times, “Bangladesh Ties Tune up to New Train”; The Indian Express, “India, Bangladesh Discussions to Start New Kolkata-Khulna 

Passenger Train Service.” 

347 The railway BCP at Benapol (Bangladesh) – Petrapole (Bongaon, India) is not included in the Trans-Asian railway network and thus not covered in 

the present report. 

348 Asian Development Bank, “Sector Assessment (Summary): Rail Transport. SASEC Railway Connectivity: Akhaura–Laksam Double Track Project 

(RRP BAN 46168).” 

349 “Bangladesh Time Release Study - Benapole.” 
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the case of Bangladesh. The situation is aggravated by power supply problems and safety incidents (shootings, harassment 

of exporters) in the area.350  

Benapol is equipped with a mobile container scanner,351 and uses the ASYCUDA system. 

Route S1A: 

 Youyiguan (China) – Huu Nghi (Viet Nam) road BCP 

Youyiguan operates (Beijing time) 08:00 – 21:00 for passengers and 08:00 – 19:00 for cargoes.352 The road BCP on the 

Chinese side works beyond capacity: designed for 300 cargo vehicles/day, it processes 500-1000 vehicles/day; in 2015, 

the two countries agreed to build a border-crossing facility dedicated to cargo vehicles, but the start of works has been 

complicated by mine fields in the area.353 

The feeder roads at the Huu Nghi BCP along with the Vietnamese section of the road connecting the two sides’ BCPs, its 

parking areas and a building for immigration, emigration and customs administration, are being upgraded with the ADB’s 

assistance.354 

 Pingxiang (China) – Dong Dang (Viet Nam) rail BCP 

The railway border-crossing facilities are located at Pingxiang station in China and Dong Dang station in Viet Nam. The 

Chinese side plans a logistics park at the railway border crossing.  

 Moc Bai (Viet Nam) – Bavet (Cambodia) road BCP 

A JICA survey on the BCPs in the GMS (2011) showed that there were no special lanes for trucks both sides of the border, 

that scanning equipment was available only for luggage, and that the Vietnamese side was better equipped in terms of 

computerization. However, there were improvements on the way on the Cambodian side. Working hours were 06:00 – 

22:00, but two hours of lunchbreak was reported by the private sector. Despite the existing risk-management system in 

place on the Vietnamese side, the level of physical inspection stood at 100 per cent, the same as on the Cambodian side.355 

The survey indicated that preparations were being made for a single-window facility on the Cambodian side, and the 

ADB recently confirmed their support for a coordinated border management project at the three GMS BCPs (including 

Moc Bai – Bavet and Aranyaprathet – Poipet) and briefed several meetings convened by the respective agencies.356 

 Poipet (Cambodia) – Aranyaprathet (Thailand) road BCP 

The traffic at the BCP is mixed, with no separation of cars, trucks and buses. While sufficient computerization exists on 

the Thailand side, it is lacking on the other side of the border and aggravated by instability of power supply. The private 

sector reported the operating hours for both sides to be 07:00 – 19:00 with a lunch break. There are facilities for one-stop 

services on the Thailand side. The inspection rate is 40 per cent on the Thailand side and 10-15 per cent or 100 per cent 

on the Cambodia side, depending on cargo type.357 There are plans for coordinated border management at the BCP. 

Route S1B: 

 Mohan (China) – Boten (Lao People’s Democratic Republic) road BCP 

Lift-off/lift-on operations at Mohan are expensive (around $270, while $80 on other GMS corridors) due to market 

concentration. Containerized cargoes moving between Thailand and China need transshipment because of the different 

container standards used (20/40 ft in Thailand and 45 ft in China). During peak seasons, there can be shortages of Chinese 

trucks and the prior arrangement of transshipment is needed to avoid long waiting times.358 The situation could be 

alleviated by measures encouraging competition, and by allowing Thai trucks to go to Jinghong or Kunming where more 

trucks are available. 

                                                 
350 Saikat and Suranjan, “Economic Corridors and Pro-Poor Private Sector Development in South Asia: A Case Study of Bangladesh and India.” 
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Hung Yen, and Dong Dang.” 

355 JICA and PADECO Co., Ltd., “Survey on Improvement of Customs Procedures for Trade Facilitation in the Mekong Region: Final Report.” 
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357 JICA and PADECO Co., Ltd., “Survey on Improvement of Customs Procedures for Trade Facilitation in the Mekong Region: Final Report.” 

358 Ksoll and Quarmby, “Private Sector Views on Road Transport along the North South Economic Corridor,” 11–12. 
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The BCP has a strong transit advantage as trucks from Lao People’s Democratic Republic can enter both China (up to 

Jinghong) and Thailand (within the Chiang Kong municipality).359 In 2015, China and Lao People’s Democratic Republic 

signed an agreement to create the Mohan-Boten Economic Cooperation Zone, the second of its kind in China after the 

Horgos International Border Cooperation Centre (at the Eurasian Northern Corridor).360 

 Thanaleng (Lao People’s Democratic Republic) – Nong Khai (Thailand) road and rail BCP 

The road border-crossing facilities at Thanaleng are already insufficient for current traffic levels (300 trucks and 1,000 

passenger cars/buses per day) and in view of traffic growth, the GMS is discussing the improvement of the BCP’s 

infrastructure.361 There are six lanes on both sides, but cars end up in the truck lanes. Lao People’s Democratic Republic 

has a fast lane for agricultural products. Both sides are equipped with mobile x-ray scanners, are computerized and 

implement a 10 per cent physical inspection rate for cargoes. The working hours of the BCP are 06:00 – 22:00, though 

customs close operations at 20:00.362 The traffic uses different sides in each country, moving on the left on the Thai – Lao 

Friendship Bridge (the same side of the road as in Thailand), with the direction change occuring on the Lao People’s 

Democratic Republic side before the BCP. 

 Bukit Kayu Hitam (Malaysia) – Sa Dao (Thailand) road BCP 

The two border crossings on the Thailand – Malaysia border are jointly the busiest border gates in the GMS, and the high 

volume of traffic may necessitate increases in capacity on both sides, especially for road vehicles.363 The Malaysian side 

of the BCP operates from 06:00 – 24:00.364 The transloading of cargoes takes place 2 km from the border on the Malaysian 

side, and on the Thailand side trucks can travel up until Hat Yai. There is a single window facility at Sa Dao.365 

 Padang Besar (Malaysia) – Padang Besar (Thailand) rail BCP 

Advance information on containers is accepted on the Malaysian side. A common situation is that containers come to the 

railway station in Malaysia by truck and are then transloaded onto railway container platform wagons to be transported 

within Malaysia. There is no break-of-gauge and therefore no related operations, but a change of locomotive and crew is 

required.366 

Both Bukit Kayu Hitam (Malaysia) – Sa Dao (Thailand) road BCP and Padang Besar (Malaysia) – Padang Besar 

(Thailand) rail BCP implement paperless document processing, a priority service for perishables, risk management 

inspection and the electronic payment of customs duties. Radio frequency identification technology for the detection of 

container movement is being piloted.367 

Route S1C: 

 Daluo (China) – Mongla (Myanmar) road BCP 

Data are not available. 

In summary, for the border crossing posts along the Eurasian Southern Corridor: 

1. The importance of up-to-date border crossing posts that have proper IT infrastructure and inspection 

equipment – and which use facilitation measures – is recognized by the region. There are single-window 

facilities at the BCPs in Thailand, and also plans for coordinated border management at the Thailand – 

Cambodia, and Cambodia – Viet Nam borders. India is building integrated inspection facilities at border 

crossings. 

2. Practices are nonetheless behind with regards to the 100 per cent inspection of at least some types of cargo at 

borders in Cambodia. There is also a low level of computerization, mixed traffic at some road BCPs (no 

separate lanes for trucks or buses) and extensive documentation requirements. The manual processing of paper 

documents causes extra-long delays in Bangladesh. 
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3. Despite progress at some border crossings along the Corridor, such advancements remain limited and there is 

room for improvement in most countries. 

4. The rail BCP on the S1 route between the northeast of India and Bangladesh is closed. 

 

I.3.7 THROUGHPUT AND CARGO STRUCTURE OF SEAPORTS, MAIN 

SHIPPING DIRECTIONS 

The largest ports of the Eurasian Southern Corridor are in China (Guangzhou – Shenzhen port area), Malaysia and 

Singapore on routes S1 and S1A (for the port locations see Figure 15).  

The S1 route starts in China with one of the world’s most important port areas, the Pearl River delta. Guangzhou port is 

ranked fourth in both China368 and the world by total tonnage369 (if the Ningbo-Zhoushan port area is considered to be a 

port). In 2015, the port’s throughput was 520 million tons and 17 million TEU of containers.370 The port has shipping 

lines to more than 350 ports in 80 countries on all continents, provides all types of port services and has a Ro-Ro facility. 

The main cargoes are cars and vehicles (1.5 million/year), grain, coal, oil and oil products, minerals, metal products and 

containers. Shenzhen is an agglomeration of ports: Shekou, Chiwan, Yantian, etc. The Shenzhen port area is smaller than 

Guangzhou port in terms of throughput, but still holds one of the leading positions in the world in terms of both container 

and total cargo volumes: in 2014, Shenzhen port was in the top 20 ports in the world by total tonnage, and it was third by 

container volume in accordance with American Association of Port Authorities (AAPA) ranking. 

Bangladesh's Mongla and Chittagong, the country’s two main ports, lie near to the S1 corridor. Chittagong was in the top 

100 world ports by total and container volumes in the AAPA 2014 rankings. The port serves 90 per cent of the country’s 

international trade371 and has facilities for grain, chemicals, cement, containers and general cargoes.372 The port’s access 

is shallow and large vessels are not able to moor. 

The S1 route crosses India from east to the west, from Kolkata port and its Haldia terminal (7th by total cargo volume in 

the country, with 41.4 million tons in 2013-2014), to the port of Mumbai (4th in the country, with 59.2 million tons in 

2013-2014).373 In Kolkata and Haldia the main cargoes are coal and coke, iron ore and its fines, crude oil and products, 

vegetable oil, minerals, chemicals, construction materials, grain, cars and containers (630 thousand TEU in 2014-2015). 

The port of Kolkata is a riverine port in the city of Kolkata, India, located around 203 km (126 mi) from the sea.374 

Mumbai’s main cargoes are containers (45.5 thousand TEU in 2014-2015), crude oil and products, chemicals and 

fertilizers, vegetable oils, sugar, molasses and motor vehicles.375 

Viet Nam has 39 ports, most of them located along the S1A route. There are planned capacity improvements for 24 of 

these ports under the country’s Master Plan on the seaport system up to 2020.376 The main ports are Hai Phong and Ho 

Chi Minh City port area (Saigon port) in the south.  

Hai Phong port processes containers (61 per cent of throughput by weight or 1 million TEU), general cargoes (iron and 

steel, food products, minerals, machinery and fertilizers) and in 2015 its throughput was 23.7 million tons.377 In 2014, 

Saigon New Port was ranked by AAPA as 40th in the world by total throughput, and 29th by container volume. The 

terminals of Saigon New Port at Ho Chi Minh City have shipping connections to Western Europe, Japan, China and the 

Middle East and the container throughput of all the terminals of the Saigon New Port Corporation across Viet Nam was 

5.37 million TEU.378  

The port of Bangkok in Thailand is the country’s second largest in terms of total cargo (21.4 million tons in 2014) and 

container (1.6 million TEU) volumes,379 and is in the AAPA top 100 container ports. 
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In Malaysia the S1A route serves the country’s biggest ports, Kelang (219.8 million tons, 11.9 million TEU in 2015380) 

and Tanjung Pelepas (8.8 million TEU), and the smaller ports of Johor (28.6 million tons, 0.8 million TEU) and Penang 

(30.3 million tons, 1.3 million tons381). Kelang port is a mainly container, general cargo and dry bulk port. Its main types 

of cargoes are iron and steel, chemicals, cereals and palm oil. Tanjung Pelepas is exclusively a container port. Johor 

processes palm oil, petroleum, chemicals and cement. 

In 2014, Singapore, the largest port of the Eurasian Southern Corridor, was ranked by AAPA as being the second biggest 

in the world by both total and container throughput. In 2015, the port processed 575.8 million tons, including 

195.8 million tons of oil; more than half (58 per cent or 30.9 million TEU) of its cargoes were containerized.382 

The S1C route connects to Yangon port – the main port of Myanmar – which handles about 90 per cent of its foreign 

trade by weight (20.4 million metric tons).383 There are two port areas, Yangon and Thilawa, which between them have 

24 wharves. The port processes grain, timber, pulses and fishery products in an export direction, and construction 

materials, machinery, oil and palm oil in an import direction. There are plans to expand the facilities at both Yangon inner 

port and Thilawa, and to deepen the river access to allow larger vessels to call.384 

 

Table 8 Freight turnover of the seaports on the Eurasian Southern Corridor 

Country Seaport Turnover, million tons 

2014 

Bangladesh Chittagong 47.3 

Mongla not available 

China Shenzhen 192.0 

Guangzhou 482.2 

India Kolkata/Haldia 41.4 (2013-2014) 

Mumbai 59.2 (2013-2014) 

Malaysia Kelang 217.3 

Penang 30.0 

Johor 27.3 

Tanjung Pelepas 131.6 

Myanmar Yangon/Thilawa 20.4 (2011-2012) 

Thailand Bangkok 21.4 

Viet Nam Hai Phong 19.7 

Saigon New Port Corporation 94.9 

Singapore  581,3 
Source: American Association of Port Authorities;385 Ministry of Road Transport and Highways, India; National Statistical Bureau, China; Port of Hai 

Phong JSC, Port Authority of Thailand; Ministry of Transport, Malaysia. 

I.3.8 SUMMARY OF INFRASTRUCTURE-RELATED IMPEDIMENTS TO 

TRAFFIC ALONG THE EURASIAN SOUTHERN CORRIDOR 

In conclusion, for the infrastructure along the Eurasian Southern Corridor: 

1. The routes of the Trans-Asian railway network have missing links along every route of the Corridor. The 

disconnected sections are Jiribam (India) – Kalay (Myanmar); Lashio (Myanmar) – Ruili (China); Yuxi 

(China) – Thanaleng (Lao People’s Democratic Republic); Ho Chi Minh City (Viet Nam) – Bat Deng 

(Cambodia); and Sisophon (Cambodia) – Aranyaprathet (Thailand). Only the Yuxi (China) – Vientiane (Lao 

People’s Democratic Republic) railway section is under construction, while the others are in the planning 

stage. 

2. There are multiple railway gauges in use along the corridors (1,676 mm, 1,000 mm and 1,435 mm are the 

most commonly used). Two different gauges are in use on the S1 route in Bangladesh alone. Since only the 

Bangladesh – India and China – Viet Nam railway connections are in place, there is a window of opportunity 

                                                 
380 Ministry of Transport Malaysia, "Transport Statistics Malaysia 2015.” 

381 Penang Port Commission. Available from http://www.penangport.gov.my/ (accessed 5 January 2017). 
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to find optimal break-bridging options. In the case of the China – Lao People’s Democratic Republic route, 

the countries chose to use standard gauge for the construction of the missing section. 

3. The electrification rate of the railways is low. This issue should be considered within the overall power supply 

situation in the affected countries. 

4. Double-tracking is needed for about half of the Corridor’s railways. 

5. Auxiliary railway equipment and tracks require rehabilitation in Bangladesh, Cambodia, Myanmar, Viet Nam 

and some of the Thailand sections. Rolling stock and maintenance practices need to be improved and updated 

in Bangladesh, Cambodia and Myanmar. 

6. The quality of the roads and bridges in Myanmar is low and serves as a serious impediment. Sections with 

roads below Class III are located on the Myanmar section of the S1 route, and between Meiktila and Kyaing 

Tong on the S1C route. 

7. There are sections below Class III along the S1 route in northeast India.  

8. Class III roads are the most prevalent on the sections of the Eurasian Southern Corridor in Cambodia, India, 

Lao People’s Democratic Republic and Myanmar. 

9. A network of logistics terminals and dry ports is still at the development stage, with no progress on potential 

dry ports. Terminal facilities in Myanmar require upgrading. Plans for dry ports in Cambodia, Lao People’s 

Democratic Republic and Viet Nam are at early implementation stage. 

10. Problems observed at some of the BCPs along the Eurasian Southern Corridor are a lack of separate lanes for 

trucks and the resulting mixed traffic, a low level of computerization coupled with an unstable power supply, 

and a lack of scanners for cargoes.  
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II. FINANCIAL OPTIONS AND PRIORITIES 

II.1 COMPETITIVENESS OF THE EURASIAN CORRIDORS IN 

COMPARISON WITH THE ASIA – EUROPE SEA ROUTE 

At present, most of the trade flow between Asia and Europe is served by maritime transport. This method is slow but has 

the advantages of low costs and minimal border crossing, as cargoes only undergo export/import related formalities in 

the countries of origin and destination. Only air transport can compete in terms of export/import simplicity, but high prices 

and volume/weight constraints are a serious limitation. Inland transport, notably railways, allows cargoes to be delivered 

to the same destinations over shorter distances. However, these modes are often hindered by multiple border crossings 

that when coupled with inefficient procedures can reduce the time gain to zero. 

 

Comparison of railway and sea shipping.  

The situation has been changing in recent years, with railway transport becoming an increasingly attractive option for 

transcontinental shipments. This change has come about due to the growth of the railway network in Asia; advances in 

railway technologies allowing for greater speeds and loads; and a reduction in times for the coupling/decoupling of 

wagons. Improvements in the legal environment – such as the creation of a customs union between Armenia, Belarus, 

Kazakhstan, Kyrgyzstan and the Russian Federation within the scope of the EAU, the introduction of the common 

CIM/SMGS consignment note, and the adoption of advance- and electronic-document exchange, etc. – have also helped 

to reduce border delays. 

Among the three Eurasian Corridors, the Northern and Central Corridors are well positioned to serve the trade flows 

between Asia and Europe, while the routes of the Eurasian Southern Corridor connect southern China to South Asia and 

Southeast Asia, which can be connected to Europe through a sea route.  

With its extensive railway network connecting China, Mongolia, Kazakhstan and the Russian Federation, the Eurasian 

Northern Corridor offers a high level of performance, and acts as the most seamless transcontinental route. The Central 

Corridor is an alternative route that connects Europe and Asia, but due to its missing railway links parts of any trip must 

be made by road. This reduces its attractiveness for the transport of freight cargo between Asia and Europe. Some sections 

of the Eurasian Central Corridor are part of the China – Europe railway, and there are various subregional initiatives to 

promote the development of the route. 

Two traditional maritime routes connect the ports of Asia and Europe: one goes all the way south and then back north 

along the coast of Africa, and one uses the Suez Canal (Table 9). Climate changes and potential time gains have made the 

Northern Sea Route in the Arctic Ocean a more attractive option for the shippers’ community. Maritime transport is 

slower than railway transport. On average, one to one-and-a-half months is required to transport goods between Asia and 

Europe. Nevertheless, maritime shipping is cheaper than using railways. Research carried out by the Eurasian 

Development Bank showed that for the Shanghai – Rotterdam route, sea shipping costs were 10 US cents per ton per mile, 

while railway shipping costs were 30 US cents per ton per mile.386 The low costs are partly due to economies of scale: 

the same study calculated that a new Maersk Triple E Class container ship carries an equivalent of 170 container trains.387 

Table 9 Asia - Europe sea routes 

Sea Route Time (days) 

Asia – Cape of Good Hope – Europe Route: 

China – South China Sea – Malacca Strait – Bay of Bengal – Indian Ocean – Cape of Good 

Hope – South Atlantic – West African coast – North Pacific Ocean – Europe 

45 

Asia – Suez Canal – Europe Route: 

China – South China Sea – Malacca Strait – Bay of Bengal – Arabian Sea – Red Sea – Suez 

Canal – Mediterranean Sea – Europe 

35 

Northern Sea (Arctic) Route: 

China – Bering Sea – Kara Sea – Norway coast – Europe 

26 

Source: Transport Planning and Research Institute, Ministry of Transport, China (TPRI). 
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The biggest advantage railways have in comparison to maritime transport is speed: block trains take half a month or 2-3 

times less to travel from one side of Eurasia to the other (Table 10).  

Table 10 Transport distance and times of selected block trains between China and Europe 

Starting and ending points  Distance (km)  Time (days)  

Zhengzhou – Hamburg  10,446 15 

Yiwu – Madrid  13,000 21 

Xi'an – Rotterdam/Almaty/Moscow  9,850 18 

Hefei – Hamburg  11,000 15 

Lianyungang – Duisburg  11,000 12 

Lanzhou – Hamburg  8,027 15 

Dalian – Hamburg/Duisburg  11,000 15 

Harbin – Hamburg/Biklyan  9,820 15 

Changchun – Schwarzheide  9,800 14 

Shenyang – Hamburg  11,000 12-14 

Tongliao – St. Petersburg  9,000 15 
Source: TPRI.. 

The same situation was observed along the routes of the Eurasian northern and central corridors (Table 11).388 In the case 

of shipping 40ft containers from Tianjin to Antwerp, the time taken by railway along the Eurasian Northern Corridor (for 

the most part, along the N1C – N1A – N1 routes) was 2.5 times shorter than the time taken by sea, while the cost of 

moving the containers by sea was 2.15 times lower. When shipping 40ft containers from Lianyungang to Rotterdam, the 

travel time by railway along a combination of Eurasian northern and central corridor routes (mostly on the N2 – C1 – 

C2A – C3) was 2.5 times shorter, while the cost of travelling by sea was two times lower.  

Table 11 Time/cost comparison of sea and land alternatives in illustrative cases 

Route Costs ($/unit) Time (days) 

Tianjin – Antwerp  

(40ft container)389 

Sea route: Tianjin Port – Qingdao Port – Shanghai Port 

– Ningbo Port – Singapore Port – Piraeus Port – 

Rotterdam Port – Port of Hamburg – Antwerp Port  

~2,600 40 

Land route (railway): Tianjin – Manzhouli – Trans-

Siberian Railway – Moscow – Antwerp 

~5,600 16 

Lianyungang – 

Rotterdam 

(40ft container)390 

Sea route: Lianyungang Port – Singapore Port – 

Piraeus Port – Rotterdam Port 

~3,500 35 

Land route (railway): Lianyungang – Torugart – 

Tashkent – Teheran – Ankara – Berlin – Rotterdam 

~7,000 14 

Source: TPRI and references in footnotes. 

When time is an important factor due to higher goods value, the nature of goods, manufacturing needs or consumer 

preferences, such time savings outweigh the increase in costs, making overland transport more attractive. Liquid bulk, 

large bulk and other massive but lower value cargoes are more suitable for sea shipping or, in the case of oil and liquified 

gas, for pipelines. 

Meanwhile, it is important to bear in mind that in terms of speed, air travel is much faster than rail but considerably more 

expensive. The 2015 CAREC CPMM report cited the results of an analysis made by the National Development and 

Reform Committee in China, that for the Chongqing – Duisburg route, trains were slower (16 days vs 3-6 days by air, 

including customs clearance) but six times cheaper.391 

A wide network of regular scheduled container railway routes between Asia and Europe would provide freight forwarders 

and cargo owners with more advantages over maritime shipping lines. These include:  

 For manufactures, access to the railway stations may be cheaper and closer than using a seaport. 

These gains are more important when combined with a stable, reliable schedule, meaning that 

products will not stack up at production sites; 

                                                 
388 These cases have been gathered via literature review. 
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研究院, “中欧陆海快线发展概要分析(R).” 
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 A large number of container train services and multiple logistics terminals along railways provide 

a range of options when choosing shipping routes, although for this advantage to be fully realized 

more regular scheduled train services are needed (for instance, as of 2017, 80 per cent of almost 

250 container trains moving between their origins in Asia and their destinations in Europe run on 

request392); 

 The development of solutions for loads of less than one container allows for bigger time savings, 

as there is no need to wait for the aggregation of cargo for train operations. 

The role of railways as an alternative to the maritime shipping is growing, and now the amount of empty backhaul runs 

on railways is slowly decreasing. In the early days of block train operations between China and Europe some 90 per cent 

of back runs were empty.393 In 2015, Chongqing International Forwarders Association noted that on 156 trips from China 

to Europe, there were 101 empty return trips.394 

The Ministry of Transport of the Russian Federation estimates that the capacity of railway infrastructure along the 

Eurasian Northern Corridor allows for up to 5 per cent of Asia to Europe trade (or 1 million TEU) to be switched to it.395 

 

Comparison of road and sea shipping  

Road transport along the Eurasian Corridors is mostly used for travelling short distances, bilateral transport and sometimes 

for transit in a third country. The routes have the potential to be used for transcontinental haulage, especially, if the TIR 

carnet is used. However, a lack of data makes it difficult to analyze the costs and time involved in shipping cargo between 

Asia and Europe by road. 

Information on some of the corridors’ segments might give a bit of insight. The CAREC CPMM 2015 report showed that 

a 40ft container shipped by road from Kashi (China) to Dushanbe (Tajikistan) took four days and cost $8,612 to travel 

995 km. The time became even longer (five days) and costs increased to $9,200 if Chinese goods were shipped, as they 

could not use Karamyk BCP (it is closed to the trucks and goods of third countries, which then have to opt for other, 

longer, routes).396 The costs exceed those of sending a container of the same size all the way from Lianyungang to 

Rotterdam by rail (Table 11).  

The joint IRU and ECO study, ECO RMT/NELTI-3, found that travelling by truck along the Horgos – Bishkek – Astana 

– Bugristoe/Kaerak – Moscow route (using sections of the routes N2 – N1 of the Eurasian Northern Corridor) in 2011 

required 10 days (Bishkek to Warsaw took 12 days) to cover 4,590 km. Maximum costs per trip were $7,677.397 This data 

should be treated with caution when making a comparison with the above train and sea route costs (Table 11). However, 

it can be observed that road transport is comparable with rail transport in terms of time, but is more pecuniarily costly. 

The main advantage of road transport is its high flexibility when it comes to route planning: a driver can make a choice 

of BCP and road section based on the situation in hand, and is limited more by the agreements of BCPs and which roads 

are open for international transport than by existing infrastructure. A train is bound to the tracks. 

The Eurasian Southern Corridor does not work at its full length for either road or rail transport, making any comparison 

with sea shipping only hypothetical. Once the main infrastructure gaps have been closed and all plans have been realized 

(such as the Singapore – Kunming Rail Link), the Corridor’s roads and railway lines may demonstrate the same 

competitive advantages as the routes of Eurasian Northern and Central corridors. 

Main conclusions and recommendations: 

1. The railway routes of the Eurasian corridors are a competitive alternative to the Asia – Europe maritime route 

due to: 

 speed: container trains on the corridors’ railways provide a 2-3 times faster service than sea 

shipping; 

 less-than-container-load solutions and reductions in waiting times for cargo accumulation; 

 the potential of flexibility: large number of trains and terminals where cargoes are loaded allows 

for a better choice of shipping route; 

                                                 
392 Calculated from data in: United Nations ECE, “Euro-Asian Transport Links: Phase III Expert Group Report.” 

393 Shepard, “London Links Deeper Into The ‘New Silk Road’ With New Direct Train To China.” 

394 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015.” 

395 Presentation for the Expert Group Meeting on Eurasian Transport Corridors by the Ministry of Transport, Russian Federation, Beijing, China, 5-6 

July 2017 

396 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015.” 

397 “ECO Regular Monitoring of Trucks in Partnership with IRU NELTI-3. Final Report.” 
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 reliability: the improved legal environment for international railways allows for reductions in 

border crossing delays and more stable schedules and delivery times; 

2. The railway routes of the Eurasian corridors are a competitive alternative to the air freight services due to 

significantly lower costs. 

3. Road transport along the Eurasian corridors can compete with sea transport in terms of: 

 speed: trucks can deliver between the same departure point and destination two to three times 

faster than the comparable travel times on railways; 

 flexibility: there is no need for a truck to go to ports, and they can travel as close to the client’s 

location as possible, even directly to the client’s door; 

4. Since rail and road transport along the corridors is faster than sea shipping but more expensive, it can target 

containerized and perishable cargoes.  

5. There is room for improvement in the competitiveness of the Eurasian corridors. This can be achieved 

through: 

 increasing the number of scheduled container train services on account of “on-request” trains, 

by strengthening reliability as one of the main points of competitiveness; 

 the construction of more dry ports and logistics facilities to further increase the flexibility of 

train and truck services, and develop this aspect of competitiveness; 

 increasing the usage of the common CIM/SMGS consignment note; 

 taking measures to reduce the amount of empty back runs; 

 the facilitation of international road transit. 

II.2 COSTS OF MAKING THE EURASIAN CORRIDORS 

OPERABLE, INVESTMENT PRIORITIES  

II.2.1 BASICS OF COST ANALYSIS AND BENEFITS OF ITS APPLICATION 

TO TRANSPORT CORRIDORS 

This subsection is based on several guidebooks: the World Bank’s Transport Notes 2005, Trade and Transport Corridor 

Management Toolkit, 2014; Asian Development Bank’s Cost-benefit analysis for development: A practical guide, 2013; 

and Guidelines for the Economic Analysis of Projects, 2017.398 These guidebooks contain detailed information on both 

the general approach to the analysis of benefits, costs and economic impact in transport, as well as algorithms for the cost-

benefit analysis of transport projects that are components to transport corridors. It is advisable to consult them for a deeper 

understanding of the topic. 

In the context of a whole transport corridor, “benefits” means the overall economic impact of its development with all its 

infrastructural and policy-related components. To understand this impact, the benefits and costs of a transport corridor’s 

development should be assessed against a situation where such a corridor does not exist. The assessment of the overall 

economic impact is wider than a pure cost-benefit analysis, which better suits infrastructure components and is non-trivial 

to apply to policy components. 

The objective of the analysis of overall economic impact, and the evaluation of the benefits against the costs of corridor 

investments, is to: 

1. Ensure that costs are justified by benefits; 

2. Verify that the selection of projects for a corridor meets the goals for that corridor; 

3. Identify the appropriate design for each corridor component. 

From the point of view of overall economic impact assessment, the potential benefits of a transport corridor include: 

1. An increase in trade and transport flow from: 

a. bilateral trade; 

                                                 
398 Kunaka and Carruthers, "Trade and Transport Corridor Management Toolkit; Asian Development Bank, Cost-Benefit Analysis for Development: A 

Practical Guide; World Bank, Transport Research Notes 5–26; Asian Development Bank, Guidelines for the Economic Analysis of Projects.” 
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b. regional trade; 

c. trade between the landlocked countries; 

d. trade with interior regions.  

2. Generation of new trade; 

3. Reduction in cost of trade; 

4. Reorganization of economic activity outside of the transport sector (such as the reorganization of supply chains 

due to changing sources of inputs) and the relocation of production facilities or the destinations of exports; 

5. Economic development in cases where other factors are present: labour, land, politics, legal context; 

6. New opportunities for spatial competition and cooperation; 

7. New opportunities for economies of scale. 

To be comprehensive, analyses of economic benefits and costs should consider: 

1. Costs and time for delivering cargoes to their final destination or from their origin, even if these locations lie 

beyond the scope of the route to be developed. This is needed to assess the competitiveness of these cargoes in 

comparison to similar/identical ones delivered from other origins/by other routes; 

2. All volumes of trade that may be served by the corridor for all directions (export/import/transit), and by different 

types (containerized cargoes, general freight and bulk). Some of these flows might be omitted only in cases 

where trade directions make small contributions to GDP, or upon the conclusion of reviews conducted on the 

types of products exported, etc.; 

3. Both changes in existing trade and transport flows and in the flows of cargoes, along with new directions that 

may be generated by corridor operations. 

The inclusion of all corridor components in analyses could be unfeasible. In such cases, the choice of components to be 

included should be based on: the share of a corridor development component in total costs (infrastructure or policy project); 

the component’s contribution to the corridor benefits; and the importance of the component in achieving the development 

objectives of the corridor. It is important to remember that using numerical values for ranking and prioritization decreases 

the subjectivity of the analysis. 

The analysis of the potential benefits and costs of a corridor is the assessment of a corridor’s economic impact, and can 

be made with the help of: 

1. Cost-benefit analysis: covers time and costs savings and is best suited for the individual infrastructural 

components of a corridor; 

a. cost savings include:  

i. savings on operating costs (road vehicle operating costs [fuel, lubricants, spare parts, tyres, 

depreciation, crew, other], railway operating costs [rolling stock replacement, fuel, crew, 

shunting, station operations, other]);  

ii. savings on the costs of maintaining vehicles (maritime vessels/aircraft, wagons and 

locomotives);  

iii. savings on the cost of deterioration and loss of goods in transit;  

iv. accident cost savings.  

b. time savings are reductions in vehicle transit time, the inventory costs of goods in transit, the inventory 

costs of goods kept in storage to cover the risk of delays in transit and uncertainty of delivery times.  

Total time and cost savings are compared with total investment costs: net annual costs are either discounted to 

get the net present value (NPV), or the internal rate of return (IRR) is calculated for the stream of net annual 

costs.  

Analyses on costs and benefits may be performed from the point of view of the economic viability of the project 

both for the country and for the wellbeing of its citizens – the prices used are “shadow” prices (economic prices). 

The IRR and a project’s NPV are calculated based on these prices, which are different from the actual market 

prices of the project’s inputs/outputs (materials, goods, works, etc.) due to distortion of price (taxes, subsidies, 

price control, imperfect competition/monopoly) or non-marketed impact (non-toll roads, for instance). These 

indicators are then called Economic IRR (EIRR) and Economic NPV (ENPV).399 

                                                 
399 Asian Development Bank, “Guidelines for the Economic Analysis of Projects.” 
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If a financial analysis is carried out then the ability of a project to recover its costs without external support is 

assessed. In this case, IRR (Financial IRR or FIRR) and NPV (Financial NPV or FNPV) are calculated in market 

prices for project inputs and outputs: the financial values of costs and benefits.400 

2. Supply chain assessment: covers effects on trade flows, the reorganization of supply changes. 

3. Analysis of trade impact (for example, the gravity model). 

4. Macroeconomic modelling (for example, computable general equilibrium). 

Quantitative and qualitative data for overall economic impact assessment, including benefits and costs, may come from:  

1. Traffic volume estimates. For international transport corridors, this might be done by using the gravity models, 

though they do have disadvantages: they require massive trade and cost datasets, are time consuming and cannot 

be applied to policy components. 

2. Infrastructure assessment: 

a. survey of the physical parameters of core infrastructure (ports, roads, railways, inland waterways), 

including but not limited to their capacity, safety; 

b. quantitative parameters of the core infrastructure’s facilities; 

c. development and maintenance plans. 

3. Logistics services assessment (Trade and Transport Facilitation Assessment): 

a. supply/value chain analysis; 

b. trip diaries (truck drivers); 

c. time-release studies; 

d. surveys of companies; 

e. surveys of border crossings, ports; 

f. surveys of clearing and forwarding industries, etc. 

Logistics services assessment looks into aspects such as:  

– Bilateral quotas and qualifications (bonds) affecting transport operators; 

– Limitations on the transit possibilities for third-country transport operators; 

– Procedures and documents for the temporary admission of cargo and vehicles; 

– Duties, taxes and transit fees applied to vehicles and cargo moving on the corridor; 

– Usage of advance electronic customs declarations; 

– Usage of multilateral vehicle insurance and guarantees schemes;401 

– Other relevant information. 

II.2.3 COSTS OF MAKING EURASIAN CORRIDORS OPERABLE AND 

INVESTMENT PRIORITIES 

Infrastructure development needs in Asia are significant: the ADB estimates that between 2016 and 2030, its 45 

developing member countries would require $7,796 billion (in 2015 constant prices) or $520 billion annually for transport 

alone.402 A fraction of these investments would be required to establish the Eurasian Transport Corridors as a reliable and 

convenient alternative to sea transport between Asia and Europe. 

RAILWAY INVESTMENT DEMAND 

Investment demand in the railway sector is estimated based on the costs needed to, firstly, make the whole length of the 

railways along the Eurasian Transport Corridors double-tracked and electrified, and, secondly, to link up the disconnected 

railway lines (to close the missing links). 

                                                 
400 Asian Development Bank. 

401 Kunaka and Carruthers, "Trade and Transport Corridor Management Toolkit.” 

402 Asian Development Bank, "Meeting Asia’s Infrastructure Needs.” 
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The considerable total length of the railway lines that require upgrading – about 46 thousand km (see Table 12) – suggests 

that investments should be prioritized and phased. 

Table 12 Railway sections to upgrade or construct 

Country  Starting city  End city  Length (km)  

Sections where construction of a second track (double-tracking) is required 

Eurasian Northern Corridor 

Kazakhstan Chistoe Kokshetau 250 

Kazakhstan Almaty Altynkol 340 

China Horgos Jinghe 225 

Russian Federation Ulan-Ude Naushki 220 

Mongolia Sukhbaatar Zamin-Uud 1,000 

China Erenhot Datong 430 

China Mudanjiang Suifenhe 140 

Russian Federation Grodekovo Ussuriysk 105 

Russian Federation Karimskaya Zabaykalsk 326 

Eurasian Central Corridor 

Russian Federation Gryazi Volgograd 560 

Russian Federation Volgograd Akhtuba 140 

Russian Federation Aksarayskaya Kizil Yurt 530 

Kazakhstan Ganyushkino Oazis 780 

Uzbekistan Karakalpakia Khodzhadavlet 970 

Turkey Kapikule Istanbul 300 

Turkey Eskisehir Tatvan 1,060 

Turkey Van Kapikoy 90 

Islamic Republic of Iran Razi  Tehran 890 

Azerbaijan Alat Astara 175 

Islamic Republic of Iran Qom Mirjaveh 1,500 

Pakistan Taftan Quetta 680 

Islamic Republic of Iran Bafq Sarakhs 900 

Turkmenistan Sarahs Mary 120 

Pakistan Chaman Rohri 470 

Pakistan Islamabad Lahore 280 

Turkmenistan Turkemenbashi Farap 1,140 

Uzbekistan Farap Kudukli 650 

Tajikistan Pakhtaabad Dushanbe 70 

China Kashi Luntai 820 

Eurasian Southern Corridor 

Bangladesh Darsana Shahbazpur 460 

India Mahisasan Jiribam 110 

Myanmar Kalay Lashio 500 

China Ruili Nanning 1,300 

China Hechun Guangzhou 410 

China Nanning Pingxiang 200 

Viet Nam Dong Dang Ho Chi Minh 1,700 

Viet Nam Ha Noi Hai Phong 110 

Thailand Nong Khai Banphachi 550 

Thailand Nakhon Phathom Padang Besar 929 

Malaysia Gemas Johor Bahru 197 

Singapore Johor Bahru Singapore 40 

Thailand Chachoengsao Aranyaprathet 190 

Cambodia Poipet Phnom Penh 375 

Sections where electrification is required 

Eurasian Northern Corridor 

Kazakhstan Chistoe Kokshetau 250 

Kazakhstan Almaty Altynkol 340 

China Horgos Yining 225 

Russian Federation Ulan-Ude Naushki 220 

Mongolia Sukhbaatar Zamin-uud 1,000 
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Country  Starting city  End city  Length (km)  

China Erenhot Datong 430 

China Harbin Suifenhe 140 

Russian Federation Grodekovo Ussuriysk 105 

Russian Federation Karimskaya Zabaykalsk 326 

China Manzhouli Harbin 850 

Eurasian Central Corridor 

Russian Federation Gryazi Volgograd 560 

Russian Federation Volgograd Aksarayskaya 425 

Kazakhstan Ganyushkino Oazis 780 

Uzbekistan Karakalpakia Farap 970 

Russian Federation Astrakhan Kizil Yurt 460 

Azerbaijan Alat Astara 175 

Turkmenistan Turkemenbashi Farap 1,140 

Uzbekistan Farap Kudukli 650 

Tajikistan Pakhtaabad Dushanbe 70 

China Kashi Korla 1,000 

Turkey Ankara Cetinkaya 555 

Turkey Malatya Kapikoy 540 

Islamic Republic of Iran Razi  Mirjaveh 2,560 

Pakistan Taftan Quetta 680 

Pakistan Chaman Rohri 470 

Pakistan Karachi Islamabad 1,500 

Islamic Republic of Iran Bafq Sarakhs 900 

Turkmenistan Sarahs Mary 120 

Islamic Republic of Iran Bafq Bandar Abbas 500 

Eurasian Southern Corridor 

Bangladesh Darsana Shahbazpur 520 

India Mahisasan Jiribam 110 

Myanmar Kalay Lashio 500 

China Hechun Guangzhou 410 

Myanmar Mandalay Yangon 600 

Thailand Nong Khai Padang Besar 1,629 

Malaysia Gemas Johor Bahru 197 

Singapore Johor Bahru Singapore 40 

Thailand Chachoengsao Aranyaprathet 255 

Cambodia Sisophon Phnom Penh 335 

China Nanning Pingxiang 200 

Viet Nam Dong Dang Ho Chi Minh City 170 

Viet Nam Ha Noi Hai Phong 110 

Construction of new railways required between 

Eurasian Central Corridor 

China/Kyrgyzstan/Tajikistan Kashi Dushanbe - 

Islamic Republic of Iran Astara Qazvin - 

Pakistan Dalbandin Gwadar - 

Eurasian Southern Corridor 

Cambodia/Viet Nam Phnom Penh Ho Chi Minh City - 

China Yuxi Mohan - 

China/Myanmar Ruili Lashio - 

India/Myanmar Jiribam Kalay - 

Cambodia/China Vientiane Mohan - 
Source: TPRI. 

The costs of upgrading or constructing these sections are calculated based on the costs of similar projects included in the 

investment programmes of APEC, ASEAN, CAREC, GMS, GTI and SASEC.403 Using this method, the unit price for 

laying a second track was estimated to be $4 million/km, and the cost of electrification was estimated at $2.4 million/km.  

                                                 
403 ERIA Study Team, “ASEAN Strategic Transport Plan 2011-2015 Final Report”;  

GMS Secretariat, “Greater Mekong Subregion Regional Investment Framework Implementation Plan, 2014-2018 (RIF-IP)”;  
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With these unit costs as a reference, the total costs for missing links as well as the laying of a second track, and/or 

electrifying the above sections, is in the region of $178 billion (see Table 13). The construction of the missing links might 

require $29 billion more. 

Table 13 Cost estimates for upgrading railway corridor routes 

 Costs estimates ($ million) 
Share in total costs (per 

cent) 

Total 177,632 100 

Eurasian Northern Corridor 21,470 12 

Eurasian Central Corridor 85,580 48 

Eurasian Southern Corridor 70,582 40 
Source: Varvara Krechetova based on TPRI data and methodology. 

Table 12 could potentially be treated as a list of projects for the long term. Among these sections, the short to mid-term 

development priorities (Table 14) are: 

 Low quality sections that severely impede railway traffic; 

 Sections lying on – or key to forming – the trunk railway route of the corridor; 

 Sections that require minimal investment to be brought to the abovementioned standard. 

Table 14 Tentative cost estimates for priority railway projects 

No. Starting point End point Country/countries Cost estimates ($ million) 

Priority projects of Eurasian Northern Corridor 

Construction of the second track (double-tracking) 

Route N1 

1 Ulan-Ude Naushki Russian Federation 880 

2 Sukhbaatar Zamin-Uud Mongolia 4,000 

3 Erenhot Datong China 1,720 

Route N1A 

4 Karimskaya Zabaykalsk Russian Federation 1,304 

Route N2 

5 Chistoe Kokshetau Kazakhstan 1,000 

6 Almaty Altynkol Kazakhstan 1,360 

7 Horgos Jinghe China 900 

Electrification of existing railway lines 

Route N1 

1 Ulan-Ude Naushki Russian Federation 528 

2 Sukhbaatar Zamin-Uud Mongolia 2,400 

3 Erenhot Datong China 1,032 

Route N1A 

4 Karimskaya Zabaykalsk Russian Federation 783 

5 Manzhouli Harbin China 2,040 

Route N2 

6 Chistoe Kokshetau Kazakhstan 600 

7 Almaty Altynkol Kazakhstan 816 

8 Horgos Yining China 192 

Sub-total 19,555 

                                                 
Asian Development Bank, “South Asia Subregional Economic Cooperation Operational Plan 2016–2025”;  

“CAREC Transport and Trade Facilitation Strategy 2020”;  

“Unlocking the Potential of Railways: A Railway Strategy for CAREC (2017–2030)”;  

APEC Transportation Working Group, “APEC Connectivity Map”;  

Van den Broek, “Transport Corridors in the Greater Tumen Region: Financing Infrastructure Development”;  

Greater Tumen Initiative Regional Transport Strategy and Action Plan;  

“Greater Mekong Subregion Regional Investment Framework Implementation Plan: Mid-Term Review and Revised Regional Investment Framework 

Implementation Plan 2020.” 
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No. Starting point End point Country/countries Cost estimates ($ million) 

Priority projects of Eurasian Central Corridor 

Construction of the second track (double-tracking) 

Route C1 

1 Gryazi Ilovlya Russian Federation 2,240 

2 Volgograd Ahtuba Russian Federation 560 

4 Kudukli Khodzhadavlet Uzbekistan 2,600 

5 Dushanbe Pakhtaabad Tajikistan 280 

6 Kashi Luntai China 3,280 

Route C1A 

7 Islamabad Lahore Pakistan 1,120 

Route C1С 

8 Astrakhan Kizil Yurt Russian Federation 1,840 

Route C2 

9 Farap Turkemenbashi Turkmenistan 4,560 

Route C3 

10 Ankara Cetinkaya Turkey 2,220 

Electrification of existing railway lines 

Route C1 

1 Gryazi Volgograd Pakistan 1,344 

2 Astrakhan Kizil Yurt Russian Federation 1,104 

3 Dushanbe Pakhtaabad Tajikistan 168 

4 Kudukli Khodzhadavlet Uzbekistan 1,560 

5 Kashi Korla China 2,400 

Route C2 

6 Farap Turkemenbashi Turkmenistan 2,736 

Route C2A 

7 Bafq Bandar Abbas Islamic Republic of Iran 1,200 

Route C2B 

8 Divrigi Kars Turkey 1,408 

Route C3 

9 Ankara Cetinkaya Turkey 1,332 

Sub-total for Eurasian Central Corridor 31,952 

Priority projects of Eurasian Southern Corridor 

Construction of the second track (double-tracking) 

Route S1 

1 Hechun Guangzhou China 1,640 

Route S1A 

2 Nanning Pingxiang China 5,200 

3 Gemas Johor Bahru Malaysia 788 

4 Johor Bahru Singapore Singapore 96 

Construction of new railway lines 

Route S1 

1 Jiribam Tamu India 2,985 

2 Tamu Kalay Myanmar 2,371 

3 Lashio Muse Myanmar 2,107 

Route S1A 

4 Phnom Penh Tra Peang Sre Cambodia 4,478 

5 Loc Ninh Ho Chi Minh City Viet Nam 2,265 

Route S1B 

6 Yuxi Mohan China 7,726 

7 Boten Vientiane Lao People’s Democratic Republic 7,200 

Electrification of existing railway lines 

Route S1A 

1 Hechun Guangzhou China 600 

2 Gemas Johor Bahru Malaysia 473 
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No. Starting point End point Country/countries Cost estimates ($ million) 

3 Johor Bahru Singapore Singapore 96 

Sub-total for Eurasian Southern Corridor 38,025 

Total 89,531 
 Source: TPRI. 

The resulting estimated costs for improving existing railways on suggested priority sections and for the construction of 

missing links along the three Eurasian Transport Corridors, is $89.5 billion. Most of the investment, 42 per cent or 

$38 billion, is required on the Eurasian Southern Corridor, where railway lines are disconnected at many borders and 

existing lines require modernization. Investments required for priority projects on the Eurasian northern and central 

corridors are $31.9 billion (36 per cent) and $15.4 billion (20 per cent) respectively. It must be stressed that the low share 

of the Eurasian Central Corridor in the costs for suggested priority projects should not be misguiding for planners: the 

Corridor’s upgrade and construction requires a share of around 48 per cent of total railway investment (Table 13). 

ROAD INVESTMENT DEMAND 

The goal of developing road infrastructure along the three Eurasian Transport Corridors is to bring them up to AH Class 

II and above along their entire lengths. To achieve this goal, approximately 21 thousand km of roads should be upgraded 

(Table 15). 

Table 15 Road sections to upgrade404  

Country  Starting city  End city  Length (km)  

Eurasian Northern Corridor 

Kazakhstan Kaerak Astana 885 

Kazakhstan Saryshagan Kurty 440 

Kazakhstan Almaty Horgos 340 

Russian Federation Novosibirsk Tashanta 890 

Russian Federation Krasnoyarsk Birobidzhan 3780 

China Tulfan Jiuquan 990 

Mongolia Altanbulag Choir 527.6 

Russian Federation Khabarovsk Nahodka 760 

Mongolia Hovd Bulgan 360 

Mongolia Ulaanbaishint Hovd 260 

Russian Federation Chita Zabaykalsk 420 

Russian Federation Pogranichny Ussuriysk 105 

Eurasian Central Corridor 

Kazakhstan Kurmangazy Atyrau 280 

Uzbekistan Daut-ota Mubarek 1100 

Uzbekistan Guzar Sherabad 140 

Turkey Sorgun Yildizeli 130 

Turkey Erzincan Tercan 180 

Turkey Agri Dogubayazit 110 

Turkey Unye Samsun 94 

Turkey Kargi Gerede 202 

Turkmenistan Turkemenbashi Farap 1140 

Turkmenistan Tejen Sarahs 120 

Pakistan Chaman Hyderabad 780 

China Kashi Honqiraf 390 

Pakistan Khunjerab Mansehra 600 

Tajikistan Jirgital Karamyk 70 

Tajikistan Rasht Labi Jar 33 

Pakistan Taftan  Quetta 620 

Russian Federation Astrakhan Kochubej 350 

Eurasian Southern Corridor 

India Dhule Kharagpur 1370 

India Kolkata Petrapole 70 

Bangladesh Bhatiapara Narail 27 

Bangladesh Narial Jessore 32 

Bangladesh Mawa Charjanajat 22 

                                                 
404 Estimates based on Asian Highway Database 2015. 
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Country  Starting city  End city  Length (km)  

India Dawki Nagaon 260 

India Nagaon Dimapur 165 

India Dimapur Moreh 250 

Myanmar Monywa Sagaing 120 

Myanmar Pyin U Lwin Muse 320 

Myanmar Meiktila Nyaunglebin 350 

Myanmar Meiktila Namhsan 250 

Myanmar Loilem Kyaing Tong 250 

Myanmar Kalemyo Monywa 270 

Lao People’s Democratic Republic Boten Thanaleng 535 

China Ruili Dehong 120 

Cambodia Sisophon Odong 334.6 

Cambodia Svay Rieng Bavet 110 
 Source: TPRI. 

Rough estimates on the costs of upgrading the above sections are made on the following reference unit costs: 

 Countries of the Eurasian Northern Corridor: $1.5-5 million;405 

 Countries of the Eurasian Central Corridor: $3.5-5 million;406 

 Countries of the Eurasian Southern Corridor: $2.3-5 million.407  

Total investments needed for the upgrade of the road routes of the three Eurasian Transport Corridors are estimated at 

$61.6 billion, distributed quite evenly between the northern, central and southern corridors (Table 16). 

Table 16 Cost estimates for upgrade of road corridor routes 

 Costs estimates ($ million) 
Share in total 

costs (per cent) 

Total 61,340 100 

Eurasian Northern Corridor 22,153 36 

Eurasian Central Corridor 19,635 32 

Eurasian Southern Corridor 19,583 32 
Source: Varvara Krechetova.  

Note: based on TPRI data and methodology. 

Among the sections needing upgrade, priorities (Table 17) were selected based on the following criteria: 

 Low quality sections that severely restrict the overall operating efficiency of the road network; 

 Sections lying on, or key to forming, the through-road corridor; 

 Sections that require minimal investments to be brought to AH Class II and above. 

Table 17 Tentative cost estimates for priority road projects 

No.  Starting point  End point  Country 
Cost estimate 

($ million)  

Priority projects of Eurasian Northern Corridor 

Route N1 

1 Altanbulag Choir Mongolia 820  

Route N1/N1B 

2 Krasnoyarsk Birobidzhan Russian Federation 5,670  

3 Khabarovsk Nahodka Russian Federation 1,140  

Route N1A 

4 Chita Zabaykalsk Russian Federation  2,100  

5 Pogranichny Ussuriysk Russian Federation 525  

                                                 
405 Gautrin, “Integrated Transport Infrastructure and Cross-Border Facilitation Study for the Trans-GTR Transport Corridors. Individual Country 

Report: Regional Summary Report.” 

406 “CAREC Transport and Trade Facilitation Strategy 2020.” 

407 ERIA Study Team, “ASEAN Strategic Transport Plan 2011-2015 Final Report”;  

Asian Development Bank, “South Asia Subregional Economic Cooperation Operational Plan 2016–2025.” 
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No.  Starting point  End point  Country 
Cost estimate 

($ million)  

Route N1D 

6 Ulaanbaishint  Hovd Mongolia 1,300  

7 Hovd Bulgan Mongolia 1,440  

Route N2 

8 Kaerak Astana Kazakhstan 3,098  

9 Almaty Horgos Kazakhstan 1,190  

Sub-total for the Eurasian Northern Corridor 17,283  

Priority projects of Eurasian Central Corridor 

Route C1 

1 Kurmangazy Atyrau Kazakhstan 980  

2 Daut-ota  Mubarek Uzbekistan 3,850  

3 Rasht Labi Jar Tajikistan 132  

4 Jirgital Karamyk Tajikistan 280  

     

Route C1C 

6 Astrakhan Kochubej Russian Federation 525  

Route C2 

7 Turkemenbashi Farap Turkmenistan 3,990  

Route C2A 

8 Tejen Sarahs Turkmenistan 420  

Route C3 

9 Taftan Quetta Pakistan 2,480  

10 Chaman Hyderabad Pakistan 2,730  

Sub-total for the Eurasian Central Corridor  15,387  

Priority projects of Eurasian Southern Corridor 

Route S1 

1 Kalemyo Monywa Myanmar 1,350  

2 Nagaon Dimapur India 825  

     

3 Bhanga Benapol Bangladesh 675  

4 Dhule Kharagpur India 4,795  

Route S1A 

5 Sisophon Odong Cambodia 766  

6 Svay Rieng Bavet Cambodia 252  

Route S1B 

7 Boten Thanaleng Lao People’s Democratic Republic 1,225  

Route S1C 

8 Liolem Kyaing Tong Myanmar 1,000  

9 Meiktila Nyaunglebin Myanmar 1,225  

Sub-total for Eurasian Southern Corridor  12,113  

Total  44,783  
Source: TPRI. 

Tentative estimates of the costs for the priority projects are $45 billion with 38 per cent of the total intended for the 

Eurasian Northern Corridor, 36 per cent for the Eurasian Central Corridor and 26 per cent for the Eurasian Southern 

Corridor (Table 17).  

INVESTMENT DEMAND IN SEAPORT, DRY PORT AND BORDER CROSSING 

FACILITIES 

The condition of seaports, dry ports and logistics terminals, and border-crossing facilities vary considerably along the 

three Eurasian Transport Corridors, which makes the provision of cost estimates for that infrastructure a complicated task. 

Some benchmarking may come from ADB’s estimates of similar costs for its CAREC, GMS and SASEC programmes, 

which came to $6.5 billion for the maritime sector and $1.83 billion for trade-facilitation infrastructure, jointly for the 

three initiatives.408 

The investment programmes of the regional and subregional cooperation initiatives, coupled with the analysis in Chapter I 

of this report, point to the following priorities for seaport development: 

                                                 
408 Asian Development Bank, “Meeting Asia’s Infrastructure Needs.” 
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 Eurasian Northern Corridor: among the seaports of the Corridor, based on the infrastructure review 

in Chapter I it might be necessary to increase the capacity of the ports of the Russian Far East to 

further enhance corridor operations. The APEC estimated investments needed for these ports to be 

$250 million for Vladivostok port and $440 million for the port of Vostochny409 

 Eurasian Central Corridor: the key priorities for making the routes of the Eurasian Central Corridor 

operational and attractive are the ferry lines of the Caspian Sea. This means it is necessary to 

expand the capacity of ports in Alat, Aktau and Kuryk (south of Aktau), and in Turkemenbashi. 

Estimates for the investment needed by these ports are $750 million for Alat port,410 $278 million 

for Aktau port411 and $2 billion for Turkemenbashi port.412 

 Eurasian Southern Corridor: priority ports for investment along the Corridor are Kolkata 

($40 million) and Haldia ($280 million),413 Yangon/Thilawa port ($212 million),414 and Bangkok 

port ($15.5 million).415 

More dry ports, logistics terminals, and inland container and intermodal facilities are required on all three corridors. While 

the Intergovernmental Agreement on Dry ports contains some guidance on technical standards for dry ports, there are 

differences in the plans for the various development projects. The costs of improving the facilities at the locations listed 

in the agreement range from $5-7.6 million estimated for Vakhdat416 and Nizhniy Panj417 in Tajikistan, to $1.42 billion 

for Tengjun Dry Port in Kunming, China.418 

Among the dry ports along the three Eurasian Transport Corridors, priority should be attached to: 

 Projects at transport nodes that lack developed inland intermodal facilities, to enhance the 

operational efficiency of the corridors; 

 Projects aimed at improving existing major inland intermodal and container hubs.  

The following are existing dry ports and those that have the potential to be marked as priorities for development: 

 Eurasian Northern Corridor: Manzhouli, Harbin and Horgos in China; Moscow, Ussuriysk, 

Yekaterinburg and Novosibirsk in the Russian Federation; Ulaanbaatar and Zamin-Uud in 

Mongolia; 

 Eurasian Central Corridor: Speenboldak in Afghanistan; Sinig-Korpu, Samur, Alat, Astara and 

Ganja in Azerbaijan; Urumqi in China; Tbilisi in Georgia; Sarakhs and Zahedan in Islamic 

Republic of Iran; Islamabad in Pakistan; Volgograd in the Russian Federation; Vahdat, Dushanbe 

and Nizhniy Panj in Tajikistan; and Istanbul, Bilecik, Eskisehir, Izmit, Kayseri, Sivas and Erzurum 

in Turkey; 

 Eurasian Southern Corridor: Gajipur, Tamabil and Dhaka in Bangladesh; Phnom Penh in 

Cambodia; Kunming and Nanning in China; Nagpur in India; Oudomsai and Louang Phrabang in 

Lao People’s Democratic Republic; Pulau Sebang and Kuala Lumpur in Malaysia; Tamu, Monywa, 

Mandalay, Bago, Yangon and Muse in Myanmar; Nong Khai in Thailand; and Lang Son and Ha 

Noi in Viet Nam. 

A rough, tentative estimate of the investment needed for the abovementioned priority dry ports is $8.6 billion.419 

The upgrading of the following border-crossing posts along the corridors should be considered a priority:  

                                                 
409 APEC Transportation Working Group, “APEC Connectivity Map.” 

410 “CAREC Transport and Trade Facilitation Strategy 2020.” 

411 “CAREC Transport and Trade Facilitation Strategy 2020.” 

412 Gurt, “Energy-Rich Turkmenistan to Build $2 Bln Caspian Sea Port.” 

413 Asian Development Bank, “South Asia Subregional Economic Cooperation Operational Plan 2016–2025.” 

414 Country presentation at the Expert Group Meeting on the Eurasian Transport Corridors, Beijing, 5-6 July 2017. 

415 APEC Transportation Working Group, “APEC Connectivity Map.” 

416 “Priority dry ports in Tajikistan.” 

417 “CAREC Transport and Trade Facilitation Strategy 2020.” 

418 “The Development of China’s Dry Port: Status and Strategies.” 

419 Calculated by TPRI based on assumptions: depending on price levels in different countries: 1) costs of construction of a new dry port are $100-

300 million; 2) costs of upgrading existing intermodal facilities into a dry port are $50-100 million. 
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 Eurasian Northern Corridor: Horgos, Suifenhe, and Manzhouli in China; Kaerak, Karakuga, and 

Horgos/Altynkol in Kazakhstan; and Troitsk, Isilkul, Pogranichny and Zabaykalsk in the Russian 

Federation;  

 Eurasian Central Corridor: Arkaxtam in China; Kurmangazy, Ganyushkino, Oazis, and Tazhen in 

Kazakhstan; Karamyk and Irkeshtamin in Kyrgyzstan; Torkham, Wagah and Chaman in Pakistan; 

Karaosek and Aksarayskaya in the Russian Federation; Dusti, Karamyk and Nizhniy Panj in 

Tajikistan; and Karakalpakia, Daut-ota, Sariosiyo, Alat and Daut-ota in Uzbekistan. 

 Eurasian Southern Corridor: Benapol, Darsana, Shahbazpur and Tamabil in Bangladesh; Ruili in 

China; Petrapole, Gede, Mahisasan, Dawki and Moreh in India; Thanaleng in Lao People’s 

Democratic Republic; Tamu and Muse in Myanmar. 

Examples of cost estimates for upgrading some of these BCPs – which have been included in the plans of subregional 

frameworks – are, for instance, $5 million for Alat (Uzbekistan), $8 million for Tazhen and Karamyk,420 and $250 million 

jointly between Torkham, Wagah and Chaman.421 Based on the standard BCP layout with inspection facilities, office 

space for border officials, software and hardware, and necessities for drivers, travelers and staff, the tentative total costs 

estimate for upgrading the BCPs listed above, is $777 million.422 

II.3 INFRASTRUCTURE FINANCING AND RESPECTIVE 

MECHANISMS WITHIN THE ESCAP REGION 

II.3.1 FINANCING TRANSPORT INFRASTRUCTURE 

Sizable investments are needed for the development of up-to-date transport infrastructure with the capacity to meet the 

requirements of domestic and intra-regional trade, and inter-regional trade between Asia and Europe along the three 

Eurasian Transport Corridors. These investments will have to come from either public or private sources (Figure 16).  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                 
420 “CAREC Transport and Trade Facilitation Strategy 2020.” 

421 Asian Development Bank, CAREC Corridor Performance Measurement & Monitoring Annual Report 2015, 39. 

422 Estimated by TPRI based on investment programs of subregional cooperation groupings (ASEAN, CAREC, GMS, GTI, SASEC) and assumption 

of average costs for a fully equipped BCP of $18 million. 
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Figure 16 Infrastructure finance by agents 
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Source: adopted from G. Inderst, 2016.423 

Public sector providers of finance are central and local governments, other governmental agencies, national and 

multilateral development banks or other development institutions (Figure 16). Based on the ADB’s observations on its 

25 developing member counties (96 per cent of Asia’s total population), 92 per cent of infrastructure in Asia is financed 

by the public sector.424 

Private sector finance for infrastructure could come from corporate sources, developers, providers of infrastructure 

services, or in the form of contract financing for a project (project finance). Corporate finance is provided by publicly 

traded companies and unlisted (private) companies. Contractual arrangements for project finance usually involve the 

creation of a special purpose vehicle (SPV), and might come as a public-private partnerships (PPP) or in other forms. 

 

Figure 17 Sources of funds (capital) for infrastructure financing 
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Source: adopted from Asian Development Bank, Meeting Asia’s Infrastructure Needs, 2017. 

 

Funding that covers the costs of transport infrastructure can come from various sources (Figure 17). 

Among these, the public sector raises funds for transport infrastructure via: 

 Public transfers from tax revenues; 

 Public transfers from nontax revenues;  

                                                 
423 Inderst, “Infrastructure Investment, Private Finance, and Institutional Investors: Asia from a Global Perspective.” 

424 Asian Development Bank, "Meeting Asia’s Infrastructure Needs.” 
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– Charges levied against users of publicly provided infrastructure (congestion charges, distance-based charges, 

fuel tax);425 

– Charges levied against indirect beneficiaries (property owners, developers, etc.); 

– Land value capture tools: betterment taxes, negotiated duties, land sales, development impact fees, land lease, 

tax increment financing, etc.; 

 Borrowing from domestic and international sources against future tax and nontax revenues.426  

The private sector can seek capital in form of: 

– Long-term loans from banks (public sector banks play an important role in this lending in Asia) or from pension 

funds, insurance companies and investment funds; 

– Lending on the capital markets (debt financing) via methods such as infrastructure or corporate bonds, PPP 

bonds and trust structures. Along the Eurasian Transport Corridors, this type of lending is well developed in 

places such as Malaysia and Thailand, where working domestic capital markets exist; 

– Equities: listed (i.e. shares in transport companies, infrastructure funds or derivatives) or unlisted (i.e. direct 

investments in projects or companies, co-investments or unlisted infrastructure funds). 

Borrowing from the private sector is justified by the future user fees that it may be entitled to gather, such as track access 

charges, road tolls, landing fees at airports, dockage and port dues, mooring fees and other such charges. 

Investing in transport infrastructure requires expertise in the sector, including for instance, conducting transport demand 

analysis, dealing with the long periods it takes for infrastructure construction, and cost recovery. The costs of transport 

infrastructure are considerable, and they occur in big chunks when infrastructure components complicate adjustments in 

capacity. Moreover, cost overruns and actual end-product usage below projections is not uncommon for completed large-

scale projects: B. Flyvbjerg and colleagues estimated that for large infrastructure projects in over 20 countries, 9 out of 

10 had costs overruns; in their study of 44 urban railway projects across the globe, average costs overrun was 45 per cent 

and for a quarter of projects costs overran by over 60 per cent, while passenger ridership was on average 50 per cent lower 

than forecasted, and on a quarter of railways up to 70 per cent lower.427 There should therefore be a stable pipeline of 

transport projects from which investors can gain experience and confidence in project evaluation and selection. Once 

processes and procedures are established and investors and other stakeholders are confident in their actions, fundraising 

for the infrastructure projects in the pipeline would be facilitated. 

PUBLIC-PRIVATE PARTNERSHIPS 

The practicalities involved in implementing infrastructure projects in some cases justify the combination of public and 

private financing in the form of a public-private partnerships (PPP). These partnerships are contractual arrangements 

between a government and a private business entity to deliver a public service that might include the development of the 

infrastructure needed for delivery of this service.428 The contract defines allocation of resources, risks, responsibilities 

and rewards between the government and the private business entity.429 

A PPP is not the answer to all problems governments face while developing infrastructure and providing public services, 

but just one of the possible mechanisms. Moreover, PPPs might bear additional costs compared to public procurement 

due to higher borrowing costs for the private sector; insurance and hedging instruments to cover bank loans to the PPP; 

the administrative costs of managing the PPP contract; and the transaction costs (such as costs for bidding, negotiation, 

legal consulting and advisory services for project preparation for both sides). 

Nonetheless, certain advantages make PPP schemes attractive for governments: 

 If the right incentives are provided, the private sector can increase efficiency in the design, delivery, 

maintenance, operations and management of the infrastructure using its expertise; 

 If risks are properly mitigated and allocated, it is possible that additional funds can be raised; 

 Advanced technologies might be introduced to the project by involving qualified stakeholders; 

 PPPs may not require immediate spending, and costs for design and construction are transferred to 

the private sector; 

                                                 
425 OECD, “Funding and Financing Transport.” 

426 Based on Asian Development Bank, “Meeting Asia’s Infrastructure Needs.” 

427 Flyvbjerg, Garbuio, and Lovallo, “Delusion and Deception in Large Infrastructure Projects: Two Models for Explaining and Preventing Executive 

Disaster.” 

428 Van den Broek, “Transport Corridors in the Greater Tumen Region: Financing Infrastructure Development.” 

429 Quium, “A Guidebook on Public-Private Partnership in Infrastructure.” 
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 Risks are shared with the private sector. 

ESCAP’s Guidebook on Public-Private Partnership in Infrastructure identifies five main types of PPP model:430 

 Supply and management contracts: facilities and equipment are owned by the public sector (for 

example, a container terminal in a port) and managed by the private sector. The private contractor 

often does not assume commercial risk and is paid a performance-based fee. Contracts are usually 

3-5 years in duration; 

 Turnkey (Design-Build) models: a private contractor selected via a bidding process designs and 

builds a facility for a fixed fee, rate or cost. The contractor assumes risks associated with design 

and construction phases; 

 Lease and affermage contracts: a leaseholder operates and maintains an existing facility and 

equipment. The government bears investment risks, while the operational risk is assumed by the 

operator, which charges an operator fee to consumers (part of the proceeds goes to the owner of 

the facility as a lease fee). If the operator retains their fee from the receipt of customer charges and 

the rest goes to facility owner towards their investments, then this arrangement is called an 

affermage contract;431 

 Concessions: a concessionaire obtains long-term rights to use a facility owned by the government 

and is responsible for its operation and some investments. The owner of the facility is responsible 

for the replacement of larger assets.432 The concessionaire pays the government for the concession 

rights but the government may pay the concessionaire if it is necessary to make the project 

commercially viable.433 Investment and operational risks are in large part transferred to the private 

sector participant. 

The concessionaire may have two types of arrangements with the owner of the infrastructure 

(government): Design-Build-Operate (DBO, or its variant – Design-Build-Finance-Maintain-

Operate [DBFMO]) or Build-Operate-Transfer (BOT, with its variants Build-Transfer-Operate, 

Build-Rehabilitate-Operate-Transfer, and Build-Lease-Transfer). 

DBO projects include a design-operate (turnkey) contract and an operating contract, and the private 

sector operator is paid in installments for the design and construction of the facility. They are then 

paid an operating fee for the agreed period. 

BOT-like arrangements are often applied in the case of new construction. The operator or project 

company, usually in the form of an SPV, finances, owns, designs, constructs and operates the 

facility and upon the end of the concession, transfers it with ownership rights to the government; 

 Private finance initiative: the private sector designs, constructs and operates an infrastructure 

facility and the public sector purchases the services through a long-term agreement. At the end of 

the contract, the public sector gets ownership of the facility.  

II.3.2 INFRASTRUCTURE PROJECT BANKABILITY 

As already noted above, making decisions on whether to invest in an infrastructure project is difficult for an investor due 

to the large sums involved, long implementation periods, associated risks and the technical expertise needed for project 

proposal assessment. Some issues that can impede investment in a project are: 

 Lack of long-term political commitment;  

 Lack of an infrastructure project pipeline; 

 Regulatory instability; 

 High bidding costs; 

 Lack of expertise in the infrastructure sector or in transport; 

 Regulatory barriers; 

 Preference for short-term projects among investors; 

                                                 
430 Quium. “A Guidebook on Public-Private Partnership in Infrastructure.” 

431 World Bank Public-Private-Partnership in Infrastructure Resource Centre. Available from https://ppp.worldbank.org. 

432 World Bank Public-Private-Partnership in Infrastructure Resource Centre. Available from https://ppp.worldbank.org. 

433 Quium, “A Guidebook on Public-Private Partnership in Infrastructure.” 
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 Negative perception of the value of infrastructure investments; 

 Lack of transparency in the infrastructure sector; 

 Shortage of data on infrastructure projects.434 

Investors are aware of the risks inherent to infrastructure projects, as well as to the investment instruments and portfolios 

that are included or associated with them. These include the construction risks of greenfield projects; operational and 

demand risks (for example, as mentioned earlier, greatly overestimated passenger ridership projections); financial risks; 

risks from bureaucracy or corruption; delays; and risks of environmental or social issues, or even political uncertainty 

that might arise during the long implementation process. 

The concerns of investors can be addressed in a number of ways: by developing regulations that simplify project approval 

and expedite project preparation; ensuring transparent procurement procedures; streamlining procedures needed for 

obtaining permits; and by setting up a PPP liaison centre able to assist in the project preparation process. 

Project bankability thus depends on the ability of a project preparation agency to address those risks. Bankable projects 

should therefore have:435 

 Proper documentation and due diligence:  

– A defined project timeline and phases with timings of finance tranches, clear milestones; 

– Defined project governance structure, proper licenses and other proofs of technical 

capability, clear roles of project participants;  

– Permits from all necessary authorities at central, municipal/provincial levels for land, 

construction, etc.; 

– Studies of technological, economic and financial feasibility, including thorough demand 

forecasting, analysis of deal structure, sufficiency of risk mitigation measures, and social 

and environment impact assessments. These studies require a multi-skilled team of 

engineers; economists; financial, social and environmental experts; and, often, are 

implemented by third-party firms; 

– Risk analysis: identification, allocation, mitigation, and use of insurance. 

 Appropriate covenants (usually clauses in the lending agreement between the SPV and the bank) 

and deal structure: 

– Financial covenants clarifying the financial obligations of an SPV and ensuring the 

interests of stakeholders: requirements for minimum debt service ratio, interest coverage, 

prepayment options; 

– Non-financial covenants (parties’ obligations or exemptions in cases of construction 

delays, cost overruns, revocation of licenses or permits): positive ones – e.g. obligations 

to the borrower that will protect the interests of the lender – such as maintaining risk 

insurance; and negative ones, such as restricting the borrower’s activities to the building 

the piece of infrastructure and operating it; 

– Defined concession rights with explained cost-recovery mechanisms for the 

concessionaire (which is the SPV) and a schedule of payments for the concession; 

conditions for review of the schedule; and requirements for services provided by the 

concessionaire and preferences for them if any. 

– A realistic, transparent and easy-to-operate payment mechanism with incentives for 

providers to meet the required standards of services, and penalties for failure to do so; 

 Existence of legal and economic recourse/protection: 

– Legal recourse includes procedures for conflict escalation: terms of settlements, litigation;  

– Economic protection includes insurance or direct guarantees for political and commercial 

risks, for example offered by export credit agencies or governments, or non-payment 

insurance policies from other sources. 

More private investment might also be attracted in cases when governments at central, provincial and municipal levels 

coordinate closely to ensure the pipeline of projects is planned in coherence with national strategies, and that it is 

                                                 
434 Inderst, “Infrastructure Investment, Private Finance, and Institutional Investors: Asia from a Global Perspective.” 

435 Developed on the base of Chua, Lee, and Chalmers, “Closing the Financing Gap: Infrastructure Project Bankability in Asia.” 
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thoroughly designed to incorporate impact assessments and feasibility studies. It is important that the goals are clearly 

defined, the necessary investments arranged by priority and their place within the regional and subregional transport 

agenda is clearly indicated. 

PROJECT CYCLE IN MULTILATERAL DEVELOPMENT BANKS 436 

The components of projects and their bankability are well illustrated via the project cycles used by multilateral 

development banks. 

Identification 

Countries turn to a multilateral development bank (MDB) for financing projects usually included in their development 

strategies and plans. Some MDBs like the World Bank and ADB have documented partnership strategies with countries, 

which list a country’s development objectives and an operational programme for cooperation between the country and 

the bank. Projects might be identified based on these strategies, and the bank then selects projects that fit the bank’s 

mission and priorities. 

Preparation 

At this stage, project documentation should be developed. Depending on the situation, the documentation might be 

developed by the implementing agency of the country-borrower, by the bank or by hired third-party 

companies/consultancies. The borrower country and the bank jointly clarify the project’s objectives, risks, alternative 

development scenarios, the tentative schedule for the project’s approval stages, key issues related to the bank’s safeguards, 

etc. 

Due diligence 

Project documentation is prepared and analyzed for conformity with the bank’s operational requirements, and for 

readiness for implementation. The institutional arrangements of the borrower government are analyzed for their ability to 

ensure effective project implementation. The project’s timetable and other operational aspects are agreed between the 

bank and the requesting government, and the following project documentation and assessments are developed: 

 Feasibility studies with technical and engineering designs; 

 Economic assessment using cost-benefit analysis, with calculations of EIRR and ENPV, sensitivity 

analysis, etc. 

 Financial assessment, including but not limited to calculation of FIRR, FNPV; 

 Environment and social assessment, including, if needed, action plans to address major 

environmental impacts such as accounting for greenhouse gas emissions, impact on indigenous 

peoples and resettlement needs; 

 Procurement plans and their assessment; 

 Risk assessment;  

 Assessment of integrity, financial management; 

 Legal assessment. 

Negotiation and approval 

The parties negotiate conditions for a loan or a grant, what part of the project’s costs the bank may cover, and related 

issues. Respective financial and legal documents for the loan/grant are finalized and submitted to the bank’s board of 

directors for approval. The documents might include the project agreement and loan/grant agreement. If the documents 

are accepted and signed, the project moves to the implementation stage. 

Implementation 

At the project implementation stage, while the borrower government carries out project activities with the bank’s funds, 

the bank assists the implementing agency with the development of detailed designs, bidding documents, and the 

procurement of goods, services and works. The banks might require procurement to take place in accordance with its 

rules.  

Project implementation is monitored by the bank, either by its representatives visiting the project site or via the regular 

reporting of the implementing agency on the progress, outcomes and impact of the project. In cases where the project has 

a significant social (such as causing resettlement) or environmental impact, the bank might specifically require the 

                                                 
436  This reference is prepared on the basis of project cycles in the World Bank Group (see http://www.worldbank.org) and the ADB (see 

https://www.adb.org), and the Asian Infrastructure Investment Bank’s presentation at the Eurasian Transport Corridors Experts Group Meeting in 

Beijing, on 5-6 July 2017. For the exact list of stages and necessary documents, the banks should be consulted directly. 
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monitoring of respective safeguards’ indicators. The borrower government and the bank use data gained from monitoring 

to measure the project’s results and effectiveness. 

Evaluation 

Completed projects – after the loan’s disbursement period is over – are assessed by a separate evaluation body of the bank. 

Depending on the bank, it might be performed on all the projects or just a selection. Sometimes, joint evaluation might 

be carried out by both the borrower government and the bank. The evaluation aims to assess the project’s financial aspects, 

developmental effectiveness, its outcomes and results against its objectives, and to analyze problems met and lessons 

learned. This analysis is usually put together in a separate report and the information is used for the assessment of similar 

future projects.  

II.3.3 FINANCE MECHANISMS IN THE ESCAP REGION 

The improvement of substandard road links and the construction of missing railway links along the studied corridors will 

require substantial financial resources. Preliminary estimates show some $65.6 billion will be needed to improve 

infrastructure related to transport operations along the selected routes.
437

 There is a broad spectrum of options available 

for financing the infrastructure, depending on the financial vehicles, financial instruments used and providers of the capital. 

MULTILATERAL DEVELOPMENT BANKS 

Multilateral development banks (MDBs) financed 2.5 per cent of Asia’s infrastructure investments in 2015, or even 10 

per cent when India and China are excluded.438 Due to its high cost, transport infrastructure may require a consortium of 

MDBs to finance a single project, especially in cases where certain MDBs (European Bank for Reconstruction and 

Development [EBRD], for example) have limits on the share of project costs they fund. In the case of regional cooperation 

and regional programmes, banks and financial institutions may form a consortium to support infrastructure projects falling 

under such frameworks (for example, the CAREC case consortium includes the ADB, EBRD, International Monetary 

Fund [IMF], Islamic Development Bank [IsDB] and the World Bank). 

Multilateral development banks finance infrastructure via credits, loans and grants. Project loan or grant funds might 

either: 

 Be transferred to the borrower government to pay for project-related expense, for which supporting 

documents should be provided after the expenses have occurred; 

 Be transferred to the borrower government as reimbursement for the eligible costs it has already 

paid; 

 Stay at the bank, which then directly pays for the eligible works, services, goods; 

 Be paid by the bank to third parties for the eligible expenditures under special commitments. 

Transport infrastructure projects in the countries along the three Eurasian Transport Corridors are within the operational 

scopes of several MDBs (Table 18, Table 19 and Table 20).439  

World Bank Group (World Bank) is the oldest and the largest provider of funds for development (Table 19). The Group 

includes the:440  

 International Bank for Reconstruction and Development (IBRD, 189 member countries): provides 

loans to middle-income and low-income countries that are members of IBRD, or whose loans are 

guaranteed by an IBRD member country; 

 International Development Association (IDA, 173 member countries): supports the poorest 

countries via grants and interest-free or low-interest loans. The eligibility of a country for IDA 

funding is defined by its Gross National Income per capita; the threshold for eligibility is updated 

annually;441  

 International Finance Corporation (IFC, 184 member countries): provides financial services to the 

private sector in developing countries;442 

                                                 
437 This costs estimate is based on the costs estimates for the projects lying on the routes of the three selected corridors, or similar to them, included in 

the CAREC, GMS investment programmes, and in ADB estimates for transport investment needs in the other countries along the corridors. 

438 Asian Development Bank, “Meeting Asia’s Infrastructure Needs.” 

439 MBDs are listed in descending order of total assets. 

440 The World Bank Group. Available from http://www.worldbank.org. 

441 International Development Association. Available from http://ida.worldbank.org/. 

442 International Finance Corporation. Available from http://www.ifc.org. 
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 Multilateral Investment Guarantee Agency (MIGA, 181 member countries): offers political risk 

insurance (guaranties) to private sector investors and lenders.  

The World Bank also hosts the International Centre for Settlement of Investment Disputes, for the conciliation and 

arbitration of investment disputes in its 153 member countries.  

Countries can get financial assistance for transport infrastructure projects (or development policy) from IBRD and IDA. 

For the identification and preparation of projects, member countries can apply for credit or a grant (for eligible borrowers) 

from the Project Preparation Facility. 

Transport projects make up 23 per cent the World Bank’s commitments via these institutions. The World Bank defines 

its objective as being “to end extreme poverty and boost shared prosperity in a sustainable manner” .443 To make sure that 

the bank’s involvement in a country will contribute to the achievement of this objective, the World Bank in cooperation 

with member countries sets Country Partnership Frameworks which formulate development objectives and desired results, 

and serve as tools for the bank’s loan/grant decision-making process. The requests of countries for project funding 

(including projects in the transport sector) are analyzed within their respective Country Partnership Frameworks. 

Asian Development Bank (ADB) is the second largest MDB working in the region. It provides loans, technical assistance, 

grants and equity investment with the goal of reducing poverty and improving people’s livelihoods. Among its 67 member 

countries, 48 are in Asia and the Pacific. The share of transport in the bank’s ordinary capital investments portfolio is 35 

per cent.444 

Financing from ADB is available for both governments and their agencies and for the private sectors of its developing 

member countries. The decision on the eligibility of a developing member country for a specific kind of loan, credit or 

grant is based on Gross National Income per capita, and the creditworthiness of the country. Lower income member 

countries are eligible for grants from the Asian Development Fund. Technical assistance may also be provided on grant 

terms. 

To shape cooperation with developing member countries, the bank works with the respective government to design a 

country partnership strategy with a three-year operational business plan for its implementation.445 This strategy is used to 

identify projects and to make assessments. 

Table 18 Membership in major MDBs of countries along the three Eurasian Transport Corridors  

Countries along the  

three Eurasian Corridors 
ADB AIIB EBRD EDB ETDB IBRD IDA IsDB NDB 

Afghanistan + +   + + + +  

Azerbaijan + + +  + + + +  

Bangladesh + +    + + +  

Cambodia + +    + +   

China + + +   + +  + 

Georgia + + +   + +   

India + +    + +  + 

Iran (Islamic Republic of)  +   + + + +  

Kazakhstan + + + + + + + +  

Kyrgyzstan + + + + + + + +  

Lao People's Democratic Republic + +    + +   

Malaysia + +    + + +  

Mongolia + + +   + +   

Myanmar + +    + +   

Pakistan + +   + + + +  

Russian Federation  + + +  + +  + 

Singapore + +    + +   

Tajikistan + + + + + + + +  

Thailand + +    + +   

Turkey + + +  + + + +  

Turkmenistan +  +  + + + +  

Uzbekistan + + +  + + + +  

Viet Nam + +    + +   

Sources: respective MDBs’ websites. 

                                                 
443 The World Bank Group. Available from http://www.worldbank.org. 

444 Asian Development Bank. Available from https://www.adb.org. 

445 ADB. Available from https://www.adb.org. 
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European Bank for Reconstruction and Development (EBRD) provides financing for public and private sector 

development projects in the form of loans, equity and guarantees. The bank deems the development of private sector 

business to be important, so apart from its accepted projects occurring in a country of operations (30 countries, of a total 

of 66 countries which are shareholders of the EBRD), they should contribute to the development of the private sector and 

benefit the local economy. The EBRD finances up to 35 per cent of project costs for greenfield projects or capitalizes a 

project company up to 35 per cent. Transport accounts for 23 per cent of the private sector share of its portfolio.446 

Islamic Development Bank (IsDB) provides financial assistance to development projects in its member countries. 

Finance services are available for both the private and public sectors. Development and infrastructure projects may be 

financed with a loan, and technical assistance may be provided on loan or grant terms. Its Least Developed Member 

Countries (LDMCs) may obtain loans on softer terms from the Islamic Solidarity Fund for Development. 

To be considered by the bank, a project should be endorsed by the government of the member country and have technical, 

economic and other relevant studies in place. The identified projects are included in the three-year country business plan, 

and should fit the Member Country Partnership Strategy. Transport projects take up 11 per cent of IsDB financing.447 

Asian Infrastructure Investment Bank (AIIB) provides financing to the public and private sector in member countries, 

including loans to its members or loans guaranteed by its members, and equity financing. Grants from the Project 

Preparation Special Fund are available to member countries that are also recipients of IDA funding, including IDA Blend 

Countries. The bank selects projects that have clearly defined development objectives, an action plan to achieve these 

objectives, have no alternative source of funding and are in line with the bank’s policies. In the case of projects proposed 

for co-financing, the bank may accept assessments carried out by third parties. As of October 2017, six of the 21 AIIB-

approved projects were in the transport sector.448 

Table 19 Basic financial indicators of MDBs operating in ESCAP region 

  

  

  Ordinary capital resources Paid-in capital 

$ million 

Callable capital 

$ million 
Establishment/ 

start of operations 

Total assets  

$ million  

as of 31 December 

2016 

Total equity 

$ million 

as of 31 December 2016 

ADB* 1966 156,666 48,026 7,154 135,545 

AIIB 2016 17,795 17,790 18,065 72,262 

EBRD 1991 59,249 16,283 6,550 24,793 

EDB 2006 3,255 1,667 1,516 5,484 

ETDB 2005 638 483 1,025 424 

IBRD** 1944 405,898 39,798 16,109 252,828 

IDA** 1960 197,041 158,476 215,403 245,930 

IsDB 1975 24,395 11,198 6,914 54,747 

NDB 2016 10,054 9,605 10,000 40,000 
* Ordinary capital resources of ADB reported as of 1 January 2017. 
** Data on IBRD and IDA reported as of 30 June 2017. 

Sources: Financial statements of the respective MDBs. 

New Development Bank (NDB) supports projects in infrastructure and sustainable development in BRICS449 members 

and other emerging economies. Projects in both the private and public sectors are eligible for loans, equity and other 

forms of financing. Cooperation with borrower governments is aligned via a Country Partnership Plan and while a pipeline 

of projects for financing is a part of each plan, new projects can be proposed if they fit.450 

Eurasian Development Bank (EDB) provides loans, equity and support via other financial instruments to the state and 

to the private companies of member countries. The bank selects projects that contribute to the development of trade 

between its members, strengthening intercountry integration in manufacturing, transport and infrastructure. The share of 

transport projects in the bank’s portfolio is 16.5 per cent.451 

                                                 
446 European Bank for Reconstruction and Development. Available from http://www.ebrd.com. 

447 Islamic Development Bank Group. Available from http://www.isdb.org. 

448 Asian Infrastructure Investment Bank (see https://www.aiib.org) and AIIB presentation at the Eurasian Transport Corridors Experts Group Meeting 

in Beijing, on 5-6 July 2017. 

449 Members of BRICS are Brazil, the Russian Federation, India, China and South Africa. 

450 New Development Bank. Available from http://www.ndb.int. 

451 Eurasian Development Bank. Available from https://eabr.org. 
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ECO Trade and Development Bank (ETDB) provides financial support (loans, guarantees, technical and advisory 

services, etc.) to public and private projects in member countries, with a focus on promoting intra-regional trade, the 

development of small and medium-sized enterprises, and sustainable growth in the region. Transportation and 

infrastructure are among its short- to mid-term priorities. The bank can finance up to 50 per cent of project costs, and in 

cases of corporate or trade finance, up to 100 per cent.452 

Table 20 Examples of some conditions of loans by MDBs 

  Rates for some types of $ loans 
Other charges for 

$ loans 

Maximum 

average 

repayment 

maturity, 

years 

Maximum term, 

years 

ADB 

– Floating rate: six-month LIBOR or EURIBOR at 

the start of an interest period + a spread of 1.55 per 
cent 

– Rate for concessional loans 1 per cent - 2 per cent 

– Fixed rate: 1.9 per cent - 2.7 per cent  

(As of 20 October 2017) 

Maturity premium 0.1 per cent-
0.2 per cent per annum 

19 

25-32  

(40 for emergency 
assistance loans) 

AIIB 
LIBOR + a spread of 0.75 per cent - 1.4 per cent – Front-end fee 0.25 (one time) 

– Commitment fee 0.25 per 
cent (recurring) 

20 -  

EBRD 

Based on EURIBOR – Appraisal fee 

– Front-end commission and 
structuring fee paid up-front 

– Syndication fee, where 

applicable 

– Commitment fee 

15 15 

IBRD 

Six-month LIBOR or EURIBOR at the start of an 
interest period + a spread of 0.42 per cent-1.5 per cent  

(As of July 27, 2017) 

– Front-end fee 0.25 per cent - 

0.5 per cent 

– Commitment fee 0.25 per 
cent-0.5 per cent (As of July 

27, 2017) 

20 up to 35 

IDA 
0 per cent, 2 per cent - 6.8 per cent (As of October 1, 
2017) 

– Commitment charge 0 per 

cent-0.5 per cent 

– Interest charge (varies) 

20 

25/38  

(40 for small island 

economies) 

IsDB 
No interest. Service fee 0.75 per cent - 2 per 

cent 
- 30 

Sources: respective MDBs’ websites. 

OTHER SOURCES OF FINANCE FOR TRANSPORT PROJECTS 

Investment development funds are usually established by a country that would like to act as a donor. They are 

established as corporate business entities. Unlike MDBs, investment development funds use equity financing as their 

main funding tool, though mezzanine investments453 and debt might be also possible. The project evaluation process is 

similar to the one used by MDBs. 

Some examples of investment development funds in the ESCAP region that are relevant to the Eurasian Transport 

Corridors include: 

 Silk Road Fund (established in 2014, $40 billion) is a mid- to long-term investment and 

development fund for supporting infrastructure, development in resources and energy, industrial 

cooperation, and trade and financial cooperation under the Belt and Road Initiative (BRI). Projects 

in countries participating in the BRI are eligible for financing. The fund focuses on projects that 

would strengthen cooperation between China and countries where the projects are located; the 

projects are subject to assessments similar in their structure and steps to those of MDBs. Equity is 

the main tool of investment; other tools include debt investments (bonds, loans), mezzanine 

investments, and mutual investment funds, while management of entrusted assets is also 

available.454 

 Japan Infrastructure Initiative (established in 2017, 20 billion Japanese yen) is an investment fund 

that financially supports projects outside of Japan with the involvement of Japanese manufacturers 

                                                 
452 ECO Trade and Development Bank. Available from http://www.etdb.org. 

453 Mezzanine financing is a blended form of debt and equity. It is usually used to fill up a portion of needed investment, after the main part has been 

secured by a loan. In the case of borrower default, the mezzanine investor will be paid off after the main lender – usually a bank – is paid off. The 

mezzanine investor therefore takes on a higher risk (risk of not getting the investments back in the case of default) and funds provided via this form of 

financing are more expensive (have a high interest rate). 

454 Silk Road Fund, Co., Ltd. Available from http://www.silkroadfund.com.cn. 
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or engineering companies. The fund targets infrastructure projects and provides equity, mezzanine 

investments and subordinated loans. The project cycle is similar to those of MDBs. 

Official development assistance agencies. Official development assistance is financial support provided to developing 

countries by the central and local governments of donor countries and multilateral agencies. This support may include 

grants, loans, disaster relief, technical assistance, etc. 

Some agencies specializing in international development and official development assistance that operate in countries 

along the Eurasian Transport Corridors are:  

 Organization of the Petroleum Exporting Countries (OPEC) Fund for International Development 

(established in 1976, $7.9 billion) provide loans for development projects, technical assistance 

grants, balance of payment support and trade financing to developing countries (except for OPEC 

members). The fund works with both public and private sectors. Transport commitments make up 

21 per cent of the fund’s total commitments.455 

 Japan International Cooperation Agency (JICA, established in 2003, 8.55 billion Japanese yen) 

provides loans, grant aid, technical assistance and emergency disaster relief to developing countries 

in a wide range of areas, including transport.456 

 There are two agencies via which Republic of Korea channels its official development assistance: 

1) Korea International Cooperation Agency (KOICA, established in 1991, 647.6 billion Korean 

won) provides grants and technical assistance; 2) Economic Development Cooperation Fund 

(established in 1987, total commitments $11.76 billion) provides development loans, equity 

investments and guarantees, and is administered by Korea Eximbank. The transport sector is one 

of its investment priorities; in 2006-2015, transport commitments made up 15-44 per cent/year of 

the total development assistance portfolio disseminated via these two channels.457 

Direct partnership of interested countries. In some cases, countries that jointly develop international transport corridors 

may directly assist each other in raising necessary funds. For example: 

 On the C1C route of the Eurasian Central Transport Corridor, Azerbaijan agreed to provide a loan 

to Islamic Republic of Iran for the construction of the Rasht to Astara railway, to close the missing 

link on the International North-South Transport Corridor.458 

 Greater Tumen Initiative Northeast Asia EXIM Banks Association is one of the approaches 

available for coordinating governmental sources from partner countries for regional transport 

development. The Greater Tumen Initiative is a cooperation platform in Northeast Asia with the 

membership of China, Mongolia, Republic of Korea and the Russian Federation. The development 

of transport infrastructure is one of the organization’s main priorities, and there are a number of 

investment priorities in the sector defined in the respective multilateral transport strategy. To secure 

funds for the implementation of identified projects, the association – made up of the Export-Import 

Bank of China, the Development Bank of Mongolia, the Export-Import Bank of Korea, and the 

State Corporation “Bank for Development and Foreign Economic Affairs” of the Russian 

Federation – was established in 2014. This approach allows the countries to coordinate financing 

for projects of a cross-border nature in a mix of donor and developing countries. Projects are 

identified by the association in cooperation with the member governments of the Greater Tumen 

Initiative framework.459 

Governments, PPPs and the private sector may also turn to domestic institutions while seeking funding for transport 

infrastructure projects. These include, amongst others, national development banks and export-import banks (such as the 

Development Bank of Mongolia, China Development Bank, Export-Import Bank of Korea, etc.), and national financing 

institutions and funds (such as the Far East Development Fund in the Russian Federation, and the India Infrastructure 

Finance Company). 

                                                 
455 OPEC Fund for International Development. Available from http://www.ofid.org. 

456 Japan International Cooperation Agency. Available from https://www.jica.go.jp. 

457 Korea International Cooperation Agency. Available from http://www.koica.go.kr; 

Republic of Korea’s official development assistance. Available from http://www.odakorea.go.kr; 

Economic Development Cooperation Fund. Available from https://www.edcfkorea.go.kr. 

458 “Azerbaijan to provide Iran with loan for constructions of the sections of the ‘North-South’ railway” (Russian).  

459 Greater Tumen Initiative. Available from http://www.tumenprogramme.org. 
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III. ASSESSMENT OF OPERATIONAL GAPS 

III.1 COVERAGE BY INTERNATIONAL CONVENTIONS 

Among the extensive family of international conventions aimed at transport facilitation, ESCAP is working on promoting 

a select eight that are deemed to be the most beneficial and relevant to regional development. The list is set by ESCAP 

Resolution 48/11, and includes:  

 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). 

None of the conventions have been joined by all the countries that feature along the corridors; not all the countries with 

sea access are members of FAL (see Table 21). 

The situation differs by corridor, however: countries along the Eurasian Northern and Central corridors share membership 

in most of the conventions, while accession to these conventions of the countries along the Eurasian Southern Corridor is 

sporadic. 

In 2016, the TIR Convention – the one with the most members amongst the considered countries – had been joined by all 

countries along the Eurasian Northern and Central corridors. At the same time, the Convention is the most exemplary 

case of when the benefits for member countries of signing an agreement depend on its implementation by signatories. For 

instance, World Bank measurements of the corridors in Central and South Asia in 2008-2009 observed that for Central 

Asian drivers, TIR did not provide its expected benefits as it was costly and served as a reason for officials to demand 

higher unofficial payments.460 In 2013, implementation of the TIR convention in the Russian Federation was halted after 

the Federal Customs Service of the Russian Federation accused the national guarantee association of not paying the 

guarantee fees in full, and restricted the application of TIR carnets in the country.461 This step was repealed in 2014, and 

use of the TIR carnet was reinstated. Afghanistan is another example: ADB monitoring of the CAREC corridors in 2013 

showed that Afghan trucks could not enjoy the benefits of the TIR system after the country reactivated it, as other Central 

Asian countries treated them as non-TIR country trucks due to security concerns.462 The benefits of the TIR system, 

however, mean countries are still joining the Convention. Pakistan became a member in 2016 (signed in 2015), and China 

signed the Convention in 2016 (it comes into force for China in 2017). 

Conventions on road traffic, on road signs and signals, on the harmonization of frontier controls for goods, on containers 

and on the international carriage of goods by road cover the Eurasian Northern and Central corridors well, while the 

customs Convention on the temporary importation of commercial road vehicles has been acceded to by a handful of 

countries. The reasons behind why countries might delay or refrain from joining the conventions may include lack of 

national capacity for their implementation, the costs of adjustments needed to meet the conventions, or a lack of 

involvement in developing and amending these conventions.463 

International railway transport is regulated by two major agreements:  

 Convention Concerning International Carriage by Rail (COTIF), promoted by Intergovernmental 

Organisation for International Carriage by Rail (OTIF); 

 Agreements on International Goods and Passenger Transport by Rail (SMGS and SMPS 

Agreement), promoted by Organization for Cooperation of Railways (OSJD).  

                                                 
460 World Bank, “Performance of Transport Corridors in Central and South Asia: Measurements 2008-2009,” iii. 

461 IRU, “TIR Crisis in Russia: The Real Facts.” 

462 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2013.” 

463 ESCAP, Monograph Series on Facilitation of International Road Transport in Asia and the Pacific. 
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The geographical scope of these agreements is different due to their development history, and therefore the transport of 

goods and passengers between Asia and Europe by railway in some cases has to comply with both agreements (Table 21). 

The two legal regimes for international railway transport are more relevant for the Eurasian Northern and Central corridors 

that link Asia and Europe, and which have a developed railway network. Along the Eurasian Southern Corridor, only two 

countries (China and Viet Nam) are covered by international railway agreements: they are parties to the SMGS and SMPS 

agreements. 

Along the Eurasian Northern and Central corridors, Azerbaijan, Georgia, Islamic Republic of Iran and the Russian 

Federation – as countries that are directly connected to the railways of both OTIF and OSJD – are parties to both COTIF 

and the SMGS or SMPS agreements. The SMGS and SMPS agreements fully cover the Eurasian Northern Corridor and 

cover most of the Eurasian Central Corridor, except for Turkey and Pakistan. The COTIF covers over half of the Eurasian 

Central Corridor. This brings to the surface the issue of the interoperability of these two legal regimes.  

Interoperability is achieved via the common CIM/SMGS consignment note. Introduced in 2006, this option can be used 

along with the usual “reconsignment” scheme. The two contracts for rail transportation (one for the SMGS-governed leg 

and one for the CIM-regulated leg) are attached to the single common CIM/SMGS consignment note, which does not 

require transcription when goods are changing legal regime.464 The note also acts as a customs transit and bank document, 

increasing the level of legal certainty by clearly setting the routes and the carriers for the goods along with the points 

where they move between the two legal regimes. It also stipulates transport costs and compensation procedures for the 

loss or damage of goods. The common CIM/SMGS consignment note can be filled in and sent via an electronic interface, 

and is popular for container shipment (85 per cent in 2012).465 

 

                                                 
464 Ilie, “CIM/SMGS Consignment Note Simplifies Cross-Border Procedures.” 

465 “Common CIM/SMGS Consignment Note for Euro-Asian Rail Freight Shipments. Flyer.” 
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Table 21 Coverage of the Eurasian Corridors by international and regional conventions (agreements) 
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Northern Corridor 

China X S⅟ S⅟ X   X     X X X       X X 

Kazakhstan   X X X   X X X X S X       X X 

Mongolia   X X X     X X X X X       X X 

Russian Federation X X X X   X X X X X X X   X X X 

Central Corridor 

Afghanistan       X X       X   X       X   

Azerbaijan X X X X X X X X X S   X X X X X 

China X S⅟ S⅟ X   X     X X X         X 

Georgia X X X X   X X X X X   X X X X X 

Iran (Islamic Republic of) X X X X     X X X X S X X X X   

Kyrgyzstan   X X X X X X X X           X X 

Pakistan   X X X         X X   X   X     

Russian Federation X X X X   X X X X X X X   X   X 

Tajikistan   X X X     X X X X X       X X 

Turkey X X   X X X X X X S S X X X     

Turkmenistan   X X X      X          X X 

Uzbekistan   X X X X X X X X X         X X 

Southern Corridor 

Bangladesh X               X X X           

Cambodia         X       X X S           

China X S⅟ S⅟ X   X     X X X         X 

India X   X           X X X           

Lao People’s Democratic 

Republic 
            X   X X S           

Malaysia                 S               

Myanmar                 X   S           

Singapore X       X                       

Thailand X S S           X X X           

Viet Nam X X X           X X X       X X 

Source: United Nations ECE, ESCAP, IMO, OTIF, OSJD.  

Note: ⅟ = Done by the Former Republic of China, X = Ratification, accession, definite signature, S = Signature. Turkmenistan joined the agreements on the Asian Highway Network, Trans-Asian Railway Network, and Dry Ports 

as well as the International Convention on the Harmonization of Frontier Controls of Goods, on November 27, 2016. 
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III.2 COVERAGE OF REGIONAL TRANSPORT FACILITATION 

AGREEMENTS 

The family of regional transport facilitation agreements that covers Asia and the Pacific includes:466  

 Asian Highway Network Agreement (entered into force on 4 July 2005);  

 Trans-Asian Railway Network Agreement (entered into force on 11 June 2009); 

 Agreement on Dry Ports (entered into force 23 April 2016). 

All three are in continuous development under the auspices of ESCAP (for coverage of the corridors see Table 21). 

The Asian Highway Network (AH) Agreement is the most accepted accord in the region, with only Singapore among the 

countries of the selected corridors not a signatory to it. This means that for the selected corridors, the countries agree on 

classification and design standards, signage, and on the importance of the routes, and are committed to their upgrade and 

development. Part of this means including the routes in their national development plans.467 The agreement sets four 

classes of highways, with Class III as the minimum desirable standard, meaning that roads below this class need 

improvement. In the whole ESCAP region from 2010 to 2014, the share of Class III roads dropped from 23 per cent to 

19 per cent; the share of roads below this standard remains at 8 per cent.468 

In December 2016, China, Mongolia and the Russian Federation signed the Intergovernmental Agreement on 

International Road Transport along the Asian Highway Network, which regulates international road transport along the 

N1D (AH4) and the Ulan-Ude – Tianjin segment (AH3) of the N1 routes. The countries give each other traffic rights 

along these segments by issuing carriers with permits from within an agreed quota. After ratification, the agreement is 

open to accession by any party interested in the AH agreement, thus providing opportunities along the whole length of 

the three Eurasian Transport Corridors.  

The Trans-Asian Railway Network (TAR) Agreement has less coverage. Five of the 23 countries along the corridors – 

mainly along the Eurasian Central Corridor – did not sign it: Afghanistan (which only has short sections of cross-border 

railways), Kyrgyzstan, Malaysia, Myanmar and Singapore. The rest of the countries that signed the TAR agreement 

committed to the development of the agreed international railway lines according to a coordinated plan, conforming to 

the agreed guidelines on technical characteristics.469 While the Eurasian Northern Corridor features the longest Asia – 

Europe railways in the Russian Federation and China, the Eurasian Southern Corridor has a notable number of missing 

links. The TAR agreement was one of the frameworks that stimulate work on them: most of the missing links have had 

feasibility studies or detailed designs completed. Some, like Sisophon – Poipet (Cambodia), are finished. Others in the 

construction stage include Aranyaprathet (Thailand) – Poipet (Cambodia), and Kunming – Yuxi – Mohan (China).470 

The latest agreement, the Intergovernmental Agreement on Dry Ports, has the least signatories: seven of the 23 countries 

along the corridors have not signed it. As in the above cases, by signing the agreement countries agree to coordinate the 

development of intermodal land nodes of international importance, add them to their national development plans and to 

follow the uniform guiding principles on their design, capacity, equipment, facilities, infrastructure, functions and 

operation.471 

III.3 COVERAGE BY SUBREGIONAL TRANSPORT 

FACILITATION AGREEMENTS  

EURASIAN NORTHERN AND CENTRAL CORRIDORS 

Eight of 14 countries along the Eurasian Northern and Central corridors are members of the Commonwealth of 

Independent States (CIS).472 Accounting for over half of the corridors’ length, transport between Azerbaijan, the Russian 

Federation, Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan and Uzbekistan is covered by the agreements of this 

                                                 
466 Turkmenistan joined the agreements on the Asian Highway Network, Trans-Asian Railway Network, and Dry Ports as well as the International 

Convention on the Harmonization of Frontier Controls of Goods, on 27 November 2016, and is treated as party to these agreements in this section. 

467 “Intergovernmental Agreement on the Asian Highway Network.” 

468 ESCAP, "Review of Developments in Transport in Asia and the Pacific 2015.” 

469 “Intergovernmental Agreement on the Trans-Asian Railway Network.” 

470 ESCAP, "Review of Developments in Transport in Asia and the Pacific 2015.” 

471 “Intergovernmental Agreement on Dry Ports.” 

472 The CIS member-states are: Azerbaijan, Armenia, Belarus, Kazakhstan, Kyrgyzstan, Republic of Moldova, the Russian Federation, Tajikistan, 

Turkmenistan, Ukraine and Uzbekistan. 
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organization (see Table 22). The CIS developed and enforce a large family of agreements in road and railway transport, 

including: 

 Agreement on principles and conditions of transport relations, 1991:  

Countries agreed to allow transport and transit for CIS members, to create equal conditions for 

actors in transport, to accept national transport licenses issued by signatories, to free transport 

operators of the other countries from road and other taxes, and to create the Transport Coordinating 

Committee.473 

 CIS Agreement on Transit Procedures, 1992:  

Sets policies on tax evasion and timelines for transport operation; stipulates that transit and carrying 

vehicles should be free from economic restrictions; and requires equal treatment for transit 

operations conducted by residents and non-residents. Parties mutually recognise the national 

documents for cargoes in transit and carrying vehicles.474 

 Agreement on Principles of Formation of Common Transport Area and Cooperation of the CIS 

Member States in the Field of Transport Policy, 1997:  

Parties aim to harmonize transport regulations; to develop financing mechanisms to implement 

joint transport programmes; to support industry while maintaining competitiveness; to coordinate 

tariff policy for international transport; to modernize road, rail, air, sea and river fleets; to create a 

joint information base on science and technology in transport; to establish mutually agreed control 

procedures for transport exit and entry; to open domestic markets to transport operations while 

providing mutually beneficial conditions, etc.475 

 Agreement on the Cooperation of CIS Member States in the Field of International Road Transport 

of Goods, 2003:  

Parties intend to create a mechanism to regulate and protect the road transport market of the CIS; 

to establish common policy on import fees for spare parts, fuel and materials, and on the lease of 

road vehicles in international transport; to create common transport space; and to harmonize 

legislation on international transport operators.476 

 Agreement on coordinated development of the international transport corridors, traversing 

territories of the CIS member states, 2009:  

Countries agreed to create mutually beneficial conditions to remove barriers to the movement of 

goods and passengers through territories of the CIS; to harmonize regulations in transport; to 

improve the equipment used by customs control bodies; to create mutually agreed logistics 

schemes; to establish information logistics centres and to implement other measures, including the 

creation of a coordination committee on CIS transport corridors.477 

While the overall goal of the CIS is to create a transport union and common transport space, specific technical areas are 

covered by the separate agreements on setting common standards, tariffs and procedures:478 

 Agreement on railway transport coordination authorities of the CIS, 1992; 

 Agreement on inter-state transport of dangerous and waste goods, 1993; 

 Agreement on joint usage of freight wagons and containers owned by CIS member states, Republic 

of Azerbaijan, Republic of Georgia, Republic of Latvia, Republic of Lithuania, Republic of Estonia, 

1993; 

 Tariff agreement of railway administrations (railways) of the CIS member states, 1993; 

 CIS Agreement on cooperation in technical upgrade and renewal of the railway rolling stock, 1994; 

                                                 
473 “Agreement on principles and conditions of transport relations.” 

474 “Agreement on Transit Procedures between the CIS member states.” 

475 “Agreement on Principles of Formation of Common Transport Area and Cooperation of the CIS Member States in the Field of Transport Policy.” 

476 “Agreement on the Cooperation of CIS Member States in the Field of International Road Transport of Goods.” 

477 “Agreement on Coordinated Development of the International Transport Corridors, Traversing Territories of the CIS Member States.” 

478 The list is based on the ESCAP, Monograph Series on Facilitation of International Road Transport in Asia and the Pacific, 2011; ESCAP, Monograph 

Series on Transport Facilitation of International Railway Transport in Asia and the Pacific., 2013; Unified registry of legal and other documents of CIS. 

Available from http://cis.minsk.by/reestr/ru/index.html. 
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 Agreement between the CIS member states on harmonization of taxation in rail transport, 1994; 

 Convention on international road transport of passengers and luggage within the CIS, 1997; 

 CIS Agreement on the implementation of the coordinated policy in the field of evaluation of 

transport tariff, 1997; 

 CIS convention on the reciprocal recognition and enforcement of judgments in the cases of 

offences of traffic rules, 1997; 

 CIS Agreement on compulsory insurance of the passengers in international road transport, 1999; 

 CIS Protocol on the customs procedure of CIS member states in the transportation of special cargo 

and military products, 1999; 

 CIS Agreement on weights and dimensions of vehicles undertaking international transport on the 

CIS roads, 1999; 

 CIS Agreement on customs procedures and control of goods transported between the member 

countries of the agreement on establishment of free trade zone, 1999; 

 CIS Agreement on the introduction of an international certificate of weighing commercial vehicles 

on the territories of CIS member states, 2004; and 

 CIS Agreement on harmonization of requirements for additional training and professional 

competence of international automobile carriers of CIS member states, 2006. 

Air traffic and air transport are regulated by a number of separate agreements.  

Parts of the Eurasian Central and Northern corridors are covered by agreements or other documents under the Eurasian 

Economic Union (EAEU),479 under which Kazakhstan and the Russian Federation are members of the Customs Union 

with Belarus. According to the agreement on EAEU, the union implements coordinated transport policy to create a 

common transport space, with the main objectives, amongst others, of:  

 Creation of the Eurasian transport corridors;  

 Full usage of transit potential of the Union;  

 Coordinated development of transport infrastructure;  

 Creation of logistics centres and transport organizations to optimize transport processes. 

Member countries agreed to gradually open their transport markets to each other for transport services, including 

cabotage.480 The Protocol on coordinated transport policy (Annex 24 to the Agreement) indicates that the countries aim 

to achieve permit-free road transport between themselves and at the adoption of the 2016-2025 plan on opening each 

other’s transport markets to cabotage; a common market for air services; and non-discriminatory access to rail services 

for business from all union countries. Appendix 1 to the protocol sets the procedures for controls on the external borders 

of the EAEU; Appendix 2 sets the principles of access to railway infrastructure and the principles of the tariff policy.481 

Other agreements in regard to transport and customs facilitation include: 

 EurAsEC Agreement on Mutual Visa-Free Travel, 2000; 

 EurAsEC Protocol on Organization of Information Exchange on Movement of Goods and 

Transport Means among Customs Authorities of the Member States of the Eurasian Economic 

Community, 2001;482 

 Agreement on concerted implementation policy of formation and development of the Eurasian 

Economic Community transport corridors, 2005, This recommends standardization of technical 

parameters among the countries, improvement of border-crossing regulations, creation of a 

                                                 
479 With the creation of the EAEU, member states of Eurasian Economic Community (EurAsEC) signed the agreement on the termination of the 

organization’s work (Minsk, 2014). Upon termination of EurAsEC, some of the agreements concluded between all or part of the organization’s member 
counties (Armenia, Belarus, Kazakhstan, Kyrgyzstan, Russian Federation, Tajikistan, Ukraine and Uzbekistan) under the EurAsEC framework stayed 

in force for those that is possible to implement without EurAsEC bodies (see the list in Annex 2 to the “Agreement on termination of Eurasian Economic 

Community,” Minsk, 10 October 2014. Available from http://mddoc.mid.ru (accessed 14 November 2016). Members of EAEU are Armenia, Belarus, 

Kazakhstan, Kyrgyzstan and the Russian Federation.  

480 “Agreement on Eurasian Economic Union.” 

481 “Agreement on Eurasian Economic Union.” 

482 ESCAP, Monograph Series on Facilitation of International Road Transport in Asia and the Pacific. 



110 

favorable business environment, accession to the international treaties relevant to the corridors’ 

performance, etc.;483 

 Agreement on Provision and Exchange of Preliminary Information on Goods and Transport Means 

Transferred across the Customs Boarder of the Customs Union, 2010.484 

Among this family of agreements, the Customs Union between the three countries has the most direct impact on the 

corridors, facilitating road movement as outlined below in section II.4. 

Featuring along the Eurasian Central Corridor, Afghanistan, Azerbaijan, Islamic Republic of Iran, Kazakhstan, 

Kyrgyzstan, Pakistan, Tajikistan and Turkey485 are all covered by the Transit Transport Framework Agreement of the 

Economic Cooperation Organization (ECO).486 The agreement was signed in 1998 and came into force in 2006. The 

objectives are the facilitation of freight, passenger and luggage movement; provision of facilities for transit; ensuring the 

safety of passengers, goods and luggage; minimizing transit delays; the coordination of the anti-fraud and counter tax 

evasion efforts; and the harmonization of transit administration. The agreement governs sea transport, roads, railways and 

inland water transport; designates routes for transit by these modes; and identifies minimum technical standards for the 

construction of transit routes. It also, and among other issues, covers provisions for the visas of crew and drivers; road 

permits; the temporary importation of vehicles and their technical requirements; customs control; and the consolidation 

and alignment of transport documentation.487 

The Agreement on Facilitation of International Road Transport of the Shanghai Cooperation Organization (SCO)488 

was singed on 12 September 2014 in Dushanbe, Tajikistan. Though in terms of the territories of its member countries, 

the agreement covers the Eurasian Northern and Central corridors, Appendix I of the agreement shows that in fact, it is 

relevant only to small sections of the Eurasian Central Corridor. The purpose of the agreement is to create favorable 

conditions for international road transport through the simplification and harmonization of the relevant documentation, 

procedures and requirements of the countries. The agreement allows for the usage of a single road transport permit 

throughout the territories of all parties; allows transport operators registered in one party to implement transport operations 

in the territories of the other parties (while explicitly prohibiting cabotage); designates routes and border crossing points; 

requires the mutual acceptance of national vehicle documents and driving licenses (English and Russian translation 

required); and binds parties to jointly seek measures to implement investment projects and programmes in infrastructure 

development.489  

The Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia Corridor 

(TRACECA), is signed by Armenia, Azerbaijan, Bulgaria, Georgia, Kazakhstan, Kyrgyzstan, Republic of Moldova, 

Romania, Tajikistan, Turkey, Ukraine and Uzbekistan, and covers the Eurasian Central Corridor. The agreement remains 

open to any state if they wish to join. It regulates road, rail, air, water, pipeline and container transport and aims at the 

development of economic, trade and transport relations; the facilitation of international transport and access to markets; 

the harmonization of transport policy and legal frameworks; the creation of equal competition conditions; and 

improvements in traffic safety, security and environmental protection. Special annexes set technical requirements for 

international road, railway and commercial maritime transport, and provide customs and documentation procedures.490 

In 2015, TRACECA countries agreed to implement the TRACECA multilateral permit for international road transport. 

In 2016 they signed491 amendments to the Technical Document “TRACECA Multilateral Permit. User Guide”. This single 

round-trip multilateral permit492 is valid for one year. It is issued by the competent authority of a TRACECA Permits 

System member country, to road carriers for vehicles registered in the member country, and allows for bilateral transit 

haulage by road, or haulage to/from third countries within the system.493  

                                                 
483 “Agreement on Concerted Implementation Policy of Formation and Development of the Eurasian Economic Community Transport Corridors.” 

Remains in force for parts that are possible to implement in the absence of EurAsEC bodies. 

484 “EAEU Legal Portal.” 

485 Asghar, “A Brief Introduction to ECO Activities in the Field of Transport.” 

486 Members of ECO are: Afghanistan, Azerbaijan, Islamic Republic of Iran, Kazakhstan, Kyrgyzstan, Pakistan, Tajikistan, Turkey, Turkmenistan and 

Uzbekistan (see http://www.ecosecretariat.org). 

487“ECO Transit Transport Framework Agreement.” 

488  SCO member countries are China, India, Kazakhstan, Kyrgyzstan, Pakistan, Russian Federation, Tajikistan and Uzbekistan; observers are 
Afghanistan, Belarus, Islamic Republic of Iran, and Mongolia; dialogue partners are Azerbaijan, Armenia, Cambodia, Nepal, Turkey and Sri Lanka. 

Available from http://www.sectsco.org/. 

489 “Agreement of the Shanghai Cooperation Organization Member States on the Facilitation of International Road Transport.” 

490 “Basic Multilateral Agreement on International Transport for Development of the Europe-the Caucasus-Asia Corridor (TRACECA).” 

491 The document is signed by the Republic of Armenia, Georgia, the Republic of Moldova, Romania, the Republic of Turkey, and Ukraine. 

492 The permit blank can be consulted via http://www.traceca-org.org (accessed 2 December 2016). 

493 “TRACECA Multilateral Permits. User Guide.” 
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An important feature that influences the implementation of the subregional agreements is that they often do not refer to 

all of the possible international routes between signatories; rather, they are applicable to selected subsets of routes that 

are clearly set in the agreements’ annexes (SCO road transport agreements), or are listed separately as the organizations’ 

focus routes (ECO and TRACECA). Therefore, although the coverage of the countries-parties to subregional agreements 

might be wide, actual influence on selected corridors is smaller (see Figure 18,  

 

 

 

 

 

 

 

 

Figure 19). 

In summary, on subregional agreements along the Eurasian Northern and Central corridors: 

 Subregional transport agreements come from geographically varied – though often overlapping 

– international groupings, showing the determination of the involved countries to facilitate 

international transport as far and as wide as possible; 

 Groupings try to cover the aspects of international movement as fully as possible, either by 

covering all modes, aspects of tariffs, permits, documentation and customs in one text 

(TRACECA), or by creating extensive families of agreements (CIS, EAEU);  

 Some sections of the two corridors within Kazakhstan and Kyrgyzstan are covered by a large 

number of initiatives and their agreements (CIS, EAEU, ECO and TRACECA), demonstrating 

an open approach by these two countries to international road transport. The countries also 

feature three of the four permit-free, bilateral road transport cases available for different partners 

along the Eurasian Central Corridor (see Figure 22); 

 Sections of the N2, C1, C1C and C2 in Azerbaijan, Kazakhstan, Kyrgyzstan, Uzbekistan, 

Tajikistan and Turkmenistan are covered by the agreements of three organizations (CIS, ECO, 

TRACECA or CIS, ECO, EAEU). The large number of agreements does not in fact make the 

borders between them particularly open: road transport still relies on permit systems, and one 

border does not feature traffic rights exchange at all (see Figure 22); 

 While the active drive towards transport facilitation at multilateral level is a positive 

phenomenon, the reality is that the large number of agreements creates a complicated legal 

landscape that is difficult to navigate: although some groupings of countries maintain databases 

of legal documents (CIS, EAEU), not all the agreements/protocols/memoranda can be found. 

Checks need to be made to see if agreements are in force or have been amended, and there are 

questions as to which of the agreements should be applied for a particular transport operation.  
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Table 22 Selected subregional agreements along the Eurasian Northern and Central corridors 

  

Agreement on Weights and 

Dimensions of Vehicles 
Undertaking International 

Transport on Roads of the 

CIS Member States, 1999  

Agreement on Cooperation 

of the CIS Member States in 
the Field of International 

Road Freight Transport, 

2003 

Agreement on 

Introduction of the 
International Vehicle 

Weight Certificate in the 

CIS Member States, 2004  

Agreement on Building a 

Common Transport Space and 
Cooperation on Transport 

Policy among the Members of 

the CIS, 1997  

ECO Transit 

Transport Framework 
Agreement, 1998 

Basic Multilateral 

Agreement on 
International Transport 

for Development of the 

Europe-the Caucasus-
Asia Corridor, 1998 

Agreement on 

Facilitation of 
International Road 

Transport of the 

Shanghai Cooperation 
Organization 

Northern Corridor 

China             X 

Kazakhstan X X X X   X 

Mongolia        

Russian Federation X X X X   X 

Central Corridor 

Afghanistan     X   

Azerbaijan X X  X X X  

China       X 

Georgia X X X   X  

Iran (Islamic Republic of)     X   

Kazakhstan X X X X X X X 

Kyrgyzstan X X X X X X X 

Pakistan     X  X 

Russian Federation X X X X   X 

Tajikistan X X X X X X X 

Turkey     X X  

Turkmenistan     X   

Uzbekistan X X X X X X X 

Source: Ministry of Foreign Affairs, Russian Federation; ESCAP Database of Agreements Related to International Road Transport. 
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Figure 18 Eurasian Northern Corridor: coverage by subregional agreements 

 

 

Source: Varvara Krechetova. 
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Figure 19 Eurasian Central Corridor: coverage by subregional agreements 

 

 

Source: Varvara Krechetova. 
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EURASIAN SOUTHERN CORRIDOR 

Countries of the Eurasian Southern Corridor, except for India and Bangladesh, are members of the Association of 

Southeast Asian Nations (ASEAN). The association has a list of agreements relevant to transport, with the main being: 

 ASEAN Agreement on the Recognition of Domestic Driving Licenses Issued by ASEAN 

Countries, 1985:  

The national driving licenses of ASEAN member countries are mutually recognized. Licenses in 

national languages should be complimented by a certified translation in English;494 

 ASEAN Framework Agreement on the Facilitation of Goods in Transit (AFAGIT), 1998;495 

This, the most comprehensive agreement, entered into force in 2000. It is supplemented by nine 

protocols, eight of which are signed and five of which are in force. The below Agreement on the 

Facilitation of Inter-State Transport refers to some of the AFAGIT protocols for details on 

implementation. The AFAGIT protocols in force are: designation of transit transport routes and 

facilities (Protocol 1); on types and quantities of vehicles (3); technical requirements for vehicles 

(4); the ASEAN scheme of compulsory motor vehicle insurance (5); and sanitary and phytosanitary 

measures (8). Protocols not in force are: border and interchange stations of railways (6); customs 

transit systems (7); and dangerous goods (9). Protocol 2 on the designation of frontier posts has 

not been finalized. 

 Agreement on the Recognition of Commercial Vehicle Inspection Certificates for Goods Vehicles 

and Public Service Vehicles Issued by ASEAN Member Countries, 1998:  

Sets rules on the certificates’ contents, their translation and usage; frees vehicles from 

roadworthiness inspections in the other countries.496 

 ASEAN Framework Agreement on Multimodal Transport, 2005:  

Defines multimodal transport documentation, the status of multimodal transport operators, the 

liability of multimodal operators, consignors and jurisdictions;497 

 Agreement to Establish and Implement the ASEAN single window, 2005:  

Sets principles for the establishment of the ASEAN single window and links the process to the 

development of national single window systems;498 

 ASEAN Framework Agreement on the Facilitation of Inter-State Transport, 2009:  

Grants rights to nationally registered operators to transport goods between states, load and unload 

goods delivered or prepared for transport; refers to Protocols 1 and 2 of AFAGIT on designated 

routes and border crossings; refers to Protocol 3 on the number of vehicles, sets a permit system, 

and calls for non-discrimination and the facilitation of inter-state transport movement;499 

 ASEAN Agreement on Customs, 2012:  

The purpose of the agreement is to facilitate customs processes, to realize the ASEAN Economic 

Community and to protect the ASEAN Community. The agreement indicates facilitation measures 

for customs processes, from means of declaring goods, to nomenclature and risk management.500 

Six of the nine countries along the Eurasian Southern Corridor are members to the Greater Mekong Subregion (GMS) 

and are currently signatories to the GMS Agreement for Facilitation of Cross-border Transport of Goods and People 

(CBTA) (see Table 23). The agreement entered into force in 2003, and started out as a trilateral agreement to help facilitate 

the cross-border transport of goods and people between Lao People’s Democratic Republic, Thailand and Viet Nam. The 

agreement also aims to harmonize legislation and procedures, and to promote multi-modal transport. It promotes single-

window and single-stop principles for border-crossing inspection, sets traffic rights without permits (except for cabotage), 

and rules for a free market on transport services. The agreement was developed to be consistent with ASEAN agreements; 

                                                 
494 “Agreement on the Recognition of Domestic Driving Licenses Issued by ASEAN Countries.” 

495 “ASEAN Framework Agreement on the Facilitation of Goods in Transit (In Force).” 

496 “Agreement on the Recognition of Commercial Vehicle Inspection Certificates for Goods Vehicles and Public Service Vehicles Issued by ASEAN 

Member Countries.” 

497 “ASEAN Framework Agreement on Multimodal Transport.” 

498 “Agreement to Establish and Implement the ASEAN Single Window.” 

499 “ASEAN Framework Agreement on the Facilitation of Inter-State Transport.” 

500 “ASEAN Agreement on Customs.” 
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for instance, it explicitly refers to the ASEAN agreement on the recognition of domestic driving licenses. There are sixteen 

annexes and three protocols that set technical details for implementation, from vehicle requirements to routes for 

transport.501  

In summary, for the Eurasian Southern Corridor: 

 The subregional agreements were developed in relative consistency with each other and are 

therefore – despite their number – easier to navigate. 

 The permit system is still supported by the existing agreements: the main text of the GMS cross-

border transport agreement does not require road transport permits, but the system is set by 

Protocol 3: “Frequency and capacity of services and issuance of quotas and permits”. Inter-state 

transport in the ASEAN region needs the harmonization of permit requirements for road 

transport. 

 Only about half of the Eurasian Southern Corridor is covered by the ASEAN or GMS 

agreements, or both. The parts of the S1A and S1B that are covered by both the AFAGIT and 

the GMS CBTA, or by just the latter, feature bilateral road transport (permit-based and permit-

free). Meanwhile, the sections covered by none of the agreements or by the AFAGIT alone do 

not have traffic-rights exchange (see Figure 20, Figure 23). 

 The agreements set enough progressive measures to promote and facilitate international 

transport, but progress depends on implementation. 

 

                                                 
501 Asian Development Bank, "Greater Mekong Subregion Cross-Border Transport Facilitation Agreement.” 
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Figure 20 Eurasian Southern Corridor: coverage by subregional agreements 

 

Source: Varvara Krechetova. 
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Table 23 Selected subregional agreements along the Eurasian Southern Corridor 

 

  

ASEAN Framework Agreement on the Facilitation of Goods in Transit (Ha Noi, 1998) 
ASEAN 
Framework 

Agreement 

on the 
Facilitation 

of Inter-State 

Transport 
(Manila, 

2009) 

Agreement to 
Establish and 

Implement the 

ASEAN Single 
Window (Kuala 

Lumpur, 2005) 

ASEAN 
Framework 

Agreement 

on 
Multimodal 

Transport 

(Vientiane, 
2005) 

ASEAN 
Agreement on 

the Recognition 

of Domestic 
Driving Licenses 

Issued by 

ASEAN 
Countries, 

(Kuala Lumpur, 

1985) 

GMS Cross-
Border 

Transport 

Facilitation 
Agreement 

(Vientiane, 

1999) 

ASEAN 
Framework 

Agreement on 

the 
Facilitation of 

Goods in 

Transit (Ha 
Noi, 1998) 

Protocols in force 

Protocol 1 – 
Designation of 

Transit 

Transport 
Routes and 

Facilities 

(Bangkok, 
2007) 

Protocol 3 
Types and 

Quantity of 

Road 
Vehicles 

(Ha Noi, 

1999) 

Protocol 4 
Technical 

Requirements of 

Vehicles (Ha 
Noi, 1999) 

Protocol 5 
ASEAN 

Scheme of 

Compulsory 
Motor Vehicle 

Insurance 

(Kuala 
Lumpur, 

2001) 

Protocol 8 
Sanitary and 

Phytosanitary 

Measures 
(Phnom Penh, 

2000) 

Bangladesh            

Cambodia X X X X X X X  X X X 

China           X 

India            

Lao People’s 

Democratic 
Republic 

X X X X X X X X X X X 

Malaysia X  X X X X  X  X  

Myanmar X X X X X X  X X X X 

Singapore X  X X X X    X  

Thailand X X X X X X X  X X X 

Viet Nam X X X X X X X X X X X 

 

Sources: ASEAN Legal Instruments database, ESCAP Database of Agreements Related to International Road Transport. 
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OTHER MULTILATERAL INITIATIVES 

As subregional agreements cover members of a particular grouping, they might leave out partners important to one or to 

several of their members. The implementation of such agreements may also be slow, or lacking entirely. In some cases, 

countries might want to establish closer relations with particular partners or focus their development and facilitation 

efforts on a particular regional route. Whatever the actual reasons, there are a number of multilateral transport agreements 

that have been made outside of a subregional cooperation bloc. World Bank analysis on road transport agreements sees 

those made multilaterally as being pragmatic and easy to apply, as they do not require the implementation of subsequent 

bilateral agreements.502 Table 24 shows the geographical scope of some of them in relation to the studied corridors.  

For the Eurasian Southern Corridor, the relevant agreement is the Motor Vehicles Agreement for the Regulation of 

Passenger, Personal and Cargo Vehicular Traffic of 2015, between Bangladesh, Bhutan, India and Nepal. The agreement 

allows the cargo and passenger vehicles of parties to move across borders subject to their being in possession of a transport 

permit and certification for the drivers, conductors or cleaners of the vehicle. The vehicle should also observe designated 

routes and border crossings, and is not fully free from the charges and fees of the other party.503 Being quite restrictive 

and demanding in terms of vehicle and other forms of documentation, the agreement is a big step forward from the current 

situation on the India – Bangladesh border, where there is no exchange of traffic rights.  

Examples of such agreements for the Eurasian Central Corridor are the Agreement on International Road Transportation 

(1998) and its respective permit system between China, Kyrgyzstan and Uzbekistan; transit agreements between China, 

Islamic Republic of Iran, Kazakhstan and Kyrgyzstan; and a transport corridor agreement between Uzbekistan, 

Turkmenistan, Islamic Republic of Iran, Oman, Qatar, and Kazakhstan (see Table 24). New agreements are being 

negotiated, such as a new trilateral transit trade agreement between Afghanistan, Pakistan and Tajikistan. These 

agreements, however, are prone to the same obstacles as bilateral and subregional treaties: their efficiency depends on 

implementation and the capacity of the states to meet their set requirements. One example of this is the Quadrilateral 

Agreement on Transit Trade between China, Kazakhstan, Kyrgyzstan and Pakistan, which remains underused due to 

different truck standards and difficulties along the Kashi – Khunjerab – Islamabad corridor.504 

                                                 
502 Kunaka et al., “Quantitative Analysis of Road Transport Agreements - QuARTA”, 56. 

503 “Motor Vehicles Agreement for the Regulation of Passenger, Personal and Cargo Vehicular Traffic between Bangladesh, Bhutan, India and Nepal.” 

504 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 41. 
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Table 24 Selected multilateral agreements along the Eurasian Transport Corridors 

  

Motor Vehicles 
Agreement for the 

Regulation of 

Passenger, 
Personal and 

Cargo Vehicular 

Traffic between 
Bangladesh, 

Bhutan, India, 

and Nepal, 2015 

Agreement for 
Traffic in Transit 

among the 

Governments of the 
People's Republic of 

China, the Kyrgyz 

Republic, the 
Republic of 

Kazakhstan and the 

Islamic Republic of 
Pakistan, 1995 

Agreement on 
International Road 

Transportation 

among the 
Governments of the 

Republic of 

Uzbekistan, the 
People's Republic of 

China and the 

Kyrgyz Republic, 
1998 

Agreement on Establishing the 
System of International Road 

Transport Permit among State Joint-

Stock Motor Transport Corporation 
of the Republic of Uzbekistan 

(Uzavtotrans), Uzbek State Stock 

Concern of Automobile Road 
Construction and Utilization 

(Uzvatoyul) and Ministry of Internal 

Affairs of the Republic of 
Uzbekistan, the Ministry of 

Communications of the People's 

Republic of China and the Ministry 
of Transportation and 

Communications of the Kyrgyz 

Republic, 1998  

Agreement between the 
Governments of the 

Republic of Kazakhstan, 

the Republic of 
Kyrgyzstan, the 

Republic of Tajikistan, 

Turkmenistan and the 
Republic of Uzbekistan 

on Principles of 

Cooperation and 
Conditions of Relations 

in the Area of 

Transport, 1992 

Agreement on 
Establishing 

international 

transport and 
transit corridor 

Uzbekistan –

Turkmenistan –
Iran – Oman –

Qatar, 2011 

Trilateral 
Agreement 

among Islamic 

Republic of 
Iran, India, 

Turkmenistan  

Agreement 
among 

Afghanistan, 

India and Iran 
on Transport 

and Transit 

Corridors, 2016 

Northern Corridor         
China  X X X     
Kazakhstan  X   X    
Mongolia         
Russian Federation         
Central Corridor         
Afghanistan        X 

Azerbaijan         
China  X X X     
Georgia         
Iran (Islamic Republic of)      X X X 

Kazakhstan  X   X X   
Kyrgyzstan  X X X X    
Pakistan  X       
Russian Federation         
Tajikistan     X    
Turkey         
Turkmenistan     X X X  
Uzbekistan   X X X X   
Southern Corridor         
Bangladesh X        
Cambodia         
China         
India X      X X 

Lao People's Democratic Republic         
Malaysia         
Myanmar         
Singapore         
Thailand         
Viet Nam         

Source: ESCAP Database of Agreements Related to International Road Transport, various presentations. 
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III.4 REGULATIONS FOR INTERNATIONAL ROAD TRANSPORT 

AT COUNTRY LEVEL505 

Bilateral agreements are common and understandable instruments that countries use to regulate road transport with their 

partners. When setting out to establish or improve trade relations with a partner, an arrangement for bilateral road transport 

is often among the first documents countries signed.506 Road transport agreements might be signed as a starting point for 

the general improvement of bilateral relations, to set details for the implementation of wider multilateral or bilateral 

agreements, or for economic reasons that range from balancing transport exchanges between the countries to developing 

demand. 

If a country has signed many bilateral agreements with its immediate neighbours and beyond, as happens to be the case 

with the countries along the Eurasian Central Corridor, is not necessarily a wholly positive phenomenon. Such a situation 

may increase the complexity and costs of transport operators’ paperwork if they work with several countries. 

A review of the contents of the agreements between pairs of countries along the selected corridors and of the results of 

the ESCAP survey on regulations for bilateral road transport, showed that there are differences in types of permits, the 

designation of routes and BCPs, and the possibility of special procedures for border regions. There is also variation in 

practices related to third-party insurance, in the level of acceptance of international driving licenses or the need for 

translations of national licenses, and differences in the requirements of transport authorities and customs for the temporary 

importation of vehicles. For most of the agreements related to this study, these details are left for implementation protocols 

or other special, separately signed arrangements that are in most cases (except for some agreements concluded by China) 

not easily available, making compliance even more complicated and opportunities inaccessible for potential users. 

Among 29 pairs of countries along the three selected corridors, six do not have exchange of traffic rights. Among the 23 

pairs that exchange traffic rights, 18 use a permit system and 14 designate routes on at least one side of the border. If a 

country uses a permit system, it is not always clear whether a permit is issued to an operator (who then can assign it to a 

vehicle) or to a vehicle directly. The latter case, however, seems to be more common and limits transport operator 

flexibility in assigning its fleet to operations. This means that most of the agreements are restrictive to various degrees. 

The World Bank’s study of road transport agreements, QuARTA, showed Kazakhstan to have relatively open agreements 

with most of its neighbours. Those between Kazakhstan and Tajikistan, and Kazakhstan and Kyrgyzstan are examples of 

the most open agreements: permits or quotas for vehicle entry or transit are not set, and there are no restrictions on BCPs 

or routes.507 The current study confirms the observation that Kazakhstan has two sets of agreements allowing bilateral 

transport without permit (one with the Russian Federation and the other Uzbekistan). Other cases are Turkmenistan – 

Islamic Republic of Iran, Kyrgyzstan – Tajikistan, and Lao People’s Democratic Republic – Thailand. 

While road transport agreements and arrangements make trade feasible, transport facilitation depends on procedures 

related to customs requirements, on those dealing with cargoes and luggage and on procedures related to border, 

quarantine, sanitary and other related types of controls. These aspects of facilitation are not the focus of this section, but 

it worth mentioning that they are covered by bilateral arrangements at country and provincial levels. For instance, the 

Urumqi Customs Administration in China concluded agreements with the general administrations of customs in Tajikistan 

and in Kyrgyzstan, to improve efficiency on the cross-border shipment of perishables.508 

Another important impediment to international road transport at country level lies in the implementation and enforcement 

of the respective bilateral/multilateral agreements. In some cases, there are gaps in actual practices at the borders. They 

may be caused by conflicting interests between local and central governments, and may also be due to a lack of 

coordination between the two, a lack of capacity at border crossings or at implementing agencies, and/or an overall weak 

law enforcement situation in a country. These situations are not always easy to detect and observe, but the discrepancies 

do affect the efficiency and seamlessness of cross-border transport and logistics. 

 

EURASIAN NORTHERN CORRIDOR 

Table 25 Bilateral road transport agreements between countries along the Eurasian Northern Corridor 

 China Kazakhstan Mongolia Russian Federation 

 China  1992 2011 1992 

                                                 
505 The section is focused on road transport. Issues of bilateral road transport are covered in accordance with the result of the ESCAP survey on border 

crossing practices, conducted in 2015-2016. The contents of the bilateral agreements on road transport are analyzed subject to availability of the texts. 

506 Kunaka et al., “Quantitative Analysis of Road Transport Agreements - QuARTA”, 6. 

507 Kunaka et al., “Quantitative Analysis of Road Transport Agreements - QuARTA”, 47. 

508 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 24. 
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 China Kazakhstan Mongolia Russian Federation 

Kazakhstan   1993 2003 

Mongolia    1996 

Russian Federation     

 

Sources: ESCAP Presentations of the Second Meeting of the Regional Network of Legal and Technical Experts on Transport Facilitation, ESCAP 
Database of Agreements Related to International Road Transport. 

Note: Dates in the table show the date of the general road transport agreement, unless otherwise explained in the respective note. Agreements 

covering specific issues related to road transport or MOUs are not included. The table’s compilation is based on open-access data and might miss 
some of the existing agreements. 

 

The border crossings of Takeshkan (China) – Yarantai (Mongolia) and Erenhot (China) – Zamin-Uud (Mongolia) on the 

N1 route of the Eurasian Northern Corridor are covered by the China – Mongolia agreement on international road 

transport, 2011. The ESCAP survey on international road transport practices between the countries showed that the two 

use a permit system, whereby China issues a single round-trip permit subject to an annual quota, while Mongolia issues 

both single round-trip and multiple round-trip permits. There are no designated routes for Chinese trucks in Mongolia, 

while China allows Mongolian trucks to use the Takeshkan – Qinghe route at the first BCP and to travel up to Erenhot at 

the second. Both sides require third-party insurance, a national driving license translated into the national language of the 

other country, and for transport operators to be registered with the respective national authorities. There are differences 

in the weight and dimensions standards of China and Mongolia: Chinese trucks are bigger in terms of height, width and 

weight compared to those of Mongolia. The transport authorities of the two countries require a similar list of documents 

for entering vehicles. The customs requirements of the two countries for the temporary importation of vehicles and 

cargoes do not match (the rules in China are stricter than the Mongolian ones). 

Mongolia and the Russian Federation have two border crossings along Eurasian Northern Corridor route N1: Tashanta 

(Russian Federation) – Ulaanbaishint (Mongolia), and Kyahta (Russian Federation) – Altanbulag (Mongolia). They are 

regulated by the Mongolia – Russian Federation agreement on international road transport, 1996. The two countries 

reported during the ESCAP survey that they are using a permit system, both issuing single round-trip permits subject to 

quota (8,000 in case of the Russian Federation). There are no designated routes. The countries have similar weight and 

dimensions standards, both require third-party insurance and the transport operator should be registered with the relevant 

authority of its home country. The Russian Federation requests the purchase of insurance at the border or accepts a green 

card. Both countries accept national or international driving licenses, but the Russian Federation requests the translation 

of the Mongolian driving license into Russian. Customs requirements for the temporary importation of vehicles and 

cargoes are the same. The requirements of their transport authorities for bringing in vehicles are similar, except that 

Mongolia requires the submission of a transport operator registration certificate. 

In addition to above, the agreement prohibits cabotage, allows transport from/to the territory of the other country to/from 

the territory of a third country subject to separate permission, and it envisages the possibility of special procedures for 

border regions. The agreement states that cargo transport should be carried out under a national consignment note in an 

internationally accepted format.509 

The Manzhouli (China) – Zabaykalsk (Russian Federation) and Suifenhe (China) – Pogranichny (Russian Federation) 

border crossings are the two most eastward BCPs on the Eurasian Northern Corridor. They are covered by the China – 

Russian Federation agreement on international road transport, 1992. There is a permit system in place and both 

countries issue single round-trip permits – the Russian Federation reported during the ESCAP survey issuing 58,000 

permits per year to operators. Both countries have designated routes within their countries. China appears to allow less 

access: at Manzhouli – Zabaykalsk BCP Russian trucks stop on the Chinese side. The two countries have similar standards 

for dimensions and weights, and both require third-party insurance (Russian Federation requests purchase at the border 

or accepts a green card), international or national licenses translated into the national language of the other country, and 

for a transport operator to be registered with their respective home-country authority. While the overall requirements on 

the documentation of entering vehicles is similar for both countries, China needs some documents to be translated into 

Chinese. China is also more demanding in terms of its customs requirements on the temporary importation of vehicles 

and cargoes. 

Similar to the rules between Mongolia and the Russian Federation, the agreement prohibits cabotage, allows transport 

from/to the territory of the other country to/from the territory of a third country subject to separate permission, and states 

that cargo transport should be carried out under a national consignment note in an internationally accepted format. 

The Horgos (China) – Horgos (Kazakhstan) border crossing on route N2 is regulated by the China – Kazakhstan motor 

transport agreement, 1992. In regard to practices at the border, China and Kazakhstan reported during the ESCAP 

survey that a permit system is in use and both countries issue single round-trip permits from their annual quotas. 

Kazakhstan issues 50,000 permits a year to its operators. Both sides assign designated routes, require international 

                                                 
509 “Agreement between the Government of the Russian Federation and the Government of Mongolia on International Road Transport.” 
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transport operators to be registered as such with their relevant national authorities, and request third-party insurance. 

Kazakhstan accepts Chinese insurance and requires an international or national driving license, and China requires a 

national driving license to be translated into Chinese. While the standards for dimensions are identical both sides of the 

border, weight standards may differ. The transport authorities of both sides have similar requirements on entering vehicles 

and similar customs requirements for cargoes. However, the two countries differ in their customs requirements for the 

temporary importation of vehicles: the Chinese are stricter. The agreement allows for separate procedures for passenger 

and cargo transport between the border regions of the two countries, and requires the transport of goods using a national 

consignment note in an internationally accepted format.510 

The Kazakhstan – Russian Federation road transport agreement, 2003, regulates road traffic on the Kaerak 

(Kazakhstan) – Troisk (Russian Federation) BCP on the N2 route, and on the Karaosek (Russian Federation) – 

Kurmangazy (Kazakhstan) BCP on route C1. The two countries reported mostly identical requirements for road transport. 

There is no permit system in place for most bilateral freight and passenger road transport, but a permit is required for 

some cases of passenger transportation, special cargo transport, and for transit to/from a third country.511 The Russian 

Federation reported issuing 9,000 permits to its operators per annum. According to the information provided by the 

countries, no designated routes for the other country have been set. Transport operators should be registered with their 

respective national authorities. Standards for vehicle dimensions are the same, while there may be slight differences in 

weight standards. Both countries accept international or national licenses; however, the Russian Federation requires 

translation into Russian. The agreement requires operators to purchase third-party insurance in advance. Practices reported 

at borders differ between the two countries: the Russian Federation requires a green card or for insurance to be purchased 

at the border, while Kazakhstan accepts insurance purchased in the other’s home country, i.e. accepts Russian insurance. 

As reported by the countries, due to existence of the Customs Union there are no requirements on the temporary 

importation of vehicles, or customs requirements for cargo.  

In conclusion, for the Eurasian Northern Corridor:  

1. The corridor is fully covered by respective bilateral road transport agreements. 

2. Traffic rights are exchanged at every border crossing. 

3. A permit system with single round-trip permits is standard practice along the Corridor, with the exception of 

the Kazakhstan – Russian Federation border (see Figure 21). 

4. Most aspects of road transport match on the different sides of the Corridor’s border crossings. 

5. Mismatches occur in: 

a. weight standards (Russian Federation – Kazakhstan; China – Mongolia; China – Kazakhstan), which 

may lead to a decrease in efficiency for the side that has higher permissible standards; 

b. customs requirements for the temporary importation of vehicles and cargoes in country pairings with 

China: Chinese requirements appear to be constantly stricter than the same of partner countries; 

c. requirements for the translation of national driving licenses. 

                                                 
510 “Agreement on Motor Transport between the Government of the People’s Republic of China and the Government of the Republic of Kazakhstan.” 

511 “Agreement between the Government of the Russian Federation and the Government of the Republic of Kazakhstan on International Road Transport.” 
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Figure 21 Road permits for bilateral transport along the Eurasian Northern Corridor 

 

 

Source: Varvara Krechetova. 

 

 



125 

 

EURASIAN CENTRAL CORRIDOR  

Table 26 Bilateral road transport agreements between countries along the Eurasian Central Corridor 
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Afghanistan  - - - 2005i - - 2010 iii - 2005 2005 2007 iv 2004 v 

Azerbaijan   - 1993 2002 1996 1993 ii - 2001 2007 1992 2008 1996 

China    - - 1992 1994 1993 1992 2008 2017 - 1993 

Georgia     1993 1993 1997 - 1994 - 1992 1993 1995 

Iran (Islamic 

Republic of) 
     1993 1993 2008 1992 

not 

available 
1980 1993 1993 

Kazakhstan       2003 1995 2003 2006 1995 1997 2006 

Kyrgyzstan        1994 2002 2013 not available 1995 1996 

Pakistan         - - 2003 1996 2007 vi 

Russian 
Federation 

         2001 1988 1995 2000 

Tajikistan           1996 2007 1992 

Turkey            1992 1992 vii 

Turkmenistan             1996 

Uzbekistan              

Sources: Afghanistan Legal Documents Exchange Centre; Georgian International Road Carriers Association; IRU; United Nations ECE; ESCAP 

Presentations of the Second Meeting of the Regional Network of Legal and Technical Experts on Transport Facilitation, ESCAP Database of 

Agreements Related to International Road Transport; USAID. 

Notes: - Agreement either is not in place or was not found within this research effort. 
Dates in the table show date of the general road transport agreement, unless otherwise explained in the respective note. Agreements covering 

specific issues related to road transport or MOUs are not included. The compilation is based on open access data and might miss some of the 

existing agreements. 

“Not available” indicates that there is a road transport agreement signed, but the text and the date of the agreement were not found within the 

research effort. 

i Agreement between Transitional Islamic State of Afghanistan and Islamic Republic of Iran on Transit and Transport of Passengers and Goods, 

2005. 

ii Agreement between the Government of the Kyrgyz Republic and the Government of Republic of Azerbaijan on main principles of relations in 

transport, 1993. 

iii Afghanistan and Pakistan Transit Trade Agreement, 2010. 

vi Agreement on Transport and Transit between Islamic Republic of Afghanistan and Republic of Turkmenistan, 2007. 

v Agreement on Cooperation in the Field of Transit and Transport Between the Republic of Uzbekistan and the Transitional Islamic State of 

Afghanistan, 2004. 

vi Agreement between the Government of the Islamic Republic of Pakistan and Government of the Republic of Uzbekistan on Cooperation in the Field 

of Transport and Transit of Goods, 2007. 

vii Agreement between the Government of the Republic of Uzbekistan and the Government of the Republic of Turkey on Land Transport, 1992. 

Countries along the routes of the Eurasian Central Corridor have an extensive system of bilateral transport agreements 

even if the parties do not share a border; the table above is an example in the road sector. Among the 15 borders crossed 

by the Corridor, only three are not covered by a bilateral road agreement or a substitute. 

The beginning of the C1 corridor at Arkaxtam (China) – Irkeshtam (Kyrgyzstan) is covered by the China – Kyrgyzstan 

road transport agreement, 1994. For the ESCAP survey of 2015-2016, both countries reported the usage of a permit 

system (single round trip) with a quota, the assignment of routes for international transport (China allows access further 

into its territory than Kyrgyzstan), and a need for third-party insurance. The countries accept national or international 

driver’s licenses in Chinese or English, and require that the transport operator be registered with the relevant authority in 

their own country. Other aspects of the cross-border process are less reciprocal. Dimension standards are similar in both 

countries but weight standards differ. There are differences in requirements for the temporary importation of vehicles: 

                                                 
512 Turkey also has bilateral agreements on international combined transport of goods with Azerbaijan (2013), Turkmenistan (2015) and Georgia (2016). 
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China requires vehicle registration documents to be translated into Chinese, while Kyrgyzstan accepts Chinese and 

English. In addition, the Chinese side requests a long list of documents, including a vehicle license,513 consignment note 

and a guarantee, while Kyrgyzstan asks for a customs declaration only. The document lists for customs are not the same. 

The Chinese side requires a trading contract and authorization, and an entrustment agreement for customs clearance, while 

the Kyrgyz side requests a packing list, cargo manifest and certificate of origin. 

The agreement itself stipulates that bilateral transport should use indicated border crossings and routes. It also forbids 

cabotage and allows transit subject to a special permit from the country through which the vehicle travels in transit. The 

agreement requires cargo to be accompanied by a national cargo manifest in the internationally used format. As for the 

permit system, the agreement stipulates that for irregular passenger transport and cargo transport, a single round-trip 

permit should be obtained for each trip.514  

Further down corridor C1, the Karamyk (Kyrgyzstan) – Karamyk (Tajikistan) border crossing is regulated by the 

Kyrgyzstan – Tajikistan road transport agreement, 2013. As reported by the countries during the ESCAP survey, no 

permit is required for bilateral transport, there are no designated routes on the Kyrgyz side, and some Tajik information 

is missing. Dimensions and weight standards are similar on both sides of the border, vehicles must have third-party 

insurance and drivers are required to possess a national or international driver’s license in English or Russian. The 

countries require a similar list of documents for vehicle entry. Kyrgyzstan adds a vehicle inspection certificate to the list 

and allows documents to be in English or Russian. For the temporary import of a vehicle, both sides require a customs 

declaration only. Kyrgyzstan and Tajikistan both require that the transport operator be registered in their home country; 

however, the Tajik side also requires “sufficient professional experience”. The customs requirements for cargo are 

different. For example, Kyrgyzstan requires a packing list, a cargo manifest and a certificate of origin, while Tajikistan 

requires none of these but requests the cargo’s quality certificate. 

The provisions of the Agreement between the Government of the Kyrgyz Republic and the Government of the Republic 

of Tajikistan on International Road Transport, 2013, stipulate that a permit is required only for irregular passenger services; 

the regular transport of passengers and goods is permit-free. The agreement forbids cabotage but allows transit to third 

countries. There is no set of permitted routes or border crossings – for the latter the agreement refers to the agreement on 

bilateral border crossing from 2004.515  

The border crossing between Kyrgyzstan and Tajikistan at Karamyk is closed to international transit traffic, and serves 

only bilateral movement. International transit traffic is therefore diverted away from corridor C1, and crosses at the Kyzyl 

Bel (Kyrgyzstan) – Guliston (Tajikistan) BCP, adding 250-300 km to the route. 

There is no exchange of traffic rights and a road transport agreement between Tajikistan and Uzbekistan is absent. 

Goods are transshipped at the Tursunzade (Tajikistan) – Sariosiyo (Uzbekistan) border crossing, making it a disconnect 

on the C1 corridor. 

Kazakhstan and Uzbekistan signed an international road agreement in 2006.516 The agreement regulates transport 

via the Daut-ota (Kazakhstan) – Daut-ota (Uzbekistan) border crossing on the C1 corridor. The countries reported that a 

permit is not required for bilateral transport, but a single round-trip permit is needed for transit to/from a third country. 

There are no designated routes. Standards for vehicle dimensions are identical while weight requirements differ slightly; 

both sides require national or international driving licenses, and for a transport operator to be registered with their 

country’s respective national authority. A mismatch is reported in third-party insurance requirements: Uzbekistan requires 

a single-use third-party policy, while Kazakhstan requires third-party insurance from the home country. The countries 

have identical requirements for vehicle importation documents and similar customs requirements for cargo; Kazakhstan 

requests an additional shipping list and a certificate of origin. 

Information on the similarities and differences between regulations at the Karaosek (Russian Federation) – Kurmangazy 

(Kazakhstan) border crossing is given above in the section on the Eurasian Northern Corridor.  

Corridor C1A has only one border-crossing point at Honqiraf (China) – Khunjerab (Pakistan), which is regulated by the 

China – Pakistan on international road transport agreement, 1993. The two countries reported during the ESCAP 

survey that a permit system is in place (single round-trip permit) and there is a difference in quotas: China imposes a 

quota yet Pakistan has none. While both countries designate routes, their extents are not reciprocal: China is restrictive, 

but Chinese trucks in Pakistan are free to go up to Karachi. The requirements of the two sides are similar on third-party 

insurance and vehicle dimensions, while the maximum permissible weight is lower in Pakistan. Both countries allow 

national or international driving licenses in Chinese or English and require the transport operator to be registered with the 

                                                 
513 A vehicle license in China is the document that certifies vehicle roadworthiness; it includes information on the vehicle’s license plate, the owner’s 

name, the vehicle type, engine number, chassis number, payload or maximum passenger number, date of initial registration and records of annual 

inspections. Vehicles without a vehicle license are not allowed on roads in China. 

514 “Agreement between the Government of the Kyrgyz Republic and the Government of China on International Road Transport.” 

515 “Agreement between the Government of the Kyrgyz Republic and the Government of the Republic of Tajikistan on International Road Transport.” 

516 “Agreement between the Government of the Republic of Kazakhstan and the Government of the Republic of Uzbekistan on International Road 

Transport.” 
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relevant authority in their home country. A slight difference exists in transport authority requirement, in that Pakistan 

requires an inspection certificate and China requests a vehicle license. Customs requirements for the temporary 

importation of vehicles and cargoes differ between the countries, with China’s being stricter and including a guarantee 

for the temporary importation of a vehicle, while Pakistan has more comprehensive requirements for cargoes. In addition 

to above on road transport between China and Pakistan, the agreement forbids cabotage and requires cargoes to be 

accompanied by a national cargo manifest that complies with international standards.517 

There are two border crossing posts along the C1B corridor: Nizhniy Panj (Tajikistan) – Shirkhan (Afghanistan), and 

Speenboldak (Afghanistan) – Chaman (Pakistan). 

The first border crossing is regulated by the agreement on transport, transit, cargo and passengers between Tajikistan 

and Afghanistan, signed in 2005. The agreement leaves the determination of rules and procedures for border crossing 

at the discretion of the relevant authorities, mentioning, however, the need for drivers to have an international driving 

license and for vehicles to be registered in accordance with the laws of the home country.518  

During the ESCAP survey, Afghanistan and Tajikistan reported a permit system to be in place. Afghanistan issues 

multiple-entry permits to operators, while Tajikistan issues one round-trip permit to a vehicle and does not have a quota. 

No designated routes are reported and there is no mention of any geographical restrictions present in the agreement. As 

in many other cases, dimensions standards are similar, while weight standards differ. The countries have similar 

requirements for third-party insurance, and there is an additional mention that Tajikistan recognizes insurance from 

Afghanistan. Both require an international driving license in English. Meanwhile, Tajikistan accepts the national license 

of Afghanistan translated in English, but there is no reciprocity from Afghanistan. A slight difference exists in 

requirements on transport authorities for temporary vehicle importation: the list is the same for both countries, except 

Afghanistan requires an additional tax certificate. The customs bodies of both countries require a customs declaration 

only for the purpose of temporary vehicle importation, while their requirements for cargoes do not match. The 

requirements for transport operators differ notably, though both require registration with the relevant authorities of their 

home country and proof of experience. Afghanistan also requires proof of financial solvency and the number of staff. 

Afghanistan and Pakistan reported that there is no crossing at Speenboldak (Afghanistan) – Chaman (Pakistan); goods 

are transshipped at the border. The situation is a direct contradiction of the Afghanistan–Pakistan Transit Trade 

Agreement 2010, Articles 11 “Exchange of road traffic rights”, 15 “Admittance of the road transport vehicle in the other 

contracting party’s territory”, and Articles of Annex 1 “International transit transport corridors and ports of entry/exit”.519 

The Kazmalyarskiy (Russian Federation) – Samur (Azerbaijan) border crossing on the C1C route of the Eurasian Central 

Corridor is covered by the Azerbaijan – Russian Federation agreement on international road transport, 2001. The 

agreement sets a permit system, forbids cabotage, and allows transport to/from third countries from/to the territory of the 

other country if special permission from the third country is obtained.520 During the ESCAP survey, the countries reported 

that their approaches to the permit system do not match. Although both issue single round-trip permits subject to quota, 

the Russian Federation issues the permit to an operator, while Azerbaijan issues the permit to a vehicle. There are also 

differences when it comes to designated routes, with Azerbaijan designating routes while the Russian Federation does 

not. As in other cases, requirements for vehicle dimensions are similar, while they differ for weight. Both the Russian 

Federation and Azerbaijan require third-party insurance to be purchased at the border and accept a green card. There is a 

mismatch in requirements for driving licenses. The Russian Federation accepts national and international licenses 

translated into Russian, and Azerbaijan accepts only international licenses (the agreement allows both national and 

international driving licenses). Both sides have identical requirements from transport authorities and customs bodies on 

the temporary importation of vehicles (a customs declaration only), as well as customs requirements for cargoes. 

Azerbaijan accepts documents in Azeri and English. 

For the ESCAP survey, Azerbaijan and Islamic Republic of Iran reported the usage of single round-trip permits at the 

Astara (Azerbaijan) – Astara (Islamic Republic of Iran) border crossing. Azerbaijan has designated routes, while Islamic 

Republic of Iran reported none. Standards for weights and dimensions are not harmonized. Both countries require 

international driving licenses, third-party insurance purchased at the border (Azerbaijan accepts a green card starting in 

2017),521 and have identical requirements from transport authorities on the temporary importation of vehicles. Customs 

requirements for vehicles do not match, with Azerbaijan requiring a customs declaration only and Islamic Republic of 

Iran requiring a guarantee and a letter of undertaking (foreign companies must carry out the temporary importation of 

vehicles through an Iranian proxy). There are no major differences in customs requirements for cargo except that Islamic 

                                                 
517 “Agreement between the Government of the Islamic Republic of Pakistan and the Government of the People’s Republic of China Concerning 

International Road Transport.” 

518 “Agreement between the Government of the Republic of Tajikistan and the Government of the Islamic Republic of Afghanistan on Transport and 

Transit of Cargo and Passengers.” 

519 “Afghanistan – Pakistan Transit Trade Agreement.” 

520 “Agreement between the Government of the Russian Federation and the Government of the Republic of Azerbaijan on International Road Transport.” 

521 Ministry of Transport, Communication and High Technologies, Azerbaijan, at the Final Expert Group Meeting on Comprehensive Planning of 

Eurasian Transport Corridors and Intermodal Transport in North-East and Central Asia, Bangkok, Thailand on 7-8 November 2017. 
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Republic of Iran requires special import/export permits if the cargo is raw materials for production. Azerbaijan accepts 

documents in English or Azeri, while Islamic Republic of Iran requires Farsi. The biggest difference can be found in the 

requirements for transport operators: Azerbaijan requires registration with the relevant authority in the operator’s home 

country but Islamic Republic of Iran requires an Iranian transport operator to act as an agent for the foreign operator. 

The C2 route of the Eurasian Central Corridor runs through two pairs of countries that are connected by ferry. Below is 

a description of the situation on the two road border crossings along its route. 

On the C2, the Alat (Uzbekistan) – Farap (Turkmenistan) border crossing is covered by the Agreement between the 

Government of the Republic of Uzbekistan and the Government of the Republic of Turkmenistan on International 

Transport of Passengers and Goods by Road, 1996. Uzbekistan reported to the ESCAP survey of 2015-2016 that there 

is a permit system in place, single round-trip permits are issued without quota, international and national driving licenses 

are accepted, and home country third-party insurance is required. According to the agreement, permits are required for 

both bilateral transport and transit; the agreement forbids cabotage but allows transport between points within the other 

country and points within the third country if a special permit is obtained.522 

The border crossing at Red Bridge (Azerbaijan) – Red Bridge (Georgia) is regulated by the Azerbaijan – Georgia 

agreement on road transport, 1993. The two countries reported the following practices for road transport: both countries 

issue single round-trip permits from within quotas, with Azerbaijan issuing a permit to a vehicle and Georgia issuing 

permits to operators. The designated routes situation does not match either – Azerbaijan sets designated routes, and 

Georgia has none. There is a difference in weight standards, with Azerbaijan allowing a lower maximum weight, but 

dimensions standards are identical. A transport operator should be registered in their home country. Azerbaijan requires 

third-party insurance to be purchased at the border and accepts a green card. Both countries accept international driving 

licenses, and Georgia also accepts the national license of Azerbaijan translated into English. The transport authorities of 

both countries require the same documents for the temporary importation of vehicles, except Azerbaijan requires an 

additional cross-border transport permit. Both countries accept documents in English, plus in Azeri for Azerbaijan and in 

Russian for Georgia. Customs requirements for vehicles are identical (a customs declaration on temporary importation) 

and for cargoes, similar, with Azerbaijan requesting one extra document in the form of a commercial invoice.  

The C2’s Sarpi (Georgia) – Sarp (Turkey) border crossing is covered by the Agreement on International Road 

Transport between Georgia and Turkey, 1992. The agreement indicates that this BCP follows the routes predetermined 

by the competent authorities of the two countries, that regular passenger services are subject to yearly permits and that 

closed-door tourist and shuttle services are permit-free, but should be agreed upon by the countries. It also states that 

irregular bus trips are subject to separate permits and that freight road transport, including freight that enters empty for 

loading in the partner country, is possible through a single round-trip permit issued to a vehicle. The number of permits 

available is limited by a quota. The agreement specifically references the TIR convention stipulating that carriage of 

goods under the TIR is governed by the agreement.523 

During the ESCAP survey, Georgia and Turkey reported that they chose not to place restrictions on the routes of each 

other’s carriers. They do, however, maintain quotas for bilateral, transit, empty-entry and third-country permits. Issued 

permits are for a single round trip. There is a slight difference in allowed vehicle dimensions, permissible weights are 

higher on the Turkey side, requirements for third-party insurance differ (Turkey requires purchase at the border), and 

Turkish customs requires more documents from transport authorities along with documents on goods and vehicles. 

Another border crossing on the C2 route, the Sarahs (Turkmenistan) – Sarakhs (Islamic Republic of Iran), is covered by 

the international road transport agreement between Islamic Republic of Iran and Turkmenistan, 1993. As reported 

by the Iranian side, permits are not required and routes are not prescribed, drivers have to present an international driver’s 

license in English, third-party insurance should be purchased at the border crossing and Iranian transport operators will 

act as agents for foreign transport operators. This information conforms to the provisions of the bilateral agreement, which 

states that regular passenger services require a one-year permit, but the transport of goods should operate both between 

the two countries, and in transit, “without any limitation”.524 

The Taftan (Pakistan) – Mirjaveh (Islamic Republic of Iran) border crossing point on the C3 route of the Eurasian Central 

Corridor is covered by the Islamic Republic of Iran – Pakistan agreement on international transport of passengers 

and goods by road, 2008. The two parties reported the following practices at the border crossing: both sides issue single 

round-trip permits without quotas, and both require third-party insurance which Islamic Republic of Iran requires to be 

purchased at the border. While Pakistan allows one designated route for the movements of transport operators, Islamic 

Republic of Iran reported none. The countries’ standards for weights and dimensions do not match. The same is true for 

other aspects of the border-crossing process. Islamic Republic of Iran only accepts international driving licenses, while 

                                                 
522 “Agreement between the Government of the Republic of Uzbekistan and the Government of the Republic of Turkmenistan on International Transport 

of Passengers and Goods by Road.” 

523 ‘Agreement between the Government of the Republic of Turkey and the Government of the Republic of Georgia on International Road Transport’ 

(Tbilisi, Georgia, 1992). 

524 “International Road Transport Agreement between the Government of the Islamic Republic of Iran and the Government of Turkmenistan.” 
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Pakistan accepts both international licenses and national driving licenses translated into English. The Pakistan transport 

authority requests a higher number of documents by adding a transport operator license and a vehicle inspection certificate 

to the list. On the other hand, Iranian customs requirements for the temporary importation of a vehicle are more complex 

and require a commercial invoice, a guarantee, a permit from the Iranian Road Maintenance & Transportation 

Organization and a letter of undertaking (the temporary importation of the vehicle through an Iranian proxy). For cargo, 

customs in Pakistan requires a more comprehensive set of documents that are accepted in English or Farsi, while Islamic 

Republic of Iran accepts Farsi only. As in other cases, Islamic Republic of Iran requires an Iranian transport operator to 

act as an agent for foreign transport operators, while Pakistan only requires registration in the Islamic Republic of Iran. 

The agreement allows transport between points in the Islamic Republic of Iran and Pakistan, transit, and transport between 

the other country and a third country subject to the obtaining of a permit. Cabotage is prohibited. The agreement allows 

transport without a permit if the total permissible laden weight of a vehicle, including trailers, does not exceed 6 tons, or 

when the permitted payload do not exceed 3.5 tons.525 

The Bazargan (Islamic Republic of Iran) – Gurbulak (Turkey) border crossing is the last on the C3 route of the Eurasian 

Central Corridor. It is regulated by the Islamic Republic of Iran – Turkey international road transport agreement, 

1980. The agreement forbids cabotage and transport between points in the other country and a third country: the picking 

up of goods on the way back to the country of origin or the third country is subject to a separate permit.526 The two 

countries reported during the ESCAP survey that they issue single round-trip permits to vehicles, without quotas (while 

the agreement says that the number of permits is subject to quota), and there are no designated routes for bilateral transport. 

Both countries require international driving licenses. There is a slight mismatch in weights and dimensions: the overall 

permissible dimensions and weights in Turkey are higher than in Islamic Republic of Iran. Insurance practices differ, with 

Islamic Republic of Iran requiring third-party insurance to be purchased at the border, while Turkey accepts a green card 

and insurance purchased from Iranian companies. As in other cases, Islamic Republic of Iran has stricter customs 

requirements. For the temporary importation of vehicles, the list includes a commercial invoice, a guarantee, a permit 

from the Iranian Road Maintenance & Transportation Organization and a letter of undertaking (the temporary importation 

of a vehicle through an Iranian proxy). For cargoes, both countries require the CMR Consignment Note, while Islamic 

Republic of Iran also requires a customs declaration and special imports/exports permits for raw materials to be used in 

producing goods. Turkey requires an extra vehicle weight certificate. The documents are accepted in Farsi in Islamic 

Republic of Iran and in English in Turkey. From the transport operator, Turkey requires registration in Islamic Republic 

of Iran, but Islamic Republic of Iran states that an “Iranian transport operator will act as an agent for [the] foreign transport 

operator”. 

In conclusion, for the Eurasian Central Corridor:  

1. Countries of the region are active in concluding road transport agreements, meaning almost the whole corridor 

is covered by respective agreements or arrangements. 

2. Among the 16 BCPs along the Corridor, the need to transship at the border is reported at only two: Tursunzade 

(Tajikistan) – Sariosiyo (Uzbekistan), and Speenboldak (Afghanistan) – Chaman (Pakistan). 

3. While the use of a permit system with a single round-trip permit is common practice along the Corridor’s 

routes, there are still cases of permit-free bilateral transport (Turkmenistan – Islamic Republic of Iran; 

Kyrgyzstan – Tajikistan; Uzbekistan – Kazakhstan, see Figure 22). 

4. Cross-border practices on the Corridor usually match between pairings of countries or are similar in their 

types of permits, acceptance of national or international driving licenses, and requirements for third-party 

insurance. 

5. Mismatches in the requirements of country pairings usually happens in: 

a. assignment of designated routes. One side designates, but the other does not (Kyrgyzstan – 

Tajikistan; Azerbaijan – Islamic Republic of Iran; Russian Federation – Azerbaijan; Azerbaijan – 

Georgia; Pakistan – Islamic Republic of Iran) or access to one country is more extensive than that 

allowed in the other (China – Kyrgyzstan; China – Pakistan); 

b. customs documentation for the temporary importation of vehicles (borders of China, Islamic 

Republic of Iran); 

c. weight standards that may lead to a decrease in efficiency for the side with higher permissible 

standards; 

d. the need for national driving licenses to be translated. 

                                                 
525 “Agreement between the Government of the Islamic Republic of Pakistan and the Government of the Islamic Republic of Iran on International 

Transport of Passengers and Goods by Road.” 

526 “International Road Transport Agreement between the Government of the Republic of Turkey and the Government of the Islamic Republic of Iran.” 
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6. The Iranian border has more complex procedures: Islamic Republic of Iran has a more comprehensive list of 

customs documents for cargo; requires an Iranian transport operator to act as an agent for foreign transport 

operators; and requests that documents needed for various aspects of transport and customs clearance be in 

Farsi. 
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Figure 22 Road permits for bilateral transport along the Eurasian Central Corridor 

 

Source: Varvara Krechetova. 
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EURASIAN SOUTHERN CORRIDOR  

Table 27 Bilateral road transport agreements between countries along the Eurasian Southern Corridor 

 Bangladesh Cambodia China India 
Lao People’s 
Democratic 

Republic 

Malaysia Myanmar Singapore Thailand Viet Nam 

Bangladesh  - - - - - - - - - 

Cambodia   - - 1999 - - - - 
1998 

2000* 

China    - 1993 - - - - 1994 

India     - - - - - - 

Lao People’s 

Democratic 
Republic  

     - - - 
1999 

2001** 
2001 

Malaysia       - - - - 

Myanmar        - - - 

Singapore         - - 

Thailand          - 

Viet Nam           

Sources: ESCAP presentations from the Second Meeting of the Regional Network of Legal and Technical Experts on Transport Facilitation, ESCAP 

Database of Agreements Related to International Road Transport. 

Notes: Agreement either not in place or was not found within this research effort. 

Dates in the table show date of the general road transport agreement, unless otherwise explained in respective note. Agreements covering specific 

issues related to road transport or MOUs are not included. The compilation is based on open access data and might miss some of the existing 

agreements. 

*Agreement on the Transit of Goods between the Government of the Kingdom of Cambodia and the Government of the Socialist Republic of Viet 

Nam, 2000. 

**Subsidiary Agreement Specifying Road Transport Arrangements between the Government of the Lao People's Democratic Republic and the 

Government of the Kingdom of Thailand, 2001. 

 

The southern road corridor is only partly covered by bilateral agreements, which for the most part oversee its eastern 

section on the borders between China, Viet Nam, Cambodia, and Thailand (S1A route) and its central section at the 

Thailand, Lao People’s Democratic Republic and China borders (S1B).  

The Youyiguan (China) – Huu Ngi (Viet Nam) border crossing on the S1A route is governed by the China – Viet Nam 

road transport agreement, 1994. It requires the transport operators of the two countries to get permission to carry out 

cross-border road transport operations. The protocol for the agreement’s implementation requires a vehicle to enter and 

exit through one and the same border crossing point during its round trip. It also sets seven types of permits for transport 

between the two countries, four types for passenger transport between the border regions or beyond, and three for the 

transport of goods. The permits issued for cargo vehicles are single entry while regular passenger vehicles can obtain a 

multi-entry permit. Vehicles need to be accompanied by eight types of documents (permit; vehicle license;527 technical 

safety test certificate and environment protection certificate; license plate; list of passengers or invoice for goods; 

passenger transport contract or itinerary issued by a travel agency, or a goods customs declaration; third-party insurance 

certificate recognized in the other country; and completed forms required for border crossing), while drivers must have 

national vehicle registration documents, a national driving license for the type of vehicle they drive during the trip, a 

passport and a visa or other documents as agreed by the two countries. The documents should either be in Chinese and 

Vietnamese or in the driver’s national language accompanied by an English translation. The agreement forbids cabotage 

while allowing vehicles to stay 30 days in the other country subject to a single 10-day extension. There are seven border 

crossing posts open for bilateral transport and 20 agreed routes, four of which are relevant to the Eurasian Southern 

Corridor. In China, the designated routes go up to Shenzhen, Nanning and Kunming; in Viet Nam they run to Ha Noi, 

and Hai Phong.528  

                                                 
527 A vehicle license in China is the document that certifies a vehicle’s roadworthiness; it includes information on the vehicle license plate, owner’s 

name, vehicle type, engine number, chassis number, payload or maximum passenger number, date of initial registration and records of annual inspections. 

Vehicles without a vehicle license are not allowed on roads in China. 

528 “Agreement between the Government of the People’s Republic of China and the Government of the Socialist Republic of Viet Nam on road transport”; 

“Protocol between the Government of the People’s Republic of China and the Government of the Socialist Republic of Viet Nam on amending the 

‘Agreement between the Government of the People’s Republic of China and the Government of the Socialist Republic of Viet Nam on road transport’”; 
“Protocol between the Government of the People’s Republic of China and the Government of the Socialist Republic of Viet Nam on implementation of 
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The 2015 ESCAP survey on cross-border transport along the selected corridors confirmed that practices at the China – 

Viet Nam border differ for border and inland regions. Viet Nam issues permits for transport within the border regions 

without quota, along with 500 permits for (multiple use, valid for one year) inland cities in the country. The 

implementation of the requirements for third-party insurance providers to be recognized by the other contracting party 

means that, in practice, China requires insurance to be purchased at borders, while Viet Nam recognizes insurance from 

China. Reported differences in customs documentation include the Chinese side requiring a trading contract and 

authorization, and an entrustment agreement for customs clearance. The Viet Nam side requires a goods insurance 

certificate and a shipper's letter of inspection. Overall, for the temporary importation of a vehicle Chinese customs are 

more demanding than Vietnamese customs, who ask only for a customs declaration. China permits higher weights and 

larger dimensions than Viet Nam. 

Road transport at the Cambodia (Bavet) – Viet Nam (Moc Bai) border on the S1A route is governed by the agreement 

on road transportation between Cambodia and Viet Nam, 1998; the MOU on types and quantity of commercial motor 

vehicles for implementation of the agreement and the protocol on road transportation, 2009; and the agreement on the 

transit of goods between Cambodia and Viet Nam, 2000.529 The movement of vehicles is regulated by a permit system 

that allows 500 motor vehicles per year per country. The survey showed that Cambodia issues one-year permits to 

operators and Viet Nam issues permits for vehicles that are valid for one to five years. The MOU from 2009 sets 29 

designated routes between various points in Viet Nam (mostly in the south) and Cambodia, 20 of which use the Bavet 

(Cambodia) – Moc Bai (Viet Nam) BCP on the selected corridor.530 The ESCAP survey showed that both countries 

require third-party insurance purchased in respective home countries, allow international or national driving licenses 

under the ASEAN Framework, accept vehicle documents in English and for temporary vehicle importation ask only for 

a customs declaration. For cargoes, however, the countries’ lists of customs documents are different, as are the permitted 

lengths and maximum weights for articulated vehicles with five axles and above. 

In the absence of a road agreement between Cambodia and Thailand, movement along the Eurasian Southern Corridor on 

the S1A route is governed by the MOU between Cambodia and Thailand on the exchange of traffic rights for cross 

border transport through the Aranyaprathet – Poipet border crossing point, 2008. The MOU stipulates that transport 

permits, valid for one year, are issued to transport operators in the initially agreed number of 40 per country (for non-

scheduled passenger transport and transport of cargoes); the operator choses one vehicle for which to use the permit as it 

can be used for only one vehicle at a time.531 Vehicles should travel by designated routes: the ESCAP survey showed that 

while Thailand allows Cambodian trucks up to Bangkok/Laem Chabang, Cambodia allows Thai trucks to transit to Viet 

Nam. There are differences in the weights and dimensions allowed on the different sides of the border. Cambodia 

recognizes third-party insurance from Thailand, while Cambodian vehicles have to purchase insurance at the border. 

Under the MOU both sides require international or national driving licenses translated into English; other documents 

include a customs declaration for the temporary importation of a vehicle, vehicle registration certificate, passenger or 

cargo manifest, vehicle inspection certificate, and passports. If applicable, the following additional materials may be 

required: visas for crew and passengers, commercial invoice, packing list, consignment note, multimodal transport 

documents, etc.532 

On the S1B route, the China – Lao People’s Democratic Republic road transport agreement, 1993, applies, as other 

agreements require that transport operators moving between the two countries are licensed for international operations. 

Cabotage is forbidden, but the carriage of goods from/to points within the other party, and to/from points in the third 

country is allowed if a special permit issued by the other party is obtained. A border-crossing permit system is in place, 

and for cargo vehicles (not regular passenger services) the permits are for a single round trip. Regular passenger services 

have their own permits. Goods should be accompanied by a national goods manifest in the internationally recognized 

format. Drivers should carry national or international driving licenses matching the category of the vehicle and the 

vehicle’s domestic registration documents. The agreement requires that third-party insurance is purchased in advance.533 

The two countries are working on amending the agreement.534 

                                                 
the ‘Agreement between the Government of the People’s Republic of China and the Government of the Socialist Republic of Viet Nam on road 

transport.’” 

529 ESCAP Database of Agreements Related to International Road Transport. 

530 “Memorandum of Understanding on Types and Quantity of Commercial Motor Vehicles for Implementation of the Agreement and the Protocol 
between the Royal Government of Cambodia and the Government of the Socialist Republic of Vietnam on Road Transportation, 2009 and Amendment 

2012.” 

531 “Memorandum of Understanding between the Royal Government of Cambodia and the Government of the Kingdom of Thailand on the Exchange 

of Traffic Rights for Cross Border Transport through the Aranyaprathet-Poipet Border Crossing Point.” 

532 “Memorandum of Understanding between the Royal Government of Cambodia and the Government of the Kingdom of Thailand on the Exchange 

of Traffic Rights for Cross Border Transport through the Aranyaprathet-Poipet Border Crossing Point.” 

533 “Agreement between the Government of the People’s Republic of China and the Government of the Lao People’s Democratic Republic on road 

transport.” 

534 Road transport bureau of the Guangxi Zhuang Autonomous Region, “Meeting Minutes of the Second Meeting of the Working Group for Amendment 

of the China - Laos Road Transport Agreement.” 
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The ESCAP Survey on cross-border practices at the China – Lao People’s Democratic Republic border showed that both 

countries issue single round-trip permits subject to annual quotas, require third-party insurance purchased at the border, 

and allow the usage of national driving licenses (for which the Chinese side requires translation into Chinese). While 

there are no designated routes in Lao People’s Democratic Republic for Chinese trucks, China designates routes for 

Laotian vehicles. Dimensions and weight standards differ between the two countries. As in other cases, China requires a 

vehicle license.  

Traffic via the Lao People’s Democratic Republic (Thanaleng) – Nong Khai (Thailand) border crossing further along the 

S1B route is governed by the Lao – Thai agreement on road transport, 1999, and a subsidiary agreement specifying 

road transport arrangements, 2001.535 No permit and quota system is in place, but operators should be licensed for 

international transport operations. The 1999 agreement covers both bilateral transport as well as transit to Lao People’s 

Democratic Republic from ports in Thailand, without providing rights for cabotage.536 The subsidiary agreement of 2001 

indicates that 10 BCPs exist for bilateral transport, and that there are eight routes in Lao People’s Democratic Republic 

and 10 in Thailand. It also requires that entry/exit inspections be done at frontier points only. The documents needed for 

transport include a registration certificate for the vehicle (similar to the vehicle license in China), road tax payment 

documents, periodic inspection certificate, transport operating license, vehicle permit, third-party insurance policy, 

driving license, invoice for goods or a passenger list, bill of landing and a packing list for goods in transit, and a list of 

equipment necessary for requesting tax exemption.537  

The ESCAP survey on cross-border transport found out that Thailand requires driving licenses to be translated into 

English and the insurance policy to be purchased at borders. The customs requirements of Lao People’s Democratic 

Republic for goods are more stringent than in Thailand. 

There is no road transport agreement between Malaysia and Thailand, and therefore no traffic rights are given at the Bukit 

Kayu Hitam (Thailand) – Sa Dao (Malaysia) border crossing; goods are transshipped. The exception is the transport of 

perishable goods to Singapore, which is covered by a Memorandum of Understanding between the Government of the 

Kingdom of Thailand and the Government of Malaysia on the Movement in Transit of Perishable Goods by Road from 

Thailand through Malaysia to Singapore, 1979. Under the MOU, 30,000 tons of chilled, fresh or frozen meat, marine 

products, fruit or vegetables can have tax-free transit. Any excess is taxed, the transit can be implemented by an operator 

licensed in Malaysia, and the operator can carry goods in both directions but cannot unload them in Malaysia. Transit 

operations travel via a designed route (AH2) and the exit/entry of the vehicle is allowed only at Bukit Kayu Hitam.538 

Routes S1 and S1C are not covered by bilateral agreements: China and Myanmar, India and Myanmar, and India and 

Bangladesh do not exchange traffic rights. Goods have to be transshipped at the Ruili (China) – Muse (Myanmar); Mongla 

(China) – Daluo (Myanmar); Tamu (Myanmar) – Moreh (India); Petrapole (India) – Benapol (Bangladesh); Dawki (India) 

– Tamabil (Bangladesh) border crossing posts. Under a municipal agreement at the Ruili – Muse border between China 

and Myanmar, Chinese trucks can enter 12 km inside the territory of Myanmar, and trucks from Myanmar can travel the 

8 km to Ruili in China. 

In conclusion, for the Eurasian Southern Corridor:  

1. The countries along the corridor tend not to sign bilateral road agreements with each other. That might be due to 

current work on subregional agreements taking place under the ASEAN and GMS initiatives. 

2. There is no exchange of traffic rights for 6 of 11 border crossings (see Figure 23): India with Bangladesh and 

Myanmar; China – Myanmar; and Thailand – Malaysia. For two of the six BCPs there are some special 

arrangements (the entry of trucks at BCPs between China and Myanmar, perishable goods transit through the 

Malaysia – Thailand border).  

3. Permit systems with quotas are in place for border crossings covered by bilateral agreements, with the exception 

of the agreement between Lao People’s Democratic Republic and Thailand. Permits can be issued for vehicles (as 

happens in agreements in China) or to operators (in the case of Cambodia and Thailand). 

4. The implementation of the agreements by contracting parties at borders may not match. Discrepancies are often 

observed in the areas of: 

a. third-party liability insurance, when one party does not recognize insurance issued in the other’s 

country, and vehicles have to buy insurance at the border (China requires Vietnamese vehicles to 

                                                 
535 “Subsidiary Agreement Specifying Road Transport Arrangements between the Government of the Lao People’s Democratic Republic and the 
Government of the Kingdom of Thailand”; “Agreement between the Government of the Lao People’s Democratic Republic and the Government of the 

Kingdom of Thailand on Road Transport.” 

536 “Agreement between the Government of the Lao People’s Democratic Republic and the Government of the Kingdom of Thailand on Road Transport.” 

537 “Subsidiary Agreement Specifying Road Transport Arrangements between the Government of the Lao People’s Democratic Republic and the 

Government of the Kingdom of Thailand.” 

538 “Memorandum of Understanding between the Government of the Kingdom of Thailand and the Government of Malaysia on the Movement in Transit 

of Perishable Goods by Road from Thailand through Malaysia to Singapore.” 
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buy insurance at the border, while Viet Nam accepts Chinese insurance; Thailand requires 

Cambodian and Laotian vehicles to purchase insurance at border, while Cambodia and Lao People’s 

Democratic Republic accept Thai insurance); 

b. designated routes: for example, China and Thailand have designated routes for international transport 

from Lao People’s Democratic Republic, while Lao People’s Democratic Republic does not report 

the existence of any designated routes on its territory; 

c. documents for the temporary importation of vehicles: most countries require a customs declaration 

only, while China asks for other vehicle documents as well, and Thailand requires a list of spare 

parts and other materials to grant tax exemption; 

d. customs documentation for cargo: all of the countries have different sets of documents that are 

complimentary to the set of papers required for the vehicle and the driver (crew) to cross the border. 
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Figure 23 Road permits for bilateral transport along the Eurasian Southern Corridor 

 

 

 

Source: Varvara Krechetova. 
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III.5 IMPEDIMENTS TO TRAFFIC ALONG THE CORRIDORS 

RELATED TO AREAS OF TRADE AND TRANSPORT 

FACILITATION 

LIST FOR THE EURASIAN NORTHERN CORRIDOR 

The Eurasian Northern Corridor is the working land connection between Asia and Europe, and it has the main trunk of 

the Trans-Siberian Railway as its backbone. The Lianyungang – Urumqi – Horgos – Russian Federation – Europe stretch 

is the new link. The Customs Union between Kazakhstan, the Russian Federation and Belarus makes the corridor 

attractive for both rail and road transport, by eliminating customs and related checks at internal borders, moving them to 

the borders of the Russian Federation or Kazakhstan with China, the Russian Federation with Mongolia, and the Russian 

Federation/Belarus with the European Union (see sections III.3, III.4 on the Eurasian Northern Corridor). 

Analysis of the logistics performance index (LPI) of the countries along the Eurasian Northern Corridor shows that most 

of the Corridor goes through territories where the quality of logistics services could be improved. Only in China does the 

international LPI (index created on the basis of evaluation by its trading partners/logistics professionals working outside 

of a country) exceed the average for the region (East Asia and the Pacific). For Kazakhstan, Mongolia and the Russian 

Federation, the LPI is lower than it is for East Asia and the Pacific and for Europe and Central Asia (see Table 28, Figure 

24).  

 

Figure 24 International Logistics Performance Index in 2016 for countries along the Eurasian Northern Corridor 

 

Source: World Bank. Available from http://lpi.worldbank.org. 

Highly ranked China (27th), the low-ranking Russian Federation and Mongolia (99th and 108th), and the slightly better 

performing Kazakhstan (77th) show the worst performances at customs (lower scores). Meanwhile, timeliness appears to 

be the countries’ strongest quality in logistics. This, however, does not negate from the fact that the international logistics 

community sees the customs procedures, infrastructure, international shipment processes, competences, quality of 

shipment tracking and timeliness in Kazakhstan, Mongolia and the Russian Federation as being below average for Europe, 

and East and Central Asia (see Table 28). 
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Table 28 International Logistics Performance Index in 2016 for countries along the Eurasian Northern Corridor 

Country 
LPI Customs Infrastructure 

International 

shipments 

Logistics 

competence 

Tracking & 

tracing 
Timeliness 

Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score 

China 27 3.66 31 3.32 23 3.75 12 3.7 27 3.62 28 3.68 31 3.9 

Kazakhstan 77 2.75 86 2.52 65 2.76 82 2.75 92 2.57 71 2.86 92 3.06 

Mongolia 108 2.51 100 2.39 140 2.05 129 2.37 129 2.31 108 2.47 65 3.4 

Russian 

Federation 
99 2.57 141 2.01 94 2.43 115 2.45 72 2.76 90 2.62 87 3.15 

Region: 
Europe & 

Central Asia 

 3.23  3.03  3.16  3.14  3.17  3.24  3.62 

Region: East 

Asia & 
Pacific 

 3.14  2.98  3.02  3.08  3.07  3.12  3.54 

Source: World Bank. Available from http://lpi.worldbank.org. 

The main non-infrastructure impediments along the Eurasian Northern Corridor are: 

1. Railways 

a. Although the situation is improving, problems with the availability of wagons and containers along with return 

procedures and practices, and the unpredictability of delivery times, are still an issue for the Trans-Siberian 

Railway and other railways of the Eurasian Northern Corridor.539 

b. The Trans-Siberian Railway provides a short route from Europe to the east and northwest of China via 

Mongolia or Manzhouli, and better access to western China via Kazakhstan. At the same time, due to 

nationally structured railway systems, there are more market players involved in the transport process than in 

sea operations, where container operators have representative offices worldwide.540 Therefore, there are more 

currency risks and more complicated operations. 

2. Roads 

a. Regulatory mismatches occur at the borders of countries along the Corridor during international road transport 

operations. Differences in weight standards, and requirements for the translation of national driving licenses 

for international transport to occur can lead to decreased efficiency, and an increase in the number of 

documents needed for international transport along with respective costs (see II.4). 

b. While the situation regarding the usage of the TIR carnet in the Russian Federation has normalized, the 

Government is discussing a possible change to the national guarantee association, and the process has not 

been completed. 

c. There are geographical restrictions on entry to partner countries in some country pairings along the Corridor: 

Mongolian trucks can enter China only up to certain points; China and the Russian Federation both restrict 

routes that can be used by each other’s trucks; and the same goes for China and Kazakhstan. 

d. Cabotage is forbidden in all countries. 

3. Customs 

a. Customs requirements between China, Mongolia and the Russian Federation differ, complicating the 

environment for transit. The three countries’ authorities are taking steps towards improving the situation 

through the holding of trilateral meetings (latest in 2015). Most of the issues raised by freight forwarders 

concern borders with China, rather than the Russian Federation – Mongolia border.541 

b. The treatment of Mongolia-bound cargoes at Tianjin port is known to induce delays, since a large amount of 

cargoes are subject to detailed physical inspection regardless of the advance electronic submission of 

documentation prior to a vessel’s arrival.542 

c. Chinese requirements for the temporary importation of vehicles and cargoes are stricter than those in 

bordering countries. 

                                                 
539 Galushko, “Study on Corridors.” 

540 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors.” 

541 ESCAP, “Report on Transport Facilitation Procedures and Documentation in Mongolia.” 

542 ESCAP, “Report on Transport Facilitation Procedures and Documentation in Mongolia.” 
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LIST FOR THE EURASIAN CENTRAL CORRIDOR 

The routes of the Eurasian Central Corridor are still developing into stable connections between Asia and Europe. Both 

the physical and the “soft” infrastructure must be improved. The Eurasian Central Corridor is not easy to use for transit, 

as it runs through many state borders that have full-scale customs and border checks, and encounters the added hindrance 

of break-of-gauge points for rail transport on parts of the route. 

Apart from Turkey, the international LPI 2016 in the countries along the Eurasian Central Corridor is below average for 

both the regions of Europe and Central Asia, and East Asia and the Pacific (see Table 29, Figure 25). Turkey is ranked 

34th in the world by international LPI and holds the Corridor’s highest sectoral rank (for infrastructure) and its highest 

sectoral index (for timeliness of deliveries).  

 

Figure 25 International Logistics Performance Index in 2016 for countries along the Eurasian Central Corridor 

 

 

Source: World Bank. Available from http://lpi.worldbank.org. 

 

The lowest LPI on the Corridor is in Tajikistan, with Afghanistan and Kyrgyzstan receiving similarly low scores. Customs 

is one of the aspects in which the countries perform the worst (Kyrgyzstan, Tajikistan, Islamic Republic of Iran, Pakistan 

and Turkey) or second worst. Other aspects that are particularly dissatisfying for the international logistics industry are: 

infrastructure (particularly in Afghanistan and Kyrgyzstan), tracking (Afghanistan and Turkmenistan) and logistics 

competence (Kyrgyzstan). 

Table 29 International Logistics Performance Index in 2016 for countries along the Eurasian Central Corridor 

Country 
LPI  Customs Infrastructure 

International 

shipments 

Logistics 

competence 

Tracking & 

tracing 
Timeliness 

Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score 

Afghanistan 150 2.14 138 2.01 154 1.84 125 2.38 139 2.15 155 1.77 137 2.61 

Georgia 130 2.35 118 2.26 128 2.17 131 2.35 146 2.08 112 2.44 117 2.8 

Iran (Islamic 

Republic of) 
96 2.6 110 2.33 72 2.67 88 2.67 82 2.67 111 2.44 116 2.81 

Kyrgyzstan 146 2.16 156 1.8 150 1.96 152 2.1 151 1.96 115 2.39 126 2.72 

Pakistan 68 2.92 71 2.66 69 2.7 66 2.93 68 2.82 67 2.91 58 3.48 

Tajikistan 153 2.06 150 1.93 130 2.13 151 2.12 143 2.12 144 2.04 159 2.04 

Turkey 34 3.42 36 3.18 31 3.49 35 3.41 36 3.31 43 3.39 40 3.75 

Turkmenistan 140 2.21 142 2 103 2.34 126 2.37 145 2.09 154 1.84 142 2.59 

Uzbekistan 118 2.4 114 2.32 91 2.45 130 2.36 116 2.39 143 2.05 114 2.83 
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Country 
LPI  Customs Infrastructure 

International 

shipments 

Logistics 

competence 

Tracking & 

tracing 
Timeliness 

Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score 

Region: Europe 

& Central Asia 
 3.23  3.03  3.16  3.14  3.17  3.24  3.62 

Region: East 

Asia & Pacific 
 3.14  2.98  3.02  3.08  3.07  3.12  3.54 

Source: World Bank. Available from http://lpi.worldbank.org. 

The main non-infrastructure impediments along the Eurasian Central Corridor are: 

1. Railways 

a) High tariffs and long times for return of empty wagons/containers.  

b) Procedures for the return of containers. For example, in Kazakhstan only the consignee is allowed to return 

the container to railway stations, and there is no penalty for failure to do so. International companies are 

therefore encountering problems in ensuring the return of their equipment, and some chose on the whole to 

avoid Central Asian itineraries.543 

2. Roads 

a) Most of the countries set rules for bilateral road transport by means of road agreements, and try to observe 

reciprocity. However, there are still aspects that differ between country pairings and either impose additional 

restrictions or increase documentation requirements: 

 Designation of routes: one side may designate routes while the other does not (Kyrgyzstan – 

Tajikistan; Azerbaijan – Islamic Republic of Iran; Russian Federation – Azerbaijan; Azerbaijan 

– Georgia; Pakistan – Islamic Republic of Iran) or one side may grant wider access than the 

other (China – Kyrgyzstan; China – Pakistan). 

 Customs requirements for the temporary importation of vehicles (borders of China, Islamic 

Republic of Iran). 

 Weight standards. 

 Translation of national driving licenses. 

b) At BCPs in Uzbekistan there are no separated lanes for authorized economic operators or TIR carnet holders. 

Similarly, a resolution of the Cabinet of Ministers (Resolution No. 75 of 4 May 2007) provides a 113-page 

list of goods that are subject to customs inspection at BCPs, thus making border crossing in Uzbekistan 

troublesome and unfavorable for foreign operators.544 

c) Cabotage is usually forbidden. 

3. Border crossings: 

a) The CAREC CPMM report of 2015 observed the following problems:  

 unharmonized transit trade procedures;  

 disparate border-crossing activities;  

 lack of effective inter-agency cooperation;  

 low adoption of advanced risk-management techniques;  

 unofficial payments.545  

These conclusions confirm trends stated by the World Bank in its measurements of the corridors in Central 

and South Asia in 2008-2009: overlapping, confusion and duplications between border-crossing and customs 

services that increased border-crossing times, as well as the size and frequency of unofficial payments.546 

b) Policy issues impact the workings of borders. For instance, Karamyk road BCP is not open for international 

cargoes and passengers, blocking possible transit from China to Tajikistan. Uzbekistan closes borders during 

important events in the country (Independence Day, SCO summit). 

                                                 
543 Davydenko et al., “Potential for Eurasia Land Bridge Corridors & Logistics Developments along the Corridors,” 133. 

544 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 28. 

545 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015,” 50. 

546 World Bank, “Performance of Transport Corridors in Central and South Asia: Measurements 2008-2009.” 
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c) Unofficial payments are an issue for some border crossings along the Eurasian Central Corridor. The 

probability of an unofficial payment occurring for a particular border-crossing activity – as recorded in the 

CAREC CPMM report – was 31 per cent, and the size of the payment varies.547 Unofficial payments and fees 

introduce instability in transport costs, and decrease the efficiency and reliability of transport routes. 

d) Transshipment for road transport is needed at the BCPs of Tursunzade (Tajikistan) – Sariosiyo (Uzbekistan) 

and Speenboldak (Afghanistan) – Chaman (Pakistan). 

e) The Islamic Republic of Iran requires an Iranian agent to act on behalf of a foreign transport operator, and 

requests that documentation be translated into Farsi. The country’s documentation requirements for customs 

and transport operations are more complex than those of the other countries along the Corridor. 

 

LIST FOR THE EURASIAN SOUTHERN CORRIDOR 

The countries of the Eurasian Southern Corridor are diverse both in terms of the state of their transport infrastructure and 

the development of their logistics and transport services. This is confirmed by the international LPI of these countries, 

with ranks varying from 152nd for Lao People’s Democratic Republic and 113rd for Myanmar, to 32nd for Malaysia, 35th 

for India and 45th for Thailand (see Figure 26 and Table 30). Singapore is 5th in the world.  

 

Figure 26 International Logistics Performance Index in 2016 for countries along the Eurasian Southern Corridor 

 

Source: World Bank. Available from http://lpi.worldbank.org. 

 

The four top countries outperform the regions where they are located – South Asia, and East Asia and Pacific – and have 

high ranks in terms of their timeliness and handling of international shipments. Other countries along the Corridor, among 

the indicators given, have lower scores for infrastructure and customs. 

                                                 
547 Asian Development Bank, “CAREC Corridor Performance Measurement & Monitoring Annual Report 2015.” 



142 

Table 30 International Logistics Performance Index in 2016 for countries along the Eurasian Southern Corridor 

  

Country 

LPI Customs Infrastructure 
International 

shipments 

Logistics 

competence 

Tracking & 

tracing 
Timeliness 

Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score Rank Score 

Bangladesh 87 2.66 82 2.57 87 2.48 84 2.73 80 2.67 92 2.59 109 2.9 

Cambodia 73 2.8 77 2.62 99 2.36 52 3.11 89 2.6 81 2.7 73 3.3 

India 35 3.42 38 3.17 36 3.34 39 3.36 32 3.39 33 3.52 42 3.74 

Lao People’s 

Democratic 
Republic 

152 2.07 155 1.85 155 1.76 148 2.18 144 2.1 156 1.76 133 2.68 

Malaysia 32 3.43 40 3.17 33 3.45 32 3.48 35 3.34 36 3.46 47 3.65 

Myanmar 113 2.46 96 2.43 105 2.33 144 2.23 119 2.36 94 2.57 112 2.85 

Singapore 5 4.14 1 4.18 6 4.2 5 3.96 5 4.09 10 4.05 6 4.4 

Thailand 45 3.26 46 3.11 46 3.12 38 3.37 49 3.14 50 3.2 52 3.56 

Viet Nam 64 2.98 64 2.75 70 2.7 50 3.12 62 2.88 75 2.84 56 3.5 

Region: 

South Asia 
  2.62   2.42   2.45   2.68   2.56   2.56   3.03 

Region: East 

Asia & 

Pacific 

 3.14  2.98  3.02  3.08  3.07  3.12  3.54 

Source: World Bank. Available from http://lpi.worldbank.org. 

 

The main non-infrastructure impediments along the Eurasian Southern Corridor are: 

1. Railways 

a) No agreement on the interoperability of the railways is in force (AFAGIT Protocol 6 is not in force, and 

railway transport is not covered under the GMS CBTA). At present this might not be urgent while physical 

railway connectivity is disjointed, but with the construction of missing links and progress on the SKRL, 

subregional regulation on railway transport will be crucial. 

2. Roads 

a) There is no exchange of traffic rights at the India – Bangladesh; India – Myanmar; China – Myanmar; and 

Thailand – Malaysia borders (6 of 11 border crossings along the corridor).  

b) The rest of the borders have permit systems with quotas (except for the case of Lao People’s Democratic 

Republic – Thailand). 

c) There are mismatches in transport and cross-border regulations between pairs of countries that have the 

exchange of traffic rights, and the major areas of inconsistencies are (see section II.4 “Southern Corridor” for 

full details): 

 recognition of the third-party insurance of the other country (China – Viet Nam; Thailand – Lao 

People’s Democratic Republic; Thailand – Cambodia); 

 designation of routes allowed for travel (China – Lao People’s Democratic Republic; Thailand 

– Lao People’s Democratic Republic); 

 number and types of documents for the temporary importation of vehicles (China and Thailand 

require more documents than other countries); 

 lists of documents for cargoes. 

d) It was observed that the content of existing bilateral agreements is not always well known to transport actors; 

actual practices are decided by officials on the ground, distorting policymakers’ understanding of the status 

of implementation.548  

e) There are illegal checkpoints on roads in Myanmar.549 

3. Border crossings 

                                                 
548 Ksoll and Quarmby, “Private Sector Views on Road Transport along the North South Economic Corridor”; Ksoll and Quarmby, “Private Sector 

Views on Road Transport along the Yangon – Mandalay – Muse/Ruili – Kunming Corridor.” 

549 Ksoll and Quarmby, “Private Sector Views on Road Transport along the Yangon – Mandalay – Muse/Ruili – Kunming Corridor.” 
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a) Lack of implementation of risk-management measures and high rates of physical inspection (borders in 

Cambodia). 

b) Despite an agreement between the municipalities of Ruili and Muse, Chinese drivers are not willing to enter 

Myanmar due to both lower weight limitations, a lack of knowledge of the country, and associated concerns.550 

4. Some country-specific non-physical impediments are: 

a) Extensive documentation requirements on the India – Bangladesh border: it is estimated that the necessary 

number of documents with copies needed for export in India could be 81, with 102-114 signatures; it might 

take 16-18 hours to simply type or fill in the documents.551 The situation is mirrored on the border’s other 

side: the complexity of the paperwork is one of the reasons for extra-long delays at the border in Benapol, 

Bangladesh. Large amounts of documents increase transaction costs.552 

b) Security issues and shooting incidents in northeast India and the border area with Bangladesh, and in areas of 

Myanmar close to the border with China. 

 

  

                                                 
550 Ksoll and Quarmby. 

551 Saikat and Suranjan, “Economic Corridors and Pro-Poor Private Sector Development in South Asia: A Case Study of Bangladesh and India,” 209. 

552 Saikat and Suranjan, “Economic Corridors and Pro-Poor Private Sector Development in South Asia: A Case Study of Bangladesh and India,” 212. 
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IV. OPERATIONAL SOLUTIONS  

IV.1 DEVELOPMENT OF INSTITUTIONAL ARRANGEMENTS 

FOR EURASIAN TRANSPORT CORRIDOR MANAGEMENT 

IV.1.1 CURRENT DEVELOPMENT OF INSTITUTIONAL ARRANGEMENTS 

FOR CORRIDOR MANAGEMENT UNDER UNITED NATIONS ESCAP 

The ESCAP project “Comprehensive Planning of Eurasian Transport Corridors to Strengthen Intra- and Interregional 

Transport Connectivity” intends to contribute to the successful development of the Eurasian Transport Corridors as 

defined by the United Nations ESCAP Asian Highway network, the Trans-Asian Railway network and the network of 

dry ports.  

One of the main challenges is, however, to achieve the good governance and management of these transport corridors, 

which requires optimal coordination and cooperation amongst the involved countries and, finally, the integration of their 

planning and information systems related with the development of the Eurasian transport corridors. This is fully in line 

with the vision of the United Nations Economic and Social Commission for Asia and the Pacific (ESCAP), which is to 

be the most comprehensive multilateral platform for promoting cooperation among member states to achieve inclusive 

and sustainable economic and social development in Asia and the Pacific. 

At its 73rd session in May 2017, ESCAP adopted Resolution 73/4 on the Implementation of the Ministerial Declaration 

on Sustainable Transport Connectivity in Asia and the Pacific issued at its 3rd session on 5-9 December 2016 in Moscow 

(Annex 1). This Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific
553

 adopted the 

following programmes, agreements and models to enhance sustainable transport connectivity in the ESCAP region: 

 

(a) The Regional Action Programme for Sustainable Transport Connectivity in Asia and the Pacific, phase I (2017-

2021); contained in Annex I to the Declaration. 

(b) The Model Subregional Agreement on Transport Facilitation; contained in Annex II to the Declaration. 

(c) The Model Bilateral Agreement on International Road Transport; contained in Annex III to the Declaration. 

(d) The Model Multilateral Permit for International Road Transport; contained in Annex IV to the Declaration. 

(e) The Standard Model of Logistics Information Systems; contained in Annex V to the Declaration. 

(f) The updated Regional Road Safety Goals and Targets for Asia and the Pacific 2016-2020; contained in Annex 

VI to the Declaration. 

 

The Regional Action Programme for Sustainable Transport Connectivity in Asia and the Pacific includes seven thematic 

areas and formulates immediate objectives, outputs and indicators of achievement in each area: 

 

 Regional transport infrastructure connectivity; 

 Regional transport operational connectivity; 

 Euro-Asian transport connectivity; 

 Transport connectivity for least developed countries, landlocked developing countries and small 

island developing States; 

 Sustainable urban transport; 

 Rural transport connectivity to wider networks; 

 Improving road safety. 

Box 2 features text from the Regional Action Programme for Sustainable Transport Connectivity in relation to regional 

transport infrastructure connectivity, regional transport operational connectivity, and Euro-Asian transport connectivity:  

 

                                                 
553Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific (5-9 December 2016). Available from https://www.unescap.org. 
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BOX 2: EXTRACTS FROM REGIONAL ACTION PROGRAMME FOR 

SUSTAINABLE TRANSPORT CONNECTIVITY 

 

“1. Regional transport infrastructure connectivity 

While the Intergovernmental Agreement on the Asian Highway Network, the Intergovernmental Agreement on the 

Trans-Asian Railway Network and the Intergovernmental Agreement on Dry Ports provide the foundation for 

regional connectivity, the quality and capacity of this infrastructure across the region is uneven and some links are 

still missing. It is believed that the development of international intermodal corridors would provide a framework 

for a coordinated approach to address development issues across all modes, including interoperability and 

technological innovations. 

Immediate objective 

Regional connectivity is to be enhanced through the continued development, upgrading, planning and 

operationalization of the transport infrastructure networks, including through the introduction of new technologies 

and necessary regional standards. 

Outputs 

1. Sessions of the Working Group on the Asian Highway, the Working Group on the Trans-Asian Railway Network 

and the Working Group on Dry Ports. 

2. Study on a regional framework on infrastructure connectivity for integrated intermodal transport corridors with 

the inclusion of land, maritime and air transport. 

3. Study on infrastructure integration of different modes of transport through further development of the Asian 

Highway network, the Trans-Asian Railway network, the network of dry ports and other regional transport 

infrastructure networks, including air and maritime infrastructure. 

4. Study on harmonization of technical standards of transport infrastructure and its upgrading. 

5. Study on the application of new technologies to promote sustainable transport through improved infrastructure 

facilities. 

6. Report on progress in transport infrastructure connectivity in the region. 

7. Workshop/seminar/meeting/advisory service on transport infrastructure connectivity. 

Indicators of achievement 

1. Continued use by Member States of the meetings of the Working Group on the Asian Highway, the Working 

Group on the Trans- Asian Railway Network and the Working Group on Dry Ports to amend the corresponding 

Intergovernmental Agreements and debate issues relating to the development of the networks.  

2. An increased number of Member States become parties to the Intergovernmental Agreement on the Asian Highway 

Network, Intergovernmental Agreement on the Trans-Asian Railway Network and Intergovernmental Agreement on 

Dry Ports. 

3. Adoption by Member States of favourable frameworks for the development and operation of intermodal transport 

corridors. 

4. Measures taken by Member States to upgrade and expand the Asian Highway and Trans-Asian Railway networks 

and internationally recognized dry ports in their countries, including measures to harmonize technical standards and 

introduce new traffic management technologies. 

5. Measures taken by Member States to incorporate study recommendations for regional and interregional intermodal 

transport corridors. 

 

2. Regional transport operational connectivity 

The demand for transport connectivity in the region has grown rapidly owing to high economic growth in many 

countries. Progress has been made in developing transport infrastructure but more needs to be done in terms of its 

operationalization. A fragmented approach, lack of integration, high logistics costs and inefficiency are the main 
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obstacles to seamless regional transport operational connectivity. Eliminating non-physical barriers to international 

transport, developing integrated intermodal transport systems at the national, subregional and regional levels that 

optimally combine the strengths of various modes of transport and reducing transport logistics costs will help to 

achieve transport operational connectivity in the region. 

Immediate objectives 

1. Regional transport operational connectivity is to be enhanced through strengthened transport facilitation measures, 

including harmonization of transport technical and operational standards, regulations and practices; understanding 

and use of new technologies; as well as implementation of transport facilitation tools and frameworks. 

2. Integrated intermodal transport systems are to be developed and operationalized by using existing capacities and 

infrastructure more effectively, enhanced network connectivity resulting from better interconnected and compatible 

transport networks throughout the region, transfer facilities, harmonization of technical standards and the definition 

of common legislative frameworks. 

3. Transport logistics services are to be increased in the region by building capacity and establishing logistics 

information systems to improve logistics efficiency and reduce costs. 

Outputs 

1. Studies/workshops/technical assistance on the implementation of the Regional Strategic Framework for the 

Facilitation of International Road Transport and the Regional Cooperation Framework for the Facilitation of 

International Railway Transport. 

2. Studies/workshops/advisory services for assessing, designing and implementing integrated intermodal transport 

systems as a key element of sustainable transport connectivity, including maritime, land and air transport. 

3. Assistance/advisory services/workshops on the formulation and implementation of legal instruments and on the 

harmonization of technical standards, including vehicle axle load control systems, for operationalizing transport 

connectivity. 

4. Studies/workshops on the application of new technologies to facilitate international maritime, road, rail, air and 

intermodal transport. 

5. Updating of transport facilitation tools to reflect technological progress and the evolving needs of operational 

connectivity and related studies/workshops/advisory services on their application. 

6. Studies/workshops on strengthening intermodal interfaces at dry ports, intermodal terminals, sea and air ports and 

for operationalizing integrated intermodal transport corridors. 

7. Technical assistance/workshops/seminars/training courses for capacity-building for logistics services 

professionals and in establishing effective mechanisms for efficient logistics services, including regional meetings 

of logistics service providers and their national associations. 

8. Study/workshop/advisory service on enhancing maritime operational connectivity. 

Indicators of achievement 

1. An increased number of measures/initiatives taken under the regional frameworks for the facilitation of 

international road and railway transport for establishing an efficient integrated intermodal transport system to support 

regional economic cooperation and integration. 

2. Operationalization of an integrated intermodal transport system at the regional level as a key element of sustainable 

transport connectivity, including maritime, land and air transport. 

3. Enhanced knowledge and skills among members and associate members on formulating and implementing legal 

instruments and technical standards for operationalizing regional transport connectivity, regional transport 

operational connectivity, including transport facilitation, integrated intermodal transport, maritime transport 

connectivity and logistics. 

4. Increased support to members and associate members in the application of transport facilitation tools reflecting 

technological progress and the evolving needs of operational connectivity.  

5. Enhanced use of information and communications technology and related new technologies to facilitate 

international maritime, road, rail, air and intermodal transport.  

6. Enhanced regional transport operational connectivity, including transport facilitation, integrated intermodal 

transport, maritime transport connectivity and logistics. 
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7. Strengthened capacity of members and associate members in establishing effective mechanisms for providing 

efficient logistics services through improved skills of freight forwarders, multimodal transport operators and logistics 

service providers and their national associations. 

8. Improved maritime operational connectivity. 

 

3. Euro-Asian transport connectivity 

While Asia and Europe remain each other’s key trade partners, the trade volumes exchanged between these two 

regions could be further enhanced through better transport connectivity. Recognizing this fact, a number of initiatives 

have recently been made that attempt to address related issues, including in the areas of infrastructure development 

and greater harmonization of technical standards. It is believed that the potential of these initiatives could be 

maximized through the establishment of a body which would synergize existing mandates, stimulate actions and 

benchmark progress. 

Immediate objective 

To work towards the establishment of an interregional coordination committee on transport between Asia and Europe 

designed to foster seamless sustainable transport connectivity between Asia and Europe for people and goods. 

Outputs 

1. Study on initiatives, transport infrastructure planning and institutional arrangements related to the development of 

transport corridors between Asia and Europe. 

2. Study on harmonizing rules and regulations to eliminate nonphysical barriers impeding the efficiency of transport 

between the two regions. 

3. Study on technical standards applied along transport corridors between Asia and Europe. 

4. Establishment of an interregional coordination committee on transport between Asia and Europe to help enhance 

transport links between Asia and Europe, including preparation of the terms of reference and governance. 

5. Workshop/seminar/meeting/advisory service on enhancing transport connectivity between Asia and Europe. 

6. Report on progress in enhancing transport connectivity between Asia and Europe. 

Indicators of achievement 

1. Member States support and participate in an interregional coordination committee on transport between Asia and 

Europe.  

2. Measures taken by member States to develop and operationalize transport corridors between Asia and Europe. 

3. Measures taken by member States to incorporate study recommendations for strengthening connectivity between 

Asia and Europe. 

4. Report published on progress in enhancing transport connectivity between Asia and Europe.” 

 
Source: Ministerial Declaration on Sustainable Transport Connectivity in Asia and the Pacific; 5-9. 

 

The Ministerial Declaration also agreed to work towards the establishment of an interregional coordination committee on 

transport between Asia and Europe, to further promote intra-regional and inter-regional transport connectivity along the 

transport corridors between Asia and Europe. 

The priority given to regional cooperation towards enhancing regional transport connectivity was reconfirmed in the 

Regional Roadmap for Implementing the 2030 Agenda for Sustainable Development in Asia and Africa, issued on 26 

July 2017, as presented in Box 3. 

 

BOX 3: REGIONAL ROADMAP FOR IMPLEMENTING THE 2030 AGENDA 

FOR SUSTAINABLE DEVELOPMENT IN ASIA AND THE PACIFIC 
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Connectivity for the 2030 Agenda 

 

Current status 

While trade has been a key engine of growth and development, there is growing recognition of the need to make it 

more inclusive and ensure that its benefits are spread more widely. Transport development has been road-oriented and 

has not optimized the comparative advantages of each mode of transport from the perspective of the three dimensions 

of sustainable development. However, transport remains a main driver of growth. While transport is the second largest 

producer of carbon dioxide emissions globally, the sector has the potential to significantly contribute to sustainable 

development by optimizing the environmental and social comparative advantages of various transport modes. While 

internet access is high across the region, there is also a widening digital divide. Improvements in regional connectivity 

in terms of transport, information and communications technology and trade will boost economic growth and are of 

critical significance in achieving sustainable development. 

 

Opportunities for regional cooperation 

Such opportunities include: 

 Expansion and integration of the Asian Highway network, the Trans-Asian Railway network 

and the network of dry ports to allow maximum modal integration and expansion of connectivity 

to rural areas;  

 Development and integration of maritime connectivity and implementation of regional transport 

facilitation frameworks and other technical standards for operationalizing transport 

connectivity;  

 Development of regional standards including harmonization of technical standards for transport 

infrastructure; a sustainable urban transport index; regional road safety goals, targets and 

indicators; and handbooks on road safety;  

 Implementing the Asia-Pacific information superhighway; 

 Enabling paperless trade and e-commerce and reviewing current approaches towards regional 

integration to improve their efficacy, in particular by simplifying and harmonizing trade and 

supporting regulations and procedures to make the benefits of trade accessible to all. 

Source: Regional Roadmap for Implementing the 2030 Agenda for Sustainable Development in Asia and Pacific; United Nations ESCAP; 26 July 

2017.  

IV.1.2 PROPOSALS FOR AN INSTITUTIONAL STRUCTURE FOR 

THE GOVERNANCE AND MANAGEMENT OF EURASIAN 

TRANSPORT CORRIDORS 

To achieve and maintain efficient transport and border-crossing infrastructure along the Eurasian Transport Corridors, 

and to optimize this infrastructure’s operation and services, coordination and cooperation amongst the involved countries 

is necessary, along with the integration of these countries’ operational and information systems. Therefore, it is important 

to develop a governance and management model for the Eurasian Transport Corridors, which will function as a platform 

and guide for these processes of coordination, cooperation and integration.  

There are various types of models for corridor management or corridor governance. One type of model can be the 

establishment of a Transport Corridor Authority, with a clear mandate given by its member states concerning the 

development of the transport corridor and related transport network. Another type of model is a Transport Corridor 

Coordination Committee, with less far-reaching powers and authority, which aims publicize and coordinate initiatives 

related to the development of a transport corridor. A third type of model is a Transport Corridor Observatory, which 

would normally have as its main activities the collection, processing and dissemination of relevant information on 

infrastructure and operations along the corridor, and the monitoring of its performance; often the private sector, NGOs 

and knowledge institutions play an important role in such a transport corridor observatory. In all three models for corridor 

management or corridor governance – the authority, committee or observatory – the following stakeholders should be 

involved: governmental officials of the countries along a corridor (related to transport infrastructure, transport, trade, 

customs, inspection agencies, laws and regulations); regional and subregional organizations; business sector actors 
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working in the fields of transport infrastructure; and those involved in transport operations, trade, customs and inspections, 

knowledge institutions, financing institutions, etc. They all should: 

 Build consensus amongst involved public and private parties within the countries and between the 

partner countries; 

 Promote and monitor the creation of an enabling legal environment: improvements in domestic 

legislation and regulation; harmonization of traffic and transport regulations between partner-

countries along the corridor; signing and implementation of bilateral and multilateral agreements, 

border crossing regulations, trade regulations and transit regulations; 

 Develop or promote financially sustainable schemes for transport and border crossing 

infrastructure development and maintenance; develop, implement and monitor infrastructure-

development projects;  

 Develop and regularly exercise corridor performance measuring and monitoring, and disseminate 

information. 

The following topics are essential parts of any governance and management model for transport corridors: 

Planning and financing of transport-infrastructure investments. For the international transport corridor to become 

efficient, safe, secure and reliable, it is important to agree upon common standards for the design and construction of 

transport infrastructure. A minimum requirement is that countries inform neighbouring countries about its transport 

infrastructure plans, not only for the core network along the transport corridors, but also for the development of the 

ancillary network. Countries are also stimulated to cooperate in looking for financing opportunities to plan and carry out 

infrastructure works together. 

Exchange of information. The exchange of information amongst partner countries of an international transport corridor 

is an absolute requirement for the success of its operation. All partner countries should commit themselves to making 

information relevant to the development, use and operation of the transport network available to each other on an ongoing 

basis. This information would include the state of the infrastructure on the transport corridor and the ancillary transport 

network; transport and traffic flows; waiting times at borders; cross-border activities and inspections; plans for new 

construction, maintenance, reconstruction, rehabilitation, upgrading; other measures planned or undertaken in areas such 

as environment, transport and traffic safety, security, etc. The exchange of information envisaged would also cover the 

legal and regulatory framework for private participation in the development, use and operation of the transport corridor, 

and the relevant economic and social data. The exchange of information on the financial resources allocated or to be 

allocated to the development of the transport corridor from public or private sources will be particularly important for 

ensuring regional coordination, cooperation and the harmonization of investment planning. Information should also be 

shared concerning national transport strategies, regional and national transport plans and the national logistics strategies 

of each participating country. The results of these studies and exchanges of information should be systematically compiled 

by a permanent secretariat, which should set-up a public website to disseminate information and report on progress. This 

website should also contain basic information on transport regulations; technical standards; immigration procedures and 

visa regimes; border crossing procedures; transit regulations and guarantee systems; customs; inspection regimes; relevant 

tax systems; road user charges, etc.; the information would preferably be available in three languages (the national 

language, English and Russian). This exchange of information may also result in the production of new information on 

the performance of the transport corridor’s operation, and report on progress made in this respect. 

Technical standards and interoperability. The efficient operation of a transport corridor requires a common set of 

technical standards needed to secure the optimum interoperability of all sections of the transport corridor, including 

interoperability between the various transport modes. Such technical standards would cover electrification, gauge and 

communications for the rail part of the transport corridor; axle load capacity and signalling systems for the road and rail 

part of the transport corridor; and safety regulations, environmental requirements regarding fleet and cargo, road user 

charges and toll systems and traffic management. Internationally accepted technical and operational standards for the 

various transport modes should be adhered to as appropriate, to secure interoperability with other relevant technical 

systems. 

Border crossing and customs cooperation. Since excessive waiting times at border crossings may impede improvements 

resulting from the development of the transport corridor, the partner countries of a transport corridor should commit 

themselves to encouraging and promoting – through coordinated action with the competent authorities – the installation 

of joint border crossing posts and joint or shared controls, as well as the coordination, cooperation and, finally, integration 

of customs services in order to minimize waiting times for rail and road traffic, thus reducing transport costs and enhancing 

overall transport cost efficiency. Partner countries should promote joint studies on the infrastructure and organizational 

measures required for this purpose and agree timetables for the implementation of the measures, which would form part 

of a transport corridor action plan. Standards set by international agreements in this area should be complied with. 

Framework for participation of economic and social partners. The success of the development of a transport corridor 

depends very much on the level of commitment and cooperation between all important stakeholders. Such stakeholders 
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are the economic and social partners, and the maximum involvement of the business sector in the development, operation 

and use of the transport corridor should be strived for. To this end, dialogue with the business sector and international 

financial institutions should take place during the planning and implementation stages of project studies. The business 

sector should be kept informed of actions planned or undertaken, and its comments should be considered. This can be 

achieved by granting active observer status to representatives of the business sector in a Steering Committee, or by way 

of regular meetings between the business sector and a corridor secretariat. Likewise, partner countries should also 

recognize the important role to be played by social partners, (civil society; NGOs; consumer organizations; organizations 

in the area of safety, security, environment, labour, social conditions, etc.) in the implementation of the transport network, 

and commit themselves to structured social dialogue with the relevant organizations to ensure that they are involved in 

the processes of change and development that will accompany the implementation of the agreed transport corridor concept.  

Ministerial Meetings. If the partner countries of a transport corridor wish to sign a Memorandum of Understanding (MOU) 

on the development of the corridor, the ministers of the countries or organizations signing this Memorandum of 

Understanding, and senior representatives of other participating international organizations, might agree to hold meetings 

at least (frequency to be agreed) in order to review progress and, if necessary, to consider changes in the basis of 

cooperation or the objectives or coverage of the Memorandum. Such meetings shall normally be convened by the Steering 

Committee chairperson. 

Steering Committee. A Steering Committee may be established – composed of high-level representatives of the partner 

countries – to coordinate the joint work under this Memorandum of Understanding. Each partner country should appoint 

one representative and one deputy representative to the Steering Committee, and notify all other partners. Steering 

Committee members should normally be senior civil servants with the authority to represent their administrations, and at 

the same time able to provide the continuity of commitment which may not be available from a political minister. The 

Steering Committee will meet as often as necessary, but at least (frequency to be agreed). It should decide on its rules of 

procedure by unanimity, and should elect a chairperson to guide its activities and represent it in international forums. 

Representatives from the business sector, from social partners, other relevant Corridors, IFIs and other institutions, as 

well as experts, could be invited to be observers at its meetings, as appropriate. The Steering Committee may consider 

creating sub-committees or ad hoc Working Groups for specific tasks in order to increase the potential for achieving the 

goals of the Memorandum of Understanding. The Steering Committee will regularly report on its work to the partner 

countries in the MoU. 

Implementation. The exchanged information and studies carried out by the partner countries will form the basis for 

defining priorities, budgets and time horizons for the specific measures needed to coordinate the development of the 

transport corridor. A Corridor Transport Observatory (CTO) may be established. The CTO would have a permanent 

secretariat, be self-sustainable in the long run, and will support the Steering Committee by facilitating communication 

between participants; preparing and updating the annual and multi-annual rolling plan for the implementation of transport 

corridor projects and priorities, in order to achieve the maximum cost efficiency of scarce funds; and, collecting data on 

the core network. The work plan could start with an inventory of the transport network, using the results of the 

“Comprehensive Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport 

Connectivity” project, other relevant studies, and above all other information supplied by the partner countries. It should 

develop, under the guidance of the Steering Committee and of the ministers, a set of jointly agreed regional objectives 

and priorities and a rolling programme of projects for achieving them. The Secretariat would be responsible for 

maintaining close and regular contact with the relevant international agencies and donor or lending organizations active 

in the region. The Secretariat would, in addition, be responsible for cooperation with all relevant national and international 

institutions and organizations. The Secretariat is expected to work towards a comprehensive exchange of information and 

experiences with other relevant corridor secretariats, in order to ensure total compatibility between transport corridor and 

transport network development. The partner countries undertake to examine all possibilities for providing such additional 

resources as may be necessary to assist the Steering Committee and Secretariat in carrying out their responsibilities 

(including, for example, providing resources that will assist in project preparation and the collection and analysis of 

transport and traffic data via a regional transport observatory). 

Many ESCAP member States are already involved in multiple regional cooperation agreements related to the 

infrastructure and operation of international Eurasian transport corridors, and many cooperation mechanisms are already 

in operation. Box 4 shows the involvement of Turkey in many regional initiatives related to the development of the 

Eurasian Central Corridor.  

To better streamline all regional bilateral and multilateral initiatives related to the development of the Eurasian transport 

corridors, and to help facilitate fluid border-crossing through multiple countries, the proposal is to come up with a single 

governance model for corridor development, under which all corridor countries will be represented. A realistic option 

seems to be the formation of regional corridor development bodies for the three main Eurasian Transport Corridors. 

In the following chapters we will present models for a Memorandum of Understanding on the Development of the 

Eurasian Central Corridor, the Eurasian Northern Corridor and the Eurasian Southern Corridor. 
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BOX 4: TURKEY AND THE EURASIAN CENTRAL CORRIDOR 

Turkey is member of TRACECA, which aims to develop the Europe – Caucasus – Asia corridor and to ensure a 

sustainable, multi-modal transport network that allows for the smooth and uninterrupted flow of trade and passengers, 

and uses the corridor’s transit capabilities to their maximum potential.554 Turkey is also a member of the Turkic 

Council, an intergovernmental organization that has the overarching aim of promoting comprehensive cooperation 

among the Turkic states.555 A joint cooperation protocol on the Development of Transport was signed by the member 

States of the Turkic countries – Azerbaijan, Kazakhstan, Kyrgyzstan and Turkey – and a Sister seaport Relations and 

Cooperation among the Ports of Baku, Aktau and Samsun. The Turkic Council also set-up a coordination council with 

the specific task of solving the problems on the Trans-Caspian Central Corridor. Turkey is also member of the “Silk 

Wind” initiative, a block-train project by Kazakhstan, Azerbaijan, Georgia and Turkey to promote the advanced 

electronic exchange of information; the simplification of customs and border-crossing procedures; and a reduction in 

transit and travel time. To improve transit transport in the Caspian region, trilateral cooperation exists between 

Turkmenistan, Azerbaijan and Turkey. China and Turkey have also signed a Memorandum of Understanding, which 

aims to align the Silk Road Initiative, the Belt and Road Initiative (BRI), the Silk Road Fund and the Central Corridor 

Initiative. 

Source: Kadriye Bodur Gumus, EU Expert, Ministry of Transport, Turkey; presentation at the ESCAP EGM on Comprehensive Planning of the 

Euro-Asian Transport Corridors; Beijing, 5-6 July 2017.  

 

  

                                                 
554 Strategy of the TRACECA Intergovernmental Commission for the development of the international transport corridor Europe-the Caucasus-Asia for 

2016-2026, worked out on the basis of the TRACECA Master Plan and proposals of the Parties. Available from http://www.traceca-org.org. 

555 The Turkic Council (Cooperation Council of Turkic Speaking States) was established on 3 October 2009 by the Nakhichevan Agreement, signed 

between Azerbaijan, Kazakhstan, Kyrgyzstan and Turkey. 
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SAMPLE TEMPLATE: 

 

DRAFT MEMORANDUM OF UNDERSTANDING ON THE DEVELOPMENT OF THE 

EURASIAN CENTRAL CORRIDOR  

 

 

 

The signatories to the present Memorandum of Understanding, in the following named “Participants”, 

 

Desiring to enhance regional connectivity and to promote the international and national transport of goods and passengers 

along the Eurasian Central Corridor, consisting of routes linking the Russian Federation and the European Union with 

China, the countries of Central Asia, Azerbaijan, Georgia, Turkey, Islamic Republic of Iran, Afghanistan, Pakistan and 

the ports of the Arabian sea; 

 

Considering that sections of the Eurasian Central Corridor are covered by agreements signed under the Commonwealth 

of Independent states (CIS), the Eurasian Economic Union (EEU), the Economic Cooperation Organisation (ECO), the 

Shanghai Cooperation Organisation (SCO) and the Intergovernmental Commission TRACECA, and that the entire 

Corridor is part of United Nations ESCAP Asian Highway, Trans-Asian Railway, and Dry Ports of International 

Importance known under the name “Eurasian Central Corridor”; 

 

Considering the fundamental importance of regional and inter-regional cooperation as a basis for the further strengthening 

of the Eurasian Central Corridor, providing the essential pre-condition for the development of appropriate road and 

railway links, waterways, ports and airports for the benefit of countries (and their immediate neighbours) in which the 

Eurasian Central Corridor is situated; 

 

Desiring furthermore to develop adequate interconnections with other relevant corridors in the region; 

 

Conscious of the fact that infrastructure development is a long-term process, requiring sustained commitment and 

planning on the part of all concerned; 

 

Welcoming the actions already undertaken in the region by the countries concerned; 

 

Welcoming in particular the role played by ESCAP in the region drawing on its experience in facilitating the development 

of international transport corridors; 

 

Acknowledging: 

 

 Resolution 73/4 on the Implementation of the Ministerial Declaration on Sustainable Transport 

Connectivity in Asia and the Pacific issued at its 3rd session on 5-9 December 2016 in Moscow, 

adopted at its 73rd session in May 2017, the United Nations Economic and Social Commission for 

Asia and the Pacific;  

 the principles of the Regional Strategic Framework for the Facilitation of International Road 

Transport (2012) and the Regional Cooperation Framework for Facilitation of International 

Railway Transport (2015); 

 the need to increase regional and inter-regional cooperation among the countries of the Eurasian 

Central Corridor and to foster the conditions for peace, stability and economic growth; 

 the need to accompany investment programmes in the region by increased cooperation in the field 

of regulatory and administrative procedures in order to improve the flow of transit traffic and intra-

regional traffic; 
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 recognizing that the present document is an expression of firm political intent, although not 

amounting to legally binding obligations on the part of Participants or observers; 

 

 

AGREE ON THE FOLLOWING MEMORANDUM OF UNDERSTANDING AS A FURTHER STEP TOWARDS A 

COMMON OBJECTIVE OF REGIONAL COOPERATION IN THE REGION OF THE EURASIAN CENTRAL 

CORRIDOR: 

 

 

1. Aim 

 

The aim of this Memorandum of Understanding is to cooperate on the development of the main and ancillary 

infrastructure on the multimodal Regional Transport Network, of the Eurasion Central Corridor, including border 

crossings and safe and secure parking places along the corridor (hereinafter the Network) and to enhance policies in this 

area which facilitate such development. The development of the Network should include maintenance (including regular 

maintenance, preventive measures and ad hoc repair), reconstruction, rehabilitation, upgrading and new construction of 

the main network; border crossings; safe and secure parking places of the Eurasian Central Corridor; and ancillary 

infrastructure as well as its operations and use with a view to fostering the most sustainable transport modes (efficient; 

environmentally friendly; and safe and secure) on a regional scale. Thus, both infrastructure and related operational 

services along the corridor and at border crossings, including administrative and regulatory procedures, are within the 

scope of this Memorandum. 

 

The Memorandum of Understanding furthermore envisages close cooperation among Participants on the harmonization 

and standardization, wherever feasible, of technical standards and regulatory or administrative provisions affecting the 

flow of transport in and across the region, in accordance with international standards as established by United Nations 

ECE, United Nations ESCAP, WTO Agreement of Trade Facilitation, etc. This includes coordination and cooperation in 

and, where possible, harmonization of customs and border control procedures. This cooperation will include a 

commitment to carry out any institutional reforms needed for efficient transport management in the region (including 

measures to eliminate corruption or malpractice relating to administrative or tendering procedures), and an undertaking 

to exchange information on a regular basis concerning the progress of the reforms. 

 

The Memorandum also commits the Participants jointly to develop and implement an annual and multi-annual rolling 

action plan (covering a period of 4-5 years) agreed by all Participants in order to provide a platform for the most efficient 

use of funds and know-how provided by public and private sources. 

 

Finally, this Memorandum seeks to promote and enhance local capacity for the implementation of investment programmes, 

management and data collection and analysis in the countries of the region. 

 

2. Definition of the Network 

 

The multimodal Transport Network of the United Nations ESCAP Eurasian Northern, Central and Southern Corridors is 

defined as per the maps included in Annex I. 

 

It shall be considered as referring not only to the road and rail alignments, but also to any interconnection or transshipment 

facilities, in particular combined transport infrastructure and (dry) ports. It shall also include ancillary installations such 

as signalling, installations necessary for traffic management or toll charges, access links, border crossing stations, service 

stations, and freight and passenger terminals on the routes of the Network, as defined above. 
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The Network may need to be modified over time for other purposes. Any such modification shall be agreed by the 

participating signatories on the basis of a reasoned analysis and justification submitted by the Network Steering 

Committee. Any modifications shall be reflected in the maps mentioned above and in the relevant sections of the action 

plan. 

 

3. Planning and financing of investments in transport infrastructure 

For the international transport corridor to become efficient, safe, secure and reliable, the Participants agree to strive for 

applying common standards for the design and construction of transport infrastructure. The Participants agree to inform 

neighbouring countries about transport infrastructure plans, not only for the core network along the transport corridors, 

but also for the development of the ancillary network. The Participants further intend to explore opportunities to cooperate 

in looking for financing options to plan and implement transport infrastructure projects together. 

 

4. Studies 

 

The Participants wish to cooperate on the studies needed to put this Memorandum of Understanding into effect, and in 

particular, to implement or update the action plan mentioned above. 

 

The terms of reference for these studies should be coordinated between the Participants as far as criteria, methodology 

and other aspects covered by this Memorandum of Understanding are concerned, using for this purpose the staff and 

facilities provided by the Permanent Secretariat and transport observatory. 

 

As a first task, an inventory of existing studies concerning the Network should be compiled and the conclusions of these 

studies should be made available to all Participants concerned, upon request. The reports and presentations produced 

under the “Comprehensive Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport 

Connectivity” (ESCAP, 2017) are the essential basis for this inventory.  

 

The Participants shall commission further studies, as necessary, relating to the infrastructure and/or operations and 

services of the Network and shall make the results of these studies available to the Network Secretariat. 

 

The studies should be carried out according to best international practice, taking due account of the requirements of the 

business sector and citizen organizations and any other relevant institutions involved during the different stages of 

planning, implementation, operation and use of the infrastructure and facilities. 

 

The Participants are prepared to cooperate on the question of financing the necessary studies as appropriate. Tenders for 

studies should be launched pursuant to international procurement rules and regulations and agreed between all the parties 

involved. Participants declare their readiness to take all the necessary steps to ensure that the studies can be carried out 

efficiently with full support of the signatory countries, such as providing all the requisite assistance and information. 

 

5. Exchange of information 

 

The Participants are ready to make the information relevant to the development, use and operation of the Network 

available to each other on an ongoing basis through the Permanent Secretariat.  

 

This would include the detailed data required for the establishment of an action plan, such as the state of the infrastructure 

on the Network; transport and traffic flows; waiting times at borders; cross-border activities and inspections; plans for 

new construction, maintenance, reconstruction, rehabilitation, upgrading; other measures planned or undertaken in areas 

such as environment, transport and traffic safety, security, etc. Exchange of information on the financial resources 

allocated or to be allocated to the development of the Network from public or private sources will be particularly important 

in order to ensure regional coordination, cooperation and harmonization of investment planning, as will the sharing of 

full information concerning the national transport strategies, regional and national transport plans and national logistics 

strategies of each participating country. 
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The exchange of information envisaged would also cover the legal and regulatory framework for private participation in 

the development, use and operation of the Network, as well as the relevant economic and social data. 

 

The results of these studies and exchanges of information should be systematically compiled by the Permanent Secretariat 

and made accessible to Participants in the Steering Committee and to other institutions or organizations, which have 

demonstrated substantial interest in contributing to the development of the Network. 

 

The Permanent Secretariat shall set-up a public website, linked to the United Nations ESCAP website, to disseminate 

information and report about progress. This website should also contain basic information on transport regulations, 

technical standards, immigration procedures and visa regimes, border crossing procedures, transit regulations and 

guarantee systems, customs, inspection regimes, relevant tax systems, road user charges, etc., preferably in three 

languages: national language, English and Russian.  

 

6. Technical standards and interoperability 

 

The Participants are prepared to work towards a common set of technical standards needed to secure the optimum 

interoperability of all sections of the Network, including interoperability between the various transport modes. Such 

technical standards would cover electrification, gauge and communications for the rail part of the Network; axle load 

capacity and signalling systems for the road and rail part of the Network; safety regulations, environmental requirements 

regarding fleet and cargo, road user charges and toll systems, and traffic management. 

 

Internationally accepted technical and operational standards for the various transport modes should be adhered to as 

appropriate in order to secure interoperability with other relevant technical systems. 

 

7. Border crossing and customs cooperation 

 

Since excessive waiting times at border crossings may impede any improvements resulting from the development of the 

Network, the Participants commit themselves to encouraging and promoting, through coordinated action with the 

competent authorities, the installation of joint border crossing posts and joint or shared controls as well as cooperation 

between customs services in order to minimize waiting times for rail and road traffic, thus reducing transport costs and 

enhancing overall transport cost efficiency in the region.  

 

Participants undertake to promote joint studies on the infrastructure and organizational measures required for this purpose 

and to agree timetables for the implementation of the measures, which will form part of the Network action plan. Standards 

set by international agreements in this area should be complied with. 

 

8. Framework for participation of economic and social partners 

 

The Participants intend to provide for maximum business sector involvement in the development, operation and use of 

the Network. To this end, dialogue with the business sector and international financial institutions should take place 

during the planning and implementation stages of project studies. The business sector should be kept informed of actions 

planned or undertaken under this Memorandum of Understanding and its comments should be taken into account as far 

as possible, either by granting active observer status to representatives of the business sector in the Steering Committee 

or by way of regular meetings between the business sector and the secretariat. 

 

The Participants jointly aim to create the legal and financial conditions necessary for business sector participation in the 

development and operation of the Network. 
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Participants will examine the possibility of setting up common bodies or regional platforms to carry out actions necessary 

to develop the Network. Taking into account the constraints of national law, they agree to investigate possibilities of 

entrusting the achievement of the relevant goals of this Memorandum of Understanding at least in part to the business 

sector. 

 

Likewise, the Participants recognize the important role to be played by the social partners, (civil society, NGOs) in the 

implementation of the Eurasian Central Corridor transport network, and commit themselves to a structured social dialogue 

with the relevant organizations in order to ensure that they are involved in the processes of change and development that 

will accompany the implementation of the Network.  

 

9. Ministerial meetings 

 

Ministers of the countries or organizations signing this Memorandum of Understanding, and senior representatives of 

other participating international organizations, agree to hold meetings (frequency to be agreed) in order to review progress, 

and if necessary to consider changes in the basis of cooperation or the objectives or coverage of the Memorandum. Such 

meetings shall normally be convened by the Steering Committee chairperson. 

 

10.   Steering Committee 

 

A Steering Committee to be composed of high-level representatives of the Participants will coordinate the joint work 

under this Memorandum of Understanding. Each Participant should appoint one representative and one deputy 

representative to the Steering Committee and notify all other Participants. Steering Committee members should normally 

be senior civil servants, with the authority to represent their administrations and at the same time able to provide the 

continuity of commitment which may not be available from a political minister. 

 

The Steering Committee will meet as necessary, but at least (frequency to be agreed). It should decide on its rules of 

procedure by unanimity, and should elect a chairperson to guide its activities and represent it in international forums. 

Representatives from the business sector, the social partners, other relevant Corridors, IFIs and other institutions, as well 

as experts, could be invited to its meetings as observers, as appropriate. 

 

The Steering Committee may consider creating sub-committees or ad hoc Working Groups for specific tasks in order to 

increase the potential for achieving the goals of this Memorandum of Understanding. 

 

The Steering Committee will regularly report on its work to the Participants in this MOU. 

 

11. Implementation 

 

The information exchanged and studies carried out by the Participants, together with the extensive information provided 

by ESCAP and other sources (for example, the proposed transport observatory), will form the basis for defining priorities, 

budgets and time plans for the specific measures needed to coordinate development of the Network, facilitate this essential 

task and comply with similar undertakings agreed in the context of the Corridor Chairmen’s meeting. A Central Corridor 

Transport Observatory (CCTO) will be established. It will be located in ….. where appropriate office space will be made 

available. 

The CCTO will have a Permanent Secretariat and be self-sustainable in the long run, which will support the Steering 

Committee by: facilitating communication between the Participants; preparing and updating the annual and multi-annual 

rolling plan for the implementation of Network projects and priorities in order to achieve maximum cost efficiency of 

scarce funds; and, collecting data on the core network. This Permanent Secretariat would preferably be managed by 

ESCAP as it is a neutral body accepted by all its member States – and which has been involved in the development of the 

Eurasian Transport Corridors for a long time already – that has extensive knowledge and data bases in this respect. This 

would also institutionally facilitate coordination with the other Transport Corridors. 
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The work plan should commence with an inventory of the Network, using the results from the project “Comprehensive 

Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport Connectivity” (ESCAP, 2017), 

other relevant studies and above all other information supplied by the Participants. It should develop, under the guidance 

of the Steering Committee, and of the Ministers, if necessary, a set of jointly agreed regional objectives and priorities and 

a rolling programme of projects for achieving them. Further details on the proposed action plan are provided in Annex II. 

 

The Secretariat will also have responsibility for maintaining close and regular contact with the relevant international 

agencies and donor or lending organizations active in the region. The Secretariat will, in addition, be responsible for 

cooperation with representative organizations from the Northern and Southern Corridor and other relevant national and 

international institutions and organizations. The Secretariat is expected to work towards a comprehensive exchange of 

information and experiences with the other Corridor Secretariats in order to ensure total compatibility between Corridor 

and Network development. 

 

The Participants undertake to examine all possibilities for providing such additional resources as may be necessary to 

assist the Steering Committee and Secretariat in carrying out their responsibilities (including, for example, resources for 

assisting in project preparation and collecting and analyzing transport and traffic data via a regional transport observatory). 

 

The Participants undertake to discuss and rapidly resolve any issues of difficulty which may arise out of the operation of 

these monitoring tools, in a spirit of full cooperation and transparency. 

 

12. Closing remarks 

 

Cooperation in the context of this Memorandum of Understanding is based on a voluntary commitment and will continue 

until the objectives of the initiative have been achieved. Where any of the Participants so request, this Memorandum of 

Understanding shall be reviewed and may be amended by common consent on the basis of a proposal submitted to the 

Participants by the Steering Committee. 

 

In any event, a review of the continuing relevance and efficiency of the arrangements contained in this Memorandum 

shall be conducted no later than five years after it comes into effect. 

 

This Memorandum of Understanding does not contain obligations governed by international law. 

 

This Memorandum of Understanding shall become effective on the date of its signature by the last of the Participants 

listed below. 

 

 

 

Done at ….., on ….. 

 

 

 

For Country A 

 

 

For Country B 
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For Country C 

 

 

For Country … 

 

For United Nations ESCAP 
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APPENDIX I    MAPS 

Map 1 Eurasian Northern (N), Central (C) and Southern (S) Transport Corridors 
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Map 2 Eurasian Central Corridor – C1, C1A, C1B, C1C, C1D, C2, C2A, C2B, C3 
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APPENDIX II    THE NETWORK ACTION P LAN 

The action plan will be based in the first instance on the information provided by the participating countries, United 

Nations ESCAP and donor or lending agencies, and will cover at least the following items: 

 Full inventory of the infrastructure of the Network by transport mode; 

 Actual and forecasted traffic flows for each element of the inventory up to 2030; 

 Identification of main bottlenecks (both infrastructure and operational and service-related, 

including border crossing issues); 

 Prioritized work plan for dealing with bottlenecks on the core network, taking account of the 

optimization, on a regional basis, of investment planning, particularly with respect to the rate of 

return and the timing of investment projects; 

 Identification of total investment and maintenance costs for the network, per mode, indicating 

funds already committed, funds provisionally allocated, and areas where funding is still needed; 

 Explicit linkage (where relevant) between the identified core network priorities and the medium-

term priorities of the national transport investment plan of each participating country; 

 Explicit linkage (where relevant) between the core network priorities and the priorities of the 

connecting Corridors; 

 Target implementation schedule for each prioritized element in the plan, with the most reliable 

possible information for years one and two, and best estimates for subsequent years (three to five). 

The action plan will be monitored, updated and rolled forward on a regular basis (annually). Monitoring will be based on 

practicable outcome indicators to be selected by mutual agreement among the Participants (e.g. shorter journey times, 

increased traffic flows, improved transit or cargo handling times, reduction in border waiting times, elimination or 

reduction of administrative procedures, reduction in travel or freight costs). Mere project completion will not be regarded, 

as such, as an adequate indicator. 
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SAMPLE TEMPLATE:  

 

DRAFT MEMORANDUM OF UNDERSTANDING ON THE DEVELOPMENT OF THE 

EURASIAN NORTHERN CO RRIDOR 

 

The signatories to the present Memorandum of Understanding, in the following named “Participants”, 

 

Desiring to enhance regional connectivity and to promote the international and national transport of goods and passengers 

along the Eurasian Northern Corridor consisting of routes linking the Northeast Asian ports in the Russian Federation to 

Europe via Mongolia and Kazakhstan; 

 

Considering that sections of the Eurasian Northern Corridor are objects of international cooperation for connectivity 

improvement under multiple frameworks, including the United Nations Economic and Social Commission for Asia and 

the Pacific (United Nations ESCAP) and United Nations Economic Commission for Europe (United Nations ECE) – 

Euro-Asian Transport Linkages (EATL), Intergovernmental Organisation for International Carriage by rail (OTIF), 

Organisation for Cooperation between Railways (OSJD), Central Asia Regional Economic Cooperation (CAREC), 

Greater Tumen Initiative (GTI) and that the entire Corridor is part of the ESCAP Asian Highway, Trans-Asian Railway, 

and Dry Ports of International Importance known under the name “Eurasian Northern Corridor”; 

 

Considering the fundamental importance of regional and inter-regional cooperation as a basis for the further strengthening 

of the Eurasian Northern Corridor, providing the essential pre-condition for the development of appropriate road and 

railway links, waterways, ports and airports for the benefit of countries and their immediate neighbours in which the 

Eurasian Northern Corridor is situated; 

 

Desiring furthermore to develop adequate interconnections with other relevant corridors in the region; 

 

Conscious of the fact that infrastructure development is a long-term process, requiring sustained commitment and 

planning on the part of all concerned; 

 

Welcoming the actions already undertaken in the region by the countries concerned; 

 

Welcoming in particular the role played by United Nations ESCAP in the region drawing on its experience in facilitating 

the development of international transport corridors; 

 

Acknowledging: 

 

 Resolution 73/4 on the Implementation of the Ministerial Declaration on Sustainable Transport 

Connectivity in Asia and the Pacific issued at its 3rd session on 5-9 December 2016 in Moscow, 

adopted at its 73rd session in May 2017, the United Nations Economic and Social Commission for 

Asia and the Pacific;  

 the principles of the Regional Strategic Framework for the Facilitation of International Road 

Transport (2012) and the Regional Cooperation Framework for Facilitation of International 

Railway Transport (2015); 

 the need to increase regional and inter-regional cooperation among the countries of the Northern 

Corridor and to foster the conditions for peace, stability and economic growth; 

 the need to accompany investment programmes in the region by increased cooperation in the field 

of regulatory and administrative procedures in order to improve the flow of transit traffic and intra-

regional traffic; 

 recognizing that the present document is an expression of firm political intent, although not 

amounting to legally binding obligations on the part of Participants or observers; 
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AGREE ON THE FOLLOWING MEMORANDUM OF UNDERSTANDING AS A FURTHER STEP TOWARDS A 

COMMON OBJECTIVE OF REGIONAL COOPERATION IN REGION OF THE EURASIAN NORTHERN 

CORRIDOR: 

 

1. Aim 

 

The aim of this Memorandum of Understanding is to cooperate on the development of the main and ancillary 

infrastructure on the multimodal Regional Transport Network, of the Eurasian Northern Corridor, including border 

crossings and safe and secure parking places along the corridor (hereinafter the Network) and to enhance policies in this 

area which facilitate such development. The development of the Network should include maintenance (including regular 

maintenance, preventive measures and ad hoc repair), reconstruction, rehabilitation, upgrading and new construction of 

the main network; border crossings; safe and secure parking places of the Eurasian Northern Corridor; and ancillary 

infrastructure as well as its operations and use with a view to fostering the most sustainable transport modes (efficient; 

environmentally friendly; and safe and secure) on a regional scale. Thus, both infrastructure and related operational 

services along the corridor and at border crossings, including administrative and regulatory procedures, are within the 

scope of this Memorandum. 

 

The Memorandum of Understanding furthermore envisages close cooperation among Participants on the harmonization 

and standardization, wherever feasible, of technical standards and regulatory or administrative provisions affecting the 

flow of transport in and across the region, in accordance with internationally agreed standards. This includes coordination 

and cooperation in and, where possible, harmonization of customs and border control procedures. This cooperation will 

include a commitment to carry out any institutional reforms needed for efficient transport management in the region 

(including measures to eliminate corruption or malpractice relating to administrative or tendering procedures), and an 

undertaking to exchange information on a regular basis concerning the progress of the reforms. 

 

The Memorandum also commits the Participants jointly to develop and implement an annual and multi-annual rolling 

action plan (covering a period of 4-5 years) agreed by all Participants in order to provide a platform for the most efficient 

use of funds and know-how provided by public and private sources. 

 

Finally, this Memorandum seeks to promote and enhance local capacity for the implementation of investment programmes, 

management and data collection and analysis in the countries of the region. 

 

2. Definition of the Network 

 

The multimodal Transport Network of the United Nations ESCAP Eurasian Northern, Central and Southern Corridors is 

defined as per the maps included in Annex I. 

 

It shall be considered as referring not only to the road and rail alignments, but also to any interconnection or transshipment 

facilities, in particular combined transport infrastructure and (dry) ports. It shall also include ancillary installations such 

as signalling, installations necessary for traffic management or toll charges, access links, border crossing stations, service 

stations, and freight and passenger terminals on the routes of the Network, as defined above. 

 

The Network may need to be modified over time for other purposes. Any such modification shall be agreed by the 

participating signatories on the basis of a reasoned analysis and justification submitted by the Network Steering 

Committee. Any modifications shall be reflected in the maps mentioned above and in the relevant sections of the action 

plan. 

 

3.  Planning and financing of investments in transport infrastructure  

For the international transport corridor to become efficient, safe, secure and reliable, the Participants agree to strive for 

applying common standards for the design and construction of transport infrastructure. The Participants agree to inform 
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neighbouring countries about transport infrastructure plans, not only for the core network along the transport corridors, 

but also for the development of the ancillary network. The Participants further intend to explore opportunities to cooperate 

in looking for financing options to plan and implement transport infrastructure projects together.  

 

4.  Studies 

 

The Participants wish to cooperate on the studies needed to put this Memorandum of Understanding into effect, and in 

particular, to implement or update the action plan mentioned above. 

 

The terms of reference for these studies should be coordinated between the Participants as far as criteria, methodology 

and other aspects covered by this Memorandum of Understanding are concerned, using for this purpose the staff and 

facilities provided by the Permanent Secretariat and transport observatory. 

 

As a first task, an inventory of existing studies concerning the Network should be compiled and the conclusions of these 

studies should be made available to all Participants concerned, upon request. The reports and presentations produced 

under the “Comprehensive Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport 

Connectivity” (ESCAP, 2017) are the essential basis for this inventory.  

 

The Participants shall commission further studies, as necessary, relating to the infrastructure and/or operations and 

services of the Network and shall make the results of these studies available to the Network Secretariat. 

 

The studies should be carried out according to best international practice, taking due account of the requirements of the 

business sector and citizen organizations and any other relevant institutions involved during the different stages of 

planning, implementation, operation and use of the infrastructure and facilities. 

 

The Participants are prepared to cooperate on the question of financing the necessary studies as appropriate. Tenders for 

studies should be launched pursuant to international procurement rules and regulations and agreed between all the parties 

involved. Participants declare their readiness to take all the necessary steps to ensure that the studies can be carried out 

efficiently with full support of the signatory countries, such as providing all the requisite assistance and information. 

 

5.   Exchange of information 

 

The Participants are ready to make the information relevant to the development, use and operation of the Network 

available to each other on an ongoing basis through the Permanent Secretariat.  

 

This would include the detailed data required for the establishment of an action plan, such as the state of the infrastructure 

on the Network; transport and traffic flows; waiting times at borders; cross-border activities and inspections; plans for 

new construction, maintenance, reconstruction, rehabilitation, upgrading; other measures planned or undertaken in areas 

such as environment, transport and traffic safety, security, etc. Exchange of information on the financial resources 

allocated or to be allocated to the development of the Network from public or private sources will be particularly important 

in order to ensure regional coordination, cooperation and harmonization of investment planning, as will the sharing of 

full information concerning the national transport strategies, regional and national transport plans and national logistics 

strategies of each participating country. 

 

The exchange of information envisaged would also cover the legal and regulatory framework for private participation in 

the development, use and operation of the Network, as well as the relevant economic and social data. 

 

The results of these studies and exchanges of information should be systematically compiled by the Permanent Secretariat 

and made accessible to Participants in the Steering Committee and to other institutions or organizations, which have 

demonstrated substantial interest in contributing to the development of the Network. 



165 

 

The Permanent Secretariat shall set-up a public website, linked to the United Nations ESCAP website, to disseminate 

information and report about progress. This website should also contain basic information on transport regulations, 

technical standards, immigration procedures and visa regimes, border crossing procedures, transit regulations and 

guarantee systems, customs, inspection regimes, relevant tax systems, road user charges, etc., preferably in three 

languages: national language, English and Russian.  

 

6.   Technical standards and interoperability 

 

The Participants are prepared to work towards a common set of technical standards needed to secure the optimum 

interoperability of all sections of the Network, including interoperability between the various transport modes. Such 

technical standards would cover electrification, gauge and communications for the rail part of the Network; axle load 

capacity and signalling systems for the road and rail part of the Network; safety regulations, environmental requirements 

regarding fleet and cargo, road user charges and toll systems and traffic management. 

 

Internationally accepted technical and operational standards for the various transport modes should be adhered to as 

appropriate in order to secure interoperability with other relevant technical systems. 

 

7.   Border crossing and customs cooperation 

 

Since excessive waiting times at border crossings may impede any improvements resulting from the development of the 

Network, the Participants commit themselves to encouraging and promoting, through coordinated action with the 

competent authorities, the installation of joint border crossing posts and joint or shared controls as well as cooperation 

between customs services in order to minimize waiting times for rail and road traffic, thus reducing transport costs and 

enhancing overall transport cost efficiency in the region.  

 

Participants undertake to promote joint studies on the infrastructure and organizational measures required for this purpose 

and to agree timetables for the implementation of the measures, which will form part of the Network action plan. Standards 

set by international agreements in this area should be complied with. 

 

8.   Framework for participation of economic and social partners 

 

The Participants intend to provide for maximum business sector involvement in the development, operation and use of 

the Network. To this end, dialogue with the business sector and international financial institutions should take place 

during the planning and implementation stages of project studies. The business sector should be kept informed of actions 

planned or undertaken under this Memorandum of Understanding and its comments should be taken into account as far 

as possible, either by granting active observer status to representatives of the business sector in the Steering Committee 

or by way of regular meetings between the business sector and the secretariat. 

 

The Participants jointly aim to create the legal and financial conditions necessary for business sector participation in the 

development and operation of the Network. 

 

Participants will examine the possibility of setting up common bodies or regional platforms to carry out actions necessary 

to develop the Network. Taking into account the constraints of national law, they agree to investigate possibilities of 

entrusting the achievement of the relevant goals of this Memorandum of Understanding at least in part to the business 

sector. 

 

Likewise, the Participants recognize the important role to be played by the social partners, (civil society, NGOs) in the 

implementation of the Eurasian Northern Corridor transport network, and commit themselves to a structured social 

dialogue with the relevant organizations in order to ensure that they are involved in the processes of change and 

development that will accompany the implementation of the Network.  
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9.   Ministerial meetings 

 

Ministers of the countries or organizations signing this Memorandum of Understanding, and senior representatives of 

other participating international organizations, agree to hold meetings (frequency to be agreed) in order to review progress 

and if necessary to consider changes in the basis of cooperation or the objectives or coverage of the Memorandum. Such 

meetings shall normally be convened by the Steering Committee chairperson. 

 

10.   Steering Committee 

 

A Steering Committee to be composed of high-level representatives of the Participants will coordinate the joint work 

under this Memorandum of Understanding. Each Participant should appoint one representative and one deputy 

representative to the Steering Committee and notify all other Participants. Steering Committee members should normally 

be senior civil servants, with the authority to represent their administrations and at the same time able to provide the 

continuity of commitment which may not be available from a political minister. 

 

The Steering Committee will meet as necessary, but at least (frequency to be agreed). It should decide on its rules of 

procedure by unanimity, and should elect a chairperson to guide its activities and represent it in international forums. 

Representatives from the business sector, the social partners, other relevant Corridors, IFIs and other institutions, as well 

as experts, could be invited to its meetings as observers, as appropriate. 

 

The Steering Committee may consider creating sub-committees or ad hoc Working Groups for specific tasks in order to 

increase the potential for achieving the goals of this Memorandum of Understanding. 

 

The Steering Committee will regularly report on its work to the Participants in this MOU. 

 

11.   Implementation 

 

The information exchanged and studies carried out by the Participants, together with the extensive information provided 

by ESCAP and other sources (for example, the proposed transport observatory), will form the basis for defining priorities, 

budgets and time plans for the specific measures needed to coordinate development of the Network, facilitate this essential 

task and comply with similar undertakings agreed in the context of the Corridor Chairmen’s meeting. A Eurasian Northern 

Corridor Transport Observatory (NCTO) will be established. It will be located in ….. where appropriate office space will 

be made available. 

 

The NCTO will have a Permanent Secretariat and be self-sustainable in the long run, which will support the Steering 

Committee by: facilitating communication between the Participants; preparing and updating the annual and multi-annual 

rolling plan for the implementation of Network projects and priorities, in order to achieve maximum cost efficiency of 

scarce funds; and, collecting data on the core network. This Permanent Secretariat would preferably be managed by 

ESCAP as it is a neutral body accepted by all its member States – and which has been involved in the development of the 

Eurasian Transport Corridors for a long time already – that has extensive knowledge and data bases in this respect. This 

would also institutionally facilitate coordination with the other Transport Corridors. 

 

The work plan should commence with an inventory of the Network, using the results from the project “Comprehensive 

Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport Connectivity (ESCAP, 2017), 

other relevant studies and above all other information supplied by the Participants. It should develop, under the guidance 

of the Steering Committee, and of the Ministers, if necessary, a set of jointly agreed regional objectives and priorities and 

a rolling programme of projects for achieving them. Further details on the proposed action plan are provided in Annex II. 

 

The Secretariat will also have responsibility for maintaining close and regular contact with the relevant international 

agencies and donor or lending organizations active in the region. The Secretariat will, in addition, be responsible for 
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cooperation with representative organizations from the Central and Southern Corridor and other relevant national and 

international institutions and organizations. The Secretariat is expected to work towards a comprehensive exchange of 

information and experiences with the other Corridor Secretariats in order to ensure total compatibility between Corridor 

and Network development. 

 

The Participants undertake to examine all possibilities for providing such additional resources as may be necessary to 

assist the Steering Committee and Secretariat in carrying out their responsibilities (including, for example, resources for 

assisting in project preparation and collecting and analyzing transport and traffic data via a regional transport observatory). 

 

The Participants undertake to discuss and rapidly resolve any issues of difficulty which may arise out of the operation of 

these monitoring tools, in a spirit of full cooperation and transparency. 

 

12.  Closing remarks 

 

Cooperation in the context of this Memorandum of Understanding is based on a voluntary commitment and will continue 

until the objectives of the initiative have been achieved. Where any of the Participants so requests, this Memorandum of 

Understanding shall be reviewed and may be amended by common consent on the basis of a proposal submitted to the 

Participants by the Steering Committee. 

 

In any event, a review of the continuing relevance and efficiency of the arrangements contained in this Memorandum 

shall be conducted no later than five years after it comes into effect. 

 

This Memorandum of Understanding does not contain obligations governed by international law. 

 

This Memorandum of Understanding shall become effective on the date of its signature by the last of the Participants 

listed below. 

 

 

Done at ….., on ….. 

 

 

For Country A 

 

 

For Country B 

 

 

For Country C 

 

 

For Country … 

 

 

For United Nations ESCAP 
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APPENDIX I    MAPS 

Map 1 Eurasian Northern (N), Central (C) and Southern (S) Transport Corridors 
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Map 2 Eurasian Northern Corridor – N1, N1A, N1B, N1C, N1D, N1E, N1F, N2 
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APPENDIX II    THE NETWORK ACTION PLAN  

The action plan will be based in the first instance on the information provided by the participating countries, United 

Nations ESCAP and donor or lending agencies, and will cover at least the following items: 

 Full inventory of infrastructure of the Network by transport mode; 

 Actual and forecasted traffic flows for each element of the inventory up to 2030; 

 Identification of main bottlenecks (both infrastructure and operational and service-related, 

including border-crossing issues); 

 Prioritized work plan for dealing with bottlenecks on the core network, taking account of the 

optimization, on a regional basis, of investment planning, particularly with respect to the rate of 

return and the timing of investment projects; 

 Identification of total investment and maintenance costs for the network, per mode, indicating 

funds already committed, funds provisionally allocated, and areas where funding is still needed; 

 Explicit linkage (where relevant) between the identified core network priorities and the medium-

term priorities of the national transport investment plan of each participating country; 

 Explicit linkage (where relevant) between the core network priorities and the priorities of the 

connecting Corridors; 

 Target implementation schedule for each prioritized element in the plan, with the most reliable 

possible information for years one and two, and best estimates for subsequent years (three to five). 

The action plan will be monitored, updated and rolled forward on a regular basis (annually). Monitoring will be based on 

practicable outcome indicators to be selected by mutual agreement among the Participants (e.g. shorter journey times, 

increased traffic flows, improved transit or cargo handling times, reduction in border waiting times, elimination or 

reduction of administrative procedures, reduction in travel or freight costs). Mere project completion will not be regarded, 

as such, as an adequate indicator. 
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SAMPLE TEMPLATE: 

 

DRAFT MEMORANDUM OF UNDERSTANDING ON THE DEVELOPMENT OF THE 

EURASIAN SOUTHERN CORRIDOR  

 

The signatories to the present Memorandum of Understanding, in the following named “Participants”, 

 

Desiring to enhance regional connectivity and to promote the international and national transport of goods and passengers 

along the Eurasian Southern Corridor consisting of routes linking China and Southeast Asian countries with the sea route 

to Europe; 

 

Considering that sections of the Eurasian Southern Corridor are covered by agreements under the Association of Southeast 

Asian Nations (ASEAN), the Greater Mekong Subregion (GMS), the Indonesia-Malaysia-Thailand Growth Triangle 

(INT-GT) and South Asia Subregional Economic Cooperation (SASEC) and that the entire Corridor is part of United 

Nations ESCAP Asian Highway, Trans-Asian Railway, and Dry Ports of International Importance known under the name 

“Eurasian Southern Corridor”; 

 

Considering the fundamental importance of regional and inter-regional cooperation as a basis for the further strengthening 

of the Eurasian Southern Corridor, providing the essential pre-condition for the development of appropriate road and 

railway links, waterways, ports and airports for the benefit of countries and their immediate neighbours in which the 

Eurasian Southern Corridor is situated; 

 

Desiring furthermore to develop adequate interconnections with other relevant corridors in the region; 

 

Conscious of the fact that infrastructure development is a long-term process, requiring sustained commitment and 

planning on the part of all concerned; 

 

Welcoming the actions already undertaken in the region by the countries concerned; 

 

Welcoming in particular the role played by United Nations ESCAP in the region drawing on its experience in facilitating 

the development of international transport corridors; 

 

Acknowledging: 

 

 Resolution 73/4 on the Implementation of the Ministerial Declaration on Sustainable Transport 

Connectivity in Asia and the Pacific issued at its 3rd session 5-9 December 2016 in Moscow, 

adopted at its 73rd session in May 2017, the United Nations Economic and Social Commission for 

Asia and the Pacific;  

 the principles of the Regional Strategic Framework for the Facilitation of International Road 

Transport (2012) and the Regional Cooperation Framework for Facilitation of International 

Railway Transport (2015); 

 the need to increase regional and inter-regional cooperation among the countries of the Eurasian 

Southern Corridor and to foster the conditions for peace, stability and economic growth; 

 the need to accompany investment programmes in the region by increased cooperation 
in the field of regulatory and administrative procedures in order to improve the flow of transit 

traffic and intra-regional traffic;  

 recognizing that the present document is an expression of firm political intent, although not 

amounting to legally binding obligations on the part of Participants or observers; 
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AGREE ON THE FOLLOWING MEMORANDUM OF UNDERSTANDING AS A FURTHER STEP TOWARDS A 

COMMON OBJECTIVE OF REGIONAL COOPERATION IN REGION OF THE EURASIAN SOUTHERN 

CORRIDOR: 

 

1. Aim 

 

The aim of this Memorandum of Understanding is to cooperate on the development of the main and ancillary 

infrastructure on the multimodal Regional Transport Network, of the Eurasian Southern Corridor, including border 

crossings and safe and secure parking places along the corridor (hereinafter the Network) and to enhance policies in this 

area which facilitate such development. The development of the Network should include maintenance (including regular 

maintenance, preventive measures and ad hoc repair), reconstruction, rehabilitation, upgrading and new construction of 

the main network; border crossings; safe and secure parking places of the Eurasian Southern Corridor; and ancillary 

infrastructure as well as its operations and use with a view to fostering the most sustainable transport modes (efficient; 

environmentally friendly; and safe and secure) on a regional scale. Thus, both infrastructure and related operational 

services along the corridor and at border crossings, including administrative and regulatory procedures, are within the 

scope of this Memorandum. 

 

The Memorandum of Understanding furthermore envisages close cooperation among Participants on the harmonization 

and standardization, wherever feasible, of technical standards and regulatory or administrative provisions affecting the 

flow of transport in and across the region, in accordance with internationally agreed standards. This includes coordination 

and cooperation in and, where possible, harmonization of customs and border control procedures. This cooperation will 

include a commitment to carry out any institutional reforms needed for efficient transport management in the region 

(including measures to eliminate corruption or malpractice relating to administrative or tendering procedures), and an 

undertaking to exchange information on a regular basis concerning the progress of the reforms. 

 

The Memorandum also commits the Participants jointly to develop and implement an annual and multi-annual rolling 

action plan (covering a period of 4-5 years) agreed by all Participants in order to provide a platform for the most efficient 

use of funds and know-how provided by public and private sources. 

 

Finally, this Memorandum seeks to promote and enhance local capacity for the implementation of investment programmes, 

management and data collection and analysis in the countries of the region. 

 

2. Definition of the Network 

 

The multimodal Transport Network of the United Nations ESCAP Eurasian Northern, Central and Southern Corridors is 

defined as per the maps included in Annex I. 

 

It shall be considered as referring not only to the road and rail alignments, but also to any interconnection or transshipment 

facilities, in particular combined transport infrastructure and (dry) ports. It shall also include ancillary installations such 

as signalling, installations necessary for traffic management or toll charges, access links, border crossing stations, service 

stations, and freight and passenger terminals on the routes of the Network, as defined above. 

 

The Network may need to be modified over time for other purposes. Any such modification shall be agreed by the 

participating signatories on the basis of a reasoned analysis and justification submitted by the Network Steering 

Committee. Any modifications shall be reflected in the maps mentioned above and in the relevant sections of the action 

plan. 

 

3. Planning and financing of investments in transport infrastructure  
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For the international transport corridor to become efficient, safe, secure and reliable, the Participants agree to strive for 

applying common standards for the design and construction of transport infrastructure. The Participants agree to inform 

neighbouring countries about its transport infrastructure plans, not only for the core network along the transport corridors, 

but also for the development of the ancillary network. The Participants further intend to explore opportunities to cooperate 

in looking for financing options to plan and implement transport infrastructure projects together.  

 

4. Studies 

 

The Participants wish to cooperate on the studies needed to put this Memorandum of Understanding into effect, and in 

particular, to implement or update the action plan mentioned above. 

 

The terms of reference for these studies should be coordinated between the Participants as far as criteria, methodology 

and other aspects covered by this Memorandum of Understanding are concerned, using for this purpose the staff and 

facilities provided by the Permanent Secretariat and transport observatory. 

 

As a first task, an inventory of existing studies concerning the Network should be compiled and the conclusions of these 

studies should be made available to all Participants concerned, upon request. The reports and presentations produced 

under the “Comprehensive Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport 

Connectivity” (ESCAP, 2017) are the essential basis for this inventory.  

 

The Participants shall commission further studies, as necessary, relating to the infrastructure and/or operations and 

services of the Network and shall make the results of these studies available to the Network Secretariat. 

 

The studies should be carried out according to best international practice, taking due account of the requirements of the 

business sector and citizen organizations and any other relevant institutions involved during the different stages of 

planning, implementation, operation and use of the infrastructure and facilities. 

 

The Participants are prepared to cooperate on the question of financing the necessary studies as appropriate. Tenders for 

studies should be launched pursuant to international procurement rules and regulations and agreed between all the parties 

involved. Participants declare their readiness to take all the necessary steps to ensure that the studies can be carried out 

efficiently with full support of the signatory countries, such as providing all the requisite assistance and information. 

 

5. Exchange of information 

 

The Participants are ready to make the information relevant to the development, use and operation of the Network 

available to each other on an ongoing basis through the Permanent Secretariat.  

 

This would include the detailed data required for the establishment of an action plan, such as the state of the infrastructure 

on the Network; transport and traffic flows; waiting times at borders; cross-border activities and inspections; plans for 

new construction, maintenance, reconstruction, rehabilitation, upgrading; other measures planned or undertaken in areas 

such as environment, transport and traffic safety, security, etc. Exchange of information on the financial resources 

allocated or to be allocated to the development of the Network from public or private sources will be particularly important 

in order to ensure regional coordination, cooperation and harmonization of investment planning, as will the sharing of 

full information concerning the national transport strategies, regional and national transport plans and national logistics 

strategies of each participating country. 

 

The exchange of information envisaged would also cover the legal and regulatory framework for private participation in 

the development, use and operation of the Network, as well as the relevant economic and social data. 
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The results of these studies and exchanges of information should be systematically compiled by the Permanent Secretariat 

and made accessible to Participants in the Steering Committee and to other institutions or organizations, which have 

demonstrated substantial interest in contributing to the development of the Network. 

 

The Permanent Secretariat shall set-up a public website, linked to the United Nations ESCAP website, to disseminate 

information and report about progress. This website should also contain basic information on transport regulations, 

technical standards, immigration procedures and visa regimes, border crossing procedures, transit regulations and 

guarantee systems, customs, inspection regimes, relevant tax systems, road user charges, etc., preferably in three 

languages: national language, English and Russian.  

 

6. Technical standards and interoperability 

 

The Participants are prepared to work towards a common set of technical standards needed to secure optimum 

interoperability of all sections of the Network, including interoperability between the various transport modes. Such 

technical standards would cover electrification, gauge and communications for the rail part of the Network; axle load 

capacity and signalling systems for the road and rail part of the Network; safety regulations, environmental requirements 

regarding fleet and cargo, road user charges and toll systems, and traffic management. 

 

Internationally accepted technical and operational standards for the various transport modes should be adhered to as 

appropriate in order to secure interoperability with other relevant technical systems. 

 

7. Border crossing and customs cooperation 

 

Since excessive waiting times at border crossings may impede any improvements resulting from the development of the 

Network, the Participants commit themselves to encouraging and promoting, through coordinated action with the 

competent authorities, the installation of joint border crossing posts and joint or shared controls as well as cooperation 

between customs services in order to minimize waiting times for rail and road traffic, thus reducing transport costs and 

enhancing overall transport cost efficiency in the region.  

 

Participants undertake to promote joint studies on the infrastructure and organizational measures required for this purpose 

and to agree timetables for the implementation of the measures, which will form part of the Network action plan. Standards 

set by international agreements in this area should be complied with. 

 

8. Framework for participation of economic and social partners 

 

The Participants intend to provide for maximum business sector involvement in the development, operation and use of 

the Network. To this end, dialogue with the business sector and the international financial institutions should take place 

during the planning and implementation stages of project studies. The business sector should be kept informed of actions 

planned or undertaken under this Memorandum of Understanding and its comments should be taken into account as far 

as possible, either by granting active observer status to representatives of the business sector in the Steering Committee 

or by way of regular meetings between the business sector and the Secretariat. 

 

The Participants jointly aim to create the legal and financial conditions necessary for business sector participation in the 

development and operation of the Network. 

 

Participants will examine the possibility of setting up common bodies or regional platforms to carry out actions necessary 

to develop the Network. Taking into account the constraints of national law, they agree to investigate possibilities of 

entrusting the achievement of the relevant goals of this Memorandum of Understanding at least in part to the business 

sector. 
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Likewise, the Participants recognize the important role to be played by the social partners, (civil society, NGOs) in the 

implementation of the Eurasian Southern Corridor transport network, and commit themselves to a structured social 

dialogue with the relevant organizations in order to ensure that they are involved in the processes of change and 

development that will accompany the implementation of the Network.  

 

9. Ministerial meetings 

 

Ministers of the countries or organizations signing this Memorandum of Understanding, and senior representatives of 

other participating international organizations, agree to hold meetings (frequency to be agreed) in order to review progress, 

and if necessary to consider changes in the basis of cooperation or the objectives or coverage of the Memorandum. Such 

meetings shall normally be convened by the Steering Committee chairperson. 

 

10. Steering Committee 

 

A Steering Committee to be composed of high-level representatives of the Participants will coordinate the joint work 

under this Memorandum of Understanding. Each Participant should appoint one representative and one deputy 

representative to the Steering Committee and notify all other Participants. Steering Committee members should normally 

be senior civil servants, with the authority to represent their administrations and at the same time able to provide the 

continuity of commitment which may not be available from a political minister. 

 

The Steering Committee will meet as necessary, but at least (frequency to be agreed). It should decide on its rules of 

procedure by unanimity, and should elect a chairperson to guide its activities and represent it in international forums. 

Representatives from the business sector, the social partners, other relevant Corridors, IFIs and other institutions, as well 

as experts, could be invited to its meetings as observers, as appropriate. 

 

The Steering Committee may consider creating sub-committees or ad hoc Working Groups for specific tasks in order to 

increase the potential for achieving the goals of this Memorandum of Understanding. 

 

The Steering Committee will regularly report on its work to the Participants in this MOU. 

 

11. Implementation 

 

The information exchanged and studies carried out by the Participants, together with the extensive information provided 

by ESCAP and other sources (for example, the proposed transport observatory), will form the basis for defining priorities, 

budgets and time plans for the specific measures needed to coordinate development of the Network, facilitate this essential 

task and comply with similar undertakings agreed in the context of the Corridor Chairmen’s meeting. A Southern Corridor 

Transport Observatory (SCTO) will be established. It will be located in ….. where appropriate office space will be made 

available. 

 

The SCTO will have a Permanent Secretariat and be self-sustainable in the long run, which will support the Steering 

Committee by: facilitating communication between the Participants; preparing and updating the annual and multi-annual 

rolling plan for the implementation of Network projects and priorities in order to achieve maximum cost efficiency of 

scarce funds; and, collecting data on the core network. This Permanent Secretariat would preferably be managed by 

ESCAP as it is a neutral body accepted by all its member States – and which has been involved in the development of the 

Eurasian Transport Corridors for a long time already – that has extensive knowledge and data bases in this respect. This 

would also institutionally facilitate coordination with the other Transport Corridors. 

 

The work plan should commence with an inventory of the Network, using the results from the project “Comprehensive 

Planning of Eurasian Transport Corridors to Strengthen Intra- and Inter-Regional Transport Connectivity” (ESCAP, 2017), 

other relevant studies and above all other information supplied by the Participants. It should develop, under the guidance 
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of the Steering Committee, and of the Ministers, if necessary, a set of jointly agreed regional objectives and priorities and 

a rolling programme of projects for achieving them. Further details on the proposed action plan are provided in Annex II. 

 

The Secretariat will also have responsibility for maintaining close and regular contact with the relevant international 

agencies and donor or lending organizations active in the region. The Secretariat will, in addition, be responsible for 

cooperation with representative organizations from the Northern and Central Corridor and other relevant national and 

international institutions and organizations. The Secretariat is expected to work towards a comprehensive exchange of 

information and experiences with the other Corridor Secretariats in order to ensure total compatibility between Corridor 

and Network development. 

 

The Participants undertake to examine all possibilities for providing such additional resources as may be necessary to 

assist the Steering Committee and Secretariat in carrying out their responsibilities (including, for example, resources for 

assisting in project preparation and collecting and analyzing transport and traffic data via a regional transport observatory). 

 

The Participants undertake to discuss and rapidly resolve any issues of difficulty which may arise out of the operation of 

these monitoring tools, in a spirit of full cooperation and transparency. 

 

12. Closing remarks 

 

Cooperation in the context of this Memorandum of Understanding is based on a voluntary commitment and will continue 

until the objectives of the initiative have been achieved. Where any of the Participants so requests, this Memorandum of 

Understanding shall be reviewed and may be amended by common consent on the basis of a proposal submitted to the 

Participants by the Steering Committee. 

 

In any event, a review of the continuing relevance and efficiency of the arrangements contained in this Memorandum 

shall be conducted no later than five years after it comes into effect. 

 

This Memorandum of Understanding does not contain obligations governed by international law. 

 

This Memorandum of Understanding shall become effective on the date of its signature by the last of the Participants 

listed below. 

 

 

Done at ….., on ….. 

 

 

For Country A 

 

For Country B 

 

For Country C 

 

For Country … 

 

For United Nations ESCAP 



177 

APPENDIX I    MAPS 

Map 1 Eurasian Northern (N), Central (C) and Southern (S) Transport Corridors 
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Map 2 Eurasian Southern Corridor – S1, S1A, S1B, S1C 

 



179 

 

APPENDIX II    THE NETWORK ACTION PLAN  

The action plan will be based in the first instance on the information provided by the participating countries, United 

Nations ESCAP and donor or lending agencies, and will cover at least the following items: 

 Full inventory of the infrastructure of the Network by transport mode; 

 Actual and forecast traffic flows for each element of the inventory up to 2030; 

 Identification of main bottlenecks (both infrastructure and operational and service-related, 

including border crossing issues); 

 Prioritized work plan for dealing with bottlenecks on the core network, taking account of the 

optimization, on a regional basis, of investment planning, particularly with respect to the rate of 

return and the timing of investment projects; 

 Identification of total investment and maintenance costs for the network, per mode, indicating 

funds already committed, funds provisionally allocated, and areas where funding is still needed; 

 Explicit linkage (where relevant) between the identified core network priorities and the medium-

term priorities of the national transport investment plan of each participating country; 

 Explicit linkage (where relevant) between the core network priorities and the priorities of the 

connecting Corridors; 

 Target implementation schedule for each prioritized element in the plan, with the most reliable 

possible information for years one and two, and best estimates for subsequent years (three to five). 

The action plan will be monitored, updated and rolled forward on a regular basis (annually). Monitoring will be based on 

practicable outcome indicators to be selected by mutual agreement among the Participants (e.g. shorter journey times, 

increased traffic flows, improved transit or cargo handling times, reduction in border waiting times, elimination or 

reduction of administrative procedures, reduction in travel or freight costs). Mere project completion will not be regarded, 

as such, as an adequate indicator. 
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ANNEX I. RESOLUTION 73/4 ON THE IMPLEMENTATION 

OF THE MINISTERIAL DECLARATION ON SUSTAINABLE 

TRANSPORT CONNECTIVITY IN ASIA AND THE PACIFIC 
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ANNEX II. SOURCES OF DATA AND ANALYTICS ON 

EURASIAN TRANSPORT CORRIDORS 

SELECTED AGREEMENTS 

“Agreement of the Shanghai Cooperation Organization Member States on the Facilitation of International Road 

Transport,” Dushanbe, Tajikistan, 12-Sep-2014. 

 “Agreement on coordinated development of the international transport corridors, traversing territories of the CIS member 

states,” Yalta, 20-Nov-2009. 

“Agreement on Eurasian Economic Union,” Astana, 29-May-2014. 

“Agreement on International North - South Transport Corridor,” Saint Petersburg, 12-Sep-2000. 

“Agreement on the Recognition of Domestic Driving Licenses Issued by ASEAN Countries,” Kuala Lumpur, Malaysia, 

09-Jul-1985. 

“Agreement to Establish and Implement the ASEAN Single Window,” Kuala Lumpur, Malaysia, 09-Dec-2005.  

“ASEAN Agreement on Customs,” Phnom Penh, Cambodia, 30-Mar-2012. 

“ASEAN Framework Agreement on Multimodal Transport,” Vientiane, Lao People’s Democratic Republic, 17-Nov-

2005. 

“ASEAN Framework Agreement on the Facilitation of Goods in Transit (In Force),” Ha Noi, Viet Nam, 16-Dec-1998. 

 “ASEAN Framework Agreement on the Facilitation of Goods in Transit: Protocol 3 Types and Quantity of Road Vehicles 

(In Force),” Ha Noi, Viet Nam, 15-Sep-1999. 

 “ASEAN Framework Agreement on the Facilitation of Goods in Transit: Protocol 4 Technical Requirements of Vehicles 

(in Force),” Ha Noi, Viet Nam, 15-Sep-1999. 

 “ASEAN Framework Agreement on the Facilitation of Goods in Transit: Protocol 8 Sanitary and Phytosanitary Measures 

to Implement the ASEAN Framework Agreement on the Facilitation of Goods in Transit (In Force),” Phnom Penh, 

Cambodia, 27-Oct-2000. 

 “ASEAN Framework Agreement on the Facilitation of Goods in Transit: Protocol 5 ASEAN Scheme of Compulsory 

Motor Vehicle Insurance (In Force),” Kuala Lumpur, Malaysia, 08-Apr-2001. 
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