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Message from the UNECE Executive Secretary

Dear reader,

It is widely accepted that a well-functioning transport system is essential for growth
and the competitiveness of economies. National economies depend on transport
more than ever, just as they rely increasingly on international trade. Achieving
efficient international transport is not an easy task. It requires political commitment,
but also concrete forms of regional cooperation leading to very precise technical
norms and regulations which are harmonized from one country to another.

It was with this aim in mind that the UNECE Member states gave the mandate to
the UNECE Inland Transport Committee to facilitate the international movement of
persons and goods by inland transport modes and improve competitiveness, safety,
energy efficiency and security in the transport sector, while helping to reduce the environmental impact of
transport activities and contribute effectively to sustainable development. Within this broad mandate, border
crossing facilitation was identified as one of the main activities of the UNECE Transport Division.

Over the years, numerous legal instruments have been developed and constantly updated, such as the TIR
Convention, which has established a customs transit guarantee scheme and provides for simplified, efficient
and secure border crossing procedures, and the Harmonization Convention on Border Procedures.

To gain deeper understanding of how these legal instruments inter-operate and to consider how to make them
work better, in greater synergy the Joint Trade and Transport Conference was organized back to back with the
annual sessions of the Inland Transport Committee and the Committee on Trade this February. UNECE has
developed a number of useful tools also in the broader trade facilitation field, in particular through the United
Nations Centre for Trade Facilitation and Electronic Business (UN/CEFACT), and with the transport agreements,
they form a complete facilitation framework.

Furthermore, a joint seminar on “Overcoming Border Obstacles”, organized by the International Transport
Forum, the World Bank and UNECE in March this year, clearly showed the great array of facilitation measures
already available. We know what needs to be done. What remains is implementation.

Coming from Slovakia which borders five countries and has access to maritime ports through its neighbors
only, | can identify with problems of land-locked countries and their exponentially higher needs for border
crossing facilitation. However, we are all aware that lack of facilitation is an issue for all countries whether they
are land-locked, coastal, islands, developed or developing countries. It is appalling to consider that, worldwide,
400 billion dollars are lost each year due to a lack of facilitation measures (UNCTAD calculation)

After years of strong growth, the current global economic crisis has brought about a rapid decline in the
global economy. The majority of advanced economies have moved into recession and unemployment is rising
sharply. Growth in emerging economies is weakening. The situation is uncertain and subject to considerable
risks. Given the scenario, any additional costs to trade and transport are deemed unacceptable.

| therefore welcome the fact that this second edition of the recently launched UNECE Transport Review focuses
on one important aspect of transport and trade facilitation: the issues and solutions for crossing the borders.
| also appreciate that this edition is launched on the occasion of the International Transport Forum discussing
Transport for a Global Economy: Challenges and Opportunities in the Downturn. | hope the good collaboration
between our institutions within the United Nations and beyond, as well as the continued cooperation among
national governments and their authorities will lead to a more extensive implementation of all the excellent
tools that are already available.

The articles in this Review will no doubt contribute to building a common understanding and to an exchange
of best practices. | thus hope that the various stakeholders involved in border-crossing will fully benefit from
the analyses, views and action-oriented proposals which are presented in this publication.

Jan Kubis
UNECE Executive Secretary
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The positioning of border crossing
facilitation

Eva Molnar, Director, UNECE Transport Division

Introduction

A bottom up approach to border crossing facilitation would focus on concrete obstacles that traders and
transport operators have to put up with and that they calculate into their final prices whenever they can. In
this regard their objective is to eliminate any physical and administrative barriers that they encounter during
the transportation of cargo.

Two main areas of shippers’ concerns are usually the border crossing and transit conditions. These are
translated into transaction costs and time, as well as level of predictability and system reliability. In the
end, the firms that are the most competitive are the ones located in areas where low transaction costs and
time are coupled with high levels of predictability and reliability. Consequently, countries that offer the best
combinations for their enterprises are more competitive than others. Thus the bottom up approach follows
the obstacle perspective.

A top down approach would first and foremost be concerned with the competitiveness of nations and regions,
and thus primarily consider the challenges and impacts of globalization in general and on trade and transport
in more details. In fact, this is the growth perspective.

Whichever way we start however, we end up with the same issue; crossing the borders must be made easier
so that all efficiency loss in supply chains is captured to the benefit of all players and, eventually, for greater
competitiveness both at micro and at macro levels.

In this article | will discuss the nature of transport growth and its links to globalization, the commitment
for facilitation, the different facilitation approaches and definitions, with a special attention to the holistic
approach and the border crossing facilitation focus. | will also argue for the liberalization of transport services.
Finally a short summary will be given of the UNECE border crossing facilitation activities.

Taking the growth perspective

Transport has been one of the main driving forces of globalization. Transport costs, and particularly the costs
of long distance transport, have gone down continuously thanks to numerous technological innovations,

Steamships changed the world
| | '

Savanna was the first
vessel (see picture at left)
with an auxiliary steam
engine to cross the ocean
but it did so for the most
part under sail. Curagao
was the first to cross the
Atlantic Ocean, for the
most part, under steam,
in 1826.




like the commercial operations of the steamship, the development of railways as well as the emergence of
motorized road vehicles; the constantly increasing size of vessels and other vehicles; the standardization of
loading units and the eventual emergence of containers; and the IT supported fleet- and route-management.
Costs have dropped despite the constant increase in fuel price and expensive fleet replacements to meet
environmental and safety standards.

Efficiency improvements in transport have opened new possibilities for industries to grow at unprecedented
speed. International trade has been booming, particularly since the beginning of the nineties.

The world’s biggest container ship Emma Maersk is fitted with the largest diesel engine ever manufactured (110,000
hp). She beats all former containerships by 10 per cent. The ship can carry 13,000 containers all over the world.

As transport becomes cheaper, trade grows. Between 1820 and 1992 world trade increased 541 fold, while
GDP increased 40 fold. World trade was 7 billion USD in the early years when the steamship was introduced.
It reached USD 3700 billion in 1992. By 2007 it had reached over USD13.000 billion, which is more than 3
times its value in 1992.

World Trade (billion USD)
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To further reduce costs and increase competitiveness, international transport has been increasingly outsourced
to specialized agents and operators. A new service industry, logistics, has emerged where efficiency and
reliability are the dividing lines between success and failure.




However, in spite of the race to improve performance, a number of countries have been left behind. For these
countries the transaction costs have reached prohibitively high levels:

e  Customs tariffs in the major developed markets (USA, Canada, European Union, and Japan) have reached
the level of about 3.7 per cent. At the same time, the average cost of transport for developing countries’
exports, as a group, is about 8.6 per cent. The cost of transport for exports from landlocked developing
countries is approximately 14.1 per cent. It is three times the rate of tariffs, and three times the cost of
transport in developed countries. The FOB based transport and insurance paymentsl for Kyrgyzstan
and Turkmenistan as a proportion of total exports of goods and services were 15.1 and 15.8 per cent
respectively2. Unofficial payments which truck drivers are forced to pay while transiting through countries
with low governance can however further increase logistics costs by up to 40-50 per cent of the export
value, thus bringing down the competitiveness of goods and nations.

In addition to the massive liberalization of trade in goods, the growth of numerous economic integrations in
the world has led to a new — in some cases lower - level of vulnerability. Such integrations have boosted the
already high level of intra-trade among the countries in the “club”. Consequently, these countries and regions
were able to globalize their economies faster than others, which in turn helped many regions cushion their
economy by strengthening trade capacity within. Examples of such strength can be seen e.g. in the Western
European countries where, due to the growth of the European Union and the high level of integration, intra-
regional trade is 74 per cent and extra-regional trade is 26 per cent only.

[Percantags)
J:
A Intratrade
Extra-trade
Source: WTO

In a growing number of economic integration initiatives, internal borders have long been abolished and trade
and transport facilitation efforts can be focused on the external borders.

Countries in Eastern Europe and Central Asia, as well as some South East European countries on the other
hand, have gone through a disintegration period, where new States were born, new borders set and protected.
In the UNECE region overall, the length of borders have at least doubled. The re-integration process according
to new conditions and among some like-minded countries is only in a budding state.

The current economic downturn may deepen the commitment for facilitation
Today, globalization is taking a course of its own; creating a new paradigm for transport where global mega-

trends both enlarge and at the same time may limit its growth potentials. At a time of economic recession,
when trade is declining for the first time since 1982, companies and countries will be even more sensitive to

1 These are not total transport costs!
2 UNCTAD, 2001. Transit Systems of Landlocked and transit Developing Countries: Recent Develop-
ments and Proposals for Future Action.
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costs, particularly to undue costs.
According to the World Trade Organization (WTO), exports in volume terms are expected to be down by 9 per
cent in 2009 and this will be the largest contraction in global trade since World War II.

In addition to the financial crisis, there are also many other factors behind this contraction:

e Fragmentation of production has been referred to by all analysts as both very high and widely spread at
a global scale. In this regard, low transport costs can be seen both as a curse and as a blessing. It was a
blessing because it accelerated economic integration with a global outreach. But it was a curse because
transport efficiency has led in many cases to a new type of manufacturing pattern where dependence on
well-functioning transport services is huge. Consequently, any disruption in transport and, increasingly,
in the supply chain makes a number of market players and even countries vulnerable. The high fuel prices
last year have already shown the risks;

e We also witness that new production centres are booming, particularly in China and India and thus
creating new demand for transport services and they also change the traffic directions;

e Beyond the beneficial impact of customs tariff liberalization, we can witness a concern for government
revenues if the lower customs tariffs are not offset by the expansion of trade;

e Along these lines, it also needs to be remembered that the value of trade is falling as commodity prices
decline;

e In addition, WTO draws our attention to the simultaneity of the global slowdown and the potentially
positive role of global supply chains that in recent years have developed at a fast speed and created a new
type of demand for international trade, transport, logistics services, etc.;

e The fast growth of global supply chains has raised the importance of free trade. Since the supply chains
can play a positive role in getting the economies on healthy footing again, any revert to protectionism
may undermine their positive impact.

In the “happy” growth period most things went well, with progressive liberalization of trade in goods and
partially also of services trade, relatively easy access to relatively low-cost financing of trade expansion,
etc. However, even during the “happy” period, border crossing problems were identified as one of the key
obstacles to trade and consequently to growth. The United Nations Conference on Trade and Development
(UNCTAD) has estimated that 400 billion USD is lost annually due to lack of proper facilitation measures. An
Asia-Pacific Economic Cooperation (APEC) estimate suggests for example that facilitation measures would
bring twice as much benefit than tariff removals. According to an Organization for Economic Cooperation and
Development (OECD) estimate the total savings resulting from facilitation measures can be between 2-15 per
cent of trade transaction costs in general.

Over the past decade a lot of attention has been devoted to trade and transport facilitation. Tangible results
have been produced and experience gained that may help countries and businesses to get out of the economic
down-turn. In other words, trade and transport facilitation (TTF) has been and will be crucial for economic
development.

TTF initiatives

Recognition and identification of the facilitation problems have been followed by actions. Trade and
transport facilitation awareness campaigns contributed to a recognition of how big the problem is. One
documentary, produced by the International Road Transport Union, at the turn of the nineties, right at the
time of the political changes described the border situation in the Central and Eastern European countries as
the sign of a shift from the “iron curtain” to a “paper curtain.”

By now, practically all donors and most governments have recognized the need to support and create
sustainable support mechanisms for facilitation. The World Bank launched its first regional investment
program in South-East Europe, where customs reforms were designed by considering the interest of the
shippers and transport operators, i.e. those of the clients (TTFSE Project). This approach towards trade and
transport facilitation was quite revolutionary. Consequently, it has been replicated in several other regions
and sub-regions. Even before the World Bank, and parallel to its assistance programs, the European Union,
as well as the Asian Development Bank (ADB) and other regional development banks became active in both
technical assistance and investment projects, see e.g. the Greater Mekong sub-region program by ADB or
the Phare, Cards, Tacis, Traceca and many other programs by the EU.

It is evident that Trade and Transport Facilitation will remain the tool to shorten the economic distance from
markets even if the geographic distance is huge.
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Facilitation shortens economic distance

Countries with un-favorable geographic locations, and/or with poorly developed physical and institutional
infrastructure, need to make extra efforts to reduce costs to trade and transport, to shorten the economic
distance to the key markets, i.e. to become part of global logistics systems, attract foreign and local investors
and benefit from increasing world trade. A failure to address these issues would mean that they risk being
marginalized and deprived of the opportunity to actively participate in the global trade, achieve sustainable
growth and increased wealth. Countries can take measures in support of their economic integration on
global (WTO, multilateral conventions, etc.), regional (growth of trade blocks), macro (trade diagnostics,
foreign exchange regimes, foreign trade policies, etc.) meso (structural reforms of key TTF related sectors,
like customs, transport and other specific TTF measures as discussed below), as well as on micro levels
(improved business climate, thriving logistical services, etc.).

On the global level, WTO membership and the preparation for it stand out as the most overarching of
challenges. In addition to the traditional trade liberalization, deregulation of trade in services has also been
put on the agenda. Though the GATS treaty has covered transportation rather broadly, it is expected that
in the future aviation, maritime and also land transport will move up on the priority list. Article V of GATT
concerning the freedom of transit has become a popular reference and it signals the high expectations
towards WTO to improve transit conditions. Proponents of these views put their hopes into solving their
transit issues through a global commitment however, while failing to recognize that all participating
countries should also be able to benefit from the solution. Throughout the post-war decades, this strive
for reciprocity was the reason that bilateral transport agreements proliferated. Looking at reciprocity in
the broader context however, it is likely that WTO will be the main forum and facilitator of progress. In the
meantime, bilateral agreements will continue to provide the framework to access international transport
markets and governments are expected to do everything possible to pave the way for a more transit friendly
business environment.

Why are there still so many definitions for facilitation?

Trade facilitation has become part of the policy debate driven first of all by international institutions and
research circles. In 1996, during the WTO negotiations in Singapore trade facilitation was added to the
agenda. However, even today there is no common agreement on its definition and all the different titles, like
trade facilitation, trade and transport facilitation, transport and trade facilitation, border crossing facilitation,
etc, have significantly different meanings. Why? Is it because specific facilitation elements often dominate
the definition, e.g. streamlined procedures, reduced amount of simplified documents, smooth transit, fast
lane clearance of trains or trucks etc. Is this dominance motivated by the diverting attention of the key
stakeholders? Or is it because facilitation is the second best option to transport services liberalization? Does
it mean that it is easier to reform and modernise customs administrations than to promote competition
on the highly regulated transport markets? These are provoking questions and for the sake of making the
connections between the non-transparent vectors they should be kept in mind.

While I am aware of the officially and informally used different definitions, | prefer to advocate for the holistic
approach that is described in a very concise way in the chart asking the question of “What is trade and
transport facilitation?”(see below).

With the transaction costs approach the chart on the holistic interpretation of Trade and Transport Facilitation
reflects the hands-on experience with the World Bank’s Trade and Transport Facilitation Project in South-East
Europe (TTFSE). | believe this approach continues to be relevant. Here, no hierarchical differentiation is made
between trade facilitation and transport facilitation or the more narrowly applied border crossing facilitation. It
reflects the philosophy of the TTFSE program where the point of departure was to ensure the reduction of costs
to trade incurred during the transportation of the goods, i.e. the transaction costs of transport. Sustainability
of results however can be precarious even in the best cases; therefore extremely strong commitment for the
facilitation reforms at local level is a must. Without such ownership, results achieved through hard work and
usually through politically difficult processes, will not be maintained.

The holistic approach to Trade and Transport Facilitation

As the high cost of trade is caused by the high costs of transport in most countries, and (i) since this is partly

-12-



because of the informal payments and rent-seeking practices, improved governance could be one objective of
the TTF Reform Package; and (ii) because some of the costs are caused by inefficiencies and other shortcomings
in the transport systems either on behalf of the service provider or by the infrastructure deficiencies, more
competitive transport sectors connected to the broader international market and networks could be the
other one.

A holistic approach therefore aims to address many complex issues: the reform and modernization of
customs and other border agencies, the promotion of inter-agency cooperation, liberalization of international
transport services, reform of the whole transport and telecommunication sectors, facilitation of international
cooperation both among the neighbours and with key trade partners, as well as of the border agencies on
both sides of the border, close cooperation between the private and public sectors and finally a dedicated
training program to manage the changes. To illustrate the complexity here are some specific details.

Broad based customs modernization and reforms, including:

e Inter-agency cooperation, particularly integrated border management within countries (where
one of the agencies, possibly customs is the border manager, i.e. being responsible for the overall
performance of the border crossing), and across borders;

e Management Information Systems3 (where border agencies are electronically connected to inland
terminals and headquarters) and also regional and multi-sectoral harmonization of IT technology
introduction and up-grade;

e Simplification of procedures and introduction of selectivity and risk analysis;

e On a procedural level the introduction and application of single window and one-stop-shop
concepts;

e Moving as much of clearance to inland terminals as possible;

e Enforced respect to cargo traveling under a guarantee scheme (e.g. TIR);

e  Phasing out of obligatory convoying;

e Cross country cooperation among customs administrations with the immediate neighbors and also
with all the countries both on the higher political level and on the working level at the border sites,
etc.

Deepening transport sector reforms and targeting modernization, including

e Set up and/or strengthening of transport authorities;

e Elaboration of multi-annual national transport investment plans;

e Accelerated reform of road financing systems (fuel taxes as the main Road User Charge; internationally
compatible vehicle taxation; improved allocation of funds among the different road categories etc.);

e Reforming the road administrations so that they would be able to manage the improvement of the
road network according to market economy conditions;

e  Continued railway modernization and reforms to make them more efficient and customer oriented;

e Reforming the international railway relations (e.g. through tariffs for container transport) and rail
border crossing conditions [e.g.

(i) monitoring is needed so that the actual border stopping time is really reduced;

(i) eliminating shunting and marshalling as far as possible at all points on the international
corridors, including the borders;

(iii) introducing interface connections of the information systems of the railways and the border
agencies (particularly customs) not only within one country, but along the main international
corridors (TRACECA is already a good example);

(iv) streamlining border procedures both for the railways and the border agencies;

(v) harmonizing technical specifications for future rail infrastructure development (particularly with
regard to equipment)];

e Improving the competitiveness and efficiency of the road transport operators through the
enforcement of licensing regulations and promotion of professional training (Certificate of
Professional Competence (CPC) regulations to be in place and enforced);

e Harmonization of gross weight and axle load of road vehicles and the introduction of jointly
acceptable weight certificates;

3 A multi-sectoral approach was characteristic of the trade facilitation network in Singapore, which
included customs MIS as well. This allows traders to make declarations electronically and directly. Savings
are reported to be around 1 per cent of Singapore’s GDP. The Chilean customs modernization program that
introduced the Electronic Data Interchange (EDI) systems is reported to have generated savings over US $1
million per month, while the investment cost was around USS$ 5 million in total.
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e Negotiating more liberal bilateral road transport agreements and/or moving towards multilateral
frameworks (like it has started by the BSEC countries);
e Introducing a more conducive environment for logistic services, etc.

There are many plans for large-scale and costly transport investments. Close cooperation among all countries,
starting with selected corridors and strict prioritization of investments based on economic evaluation and
reliable traffic census and forecasts, is warranted in order to best use scarce resources. In Europe, for instance,
the Trans- and Inter-Continental Transport Corridors should be reviewed and made part of transport planning.
The Trans-European Transport Network (TEN+TINA+TIRs/REBIS etc.) should be extended to the rest of Europe
to establish a coherent and consistent system without discrimination of countries as to their status in European
integration. It should be connected with the Euro-Asian network and focus on connecting markets in Europe-
Central Asia-Middle East — Far East and South Asia.

Promoting Public-Private Partnerships (e.g. PRO-committee) that enable users of border services (shippers,
manufacturers, transport operators, freight forwarders) to voice their concerns and that force the authorities
(the government at large, but particularly the customs and other border agencies, as well as the Transport
Ministry and agencies) to respond to the needs of the private sector. Empowering the business community by
offering them a forum to represent their interests in decision-making relevant to international trade can lead
to better and more sustainable results.

TTF information to be shared regularly with the key stakeholders (e.g. through TTF web sites), in which the
PPPs, i.e. PRO-committees, can play the role of a catalyst in close cooperation with the already existing industry
associations.

Training of all participants in the TTF-chain, including customs officials, brokers, forwarders, shippers,
transport operators etc. is required to bring about the necessary changes in business ethics, border crossing
management, attitude and mentality.

Impediments to and progress in their abolishment should be made more transparent. For monitoring and
evaluation of the results, performance indicators should be introduced first along the most frequently used
international corridors. Monitoring and measuring changes in the border agencies’ performance, within
regional trade blocks and eventually worldwide carry the benefit of introducing peer pressure.

Trade and Transport Facilitation thus assumes the holisticapproach, encompassing transport, communications,
customs and other border agencies, as well as inter-agency and cross-country cooperation. Since it calls for
change management in the role of the public sector, continuous training is required on all levels. Finally,
experience in South-East Europe has shown that reforms can be sustainable if they are the result of agreement
between all stakeholders and if the private sector, shippers, freight forwarders and transport operators are
recognised as partners. (See chart below)

Removing trade Transport &
barriers to Telecom reforms:
international De-monopolization,
transport Deregulation,

Privatization

What is Trade and Transport Facilitation?

Increasing
availability of high
quality training in
logistics, transport,

customs brokerage,
telecom and IT
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A holistic definition of trade and transport facilitation, E. Molnar

As discussed earlier, in the period when international trade grew fast, technological innovations in transport
allowed for extensive growth. During this time, facilitation was obviously at bare minimum. While facilitation
continues to be an important task, more intensive transport development is also needed. However, that is not
possible without liberalization.

Transport services liberalization would be a requirement for intensive development

Normally there is a clear distinction between liberalization and facilitation. While liberalization decisions are
subject to long and occasionally painful negotiations, facilitation is more or less an easy commitment to make,
though far less easy to implement. None the less, in the previously described chart | consider liberalization of
international transport services to be part of the broader trade and transport facilitation program.

One can see that liberalization of international transport services is moving at a slower pace than other
infrastructure service sectors. Bilateral intergovernmental agreements, together with their quota systems
on market access and regionally negotiated market openings, continue to be the main feature both in land
transport and civil aviation. | believe the liberalization trend is going to continue even if there are attempts to
slow it down or to tie it to neo-mercantilist conditions. Progressive liberalization of road freight transport and
of air services in Europe, for example, have had distinctive stages, as can be seen in the following charts.

Changes of the Rules on Market Access in European road freight
transport: bilateral and plurilateral frameworks

1962
EEC: First
Common
Rules on road | 1963
transport EEC: 1974
Community r0ad | ecyrr road [1984
quota quota EEC: automatic
increase of the

Community road | 1985

quota White Paper
on Services Trade

1986

Decision on the Road
Single Market
1993/95/98:

Single Market of
Road Freight
Transport achieved

Bilateral road transport agreements progressively phased
out within the EU
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Changes of the Rules on Market Access in European air transport:

1983
Directive on progressive
liberalization of scheduled

Air Services 1085
Whate Paper
on Services Trade 1087
liberalization st '
liberalization 1000
package oud
liberalization
package 1002-
3rd
liberalization
package

Both charts show that the liberalization process within the EU had taken root before the actual liberalization
packages started. If we continue the example of road freight transport, we can see that today there are three
levels of liberalization on the European continent and more on the Euro-Asian land-mass.

Bilateral air services agreements progressively phased out within the EU

2" task: countries that are 3™ ook countries

not members of the EU, but that are neither EU
Liberal EU road members of the ECMT road members. nor
freight market — quota — further permt 1s memb{'rs. of the
competition needed to enter the territory ECMT quota: road
without of another country for the transport permit to be
admunistrative purpose of export or import acgquired based on
restrictions (loco permit) journey and/or bilateral road

for transit: balaterallv 1ssued transport agreements

permits or ECMT permits

1% task: Admission to Profession

As we can see in road freight transport a liberal multilateral system that has been achieved within the
European Union exists parallel with a plurilateral system, known as the ECMT road quota, and with the
bilateral systems.

There are recognised advantages and disadvantages that speak for or against the multilateral or plurilateral
systems. First, let us focus on the advantages of the bilateral systems. Their obvious advantage was that after
World War Il the set of bilateral agreements established a regulated system with less uncertainties and more
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transparency.

A controversial benefit or disadvantage aspect of the bilateral solutions is the strive for reciprocity. It is an
advantage aslongasitatleast helpsto find a solution thatis mutually acceptable. Reciprocity can be understood
broadly, e.g. combining offers in different sub-sectors, like road permits for landing rights in aviation. Another
aspect of controversy is the possibilities for State intervention. Such actions may be justified by transport
policy considerations, e.g. interventions in favour of certain modes, like the support to combined transport
by keeping the road quota at a low level and offering the possibility to earn new road permits by using the
Rola services. However, in practice they can have a rather protectionist impact.

On the other hand the bilateral systems keep a quantitative restriction on the growth of the industry and as
such they lead to monopolistic structures. This way they lower the chances for healthy competition on the
market. It may be enough to refer to the problems of national distribution of permits in high demand. No
doubt, this increases the costs of transport and trade. The administrative costs of running a protectionist
system are high and they further increase the expenditures. Last, but not least the artificial shortage of
market access rights, as well as transit rights, can make small economies, particularly on the peripheries, very
vulnerable. On their own, their negotiationg power is limited.

For many European, non-EU countries the ECMT road quota is of high importance. The ECMT road quota
system was introduced in 1974 with the intention to facilitate the progressive liberalization of the road freight
market and the efficiency improvement of operations. The lack of road permits (e.g. a third country permit) can
lead to empty runs while using the ECMT permits reduces the amount of such idle operations. Unfortunately,
the ECMT quota system has been practically frozen for some time now despite the revolutionary changes in
introducing the green, the greener and safe vehicles .

Although only around 9 per cent of all European road freight transport is carried out with ECMT permits,
this plurilateral quota is of great significance. It sets a best practice example of a plurilateral solution without
striving for full-fledged economic integration.

Recently, the Black Sea Economic Cooperation (BSEC) initiated a similar plurilateral road permit system. As
the BSEC countries represent members that belong to different economic integrations, the task will be more
than challenging. Nonetheless the initiative deserves international support so that lessons already learnt in
the liberalization process are considered.

The UNECE Inland Transport Committee’s focus on border crossing facilitation

The UNECE Inland Transport Committee has grouped its activities around border crossing facilitation and in
this way it has made the distinction between broad-based reforms and the nitty-gritty specific measures. The
approach has been supported by the mere fact that tools and legal instruments serve different purposes at
the same time. In this context, it offers a forum for countries to harmonise their transport investment plans,
lending support to infrastructure development; serves traffic safety purposes and promotes border crossing
facilitation.

To take two, by appearance, different goals: road traffic safety and transport, trade and tourism facilitation.
The concern that professional drivers are forced to drive long hours to save time and costs for the operator, but
being a road safety risk, a rather high one, has led to different regulatory measures in many parts of the world.
This is often seen as a way of protectionism and it can be misused to protect the national markets, indeed.
Within NAFTA, the debate between the Mexican and the US truckers is well known. In the Pan-European area,
an agreement on driving and rest hours (AETR) was agreed on to combat drivers’ fatigue as early as in the
fifties. This social regulation has been and most likely will continue to be subject to many disputes and long
hours of negotiations. Without it however, competition on the road transport market in Europe would be
distorted and this would be reflected in the facilitation.

Similarly, to avoid that when reaching the border, cargo has to be trans-loaded from one vehicle to another,
a mechanism must be in place for one country to allow entry of a vehicle — both loaded and un-loaded — of
another country to its territory without discrimination of its “flag”, place of registration or origin of cargo. This
is obviously a border crossing facilitation, however the route towards achieving such an agreement includes a
lot of technical details, also with regard to vehicle construction, periodic inspection etc.

Where the vehicle goes, the driver goes, too! — would be the natural assumption. However, it is not that
simple. In land transport, particularly in inland navigation and railways, change of personnel is still the
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practice in many parts of the world, including UNECE countries. Even in the most deregulated mode, i.e.
in road transport, there are specific conditions for drivers to be met before they can enjoy the freedom of
mobility while carrying out a transport operation: their driving license must be issued according to rules
that inspire confidence in their professionalism. Only then are countries willing to commit themselves to
mutually recognize these licenses. Moreover, the transport of special cargo requires special driving skills and
additional knowledge concerning the cargo. All drivers and vehicle crew carrying dangerous goods, in any
mode of transport, must therefore comply with the unified rules.

For free mobility of crews there are many other requirements as well. The need for a professional visa is just
one example. Internationally recognized insurance is a pre-requisite both for the driver and for the vehicle in
order to ensure the free flow of cargo with minimal transaction costs and un-certainties during the process
of transportation.

Perhaps the most obvious benchmark about the level of good facilitation or its shortcomings is the
waiting time at borders. Thus border crossing procedures and practices are critical for trade and transport
facilitation. The way in which the numerous documents related to the cargo, vehicle and driver/transport
personnel are checked may be the first and obvious concern.

In addition, the treatment and control of vehicles can be cumbersome and time-consuming, too. In road
transport e.g. check of the gross weight and the axle load of vehicles is often a source of delays and extra
costs. The reason is understandable as the bearing capacity of roads is not uniform; in most Eastern
European countries e.g. they were designed and built for traffic where Heavy Goods Vehicles have lower
gross weights (max. 38 tones) and lower axle loads (max. 10 tones), while in the EU countries harmonization
of the weight restrictions took place earlier and by setting higher permissible weights. Enforcement of
weight limits therefore is part of good road infrastructure management, as well as of road safety measures
on the ground. On the other hand, effective enforcement does not necessarily mean undue repetition

of control. Thus to eliminate weight controls at each and every border and ensure the international
recognition, acceptance of weight certificates issued by one national authority is a good way to increase
efficiency of the transport services.

Similarly, why should there be thorough checks and controls of cargo when it is in transit only? Customs
transit systems offer the solutions for streamlined transit procedures. The TIR Convention has proved to

be one of the most effective international instruments prepared under the auspices of the United Nations
Economic Commission for Europe (UNECE). To date, it has 68 Contracting Parties, including the European
Community. It covers the whole of Europe and reaching as far as North Africa and the Near and Middle East.

A balanced approach to facilitate legal trade and control and stop illegal trade is the underpinning
philosophy of the International Convention on the Harmonization of Frontier Controls of Goods, which was
drawn up in Geneva in 1982.

The interface between freight transport operators and shippers needs to be well functioning, too. For this,
unified rules are necessary for transport contracts, for the liability of the transport operator in case of non-
fulfilment of the contractual relationship (delay in delivery, damage to cargo etc.).

The above basic conditions for international cargo mobility are provided for through multilateral
agreements. Most of these international agreements, conventions and other legal instruments are
administered by UNECE, i.e. by the Inland Transport Committee and its subsidiary bodies. In total there are
57 UNECE legal instruments that facilitate the international movement of cargo, driver and vehicle. They
have all been concluded in the spirit of non-discrimination. Transport is a pre-condition for implementing
trade, but at the same time transport brings risks. Therefore, traffic safety and environmental concerns

are also addressed in multilateral agreements, as governments are committed to ensuring that the risks
originated in international transport are minimized.

Summary

Several facilitation tools are already in place including the UNECE legal instruments for border crossing
facilitation, as well as specific UNECE trade facilitation instruments, like United Nations Centre for Trade
Facilitation and Electronic Business (UN/CEFACT). Therefore the first task would be that all countries that

have not yet done so, become signatories to and active implementers of these agreements.

Further tasks are to modernise some of these instruments, like completing the computerization of the TIR
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system.

And finally, much more implementation monitoring should be in place. The joint work of OSCE and UNECE
to develop a border crossing performance monitoring methodology is therefore of high importance.

-19-



Customs Transit Systems

Kostantin Glukhenkiy, Economic Affairs Officer, UNECE and Artur Bouten, Legal Officer,
UNECE

Customs transit: what is the problem?

Imagine a company wishing to import goods. Where should goods be cleared for Customs? Two situations
are possible:

(i) Goods are cleared at the border (border clearance)
(i) Goods are cleared at an inland Customs office (inland clearance)

Approach (i) is the traditional one. It works well in small countries or for goods imported by sea or air, because
seaports and airports usually have all the necessary infrastructure and facilities for Customs clearance
(warehouses, control equipment, other control authorities, etc.). However, for countries with a vast territory
or with long land borders option (ii) is preferable.

Inland clearance reduces border delays and the number
of stops and, as a result, transport and import costs. That
is why many countries establish inland Customs offices
near importers’ premises, thereby allowing for smooth
door-to-door logistics across land borders.

Under inland clearance, the Customs duties and taxes are
payable, not at the border, but at the final destination.
This requires the establishment of a special procedure
between the Customs office of entry and the Customs
office of destination, namely Customs transit, to make
sure that the goods are produced at the destination and
to protect Customs revenues if this is not the case.

ZOLL
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The above procedure applies to one country or Customs
territory when the office of departure and the office of
destination are in the same territory and is, thus, called
national Customs transit.

International Customs transit applies when an operator
carries goods across one or several borders, in accordance
with a bilateral or multilateral agreement. It consists of
a chain of national transit operations. With International

Customs transit there is no need to comply with a series of separate national Customs transit systems. By
using an international transit system, the transport operator has to follow only one international set of transit
rules.

In general, Customs transit means the Customs procedure under which goods are transported, under Customs
control, from one Customs office to another in the same Customs territory or another Customs territory,
without collecting the duties and taxes that may be applicable to imported or exported goods and without
applying economic or commercial prohibitions or restrictions.

For the efficient functioning of Customs transit, a number of pre-conditions should be met. The most
important one is the so-called freedom of transit: governments should allow goods to be transported across
their territories. Freedom of transit must be granted on the basis of international law (for example, Article V
GATT). In addition, the proper infrastructure and services (insurance, banking) should be in place.
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Importance of Customs transit systems for national economies

When discussing trade and transport facilitation, the importance of Customs transit systems is sometimes
forgotten. However, the availability of a reliable and affordable Customs transit regime is a sine qua non
for the competitiveness of national economy and economic growth. An effective transit system can bring
countries the following benefits:

e Reduced waiting times and queues at borders and, as a result, lower transport and trade transaction
costs;

e Transparent, predictable and non-discriminatory rules for all transport operators;

e Increased efficiency of Customs authorities through the use of efficient control procedures and risk
management;

e  Better protection of Customs revenues.

Inadequate Customs transit procedures result in waiting times and significant costs to international transport
and trade and undermine economic development. In particular, Customs transit problems severely affect
the most vulnerable group of countries - landlocked developing countries (LLDCs). High transport costs put
constraints on their exports and substantially increase the price of imports.

Requirements for Customs transit

To start a Customs transit procedure, a transport operator has to
comply with a number of requirements. They may slightly differ from
one transit system to another, but generally include the following:

e A transit declaration is to be lodged at the office of departure.
Apart from specific Customs declarations (SAD, TIR Carnet),
Customs may accept commercial or transport documents in lieu
of a transit declaration, if they contain the necessary particulars.
For example, internationally recognized consignment notes (CIM
and SMGS for rail transport, CMR for road transport) are used in
many countries for that purpose;

e  Security (guarantee) should be furnished to cover the Customs
duties and taxes at stake. The forms of security may include
banking guarantee, money deposit, surety, etc.;

e The goods and documents are thoroughly examined at the office
of departure. Following that, the goods must be identified, e.g. by
affixing Customs seals, thus avoiding the necessity to re-check the
goods in other countries (in case of international transit).

Additional requirements for Customs transit may include the
prescription of a deadline for transit, fixing an itinerary or Customs
escort. A decision to apply these measures should be based on risk
assessment. Some transit systems also provide for pre-selection
(authorization) of reliable operators.

Poor infrastructure and lengthy
procedures at border crossings
still cause considerable delays
for transport operators.

IT technologies

The use of paper-based documents for transit procedures is prone to
fraud and time-consuming both for Customs and trade. Therefore,
they are gradually replaced by IT technologies. Computerization
will facilitate an early detection of fraud, risk assessment and taking
preventive measures.

Customs seal remains the main
means to identify the goods.
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International Customs transit systems

There are a number of international Customs transit regimes worldwide, for example
e TIR Convention;

e Common transit;

e Community transit (EU);

e  ATA Convention;

e  Rhine manifest;

e Cross-Border Transport Agreement (CBTA) in the Greater Mekong Subregion;

e Inter-state Road Transit (TRIE) system in West Africa.

Details for the most widespread transit regimes are given below.
Common Transit Convention

This procedure is used for the movement of goods between the 27 European Union Member States and the
countries of the European Free Trade Association (Iceland, Norway, Liechtenstein and Switzerland). It is based
on the Convention of 20 May 1987 on a common transit procedure. The rules are effectively identical to those
of Community transit.

Community Transit

This procedure is used for Customs transit operations between the European Union Member States (and
Andorra and San Marino) and is applicable to the movement of non-Community goods for which Customs
duties and other charges at import are at stake, and of Community goods, which, between their point of
departure and point of destination in the European Union, have to pass through the territory of a third
country.

With regard to the guarantee system applicable to both common and Community transit, the idea is that an
individual guarantee has to be furnished for each transport movement, covering the full amount of Customs
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duties and other charges, like VAT or excise duties at stake. However, the individual guarantee can be replaced
by a comprehensive guarantee covering a number of movements if some strict criteria are met (such as:
good general financial standing, sufficient professional experience, close cooperation with the competent
authorities and control over the transport operations). The actual amount of comprehensive guarantee can
be fixed by Customs at 100%, 50% or 30% of the reference amount, viz the maximum amount of duties and
other charges that are at stake in a period of at least one week, based on past transactions and anticipated
trends in the trader’s operations. In case even stricter criteria are met, Customs can allow traders a complete
waiver of the need to have a guarantee at all.

TIR Convention, 1975

The TIR Convention (1975) facilitates the international carriage of goods by road vehicles or containers. TIR
stands for Transports Internationaux Routiers (International Road Transport). With 68 Contracting Parties, TIR
is the only global transit system, which makes it possible to avoid: physical inspections of goods in transit,
payments of taxes and duties for the goods en route, use of a national transit guarantee system and national
Customs documents and controls.

The TIR system is based on five principles, generally referred to as the five pillars:

e Goods should travel in Customs secure vehicles or containers;

e Throughout the journey, duties and taxes at risk should be covered by an internationally valid
guarantee;

e Goods should be accompanied by an internationally accepted Customs document (TIR Carnet), opened
in the country of departure and serving as a Customs control document in the countries of departure,
transit and destination;

e Customs control measures taken in the country of departure should be accepted by all countries of transit
and destination;

e Accesstothe TIR procedure for national associations to issue TIR Carnets and for natural and legal persons
to utilize TIR Carnets is subject to authorization by the competent national authorities.

The TIR system not only covers Customs transit by road but a combination with other modes of transport (for
example, rail, inland waterway and even maritime transport) is possible, as long as at least one part of the
total transport is made by road.

To date (2009), more than 40,000 international transport 1ol Dlew chodkf
operators have been authorized (by their respective i { IRUM |
competent national authorities) to access the TIR system, e e

using more than 3.2 million TIR Carnets per year. CARNET TIR *

At present, work is underway to computerize the TIR system ﬂ% E——

{13 JUK 709

(the so-called eTIR Project). The ultimate goal of the eTIR I : : i
Project is to fully integrate the computerized TIR procedure
in the overall process of technological development in
international trade, transport and Customs procedures,
improve its security, efficiency and quality and reduce
the risk of fraud. To that end, the eTIR Project will allow
for Customs-to-Customs information exchange and the
management by Customs of data on guarantees.

= & Pyt et St ;
In light of the expected continued (but mitigating) = |- M Geane |,
developments in world trade, further enlargement of its E s e ]
geographical scope and the forthcoming introduction of A1 233740 [ 4] £02 0 XX ]
the electronic TIR system, it is expected that the TIR system %‘. : e e !
will continue to remain the only truly global Customs | rEmmmensmee !
transit system. ? T i ]

The famous TIR Carnet is both Customs
declaration and guarantee document.
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Changement majeurs du commerce et
des transports mondiaux affectant des
pays de la CEE-ONU

Jozsef Palfalvi, Research Director of the Institute of Transport Sciences (KTI),
Budapest, Hungary

This following was a key note paper at the Joint Trade and Transport Conference on the Impact of
Globalization on Transport, Logistics and Trade, 24 February 2009, Geneva

Introduction

L'économie se fonde sur I'échange et la qualité des entrepreneurs est le fondement du commerce. Celui-
ci — en tant qu’élément du secteur tertiaire — a une fonction intermédiaire qui s’insére entre la production
et la consommation, élément nécessaire pour que l'exigence se transforme en demande et la demande
se transforme en consommation. Le commerce international — faisant partie intégrante du processus de
mondialisation — est capable de faire arriver des volumes de produits de plus en plus grands a beaucoup de
gens.

Dans un sens plus restreint, les transports — |'autre branche du secteur tertiaire — assurent le mouvement
massif, systématique et organisé, des personnes et des objets, grace a des moyens humains et techniques. En
utilisant le terme technique de la physique nucléaire, si les exigences de la société et de I'économie exercent
une forte influence réciproque sur les transports, alors, I'influence mutuelle des transports sur la société et
I’économie est beaucoup plus faible, car les transports n’existent pas pour eux-mémes, mais pour assurer des
prestations, donner des possibilités, se mettre au service de I'économie et étre subordonnés aux exigences
de la société.

La mondialisation est un processus trés complexe. On peut donc l'interpréter de différentes maniéres. Elle
touche des domaines comme la politique, la société, la culture, les télécommunications et I'économie. Le
contenu de ce phénomene n’est pas récent. Depuis le XIX® siecle il y a eu deux étapes majeures : la deuxiéme
étape débute a la fin de la Seconde Guerre Mondiale grace a l'apparition de nouvelles techniques de
communication et de transport. Cet article ne s’occupe que de la mondialisation économique.

« La principale caractéristique économique de la mondialisation est I'intégration plus poussée des marchés de
produits et de capitaux et des marchés du travail. [...]. La mondialisation a entrainé d’importants changements
structurels dans divers secteurs de I'économie mondiale ».*

1. Tendances de la mondialisation dans I’économie mondiale

Jusqu’a nos jours, avec la mondialisation de I'économie s’est formé un systéeme économique complexe, ou —
pendant que des pays, de plus en plus nombreux, sont liés par des relations économiques —a c6té du commerce
des marchandises, le commerce des services, le flux du capital et de la force humaine, I'internalisation de la
technologie et de la télécommunication amenent a I'approfondissement des interdépendances. Quelles en
sont les tendances caractéristiques dans le monde au début du deuxieme millénaire ?

A/ Outre le capital humain, le niveau des investissements ou la croissance de la population, 'ouverture
mondiale d’un Etat donné est devenue I'une des plus importantes conditions de la réussite économique et du
développement dynamique (Neuhaus, 2005). Uouverture, mesurée par le rapport du commerce extérieur et
du Produit Intérieur Brut (PIB) en 1970, n‘était que de 13%, en 2005 elle était de 28% , et pour I'année 2015
elle excédera les 30% (Banque Mondiale, 2007).

B/ On peut constater que la croissance de l'ouverture s’est développée différemment selon les pays. Au
début du XXI¢ siecle, parmi les pays membres de la CEE-ONU, ce sont I'Allemagne, la Belgique et les Pays-Bas
qui demeurent encore les plus ouverts, mais dans vingt ans — la Chine et la Corée exceptées — la Turquie
deviendra l'une des économies les plus ouvertes, liée par le processus d’adhésion a I'Union Européenne.
Cependant I'économie la plus ouverte sera probablement celle de I'Espagne en raison de son role de liaison

1 OMC/WTO (2008): Rapport sur le commerce mondial 2008. p. xiii.
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entre I'Europe et I'Amérique Latine, viendra ensuite la Grece, I'lrlande et la France grace a une possible
augmentation de I'ouverture de leur économie (Kiss, 2007).

C/ Le commerce mondial reste la force motrice la plus importante du développement de I'économie
internationale (cf. Fig. 1). Dans les années précédentes le commerce a augmenté plus vite que la production,
le r6le du commerce extérieur — en dépit du tassement temporaire de 'économie mondiale — est de plus en
plus prépondérant. A partir des années 1990, la force motrice a été la réintégration des pays de I'Europe de
I’Est et des membres de la Communauté des Etats Indépendants (CEl), ainsi que le rattachement des pays
en voie de développement, au commerce mondial. Cependant, le moteur était et reste le commerce des
services.

Figure 1
Croissance du volume de commerce mondial des marchandises et du PIB mondial, 1997-2007
(Variation annuelle en pourcentage)

-2

Soince: Bacrilanal de IORAC.

Source: Rapport sur le commerce mondial 2008. p. 3.

D/ Le siécle prochain sera caractérisé par la croissance rapide du nombre des pays en voie de développement,
ou l'avance de la Chine et de I'Inde sera déterminante.

E/ Le développement de I'économie mondiale n’est pas fractionné en parts égales parmi les différents centres
économiques. Bien que les pays de la zone Euro, entre 1997 et 2007, aient augmenté leurs exportations
deux fois plus vite que les Etats-Unis dans les pays en voie de développement -- ce qui signifie des réserves
de l'accroissance de la compétitivité européenne (Farkas, 2007).—actuellement, on ne peut pas estimer les
conséquences exactes de la crise financiere, puis économique qui a commencé a la fin de I'année 2008.

F/ Uouverture de I'’économie mondiale permet de dynamiser sa croissance et dépend fortement du
comportement des « centres de force » au processus de libéralisation de la politique commerciale. En
décembre 2008, le directeur général de 'OMC, M. Pascal Lamy, a accueilli avec satisfaction les documents de
négociation révisés sur I'agriculture et les produits industriels qui, selon lui, devraient rapprocher le Cycle de
négociations commerciales mondiales de Doha de sa conclusion. Par conséquent, on peut estimer probable
la poursuite de la libéralisation du commerce mondial.

G/ D’apres l'analyse de la Banque Mondiale, la prévision globale & longue terme — méme en cas de crises
a court terme ou encore régionales — sera durable, c’est-a-dire la tendance de base du développement de
I’économie mondiale est « inéluctable », y compris la crise financiére et économique mondiale actuelle.
Apreés la crise, les problemes globaux les plus substantiels restent encore par exemple, I'accroissement de
la population ou les soucis de protection de I'environnement, problémes auxquels on ne pourra donner des
réponses qu’a un niveau mondial.
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2. Tendances de la mondialisation dans le commerce mondial

Les tendances observées dans I'économie mondiale sont aussi présentes directement ou indirectement
dans les processus du commerce mondial. La tendance de I'économie mondiale la plus notable durant les
dernieres années est le taux de croissance d’'import-export des marchandises ou des services. Ce taux est
plus grand méme que celui de la production mondiale. Alors qu’entre 1986 et 1995 I'augmentation du volume
du commerce mondial était en moyenne de 6,2% par an et de 6,5% par an entre 1996 et 2005, la croissance
moyenne annuelle du PIB était elle, de 3,3% et de 3,8% pour les mémes périodes.

En outre, on peut constater que le volume du commerce mondial se développe plus irréguliérement que le PIB
mondial, c’est-a-dire son amplitude est plus grande que les écarts de la production mondiale. Par conséquent,
le rendement des différentes économies mondiales ou des entreprises transnationales [multinationales] ou
encore leurs offensives d’exportation ainsi que leurs restrictions d’importation exercent une influence sur le
développement du commerce mondial (Kiss, 2008).

La tendance a la baisse du taux de croissance de développement du commerce mondial (Kiss, 2008) constitue
un autre phénomene marquant : entre 1950 et 1973, 'augmentation du commerce mondial était en moyenne
de 7,6% par an, entre 1973 et 1999 il était de 7%, mais durant les années 1990, le taux de croissance n’a été
que de 6% pendant 6 ans. Bien que le développement du volume du commerce mondial ait été de 12,5%,
dans les premiéres années du deuxieme millénaire, son taux de croissance a fortement? ralenti et ce, dans de
grandes amplitudes. C’est une question encore ouverte de savoir si le ralentissement du développement du
commerce mondial est un phénomene temporaire ou une tendance durable, et de savoir quel impact aura la
crise financiére puis économique, émergeante en 2008, sur ce processus.

Dans I"'Union Européenne, on peut constater une réduction des chiffres pronostics du développement
économique (cf. Fig. 2). D’apres la Commission Européenne, la croissance économique est passée de presque
3 % en 2007 a environ 1 % en 2008, aussi bien dans la zone Euro que dans I'Union Européenne toute entiére.
Selon ses derniéres prévisions, le PIB réel diminuera de pres de 2 % dans les deux zones en 2009, avant de
reprendre de 0,5 % environ en 2010. Ces chiffres sont inférieurs a ceux de l'automne 2008. (Commission
Européenne, 2009).

Dans le changement a long terme du commerce mondial, les facteurs suivants jouent un réle important (Sass,
M.) :

1. le « découpage » du cours de production d’un certain produit, la délocalisation (outsourcing) des
sections plus intensives en travail, le renforcement du processus de relocalisation ;

2. limportance du commerce entre les sociétés annexes des entreprises multinationales est en train de
se développer (elle était de 40% en 2008) ;

3. lapparition des nouveaux acteurs (pays en transition en Europe, Chine, Inde). Certains d’entre eux
ont eu un grand impact sur le commerce mondial (Chine) ou bien sur le commerce de certains
produits (Fédération de Russie) ;

4. la relation des trois facteurs ci-dessus énumérés influence le rendement des transports dans une
mesure plus ou moins forte.

La relocalisation (le transfert) des branches industrielles a exigence en matiéres premiéres, en force de travail,
en énergie et a forte pollution, et en parallele, le réarrangement de la délocalisation mondiale de la production,
ont engendré I'augmentation des transports a longue distance. Le point de départ est qu’a la fin du XX¢ siecle,
le centre de production s’est déplacé vers I'Asie, ol le taux de croissance de développement est plus élevé en
Chine et en Asie du Sud-Est qu’en Europe et aux Etats-Unis (ou méme au Japon). D’aprés les pronostics faits
avant la crise financiére et économique actuelle, le taux de croissance annuel jusqu’a 2010 en Chine était de
7,5%, 6% en Russie, 4,2% en EU-12 et 2,2% en EU-15. Ceci signifie que le taux de croissance ralentira dans
toutes les relations, mais les proportions resteront les mémes (lvanova et al. 2006). Le développement du
commerce mondial augmente donc les exigences des transports, mais ceux-ci agissent aussi sur le commerce
mondial, puisque les véhicules sont de plus en plus modernes et rentables et que des réseaux de transports
de plus en plus denses permettent son développement.

2 En 2001 était 0,2%, en 2002 3,3%, en 2003 5,1%, en 2004 9,5%, en 2005 6%, en 2006 8,5%, en 2007
5,5%.
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Figure 2. Prognostics du développment pour 2009 par pays membres de I'UE
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Dans le commerce mondial, on assiste a une simplification des réglementions. Les obstacles devant le
commerce et le placement de capitaux deviennent donc de plus en plus rares, bien que ce changement en
cours soit arrété temporairement en raison de la crise financiere et économique actuelle. La concurrence
se renforce non seulement dans I'économie mondiale, mais aussi a I'intérieur de I'Union Européenne et de
I’Europe et en plus, sur les marchés nationaux des pays. Le role des intégrations régionales devient de plus
en plus important et, en particulier, le rendement des transports qui est influencé par le commerce (voir :
découplage).

Les différents pronostics a court et moyen termes élaborés en 2005-2007 étaient presque tous unanimes
au sujet du développement de I'’économie mondiale qui devait atteindre 4-4,5% par an jusqu’en 2010. Les
prévisions faites pour le développement du commerce de marchandises et de services ont dessiné une
tendance plus dynamique (au début 7,6%, puis 6%). On espere des cours grosso modo favorables, mais avec une
tendance dégressive pour les années qui suivent 2008. Envers et contre tous, les experts ont attiré I'attention
sur le fait que les circonstances internationales positives chuteront a cause de nombreux facteurs de risque.
Conformément au scénario du FMI (Kiss, 2007), si la demande de titres américains diminue considérablement,
elle aboutira au mouvement incontrolable des taux d’intérét et des taux de change. La crise provoquée par
le désastre du crédit du marché immobilier aux Etats-Unis cause d’une part, le renforcement des tendances
protectionnistes et celui du réle des interventions des Etats, et d’autre part, le ralentissement de I'économie
mondiale. Bien que les probabilités de ce scénario aient été tres faibles selon la prévision « mainstream »,
celle-ci s’est quand méme réalisée. L'économie américaine a entrainé avec elle les économies européennes.
La Chine pourrait donc devenir a moyen terme un centre déterminant. Ce processus s‘oriente vers un
protectionnisme et une fermeture qui, par la chute du commerce international, réduit le développement de
I’économie mondiale, et par conséquent, le rendement des transports.

3. Tendances de la mondialisation dans les transports et la logistique

Une politique des transports unifiée a été adoptée par les pays membres de la Communauté Européenne
pour la premiére fois en 1992. Le deuxiéme volet de la politique des transports est le Livre Blanc (Commission
Européenne, 2001). Il est né aprés une « gestation » de presque dix ans. Héritiére des expériences défavorables
des années précédentes, plusieurs nouveaux éléments et nouveaux objectifs ont été intégrés a la politique
commune, lesquels ont participé a la réforme des transports au niveau de I'Union Européenne. Un des
principaux constats du Livre Blanc établissait que le développement rapide du transport routier était un
phénomeéne négatif, tant pour la société que pour I'économie (ceci pour la totalité de I'UE). Ce phénomeéne ne
permet pas le développement et la mobilité durable de I’économie car le taux de croissance du transport de
marchandises est excédentaire, et le taux de croissance du transport de voyageurs se rapproche du taux de
croissance du PIB non seulement dans les pays membres de I'UE, mais aussi dans les autres pays de la CEE-
ONU. Pourquoi, malgré I'avantage social probable et les tarifs relativement bas, les autres modes de transport
tels les chemins de fer ou la navigation intérieure présentent-ils une compétitivité inférieure par rapport au
transport routier ?

La croissance rapide du transport routier — plus rapide que celle des autres modes de transports — est causée,
hormis I'avantage connu de la livraison porte-a-porte, par I'effet conjugué de plusieurs facteurs :

1. le changement de la structure des marchandises a transporter : a partir de la deuxieme moitié du
XX siecle, alors que le nombre d’articles de grande consommation et de basse valeur diminue, le
nombre d’articles a haute valeur (des produits finis et semi-finis) augmente ;

2. l'effet de la mondialisation : le pourcentage des transports internationaux est en train d’augmenter
par rapport a la totalité du rendement des transports et en paralléle, la distance moyenne de livraison
s’accroit aussi ;

3. l'effet d’intégration : grace a I'unification politique et économique par la suppression des frontieres
douaniéres et politiques, le commerce international devient plus intensif ;

4. le développement des exigences logistiques : I'enjeu de la concurrence a changé a cause de
I'amplification de la mondialisation ; la conception de la logistique présente deux aspects cruciaux :
I'exploitation maximale des possibilités d’économie des frais et I'amélioration du niveau de qualité,
orientée vers les consommateurs du processus de production.

L'avancée rapide et de forte dimension de la conception logistique est accompagnée d’une part — pour ainsi
dire en tant que changement de paradigme — par la domination des logistiques dans la chaine de livraison,
et les transports deviennent une partie des logistiques et d’autre part, par la prise en compte de la dépense
totale au lieu de la comparaison ou de I'analyse détaillée des tarifs. Les frais de transport ne sont qu’un
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élément des dépenses que les autres effets positifs peuvent contrebalancer (voir : la vitesse commerciale).

Derriére le phénomeéne de « désindustrialisation » observé dans les économies européennes, il y a des
suppléments qui proviennent d’un trés fort accroissement de la productivité de I'industrie de traitement
et qui sont utilisés pour un développement plus dynamique des services. Ceci assure une activité a valeur
ajoutée élevée qui a besoin d’une force de travail plus qualifiée. Ce processus est alimenté par le déplacement
(outsourcing) a travers lequel les entreprises deviennent plus minces et plus plates, I'ancienne activité interne
étant donc partagée par les autres acteurs du marché. Les vrais multiplicateurs du cours de déplacement qui
aboutissent a la diversification rapide des activités logistiques sont les sociétés multinationales elles-mémes.

Ces processus ayant probablement commencé dans le dernier quart du XXe siécle se poursuivent au début du
XXI¢ siecle. Les plus importants concernant notre sujet sont les suivants :

1. La mondialisation de la production entraine celle de I'acquisition et la distribution. Des chaines
d’approvisionnement immenses se constituent et prennent forme dans des gares de transbordement
et au sein du réseau international de centres logistiques.

2. Au lieu d’'une production centrée sur quelques chantiers, des réseaux de production-services se
forment ou les logistiques internes et externes sont intégrées au bénéfice de la réduction du délai
de retournement, de la minimalisation des stocks, de I'laugmentation de la capacité d’exécution et
de la diminution des dépenses. Dans ce cadre, le suivi automatique des produits ou des articles est
au premier plan.

3. Linformatique logistique a un réle de plus en plus important dans la mise en place et dans 'opération
des systémes logistiques : par exemple, l'utilisation des techniques de communications, des bases de
donnés, des méthodes d’optimisation etc.

4. Lesitinéraires detransport en Europe (y compris dans les pays de la CEl) se modifient progressivement,
et le volume des marchandises devrait augmenter (aprés la crise certainement). A l'avenir, la
proportion des transports intermodaux et des transports combinés va augmenter et les modes de
transports les moins polluants auront la priorité.

5. Dans le développement des parcours (de transport), il est impératif de prendre en considération la
circulation des marchandises entre les pays d’Europe de I'Est et de I'Ouest. Ces itinéraires auront
donc vraisemblablement la priorité.

Hélas, pour le moment, les faits démontrent le contraire. Aprés I'agrandissement de I'Union Européenne, le
développement rapide de I'économie des nouveaux pays membres et 'amélioration des relations entre les
différentes régions ont renforcé le développement du transport routier, surtout en ce qui concerne le transport
de marchandises. Auparavant, I'économie planifiée préférait les chemins de fer mais, suite au changement
structurel de I'économie, une croissance trés rapide du transport routier s’est produite. Entre 1990 et 1998,
le transport routier a augmenté de 19,5%, alors que le rendement des chemins de fer a diminué de 43,5% (en
tonnes). Il est probable que le rendement du transport routier de ces pays atteindra (en tonnes) 47% jusqu’a
2010, et la majeure partie de cet accroissement se réalisera dans les transports internationaux.

Comme je I'ai déja mentionné, la maniére de concevoir la logistique est en train de changer notablement. Son
arsenal de moyens dans sa forme actuelle est approprié a I'appui des objectifs traditionnels des transports
et en méme temps, il est adapté a l'aide a la réalisation des objectifs de développement durable. Dans cette
relation, I'arsenal de moyens de la logistique « se comporte » d’'une maniere analogue a la technologie en
général (Fleischer, 2007a). Notamment, tant que les efforts de modernisation avaient besoin de développement
du genre « plus vite, plus loin, plus grand » dans le domaine des transports, le développement technologique
a permis la création de véhicules, de voies, d’installations convenables, étape par étape. Ce n’était pas un
« auto développement » de la technologie, mais plutot d’un point de vue extérieur, la pression de la société
et de I'environnement qui ont provoqué une formation des transports en harmonie avec leur environnement
au lieu de transports dominant qui sont capables de résoudre tous les problemes.

Il est peut-étre utile de nuancer le constat précédent avec les exigences des clients. En 2001, une enquéte
(Palfalvi, 2002) a été réalisée par I'Institut des Sciences des Transports (KTI, Budapest) pour les Chemins de
Fer de I’Etat Hongrois. Cette enquéte a examiné quels étaient les principaux critéres des clients empruntant
les transports. Voici les critéres par ordre d’importance :

1. La protection de I'intégrité des marchandises,
2. Laponctualité,

3. Labonne adaptation aux exigences,
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La sécurité des transports,

La rapidité,

4
5

6. Lécologie,
7. Les tarifs abordables,
8

L'absence de congestion.

Aprés comparaison des différents modes de transport les uns par rapport aux autres, il en ressort, selon
I'opinion des clients, que la navigation intérieure est la moins appréciée. Elle arrive en meilleure position
uniquement dans le domaine de la protection de 'environnement par rapport au transport routier. Le transport
combiné, lui, est meilleur que la navigation intérieure. La premiére position est occupée par le transport
routier, et la deuxieme par les chemins de fer. Pour le changement du jugement des valeurs, on a besoin d’'un
tout nouveau type de chemins de fer entierement renouvelé. Avant de proposer quelques méthodes, il faut
jeter un coup d’ceil sur les relations commerciales des pays de la CEE-ONU.

4. Transport et économie — le découplage

Il est reconnu que, de nos jours, l'accroissement de 1% du PIB suscite 2,5-3% d’augmentation du commerce
mondial. Il est évident que le changement du rendement des transports suit cette tendance. Il est remarquable
que la proportion du transport routier dans la répartition modale soit croissante partout dans le monde.
Comme il en a déja été question, une des raisons de cette croissance est la vitesse du commerce (temps total
écoulé de l'origine a la destination) en général plus favorable dans le transport routier. En Europe, la vitesse
du commerce est en moyenne de 1000 km/jour par transport routier et environ 300 km/jour par chemins de
fer. Bien que la politique des transports des pays développés, y compris dans I’'Union Européenne, se soit fixée
le but d’atteindre un rendement dégressif, ou du moins progressif par rapport a la croissance économique,
la tendance expérimentale dans I'économie mondiale est a I'opposé. La croissance du PIB est accompagnée
d’une augmentation plus élevée du rendement des transports.

A vrai dire, on fait tres peu de tentatives pour réprimer ou arréter cette tendance. Les différents secteurs du
transport, en influengant les décisions politiques de transport, font beaucoup d’efforts pour gagner la plus
grande part possible de 'augmentation espérée du marché du transport. Cela vaut la peine d’y réfléchir : si la
« décharge » des problémes d’épargne et de modernisation d’une telle dimension reste non résolue sur place,
sur les autres régions de la terre et sur le transport, existe t-il une possibilité réelle et durable ? Le volume
croissant des transports pourra t-il établir une structure durable de production a long terme, si 'entrepreneur
de transport trouve son marché stable et s'accommode a une structure plus moderne de production, non par
de plus grands volumes, mais par la satisfaction des exigences de qualité ?

Pour une formation équilibrée de la répartition modale des modes de transports, le développement
international harmonisé des modes de transport et la réalisation de leur coopération sont tres importants.
Le transport routier - on connait ses avantages - reste nécessaire pour les livraisons a courte et moyenne
distances ainsi que pour les transports spéciaux a grande distance. Cependant, il est préférable de favoriser
les solutions alternatives au transport routier pour les moyenne et longue distances.

Laugmentation du transport est contenue par les facteurs internes et externes du secteur. Un des facteurs
externes est la politique des transports : les décideurs politiques (« policy makers ») ont tendance a encourager
I'utilisation des solutions alternatives en opposition au transport routier, au lieu d’appliquer le principe du
choix illimité du mode de transport (ce qui cause des « inconvénients » tels que : embouteillages, congestion,
accidents, pollution de I'environnement). Autrement dit, la question de la nécessité du choix du mode de
transport ou de la gestion de la demande est de plus en plus fréquente.

Une partie des obstacles au développement du transport vient du transport lui-méme. L'application de I'égalité
de concours, parmi et dans les différents secteurs du transport, est la condition fondamentale pour qu’un
marché des transports fonctionne bien. La compétition intermodale se fonde sur la substitution des modes de
transport. La substitution dépend du genre, du type de marchandises, de la distance du transport, du facteur
temps et du montant des frais. Si on réussit a repérer les colts externes du transport routier dans les tarifs,
c’'est-a-dire a les « internaliser », cela représentera un nouvel obstacle pour le transport et ne résoudra pas du
tout le probléme, mais ce sera le premier pas vers un processus de découplage.

Dans I'économie, le découplage concerne la réduction de la corrélation ou la dépendance des variables. On
utilise aussi tres souvent ce concept pour la relation entre la production et la qualité de I'environnement. Dans
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ce contexte, le découplage est lié aux données économiques ou I'économie est capable de se développer sans
faire pression sur I'environnement (sans détruire les conditions environnementales). De quelle maniére le
fait-elle exactement, c’est un sujet de débat.

La définition de I'OCDE est trés simple : le découplage désigne la rupture de la relation entre les
« environnementalement mauvais » et les « économiquement bons »3.

Dans la plupart des cas, le découplage se concentre sur I'application des solutions aux problémes internes des
transports. Si on part du fait que le transport n’existe pas pour lui-méme, mais qu’il génere des services, des
possibilités pour le développement social et économique, on peut en déduire qu’il est soumis aux exigences de
la société et de I'économie. Dans ce cas, les solutions possibles réduisent la répartition modale des transports.
On disposera donc d’un arsenal de moyens trés étroit.

Il existe deux interprétations du découplage au sens large du terme :

1. les moyens de « rupture » peuvent étre trouvés a I'intérieur des transports (solution préférée par les
politiciens des transports),

2. dans/’intérét de la réduction des nuisances, on essaie de modérer soit le rendement des transports,
soit les exigences du transport de marchandises par I'exploitation des possibilités extérieures au
transport (solution négligée par les politiciens des transports).

On peut supposer que la réduction des nuisances serait plus efficace en appliquant des solutions externes au
transport plutét que des solutions internes. Les exigences envers les transports prennent naissance a l'extérieur
des transports, de la méme fagon que les problemes de base peuvent étre résolus par le découplage. Les
besoins de I'économie dans le domaine de I'infrastructure des transports, en parc de véhicules, en systemes
logistiques et en rendement de transport, sont dictés par les effets de I'industrie, de I'agriculture, de la
structure des localités, du systéme d’éducation et de santé publique, de la politique des impots et des tarifs
de transports, de I'intégration, de la mondialisation etc.

Quelle est la relation entre I'économie et le transport ? On peut examiner ce rapport suivant différentes
méthodes, par exemple a l'aide de la comparaison des indicateurs spécifiques (la corrélation entre le PIB par
personne et les tonnes-kilometres — t-km — par PIB) ou de I'élasticité parmi les méthodes les plus simples. La
premiére relation mentionnée ci-dessus est illustrée par la figure 3 (cf Fig. 3).

Figure 3. La corrélation entre PIB par personne et t-km/PIB pour les pays choisis, 2006
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3 The term decoupling refers to breaking the link between ‘environmental bads’ and ‘economic goods’. (OECD,
2002, p. 4.)
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Se fondant sur les relations illustrées ci-dessus, on peut supposer que, plus la grandeur du PIB par personne
est élevée, plus I'économie est développée, ce qui signifie en méme temps que pour la production d’une unité
de PIB, I'économie en question a besoin d’'un rendement de transport (t-km) spécifique moins élevé car, dans
une économie plus développée et plus efficace, la densité du transport de marchandises est moins élevée.
Considérons I’hypothese suivante : si une économie se développe, la densité du transport de marchandises se
réduit. Les effets de la mondialisation et de I'intégration ne justifient donc pas cette hypothése (cf Figure 4).

Figure 4. La tendance de 'intensité du transport de marchandises dans I’'UE 12, 2000-2006
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Alors que l'intégration se développe — que ce soit dans I’'Union Européenne, en Europe, ou encore dans les
pays de la CEl — les effets de la mondialisation entrent en jeu plus fortement et I'intensité du transport de
marchandises suit parallelement cette tendance. Inévitablement, la croissance de l'intensité du transport
de marchandises augmente le niveau des « environnementalement mauvais ». Par conséquent, il faudrait
découpler les effets négatifs provenant de la croissance du rendement des transports. Parmi les solutions
internes au transport se trouve 'optimisation de la chaine de livraison avec la coopération des modes de
transport (co-modalité). A vrai dire, les solutions les plus efficaces se trouvent a l'intérieur des transports
(ex. : aménagement du territoire, allocation aux industries, etc.) On peut aussi exploiter les avantages de la
navigation intérieure si les usines produisant du bio-éthanol et du bio-gasoil se situent au bord ou a proximité
d’un fleuve. Dans ce rapport, on ne met I'accent que sur quelques possibilités internes aux transports.

Dans le transport ferroviaire, la majeure partie du bilan de temps est le soi-disant temps d’opération
(chargement, déchargement, formation des trains, stationnement technique au passage des frontieres etc.); le
mouvement, la circulation réelle des wagons constituent un fragment du temps d’opération. C’est pourquoi la
vitesse commerciale est le tiers de celle du transport routier ; si la distance moyenne journaliére de transport
est projetée sur 24 heures, ces indicateurs sont de 41,7 km/heure pour le transport routier et de 12,5 km/
heure pour les chemins de fer. Si on veut garder le méme pourcentage de transport pour les chemins de fer
afin de mieux protéger I'environnement, 'augmentation de la vitesse commerciale des chemins de fer devient
alors une des possibilités d’agrandir sa compétitivité.

Une des solutions envisageables est I'accroissement de I'efficacité du programme « Marco Polo Il » de I’'Union
Européenne. Le premier programme ne s’est pas montré a la hauteur des attentes. En effet, il n’a pas réussi
a faire passer la croissance du transport international de maniere significative sur les chemins de fer. Lautre
choix est I'opération des « navettes de marchandises » (« shuttle trains »). La navette est une relation qui ne
s’étend que sur une partie du réseau : sur un trongon, un véhicule (dans notre cas un train de marchandises)
circule entre deux points déterminés. Un des premiers essais a été réalisé en Norvege. L'idée est née en
1992 de l'interrogation suivante : comment pouvait-on effectuer le transport de marchandises entre Oslo
et Narvik par voie ferrée (cf Fig. 5) ? Pour mettre en ceuvre cette idée, une coopération d’'un nouveau genre
était nécessaire entre les chemins de fer norvégiens (NSB) et suédois (SJ). Apres examen des avantages et
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des inconvénients au niveau opérationnel et du point du vue commercial, les chemins de fer norvégiens et
suédois ont créé en 1993 une entreprise mixte, dotée d’'un matériel roulant standard, entreprise qui, d’apres
les projets, devait étre rentable en deux ans.

Figure 5. l'itinéraire de I’Arctic Rail Express

Source: Futura, 2006, p.27

L'opération de la navette de marchandises nommeée « Arctic Rail Express » est devenue rentable six mois plus
tard. De nos jours, il y a 8-10 paires de trains par semaine qui parcourent une distance de 1950 km de la fin
du chargement jusqu’au début du déchargement en 27 heures environ. La vitesse commerciale dépasse donc
les 70 km/heure (la vitesse commerciale du transport routier est en gros de 42 km/heure sur une journée). Le
coefficient de remplissage des trains d’Oslo a Narvik est de 100%, de Narvik a Oslo 60%.

Naturellement a partir de 1993, plusieurs « navettes de marchandises » circulent en Europe de I'Ouest, comme
par exemple I'Intermodal Axe entre Nuremberg et Vérone ou I'Interdelta entre Anvers et Lyon (Satolas). Si
on considere que des convois routiers avec une charge totale de 60 tonnes sont en exploitation en Suéde
et que leur opération est aussi planifiée par d’autres pays, dans ce cas, l'accroissement de la compétitivité
des chemins de fer devient nettement plus nécessaire qu’auparavant. En utilisant des convois routiers de 60
tonnes, le point d’intersection de la rentabilité entre les chemins de fer et le transport routier (cf fig. 6) est
de 465 km avec des wagons de 25 tonnes par essieu et de 325 km avec des wagons de 30 tonnes par essieu.
(Nelldal, B.-L.; Torche, G., Wajsman, J. 1999)

L'utilisation des différents modes de transport dépend en grande partie des volumes et des itinéraires des flux
de marchandises. Avant de présenter les couloirs servant aux flux de marchandises, il est nécessaire de jeter
un regard général sur les échanges commerciaux internationaux des pays la CEE-ONU. Le prochain chapitre
de cet article est exclusivement consacré au commerce de marchandises et met donc de c6té le commerce
de services car les besoins en transport de ce dernier sont beaucoup moins élevés en tonnes que ceux du
premier.

5. Directions courantes du commerce dans les pays de la CEE-ONU

Les échanges internationaux de marchandises se sont développés en 2007 selon la carte suivante (cf Fig. 7).
Bien que les données disponibles soient en dollars US et non en volume, on peut remarquer que les échanges
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Figure 6. Les points d’intersection de la rentabilité chemins de fer / transport routier
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Figure 7. Flux du commerce mondial, 2004 (milliard d’US dollar)
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globaux entre I'Asie de I'Est et 'Union Européenne ont atteint le méme niveau d’échanges qu’entre I'Asie de
I'Est et 'Amérique du Nord. De plus, tous les deux ont dépassé les échanges (en valeur) entre les Etats-Unis
et 'Union Européenne (cf. Fig. 7). Il est vrai que les échanges entre 'Asie de I'Est et I'Union Européenne
sont analysés en détail. Il est donc important de mettre en valeur quelques données afin de montrer au
moins une échelle de grandeur. Voici quelques exemples : 'Allemagne est la destination de 30% des échanges
entre la Chine et I'Europe, 40% des échanges se dirigent vers les pays a I'ouest de I’Allemagne (Ivanova et al.,
2006), vers Hambourg, Rotterdam, vers des ports de 'océan Atlantique, ou encore vers Marseille qui sont des
destinations logiques.

Pour la plupart des pays de la CEE ONU, I'année 2006 était marquante dans le domaine des exportations. Elle
a dépassé de maniére significative les moyennes des années 2000-2007, surtout en ce qui concerne I'Union
Européenne et les Etats-Unis. La tendance des pays de la CEl était 'inverse : les exportations n‘ont pas atteint
la moyenne des années 2000-2007, en revanche I'année 2007 a été plus favorable pour eux que ne I'a été
I'année précédente (cf. Fig. 8). Pour les importations, on a pu observer la méme tendance — excepté en ce
qui concerne le Canada —: les échanges en 2006 étaient plus élevés que la moyenne des années 2000-2007,
mais les échanges en 2007 étaient moins élevés que ceux de 2006 (cf. Fig. 8). Afin d’identifier les flux de
marchandises, il faut observer les échanges commerciaux entre les pays de la CEE-ONU.

Figure 8. Croissance du volume du commerce mondial de marchandises, pour certaines régions
et économies, 2000-2007, variation annuelle en pourcentage
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On peut voir les proportions des échanges réalisés par des groupes de pays de la CEE-ONU sur la figure 10.
Malheureusement, ces relations sont aussi exprimées en dollars US et non en volume de transport. Malgré cela,
on peut constater quelques liaisons plus importantes. Les pourcentages sont calculés pour les exportations
réalisées par différents groupes de pays. D’aprés ces pourcentages, la proportion des échanges internes
dans I'exportation de I’'Union Européenne est de 73,5% (cf. Fig. 9). Avec la suppression des frontieres et des
douanes et la fondation du marché unifié, on peut s’interroger sur la signification du transport international
dans I’'Union Européenne. La réglementation est la méme pour tous les pays Membres, mais différente pour
les pays non-membres de I'UE. Les échanges internes en Amérique du Nord cette année ont dépassé les 50%,
mais ses exportations vers les pays de la CEl n’étaient que de 0,7%. Par ailleurs, les exportations des pays de
la CEl vers 'Amérique du Nord étaient a peu pres de 5%, les échanges intra CEl étaient approximativement
de 20%, les exportations des pays de la CEl étaient de 56,3% vers I’'Union Européenne, et en sens inverse
les exportations n’étaient que de 3,3%. Ces données sont trés importantes pour I'entretien des réseaux de
transport et donnent des informations tres utiles.

Dans I'Union Européenne a 27, le taux de croissance des exportations et des importations a baissé
« brutalement » en 2007 par rapport a 2006. Dans I'Union Européenne, on peut distinguer trois différents
groupes sur la base du rendement commercial : I’'UE-10 (les nouveaux pays Membres, sans la Bulgarie et la
Roumanie) dont les échanges commerciaux ont augmenté de 10%, le deuxieme groupe (Allemagne, Autriche,
Belgique, Pays-Bas) dont les échanges ont connu une hausse de 5% tandis que |'activité du commerce extérieur
du troisieme groupe (Espagne, France, Irlande) était stagnante. (WTO_H_Geneva, 2008).
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Figure 9.

Part des courants d'échanges régionaux dans les exportation totale
de marchandises de chaque région (%)

Amérique
du Nord
Europe
O
.
=)
-
)
CEl Bl o7

B o6
o5
L loa4
CEl o3
[ o,2
o1

Amérique du Nord

Europe Autres
Destination
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En 2007, grace aux prix favorables des matieres premiéres, les pays de la CEl étaient bénéficiaires : les
exportations de ces pays ont augmenté de presque 20% et leurs importations de 34%. Ainsi le pourcentage
des pays de la CEl dans le commerce mondial était le plus élevé depuis 1990.

Le taux de croissance des importations des Etats-Unis a baissé de maniére significative entre 2006 et 2007,
mais celui des exportations moins sensiblement. Il trés important de noter que les importations des Etats-
Unis en provenance de Chine en 2007 ont devancé celles du Canada. La Chine est donc devenue le partenaire
le plus important des Etats-Unis pour les importations. (WTO_H_Geneva, 2008)

Pour revenir a la question du facteur temps, il faut souligner que le but de I'économie de temps, dans le
commerce et dans 'industrie, correspond au raccourcissement du temps de livraison, a la réduction des frais
de magasinage et a I'accélération des nouveaux produits lancés sur le marché. Cette tendance est actionnée
par des forces motrices qui peuvent donner la possibilité d’accélérer le flux de marchandises. Dans ce cas,
I'industrie, le commerce et le transport se lient étroitement les uns aux autres.

Avec le JIT (« Just In Time »), on peut calculer le flux de marchandises pour une certaine période ainsi que
la cadence. La concentration des livraisons ameéne ainsi a la réduction significative du volume de circulation
de marchandises et des frais de transport. On peut mentionner ici que la logistique inverse gére le retour
des marchandises superflues dans la chaine d’approvisionnement. Ces forces motrices sont I'augmentation
de l'attention prétée aux aspects de protection environnementale et aux sources de force étroites, et la
satisfaction massive des exigences des clients.

llest évident que le développement des systémes de centre-bureau satellite et de déplacement/transformation
porte au premier plan le transport routier, ainsi que des solutions intermodales combinant les différents
modes de transports (chemins de fer, navigation) qui sont capables de transporter des marchandises de
maniére rentable a longue distance et a grand volume. Les chemins de fer et la navigation joueront un réle
important dans le transport international et/ol a longue distance des articles de grande consommation. Mais
quels sont les réseaux a travers lesquels s’effectue le transport terrestre entre les pays de la CEE-ONU?
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6. Réseaux de transport et logistique dans les pays de la CEE-ONU

Dans une situation idéale, les couloirs de transport coincident avec les principaux flux de marchandises. Mais
bien slr ce n’est pas une découverte récente, car on connait de tels itinéraires depuis 'Antiquité : la route
de la soie (depuis la Chine), la route des épices (de I'Inde) et la route du laurier (de la Baltique) vers 'Empire
Romain. De nos jours, il existe de nouveaux réseaux logistiques, illustrés par la figure 10. Le réseau possede
un effet stimulant sur I'’économie. Cet effet vient du profit tiré par les participants qui sont membres d’un
systeme utilisé par beaucoup de clients. C’est un attachement positif qui met en mouvement des processus
auto-excitateurs amenant a la croissance de grands réseaux a plusieurs acteurs. Pour les entreprises, cela
signifie — bien que les frais d’acquisition des nouveaux clients soient élevés — qu’en dépassant une masse
critique, la rentabilité augmente de plus en plus vite. En méme temps, le nombre de nouveaux clients peut
aboutir au renforcement des efforts monopolistiques et au processus de concentration dans les secteurs
touchés.

La plupart des transports entre I'Europe et 'Amérique du Nord, ou bien entre les pays de la CEl et 'Amérique
du Nord, s’effectue par voie maritime, c’est pourquoi ces transports ne font pas partie de notre examen.
Attardons-nous un instant sur les réseaux de transport de marchandises entre I'Europe et I'Asie de I'Est.
Comme on peut le voir sur la carte ci-jointe (cf. Fig. 11), le temps de transport maritime entre la Corée du
Sud et I'Europe (via le canal de Suez) est de 35 jours. En empruntant les chemins de fer via I'Asie Centrale,
il est de 15 jours. Via la Fédération de Russie (sur les voies transsibériennes), il est de 19 jours, soit presque
moitié moins de temps que le transport maritime. Naturellement, on peut combiner les réseaux ci-dessus
mentionnés, et si le role d’un des réseaux augmente a I'avenir, il est évident que les conditions de ce réseau
seront plus développées.

Al’avenir, les changements du transport de marchandises peuvent se dérouler selon trois scénarios totalement
différents. (Fleischer, 2007b)

A/ Lavaleur du facteur temps augmentera et par conséquent le role de la relation terrestre aussi, y compris
les chemins de fer. Actuellement 90% du trafic de container - qui représente les deux tiers du trafic total de

Figure 10. Réseaux logistiques mondiaux émergents
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marchandises - est réalisé par voie maritime, ce qui reflete en premier lieu la composition de la structure du
passé (articles de grande consommation et bon marché). Mais le spectre des articles montre un élargissement
significatif, et a I’avenir, on peut s’attendre a un déplacement des structures vers les articles a grande valeur.
Pour les articles a grande valeur, un stock d’approvisionnement de 30-40 jours empruntant la voie maritime
signifie une perte croissante, et on peut supposer que les besoins de transport par chemins de fer, demandant
moins de temps, augmenteront. Dans ce cas, on peut compter sur la revalorisation des corridors transsibériens
et sur celui de I’Asie Mineure (y compris le Kazakhstan), mais la relation équilibrée russo-chinoise joue un
role trés important. Si a I’avenir ce scénario se réalise, les chemins de fer pourront logiquement occuper une
meilleure place dans les transports au sein de I’Europe.

Figure 11. Nécessité de temps de transport entre la Corée du Sud et I'Europe

Source: PROMIT Seminar, Helsinki, 14 February 2008

B/ Dans le deuxiéme scénario, le facteur temps se revalorisera et la navigation maritime sera capable de
suivre cette tendance grace a sa renaissance. Si avec la régénération de la technologie navigable/combing,
I’itinéraire de la Mer Glaciale Arctique devient une voie praticable pendant plusieurs mois, cela va réorganiser
les réseaux de transport de marchandises vers I’Europe et vers I’Amérique du Nord. En toute logique, « la
relation russe » (« Russian connection ») devrait jouer un réle privilégié au sein d’un tel changement.

C/ Le rdle des facteurs globaux environnementaux sera réévalué. Les frais de transport, ainsi que les
émissions, ne permettront pas la division du travail actuelle. Si la différence entre les dépenses de force
humaine commence a diminuer, il en résultera une baisse du profit. Si on trouve qu’une relation est rentable
actuellement, elle devra supporter aussi les pertes : elle devra étre capable de supporter les frais externes en
méme temps. Dans ce scénario, le rdle des nouveaux réseaux de transport sera moins important. Le trafic
encore tres important utilisera donc les réseaux existants, mais dont la qualité aura été améliorée.

En parallele aux navettes de marchandises, on peut constater qu’il existe d’autres solutions comme la renaissance
de laroute de la soie ou bien le TRASEKA et I’IKEA Rail. Mais il est peu probable que la croissance permanente
du trafic de I’ Asie de I’Est promette un tel développement pour tous les modes de transport. On peut supposer
qu’avec le changement des structures de production — dans le cas du développement significatif des transports
- on aura besoin a I’avenir d’une rationalisation et d’un regroupement structurel qui entraineront avec eux la
revalorisation des relations des chemins de fer. Aprés avoir pris connaissance de ces faits, on peut supposer
que la croissance trés importante du commerce et des transports, suivant les tendances actuelles, parait peu
probable. On pourra également compter sur la restauration de la structure de production, ce qui, a long terme,
signifie une répartition de la production du commerce mondial qui sera plus réguliére et plus équilibrée.
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Border crossing facilitation work by
UNESCWA and its partners in the region

Nabil Safwat, Officer-in-Charge, Economic Development and Globalization Division,
United Nations Economic and Social Commissin for Western Asia (UNESCWA)

In view of the considerable challenges faced by the economies in the region of the United nations Economic
and Social Commission for Western Asia (UNESCWA), the low volume of intra-national trade, the reduced
level of exports to other States, and the adverse impact of inefficient procedures for international freight
flows across borders, UNESCWA is rigorously tackling the subject. Since 1984, the issue of transport and trade
facilitation captured the attention of UNESCWA, especially during the past ten years. The primary objective of
these efforts is to enhance the international and intraregional trade in the Arab region. This should contribute
to the achievement of the Arab regional integration.

In 2000, UNESCWA completed a comprehensive field study on the facilitation of international freight transport
in the UNESCWA region. The study focused on five member States, namely, Egypt, Jordan, Lebanon, the Syrian
Arab Republic and the United Arab Emirates (Ports and Customs, Dubai), which apply various systems with
regard to international trade procedures. The study carried out a detailed survey of the procedures for freight
transport across borders in the region, analyzed the obstacles to such trade flows and put forward appropriate
recommendations for the facilitation and harmonization of transport and trade procedures and operations in
the States of the region. The main operations described were import, export, transit and re-export, including
preparatory procedures for trade transactions. The procedures surveyed included sea and land borders. The
description identified the documents and forms required, the cost and time needed, and the number of steps
and signatures necessary for each transaction. A comparative analysis of the five States was performed. The
analysis identified and clarified the roles played in these procedures by the parties involved, namely, the
exporter and the importer, customs, the port, the control authorities, agents and service providers.

The following table summarizes the total number of steps and signatures necessary for import procedures
and time delays through the main ports of the 5 countries considered in the study in 2000:

The table shows significant variability among the 5 countries in terms of their import procedures. For instance,
a typical import transaction in Egypt through Alexandria Port would take 45 steps, 24 signatures, 3 to 10 days,
while at Dubai Port it only takes 18 steps, 4 signatures, and 4 to 6 hours.

The study was able to specify the problems and their causes. The major problems of border crossings are the
high cost of logistics and procedures, the excessive delays, the illegal practices and corruption, and the lack of

Table: Import procedures: Steps and Signatures and Clearance time in ESCWA region (2000)

Ports Beirut Agaba Lattakia Alexandria Dubai
Lebanon Jordan Syria Egypt Emirates
Steps

Agent&Customs 2
Agent& Others 7 6 3
Customs 10 10 13 13 4
Port 3
Shipping agent 2
Control authority 2 1 2 1
Carrier 3 3 2 3
Total Steps 39 36 45

Total Signatures 18 16 24

Clearance Time 5-7 days red line 4-6 days red line 5-6 days 3-10 days
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predictability of delays and costs. The study identified 25 causes for these problems. The major trade barriers/
causes are lack of clarity/transparency of procedures, direct transactions with several employees, numerous
manual paperwork and many errors, many control entities with different policies and procedures, lack of
coordination among various parties, an average of forty steps and twenty signatures for import, and unclear
standards for the valuation of goods.

To overcome these problems and causes, the study reached a set of 10 major practical recommendations
including the simplification of procedures; transparency; eradication of unlawful practices; human resource
development; automation, the implementation of electronic data interchange and information and
communication technologies; institutional coordination and reform; unification of goods valuation and
harmonization of tariff structure; formulation of new agreements and accession to existing ones; and the
implementation of a multi-modal international transport system. The study also recommended that UNESCWA
should play a larger role in all these areas. These recommendations were approved by the UNESCWA Transport
Committee and endorsed by the UNESCWA ministerial session.

There is no doubt that all States are currently making serious efforts to apply many of the recommendations
and definite improvements have been made in certain areas. The true starting point would be for each State
to establish a national transport for trade facilitation committee (NTTFCs). The NTTFCs would bring together
all the parties involved, both governmental and non-governmental, and would have the authority to analyse
and classify the recommendations, advise all parties to adopt those applicable to them, ensure that they were
implemented in a fully integrated and coordinated manner as part of State plans, programmes and budgets,
and follow up on the matter.

The UNESCWA Committee on Transport, since its creation in 1997, has provided the legal framework for
intergovernmental cooperation and concerted action aimed at the development of an integrated transport
system and the facilitation of transport and trade in the region.

The second session of the Committee was held in 2001, when it adopted a set of eleven major practical
recommendations aimed at the facilitation of transport and trade in the region. The UNESCWA Transport
Committee, at its third session held in 2002, approved the idea of setting up a national transport and trade
facilitation committee (NTTFC) in every UNESCWA country. Acting on the Committee’s recommendation,
ESCWA prepared guidelines on the establishment of the national facilitation committees along the guidelines
suggested by the Committee and proposed to the member countries to establish such NTTFCs. The manual for
the establishment of the national facilitation committees including the proposed implementation steps was
finalized during the fourth session of the Committee on transport in 2003.

In 2003, UNESCWA conducted a study on the economic feasibility to facilitate the exchange of goods through
the ports and lands of Jordan, Syria and Lebanon. This study was based on the request of the Ministers of
Transport of the three countries. The feasibility study showed that, despite the obvious conservative estimates
of results, there are significant economic benefits for each of the three countries to facilitate the exchange
of goods across their lands and seaports. The actual benefits would far exceed those estimated in the study.
This study is considered the first in the region - and one of the few in depth studies at the international level -
which was able to quantify in detail the economic benefits expected as a result of implementing the proposed
improvements to facilitate trade on the sub-regional level, as well as assess the extent of variation in the
distribution of expected benefits among countries that carry out those improvements.

In the context of capacity-building UN projects in the area of trade facilitation and electronic commerce
in the Mediterranean countries, five studies were prepared by UNESCWA in Egypt, Syria, Jordan, Palestine
and Lebanon during the period 2004-2005. These studies aimed to identify obstacles to trade and transport
across borders. This was followed by a comparative study in 2007. The study proposed a draft action plan for
transport and trade facilitation in these respective countries.

Strengthening the Cooperation between UNESCWA and UNECE

The UN Regional Commissions implemented the UN Development Account project on Capacity Building in
developing Interregional Transport Linkages. The objective of the Project was to assist member States of the
five UN Regional Commissions in strengthening their national capacities for developing land and land- sea
interregional transport linkages and to promote interregional cooperation to facilitate interregional trade and
tourism. The duration of the project was six years (2002-2007) and its total budget was 1.25 million US dollars.
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UNESCWA was designated as the overall coordinator of the project throughout its duration.

The final seminar of the project was held at Abu Dhabi, United Arab Emirates, from 23 to 25 October 2007.
The participating 38 countries from UNECE, UNESCAP, UNECA, and UNESCWA encouraged the regional
commissions to coordinate their work on transport issues. Regular meetings of the UN regional commissions
were considered to be important.

Several ideas for future projects were presented and discussed. The major ideas for future projects that were
endorsed by the meeting were: (1) Project on “Inter-regional transport corridors and routes”, and (2) Project

on “The maintenance, upgrading and dissemination of GIS maps, database, and application software”.

Recognizing the importance of the Euro-Asian and UNECE/UNESCWA/UNECA transport flows, the UN regional
commissions were requested to consider studying the UNESCAP/UNESCWA linkages.
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Crossing African borders -
Issues, options and prospects

Robert Tama Lisinge, Transport and Trade Facilitation Specialist and Project
Management Officer, African Trade Policy Centre (ATPC), United Nations Economic
Commission for Africa (UNECA)

Intra-African trade represents less than 10 per cent of Africa’s total trade and the continents share of global
trade is below 5 per cent. It is generally acknowledged that the low level of intra-African trade, the slow pace
of regional integration in Africa, and the continent’s marginalization in the global economy are partly due to
issues related to trade facilitation, including delays at border posts which significantly increase the cost of
doing business in Africa.

The problem of delays at border posts in Africa is well documented. Waiting for up to 24 hours to cross a
border appears to be the norm rather than the exception. In Southern Africa, border delay is estimated at 36
hours at both the South Africa-Zimbabwe border post at Beit-Bridge and the Zimbabwe-Zambia border post
at Victoria Falls. Similarly, long transit times have been recorded in Eastern Africa border posts as illustrated
in table 1. Delays of up to 32 hours have been experienced in Bukavu in the Democratic Republic of Congo, 30
hours in Malaba in Uganda, and 16 hours in Akanyaru in Burundi.

Table 1: Transit Times at Border Posts Along the Northern Corridor, 2005

Border Post Transit Time (hr) Border Post Transit Time (hr)
Malaba (Kenya) 17 Malaba (Uganda) 30
Katuna (Uganda) 18 Gatuna (Rwanda) 12
Mirama (Uganda) 8 Kagitumba (Rwanda) 13
Akanyaru (Rwanda) 4 Akanyaru (Burundi) 16
Gisenyi (Rwanda) 1 Goma (DRC) 16
Ruzizi (Rwanda) 15 Bukavu (DRC) 32

However, not all border posts in the Southern African sub-region experience long delays. For example, delays
of less than four hours are experienced at the border post of Namaacha between Swaziland and Mozambique
and at Pioneer Gate between Botswana and South Africa. Relatively short delays have also been recorded
at some Eastern Africa border posts, including 1 hour at Gisenyi and 4 hours at Akanyaru, both in Rwanda.
Similarly, delays of less than 1 hour have been observed at the border post of Dewale between Djibouti and
Ethiopia.

Several factors contribute to delays at African borders, including: excessive documentation requirements
and outdated procedures; insufficient use of automated systems; lack of transparency, predictability and
consistency in customs activities; and lack of co-ordination and co-operation between customs and other
government agencies. Other factors that contribute to delays at African borders include: lack of or poor
implementation of harmonized customs documentation and procedures, absence or inadequate use of pre-
shipment inspection of goods, poor management, and poor infrastructure. Delays for truck drivers, due to
the absence of a bridge across the Zambezi River at the border between Botswana and Zambia, illustrates
the negative impact of inadequate infrastructure on cross-border trade. Transport operators rely on the use
of a ferry with very limited capacity to cross the river, which results in long queues at the border. It has been
reported that it could take up to one week to cross this particular border post.

Closely related to these challenges are ineffective working arrangements between adjacent border
administrations where different working hours are known to be applied. Moreover, with the exception of a
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few countries such as Rwanda, most African countries have not introduced 24 hour service at their border
posts. Another challenge worth mentioning is the physical separation of adjacent border posts, sometimes by
several kilometers, and the insecurity associated with it. The problem of border delays is compounded by the
general lack of service facilities which poses special challenges not only for truck drivers but also for women,
especially those involved in cross border trade.

Ongoing Efforts and Prospects of Reducing Delays at African Borders

Regional Economic Communities (RECs) are at the forefront of efforts to reduce delays at border and improve
trade facilitation in general in Africa. The activities being undertaken in that regard include the establishment
of joint border posts; setting up of corridor management committees and observatories of abnormal practices;
simplification and standardisation of customs and transport rules, regulations and documents; and the
introduction of axle load controls. These activities are mostly supported by the Sub-Saharan African Transport
Policy Programme (SSATP). RECs also receive support from the United Nations Economic Commission for Africa
(UNECA) and other UN agencies, bilateral and multilateral donors, and other international organisations.

A comprehensive review of the NEPAD short-term action plan indicated that pilot one-stop border posts
have been introduced at Chirundu (Zambia/Zimbabwe border) and Malaba (Kenya/Uganda border), both in
the Common Market for the Eastern and Southern African (COMESA) regions. The United States Agency for
International Development (USAID) financed the needs assessment and preparation of the business plan while
SSATP provided funding for legal reforms and preparation of an implementation programme for the Malaba
border post. In Southern Africa, USAID provided funds for pilot one-stop border post schemes at Mutare
and Chirundu and along the Trans Kalahari Corridor, involving Namibia, Botswana and South Africa. Full
implementation of one-stop border post facilities is a long-term objective of the Southern Africa Development
Community (SADC).

Similarly, in the Eastern African Community (EAC), USAID financed the preparation of a framework for joint
utilization of border post infrastructure facilities in 2004. In West Africa, the Japanese Government supported
a study to establish the legal status of joint border posts in the Economic Community of West African States
(ECOWAS). The West African Economic and Monitory Union (UEMOA) is also working on the establishment of
joint border posts at Seme/Krake Plage (Benin/Nigeria border), and Cinkanse (Burkina Faso/Togo border).
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In addition to one-stop border posts, the implementation of uniform customs documents and transport rules
and regulations could reduce delays at borders. COMESA has made considerable progress in that regard and
the implementation framework as well as legal and technical instruments for a uniform customs document
for COMESA and SADC has been developed.

The REC Transport Coordination Committee (REC-TCC) that became operational in 2005 to coordinate the
activities of the regional integration and transport component of SSATP, as well as the broader trade and
transportrelated activities of the programme provides a platform for monitoring progressin the implementation
of one-stop border posts in sub-Saharan Africa.

UNECA’s contribution to reducing delays at borders has been through its work on transport and trade
facilitation undertaken within the framework of the Commission’s regular work programme as well as through
UN Development Account projects jointly implemented with other UN Regional Commissions. In that regard,
UNECA’s activities have mostly been in the areas of research, advocacy, and capacity building. Based on its
research, UNECA has developed transport facilitation targets and indicators to measure progress towards these
targets. African Ministers responsible for transport and infrastructure adopted these targets and indicators,
on 6 April 2005, in their Declaration on Transport and the Millennium Development Goals (MDGs). African
Heads of State have since approved the targets and indicators. In terms of advocacy and capacity building,
UNECA regularly disseminates the findings of its studies to stakeholders through publications, workshops and
seminars. UNECA and the African Trade Policy Centre (ATPC), which is a project created by the Commission
in 2003 and funded by the Canadian International Development Agency (CIDA), are also involved in the
organization of study tours to border posts with the view to providing platforms for sharing of information
amongst African countries.

There are new opportunities to strengthen ongoing efforts to improve trade facilitation in Africa in general
and to reduce delays at border posts in particular. This includes the Aid for Trade initiative of which trade
facilitation is an important component. The Almaty Programme of Action that aims at establishing efficient
transit transport systems in landlocked developing countries and their transit neighbours and to galvanize
global partnerships to assist these countries, also provides a platform for resource mobilisation on issues
related to improving the efficiency of border operations. There is also scope for enhancing collaboration
between UN Regional Commissions and this could be through the continuation of joint implementation of UN
Development Account projects. Joint activities could be in the areas of research, publications, and exchange
of information and experiences through study tours.
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Border crossing facilitation work by
UNESCAP and its partners in the region

Barry Cable, Director, Transport Division, United Nations Economic and Social
Commission for Asia and the Pacific (UNESCAP)

Countries in the United Nations Economic and Social Commission for Asia and the Pacific (UNESCAP) region
are making impressive progress in upgrading infrastructure and improving connectivity, particularly on the
Asian Highway and Trans-Asian Railway networks. With increasing transport flows through international land
border crossings, governments are becoming increasingly aware of the need to address impediments to the
smooth movement of goods and people.

Making progress in transport and trade facilitation is now one of the major challenges in the UNESCAP region.
Issues to be addressed relate to varying legal requirements in different countries, regulation of traffic rights,
as well as the need for closer inter-agency coordination.

In response, the UNESCAP secretariat has been working closely with member and associate member
countries in promoting the simplification of procedures and documentation, establishing or strengthening
national facilitation coordinating mechanisms and promoting the use of the UNESCAP Time/Cost-Distance
Methodology, among other measures, to help enhance the understanding of the impacts of delays at border
crossings and the benefits of international transport facilitation.

Improving legal frameworks for international transport

Land transport, by its nature, requires that countries make arrangements for the passage of goods and people
across national boundaries. Such arrangements are usually covered by international conventions, subregional
agreements and bilateral (trilateral and quadrilateral) agreements.

In some areas of the UNESCAP region the provisions of bilateral and subregional agreements overlap and even
conflict with those of international conventions, which hampers facilitation in the region. In other cases, due
to a lack of territorial continuity, the full benefits from the international conventions cannot be achieved.

Against this background, UNESCAP resolution 48/11 on road and rail transport modes in relation to facilitation
measures was adopted at the forty-eighth session of the Commission on 23 April 1992. It encourages countries
in the UNESCAP region to accede to seven major international conventions facilitating transport. At its fifty-
sixth session, in 2000, the Commission decided to extend the validity of resolution 48/11, and requested that
reports on its implementation be submitted every two years. The main objective was to give an impetus to
transport facilitation in the region, pursuing a step-by-step approach in accordance with developments in
the transport sector and taking into account the needs of the member countries. The status of accession by
UNESCAP members to these conventions is reflected in the annexed table.

Subregional transport facilitation agreements are vital to eliminating non-physical barriers to cross-border
trade and transport and facilitating efficient movement of vehicles, goods and people at international transit
points. To this end, the UNESCAP secretariat, with the Asian Development Bank (ADB), has been supporting
the Shanghai Cooperation Organization (SCO) member States, namely, China, Kazakhstan, Kyrgyzstan, Russian
Federation, Tajikistan, Uzbekistan, in the development and negotiation of an intergovernmental agreement
to better facilitate international road transport. The main agreement was adopted during the 8th negotiating
meeting held in Issyk-Kul, Kyrgyzstan. The UNESCAP secretariat will provide further assistance in the negotiation
of Annexes to this agreement.

The secretariat is also providing technical assistance to the Greater Mekong Subregion (GMS) countries in the
negotiation and implementation of Annexes and Protocols to the Agreement for the Facilitation of the Cross-
Border Transport of Goods and People in the GMS initiated and supported by the ADB. Activities undertaken
included the studies on pricing of Customs guarantee documents for the East-West Economic Corridor and
the North-South Economic Corridor in 2007 and 2008, and assistance in preparing for the implementation of
the agreement.
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Simplifying procedures and documentation

While countries in the UNESCAP region have implemented reforms aimed at simplifying trade and transport
related documentation and procedures, cumbersome paperwork and procedures continue to hamper the
smooth movement of goods and people across borders.

The UNESCAP secretariat continues to work with subregional and international organizations and the UNECE to
promote best practices in trade and transport facilitation, particularly those developed by the United Nations,
amongst member countries. These practices include the use of the UNECE and UN/CEFACT standards and
recommendations on the establishment of single-window systems for export and import clearance and trade
data harmonization. Specific activities organized by the secretariat included a Regional Workshop on “United
Nations Electronic Documents (UNeDocs) for Single window facilities in Asia and the Pacific, in Bangkok in 2007,
and seminars on single-window and data harmonization in Azerbaijan, and on electronic trade documents in
Kyrgyzstan organized in 2008 in collaboration with UNECE. The new Development Account project launched
together with UNECE in 2009 seeks to enhance institutional and human capacities of landlocked and transit
LDCs and countries in transition to develop a single-window facility.

Establishing or strengthening national facilitation coordinating mechanisms

For transport and trade facilitation issues to be addressed effectively, a comprehensive and integrated
approach is required involving the relevant government ministries and agencies concerned with transport
and trade, as well as the private sector.

To provide guidance for member countries, the UNESCAP secretariat published the “Study on National
Coordination Mechanisms for Trade and Transport Facilitation in the UNESCAP Region”1 in 2007 to provide
global and regional overviews, good practices and recommendations for establishment or strengthening of
national committees for trade/transport facilitation in the region. Following earlier national workshops in
Azerbaijan, Georgia, Kyrgyzstan, Kazakhstan, Lao PDR, Mongolia and Tajikistan, the secretariat organized two
national workshop-cum-advisory services in Islamabad, Pakistan in August 2007 and Tehran, Islamic Republic
of Iran, in October 2007 to assist the countries in strengthening or establishing their national coordination
mechanisms. The secretariat also provided advisory services for the committee in Kyrgyzstan and provided
information to the committees in the Lao PDR and Mongolia. The advisory services and information provided
by the secretariat have helped the countries structure their coordination mechanisms and streamline their
facilitation programmes.

UNESCAP Time/Cost-Distance Methodology

For countries in the UNESCAP region, cross-border and transit transport is most heavily constrained by the
excessive delays and costs incurred at border crossings. While UNESCAP member countries have become
increasingly aware of the need to identify, isolate and address friction points on international routes, they
have faced a lack of simple and effective tools.

In response to this need, the secretariat developed the Time/Cost-Distance Methodology, which quantitatively
illustrates the time and cost spent in each segment of a route, including border-crossing points, pinpointing
the bottlenecks that have to be addressed.

The methodology was initially applied in 2002 to several transit routes in selected landlocked countries in the
UNESCAP region. It was later applied to the demonstration runs of container block-trains along the northern
corridor of the Trans-Asian Railway. It was further used in projects in collaboration with other organizations.
Providing a snapshot of the entire route, the UNESCAP Methodology can be used in conjunction with
methodologies that have been developed by other international organizations to analyse the cost and time
associated with one particular segment of the transport route, that is, the clearance of goods.

The UNESCAP Time/Cost-Distance Methodology has received wide acceptance among countries and
international organizations as an important tool to identify, isolate and address the major bottlenecks
impeding smooth and efficient cross-border transport. Many countries in North East Asia, Central Asia and
South East Asia have applied the methodology and some international organizations and financing institutions
have assisted the member countries in applying the methodology. The methodology has also been promoted

1 http://www.unescap.org/ttdw/PubsDetail.asp?IDNO=198
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by the Economic Commission for Africa and the Economic and Social Commission for West Asia. In response

to requests from member countries and other organizations, the secretariat upgraded the Methodology
toolkit with more user-friendly analytical functions. The Methodology has now been translated into Arabic,
Chinese, French and Russian languages to ease its application in non-English speaking countries. The toolkit
has been disseminated to a large number of national organizations and some international organizations
and financing institutions, including the World Bank, the ADB and the International Road Transport Union.
In parallel with the efforts of improvement of the methodology, the secretariat also undertook training and
cooperated with other organizations in its applications. The secretariat provided training and advisory services
on practical application of the Methodology in Mongolia in October 2008 and in cooperation with the United
Nations Conference on Trade and Development, the secretariat assisted the Lao People’s Democratic Republic
and Thailand in applying the Methodology to transit routes between the two countries. The secretariat
in cooperation with ADB organized a subregional policy workshop in Bangkok in November 2008 for the
applications of the methodology to the corridors linking the six Greater Mekong Subregion countries.

The way forward

Many countries in the UNESCAP region are taking initiatives to facilitate cross border and transit transport
including those where the secretariat is directly involved in convening negotiation meetings. However,
facilitation of movement across land transport borders has not been resolved as effectively as at seaports
through, for example, the wide acceptance of the FAL Convention2 and an exchange of experience between
agencies even at the national level could be helpful. For the future, the secretariat will provide opportunities
for the national facilitation committees to share experience and enhance their mutual cooperation through
regional and subregional meetings.

To help countries further reduce the delays and costs associated with border crossing in the region and
identified through the UNESCAP Time/Cost-Distance Methodology, the UNESCAP secretariat will work
closely with its sister regional commissions in implementing resolution 48/11, helping countries establish or
strengthen their coordinating mechanism and to focus attention and resources on the efficient movement of
goods and people across borders.

2 Convention on Facilitation of International Maritime Traffic (FAL Convention) was adopted by the International
Maritime Organization on 9 April 1965. The Convention’s main objectives are to prevent unnecessary delays in maritime
traffic, to aid cooperation between Governments, and to secure the highest practicable degree of uniformity in
formalities and other procedures.
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Annex

Status of accession of UNESCAP Regional Members to the international Conventions
listed in Commission resolution 48/11, as of Jan 08

acceded after adoption of resolution 48/11

X
q
S signatur
1

Country or area Convention Convention Customs Customs Customs International Convention on
on Road on Road Convention Convention on Convention Convention the Contract
Traffic Signs and on the the Temporary on on the for the
(1968) Signals International Importation Containers Harmonization of International
(1968) Transport of of Commercial (1972) Frontier Controls Carriage of
Goods under Road Vehicles of Goods Goods by Road
Cover of TIR (1956) (1982) (CMR)
Carnets (1956)
(1975)
Group I: Mainland Asia
Afghanistan X X
Armenia qa o (o] g q
Azerbaijan
q q q q 8| 9
Bangladesh
Bhutan
Cambodia X
China %
Democratic People's
Republic of Korea
Georgia q q q q q q
India X
Islamic Republic of Iran X X X q
Kazakhstan q a a a q qa
Kyrgyzstan q q q q q q q
Lao People's Democratic
Republic q
Malaysia
Mongolia
q S| S| q q
Myanmar
Nepal
Pakistan X %
Republic of Korea gl S X %
Russian Federation X X X X X
Singapore X
Tajikistan q qa a q
Thailand S S
Turke
- Y X q X q q
Turkmenistan
— q S| S| S|
U ist.
zoekistan q q q q q q q
Viet Nam
Group llI: Island countries
Brunei Darussalam
Indonesia S S X X
Japan
Maldives
Philippines X X
Sri Lanka
Notes: acceded before adoption of resolution 48/11

The Republic of Korea acceded to the Convention on Road Traffic (1949), while it remains as a signatory of the new version
of the convention (1968)

Source: http://www.unece.org/trans/conventn/legalinst.htm|
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Landlocked developing countries and
trade facilitation

By Sandagdorj Erdenebileg, Chief, Policy Development, Coordination Monitoring and
Reporting Service, Office of the High Representative for the Least Developed Countries,
Landlocked Developing Countries and Small Island Developing States (UN-ORHLLS)

There are 31 landlocked developing countries (LLDCs) with a total population of 370 million and an
area of 16.3 million km?. The majority of these countries are found in the sub-Saharan African (15)
and Asian regions (12). Although the difficulties of being landlocked permeate every aspect of the
development process, the impact on their external trade has been particularly severe. Long distance,
additional border crossings coupled with inadequate transit facilities and cumbersome procedures
greatly inflate the trade transaction costs for LLDCs. High international transport costs remain the
single most important obstacle to equitable access to global markets by LLDCs and competition with
other countries. LLDCs, as a group, generated only 0.61% of world merchandise exports and 0.57%
of world merchandise imports for 2006. Physical infrastructure and the availability of reliable and
efficient transport and communication services are key factors for why the geographically challenged
LLDCs receive a miniscule proportion of international FDI with the exception of a few energy rich
nations.

Therefore, LLDCs have to make extra efforts toimprove their terms of trade. Since 2003, LLDCs exporters
benefited from greater market access initiatives extended by major markets such as the European
Union, Japan, China and the United States. As of 2006, more than 91% of exports of landlocked
developing countries to developed markets enjoy duty-free access, a significant increase from 70% in
2003. In 2006, the value of exports from landlocked developing countries increased to $68.4 billion
from 32.8 billion in 2003 though this was mainly driven by export increases due to the global oil and
gasoline price surge. Azerbaijan, Bolivia, Chad, Kazakhstan, Turkmenistan, and Uzbekistan together
accounted for about 60% of total exports in landlocked developing countries.

Table 1 - Exports from landlocked developing countries to developed economies
(by value) admitted free of duty for all products (excluding arms).
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Source: The Millennium Development Goals: Market Access Indicators
by ICT, UNCTAD and WTO, indicator 38, www.mdg-trade.org.
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Inadequate transit transport infrastructure and long distances from major markets remaine major
factors inflating transit costs and eroding the competitive edge of LLDCs. However, delays caused
by non-physical bottlenecks are now considered to be equally important factor. Trade transaction
costs faced by LLDCs can be significantly reduced through meaningful trade facilitation measures.
Trade facilitation measures are crucial in reducing trade transaction costs relatively quickly and
inexpensively by simplifying requirements, harmonizing procedures and documentation, standardizing
commercial practices, and regulating the presentation of information. Also, the implementation of a
standardized single document guaranteeing recognition across borders, and thus harmonizing and
chaining the transit regime has also been recommended. In most instances, the lack of trust between
private and public sectors and the concessions to outside interests such as trucking lobbies, have
ultimately compromised the system. These measures are crucial in the development of LLDCs as it
has the potential to enhance these countries’ competitiveness, allowing them to trade goods on time
and lowering their transaction costs. The streamlining of procedural and regulatory requirements
for international trade transactions are necessary to ease the cumbersome non-physical bottlenecks
LLDCs face.

Recently the World Bank carried out important initiatives to quantify the impact of trade facilitation.
In particular, the Logistics Performance Index and the Doing Business Report provide very useful
insights into the problems confronted by LLDCs in their external trade transactions. The Logistics
Performance Index is a composite index based on the performance of countries on a number of
trade related logistics indicators, including efficiency of customs, infrastructure efficiency, ease and
affordability of arranging international shipments, competence of the local logistics industry, the ability

Table 2 - Elements of non-physical barriers for trading across borders

Landlocked Developing Countries Transit Developing Countries
ng:lé:]eon: Time for Cost to Documents Time for ﬁ:Stot:: Documents Time for Cost to Export Documents Time for T:r:Stot:
p Export Export (US$ for Import Import P! for Export Export (USS per for Import Import p
(number) (days) per container) (number) (days) (USSper (number) (days) container) (number) (days) (USS per
container container)

Afghanistan 12 74 3,000 11 77 2,600 Algeria 8 17 1,248 9 23 1,428
Armenia 7 30 1,746 9 24 1,981 Angola 12 68 2,250 9 62 3,325
Azerbaijan 9 48 3,075 14 56 3,420 Argentina 9 13 1,480 7 18 1,810
Bhutan 8 38 1,210 11 38 2,140 Bangladesh 6 28 970 8 32 1,375
Bolivia 8 19 1,425 7 23 1,747 Benin 7 32 1,237 7 40 1,393
Botswana 6 31 2,508 9 42 3,064 Brazil 8 14 1,240 7 19 1,275
Burkina Faso 11 45 2,132 11 54 3,630 Cambodia 11 22 732 11 30 872
Burundi 9 47 2,147 10 71 3,705 Cameroon 9 27 995 8 33 1,672
Central
African 8 57 5,121 18 66 5,074 Chile 6 21 745 7 21 795
Republic
Chad 6 78 5,367 9 102 6,020 China 7 21 460 6 24 545
Ethiopia 8 46 2,087 8 2 2,893 gz;go‘ Dem. 8 46 2,607 9 66 2,483
Kazakhstan 11 89 3,005 13 76 3,055 Cote d’lvoire 10 23 1,904 9 43 2,437
Kyrgyzstan 13 64 3,000 13 75 3,250 Djibouti 5 19 1,058 5 16 978
Lao People’s
Democratic 9 50 1,860 10 50 2,040 Eritrea 9 50 1,431 13 60 1,581
Republic
Lesotho 6 44 1,549 8 49 1,715 Ghana 6 19
?ﬁfed°"”' 6 17 1,315 6 15 1,325 Guinea 7 33 720 9 32 1,191
Malawi 12 45 1,671 10 54 2,550 India 8 17 945 9 20 960
Mali 9 38 2,012 11 22 2,902 :;::' Islamic 8 26 1,011 10 42 1,656
Moldova, 6 32 1,775 7 35 1,895 Kenya 9 29 2,055 8 26 2,190
Republic
Mongolia 8 49 2,131 8 49 2,274 Mozambique 8 26 1,200 10 32 1,475
Nepal 9 41 1,764 10 35 1,900 Myanmar
Niger 8 59 3,545 10 64 3,545 Namibia 11 29 1,686 9 24 1,813
Paraguay 9 35 915 10 33 1,200 Nigeria 10 25 1,179 9 42 1,306
Rwanda 9 42 3,275 10 42 5,070 Pakistan 9 24 611 8 18 680
Swaziland 9 21 2,184 11 33 2,249 Peru 7 24 875 8 25 895
Tajikistan 10 82 3,150 10 83 4,550 Senegal 6 14 1,078 5 18 1,920
Uganda 6 39 3,090 7 37 3,290 South Africa 8 30 1,445 9 35 1721
Uzbekistan 7 80 3,100 11 104 4,600 Tanzania 5 24 1,262 7 31 1,475
Zambia 6 53 2,664 9 64 3,335 Thailand 4 14 625 3 13 795
Zimbabwe 7 53 2,678 9 73 3,999 Togo 6 24 940 8 29 963

Source: World Bank, Doing Business Report 2008
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to track and trace international shipments and the timeliness of shipments in reaching destinations
for about 150 countries. For each region other than Europe the logistics performance of coastal
countries is noticeably better than landlocked countries. European landlocked countries are not at a
disadvantage thanks to the existence of smooth transit systems through their coastal neighbours and
the short distance from major markets. The difference between landlocked and transit countries is
significant for Asia and Africa. At the same time, the Doing Business Report provides for the specific
numbers in terms of documentation, delays and transport costs. According to the World Bank Doing
Business Report, the bottom 10 countries of the 178 countries ranked by difficulties for trading are all
landlocked developing countries. The following table details elements for trade efficiency differences
between landlocked developing countries and transit developing countries. The disadvantages faced
by landlocked developing countries is particularly noticeable in the Central Asian region, particularly
when it comes to the cost to import and export, and the number of documents needed for trade.

According to the World Bank report, Doing Business, the cost of customs procedures and transport
represents the single greatest cost in external trade and is higher than the import tariffs for goods
from landlocked developing countries. Red tape is estimated to cost nearly 10 per cent of the value
of exports in developing countries. Each additional day in transport delays costs 0.5 per cent of cargo
value for goods transported by ship or rail. Only a quarter of the total delays are attributable to poor
physical infrastructure.

In Africa the cost of delays is four times the tariff payments that African exporters face. Often goods
are delayed because of numerous roadblocks and other checkpoints that have proliferated throughout
transit corridors with short intervals, implicating additional formal and informal payments. They
represent a major loss for the transport economy. Roadblocks are a major problem in Africa, in
particular. For example, there are 69 checkpoints on the 992 km route from Lagos to Abidjan, 20
checkpoints on the 337 km route from Niamey to Ouagadougou, 34 checkpoints on the 989 km route
from Lomé to Ouagadougou, 34 checkpoints on the 1,036 km route from Cotonou to Niamey and 37
checkpoints on the 1,122 km route from Abidjan to Ouagadougou.

Documentation requirements often lack transparency and are vastly duplicative, a problem often
compounded by a lack of cooperation between traders and official agencies. The table above
compiled from the 2008 World Bank Doing Business Report clearly illustrates landlocked developing
countries perform poorly in terms of time spent and the number of documents needed for importing
and exporting compared to their transit neighbours. The table clearly shows that the Central Asian
landlocked countries are among the bottom ranking counties in these categories.

Since the trade of a landlocked developing country must inescapably go through the territory of a
neighbouring country, regional cooperation in transit transport and trade promotion is of foremost
importance if LLDCs are to progress economically. Far from being a zero sum gain, such collaboration
would be of mutual benefit. Regional transit regimes have been recognized as beneficial, especially
to the LLDCs trade performance. They require cooperative efforts between national institutions and
private operators, yet progress has been slow due to the lack of capacity in implementing the transit
regime, and due to the wide range of institutions whose cooperation is required. Reducing institutional
interference and simplifying procedures can be achieved, but only if the countries involved display
greater commitment to the international, regional, and bilateral agreements pertaining to this issue.

Successful negotiation of the WTO articles on trade facilitation would give binding principles. In
particular, the WTQ's article V relating to trade facilitation negotiations would greatly benefit LLDCs
as the objectives of this article is to allow for the freedom of transit through the territory of each
member of WTO for transport to or from the territory of other members. To achieve this freedom,
article V prescribes two main obligations. Firstly, that members do not hinder traffic in transit by
imposing unnecessary delays or restrictions by imposing unreasonable charges; and secondly, to
accord a most favored treatment to transition goods of all members. WTO negotiations also attempt
to enhance technical assistance and capacity building in the area of trade facilitation and to improve
effective cooperation in custom compliance issues.

The United Nations long recognized the need for support to LLDCs. A little over fifty years ago the
General Assembly in its resolution 1029 (XI) recognized “the need of landlocked countries for adequate
transit facilities in promoting international trade”. At that time, in 1957, landlocked countries were
few in number. Today, given the large number of landlocked countries and their transit neighbours
encompassing all continents of the world, except Australia, transit problems cannot be swept under
the carpet. Following the adoption of the Millennium Declaration which called for a global partnership
to address the special needs of landlocked developing countries, the United Nations convened an
international conference at the ministerial level on transit transport cooperation in August 2003 in
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Almaty, Kazakhstan. The Conference adopted the Almaty Programme of Action: Addressing the Special
Needs of Landlocked Developing Countries within a New Global Framework for Transit Transport
Cooperation for Landlocked and Transit Developing Countries.

The over-arching goal of the Almaty Programme of Action is to forge partnerships to overcome the
special problems of landlocked developing countries caused by their lack of territorial access to the sea
and their remoteness and isolation from world markets. The Almaty Programme of Action recognized
the direct link between transport, international trade, and economic growth and identified specific
actions in five priority areas, namely fundamental transit policy issues; infrastructure development
and maintenance; international trade and trade facilitation; international support measures; and
implementation and review, to establish efficient transit systems. The adoption of the Almaty
Programme of Action was an important milestone to bring the transit issues of LLDCs high on the
international development agenda.

Over the past five years, landlocked and transit developing countries with the support of their
development partners made tangible progress in implementing the specific actions agreed upon in
the Almaty Programme of Action. Landlocked and transit developing countries in Africa, Asia and
Latin America have moved the transit transport issue higher on the priority list of their development
agenda. The Almaty process provided a sound framework for a win-win solution to transit transport
issues for both the landlocked and transit developing countries. They strengthened their policy reform
efforts, while development partners provided increased development assistance. The international
community came to recognize that high transit transport costs represent a more important barrier than
most favoured nation tariffs for landlocked developing countries. The Secretary-General in his report
to the High-level Meeting of the General Assembly on the Midterm Review of the Almaty Programme
of Action mentioned that the most striking feature of the progress towards the implementation of the
Almaty Programme of Action since 2003 was the across the board recognition of the special needs
of landlocked developing countries and the much stronger engagement of development partners
with respect to transport infrastructure development and trade facilitation, as well as aid, debt relief
and market access. Multilateral and development institutions and regional organizations allocated
much greater attention and resources to the establishment of efficient transit systems. The Secretary-
General of the United Nations submits annual progress report on the implementation of the Almaty
Programme to the General Assembly. In October of last year, the General Assembly convened a
high level meeting on the midterm review of the Almaty Programme of Action. The midterm review
adopted a ministerial declaration which contains specific deliverables and action oriented measures
aimed at accelerating the implementation of the Programme.

Today’s reality of interdependence between States means that the disadvantages of landlockedness
can only be mitigated through the efforts of the international community as a whole. As Mr. Ban Ki-
moon, the Secretary-General of the United Nations mentioned in his opening statement at the General
Assembly Midterm Review “We have an obligation to see through our commitment to ensure the
achievement of the Millennium Development Goals in all countries. For the 31 Landlocked Developing
Countries, the full and timely implementation of the AlImaty Programme of Action is a crucial first step
in fulfilling that commitment.”
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UNCTAD: the short history of a partner in
opening borders

José Maria Rubiato, Chief, Transport Section, Officer-in-Charge, Trade Logistics
Branch, Division of Technology and Logistics, United Nations Conference on Trade
and Development (UNCTAD)

For the past four decades, the United Nations Conference on Trade and Development (UNCTAD) has played a
central role in the implementation of trade facilitation solutions aimed at opening borders and lifting obstacles
for international trade in developing countries. In doing so, it has, since the very fist instance worked as a
partner and, today more than ever, remains a reliable associate in the international effort to create better and
simpler ways to trade.

When the Special Programme on Trade Facilitation, better known under the acronym of FALPRO, was created
in UNCTAD in the early 1970s, it was meant to act as a subsidiary for developing countries of the UNECE
Working Party 4 on the Simplification of International Trade Procedures and Documents (WP.4). The original
team of FALPRO consisted of 4 Customs officers from Sweden, France, Norway and Switzerland.

This tiny unit, gathering the required experience and know-how, proved to be very effective in spreading the
word of what was then defined as the simplification and harmonization of international trade procedures
and documentation. Focussing on the alignment of documents based upon the United Nations Lay-out Key
(UNLK), the adoption of international codes, and the creation of National trade Facilitation Committees, the
very energetic and passionate team managed in only a few years to launch trade facilitation programmes in
more than 70 members of the Group of the 77.

By 1980, the close cooperation between UNCTAD FALPRO and WP.4 had made its recommendations, prepared
by and for UNECE Members, well known as best practices in many recently born trading nations. At that time,
the crowded conference rooms where WP.4 met twice a year, would see African, Latin American or Asian
delegations invited by FALPRO attend hectic debates on standard simpler shipping marks or measures to
facilitate maritime transport documents procedures.

UNCTAD FALPRO was very effective between the mid seventies and the mid eighties and made the reputation
of UNCTAD in developing countries as a global reference for the implementation of solutions developed by
and for developed countries.

In the mid eighties, a separate team of

customs and system engineers in UNCTAD
‘ had also started the development of a
system to collect and process foreign trade
Ministry of Transport Transport
Trade Users Operators

statistical data. Such a system was put at the
disposal of the primary source of information
Customs
(ASYCUDA)
Min.Transport

on trade, where and when the data had to
be generated: the customs offices during

National

Planning

customs clearance procedures. That system,
initially tailor made and meant to specifically
serve West African countries, was to
become, ten years later, a de facto standard
in customs automation information systems.
ASYCUDA was born and by the end of the
1980s, FALPRO and the ASYCUDA team were
working together and partnering with user
countries in implementing trade facilitation
solutions based upon international standards
and recommendations developed in UNECE
and the World Customs Organization (WCO).

Technical
Secretaria
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In parallel, UNCTAD also developed a strong expertise in transit procedural obstacles faced by landlocked
developing countries. From 1983 to 1986, a team of 8 transport economists, lawyers and customs officers
joined efforts to provide intensive technical research, test runs, training sessions and negotiating support, to
develop and put in place what is, still today, the most comprehensive institutional, regulatory and operational
encompassing solution for an efficient transit transport system: the Northern Transit Corridor Agreement
(NCTA) adopted by Kenya, Uganda, Rwanda and Burundi, later joined by the Democratic Republic of Congo.
The NCTA remains a model for many regional agreements in other regions of the world.

Withtheimpulse of these successful advancesin different fronts: implementation of trade facilitation standards,
widespread customs automation, innovative solutions for transit arrangements between landlocked and
transit countries, UNCTAD made use of its well established status to go forward with the development of the
more embracing concept of trade efficiency and the preparation of the first ever ministerial level global event
on trade facilitation. The Global Symposium on Trade Efficiency, held in Columbus, Ohio, USA, in October
1994}, gathered 2000 participants including 100 ministers and numerous business partners from all over the
world.

Two years later, the first Ministerial Conference of the World Trade Organization (WTO), held in Singapore,
decided to incorporate trade facilitation into its agenda as one of the four so-called Singapore issues. In 1998
the WTO global symposium on trade facilitation gave birth to the most intense and fruitful debate on trade
facilitation which is still continuing today. The negotiation process in WTO has provided trade facilitation with
a high new profile for the benefit of all Members. Another instance for partnership was also born within WTO,
with different international agencies engaged in providing technical assistance and capacity building, in the so
called group of Annex D organisations brought together by the same name annex of the July Package of the
Geneva WTO Ministerial held in 2004. UNCTAD is naturally part of the Annex D organisations together with
the World Bank, the OECD, the WCO, and the IMF.

A few years ago, in April 2001, the High-Level Committee on Programmes of the United Nations System
Chief Executive Board for Coordination requested UNCTAD to gather all UN agencies dealing with trade
facilitation cooperation, including the World Bank and WTO, to build a network for cooperation. In a parallel
and almost simultaneous process, the World Bank had launched the Global Facilitation Partnership where
both governmental and business sectors were invited to contribute. Naturally, in 2003, the two cooperation
schemes joined their efforts to form the now widest network of knowledge on trade and transport facilitation
related matters?.

I % 0000 |
[ ICT | w | _IMO |
1 See www.un.org/Conferences/trade94/uniste.html, see also Staples, Brian Rankin (2002). Trade Facilitation: “Improv-
ing the Invisible Infrastructure.” In B. Hoekman, A. Mattoo, and P. English (eds) Development, Trade and the WTO: A

Handbook. Washington, D.C.: World Bank.
2 See www.gfptt.org
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Today UNCTAD continues to open borders through three major actions: its support to the active participation
of developing countries to the WTO negotiation process on trade facilitation; through the provision of
technical assistance support to the installation and upgrade of ASYCUDA customs automation programmes;
and continuous support to design efficient cooperation schemes between landlocked and transit developing
countries.

In the context of the multilateral negotiations on tread facilitation, the original mandate adopted by WTO
Members in Doha in 2001 seemed to suggest that new rules should take into account - and some would be
based on - trade facilitation needs and priorities of the developing countries. In other words, future rules
should reflect or adapt to the realities and capacities of some of the least advanced Members. In practice
and over time, between 2001 and 2004, the discussions on the modalities and content of the future rules
focused more on experiences proven effective, or best practices, brought by some Members, rather than on
the difficulties faced by others.

The educational discussion and knowledge spreading process lead slowly but surely to the implicitly shared
view that positive and successful national experiences would become the basis for the new consensus. Best
practices rather than limited capacities should become the collective benchmark. A list of proposed best
practices started to be built and was gradually and generally considered as setting the preliminary scene of the
potential measures to be adopted. The 2004 July package and its Annex D confirmed the ambition and positive
atmosphere of cooperation developed by multilateral partners in the negotiating room. In such a context, it
was only natural that UNCTAD, which had contributed to a better understanding of the opportunities offered
by the negotiating process, got involved in supporting the design of an implementation mechanism that
would help developing countries take full advantage of the potentially generous provisions provided by the

Annex D. Over the past four years, UNCTAD contributed to the
work of the Annex D in first understanding the implications of
proposed measures, then in assessing the gap, if any, between
a compliant capacity and the current situation of the member
as regards the measure in question.

Such so called needs assessment processes, led and
coordinated by the WTO secretariat and carried out with all
Annex D organisations, is only the first stage of an overall more
comprehensive exercise which should lead to the design of
compliance capacity development plans including, wherever
required, external technical assistance and funding.

The implementation of the ASYCUDA programme actually provides a practical strong support to the global
trade facilitation discussion stemming from the negotiating process in WTO. This is basically because the
system is compliant with many international standards related to trade documents formats, codification of
trade data elements and trade data interchange protocols. The ASYCUDA system also provides user countries
with the technical capacity to be compliant with such tabled proposals as risk management, advanced lodging
of declarations, and post clearance audit schemes.

The introduction of information systems brings positive changes in working methods and, in many cases,
results in substantial increases in fiscal revenue collected by customs administrations, but one of its most
important impacts in the institutional environment is probably less known.

ASYCUDA creates a new relationship between business trading communities and customs. When waiting
times are shorter, clearance processes are more transparent. When the rules are better understood and
systematically applied, the trade and transport operators can plan better and are more willing to fulfil the
formalities as part of their operations. This benefits the whole national foreign trade sector in terms of better
insertion into global trade. In other words, borders look more open when crossing them brings no surprise.

ASYCUDA has now gone through four versions, the current one, ASYCUDA World, is internet based. UNCTAD
has started the development of a Single window based solution that should bring requesting countries two
different ways to approach a better integration of public and private sectors in the treatment of international
trade procedures. The first is a methodology that will establish a gradual design approach to institutional and
technological development. Such a methodology will be made available to all countries, including the non
ASYCUDA equipped countries.
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future. One of the most obvious applications of such developments, is the one required by international
customs transit monitoring systems. UNCTAD is currently involved, through ASYCUDA, and here again with
other international partners, in the improvement of transit transport systems, notably in Central Africa. It
has also recently concluded an institutional cooperation building project along three pilot transit corridors
located in Asia (Vientiane-Bangkok), Africa (Lusaka-Walvis Bay or Transcaprivi corridor) and South America
(Asuncion-Montevideo).

The project incorporated an innovative approach to creating and operating facilitation clusters along transit
corridors. In the three pilot cases, the participants, directly involved in the operation of their respective
corridors, showed sound capacity to analyze and solve daily obstacles but also to plan for medium and
long term actions. Beyond project completion, some clusters have already secured financing to keep their
autonomous operation. An interesting outcome of the project is that, at “corridor level”, operators in transit
countries appear to actually drive and take the lead in the improvement of the transit corridor operation. This
in a way goes against the common knowledge that transit countries appear little inclined to ease landlocked
countries’ transit trade. Another observation shows that informal clusters may find operational solutions and
achieve significant improvements.

With its Annex D associates in WTO, through ASYCUDA with its national and regional partners, and, in the
context of the implementation of the Almaty Plan of Action, with landlocked and transit developing countries,
UNCTAD is committed to remain a reliable partner in the search for open borders and better trade for
developing countries.
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Easier trade for micro, small and medium-
size enterprises through postal networks

José Anson, Economic expert, Universal Postal Union (UPU)

For many years, one of the least addressed challenges in international trade has been the transport and border
crossing facilitation of goods produced by micro, small and medium-size enterprises (MSMEs) in the developing
world. Often small entrepreneurs in low-income or emerging countries have felt that trade initiatives are
meant only for the “big guys” — a very limited number of large exporting or importing firms (Guasch, 2008). It
is probably true that trade policymakers in these countries have so far done too little to facilitate trade across
borders for these potentially thousands of MSMEs attracted by international markets. As far as low-income
UNECE countries are concerned, this can be clearly seen in the number of trade-disabling constraints faced
by small businesses in moving goods outside the border, slowing down an already unaffordable transport
process before, at or after that border. Table 1 provides a combination of Ease of Doing Business indicators
(World Bank, 2008) and Universal Postal Union (UPU) indicators in this regard.

Table 1 — Disabling trade constraints for MSMEs in low-income UNECE countries

Number of Time Cost of Number of Time Cost of
documents  needed for exporting documents  needed for importing
for exporting (USD per for importing (USD per

exporting (days) container) importing (days) container)

Low-income UNECE

countries

OECD countries 4.5 10.7 1,069 5.1 11.4 1,133
Countries with 1.5 3.0 n/a n/a n/a n/a
"Easy Export" postal

system

Convergence effort 37.6 % 65.1 % 37.4% 39.9% 64.9 % 40.2 %

needed by low-
income UNECE to
match OECD

Potential 79.2 % 90.2 % n/a n/a n/a n/a
improvement for

MSMEs in low-

income UNECE with

"Easy Export" postal

system

Source: the World Bank (Ease of Doing Business, 2008) and Universal Postal Union (2009)

As can be seen, small entrepreneurs in low-income UNECE countries have to handle 7.2 documents on average
in order to export, and 8.5 to import, while the same process requires 4.5 and 5.1 documents on average
respectively in OECD countries. This means a delay of 20 days in the export and import processes according
to OECD standards, which already require 10.7 and 11.4 days on average to export and import (up to the
completion of full customs clearance). The high administrative costs necessary to handle the documents
add up to already sizeable container transport costs, 700 USD higher on average than in OECD countries.
For most MSMEs, the export and import processes thus result in untenable costs which prevent them from
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accessing international markets. For many MSMEs in low-income UNECE countries, even reducing the number
of documents and the cost of a container by more than one third, and delays by almost two thirds, in order to
comply with OECD standards, would not be enough to enable their entry into international markets. Yet the
issue is crucial because low-income UNECE countries suffer a lack of export diversification, which can have
dire macroeconomic consequences, as seen in the current global economic and financial crisis. The situation
is not without hope, however. Other countries facing similar problems have found a way to overcome these
obstacles. Brazil for example, followed by a number of other Latin American countries, has successfully
launched an innovative programme aimed at drastically reducing these trade constraints for their MSMEs: the
“Easy Export” (Exporta Facil) programme, which makes use of postal and express carriers networks. Applied
to low-income UNECE countries, the implementation of “Easy Export” postal systems could result in a 79%
reduction in the number of documents handled by small entrepreneurs selling abroad, and a 90% decrease
in delays occurring before the goods leave the country. Similar programmes could also be introduced for the
import process (an “Easy Import” (Importa Facil) programme for MSMEs has been launched in Brazil).

How do these programmes operate, particularly the Exporta Fécil initiative in Brazil? The idea was to design
an alternative exporting process targeting MSMEs that would free them of the two major hurdles noted
above: overly complicated and costly export formalities and the lack of access to an affordable means of
delivery. The Brazilian postal operator (Correios) has become a key partner in pursuing this new programme,
thanks to the capillarity of its network, its ease of access and use (no need to consolidate goods) and the
affordability of its range of services. Although other express carriers, which form part of the postal sector
as defined by the Brazilian Ministry of Communication, can also access this alternative exporting process for
their own customers, Correios deals with a significant share of MSMEs by comparison. Critical to the success
of this alternative exporting process was the early involvement of various ministries and agencies, Customs
and trade promotion associations. More specifically, the Brazilian government has introduced a simplified
export procedure for commercial exports less than 10,000 USD in value, based on a single document — the
“Declaration of Simplified Export” (DSE). As shown in Table 1, this form has made it possible to substantially
reduce the number of steps in the exporting process, thereby reducing delays considerably. In order to attract
as many MSMEs as possible, Correios offered this new procedure throughout its network. Half a decade after
the launch of the programme in 2002-2003, Exporta Facil has already given more than 10,000 MSMEs in
Brazil access to export markets — an achievement that no other trade facilitation programme aimed at MSMEs
has so far equalled. A similar programme has been successfully developed by the World Bank in Peru and
operates in the same way as in Brazil. Guasch (2008) describes the procedure as follows: “an individual or
firm needs to take a package to the post office (although pick-up services are also available), which provides
free packaging; the sender has to fill out a form (the export declaration) on the Internet which is available
at the post office if needed. The post office weighs the package and scans the export declaration form. The
user pays the fee for the type of service desired. End of the story.” The only restrictions are weight (up to 30
kg by package) and size (sum of three dimensions cannot exceed three metres). The Universal Postal Union
(a United Nations specialized agency) has carried out evaluation studies on these trade initiatives in order
to learn from them and compile a list of best practices, with a view to replicating the “Exporta Facil” (and
tomorrow’s Importa Facil) programmes in other regions of the world, with the support of other multilateral
institutions and partners.

The evaluation exercise conducted by UPU (Ansdn and Caron, 2008) has identified the critical elements that can
make an “Easy Export” programme using the postal network a success. In Brazil, the Post’s territorial presence
has enabled MSMEs in some 400 communities (areas shown in green in the map below) to use the alternative
simplified export programme (EF) offered by Correios. Exporters from other communities have been using
only the normal export procedure (RE), or have combined the simplified and normal procedures (DSE and RE),
often useful for larger firms dealing with spare parts. Nevertheless, leveraging the postal network to allow
small entrepreneurs from remote communities to access export markets requires complementary services
offered in post offices, ranging from access to payment systems to methods of handling certificates of origin
in order to comply with the rules of origin requirements and benefit from a preferential trading arrangement
with a partner country. In the latter case, Peru is preparing to digitalize the certificate of origin accessible via
the Internet in cases where there is no chamber of commerce within a reasonable distance. Another effective
practice in Brazil is the use of mobile trade agents going from one post office to the next encouraging and
supporting MSMEs in their efforts to export. The ability provided by the postal network’s capillarity to reach
MSMEs in peripheral areas must therefore be reinforced by the provision of appropriate services in post
offices or via the Internet. In this connection, the use of e-commerce tools could become critical in the near
future, as a joint European Union-Mercosur initiative will soon show.
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Figure 1- Map of Brazil’s exporting municipalities
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Regardless of the exporter’s geographical origin, Correios’ Exporta Facil programme has attracted mainly small
entrepreneurs exporting a small number of shipments compared with other express carriers’ customers. The
fact that Exporta Facil is used to exporting a relatively small number of comparatively low-valued exports can
be seen as a justification of Exporta Facil’s very existence: one way the postal operator’s vast network is going
to help develop trade is by meeting the needs of very small exporters in relatively poorer and less service-
oriented municipalities. These exporters often start out by sending very low-valued articles, and the postal
network seems to be the most suitable for meeting their needs. As such, it appears that the market failure
which Exporta Facil is effectively countering is the lack of affordable shipping for very low-valued articles.
The service is used by customers who will export only a few packages a year on average, and are therefore
less attractive to private carriers. Nonetheless, these small exporting entrepreneurs could potentially play
a crucial role in the creation of new exporting activity. Many of them must try to export so that a few can
survive in international markets — a classic result in international trade (Besedes and Prusa, 2006). Attempts
to export using the normal export process are too costly for them, however. Indeed, econometric evidence
indicated in the evaluation suggests that these small entrepreneurs would probably not have exported
otherwise. Nevertheless, the continuing success of Exporta Facil relies on the attraction of a steady flow of
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new exporters. This is why information about the existence of the programme has become critical, in Brazil
and in Peru, to achieving a sustainable increase in access to international markets for MSMEs. Advertising for
these innovative programmes cannot be neglected either.

Can this experience be replicated in low-income UNECE countries? Many similarities with Latin America
regarding trade obstacles were found. While any project must be adapted to local conditions, the quality
of service of postal operators in many low-income UNECE countries (as measured by the UPU) has reached
a promising level, which should facilitate the implementation of “Easy Export” programmes using postal
networks. Furthermore, post offices in these countries appear to offer a growing number of potential
complementary services that will help “Easy Export” programmes become regional success stories.
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Challenges and opportunities of
iInternational road transport on
the Eurasian landmass

Martin Marmy, Secretary General, International Road Transport Union (IRU)

The IRU was created in 1948, one year after the creation of UNECE, in order to assist in the development and
implementation of the key UN multilateral trade and road transport facilitation instruments, which permitted
the reconstruction of war-torn Europe. It was the intent of the IRU’s founding fathers, as it remains ours today,
to be a credible organisation to work in a true public-private partnership to achieve our common economic,
social and environmental objectives. Indeed, the IRU’s relationship with UNECE is one of the first examples of
a genuine private-public partnership, as the IRU has been the implementing partner of the TIR System since
its inception in 1949, predating the 1959 Convention itself.

Road transport is just over 100 years old. International road transport, on the other hand, began only after the
Second World War, 60 years ago! Despite this short history, but maybe due to the energy of youth, 60 years
down the road, trucks have not only become the main drivers of trade around the world, but also the most
efficient engine of economic and social progress everywhere.

Since 1948, and through its current international network of 180 Members in 74 countries, the IRU has been
promoting the interests of millions of freight transport operators while interconnecting every business to all
the main markets around the world.

The role of the IRU, by working together with all of its dedicated Members, with the trade community and
with governments, is much broader than merely promoting the interests of the road transport industry.
Rather, it is the IRU’s statutory obligation to act in the interest of society as a whole, fully aware of the sector’s
irreplaceable role in uniting mankind and in better redistributing wealth. This is ensured through its unique,

-62-



a

high quality, flexible and irreplaceable door-to-door transport services or as one of the most efficient and true
partners of co-modality.

Trade brings nations closer, fostering greater understanding and hence peace. We must therefore work
together to eliminate ever-increasing paper walls and minimise bureaucratic barriers. We must work in concert
to allow the free transit and free movement of goods and, moreover, of the road vehicles and drivers that
carry them, pursuant to the principle of freedom of movement already enshrined in numerous multilateral
and bilateral agreements and conventions.

Today, as a result of globalisation, the collapse of communism in the former Soviet Union and China’s and
India’s shift to a market economy, roughly another 1.5 billion new workers have entered the global economic
labour force, almost doubling the number we would have had if China, India and the Soviet empire had not
joined the current globalisation process.

However, despite this major change, governments are regrettably doing very little to put in place the
necessary accompanying measures concerning the changing production processes and the resulting new
trade and logistics patterns. Therefore, it is vital for all actors involved in trade, transport and logistics to
respond immediately and efficiently to the fundamental shift and changes taking place in the way people are
doing business.

For example, having a cup of coffee at a café in Geneva, at the current market price, requires the collaborative
efforts of 29 companies from 18 countries. If 29 companies are required to produce a cup of coffee, one can
easily imagine what is required in terms of transport and logistics to produce something more complex like
a computer or a DVD player! To produce a car, for example, requires 10,000 suppliers ... each of which has
suppliers! Due to its door-to-door transport services, road transport is the only mode that can interconnect
all these new businesses. Due to increasing competition resulting from globalisation, road transport is no
longer merely a mode of transport but has today become a vital production tool.

Globalisation, which is the result of the free movement of people, goods and services, means above all
undertaking all the activities at the best place, producing the best products, and trading under the best
possible economic, social and fiscal conditions. For all these reasons, China has become not only a big market,
but the factory of the world. Some 75% of retail goods sold on the main world markets are produced in China
and transported mainly by sea container. This development has had a dramatic impact on transportation.

An analysis of the evolution of sea containers in the main ports of the world demonstrates clearly how the
explosion of containerisation has concentrated trade to a handful of ports. The 1970s saw the advent of
containerisation, which was initially characterised by a high number of ports linked by a high number of
small container vessels. Since then, the growth of containerisation has exploded to meet the continuously
increasing development of trade fuelled by globalisation.

The 2006 figures showed that 80% of current global trade is concentrated in some 30 ports, creating bottlenecks,
congestion and delays, but above all, additional costs and desertification not only of the hinterland, but also
of all the landlocked countries! In fact, road transport, due to the high quality of its transport services, is
the only mode capable not only of transporting from China to Europe, but above all of interconnecting all
the businesses along all the roads from Asia to each of the main world markets, such as Europe, the CIS, the
Middle East, and even the USA, through the Black Sea.

However, globalisation does not necessarily mean transport over long distances. But you do need the
possibility of an end to end journey, like an electrical wire, to permit the development of trade and the
interconnection of businesses all along those routes. In fact, if it was possible to interconnect all these regions
by transporting goods along the ancient Silk Road 700 years ago, why would it not be possible today, with the
modern and professional trucking industry?

In this context, the IRU vision and action in the last 15 years has been to facilitate and develop the
interconnection of all the regions and businesses along the ancient Silk Road and along all the routes leading
from Asia to all the main world markets, and not to transport door-to-door from China to Europe, which will
represent less than 1% of all the traffic on this major itinerary. By doing so, road transport irrigates not only
the hinterlands of the ports, but all the regions of all countries, ultimately bringing prosperity and peace
where governments facilitate road transport.

Taking into account this new development of global trade and transport, governments should recognise the
vital and irreplaceable role of road transport. Considering that road transport is the most regulated transport
mode, priority should thus be given to further developing, facilitating and securing road transport, which is
the motor of the economy.
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This can best be achieved if all governments ratify and implement, in a true public-private partnership andin a
harmonised manner, the key trade and road transport facilitation instruments developed by UNECE in the last
60 years, such as the CMR, ADR and TIR Conventions as well as the trade agreements which ensure freedom
of transit for goods, vehicles and drivers — a prerequisite if we are to generate employment and allow every
country to achieve the objectives of Agenda 21 and of the UN Millennium Goals.

In light of this vision, the IRU welcomed the Resolution of the General Assembly of the United Nations of
November 2007 on cooperation between the United Nations and the Eurasian Economic Community which
highlights the need to strengthen regional cooperation in such areas as trade and economic development —
including transport —and which invites specialised agencies and other organisations to cooperate and develop
direct contacts with the Eurasian Economic Community.

Therefore, the IRU’s vision of reopening the ancient Silk Road and to interconnect not only Europe to Asia, but
Asia with all the main markets of the world, is not only possible, but vital to ensure economic prosperity and
peace in every country.

The feasibility of this IRU vision has also been confirmed by the study recently published by the United
States Chamber of Commerce on the “Land transport options between Europe and Asia”. This study clearly
demonstrated that, without spending one additional penny on infrastructure, it is already possible to ship
Chinese containers by road with shorter delivery times and competitive transport costs to all the major markets
of the world. This study also proved that such new road transport activities can still be dramatically improved,
if we pull down the numerous existing obstacles along the Silk Road — resulting mainly from inappropriate
procedures rather than a lack of infrastructure as is commonly believed.

To attract governments’ attention to barriers to road transport, which are impeding economic development, the
Organisation of the Black Sea Economic Cooperation most ably headed by H.E. Ambassador Chrysanthopoulos,
that cooperates with the EU, the CIS and Asian countries, in partnership with the IRU, had a Caravan of
12 trucks representing each of the Black Sea States tour the 7,500 km ring road around the Black Sea. It
demonstrated that infrastructure is not a barrier to progress in this region. Rather, it is cumbersome and
costly bureaucratic procedures!

The IRU has also been requested by UNESCAP to be the implementing partner for the decision taken by its
member States to organise a Truck Caravan from Tokyo to Istanbul, to highlight how the 141,000 kilometres of
the Asian Highway network of standardised roadways already interconnects the 32 Asian countries and links
them to Europe.

However, border waiting times today represent a critical concern for all fleet operators. Border waiting
times do not result from increasing traffic nor from the lack of infrastructure, but almost exclusively from
inappropriate border-crossing procedures. They can be considered as a litmus test of the level of trade,
tourism and road transport facilitation. Too much bureaucracy often hinders border-crossing facilitation,
including at EU borders.

The constant increase in waiting times at the EU’s external borders, which have grown increasingly in the last
decade, are creating dramatic situations. The IRU has voiced its strong concern many times to the relevant
EU institutions and national authorities. Unfortunately, however, only few uncoordinated actions have been
taken concerning the IRU’s initiatives up to this point. It is thus not surprising to note that this important
issue, which remains neglected despite its purely technical nature, was treated as a priority during recent
governmental meetings between the Presidents and Heads of State of Finland, Estonia, Latvia, Lithuania,
Poland and Russia.

Waiting times, which reach 60 to 300 hours at certain border posts between Estonia and Russia, have
catastrophic effects, not only for the road transport industry but especially for drivers, local residents and the
entire European economy. While the economic losses of this dramatic situation have often been calculated, it
is unfortunately necessary to recognise that the personal impact on drivers and border personnel as well as
the effects on the environment and nearby populations are being completely ignored.

Control practices are not based on risk management and modern checking technologies. Too many documents
are required and red tape permits the extortion of money from drivers for unjustified services. Congested
borders thus represent places of high risk with exposure to all types of illegal activity and cost the economy
billions of dollars per year.

Yet, the solution is simple. Governments need to implement, on a priority basis, the 1982 UN Convention on
the Harmonisation of Frontier Controls of Goods. This includes keeping all those involved in trade and road
transport informed of the situation at their respective borders. Here, the IRU has created a web application to
satisfy this obligation, known as the IRU Border Waiting Time Observatory (BWTO). This internet tool provides
data to decision-makers and facilitates the daily work of drivers and company route planners. According to the
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charts and data published by the IRU’s BWTO, these waiting times are creating an intolerably chaotic situation
in several EU countries (see www.iru.org/index/bwt-app)

The reduction of waiting times at borders must therefore become a top priority for Governments. They should
thus take the decision to furnish data on a daily basis to the IRU’s BWTO, which can be expanded to any border
crossing in the world subject to waiting times, to respect their obligation as Contracting Parties to the new
Annex 8 of the 1982 Convention, which came into force in May 2008.

Finally, in order to effectively reduce border waiting times, the IRU advocates the robust method abbreviated as
PMI, i.e. “P” for improving Procedures (e.g. by implementation of the new Annex 8 of the 1982 UN Convention
on the Harmonisation of the Frontier Control of Goods), “M” for changing the Mindsets of all actors involved
(staff of border control services and their clients) and “I” for enhanced border Infrastructure only as the last
and most costly resort.

Only by “working together for a better future” will we achieve our current and future economic, social and
environmental goals. Help us to help you!
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Global border crossing issues —
an operational perspective

Amer Z. Durrani and Michel Zarnowiecki with extracts from Barriers To
Road Transport And Freight Trade In Wider Central Asia, Discussion Draft,
June 15, 2007, William Byrd, Amer Durrani, and Alexander Kitain

1 Global border crossing issues vary from country to country in their nuances, but generally span across
the three realms of trade facilitation: harmonization of laws and regulations; standardization of means; and
simplification of procedures. The key to discussing border issues is clarity on the definition of ‘border’.

2 What is a ‘border’? Itis a dividing line or frontier between political or geographic regions. In today’s
world a country has many borders—in trade and transit, and especially in customs, the notion of border is
now increasingly less geographical and more chronological, e.g., the sequence of Customs and other controls
affecting goods leaving one country and entering the other country. So the physical borders of a country are
now extended to the duty free or ‘bonded’ areas inside its territory, such as airports, but also warehouses
and generally wherever goods under a Customs suspense regime might be stored; which could also include
private premises. Even a bilateral digital financial transaction has a ‘border’, which, in the case of electronic
payment of duties and taxes, creates an electronic border. Borders are also increasingly in the country of
departure: Cargo shipped to the US in effect, under CSI procedures, is de facto under US jurisdiction long
before it enters US territory.?

3 For the sake of this paper, we will restrict ourselves to the physical land border between two countries.
Within that limitation, we will also recognize the distinction between the monitored and the ‘green border’.
The ‘green border’ is the interval between the border stations as there is not necessarily a border post/station
on every road or on every possible passage across the border.

4 Very few issues are more central or more common when discussing global border crossing issues
than the issue of border transshipment—the physical process of goods changing a carrying unit either
accompanied or not accompanied by deconsolidation and reconsolidation. There may be many reasons for
this. There could be a lack of interoperability of the transport mode, e.g., a different rail gauge or a different
trucking regime. There could be a modal interchange, e.g., from rail to road or vice-versa, or from road or rail
to river. There could be legal barriers to transit, e.g., absence of transit treaties, or a set of procedures that are
outright cumbersome. There could be illegal or informal barriers to transit such as a non-regulated transport
cartel controlling right of passage or an outright fear of physical insecurity. There could be an intentional
desire to create border markets or use border transshipment as a policy to protect local transport industry
(and create jobs trans-loading goods). There could be overarching security considerations (borders between
Israel and Jordan and West Bank Gaza). Whatever the reason might be, whether intentional or unintentional,
transshipment is under most circumstances uneconomical and adds to costs and delays in moving cargoes
across the border. Adding to this, in today’s rising insecurity, when transshipment is carried out it is done so
under far from ideal conditions, e.g., more often than not customs clearance is not carried out during border
transshipment!

5 Following closely in the footsteps of transhipment is the issue of multiplicity of border agencies. In
addition to Customs, border security posts and inspections can impose significant costs in terms of delays
and demands for bribes. Customs, sanitary inspection, and anti-drug trafficking and border guard officers
are usually stationed at the border crossings. As noted in a recent study, “A notable issue in all countries of

1 hese technical points are important in as far as they affect the country of jurisdiction in the case of legal
proceedings.
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wider Central Asia is the presence of several inspection and enforcement agencies at the border, who often
act in an uncoordinated and highly discretionary manner.”? All agencies want to be at the border—this is
where the money is! Having a representative at the border ensures (i) funding for the agency and additional
staff, (ii) direct collection of fees (safer in some cases when delegated collection does not work well), and (iii)
rent-seeking opportunities seen as a reward for loyal officials. What agency does what at the border is linked
closely to how that agency interprets the role of the country border in its functioning and not with what
the country needs to happen at the border. Attempts at removing all but non-essential agencies (thus only
leaving Customs and the border police — Kyrgyz Republic, Russia) have not worked very well, and in the best
of cases, other agencies simply re-establish themselves a hundred metres down the road after the border
station exit. It would not be so bad if they shared information, captured data in a streamlined and integrated
way, and did their checks simultaneously, but this is rarely the case.

Poor border management is the result of multiplicity of border agencies and lack of clarification of their
roles—it has implications for the country in the security, financial, and social/administrative dimensions.
Simple manifestation of this in trade and transit terms is increases in the formal and informal costs and
delays, with the doing business across borders often becoming an insurmountable obstacle.

Table 1: Customs Procedures and Time Required for Trading Across Borders

Documents Signatures Time for Documents Signatures Time for
Region Or for Export for Export Export for Import for Import Import
Economy (number) {number) (days) {number) (number) (days)
Europe & 7 10 31 11 15 42
Central Asia
OECD: High 5 3 12 6 3 14
income
South Asia 8 12 33 12 24 46
Uzbekistan .. .. .. 18 32 139
Kyrgyz .. - - 18 27 127
Republic
Afghanistan .. . .. 10 57 97
Kazakhstan 14 15 93 18 17 87
lran 11 30 45 11 45 51
India 10 22 36 15 27 43
Pakistan 8 10 33 12 15 39
Russian 8 8 29 8 10 35
Federation
Turkey 9 10 20 13 20 25
China 6 7 20 11 8 24
United Arab 6 3 18 [ 3 18
Emirates

Source:Byrd, William and Martin Raiser, Economic Cooperation in the Wider Central Asia Region
(World Bank Working Paper No. 75, April 2006), p. 70.

6 Be it the Mexican-American Border or the Afghan-Pakistan border the rising insecurity and conflict
in the global environment is affecting trading across borders. The severest and immediate implication of
this has been a non-Cartesian attempt at substituting risk management with total control which makes not
for a secure environment but definitely for a difficult trade environment. The distrust between countries
prevents shared use of equipment or even mutual recognition of findings (e.g., weight tickets, and lorries

2 Byrd and Raiser, Economic Cooperation in the Wider Central Asia Region, p. 70.
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Customs and the border police — an often artificial split

There is a widespread understanding that Customs are in charge of declared goods (because they essentially collect
duties on them), and the border police is in charge of passengers — and nearly everything else (because they are the
enforcement agency). This is wrong, for a number of reasons.
e First, while Customs are responsible for control over goods, goods seldom move on their own. They are
transported in vehicles and other conveyances, which are driven by persons;
e Second, passengers also carry dutiable goods, very often in commercial quantities in Central Asia (incidence
of border markets);
e last, the identity, case history, and patterns of activity and behavior of drivers and other travelers is very often
a key element of risk management and profiling.

For these reasons, Customs must be involved, in one way or another, in passenger identity screening. This is unfortunately
seldom the case, as Customs are not allowed to check passports —a border police prerogative —and can only rely on the
(improbable) sharing of data from the border police.

The second understanding is that Customs’ role starts and ends at the approved border crossing, and within the territory
of a Customs “control area” (which may be a warehouse or Customs clearance facility, and possibly an importer’s
unloading bay). This rationale has three results:

e Customs are not in control of the border line, where the smuggling takes place, because smuggling is often not
defined as a Customs violation detected and prosecuted by Customs, but as a generic criminal offence, which
the police, as a law and order agency, are responsible for investigating. As the border police (or any other
military organization in charge of the border) are not trained as Customs officers, and have institutionally limited
interest in revenue issues, their effectiveness in detecting smuggling is limited, and often marred by corrupt or
rent-seeking attitudes — and in any case they would mostly focus on drugs and weapons, and not commercially
valuable items which in any case they would not have the ability to detect, identify, and evaluate.

e Sometimes (some border points in Afghanistan) Customs are not even present at the physical border crossing
point, and rely on other agencies to report to them goods that have entered the country. This may be due
to (i) the location of the Customs clearance facility, which is placed at a distance from the border line, or (ii)
the absence of 24/24 operations by Customs. In both cases, not only Customs have limited control over what
enters the country, but also they do not have full access to transportation data and intelligence, which would
be useful for implementing the risk management policies they are often accused of neglecting.

e As Customs are perceived as having a limited geographical scope of activity, they are usually not allowed to
carry out inland checks, while these are indispensable: (i) They are essential in the case of transit, to ensure
goods are not diverted; (ii) Random checks on free-practice goods (i.e., those produced locally or circulating
within the territory after clearance) often lead to detecting upstream smuggling; (iii) some imported goods
benefit from a preferential rate of duty based on their end-use, which needs to be verified, and which Customs
are obviously best placed to assess.

It is therefore a paradox that what is known and defined as the “Customs territory” is totally different from the area of
activity of Customs.

The third understanding is that the border police are globally in charge of border operations, and have often extended
their interpretation of this mandate to include supervision over other agencies, especially Customs.

e In many countries, the law on borders has instituted the border police as the lead agency in charge both of
operations and security. This is because in those countries, Customs are not armed, and the border police
provide security. This is contrary to best practice in Western countries, where Customs are considered as law
enforcement agencies, and provide their own security. In countries where carrying a firearm is a symbol of
authority, unarmed officers have no credibility (Afghanistan).

e There are numerous cases where the border police consider it is their mandate to supervise Customs work,
according to the principle that Customs are corrupt. This is highly irregular: (i) It is not for an agency to make
such a judgment on a sister agency from the same state, even if it may not be totally incorrect; there are other
means than inter-agency animosity to deal normally with corruption; (ii) It usually results in the border police
disputing Customs decisions on selective examinations based on an untested understanding of what Customs
control is about; and (iii) it often results in the border police carrying out —irregularly — duplicate checks after
Customs examination, for the sole purpose of detecting what Customs allegedly allowed in.

This tends to demonstrate that there will be no significant improvement in border operations until Customs acquire

autonomous powers of control over the border, those who cross it, and goods that travel within the customs
territory.
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are therefore weighed twice — sometimes with different findings). All this aids the informal and illegal but
thwarts the formal and legal trade. Insecurity exacts a toll directly on the trucking industry: shipments can
be destroyed or “confiscated”, trucks burned, and drivers put at risk. Perceived insecurity may be an even
more important obstacle than actual insecurity.® It is likely to deter long-distance trade with other regions; it
results in lack of availability of international commercial freight insurance and it probably pushes trade into
informal channels. Perceived insecurity as well as risks of terrorism and the drug trade provide a justification
for internal checkpoints and security inspections in many countries, as well as other measures like land-mining
of borders. The internal police checkpoints and inspections constitute yet another obstacle to the transit and
trade but do not necessarily result in any tangible improvement in security.

7 Conflicts and insecurity at borders is often the result of disputed borders. Disputed borders affect
the placement of the border infrastructure, in particular Customs houses, as these can only be placed, due to
their size, on land which is not disputed. As a result, Customs are away from the border, and may not capture
all entering traffic and goods. Conflicts and insecurity at borders also prevents the establishment of co-located
facilities, as there is an extra-territoriality issue involved, and accepting location on foreign territory would
amount to recognizing the de facto border line.

8 Borders can become significant barriers if the country does not facilitate issuance of visas for drivers
and traders. It is not unusual to hear that drivers spend longer applying for visas than they do driving. Border
populations traditionally living across the border line are often penalised (having to go to the nearest consulate
to apply for a visa). This is even worse in enclaved territories, as the people need a visa to go and apply for one
in the adjacent country. Visa processing at the border is usually lengthy, sometimes arbitrary, and is essentially
a disguised entry fee. A number of countries in Central Asia introduced visa regimes with their neighbors
after the dissolution of the Former Soviet Union. Yet multiple-entry visas for truckers are not available or are
considered unaffordable, are often of short validity, and are not recognized by other CIS and Central Asian
countries. Information for some of the countries, summarized in Table 2, provides an indication of the high
cost particularly of multiple-entry visas, especially for non-CIS nationals.

Table 2: Cost of Visas in Selected WCA Countries (in US dollars)

For CIS Nationals For Non-CIS Nationals
Country Single Entry Multiple Entry Single Entry Multiple Entry
Azerbaijan 0 0 40 250
Kazakhstan Varies Varies 70 210
Kyrgyz Republic 4 20 35 125
Tajikistan 7-8 ol 30-00 150—-350
Uzbekistan 4-6 30 60 250

Source: Asian Development Bank, “Central Asia Regional Cooperation in Trade, Transport and Transit”
(Paper prepared for the Trade Policy Committee of CAREC).

9 Another compounding factor very common at borders is the lack of coordination of border opening
timings on either side of the border. Often this is due to time zone differences, different working hours, or
different weekly and annual holidays on either side of the border. Montenegro/Albania, a few years ago,
was an example of when hours of opening were not coordinated across the border. An example of issues
due to different time zones could be seen at Khorgos on the border between Peoples Republic of China and
Kazakhstan where there was a two hour difference, and public holidays do not correspond, hence the border
stayed closed for more than the necessary number of days.

10 Standards and certification and acceptability of other country’s documents, certificates, and findings
pose yet another problem at border crossings. The introduction by UNECE of the international weight
certificate is laborious. There is practically no mutual recognition of findings, often on unclear legal grounds.

11 Transit treaties are not always properly applied (1982 Geneva Convention) and may not always
eliminate redundant procedures (Armenia until recently imposed an inland transit document, with a fee, for
TIR traffic).

3 Drivers from Poland to Russia systematically avoid crossing Belarus, although the country, once deemed
unsafe, has totally secured international highways, based on an outdated perception on insecurity.
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Table 4: Transit Arrangements in WCA Countries

Kazakhstan Kyrgyzstan Russia /a Tajikistan Turkmenistan Uzbekistan
Entrance fee $50 for non-CIS. CIS 0 $50-150 for CIS $240 - Turkish $400 for non-CIS trucks, $300 for
trucks are exempt. trucks, $100-200 for and Iranian trucks Kazakh and Kyrgyz trucks, $130 for
non-CIS trucks. $130 are exempt Tajik trucks. Kyrgyz trucks transiting
for Uzbek trucks. Uzbek enclave (From Kyrgyzstan-
Kyrgyzstan is exempt. Kyrgyzstan) are exempt.
Ecology and | $5-6 per truck $15 — Ecology tax $10 as reported by $8 sanitation fee.
Sanitary — disinfection truckers
fees payments:
$2-Additional
ecology fees
for trespassing
specially
protected zones
and Almaty
Mandatory Up to $50 $14 Insurance fee of $12 $15-20 mandatory third party
Third party has been abolished liability insurance. $75 for Tajik
Liability trucks.
Insurance
Transit fee $78. No 0 $90 for all trucks. The $90 - All trucks with non-CIS
payments/permits payment provides for destination (payment for transit
for Russian, return trip/transit of and entrance fee is frequently
Turkmen and a truck. Kyrgyz trucks reported as additive). The payment
Uzbek trucks. are exempt. is for 1 way trip and should be paid
again on the way back. /b
Escort fee $29-285 one minimal salary - $66 (2000 $100 for all trucks. 200 EURO (about $255).
depending on (or about $2) per roubles) for up 200 EURO for Uzbek
distance hour of customs to 50 km trucks carrying
escort (Customs - $100 (3000 excised goods.
Code, July 2004) roubles) for up
to 100km
- $133 (4000
roubles) for up
to 200 km
- $33 for every
additional 100
km (but not less
then $200 (6000
roubles).
Overstay Truckers are Truckers are allowed All foreign trucks $80-110. All foreign trucks should
penalty allowed to stay to stay for up to should leave the leave within eight days. In practice
for up to five three days without country within eight trucks are given three days for
days without registration. days or face a penalty transit and face a penalty of
registration. of $50 per day. reportedly $80-110 in case of non-
compliance. /c
Overweight Up to $500 Yes
penalty

a/ http://www.asa.minsk.by/abw/arxiv/246/k-mak10.htm

b/ See COM Resolution N11 from January 8, 2002.
¢/ COM Resolution N11 from January 8, 2002 suggests that trucks have eight days for transit and should face S50 for overstay. Yet COM Resolution
N11 from January 11, 1995 requires the Ministry of Internal Affairs to facilitate transit trucks leaving the country within three days. In practice S80-

110 penalties were reported by truckers for overstay in access of three days
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Carriers and counterfeiting - helping carriers
avoid liability for counterfeit goods

Position paper IPR Business Partnership

Ronald Brohm, Director, SNB-REACT and IPR Business Partnership
secretariat, the Netherlands

The following paper was part of the Joint UNECE Trade and Transport Conference on the Impact of
Globalization on Transport, Logistics and Trade, Geneva, 24 February 2009

Introduction

The trafficking of counterfeit products is a highly organised criminal activity involving large volumes of
copied products which are moved across the globe under the cover of fraudulent documents, the use of
shelf companies, funding which has not been declared to the government and tax authorities. Over the last
decade, counterfeiting has evolved as a significant aspect of international trade. In 2006, EU customs officials
intercepted more than 128 million counterfeited and pirated articles, involving 37,334 cases, a jump of 70%
compared to 2005. In 2006, German customs officials alone confiscated about € 1.2 billion worth of counterfeit
goods. This was five times more than in 2005.Counterfeit goods include fashion goods, sportswear but also
health and safety threatening products like spare parts, pharmaceuticals, pesticides, skincare etc...

As an essential aspect of this trade, counterfeiters need their illegal products to successfully cross international
borders without intervention. They go to great lengths to disguise the description of the goods, the routes
used and the true origin of consignments. Equally for governments and industry provide a vital “pinch point”
where risk-based controls can be exercised effectively. Consequently, fighting counterfeiting and piracy at the
borders has proved to be the most effective tool to prevent the consumer and business community from the
damages caused by this fraud. The border measures introduced by the agreement on Trade Related aspects
of Intellectual Property rights (TRIPS) are therefore vital tools for rights owners and governments. At this
moment, the enforcement of the border measures is mainly the concern of customs administrations and
rights owners.

Applying the border measures does however create some legal and practical difficulties for rights owners,
shippers, carriers and declarants.

It causes significant delays in the distribution of legal goods. Most counterfeit shipments are mixed with
goods which are not infringing IP rights. The shipments either have to be divided between originals and fakes
or both of them have to wait till the procedure has finished. Storage and handling costs are causing enormous
problems due to the increase of the volume of the trade in counterfeit goods and the fact that the party who
should pay for the costs involved is often undetectable for rights owners. In absence of the responsible party,
national authorities/legislators put the responsibility for the storage and handling costs often on the shoulders
of the right owners. Shippers, carriers and customs agents are currently stuck between rights holders and the
consignors of the shipments. They try to waive costs as much as possible on the rights holders as well since
they are easy to identify and have a direct interest in the destruction of the fake goods. The European Council
(5345/1/09) on 28 January 2009 have recently urged the Commission to provide legislation on the costs of
storage and destruction for rights holders and their financial responsibilities.

We are of the opinion that the intermediaries like shippers and carriers should seriously consider what
contribution they can make in combating this harmful phenomenon by putting more pressure on those who
are actually responsible for the infringing goods. International laws did not intend to put the burden on
rights owners who regularly incur a double jeopardy. Losing market share in their own product category
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and therefore profits, having their reputation, image and quality of their brands undermined by fakes in
the marketplace and then in addition incurring the majority of the border measure costs, including storage,
handling and destruction, while the volumes involved, the average cost per container and the number of
seizures are increasing every year.

The intention of this document is to introduce an anti counterfeiting strategy with the purpose to reduce
costs for rights owners, shippers, carriers, customs agents and customs authorities, and at the same time put
the burden where it is suppose to, on those parties who deliberately ship or demand shipments of counterfeit
goods. The simple solution is to regulate the liability concerning the trade of counterfeit goods in their freight
contracts.

Legal background
A) Trade Related Aspects of Intellectual Property Rights (TRIPS)

The WTQ’s agreement on TRIPS, which came into affect on 1 January 1995, sets out the minimum standards of
protection of intellectual property rights to be provided by each member. TRIPS recognized the importance of
law enforcement] border enforcement procedures that will enable the right owner to obtain the cooperation
of customs administrations as to prevent the release of counterfeit products into free circulation (Article 51
— 60 TRIPS).

The procedures should operate according to the following principles:
e Where goods are suspected of infringing an intellectual property right, the right holder can apply for
action to the customs authorities, which will then detain the goods for a certain period;
e This period should allow the right holder to take the appropriate steps against the counterfeit
goods;
e  The customs authorities can also suspend the release of the goods (Ex Officio) on its own initiative.

At the moment that the customs authorities suspend the release of suspected counterfeit goods until the
moment, the counterfeit goods have to be stored and ultimately destroyed. As things stand the storages
issues (capacity and costs) create an important obstacle for the effectiveness and efficiency of combating the
counterfeit trade; this is equally true for governments and rights owners. And all parties involved, knowingly
or unknowingly responsible for transporting the illegal goods.

Costs to be minimized for rights owners TRIPS states in article 41 § 2 amongst others that procedures
concerning enforcement of intellectual property rights shall not be unnecessarily complicated or costly, or
entail unreasonable time limits or unwarranted delays.

Furthermore, TRIPS lays down more specific:

Article 59

Remedies

Without prejudice to other rights of action open to the right holder and subject to the right of the defendant
to seek review by a judicial authority, competent authorities shall have the authority to order the destruction
or disposal of infringing goods in accordance with the principles set out in Article 46. In regard to counterfeit
trademark goods, the authorities shall not allow the re-exportation of the infringing goods in an unaltered
state or subject them to a different customs procedure, other than in exceptional circumstances (underlining
IPR).

Article 46

Other Remedies

In order to create an effective deterrent to infringement, the judicial authorities shall have the authority
to order that goods that they have found to be infringing be, without compensation of any sort, disposed
of outside the channels of commerce in such a manner as to avoid any harm caused to the right holder, or,
unless this would be contrary to existing constitutional requirements, destroyed. The judicial authorities shall
also have the authority to order that materials and implements the predominant use of which has been in the
creation of the infringing goods be, without compensation of any sort, disposed of outside the channels of
commerce in such a manner as to minimize the risks of further infringements. In considering such requests,
the need for proportionality between the seriousness of the infringement and the remedies ordered as well
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as the interests of third parties shall be taken into account. In regard to counterfeit trademark goods, the
simple removal of the trademark unlawfully affixed shall not be sufficient, other than in exceptional cases, to
permit release of the goods into the channels of commerce (underlining IPR).

The initial conclusion that can be drawn from this analysis is that the intention of the lawmakers for TRIPS and
EU was and we believe still is: = to indemnify the state from costs; =to minimize the costs for rights owners
and make a user friendly enforcement system.

If this is the case, then who should bear the storage— and handlings - destruction (hereinafter: demurrage
costs)? You should lead with this on the front page as a 3 line summary.

General principle in TRIPS! is that the party who infringes intellectual property rights will be liable for damages
he has caused by the infringement. Therefore, the infringer will be responsible for the demurrage costs. The
infringer can be the addressee and/or the principal of the carrier and/or anyone who knew or should have
known that counterfeit goods were shipped.

Unfortunately, the most criminal infringing parties are extremely hard and in most case impossible to trace,
because this is an illegal and clandestine trade in which the addresses and businesses are either fictitious or
registered at addresses where the principals are not contactable. Government agencies, including customs,
and rights owners usually fail in their attempts to trace the most criminal infringing party. As mentioned
before, in the absence of the infringing party, regrettably, the burden of the demurrage costs is increasingly
incurred by the rights holders.

We are of the opinion that the current situation is not justified, anti competitive and detrimental to the
combat against counterfeit. The rights holders are the injured party and should not be responsible for paying
for the criminal acts of others and not the wrongdoer. Therefore, they should not bear the demurrage costs
related to shipments that infringe their intellectual property rights.

To put the responsibility for demurrage costs on the right holder, is contrary to the principle laid down in
TRIPS as it will make the enforcement of IP-rights increasingly costly and ineffective and anti competitive.

B) Solution: Transport agreements/conditions

Given the fact that the carriers are in a contractual relationship with the infringing parties, shippers and
carriers should be much more concerned and have very simple solutions available to them to avoid liability.
The current situation, far from deterring the proliferation of counterfeits, actually facilitates the counterfeit
trade. Since all costs which would normally be incurred by carriers and effectively transferred to the rights
owners, the risks to the actual traders of counterfeit goods are very small indeed.

The current situation allows counterfeiters and the related criminal organizations to ship counterfeit goods
anywhere in the world virtually risk-free. Moreover, by frustrating cases, the infringer can easily impose even
higher costs on rights owners, due to the extra storage costs incurred during a delayed procedure. The result
is that many rights owners are deterred from protecting their products and consumers by taking border
measures and this in turn causes frustration for enforcement officers. Shippers and carriers on the other
hand, do not seem to have financial benefit in combating the trade in counterfeits and therefore up to now
take very limited steps to avoid transporting counterfeits, knowingly or unknowingly. They are however
also confronted with delays in shipments of the legitimate goods which are mixed up with the counterfeit
goods. Since rights owners increasingly refuse to take up the costs, friction between these legitimate parties
increases.

We strongly believe that carriers are in a very good position to prevent the traffic of these goods. A financial
responsibility in the matter would encourage them to join forces with right owners in this endeavor. In cases
where the carrier incurs the cost of recovery, they will no doubt seek payment in advance of potential costs
to indemnify himself against further financial risk, before he will arrange transport in the future for any trader
who has exposed him to or will take other measures in the freight conditions to cover these risks. Carriers,
like all responsible parties in international world trade, including bankers, exporters, etc, need to ‘know their
customer’, and take reasonable simple steps that will pass the costs of illegal activities back to the criminals.

International agreements on transport provide a legal framework for the different means of transport,

1 Article 45 TRIPS
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e.g. maritime transport, air transport, road transport and transport by rail.2 These international transport
agreements contain provisions on the obligations of shippers and carriers and their liability. Although these
agreements do not contain a specific liability regime with regard to the transport of counterfeit goods, they
contain general obligations that could apply on carriers and shippers in case of the transport of counterfeit
goods.

The shipper has to indemnify the carrier against losses due to inaccurate information on the particulars of the
goods. This could be a legal basis for the carrier to act against the shipper in case he himself is held liable for
costs incurred by the transport of counterfeit goods.?

The carrier is, according to these international agreement, liable for loss or damage to the goods or delay in
delivery of the goods. This rule frustrates often the efficient handling and destruction of counterfeit goods
that are seized by customs agents. The carrier is not prepared to surrender the goods upon first request of
the custom agent/right owner because he is afraid that the shipper will hold him liable for the loss of the
goods. This obstacle can be solved by giving the carrier the right towards the shipper, to surrender the goods
for destruction upon first request of the customs agent/ right holder. This right can be established in general
transport conditions (see below) or in (international) legislation.

The carrier issues a bill of lading. This document describes the apparent condition of the goods and other
particulars of the goods. The carrier has a general obligation to inspect the nature of the goods and other
particulars. Although this does not mean that the carrier has to open all the containers and actually verify
the nature of the goods, it could be established in the future that the carrier would be obliged to check the
actual content if the shipper is notorious for sending counterfeit goods, and the contents of the bill of lading
gives reasonable grounds for suspecting that the goods are counterfeit. Currently such a risk analysis is only
carried out by customs authorities. The notification of right holders of notorious shippers/exporter could also
play an important role in this respect.

2 Amongst others: Maritime transport: Convention for the Unifraction of Certain Rules of Law relating to
Bills of Lading (the Hague Rules 1924), The Hague Rules were amended by a Protocol (the Hague Visby Rules
1968), UN Convention on Carriage of Goods by Sea, 31 March 1978 (Hamburg Rules); Air transport: Conven-
tion for the Unification of certain Rules relating to International Carriage by Air, signed at Warsaw on October
1929.

3 Article 17 of the Hamburg Rules
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Certain fields of transport know a specific liability regime establish by international agreements. For example
with respect to dangerous goods, the shipper has to inform the carrier about the dangerous character of the
goods. If he fails to do so the shipper could be liable to pay compensation to the carrier. A specific liability
regime with respect to the transport of counterfeit, created by international agreements, could also be an
important tool to combat (the transport of) counterfeit.

As (long as) the liability for the transport of counterfeit goods is not specifically covered by the international
transport agreements, it is possible to regulate this liability in the general provisions. As in the absence of
international or national rules, the general provisions of a contract can regulate more specific the duties and
rights of the carrier with respect to the transport of counterfeit goods. Some general conditions of carriers
already provide some rules on the transport of counterfeit goods.* The general conditions can provide an
important possibility for carriers to prevent the shipment of counterfeit goods, to hold the shipper liable
when having such goods transported by the carrier and give the carrier the right to surrender the goods for
destruction. This will also demonstrate good corporate citizenship for the carriers, and provide positive news
for their shareholders that they join the fight against counterfeiters, terrorists, and illegal criminal networks,
using the legit networks to ship everything from people, guns to weapons.

Conclusion

The proliferation of counterfeit goods is adversely affecting every dimension of international trade and will
eventually also harm the transport sector. Even though all parties are affected including consumers harmed
by counterfeit goods, unfortunately, at this moment only the right holders and customs authorities are
actively involved in the fight against it. The situation is not encouraged by governments in countries, where
the authorities impose the storage costs relating to the suspended counterfeit goods on the right owners.
This situation is contrary to the spirit of TRIPS legislation and will have a detrimental affect on the fight against
counterfeits. In order to fight the counterfeit trade more efficiently all parties involved in the counterfeit trade
should be accountable and made responsible for their aspect of the matter.

Recommendations:

Encourage international legislators to amend the existing transport treaties with a special
liability regime with respect to the transport of counterfeit goods.

Encourage the transport sector to take the necessary legal and financial measures to cover
the risk of non recovery of their storage costs in their general conditions/condition of freight.
A simple contractual clause would be sufficient.

Encourage transport sector to cooperate with right owners and prevent the transport of
counterfeit goods by for example rights holders working with them to create a risk-based
guide on illegal counterfeit trading trends and where the legislation permits, that have been
convicted in court of counterfeit trading.

Encourage national legislators to modify their national legislation if that legislation imposes
the demurrage costs (through customs) on the right owner.

4 For example, the carrier company Amtrak International provided in its conditions of carriage that counter-
feit goods are excluded from being transported. It is further provided that the “customer shall indemnify the
carrier against all costs, losses, damages, expenses or other liability whatsoever arising out of the carriage of
counterfeit goods (whether declared as such or not) save insofar as the same arise out of the carrier’s own
negligence.” The carrier company California Overnight also provided in its terms and condition of carriage
that it has the right to reject a shipment of goods if the transportation of such shipment is prohibited by

law. Furthermore the general conditions state that the carrier may open and inspect packager after deliv-
ery to the carrier. This would mean that the carrier has the possibility to check if the packages contain any
counterfeit good.
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Demand for e-tools in transport and trade -
government and industry perspectives

Recent Contributions of the IRU to e-Tools
Facilitating International Road Transport

Peter Krausz, Head — Goods Transport, Facilitation, Events,
International Road Transport Union (IRU)

The following speech was delivered at the Joint UNECE Trade and Transport Conference on the Impact of
Globalization on Transport, Logistics and Trade, Geneva, 24 February 2009

Ladies and gentlemen, thank you for the opportunity to discuss the IRU’s recent contributions to e-Tools
facilitating international road transport.

I would like to start by saying that the IRU is equal to its Associations network, by working together with its
international network of 180 national Member Associations in 74 countries, and with their governments, the
IRU promotes the facilitation, the effectiveness and the quality of all the services provided by bus, coach, taxi
and truck operators.

The road transport industry, which today carries over 80% of goods in many European countries, has brought
peace and prosperity throughout Europe for many decades.

Being a global organisation that has played a pivotal role in the development of road transport over the last
60 years, the IRU has long recognised that e-Tools are the way forward at the end of the 20" and into the 21
centuries, when it comes to helping the road transport industry to continue meeting economic demand and
providing its unique and vital door-to-door transport service.

Achievements regarding the introduction of up-to-date IT and communications tools have been the result of
joint efforts by road transport operators, their associations and the IRU.

Today, we are not going to talk about state-of-the-art “fancy”, on-board commercial IT applications or the
services of existing or planned satellite or other communications tools, for example Galileo. Instead, the
focus will be on the ingenious use and the partnership in collective IRU IT development works for transport
operators, which must receive the respect it deserves.

BWTO

| would like to focus attention on one of the most spectacular and most harmful barriers facing international
road transport operators - waiting times at borders. The economic and operational efficiency of border
crossings, if borders are there, reflects the general efficiency of a country.

The economic losses resulting from border delays vary from region to region. A study by The Hague Group
estimated the annual direct losses of barriers to road transport in five investigated European countries,
including idling at borders, to be in the order of USD 8 billion. Indirect losses can reach at least double this
amount.

Scientific studies have shown that for G7 countries, every 1 dollar spent in additional road transport costs
due to waiting times, the economy as a whole loses 2 dollars. In less developed countries indirect losses are
even higher.
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To bring about a change and to fight the inefficiencies at borders, over the last decade the IRU has operated
a web-based e-Border Waiting Times Observatory (BWTOQ). This system is user and data supplier friendly, it is
easily extendable to new regions and borders and provides basic statistical and graphical tools for analytical
purposes.

This invaluable system calculates waiting times in hours at both sides of the border and provides reports for
any period of observation, providing a highly effective route planning tool for international freight transport
operators.

BWTO, as with any other information system, works only if regular data are input into the system. This can be
achieved in improved Public-Private Partnership and specific working arrangements between authorities and
the IRU and its extensive network of associations.

Advance Cargo Information - IRU EPD

As another concrete contribution to facilitation and security, the IRU, taking into account the EU regulation
in force since 1 January 2009, and the need for advance cargo information, has developed an IT application
based on the TIR Single Window Concept.

This application allows operators to launch their TIR electronic pre-declaration and advance cargo information
directly and without the intervention of third parties.

At present, the application works in 6 countries and its geographical scope will be extended further within
and outside the EU in the foreseeable future.

This IRU contribution to e-Tools facilitates the handling of transports by operators, allows customs risk
assessment, reduces the waiting times at borders and therefore contributes to security.

SafeTIR - Security and Facilitation of Customs Transit Processes

For many years the IRU has worked in close collaboration with the customs administration and with the
UNECE in order to develop the TIR System to ensure that it meets the changing needs of both the private and
public partners who use this important facilitation tool.

Today the TIR System is unique in that it facilitates the secure and efficient transport of goods traded between
the 56 countries where the system is currently in operation.

One of the latest developments within the TIR system is the IRU e-application SafeTIR.
As part of managing the TIR System, each individual TIR transport operation is monitored online, thanks to
this international IT communication network — the very core of the Safe TIR control system.

Introduced in 2006, this system enables customs authorities within the Russian Federation to be fully informed
about a particular TIR transport operation, including its termination, as well as the name of the holder of the
TIR document and the validity date of each specific TIR Carnet.

Let me also highlight that in this fruitful partnership between the Russian Federal Customs Service (RF FCS),
IRU and the Russian road transport association ASMAP, this direct, computer-to-computer system has reduced
the number of irregularities in Russia under the TIR procedure to almost zero.

Coming Soon: an Inter-active Parking Areas Web Application

The lack of secure parking areas creates significant difficulties for drivers and transport operators to secure
their staff, the vehicle and the cargo, as well as to allow drivers to take their rest periods according to the
law.

The IRU, along with its Members, in cooperation with the International Transport Forum (ITF), has published
a list of secure parking areas regularly over the last decade. The updated 2009 edition of this brochure will
soon be available.

The IRU, in cooperation with the International Transport Forum (ITF), will transform the IRU’s existing
parking publication into a full, interactive web application, which, in a Public-Private Partnership, will include
Association and government verified sites.
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The benefits of this new application will be immeasurable for drivers and transport operators alike.
Information at the click of a button, at any time of the day or night, will enable drivers to make informed
choices on the parking areas in their immediate vicinity, and also enable transport operators to have access
to a comprehensive list of secure parking sites covering Europe and Asia to aid route planning.

The Inter-active Parking Areas Web Application will include searchable data by all types of parking criteria, for
example, whether it has a 24 hour guard, is fenced-off, equipped with CCTV, accepts trucks with dangerous
goods, and whether hotel, sanitary, recreation, shopping, and communication facilities are readily available.

The information will be accessible on-screen, with a user-friendly print function, a linked map application, and
it is important to note, for drivers, operators and tour guides (concerned with bus & coach parking areas) at
work, the display will be adaptable for mobile devices.

The application will be easy to update, with a user-friendly interface for external data submitters.

Bear with us: this new application will be on the IRU’s website (www.iru.org) in the course of 2009!

Public-Private Partnership and Commercial Partnership
To ensure smooth and secure border crossing procedures, facilitation and security partnerships are needed
for e-applications.

Under Public-Private Partnership, the IRU and its Member Associations, in partnership with customs and
other authorities, have put in place IT mechanisms which are already in operation and proven to be successful
with the object to facilitate border crossings and reinforce road transport security. A few of these have
already been mentioned in this presentation, one example being the IRU BWTO.

As an example of commercial partnership, we can mention the latest protocol to the CMR Convention, initiated
by the IRU that will contribute to streamline transport operations by facilitating the exchange of contractual
data amongst all commercial partners. e-CMR facilitates commercial transactions, ensures security and
confidentiality of data amongst commercial partners and finally, harmonises data exchange.

Ladies and gentlemen, to conclude, it is my hope that we can continue working together in order to achieve
our common economic, social and environmental goals, with the ever-developing help of the modern world’s
electronic tools.
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Facilitating international transport In
Central Asia

By Michalis P. Adamantiadis, Chief, Transport Facilitation and Economics Section,
United Nations Economic Commission for Europe (UNECE)

Background

Central Asia (CA) is defined here as the five countries which were part of the Soviet Union prior to its breakup®.
About 56 million people live in this region which covers 4 million square kilometers, over ten times the size
of Germany.

During Soviet times CA was an integral part of the integrated Soviet command economy, but largely cut-off
from the rest of the world, including its immediate neighbors (Afghanistan, Iran, the Indian Subcontinent,
China and Mongolia.

The collapse of the Soviet Union had a dramatic impact on CA, an impact that is still felt today. Economic
activity dropped precipitously in most of the region as traditional trade, transport and financial flows were
interrupted. The new countries faced great difficulties in overcoming the many constraints of integrating into
the world economy and some of them faced civil war and security challenges.

CA countries, being landlocked, are facing particular challenges. Lack of territorial access to the sea, remoteness
and isolation from world markets create substantial obstacles to their development efforts. Cross-border
cooperation and economic integration within the region, with their neighbors and with the rest of the world,
seem to be one of the main challenges.

Globalization of economies and trade is generating a continuous increase in the transport of goods between
Europe and Asia. At present, goods between Europe and Asia are mostly carried by maritime transport.
However, given the continued growth of trade and the resulting congestion of main ports and hinterland
routes, the development of Euro-Asian inland transport links, in addition to providing an important extension
to the existing transport capacity, is of utmost importance for the socio-economic development of countries
spanning along these routes, including CA countries, and for their integration into the global economy.

In this context well functioning transport systems is a basic and strategic factor for economic development in
the region.

I. Main transport challenges in the Central Asian region

Inadequate transport infrastructure, long delays at borders, punitive and arbitrary transit tariffs, transport
restrictions, cumbersome procedures, corruption and lack of security for transport users are the main obstacles
to international transport in CA. As a result, transport among CA countries and between these countries and
their international trade partners, is difficult, costly, time consuming and uncertain. This situation makes their
exports noncompetitive on international markets, increases the price of imported goods and prevents them
from participating effectively in international trade.

Inadequate transport infrastructure: In spite of the progress made in recent years, CA transport infrastructure
still suffers from decades of neglect and under-investment. The condition of road networks is poor in several
parts of the region. Most roads are not built to support the heavy volumes of trucks now using them. They are
not adequately maintained and there are many bottlenecks and missing links. Railway networks are generally
underdeveloped and inadequately maintained. These infrastructure problems are aggravated by a lack of
sufficient funds to address them successfully.

Long and cumbersome border procedures and controls, arbitrary taxes: International transport and trade in the
CA region face obstacles and challenges of administrative and regulatory nature too. Long, cumbersome and
inefficient border controls, which still persist at many borders, add unnecessary delays and costs to transport.
Border crossing procedures often include lengthy and costly physical inspection of cargos. Mandatory transit
convoys and multiple cargo checks en route are common in most parts of the region. Numerous agencies at

1 Kazakhstan, Kyrgyz Republic, Tajikistan, Turkmenistan and Uzbekistan.
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borders have to approve documentation and numerous fiscal charges are payable. The rules and procedures
are frequently changed without notice. Many border posts are poorly equipped. lllegal payments during
transit are widespread in the region. Closed borders, security concerns and conflicts only add to existing
problems. The security of international operators is also a serious issue in many parts of Central Asia. Trains
regularly have to wait for hours to be checked and cleared before being allowed to cross the borders.
Inadequate implementation of TIR Convention: While all Central Asian States are signatories to the TIR
Convention?, the customs authorities of CA countries often do not properly implement it. In particular, they
apply excessive controls (examination and escorts) that undermine facilities provided for in the Convention.
Risk management techniques are almost not available.

High transit fees and restrictive permits for international road transport and high transit tariffs for rail are
constraining intra-regional trade and trade with Europe. International road permit quotas that reduce
competition are adopted throughout CA. Road transit fees in some CA countries are effectively charges on
access to the market rather than charges for the use of roads. They usually discriminate between operators
from different countries, between permit and non-permit holders, and between domestic and foreign
operators. The fees are often unclear and are changed without notice. Rail rates are not competitive, not
published, and have to be negotiated separately. There are even hidden charges and lack of common through
tariffs for container transport.

Transport market structure and competition: The process of transition to a free market system is still lagging
behind. Many truck hauliers in Central Asian countries are now private. However, monopolies in the field of
transport (public or private) are still in place and they operate with high tariffs and inadequate service levels.

Heterogeneous transport rules and regulations that vary from one country to another are also barriers to
international transport and trade. These rules and regulations may concern road traffic rules, road signs and
signals, the issuance of driving permits, the driving and rest periods of professional drivers, the transport of
dangerous goods and many other transport issues.

Safety, environmental and health concerns may be regarded as other hindrances to international transport.
There is still widespread use of old, unsafe and highly polluting vehicles in most CA countries, raising safety,
environmental and health concerns.

1. Addressing transport challenges in the Central Asian region - the UNECE contribution

UNECE Governments have over the years elaborated a comprehensive set of transport facilitation measures, in
the form of agreements and conventions, which provide adequate solutions to many of the above-mentioned
challenges. They establish pan-European and Euro-Asian transport networks, simplified and secure border
procedures, rules for safe and secure road traffic, regulations for safe and environmentally sound vehicles,
regulations for the safe carriage of dangerous goods and other regulations that facilitate international
transport. Out of 57 UNECE legal instruments developed by UNECE, 17 are considered the most relevant to
CA countries.

Developing coherent Transport Networks: UNECE offers CA countries its long-standing experience and
expertise in the development of international transport networks. This is carried out on the basis of four main
legally binding infrastructure network agreements, so-called E-Networks, covering road, rail, inland water and
combined transport. These agreements determine the minimum technical norms and requirements according
to which the relevant infrastructures should be built. Their implementation by CA countries is essential to
ensure the harmonization and integration of their transport infrastructure systems with those of other UNECE
countries.

Addressing Border crossings: The TIR Convention provides simplified, secure border crossing and transit
procedures for goods transported by road vehicles or containers. UNECE insists on the full implementation
of the TIR Convention and regards TIR as a unique tool for global use. Efforts are ongoing to introduce the
electronic TIR. Harmonization and integration of border management procedures and controls is promoted
trough the Harmonization Convention3. This Convention provides a framework for national authorities to
establish integrated control procedures and for authorities in neighboring countries to establish harmonized
control procedures and even, in some case, joint control stations.

2 Customs Convention on the International Transport of Goods under Cover of TIR Carnets, of 14 November 1975
3 International Convention on the Harmonization of Frontier Controls of Goods, of 1982
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Harmonizing transport regulations: UNECE Governments have developed, and constantly keep up to date, a
set of norms and standards, rules and regulations that cover all transport components; safety and emissions
of motor vehicles; road traffic rules, including issuance of driving permits; driving and rest time for professional
drivers; road signs and signals and the transport of dangerous goods.

Developing Euro-Asian transport links: UNECE together with UNESCAP and designated national focal points
from 18 countries have been closely cooperating over the last six years to implement the United Nations
funded project on developing Euro-Asian transport links (EATL). This work has achieved tangible results,
identifying main Euro-Asian inland transport routes, prioritizing infrastructure investment projects, developing
a Geographic Information System (GIS) database, analyzing non-physical obstacles and organizing a number
of national capacity-building workshops on transport facilitation. With a view to ensuring the political
commitment necessary for the continuation of EATL work, a meeting of ministers of transport of Euro-Asian
countries was organized in Geneva, in February 2008. On this occasion ministers signed a Joint Statement in
which they confirmed their support for the project and its continuation, endorsed the identified EATL routes
and their priority development, as well as the creation of a mechanism ensuring coordination and monitoring.
The project findings and recommendations on the way ahead are presented in a joint UNECE-UNESCAP study
published in English and Russian. Work is continuing through the activities of an ad hoc Group of Experts on
EATL. The Government of Russia has provided extra-budgetary funding to support EATL activities. Out of 230
priority projects with a total cost of USD 42 billion identified under the EATL project, 41 projects with a total
investment cost of USD 5.5 billion* are in the CA region (see EATL maps below).
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12 projects USD 1,774.5 mio
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United Nations Special Programme for the Economies of Central Asian (SPECA): UNECE, together with UNESCAP,
is supporting the SPECA Project Working Group on Transport and Border Crossing facilitation (PWG-TBC),
established in 1998. The group has addressed some of the above-mentioned problems. Achievements include,
increased accession by CA countries to UNECE international agreements; formulation of project proposals;
development of a SPECA database and SPECA transport network maps; conducting bilateral consultations
on border crossing problems; establishment/strengthening of national transport and trade facilitation
mechanisms; demonstration runs of block-trains; and implementation of a number of tasks identified in the
Almaty Action Plan (see SPECA maps below).
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Hinterland connection of seaports: With special attention to the needs of the landlocked UNECE members
States, the Group of Experts on Hinterland Connections of Seaports organized a UNECE conference on the
Role of Seaports as a Link between Inland and Maritime Transport that was hosted by the Greek Government,
in Piraeus, in September 2008. The conclusions of the Piraeus conference will feed into recommendations of
the group, which would be of high importance for CA countries.

Almaty Programme of Action: CA countries are among the countries whose transit and transport problems
were addressed at the International Ministerial Conference of Landlocked and Developing Countries (LLDC),
held in Almaty, in August 2004. The Conference conclusions led to the adoption of the Almaty Programme of
Action (APA). UNECE actively contributed in the preparation and holding of this conference and is working on
the implementation of APA.
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UNECE Trans-European Motorway (TEM) and Trans-European Railway (TER) Projects provide intergovernmental
forums for closer cooperation amongst Central, Eastern, South-Eastern European and Caucasus countries for
the coordinated development of transport infrastructure, the sharing of best practices and expertise and
the development of investment strategies (Master Plan). The know how and expertise acquired through
these projects, in particular their master planning methodology and GIS mapping experience, contribute
substantially in the work of EATL and SPECA.

Technical assistance and capacity-building: UNECE provides technical assistance to countries with economies
in transition. Assistance is provided in the form of advisory missions, as well as training seminars and capacity-
building workshops on issues of special interest to those countries. Many workshops and events on transport
facilitation, UNECE legal instruments and the TIR Convention have been organized in all CA countries.

Facilitating the participation of Central Asian and Caucasus Countries in the work of the Inland Transport
Committee (ITC): CA countries are among the countries that benefited from the implementation of this
facilitation project, funded by the EU, with country delegates’ participation being financed. Altogether 30
government experts from most of the Central Asian countries have participated in 11 meetings of ITC and
selected subsidiary bodies to it, in Geneva, under this project in the period September 2004—February 2006.

National transport facilitation coordination mechanisms are useful tools to enable relevant government
agencies to ensure effective coordination at national level, work in close collaboration with the industry and
find solutions to overcome obstacles to the smooth movement of goods. The work in CA is promoted jointly
by UNECE and UNESCAP under the SPECA and EATL projects and has so far produced tangible results.

Ill. The way ahead

UNECE is convinced that the strategic objectives of CA countries should include integration into the world
economy; strengthening of cross-border and sub-regional cooperation; facilitating the process of transition
to a market economy and institutional reform; improving the business climate; moving towards sustainable
development and developing a knowledge based economy.

CA countries should gradually remove the backlog in transport infrastructure by devoting higher investments
in the years to come. Serious efforts should be also made to improve transit transport and border crossing
procedures, reduce relevant charges and address security and safety threats to transport operators.
Considerable work needs to be carried out also in the field of legal framework harmonization and the reforms
in all modes of transport.

By addressing these challenges, CA countries could progressively reverse the negative effects of their
geographical handicap of being landlocked and ensure better and less costly transport of their exported and
imported goods. At the same time, CA countries will benefit from the unique opportunity to play the role as
important transit partners of countries spanning the Euro-Asian inland transport routes.

UNECE assistance to CA countries includes developing legal instruments and promoting cooperative actions.
To ensure full benefit of these, CA should accede to all major UNECE legal instruments and fully implement
them. They should also actively participate in the work of UNECE, join the TEM and TER Projects and be fully
engaged in SPECA WG-TBC and EATL.

There are many active international organizations in CA and UNECE coordination and cooperation with key
partner organizations and institutions should be strengthened both at the project and at the policy and
strategy level.

The Central Asian region is taken on ever-increasing importance in the UNECE work programme in the
coming years. Strengthening technical assistance and operational activities in countries with economies in
transition, as well as developing Euro-Asian transport links, are among the priorities of the work plan for
UNECE reform.

The new UNECE and UNESCAP Regional Office in CA that has been approved by the General Assembly will be
operational soon and will be a breakthrough for UNECE contribution to CA member States in addressing their
transport challenges in the future.
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L’évolution des transports dans les pays
sans littoral d’Asie centrale

Ould Khou Sid’Ahmed, Economic Affairs Officer, United Nations Economic Commission
for Europe (UNECE)
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Henderson et al (2000) estiment que le doublement des colts de transport d’un pays équivaudrait a réduire
le volume de son commerce extérieur de 80%.

Des co(its de transport élevés rendent les exportations moins compétitives et les importations plus cheres ce
qui réduit la croissance économique du pays

Radelet et Sachs (1998) ont mis en évidence la corrélation négative entre le co(t de transport et la croissance
(amener ces colts de 8 a 16% équivaudrait a réduire la croissance annuelle de 0,5%).

L'état des infrastructures de transport et de communications influence considérablement les colts de
transport. Selon Limao et Venables (2001), une détérioration de ces infrastructures jusqu’au 75e percentile a
partir de la médiane correspond a une augmentation de 12% des co(ts de transport.

Transport routier

Si la flotte de véhicules routiers n'a pas beaucoup augmenté au Kazakhstan et au Kirghizistan durant les
années 1990, le nombre de passagers-km par route a connu une évolution contrastée. Il a nettement diminué
au Kazakhstan et en Ouzbékistan mais il a par contre connu une ascension fulgurante au Kirghizistan ; plus que
le double entre 1994 et 2003.

Tonne-km of goods carried by road (millions)
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Source : Base de données des statistiques de transports de la CEE/ONU.
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La tendance est a la baisse pour ce qui est du transport routier de marchandises en tonne-km.

Il serait intéressant de pouvoir dresser une matrice origine/destination du transport routier de marchandises
pour les pays de la région ; ce qui n’est pas disponible pour le moment.

Transport ferroviaire
Les lignes de chemins du fer de ces pays qui se trouvent pour une bonne part dans le corridor du TRACECA
(Transport Corridor Europe-Caucase-Asie) vont certainement bénéficier de ce projet (voir carte en annexe).

Le nombre d’emplois dans les principales entreprises de chemins de fer a considérablement diminué dans les
pays d’Asie centrale suite aux diverses restructurations du secteur ferroviaire.

Selon Amos (2005), le trafic ferroviaire du Kazakhstan a augmenté de 40% entre 1999 et 2002 et la main
d’ceuvre du secteur est passé de 182 000 en 1990 a 114 000 en 2002 d’ol une augmentation notable de la
productivité.

Unités
Longueur des lignes km 13 597
Densité des lignes km/000 km? 5,0
Volume du trafic Pass-km+tonne-km (000) 143 537
Pourcentage de passagers % du volume du trafic 7%
Densité du trafic Volume du trafic/km de | 10557
lignes(000)
Employés nombre 113 688
Productivité Volume du trafic/employés (000) | 1262

Source : Amos P (2005)

Les principaux indicateurs en 2007 montrent qu’il y’a une nette amélioration de la productivité pour les quatre
pays du tableau ci-dessous.

Principaux indicateurs des chemins de fer en 2007

Main d’ceuvre Transport fret Transport Trafic
voyageurs

Agents VK+TK TK par TK par VK par VK par VK+TK Gross- TK par

par Km | par Km de agent Km de agent par Km tonne- Wagon

de ligne | agent ligne (en ligne(en | (en de km? (en

(en (en (en milliers) | milliers) | milliers) | ligne(en | (en milliers)

unités) milliers) | milliers) agent milliers) | milliers)
Kazakhstan 7.0 2068 13459 | 1,930 958 137 14418 | 211508 | 2113
Kirghizistan | 1 g 164 1,803 | 152 145 12 1947 | 31438 | 321
Ouzbékistan 11.6 467 4814 416 584 51 5398 128132 | 1155
Turkménistan

5.2 738 3402 649 468 89 3870 59271 4258

1. Les données sont calculées sur la base du total gross-tonne-k.
2. TK = Tonnes-Kilometres; Tkm = Tonne-kilometres.

3. VK = Voyageurs-Kilomeétres; Pkm = Passager-kilometres.
Source: Statistique Internationale des Chemins de fer, UIC, Paris

Les performances des chemins de fer du Kazakhstan sont plus importantes que ceux des autres pays ; que ce
soit au niveau de la main d’ceuvre, du transport fret ou du transport voyageurs. Le KTZ (Kazakhstan Temir Zoly)
a déja lancé un vaste programme de séparation des infrastructures et de I'équipement (locomotives, wagons
et services) afin de s’ouvrir la concurrence du privé.
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Le nombre de passagers-km par rail a diminué pour I'ensemble des pays au profit du développement de
I'usage des transports routier et aérien.

Nombre de passagers.kilométres par rail (millions)
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Siles marchandises transportées par le rail (en tonne-km) ont baissé a la fin des années 1990, I'on constate un
net redressement a partir de 2000 notamment pour le Kazakhstan et le Kirghizistan.
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Pour le Kazakhstan, la part du rail est primordiale et prépondérante par rapport a celle de la route, soit
respectivement 84,4% en 2000 contre 15,6% la méme année selon Raballande et al (2005). Les principales
exportations du pays étant des ressources miniéres (pétrole, cuivre et fer), I'on peut dire que I'essentiel de
I’économie du pays repose sur le développement du ferroviaire.

Le co(t du transport d’un wagon (50 a 60 tonnes de métal) du Kazakhstan vers I'Europe de I'Ouest s’éleve a
4000 USS soit un pourcentage de taux de fret d’environ 6% de la valeur d’exportation ; ce qui reste relativement
acceptable (Raballande et al, 2005).

Les co(ts de fret sont cependant exorbitants pour les petits et moyens exportateurs qui n‘arrivent pas a
profiter des tarifs de gros. Pour ces opérateurs, la route reste également chere étant donné le nombre de
passages payants et les délais causés par la lourdeur des procédures.

La situation d’enclavement engendre donc des colts de transport considérable pour I'économie du pays. Et
Jensen et Tarr (2007) ont démontré que I'accession du Kazakhstan a ’'OMC lui fera un gain sur sa consommation
d’environ 6,7% dans le moyen terme et jusqu’a 17,5% dans le long terme.

Facilitation et logistique

Malgré la participation des pays d’Asie centrale a plusieurs mécanismes de coopération régionale et
d’instruments juridiques internationaux dot la Convention TIR, le franchissement aux frontiéres laisse a
désirer dans la plupart des cas.

Molnar et Ojala (2003) ont souligné la cherté des formalités d’entrée et de transit : Tadjikistan (1,3USS par
km), Ouzbékistan (0,7USS par km) et Turkménistan (0,61USS$ par km).

Grafe et al (2008) utilisent un modeéle de régression des indices de prix de plusieurs denrées et produits
alimentaires pour montrer que les variations de prix entre les pays sans littoral d’Asie centrale ne sont pas tres
différentes des variations a I'intérieur d’'un méme pays. lls trouvent d’aprés leur modele que les frontieres de
I’Ouzbékistan sont relativement plus difficiles a franchir que celles du Kazakhstan ou du Kirghizistan.

Une importante littérature s’est développée élaborant des indicateurs de performance logistique pour les
différents pays en tenant compte de plusieurs aspects dont le niveau de corruption, la transparence, l'efficacité
des opérations de transport et les formalités administratives et douaniéres etc.

Les retards dans les transactions se traduisent par un colt économique exorbitant.
De P (2006) a démontré que le poids des colts de transaction (y compris les colts de transport) est plus
significatif pour le niveau des échanges que le poids des tarifs douaniers.

Shepherd et Wilson (2006) élaborent un modeéle gravitaire avec des distances routiéres entre 128 villes de 27
pays d’Europe et d’Asie centrale. Ils trouvent que le commerce intra régional peut augmenter de 30% si I'on
améliore l'infrastructure routiére dans trois pays : Albanie, Hongrie et Roumanie.

Le tableau ci-aprés montre que les pays d’Asie centrale doivent encore fournir beaucoup d’efforts pour réduire
les colts aussi bien a I'importation qu’a I'exportation.

2005 2006
Pays Durée Durée Durée Durée Colt a Colta

export import export import I'export I'import
Kazakhstan 93 87 93 87 2780 2880
Kirghizistan nd 127 nd 127 nd 3032
Ouzbékistan nd 139 44 139 2550 3970
Tadjikistan nd nd 72 44 4300 3550
Turkménistan nd nd nd nd nd nd

Source : Shepherd et Wilson (2006)
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Annexe : Carte des lignes AGC dans les pays d’Asie centrale
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Tableau : Retards a I'exportation et a I'importation (en jours) et colts a I'exportation et a I'importation (USD)
(Source : Banque mondiale, 2005 & 2006)
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POOR BORDER CROSSING DESIGN

TRANSPORT DELAYS

Anthony Bayley is a Trade Facilitation Specialist who has worked on border
development programs for the EC in the Caucasus and Central Asia and West Africa

and for the Asian Development bank in Central and South Asia.

Delays at border crossings generally culminate from two main sources - poor procedures, or the application
thereof, or inappropriate design of the border facilities. Whilst the former is being addressed by international
organizations, such as the World Customs Organization through the application of the Revised Kyoto Convention
and by national authorities, the latter is often not being resolved with the same urgency. In many developing
countries, trade is still being compromised by long queues at the borders with neighboring countries, with
landlocked states being worst affected.

The main problem is often a lack of understanding as to the core principles of border design. These land
borders are essentially processing areas and should be treated as such when planning optimal layouts of
facilities. The first design stage should be to prepare detailed processing diagrams/flow charts that set out the
existing border activities taking into account processing times, ergonomics and the relative sizes of individual
traffic flows. The next stage is to attempt to re-engineer these processing activities into a logical sequence
and re-evaluate the effect of potential changes by means of a revised processing diagram/flow chart. Active
consultation with those parties present at the border in agreeing the future processes sequences and
anticipated ‘dwell times’ is critical, because in the end they will be the parties responsible for the day-to-day
running of the final facility.
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Only on finalization of an agreed design brief should the architect be introduced to design the infrastructure
which will form a ‘shell’ over the process. Design of the ‘form’ should reflect the specific environment and may
make a statement about the country, as it is the first or last point of contact with a country, thus image is often
important. However, the ‘form’ should always be subservient to the “function’. In designing the infrastructure
the consultation process with the ‘users’, mainly Customs and immigration, should continue in order to
finalize and mutually agree the layouts. Only after following this consultation procedure should the proposed
development go forward for final approval and funding.

This design approach is often referred to as ‘form follows function’ because the ‘form’ (infrastructure) follows
the ‘function’ (processes) and is commonly used in the design of transport-related structures. This simple
logic is often ignored in both developed and developing countries who focus principally on the form — design
of impressive structures — and then try to fit the processes around structures that bear little regards to their
functionality. This sometimes occurs as a result of the ways in which border crossings are designed.

Traditionally centralized governments, in particular, tended to contract out the design of their border crossings
to ‘design institutes’ or universities. The Customs or another party were responsible solely for producing
historical records of traffic flows and the ‘demand’ was calculated on the basis of pre-set processing norms,
that often bore little relation to actual practice. These traffic records often failed to provide a detailed traffic
profile sufficient to identify peak flows and daily/seasonal variances. The institute proceeded to design an
impressive structure, which was then built with almost no consultation with the end-users. The result was
that many of these high image crossings were often difficult to operate with resulting delays negating that
image. A common phenomenon is that part of the border crossing is overloaded with queuing whilst another
part is virtually unused, because there was no in-built design flexibility.

Whilst the practice of external design without consultation has largely been stopped, this practice is still
present in some Central Asian, West African and even South East Asian states. Major facilities are continuing to
be developed, but fail to reduce crossing times and thus achieve their fundamental design goal. The designing
of border crossings is not a common practice as most countries have a relatively small number of crossings
and they are only changed infrequently, thus national design institutes or local architects rarely have any
previous experience of the type facility they are being called upon to design. Even internationally, there are
few experienced border designers. Therefore, it is recognized that the design process is difficult and hence the
importance in adopting an established methodology to overcome these caveats.

Another key issue has been to concentrate solely on the border crossing as an infrastructure solution within the
‘control zone’, rather than addressing the crossing of the border as a logistical transit activity. This wider remit
includes consideration of the approach roads as an integral part of the border. In many developing countries,
the approach road is often a greater cause of congestion than the ‘control zone’ activities. The approaches are
blocked and resemble a street market with no segregation between transit traffic and localized commercial
activities. For example, one of the major constraints to implementation of the TIR system in many Central
Asian countries was that road congestion meant that trucks that were subjected to expedited processing,
such as TIR, but could not physically reach the ‘control zone’ because the road was not wide enough to allow
priority lanes. Thus, the benefits of being under TIR could not be fully realized because service levels were no
better for TIR transit than for other carriers.

One of the core functional considerations is whether to incorporate freight transfer facilities, such as
warehousing, as this will have a major impact on the overall size of the site. Under development programs
in Eastern Europe and the Commonwealth of Independent States, the strategy has generally been to refuse
funding for such freight terminals on the basis that a border should be a transit, rather than a transfer, point.
In principle such a strategy should be supported, but this is more difficult where countries do not have road
transit agreements, for example between India and Pakistan. Goods are transferred at the border or held in
border warehouses and may be traded on ex-border warehouse terms. Even where there is a road transit
agreement, transporters may not wish to cross the border because traffic imbalances are such that it is not
profitable for them to do so. Thus, there are occasions whereby border freight stations could be essential.

Assistance from the international donor and funding organizations to improve border crossings in developing
countries has not always helped the situation as intended. The main international funding organizations, such
as the World Bank, European Commission and Asian Development Bank, are often not adequately geared for
the development of modifications to primary and new secondary border facilities. The internal procedures
within these organizations mean that it is very difficult to fund small developments under USS5 million. Indeed,
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the internal cost of organizing the soft loans can almost exceed the loan itself, unless the loan is of a certain
size. As a result, larger and more expensive border developments than are needed are being promoted. In
most cases the border facilities being funded have to be new, rather than modifications to existing facilities.
This results in major new border crossings being constructed that do not reflect the processing demand.
Border development should not necessarily be expensive. Indeed, one of the primary needs is to upgrade
small crossings with the objective of promoting localized inter-regional trade. For example, new borders are
being constructed under assistance programs in South Asia and West Africa that are clearly over-specified and
will never be fully utilized.

The international funding organizations also tend to favor the application of a ‘standard’ design solution. This
is principally because it is easier to ‘administrate’ in terms of costing and contracting. Unfortunately, there
is no such thing as a ‘standard’ border design because every border has individual functional characteristics,
although there are a number of standard principles, such as segregation of inbound and outbound traffic,
of passenger traffic from freight traffic and separation of processing and administrative areas. Thus, it may
sometimes be possible to have a ‘model’ incorporating these principles which can then be adapted to reflect
the individual characteristics of that particular border.

The funding of modernization of border crossings is critical, especially in promoting international trade and
transfer of peoples. However, a new approach may need to be considered as to how these could be financed.
The current system of grants and loans does not always fit well with the specifics of border crossings. Given
that the redevelopment cost per border is often quite low, the present solution tends to be to combine the
demand into a regional program, similar to the European Commission in the Cross Border Program covering
Eastern Europe/CIS and their current trade facilitation program in West Africa or the Asian Development Bank
in South Asia or World Bank in Afghanistan. These programs are vital in providing funds to countries to enable
them to upgrade their primary borders, which tend to be more expensive developments.

The major concern is how to fund development of secondary border crossings. Incorporating them in the
regional programs tends to result in over-specification and resultant poor use of resources. One solution
may be to try to provide a ‘micro’ development program which uses simplified application, processing and
approval methodologies to overcome some of these difficulties. Many of these institutions have active SME
(Small to Medium Enterprise) programs providing small loans and grants. Adaptation of this type of approach
could be worth considering in order to enable developing countries to address secondary border needs.

The key issue under any assistance program is that its goals are achieved and this may require innovative
approaches. The current ‘large scale’ development approach has not always represented best value for
money, for either the donor or the users. Moreover, it can promote poor design techniques which often
attempt to maximize the ‘form’ and limit proper consideration of the ‘function’ aspects. Unfortunately,
border crossings tend to be far from the capital cities and therefore do not always attract priority national
investment. Improvements in trade facilitation processing, as promoted by the Revised Kyoto Convention, will
still be dependent on having the right physical environment in which to implement them — the modern border
crossing. Unfortunately, border crossing delays remain a perennial problem and, other than when there is a
downturn in trade, the incidence of border delays has shown limited reduction over recent years, despite the
increase in investments.
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Development of the Hungarian logistics
market with a special foucs on the EU
accession

Mr. Gergely Gecse, Senior Counsellor, Ministry for National Development and
Economy, and Dr. Zoltan Bokor, Associate Professor, Head of Department, Department
of Transport Economics, Budapest University of Technology and Economics

This paper aims to assess the main characteristics of the Hungarian logistics market. It also examines how the
EU accession of 01.05.2004 has influenced transport and logistics trends. The time period analysed is 2002-
2007 due to data availability and the reliability of conclusions.

General features of the Hungarian economy

The volume of Hungarian GDP — at current prices — grew from 59.5 in 2002 to 90.0 billion € in 2007. The
growth rate (measured in HUF) was 4.2% in 2002, 4.8% in 2004 but fell to 1.1% by 2007 (and negative value is
expected for this year). Regarding the composition of GDP, no relevant changes could be observed between
2002 and 2007: the ratio for the processing industry was 21.9% while 4.6% for the building industry , 4.0% for
agriculture, and 8.2% for transport, warehousing, post and communication (2007).

After the EU accession Hungarian exports (in €) were duplicated with considerable rearrangements in their
structure: the ratio of EU-15 had fallen by 15 percentage points to 59.0% while the ratio of new member
states and of non-member states had grown to 14.2% and 17.2% respectively. The volume expansion could be
attributed mainly to the significant increase in machinery exports within which the ratio of high-tech products
is considerably high in comparison to other European countries.

Transport and logistics policy regulation

Three transport policy documents can be identified in the examined time period: the transport policy approved
in 1996 and replaced by the transport policy of 2003-2015, as well as the Unified Transportation Development
Strategy (UTDS) issued in 2008. The UTDS pays special attention to the consequences of EU accession and
revises mainly the infrastructure development plans by taking (also) these influencing factors into account.

The transport related elements of the EU acquis communataire were taken over and implemented by the
national regulation. Their practical application, however, is sometimes (e.g. in the case of rail liberalisation,
etc.) relatively slow — similar to the majority of member States.

It is not common in European countries to elaborate a dedicated national logistics strategy — these
considerations are generally included in transport policies. Nevertheless, Hungary has its separate, mid-term
(2007-2013) logistics strategy which is in line with the actual transport policy on the one hand, but is governed
by economic development priorities on the other. The strategic goal of the national logistics policy is for
Hungary to become one of the leading regional centres in Central and Eastern Europe (CEE), offering high
quality transport-logistics services with special regard to serving the international trade between Asia and
Europe. To reach this goal, three main intervention areas have been identified:

1. Improving the regulation to make transport-logistics service providers more competitive;

2. Co-financing transport-logistics related investments of the private sector (in case of market failures,

e.g. promoting intermodality or supporting SMEs);
3. Conducting a pro-active international diplomacy and marketing in the field of transport-logistics.

Infrastructure development

The transport network of Hungary is influenced by the special features of the country: central location in CEE,
4 pan-European (IV., V., VII., X/B.) and 2 ERTMS (E, D) corridors. Romania and Bulgaria as new member States
are accessible — within the territory of EU — through Hungary only. It is also noteworthy that Hungary became
a full member of Schengen at the end of 2007.

Additional motorways reaching the borders were built by 2008 (M5 — Serbia, M7-M70 — Croatia/Slovenia)
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while other developments concentrated on improving the quality of existing road network (e.g. ensuring
the 11.5 t axle load capacity as the corresponding derogation expired in 2008). The investments could be
accelerated by making use of the available EU funds — ISPA, then Cohesion — but PPP financing constructions
have been used too. The length of motorways was 533 km in 2002 and had increased by about 70% by 2007.
Figure 1 shows the existing motorway network and the ongoing developments scheduled for completion by
2010.
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Three new bridges over the Danube (North-Budapest, Dunaujvaros, Szekszard) and 1 over the river Tisza
(Polgar) were also built by 2008.

Improvements in the rail network had been concentrated mainly on the 4" Helsinki-corridor. The 5™ Helsinki-
corridor will get greater emphasis in the near future and the Sopron-Szombathely-Szentgotthard line — after
its development — will partially take freight traffic from the Semmering line (see Figure 2).

Warehousing is concentrated mainly in the capital and its surrounding area. According to Jones Lang LaSalle’s
data the capacity of this warehouse network grew from 0.6 (2002) to 1.4 million m? (2008). Warehouses are
built in the countryside too, but their storing capacity is considerably lower than in the central region.

Freight transport performances

During the time period of 2002-2007 the performance of freight transport grew by 74.2% and reached the
value of 53.9 billion tkm (see Figure 3). The volume of transported goods was 331.5 million tonnes in 2007
and had increased by 12.8%. About 75% of total goods transport performances are international. Although
a continuous expansion could be observed the level of performances is still below the peak of the early 90's.
The main generator of performance growth is the international transport, in particular the international road
haulage: its performance became 3.5 times (in tkm), or 4.4 times (in tonne), higher. It resulted in a significant
change in the modal split (measured in tkm): the ratio of road transport increased from 55.4% to 66.5% while
the ratio of rail transport decreased from 25.1% to 18.8% (it is still higher than the EU average value!). Goods
flows, however, can hardly be recorded since the EU accession as the data collecting procedures performed
by the border guard authorities have mostly been terminated.
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Figure 2: Railway infrastructure developments in Hungary
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Figure 3: Freight transport performances in Hungary
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Intermodal transport

Before the EU accession, 4,950 international road transport licences (corresponding to the number of vehicles)
were used. They were owned by 907 companies. After the accession the number of licences has expanded
significantly: 7,197 EU licences (corresponding to the number of companies) applied to 32,861 vehicles in
2007 (based on National Transport Authority). It has influenced mainly the volume of Rola transport: the
peak was in 2003 with 110,000 transported lorries, while currently only 35-40 thousand vehicles are moved.
Moreover, this lower performance level can only be maintained by providing 3-4 million € in State grant
per year. At the same time, the volume of non-accompanied intermodal transport grew from 3.3 (2002) to
3.6 million tonnes (2007). The largest intermodal terminal in CEE, the Budapest Intermodal Logistics Centre
(BILC), was launched in 2003. Here, 135,000 TEU intermodal units were handled in 2007.

The complex development programme of the Zahony logistics region based on the local terminal network
connecting the standard- and the broad-gauge rail lines (coming from Ukraine) has just started with a
total budget of 140 million €. The programme consists of several elements like rail and road infrastructure
improvements or the establishment of an industrial-logistics zone with a territory of 160 hectares. The
container shuttle trains running between Beijing and Vienna are transhipped in Zahony terminal, too.

Logistics service providers

Enterprises belonging to the economic sector NACE Rev. 2. H—transport and warehousing excluding passenger
transport — defined by the 1% annex of 1893/2006/EC directive are regarded as logistics service providers.
According to this categorisation 14.4 thousand partnerships and 15.7 thousand sole proprietorships were
registered in Hungary as logistics service providers in 2007. The number of sole proprietorships fell by 22.4%
between 2004 and 2007. It was compensated by the 12.2% growth in the number of partnerships. About %
of the enterprises are carriers of which 60% are sole proprietorships. Approximately 10% of logistics service
providers are forwarding agents while about 6% of them run courier and parcel services. It is important to
note that according to HCSO only 75% of the registered enterprises operate effectively in Hungary.

Figure 4 illustrates the turnover of Hungarian logistics service providers (partnerships only) between 2002
and 2007 differentiated by the main activity subcategories. The turnover of logistics service partnerships
had grown by 81.2% from 5.8 up to 10.5 billion €. Cargo handling and storage, furthermore the supporting
transport activities had grown at the highest pace: their turnovers of 2007 were 4.6 and 3.7 times higher than
in 2002 (by the way the basis was relatively low in both cases).

Looking at the examined time period it can be concluded that the average ratio of road haulage in the

Hungarian logistics market was 28.5% while of forwarding 23.3%, of rail freight transport 14.3%, of supporting
transport activities 8.5% and of post and courier services 9.6%.

Figure 4: Turnover of Hungarian logistics service providers
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The main domestic actors that also have a regional role in the logistics market are Waberer’s and MASPED
groups. Other service providers with a considerable market share are DELOG, Revesz, Szemerey, Bertrans,
BI-KA and Kelet-Trans groups, as well as Horvath Rudolf company. Multinational firms which have affiliated
companies in Hungary registered in the TOP-200 turnover list are the following:

Austrian: HodImayr, Lagermax, DDSG, Gebriider Weiss;
German: DPWN, DB-Schenker, Logwin, Dachser;
Dutch: (TNT, Vos);

French: Geodis, Giraud;

Italian: Catone, Prioglio;

American: Expeditors, UPS;

British: Wincanton, Eurogate;

Swiss: Kiihne-Nagel.

The most important changes of the market structure can be identified in the rail sector. Here, the liberalisation
of the freight transport market segment has resulted in a growing number of carrier companies. However, the
dominant actors are still the incumbent MAV Cargo and GySEV (about 85% and 10% market share respectively).
16 new incomers are also operating (or at least they have operating licences).

The competition in the road freight market segment has grown significantly since the accession (see the
changes in the number of operators before). After the expiration of cabotage prohibition (01.05.2009) the
competition may be even stronger.

Four considerable privatisations were carried out in the examined time period:
e  MAV Cargo was bought by Rail Cargo Austria;
e Malev (the national air transport company) was partly taken over by Vneshekonombank with a
strategic partnership of Aeroflot;
e  Budapest Airport belongs to Hochtief (with a long run lease contract);
e  Freeport of Budapest is controlled by Waberer’s group.

International comparison

According to the Logistics Performance Index (LPI) of the World Bank —measuring the logistics competitiveness
of countries — Hungary was ranked 35™ in 2006. If we take the Cushman & Wakefield location comparison
matrix — measuring the establishing conditions of logistics centres — into account, real improvement in
Hungary’s situation can be observed: 8" place in 2003, 7" in 2005 and 3™ in 2007.

The near future

The current financial and economic crisis will probably affect trends in the Hungarian logistics sector too.
Road haulers were negatively affected by the low HUF/€ exchange rates and the high fuel prices even in
the middle of 2008. Although these factors have changed in a positive direction, the demand for transport-
logistics services fell significantly by the end of the year. At the same time the decrease in demand has solved
such problems as driver shortage or the lack of carrying capacities. Currently the main problems are the low
capacity utilisation of freight vehicles and the falling service prices — these problems have emerged even
in the case of rail and intermodal transport. Supply chain operators based on maritime navigation and CEP
(courier, express, parcel) service providers have had the biggest losses so far.

Mainly small and medium sized logistics enterprises (carriers, forwarders) may go bankrupt which probably
leads to further consolidations (mergers, etc.) in the market. Besides, small enterprise service companies
working for automotive, building or electronic industries, or depending on relatively few customers, may have
notable difficulties. The others can maintain business with about 10-20% losses in their turnover. It may also
require some reorganisational steps (temporarily decreasing capacity), which support cost savings.
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Breaking down logistics bottlenecks
will facilitate international trade and
stimulate economic development

Jo van Nunen, Albert Veenstra — Rotterdam School of Management
Dirk ’t Hooft — Holland International Distribution Council (NDL/HIDC)

NDL/HIDC (Holland International Distribution Council) is the matchmaker
for logistics in Europe. NDL/HIDC is a private, non-profit and independent
organization representing 450 companies in the Dutch logistics industry
(www.hidc.nl)

The Rotterdam School of Management, Erasmus University is a top-
ranked international business school renowned for its ground-breaking
research in sustainable business practice and for the development of
leaders in global business.

Many of the products that we use in our everyday lives are made far from where we live and work. Academics
and politicians have engaged in a long standing debate on the reasons for producing goods far from where
they are consumed. Most of the participants in this debate agree that international trade is an important
driver for economic development. Promoting export and import with developing countries is an important
element in development strategies of countries and supranational institutions, such as the Worldbank. In this
article, we will argue that breaking down logistics bottlenecks will facilitate international trade and stimulate
economic development. The Netherlands together with national and international partners are working hard
on new ways to improve efficiency and information exchange processes within Europe and the world, in order
to break legal barriers and costs. Some promising and hopefully inspiring examples will be discussed.

Crossing borders

International trade involves physical operations such as cargo handling, transportation, storage, inspection and
checking, and transactional activities such as buying and selling, financial arrangements, transport booking
and so on. One of the most complicating elements in international trade and transport transactions is to
move products across borders and bring them in free circulation in another country. As a result, the effort it
takes to move these products from one country to another, across borders, and by means of various modes
of transport, is substantial.

International trade and transportation of goods requires the alignment of ordering, payment, insurance,
logistics, inspection and transportation processes. Solving this complex process imperfectly leads to goods
flows that are delayed, goods that go missing, the wrong goods being shipped, and so on. In addition, the
complexity of international trade makes it, paradoxically, an easy target for organised crime. Document forgery,
unlicensed transport operators, and tampering with the goods along the way are all difficult to detect.

Legal barriers and costs

Complexity in international trade results from border crossings. A border is a boundary between legal
jurisdictions, much more than a boundary between cultures, languages or monetary units. The legal
jurisdiction addresses areas such as customs procedures, inspection levels, legal arrangements for liability
and contracting, requirements for documentation and pricing. A regime on these elements in one country
may be very different from the regime in another country. International transport chains that cross multiple
borders are especially affected by this.

The Worldbank report ‘Doing Business’ catalogues some of these items for different countries, and translates
them in costs per unit of cargo. In the Netherlands, the costs related to processing import documentation in
2007 was estimated to be € 1005 for a container. This is more expensive than northern European countries,
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but cheaper than southern European countries. Best in class countries are Singapore, Germany and Finland,
with costs less than half of the Dutch figure.

Efficiency

The report also estimates the time it takes to go through all import and export procedures. Here the
Netherlands is best in class in Europe, just after Denmark, with 6 days. The larger European economies of UK
and France require twice as much time, and in eastern European countries, import procedures can take up to
40 days. The average in the OECD is 14 days, and in Africa 58 days.

Another interesting indicator for border crossing efficiency is the number of signatures required for a typical
export transaction: in Singapore: 2; in the USA: 5; in some Asian and African countries: around 40. These
simple statistics show that countries can differ substantially in terms of their trade related procedures, and

that choices from which country to import, or through which country to enter the European market may have
an important impact on lead time, reliability and costs in the logistics chain.
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Trade logistics

The analysis in the ‘Doing Business’ report was recently taken further by Professor Hau Lee of Stanford
University. In his acceptance speech for an honorary doctorate at Erasmus University Rotterdam end of 2008,
he gave an overview of his research on efficient trade logistics. His claim is that inefficiencies in logistics can
be a barrier to international trade. Many of his indicators of logistics efficiency measure the efficiency of the
border crossing stage in the transport chain. In addition to the indicators listed above, Professor Lee also
mentioned time and cost related to security programs (for instance, the American Container Security Initiative
(CSl)), ship and cargo handling efficiency in ports, and the efficiency of the inland transport system.

RFID and other information items

Radio Frequency Identification (RFID) has been promoted as a solution for many of these bottlenecks, since
it provides, potentially, real time alerting and notification of the status of the container, and of tampering
with the container. After the first tests with RFID on sea containers in 2002/2003, several studies have been
published that showed that clear logistic improvements could be achieved by having real time notification
at various stages in the logistics chain. These improvements are in terms of less safety stock (which frees
up working capital), less inspections (which saves time), and more confidence in the chain due to higher
reliability and predictability.

RFID is, however, only one possible solution. There are other information needs that help to relieve border
crossing bottlenecks that need to be solved in other ways. For instance, RFID does not provide tracking and
tracing, in the sense of continuous monitoring of the movement of the goods. Furthermore, a RFID tag may
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record tampering with the container, but does not provide information on the nature of the tampering. This
information will have to be captured from another source. Other interesting information items are the record
of security compliance of parties involved in the chain, and the expectations of when the cargo should be
where. Visibility, defined as the ready access to timely, accurate and complete information, is a combination
of existing, better and new information on the movement of goods in international logistic chains.

Reducing bottlenecks

Much of the border crossing problems observed above can be solved by bringing more visibility into the chain.
Having information available in a timely fashion can help reduce many of the border crossing bottlenecks:
advance notification will avoid waiting times of ships, advance notification to customs agencies will help
in speeding up the documentary process, having accurate information on the location of cargo at all time,
combined with information on previous inspection activities in other countries may reduce inspections in the
country of import.

Port community system

Ports are generally the focal points for import and export operations in international logistics chains. Many
visibility requirements therefore originate in ports. In the case of the Netherlands, the arrival of a ship in
the Port of Rotterdam is the first instance that information is provided to customs on goods that need to
be brought into the common European market. This first preliminary declaration on the basis of the ship’s
manifest is later amended with more elaborate information by the importer or a legal representative party.
The port of Rotterdam is fairly unique in the sense that the port community system also plays an important
role as the single customs portal for the Dutch Customs agency. This port community system is therefore the
visibility platform for all parties active in the port.

Visibility in international supply chains is gaining importance due to the development of secure gateways
into important consumer markets, such as the United States and Europe. These economic regions are more
and more concerned with the security and integrity of cargo flows, and are creating ‘green lanes’ for trusted
parties that will not be subjected to intense scrutiny at the moment of arrival of the cargo in ports. The
development of these green lanes is tightly connected with the initiatives of developing certification systems
for trusted parties, such as the Authorised Economic Operator regime in Europe, and visibility in the chain.

Visibility platforms

The European Union, through its research programme for the period 2001-2013 is sponsoring initiatives that
aim to build visibility platforms in the entire international container logistics chains. Such visibility platforms
take the development of visibility solutions in ports one step further.

One of these initiatives is the project INTEGRITY, in which ISL Bremen and Erasmus University/Rotterdam
School of Management cooperate with container terminal operator Hutchinson Port Holdings and other
business parties that are active on the corridor China — Europe. The goal is to build an open access platform
that can be used by so-called chain communities, consisting of shippers, factories, importers, logistic service
providers, freight forwarders, terminal operators, shipping lines, and other transport service providers, to
capture information in the chain in an early stage, exchange information in a timely and accurate way, and
provide information to inspection bodies if required.

The INTEGRITY platform will be tested on the corridor Yantian — Rotterdam (ECT)/United Kingdom (Felixstowe).
The aim is to demonstrate the information exchange process in a so-called living lab, and to calculate the
benefits for all parties involved in terms of time savings, money savings, performance improvement and
efficiency gains.

Great potential

The potential of this approach, however, goes beyond the application in one particular corridor. Much of
the current trade flow exists between countries where the border crossing bottlenecks are surmountable:
exporting from China to Europe is, in fact, relatively easy. Much bigger benefits, from substantially reducing
lead time to creating entire new trade lanes are to be expected in developing countries in Asia and Africa.

In these countries, that are developing, but where development is hampered by outdated institutions and
procedures, the introduction of global information exchange platforms with data capture at the first point of
stuffing of the container, may be the incentive they need to actually become engage in international trade.
Key items that platforms such as INTEGRITY can provide is a digital exchange of documents, reuse of data for
multiple purposes and multiple border crossings, generating advance information for inspection agencies.
All these items will contribute to the development of global transport without borders and, we believe, to
economic development and growth.
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Development prospects of the transport
and customs infrastructure in Ukraine

Oleksandr Fedorov, Deputy Chairman, State Customs Service of Ukraine

MepcneKTUBbI pa3BUTUA
TPaAHCNOPTHOW M TAMOXKEeHHOW UHGPACTPYKTYPbI YKPaUHbI

YKpauHa - 04HO 13 KpynHemnwmx rocyaapcts BoctoyHoi EBponbi:

° Tepputopua — 603,7 TbIC. KB.KM

. HaceneHune — okono 48 mnH. Yenosek

° CyxonyTHas rpaHuua — 6onee 7 TbiC. KM

o MopcKas rpaHuua — 6onee 1,3 TbiC. KM

o TamoKeHHbIx odurcos — 185

° MyHKTOB NponycKa Ha rpaHuue — 237, 13 H1X 146 mexayHapoaHbIX
° TaMOXKeHHbIX cny»Kawmx — 18 Tbic. Yenosek

OcHOBHbIe TPAHCNOPTHbIE CBA3M, NpoxogdAlme Yepes YKpauHy:

cTpaHbl LleHTpanbHoi EBponbl — cTpaHbl CHT;

cTpaHbl KOxHoW EBponbl, BanxkHero Boctoka, Abpuka — ctpaHbl CHT;

NHaua, cTpaHbl LleHTpanbHo A3uun, JanbHero Boctoka — ctpaHbl Bantuku,
CKkaHOWHaBuUuK;

Kutaii, ctpaHbl 3akaBKasbsa, CpeaHelt A3uun, [JanbHero BocToKa — cTpaHbl
3anaaHoin Esponbl, Bantukn, CKaHaMHaBUW.

INTERNATIONAL TRANSPORT CORRIDORS OF UKRAINE
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B coOTBETCTBMM C 3TUMU HanpaBAeHUAMM B YKpauHe Befetca paboTa Mo co3haHMI0 TPAHCNOPTHBIX
KOp1AopoB, No pelleHuto Bropoli MaHbeBponencKkon KoHbepeHUMM MUHUCTPOB TPAHCNOPTA eBPONENCKUX
CTPaH BKIOYEHHbIX KaK COCTAaBHAA YacTb B CETb MEXAYHAPOAHbIX TPAHCNOPTHbLIX KOPUAOPOB:

kopuaop Ne 3 - bepauH (ApesneH) - Bpounas - /1bBoB - Knes;

kopugop Ne 5 - Tpuecrt - llobnsHa - byganewT (Bpatucnasa) - /1bBOB;

Kopuaop Ne 7 - lyHalicknit (BoaHbI);

kKopugop Ne 9 - XenbcuHKKM - CaHKT-MNeTepbypr - MuHck (Mockea) - Kues - KnwuHes (Ogecca) -
Oumutposrpag, (c npoaneHnem fo AneKcaHApomnoamca).

TexHONOrnYeckme MOLLHOCTM TPAHCMOPTHOM WHGOPACTPYKTYPbl YKpauHbl  AalT  BO3MOMKHOCTb
KaXk4blii rof, NepeBo3nTb MO Keae3HbIM AOPOoram, BHYTPEHHMM BOAHbIM M aBTOMOOWIbHBIM TPAHCMNOPTOM
1 nepepabaTtbiBaTbh B NopTax cBbiwe 60-70 MAH. TOHH, @ TaKKe JOCTaBAATb TPYOONPOBOAHBLIM TPAHCMNOPTOM
0K010 200 MAIH. TOHH TPAH3MUTHbIX FPY308.

daKkTnyeckme ke obbembl TpaH3UTa COCTaBAAKT AWWb OKOAO 200 MAH. TOHH, T.e. MMetoLWMminca
TPaH3UTHbIVW NOTeHLMaN YKpauHbl UcnonbyeTca Ha 70 NPOLEHTOB, @ HA TpaHCNopTe obLWero No/sb30BaHMUA
(6e3 TpybonpoBoaoB.) - AMWb Ha 50 NPOLEHTOB.

M3yyasn BONpOCTPaH3UTHOrO NOTeHLMana YKpauHbl, CieayeTyunTbiBaTb, YTO CYLLECTBYOT 06 bEKTUBHbIE
NpPeAnocbINKU ANA yBeAnYeHUA 06beMoB TPaH3UTHbIX NepeBO30K Yepes TepPUTOPUL0 YKpauHbl:

yAo6HOe reorpaduyeckoe nosnoxKeHne YKpanHbl Ha NyTU OCHOBHbIX
TPaH3UTHbIX MOTOKOB Mexay EBponoli u Asueis;

Ha/IM4Yne He3amep3atoLLMX HEPHOMOPCKUX MOPTOB;

Hannuyme pasBUTOM CETU KeNesHbIX LOpPor;

Hannuyme pasBUTOM CETM aBTOMODBUIBHBIX LOPOT;

Hannume pasBUTOM cucTeMbl TPYBONPOBOAOB B LUMPOTHbBIX U
MePUOMNOHANbHbBIX HAaNPaBAEHUAX.

Ypenasa 3HauMTenbHOe BHMMaHMe NepcrnekTMBamM CBOEro CTaHOB/IEHMA KaK TPaH3UTHOIO rocyapcTBa,
3anepuop ceoei Hezasucumoctu ¢ 1991 roga YKpanHa npucoesmMHUAach K pasy MexXayHapoAHbIX KOHBEHLUNA,
perynmpyowmx TpaH3nT, OCHOBHbIMU CPeAN KOTOPbIX ABMAKOTCA:

TamoKeHHaA KOHBEHUMS O MEeXKAYHapOAHON MepeBO3Ke rpy30B C NMPUMEHEHUEM KHWKKM MM
(KoHBeHuusa MAMN) 1975 roga;

MeKayHapoaHan KOHBEHLMA O COMTAaCOBAHUM YCI0OBUI NPOBEAEHMA KOHTPOA FPY30B Ha rpaHMLLax
1982 roaa;

KoHBeHuMa OpraHusaumm O6beanHeHHbIX Hauui o mexXAyHapoAHbIX CMELUaHHbIX NnepeBo3Kax
rpysos, eHesa, 1980 roa;

KoHBEHUMA O [A0roBope MexAyHapoaHOoM A0pOoXKHOM nepeBo3ku rpysos (KAMM) 1956 roaga, c
M3MEHEHMAMMU, BHECEHHbIMM NpoTOKoAoMm 1978 roaa;

KoHBeHLMA 0 AOroBOpe MeXAyHapoaHOoM aBTOMOBWIbHOM NepeBO3KM Naccaxkmnpos 1 6araxka (KAMM)
1973, c usmeHeHnAMMN, BHECEHHbIMM NPOTOKONOM 1978 roaa.

MmnnemeHTaumsa TpeboBaHUI STUX COMMALIEHWI B HAUMOHA/IbHOE 3aKOHOAATeNbCTBO — 3asor
YCMEeLHOro NPOABUKEHNA K MOCTaBNEHHbIM LEeNAM.

B coBpemeHHbIX YCNOBMAX 3KOHOMMYECKOTO pPa3BMTUA YKpauHbl M BbIXOL4A €€ Ha LUMPOKYH
MeXAYyHapoaHY0 apeHy ocobeHHOe 3HayeHMe B CUCTEME OPraHOB FOCYAAPCTBEHHOrO ynpaBaeHUA UMeeT
TAaMOKEHHas cnyKba — OCHOBHOM MEXaHW3M peann3aLmnm TaMOKEHHON NOAUTUKM YKpaUHbI.

TaMOMKeHHbIMW OpraHamM, KOTopble HENOCPEeACTBEHHO 3aHMMAKOTCA OpPraHM3aLMel TAMOXKEHHOIO
KOHTPO/IA U TaMOXKEHHbIM 0pOpPMAEHNEM ABAAIOTCA:

CNeuManbHO  YNOAHOMOYEHHbIM LEeHTPaNbHbIM  OpraH WCNONHWUTE/IbHOW BnactM B obnactu
TamorKeHHoro aena (focyaapcTBeHHas TamMoXKeHHan cnykba YKpauHbl ¢ pe3vaeHumen B ctoanue YKpauHbl
ropoae Kuese);

pernoHanbHble TAMOXHU U TAMOXKHU.

TaKKe B COCTaB TAMOXKEHHOW CyKObl BXOAAT 1abopaTopmn, sKCnepTHbIe
YUPEKAEHUA, KNHONOTUYECKUI LLEHTP, y4ebHble LEHTPbI U AKaZeMna TaMOXKEHHOM CNyKObl.

B 2008 roay locymapcTBeHHas TamoXKeHHas cny»kba YKpauHbl nepeuncamna B [ocyaapCTBEHHbIN
6rogkeT okono 20 mapga,. aon. CLUA B BUAE HANOroB € BHELIHETOPrOBbIX SKCMOPTHO-UMMAOPTHBIX ONepaL .

HacerogHATamoXXeHHble OpraHbl YKpanHblpaboTaloTBYHMUCOH CTaMOXKEHHbIMUAAMUHUCTPALUAMMU
APYrux rocyaapcrs, ABUrasacb B NEPCNEKTUBHOM HanpaBieHUU YHUPUKALMU U YNPOLLEHUA TaMOMXKEHHbIX
npoueayp, NPeAyCMOTPEHHbIX MEXAYHAaPOAHbIMMU COIALIEHUAMM.

Ho ans ycnewHoro npoaBuKeHUs U aganTaummn K COBPEMEHHbIM YC/I0BUAM HEAOCTAaTOYHO U3bpaTb
O4HO MW HECKONBbKO MePCneKTUBHbIX HaNnpPaBAEHWUN.
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[NnaBHas HEOHXOAMMOCTb - OLLEHUTb CUTYaLMIO U YTBEPAMUTLCA B MPUHATOM PeLEHUMU 0 HE0BXOANMOCTH
MOZEPHM3aUNN AeATEeIbHOCTM TaAMOKHMU.

Llenblo MogepHM3aLmMm ABNAETCA NEepexos, Ha KauyeCTBeHHO HOBbI 3Tan pa3sBUTUA TaMOXEHHOM
CNY*K6bl YKpauHbI B HaNpaBieHUN YA0BAETBOPEHMSA SKOHOMMYECKUX, COLMANbHbIX, AYXOBHbIX HYX A, 06L,ecTBa
W nonyyeHne YKpauHow Hag/1exKallero mecrta B MMPOBOM COObLecTBe.

BbinosiHeHWe 33434 NO AOCTUXKEHMIO 3TOW LeNIN He UCKtoYaeT oba3aHHoCTel
OTHOCWTE/IbHO MOMIHOTO U KaYeCTBEHHOTO BbIMOAHEHUS APYTUX FOCYAAPCTBEHHbIX
337,34, BO3/10XKEHHbIX Ha TAMOXKEHHYIO CNYXKOY YKpauHbl.

K KNtoyeBbIM 3a43a4amM OTHOCATCA:

1) npuBegeHMe K MEXAYHAapOAHbIM CTaHZApTamM AeATeNbHOCTM, CBA3aHHOW C BbIMOJAHEHMEM
KOHTpOAUpPYOLWUX GYHKLMIA;

2) obecneyeHne KaApPOBOI BO3MOXKHOCTM Ka4eCTBEHHOTO BbIMOIHEHUSA 33434 B YC/I0BUAX BHEAPEHUS
MeXAyHapOoaHbIX CTaHAAPTOB AEATENbHOCTH;

3) co3gaHue OpraHM3aLMOHHO-NPABOBbIX NPEANOCLIZIOK A/ Pa3BepTbiBAHUA CUCTEMHOW W
pe3ynbTaTUBHOW HAy4YHOM AeATe/IbHOCTM B TAMOXKEHHOM ciy»Kbe.

OCHOBHbIMM HanpaBaeHUAMMU PaboTbl NO BbINOJIHEHUIO NOCTABAEHHbIX 3a4a4 ABAAIOTCA:

HopMmoTBopYecKas AesTeNlbHOCTb

PaspaboTka M BHeApeHUEe 3aKOHOAATENbHbIX U HOPMATUBHO-MPABOBbLIX AKTOB, OBYC/NOBNEHHbIX
npucoeanHeHnem YKpauHbl K MexayHapoaHON KOHBEHLMM 06 ynpoLweHUn 1 rapMOHU3aLMMN TaMOMKEHHbIX
npoueayp (Knotckoli KoHBeHLMM). Kak KaxkeTcs, 3Ta Mepa ecTb Haubonee onpeaensAoLlLein AN ycnewHowm
peanun3aLmmn BCex UHbIX Mep.

[eATenbHOCTb MO YNPOLLEHWIO NPOoUeAYP TAMOXKEHHOIO KOHTPOAA Y TAMOMXKEHHOro odopmieHns

BHeapeHne YHUOULMPOBAHHbIX TEXHOMOMMIA TAMOXEHHOTO KOHTPOA M TaMOXeHHOTo opopmMmieHus,
OXBaTbIBAOLLMX BCIO MOC/€A0BATE/IbHOCTb IBUMKEHUA TOBAPOB U TPAHCMOPTHBIX CPEACTB BO BpeMs NpebbiBaHUA
WX NOA, TAMOXKEHHbIM KOHTposiem. MocTeneHHan aganTauma TeXHON0MiM K paboTe ¢ MHopmaL el o ToBapax
M TPAHCMOPTHbIX CPeacTBax.

Pa3spaboTka M BHeapeHMe B NPaKTUYECKYD AeATeNbHOCTb YHUPUULMPOBAHHbLIX GOPM OTYETHOCTM
O pe3y/nbTaTax TaMOMKEHHbIX [AOCMOTPOB, HAMpaB/IeHHbIX MpPeXAe BCEro Ha YCOBEPLUEHCTBOBaHME
MHPOPMALMOHHOIO HAaMOMIHEHWUA CUCTEM aHa/IM3a PUCKOB M NOCT-ayAUT-KOHTPOA. ITO AACT BO3MOXHOCTb, C
OZHO CTOPOHbI, 0becneynTb 060CHOBAHHOCTb BbIGOPOYHbIX OCMOTPOB, @, C A PYroli CTOPOHbI, MOBbLICUTb UX
pe3yNbTaTUBHOCTb.

YHUbUKaLMA 1 nonHOTa TpeboBaHWi, NpeabABAAeMbIX K MUHGOPMaLMU U AOKYMEHTaM, MO4aBaeMblIM
NN 06Pa3YHOLLMMCA MPU NPOXOMKAEHUN YHUPULMPOBAHHBIXTEXHONOTMIA. ITO A4aCTBO3MOMKHOCTbL NOTHOLEHHOM
peanusaumm npoueaypbl 31eKTPOHHOTO AeKNapUPOBaHUA Kak HEOTbeMIEMOM YacTh PamMoYHbIX CTaHAapTOB
6e3onacHOCTM BcemMMpHOM TaMOXKEHHOM OpraHuM3aLLmu.

OpraHun3aLMOHHO-yNpaBAeHYecKas AeATe/IbHOCTb

3aBeplueHue HavaToro B 2006 rogy pasmexkeBaHUs ONepaTUBHOM M YNPaBAEHYECKON AeATeIbHOCTU
MeXAy YPOBHAMM LLeHTPaAbHOrO annapaTa M TaMOXEHHbIX OpraHoB. B nepByio ouyepeab 3TO Kacaervcs
BbINOJIHEHMA TAMOXKEHHOW CY*KOO0W PYHKLMIA MO NPUMEHEHMNIO TAMOXKEHHOTO 3aKOHOA,ATE/IbCTBA M KOHTPOISA
3a ero cobnoaeHnem. ITO MO3BOMUT LIEHTPa/SbHOMY anmnapaTy COCPefoTOYMTbCA Ha GOpPMUPOBAHUM U
peanusaumm pelleHnin CTpaTerMyeckoro Xxapakrepa.

Pe3ynbTaToM MCNOIHEHUA PErnMoHaibHbIMU TaMOXKHAMM KOHTPO/IbHO-KOOPAMHUPYOLWEN DYHKLMM
CTaHeT ONTUMM3aLMA BHYTPEHHEN CTPYKTYPbl TaMOMEHHbIX OPraHOB M CTPYKTypbl MX reorpaduyeckoro
pacnonoxeHus. ITo AacT BO3SMOXKHOCTb 06ecneunTb paLMoHa bHOE NCNOb30BaHKe KaZpoBOro NoTeHunana
N MaTepuanbHO-GUHAHCOBBIX PECYPCOB.

B3avmopgencreme TaMoKEHHOM CaYKObI

B3aumogeiicTBue crocyaapCcTBeHHbIMU, MPAaBOOXPAHUTEIbHBIMU M KOHTPOJIUPYIOLLMMM OPraHamu,
334€eMCTBOBAHHbIMW B MPOLLECCaX TAaMOMKEHHOTO KOHTPO/A, AO/KHO NPUOBPecTM HanpaB/eHHOCTb Ha
co3faHune eaAnHoro MHGOPMaLMOHHOO NPOCTPAHCTBA AR NPUHATUA COMNaCcOBaHHbIX PeLleHN OTHOCUTEIbHO
nepemeLL,aembiXx TOBAapOB U TPAHCMOPTHbIX CPeACTB. ITO AACT BO3MOMXKHOCTb OMpeaenuTb MecTo U posib
Ka)K[IOro OopraHa He TONbKO B Oyaywiem, HO U B NPefyCMOTPEHHbIX K BHEAPEHUIO B B/uKaliee Bpems
YHUPULMPOBAHHbIX TEXHOOTUYECKUX CXEMAX TAMOMKEHHOTO KOHTPOS U TAMOXKEHHOTo 0pOpMAEHMSA.

B3aumogeiicTBue ¢ y4aCTHUKaMM BHELUHEIKOHOMMUUYECKON AeATeNbHOCTU
(B34) mo/mKHO NpMobpecT HampaBAEHHOCTb, BO-NEPBbIX, Ha COMNacoBaHMe WX 0bsA3aHHOCTeW M Mpas
B npegenax yHUGULMPOBAHHbBIX TEXHO/MIOTMYECKUX CXeM, W, BO-BTOPbIX, Ha OnNpeaeneHne UX peasnbHbiX
CMOCOBHOCTEN OTHOCUTENBHO TMNepexofa Ha MHOOPMALMOHHbIE TEXHONMOMMU. ITO AACT BO3MOMKHOCTb
TaMOXKEHHOW cnyxkbe ¢ camoro Hayasna GopMMpPOBaTb MaKCMMabHO 6ECKOHPIMKTHbIE YHUDULMPOBAHHbIE
TEXHO/IOTMYECKME CXEMbI, @ y4aCTHMKam B3/ - 3abnaroBpeMeHHO MIaHUPOBATb PACcXofbl, CBA3AHHblE C
6yaywmm nepexogom Ha MHGOPMaLMOHHbIE TEXHONOTUN,

MeKayHapoaHoe B3aumopgeincteme TaMoXKeHHOM cayKbbl [01KHO NpMobpecT HanpaBAEeHHOCTD,
BO-NepBbIX, Ha obecneyeHne HENPOTUBOPEUYNBOCTU MHGOPMALMOHHOIO NPOCTPAHCTBA TAMOMKEHHOW CNYXKObI
MeXAyHapoAHbIM CTaHAapTaM, W, BO-BTOPbLIX, HA MOWUCK W peanu3aumio B3aMMOBbLIFOAHbIX U Haubonee
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3G PEeKTUBHbBIX NyTEW AONTOCPOYHOTO COTPYAHNYECTBA B ONEPATUBHON AeATENbHOCTU. ITO AACT BO3MOMXKHOCTb
TaMOXeHHOU cayKbe npefoTBPaTUTL NPO6/IeMbl BXOXKAEHWA ee B MeXAyHapoaHoe WHbOpMaLMOoHHOe
NPOCTPAHCTBO.

KaapoBas featenbHocTb

Ha ypoBHe oOMepaTMBHOW [EATENbHOCTM TaMOMKEHHOW CAyKObl [O/MKEH HayaTbCA npouecc
bOopMMUPOBAHMA Y BHEAPEHWUA CTaHAAPTHbIX SO/IKHOCTHBIX 06A3aHHOCTEN KaK COCTAaBHbIX YHUOULMPOBAHHbIX
TEXHOJIOTMYECKMX CXeM. DTO AACT BO3MOMHOCTb, OAHOBPEMEHHO CO CHWMKEHUEM BAWAHWUA JIMUHOCTHOTO
baKTOpa Ha NPUHATME peLleHWid, HauyaTb NocTeneHHoe obpeTeHne AOMKHOCTHbIMU IMLAMU TaMOMKEHHbIX
OpraHOB MPUBbIYEK KECTKO PEITAMEHTUPOBAHHOM AeATENbHOCTU B YCI0BUAX PAMOYHbIX CTaHAAPTOB.

B o6pa3oBaTe/ibHON U y4ebHOI AeATeIbHOCTU TaMOMXKEHHOM CyKObl AONMKHbI ObITb CAENAH AaKLEHT
Ha MecTo M ponb MHOOPMALUKU B OMEPaTUBHOW U YNPABNEHYECKON [AeATENbHOCTU LOKHOCTHBIX WL
TAaMOXKEHHOW CNyXbbl. ITO AacT
BO3MOHOCTb MOCTEMNEHHOTO MPUBbIKAHUSA K BYAYyLLIMM U3MEHEHUAM B XapaKTepe
npodeccroHabHOM AeATeNbHOCTY.

Hay4yHaa aeaTenbHOCTb

[onKHbI BbITb 3a10XKEHbI OPraHM3aLMOHHO-NPABOBbIE OCHOBbLI AJ1 CTAHOB/IEHUA U Ja/ibHEWLIero
pasBUTUA TaMOMKEHHOWM HAyKM - CO34aHO HayyHoe (Hay4yHOo-uUcCnenoBaTeNbCKOE) yypexaeHue, co3faHa
cUCTemMaTM3npoBaHHaA 6asa OTeYyecTBEHHbIX M 3apyberkHbiX Hay4HbIX 3HAHWI MO TaMOMKEHHOMY Aeny,
pernameHTUpPOBaHbI NPOLECCHI 3aKa30B U BbINOJIHEHWE HAayYHbIX PaboT.

B nepBylo ouepenb, AOMKHbI ObITb pa3paboTaHbl COBPEMEHHble TeOpPETUYECKMe OCHOBbI ANS
MOZENMPOBAHUA peasibHbIX MPOLLECCOB B OMEpPaTUBHOW WM YNPaBNEHYECKON AeATe/IbHOCTU TaMOMKEHHOWN
CNy}K6bl B YCNOBUAX COOTBETCTBUA PaMOYHbIM CTaHAAPTAM.

OfaHa 13 Ba*KHeWWMX 33agay, KOTopylo Heobxoaumo pewwunTtb loCyaapcTBEHHOW TaMOXKEHHOM
cny:K6e YKpauHbl B 61mKaiLLeil nepcnekTUBe - 3TO BHEAPEHUE MeXKAYHAPOAHbIX HOPM U NPaBuA, KOTopble
NO3BO/IAT NepeiTU K NPUMEHEHUIO eAUHbIX CTaHAAPTOB B 061aCTU TAMOXKEHHOTO Ae/a U PeLlnTb BONpPOoChl,
CBA3aHHble C MPUCOeAUMHEHUEM K PAAY MEXKAYHAPOAHbIX KOHBEHLMW MO YMNPOLLEHUIO TaMOMKEHHbIX
npoueayp a TaK¥kKe OCyLLeCTBUTb NO3TanHoe cHnKeHne TAMOXKEHHOTO 3aKOHOA4,ATeNbCTBA U TAaMOMKEHHbIX
npoueayp, NpuMmeHseMbix B YKpauHe u ctpaHax EBpocotosa.

OTpenbHo cnefyeT BbloenunTb paboTy, HampaBNeHHYK Ha YCOBEPLIEHCTBOBaHWE W yMpolleHue
TaMOXEHHbIX MNpoLeayp, MPOBOAMMbBIX Ha TaMOMKEHHOM rpaHuLe, B YACTHOCTM, WArn K BHeAPEeHWto
«3NEeKTPOHHOW TaMOXHU» — MHOTOQYHKLMOHANIbHOMW  KOMM/IIEKCHOW  CUCTeMbl, o0b6beanHstowen
MHGOPMALLMOHHO-KOMMYHUKATUBHbIE TEXHOIOTUW U COBOKYMHOCTb MEXaHU3MOB WX NpuMeHeHus. OHa aaeT
BO3MOMHOCTb NMOBbICUTb KAYEeCTBO aAMUHUCTPUPOBAHMSA C LieSIblo obecneyeHns TaMmoXKeHHOM be3onacHocTH
YKpauHbl, NyTem:

TEXHOI0rMYecKoro obecneyeHus becnpepbIBHOTO NOTOKA, HAKOMIEHUSA U 06PabOTKM 31EKTPOHHOM
MHPOPMALUM MEXKAY TAMOMKEHHbIMU aAMUHUCTPALMAMM, OPraHammn rocyaapCTBEHHON BAAcTU YKpauHbl U
Ccy6beKTaMu BHELUHESKOHOMMYECKOW AeATeNIbHOCTH;

BHEAPEHUS HOBEMLIMX COBPEMEHHbIX 3/1EKTPOHHbIX MNPOLEAYpP TaMOMKEHHOTO KOHTPOAA U UX
COMpPOBOXAEHME;

CO30aHUA U MOALEPNKKM  OPraHU3aLMOHHO-TEXHUYECKMX CcUCTeM AN GYHKLMOHMPOBaHMA
BCEOOBEMIOLLMX aBTOMATU3MPOBAHHBIX NMPOLEAYP OLEHKM KaYecTBa UCNONHEHUA TAMOMXKEHHOTO AeNa;

MHGOPMALIMOHHOTO  obecneyeHWs MNPaBOOXPAHUTENbHON  OEATENIbHOCTM W KOHTPOAsA 33
nepemeLLeHMeM TOBAPOB.

B cBoe Bpemsa rocygapctBa-uneHbl EC MpuHANM pelleHve [eNCcTBOBaTb B pPamKax CTPYKTYpbl
«9neKTpoHHOW EBponbi» 1 yTBepanamn PewerHne CoBeTa OTHOCUTENBHO NPOCTON U 6e36yMakHOoM cpeapl AnA
TaMOXHU U TOProB/un.

EC pa3paboTan MHOrofeTHUIN CTpaTerMyecknin NnaH, paccuMTaHHbIM Ha BHeagpeHue ao 2013 roaa.
[na ero peannsaumm naaHMpyeTca BHECEHUE U3MeHeHUI B TaMOXeHHbIM KogeKe EC, rnaBHOM LieN1blo KOTOPOro
ABNAETCA MCNONb30BaHME MHOOPMALMOHHBIX TEXHONOTMA BMECTO BYMarKHbIX.

YKpavHa B CBOK ouepedb TaKXKe MOAAEP)KMBAeT M AeKknapupyeT HeobxoaMmocTb co3paHuA
«3neKTpoHHoro [MpaBuTenbCTBay».

Tak, noctaHosneHnem KabuHeta MUHUCTPOB YKpauHbl oT 24.02.2003 Ne 208 ycTaHOB/EHO,
4YTO OAHOM M3 MPUOPUTETHBLIX 33434 Pa3BUTUA MHOOPMALMOHHOIO obLiecTBa ABAAETCA MpeAocTaB/leHue
rpaxaaHam v pPUaNYECKUM Anuam MHGOPMALMOHHBIX U APYTUX YCAYT MyTEM UCNONb30BAHUA SNEKTPOHHOM
MHPOPMALIMOHHON  cUCTeMbl  «INeKTpoHHoe [paBUTeNbCTBO», KOTOpaA npusBaHa obecneunBatb
MHPOPMALIMOHHOE B3aUMOAENCTBME OPraHOB WMCMONHUTE/IbHOW BAACTU Mexay cobol, € rpaxaaHamu u
IOPULNYECKMMU IMLL@MU Ha OCHOBE COBPEMEHHbIX MHPOPMALLMOHHBIX TEXHONOTUIA.

C uenbto peanusaumm 3Tux 3agay focyaapcTBEHHOW TaMOXKEHHOM CyK60M YKpanHbl paspaboTaHbl
M BHeAPAITCA B MOBCEAHEBHYI AEATE/IbHOCTb 3/1EKTPOHHbIE AOKYMEHTbl, HeobxoAumble Ana uenen
TaMOKEHHOI0 KOHTPO/IA. B 4acTHOCTM, NpeanpUATUAMU, UMEIOLLUMWN KPEKMUM COLENCTBUAY, YIKE B TEUEHUU
O/NTENIbHOTO Mepuoga YCMewHO MCMOoAb3yeTca MexaHU3M MoAayu npeaBapuTe/bHOro yBegoMJIEHUA O
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HamepeHUW BBE3TU TOBaPbl Ha TeppUTOpPMIO YKpauHbl (M) UCKNOYUTENBHO B SNEKTPOHHOM BUAE.

Mosy4eHHbI NO3UTUBHDIV OMbIT UCMO/b3YETCA TAK¥Ke B UHbIX pa3paboTKax.
Mpusegem cneayowmii npumep.

Kak n3BecTHO, B C/ly4ae TpaH3MTa rPy30B *KeNe3HO40POXKHbIM TPAHCMOPTOM Ha YYaCTKaX, Ha KOTopble
pacnpocTpaHseTcs cdepa npumeHeHUs KOHBEHUMM O MeXAYyHAPOAHbIX *KeNe3HOAOPOXKHbIX NepeBo3Kax
(KOTU®), TamoxKeHHbIM opraHam nogaeTca HaknagHaa LM (CIM). Mpwu TpaH3nTe Kene3HoA0POMXKHbIX Fpy308
Ha APYrux yyacTKax TaMOXeHHbIM opraHam nogaetca HaknagHaa CMIC.

NcTopuyeckn cnoxuelwimMicA 6Gapbep Ha MyTM TPAHCTPAHUYHbIX MEePeBO30K He MNO3BOASAA
MaKCMMaJIbHO MCNO/Ib30BaTb PECYPCbI TPAHCMOPTHOM OTPACAU, MPUBOANA K AINTE/IbHbIM 334eP*KKaM rpy3oB
npu nepeodopmieHNN NepeBO30YHbIX AOKYMEHTOB. HO COBMECTHbIMW YCUAMAMM TOCYAAPCTBEHHOMO U
YacTHOro CeKTopoB 3ToT Bapbep 6bla NpeosoneH.

EauHasn yHmounumposaHHas HaknagHas LLMIM/CMTIC 6bina paspabotaHa B TedeHmne 2003-2006 roga no
MHUUMaTMBE f0CYyAapPCTBEHHOM aAMUHUCTPALMM XKeNe3HOA0POKHOro TpaHcnopTa YKpauHbl (YKp3anusHbium).
BBegeHWe TakoM HaKNaAHOWM ynpoLlLaeT NOrpaHUYHble NMPoLeAypbl M COKPALLAeT CPOK AOCTaBKU rpy3oB B
MeXAyHapoAHOM COOBLLEHNN, NOCKONbKY ee CMOTYT UCMO0/1b30BaTb CTPaHbl, B KOTOPbIX AEWCTBYET pasHoe
TPaHCMOPTHOE 3aKOHOAATE/IbCTBO:

CMTIC — CornalieHure o MexayHapoaHOM ¥Ke/le3HOA40POKHOM FPy30BOM COOOLLEHMM;

UMM — EanHbie npaBuia Nno 4OroBopy O MeXAyHapoaHbIX NepeBo3Kax rpy3os.

B pa3paboTKe AOKYMEHTA NPUHMMAM y4acTUE CNEeLUannCcTbl TPAHCNOPTHOM OTPAC/IU — XKeNesHbIX
popor YKpauHbl, fepmanuu, Monbwu, benapycu, Jlatsuu, Poccum n Jintesl, npu nogaepxke Komutetos OCHK/
(Opranmsaumm CoTpygHudyectBa *enesHbix [Jopor) M MexayHapoAHOrO KOMUTETA Kene3HOAOPOXKHOro
TpaHcnopTa.

PeweHwne o BHeapeHUN eanHo HaknaaHon LLMIM/CMIC 6bino npuHaTo Ha 34-i ceccum CoBelaHus
MwuHucTpoB TpaHcnopTa OCHK/, kKoTopasa coctoanach 13-15 noHa 2006 roaa 8 Codum.

OduumanbHO HaknagHasa BCTynuaa B AeictBue ¢ 1 ceHTabps 2006 roga. MNocne ee BHeapeHUA
rpy30Bble noesfAa NosyYnaun BO3MOXKHOCTb Cef0BaTh Yepes rpaHuLy 6e3 3aaep:ku Ha nepeodopmneHne
OOKYMEHTOB.

J[lBa TPaHCMOPTHbIX NPaBa - OAMUH NepPeBO30YHbIN AOKYMEHT.

MepBbiit noe3a crpy3om, obopmMmIeHHbIM Mo yHUGULMPOBaHHOM HaknagHow LLMM/CMIC, otnpasucs
21.07.2006 co cTaHumun AcnHosaTas [OHeLKON xene3How Joporv no maplupyty AcvHoBaTaa — LlaiTxanH —
Popsepr (fepmaHusn) 6e3 4ONOAHUTENBHbIX NepeodopmaeHuid. [py3 aKCNepMMeHTaNbHOTO Noesaa — CBbille
1120 TOHH NpoOKaTa YepHbIX MeTa/10B.

Celyac egMHOM HaKNaAHOM MOryT Mosb30oBaTbcA 25 cTpaH A3uum K EBponbl, KOTOpble ABAAOTCA
yneHamm OCHK/,. B yacTHOCTM, 3TO Takue CTpaHbl, Kak Kutali, CeBepHas Kopes, BbeTHam, MoHronvsa, a Takxe
BCe CTpaHbl BocToKa, umerowmne wnpuHy nytm 1520 mm.

OnpeaeneHHON HoBaLMen U, OAHOBPEMEHHO, CYLLLECTBEHHbIM acCMeKTOM Pa3BUTUA TPAHCMOPTHOM
cuctembl YKpauHbl ABNAETCA WMCMNO/Mb30BaHME TaK Ha3blBaeMbIX KOHTPEW/iepHbIX MepeBO30K, KOoTopble
npeaycmMmaTpmuBatoT NepeBo3Ky aBTONOE3408 Ha CNeLMaibHbIX Kene3HoA0POXKHbIX NaaTdopmax

Mo mopcyeTam 3KCMepToB, TaKMe MepeBO3KW MeHee 3aTpaTHbl BO BPEMEHHOM WU3MepeHuu, a, B
HEKOTOPbIX CAyYasnx, U B AeHexXHOM. Kpome Toro, opopmieHne JOKYMEHTOB Ha rpaHuue TpebyeT HaMHOro
MEeHbLLEe BPEMEHMU, YEM MPU NepecevyeHn HenocpeaCTBEHHO aBTOTPAHCMOPTOM.

B ¢pespane B 2003 roga no mapwpyTy Mnbuuesck (YkpaunHa) — Knalineaa (/luTea) Hayan KypcupoBaTb
nepBblil KOHTEMHEPHO-KOHTPEMUNEPHbBIN Noe3 KOMOUHNMPOBAHHOTO TUMNA «BUKUHIY B HanpasaeHun YepHoe
mope — Bantuiickoe mope 1 06paTHo.

C 2007 roga TaKue e nepeBO3KM OCYLLLEeCTBAAIOTCA HAa MaplupyTe Ogecca-Knaineaa.

Kpome Toro, nepeBo3ynkamu aKcnayaTmpyeTca noess KOMOMHUMPOBAHHOTO TPaHCNopTa «Apocaasy» ¢
MeXAyHapoaHbIM coobuieHnem Kues (YkpanHa) — Cnaskys (Monblua). [leno B Tom, YTO Yepes NyHKT NpomnycKa
«M30B» Ha YKPaWHCKO-MONbCKOWN rpaHuULLEe NponeraeT eguUHCTBEHHbIW B YKpauHe Kene3HOLOPONXKHbIN NyTb
WrpuHON 1520 MM, BbIXOAALWMI 3@ Npeaesibl TEPPUTOPUMN YKPaUHbI, KOTOPbIA TAHETCA NOYTU A0 HEMELKOM
rpaHuupl. B coBeTckoe BpemA OH NIaHMPOBANCA KaK CTpaTermyecknii. A cerogHsa, NpMHMMasa BO BHUMaHWe
ele M 3KOMIOTMYECKUIA acmeKT, STOT MapLIPyT MCMONb3YeTCA C LeNblo yaelleBleHUA CTOMMOCTU FPy30BbIX
nepeBO30K, BeAlb He HYXXHO TPaTWUTb CPeACTBa Ha NePecTaHOBKY Moe3aa Ha eBPOMENCKYI0, KyY3KYo» Ko/elo.
[a v BoguTenu rpy3oBMKOB YyBCTBYIOT ceba 6Ge3onacHee B Kyne BaroHa, Yem BO Bpems OJUTE/bHbIX,
W3HYPUTE/IbHbIX PeicoB No Aoporam YkpauHbl 1 MonbLuu.

C uenblo opraHu3auMu B3aMMOAEMNCTBUA KENe3HbIX AOPOr U TaMOXEHHbIX OpPraHoB YKpauHbl
npyn obecnevyeHNMM [OCTaBKM TPAH3UTHbIX TOBApPOB, NEPEBO3UMbIX KENe3HOAOPOMKHbIM TPAHCMNOPTOM,
focTamorKenyKboi paspaboTaH HOPMATMBHbLIN AOKYMEHT OTHOCUTE/IbHO NPUMEHEHUA YHUDULUPOBAHHOM
HaKknagHoi LUM/CMIC B KauecTBe TaMOXXEHHOI AeKlapaLumm, No4aBaemMoili B SN1eKTPOHHOM Buae.

Takaa MOCTaHOBKAa 3afayu ABNSETCA MNPUEeMJIEMOM W MPMBLIYHOM A1 TaMOMKEHHbIX OPraHoB
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YKpauHbl.

Ha npoTaxeHun nocnegHuUx [ecATM JIeT HaMKu  OCYLLEeCTBAANOCb MPUMEHEHME HOBEWMLIMX
MHGOPMALMOHHbIX TEXHOJIOTU, yCOBepLUeHCTBOBaHMe yxe CYLLLeCTBYOLLMX NOCTPOEHHbIX
aBTOMAaTU3UPOBAHHbIX CUCTEM U Pa3BUTUE COBCTBEHHbIX UHPOPMALIMOHHbBIX PECYpPCOB.

B pesynbTaTte co3gaHa uUeHTpasibHaa 6a3a AaHHbIX 3N1EKTPOHHbIX KOMUIA FPYy30BbIX TAaMOMXKEHHbIX
AeKknapaumii, aBTOMaTM3MpPOBaHbl NPOLLECChbl KOHTPOAA [OCTaBKM FPy30B M TaMOMKEHHOro obopmneHwms,
CO3/,aHa BHYTPEHHAA 3/IEKTPOHHAA MOYTa U TPAHCMOPTHYHO CeTb CMYTHUKOBOM CBA3M, HAYaATO MOCTPOEHUe
BE4OMCTBEHHOM TEIEKOMMYHUKALLMOHHOM CETU U KOMMJIEKCHOM CUCTEMbI 3aWMUTbl UHGOPMaL UK.

CnenytowniiaTan BKAOYAET CO34aHME COBPEMEHHbIXMEXaHW3MOB, Pean3yoLMx MHGOPMaLMOHHbIe
TEXHOMIOTMM TAMOMKEHHOTO 0DOPMIEHNA U KOHTPO/IA 33 TAMOXKEHHOM AeATENbHOCTbIO.

DaKTUYECKM Co34aHMEe W OpraHM3aumMa 3N1EeKTPOHHON MHPOPMALMOHHON cpeabl B TaMOMKEHHbIN
cnyxbe - 310 Nepexon, oT UHGOPMALMOHHOTO XPAHUIMULLA K MHOPMALMOHHO-CMPAaBOYHOM cUCTEME, KOTOpas,
B CBOK OYepesb, HyXAAeTcs B MNpeBpalleHMM B aBTOMATU3UMPOBAHHYK WCMOIHWUTENIbHO-KOHTPObHYO
cucTemy.

KpaeyronbHbiM KaMHeM, Ha KOTOpOM 6asupyeTcs BbleNpUBEAEHHas CUCTEMA, U €eCTb YKe
YNOMSHYTas «INEeKTPOHHAA TaMOMHSA», COCTAaBHbIMW 3/1IeMeHTaMU KOTOPOM ABAAIOTCA TakMe NMOACUCTEMDbI,
KaK:

3/IeKTPOHHOE AEeKNapUPOBAHUE;

3/1EKTPOHHbIN AOKYMEHTO0H60pOT;

aHa/IN3 PUCKOB U YMPABNEHUE UMU;

KOHTPOJIb 33 TPAH3UTOM;

elMHas Me)KBeJOMCTBEHHas aBTOMAaTM3MPOBAHHAA cucTeMa cbopa, XpaHeHus UM 0bpaboTku
MHGOPMALLMK, B TOM YKNC/IE OT PasHbIX BEAOMCTB;

aBTOMAaTM3MPOBAHHOE OCYLLECTBEHME BCEX BUAOB KOHTPOAS;

yHUdULMpPOBaHHasA 6a3a HOPMATUBHbIX U CMPABOYHbIX AOKYMEHTOB, UCMO/b3YEMbIX B TAMOMKEHHbIX
uensx;

MHPopMaLMOHHOe obecrneyeHne NOCT-ayanTa 1 NPaBOOXPAHUTENBHON AeATeIbHOCTU.

To ecTb BMeCTO MpuAaTKa K TaMOXKEHHbIM MpoLesypaM OHa [O/IKHA CTaTb He TOJIbKO AApPOM
TAaMOMEHHbIX TEXHONOIMA, HO U UHCTPYMEHTOM YMNpaBAEHUA TaMOXEHHOW AeATe/NbHOCTblO, MABHbIM
mexaHM3mMom obecneyeHMUs TaMOXKEHHOTO KOHTPOA.
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BbI30Bbl TpPETbero TbiCAYENETMA TMOKA3blBAOT, YTO OCYLLECTB/IEHME TaMOMKEHHOrO Jena Wu
adpdeKTBHasA AeATenbHOCTb [0CYAapCTBEHHOM TaMOMKEHHOM Cay»K6bl YKpauHbl BO3MOMHbI AULWb MpU
ycnoBumn obecneyeHmns TamMOMXKEHHbIX OPraHOB COBPEMEHHON KOMMbIOTEPHON TEXHMKOW U MCMOb30BaHMUA
COBPEMEHHbIX TE/IEKOMMYHUKALMOHHbIX CETEN 151 OPraHmn3aLMmM aBTOMATM3MPOBAHHOTO MHGOPMALLMOHHOTO
obmeHa KaK B npezesiax TaMOMKEeHHOM C/yKObl, TaK 1 € APYTMMU MUHUCTEPCTBAMW M BEAOMCTBAMM YKPauHbI,
a TaKKe C opraHamm 3apyberkHbIX rocyaapcTs.

Co BpeMeHM CO34aHNs TAMOXKEHHOM cly»KObl YKpauHbl 60/1blIOe BHUMaHWe yaenseTtcs pa3paboTke
M BHegpeHuo EAMHON aBTOMATM3MPOBAHHON MHOOPMALMOHHOW CUCTEMbI TaMOMEHHbIX opraHos (EAUC),
Ha3HaYeHWe KOTOpPOW — BbIMOAHEHUE YHKUMOHA/bHbBIX 334a4 TAMOXEHHbIX OPraHOB C MCMO/b30BaHMEM
nepefoBbiX TEXHOMOMMIM nepefaynm M o6paboTKM MHGOPMALMM C MOMOLLbIO CPEACTB BbIYUCAUTENIbHOM
TEXHUKU U CBA3MW.

Ewe 27 miona 1993 roga npuHATa KoHuenuma co3gaHna EAUC n nnaH ee peanusauunun. Uenvto
co3pgaHna EAUC saBnsetca nosblweHne 3¢eKTUBHOCTM (GOPMMPOBAHUA W OCYLLECTBAEHUA eauHOWN
TaMOXXEHHOM MONTUKMN FOCYAaPCTBA U AeATE/IbHOCTM TAMOXKEHHbIX OPraHOB BO BPEMS BbINOJIHEHMA OCHOBHbIX
M BCMOMOraTe/ibHbIX GPYHKLMIA C MOMOLLbIO COBPEMEHHbIX CPeACTB 3/IEKTPOHHOM TEXHWUKM, CPeACTB nepesaym
[OaHHbIX, MaTEMaTUYECKNX METOA0B, NEPCNEKTUBHbIX KOMMbIOTEPHbIX TEXHOIOTUIA.

EAUC 3a KOpOTKOe BpemA npeBpaTuaacb B YHWKA/bHbIA WMHCTPYMEHT peann3aumm OCHOBHbIX
TAaMOXEHHbIX MHPOPMALMNOHHBIX TEXHOJ/IOTUIA Ha BCEX YPOBHAX: OT TAMOXEHHOro MocTa A0 LLeHTpasibHOro
annapaTa TaMOXKeHHOW CyKbbl YKpauHbI.

AHa/IOrMYHbIE CUCTEMbI CO34aHbl M CO343OTCA 32 PyOEKOM MPAKTUYECKM BO BCEX TaMOMKEHHbIX
cnyxkbax passutbix ctpaH. Hanpumep, 8 CLUA, AHrinm, ®@paHuum, fepmaHnm Taknme cucTeMbl CO343aBasMCh
cBbilwe 20 1eT B COOTBETCTBMM C HALMOHA/IbHbIMM TaMOXKEHHbIMU NMPaBUIaMu.

Ons TOro, 4ytobbl OCYLLECTB/ATL KOHTPOJIb 3@ 3KCMOPTOM, MMMOPTOM W TPAH3UTOM FpPy30B Ha
OOCTAaTOYHO 60/bLIOM TEepPPUTOPUM TFOCYAAPCTBA, a TakxKe 3¢ddeKTMBHO obmeHMBaTbCA Heobxoanmon
MHbOpMaLMEN, HAMM CO34aHa LWIMPOKasA TeJEKOMMYHUKALUMOHHAA ceTb, CBA3aBLas mexay coboi bonee
7 TbICAAY KOMMbIOTEPOB BO BCEX TAMOKEHHbIX opraHax. OgHa u3 ee coctasastowmx — 6onee 250 ctaHUMiA
CMYTHUKOBOM CBA3MW.

[JaHHasa TeNeKOMMYHMKaLMOHHAasA CUCTEMA MMeEeT TPEXYPOBHEBYHO apxmntekTypy «KnneHTt-Cepsep» u
NO3BONAET KakK MPOU3BOANTb OBMEH 31EKTPOHHbIMU daiiamm, Tak M UCNONb30BaATb FOI0COBYIO TenedOHHYH0
CBA3b.

Ha cerogHa EANC cocTOMT M3 NATU OCHOBHbIX, NOACUCTEM:

1) aBTOMaTU3MPOBaHHAA NOACMCTEMA TAMOMXKEHHOTO 0pOpPMIEeHUS;
2) TaMOKeHHas aAMUHUCTPATMBHO-NPaBOBan NOACUCTEMA;

3) TaMOXeHHas nogcuctema MHGOPMaLMOHHOM 6e3onacHocTy;

4) TaMOKeHHas BHeWwHAR MHGOPMaLMOHHAA NOACUCTEMS;

5) TaMOKEHHas TeIeKOMMYHMKaLMOHHAaA noacucTema.

Co3pgaHune EANC npmn3BaHO pelunTb TakKMe OCHOBHbIE 334a4K:

e ¢dopmupoBaHMe 06 BEKTUBHOW TAMOKEHHOM CTAaTUCTUKN C MAKCUMA/IbHBIM
BpeMeHeM 3aepKK1 nHbopmauun He 6onbliee 12 yacos;

e obecneyeHne MHOOPMALMOHHOTO B3aUMOAENCTBUA COOTBETCTBYHOLLMX
noapaszeneHnin TaMoxKeHHOM cnyxbbl B Bonpocax 60pbbbl c KOHTPabaHAOM U HapyLeHnem
TaMOXEHHbIX MpPaBWA, OOBEAEHUS PErNameHTUPYIOWUX AOKYMEHTOB A0 UCMONHUTENeN
M KOHTPOJIb 32 WX BbINOJIHEHWEM, MOAAepPKKa B aKTya/lbHOM COCTOAHWM HOPMATUBHO-
CNPABOYHOM U OTYETHOW MHDOPMALMK KaK B LLeHTPaIbHOM annapaTe, Tak v B MOAYNMHEHHBIX
TaMOXKHSX;

e yboKas M BCECTOPOHHAA aBTOMATU3aLMA MPOLECCOB TaMOMKEHHOTO
opopMneHUs, ydeTa TaMOMKEHHbIX NIATEeXKel; y4yeTa KagpoBOro cocTaBa; byxraatepckoro
yyeTa; dMHaHCcoBOro obecrneyeHus; yyeta pacnpeseneHns 1 NnonosHeHUs MaTepUanbHbIX
pecypcoB; yyeTa v KOHTPO/IA UCMOJIHEHUS PELleHUI Ha BCeX YPOBHSAX CUCTEMDI;

e obecneyeHne aBTOMATM3MPOBAHHOTO WMHOOPMALMOHHOIO O0bBbmeHa ¢
APYTUMU MUHUCTEPCTBAMM M BEAOMCTBAMM a TaKKe C 3apyberkHbIMM OpraHu3aumamu;

* nepexos, Ha COBpPEMEHHble WHOOPMALMOHHbIE TEXHONOTUU U
MeXyHapoHble CTaHAAPTbI, @ TaK}Ke pa3paboTKa maTepuanbHoi 6asbl 418 3GPEKTUBHOTO
MCMNO/Ib30BaHUA TAMOMKEHHbIX SKCMEPTHbIX CUCTEM.

OnucaHHble Bbllle HOBOBBEAEHMUSA HEOOXOANMbI A/19 KOOPAMHALMW HanpaBieHni
PasBUTUA TaMOMXKEHHbIX OpPraHoB YKpauHbl, KOTOpble [O/XHblI ObiTb OCHOBAHbl Ha
MHPOPMALIMOHHbIX TEXHONOTUAX M B OCHOBHOM COBMagaTb C NMPUHLMMNAMU AEATENbHOCTU
M MexaHU3MaMu peanmnsaumm QGYHKUMIA TaMOXEHHbIX CIyX6 Beaywmx CTpaH mMupa,
6a3MpoBaTbHCA Ha MEXAYHAPOAHbIX KOHBEHLMAX U PEKOMEHAALMAX.
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3TO TaKKe Ba)KHO A1 BOMJIOWEHMUA B KM3Hb MEXAYHAPOAHbIX CTaHOAPTOB
KayectBa (no Tuny cepumn ISO), KoTopble ABAAIOTCA 3Ta/IOHOM A1 CO34AHUSA U OLLEHKM
CUCTEM KayecTBa, B TOM YMC/Ee KayecTBa BbIMOJHEHUS TaMOMEHHOro Aena, YTo, B CBOIO
oyepenb, saBnfeTca 6a30M 417 OLEHKN TaMOXKEHHOM 6e30MacHOCTU YKpauHbl.
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International networks and global supply
chains: a UK end-to-end perspective

James Wiltshire, Lead Economist, International Networks, Department for Transport,
United Kingdom

Background

In its response to the Eddington Transport Study and the Stern Review of Climate Change?, the UK Department
for Transport explicitly recognised the importance of focusing policy on whole journeys rather than the more
traditional, mode-centric approach to policy development. As a result, the Department has reorganised itself
around three priority sets of networks; city and regional networks (in particular congested urban networks),
national networks (particularly strategic inter-urban corridors), and international networks (key international
gateways for passengers and cargo, as well as their associated hinterland connections).

As an open economy and a trading island, the importance of reliable, efficient, resilient and sustainable
international end-to-end journeys are critical to supporting the competitiveness and productivity of the UK
economy. Congestion and delays in and around ports and airports as well as on key hinterland routes impose
significant costs on UK consumers and businesses and are a deterrent to inward investment.

Improving the movement of passengers and freight across their end-to-end journeys and understanding
where pinch points exist is essential to ensuring that interventions are targeted at those measures which will
be most effective in delivering improvements for transport users. A key step to achieving this is to develop a
systematic understanding of the journeys of both freight and passengers from an end-to-end perspective.

The challenges of a network approach

The performance of a transport network is only as good as the weakest link of the chain. Ultimately transport
user experience and behaviour are determined on the basis of the aggregate characteristics of whole journeys,
such as speed, cost and reliability, rather than on the individual attributes of single modes.

For example, a passenger flight from London Heathrow to Frankfurt will typically take around 90 minutes.
However a passenger’s journey from an office in central London to Heathrow Airport, through the airport,
and on to Germany will involve multiple stages, multiple modes of transport and will on average take around
5 hours.

The diagram below illustrates the multiple parties responsible for delivering a passenger journey to, through
and from London’s Heathrow airport:

Getting to where you want to get
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1 As set out in Towards a Sustainable Transport System, October 2007

-110-



In most cases, for both passenger and freight transport, there is significant fragmentation, with multiple
organisations involved in the end-to-end journey and potential risk of ‘failure’ at the numerous interfaces
such as intermodal connections or interaction between different regulatory authorities.

Vertically integrated transport providers internalise the end-to-end journey to a greater or lesser extent, but
even the most integrated business models in the logistics sector involve multiple actors, with the potential for
inefficiency at the interfaces between different stages within the supply chain.

The international gateways and networks serving the UK operate in a liberalised market environment, with
global operators and service providers and little direct involvement by national government. It is important
for both the Department and industry stakeholders to recognise that the level of influence the Government
has over each stage of the journey varies, and in some cases is limited.

Increasingly, the Department is adopting a coordination and informing role rather than taking ownership and
control of each stage, requiring close collaboration between Government and industry.

Given that the various organisations in the journey chain, including government agencies with responsibility
for such important functions as security, immigration checks and customs controls, will optimise performance
on the basis of the legs that they control, the resulting outcome could be sub-optimal from a whole journey
perspective.

By adopting a network approach to policy development, overlapping across modes of transport and
organisationsin the chain, the Department will be better able to take a holistic view of the world and effectively
perform the co-ordination role. End-to-end analysis provides the potential for optimisation across the whole
journey.

Benefits of End-to-end analysis

End-to-end analysis is an important tool for understanding where there are pinch-points in supply chains.
Such pinch-points will often occur at the interface between different modes in the end-to-end journey or
at other points where responsibility falls to different agencies. For international networks, border crossings
present an additional set of interfaces. End-to-end analysis enables processes such as customs, immigration
and security procedures to be explicitly incorporated into mainstream analysis alongside. Similarly, end-
to-end analysis recognises the importance of effective hinterland connections as a key part of competitive
international networks.

As well as providing a holistic overview of pinch points, the end-to-end framework is capable of providing a
comprehensive analysis of a range of potential policy interventions. It can be used to encompass infrastructure
performance, intermodal connections and interoperability, border crossing procedures, security requirements
and other potential solutions to system inefficiency along the journey or supply chain. Potential interventions
alongthe supply chain can be appraised on a consistent basis to ensure that the value of potentialimprovements
across the journey is maximised.

The analysis can be used as an effective tool for demonstrating the potential for optimisation across the supply
chain, enabling mutually beneficial improvements to be achieved through enhanced coordination between
players, with or without government intervention to facilitate cooperation. Indeed, building long-term
relationships with stakeholders across the end-to-end journey is a key element and benefit of the approach.

In summary, by thinking end-to-end both private and public sector organisations can focus resources on those
improvements which offer the most effective outcomes for the journey as a whole to the benefit of both
transport users and transport providers.

UK End-to-End analysis

Working with key industry stakeholders, the Department is developing an evidence base that enables analysis
of the end-to-end, multi-modal journey of passengers and freight through the UK’s key international gateways.
The Department has drawn on this emerging evidence base in a suite of documents which focus on the end-
to-end journeys through a number of the UK’s major international gateways.
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With regard to passengers, the air passenger experience through the UK’s top 5 airports has been analysed:

Heathrow Airport (November 2007)

Luton Airport (August 2008)

Manchester Airport (August 2008)

Stansted Airport (August 2008)

Gatwick Airport (planned publication February 2008)

...................................
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Air Freight (planned March 2008)

The documents lay out some of the quantitative and qualitative data collated by DfT and our strategic partners
to give a picture of what the end-to-end supply chain journey looks like. The data provides a series of snapshots
through the journey, rather than a continuous assessment of an individual container’s movement.

In addition, the studies have highlighted areas where the existing evidence base is either incomplete or does
not allow for data to be analysed on a consistent basis across gateways or across modes. These evidence gaps
will inform future strategy regarding data and indicators.

Applications of end-to-end analysis in policy development

Evolving UK transport strategy? reflects the end-to-end journey approach that the Department is adopting for
international networks.

The end-to-end analysis produced to date has already been instrumental in driving forward a number of
important policy initiatives, some of which are already delivering benefits for passengers and businesses;

e Enhanced co-operation between the Department for Transport and the Borders and Immigration Agency
to deliver new challenging targets and performance for immigration queues at UK airports, including
London Heathrow;

2 As set out in Delivering a Sustainable Transport System, November 2008
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e Speeding up the delivery of key schemes to improve transport links to some of the UK’s most important
airports and ports, including:
- road access to Felixstowe, Harwich and Immingham ports;
- road improvements on key routes between Felixstowe (UK'’s biggest container port) and the main
logistic operations in the Midlands;
- improved road access to Manchester airport; and,
- rail access to the Thames Gateway, London and Haven ports.

e Underpinning reforms in the economic regulation of airports — “to improve the passenger experience;
e Increased passenger surveys to better understand perceptions of passengers using UK airports;

e Technical analysis into the resilience of runways and practical techniques to improve operational
performance — plus work to understand the optimum resilience;

e Improved working relationships with stakeholders across the delivery chain

End-to-end analysis is an important addition to the Department’s evidence base, and will become a crucial
tool for supporting future policy development, both in terms of ‘quick-win’ improvements and longer term
strategy.

Future applications

The analysis to date has largely focused on the economic efficiency of international networks, but it is clear
that the approach also has applications in addressing the other key challenges which the Department is facing;
climate change, safety, security and health, quality of life and equality of opportunity.

The Department’s end-to-end analysis has focussed on the UK legs of journeys and supply chains to, from and
through key gateways. Development of a consistent set of international indicators would enable end-to-end
analysis to be applied to international links, allowing policy options to be appraised across borders as well as
within them.

Future work on a bilateral or multilateral basis could look at developing similar analysis for key international
corridors, such as London-New York, Europe-Asia or the European Union Trans-European Networks or other
corridors of particular economic importance.
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Romanian logistics market: the road
iInfrastructure hamper the development
of logistics

Marilena Matei, General Manager of Trafic Media SRL, The Publisher of Tranzit and
Logistica magazines

The Romanian logistics market has developed greatly since 2007. Most of the main logistics operators in
Europe are present in Romania, developing modern warehouses and logistics processes together with local
companies which are able, in some specialized segments, to compete equally with the multinational companies.
Most of the multinationals preferred to start their own subsidiaries from zero — DHL, Norbert D’Entressangle,
Ceva Logistics etc. -, others bought small local companies — Willi Betz, DSV, Waberer’s, TNT etc. It came as a
surprise when, in 2008, DB Schenker paid around 90,000,000 EUR to the 2,000 shareholders of Romtrans SA,
the oldest Romanian forwarding company with offices and warehouses spread all over Romania, to take over
the activity of the local company and answer at its customers’ needs in this market area.

The most attractive areas dedicated to the logistics developments are Bucharest (because of the almost 4
million inhabitants living and working here); Constanta harbour (the biggest port at the Black Sea, with real
advantages in terms of time and distances in transiting goods coming from Asia towards Central and Western
Europe, Timisoara and Arad) with investments in automotive and light industries; and Pitesti (where Dacia car
plant bought by Renault 10 years ago helped develop a significant local transport and logistics base).

The biggest foreign investments focused on automotive industry

The success of Dacia Logan in Romania and all over the world contributed to the enlargement of the
production year by year, in 2008 being realized a production of over 300,000 cars and kits for other 700,000
cars produced. The plans for 2009 were aiming 400,000 cars produced in Romania and 800,000 cars produced
abroad with components made in Romania, but the economical crisis hitted dramatically the automotive
manufacturers and also the logistics operators and transport companies involved in this business. Moreover,
one of the biggest foreign investments in Romania in 2008 — Ford’s acquision of the car factory in Craiova
(southern part of the country, too) produces no effect today in the logistics business, because the production
plans are frozen until the automotive market is out of crisis. Ford was supposed to start in 2009 with 300,000
cars manufactured and 300,000 engines, which could have contributed significantly at the development of
the logistics activity at the national level.

Other producation facilities in compnents and tires suffer also due to the severe crisis of the automotive
market.

Textile and wood industry cannot rely on cheap labour

Romania is not any more as cheap as the biggest manufacturers in the clothing industry or wood industry
are searching, therefore 2008 almost marked the retirement of the textiles distributors out of the Romanian
market. Most of them went to Republic of Moldova, China or Egypt to continue the lohn production for the
European retail network of clothes.

The situation is similar in the wood industry, lkea being one of the European manufacturer which closed a
Romanian factory last year.

The situation is similar in other business, too. Kraft and Nestle announced they will leave Romania to invest in
the neighbourhood, because of the cheaper costs, but, at the same time, less qualitative work and educational
level.

Important names who invested in Romania

e Car producers- Renault, Ford

e Automotive - Calsonic Kansei, Honsel, Pirelli, Continental

e Electronic industry- Microsoft, Eriksson, Oracle - IT, Nokia, Solectron, Celestica
e Construction materials - Saint Gobain, Holcim, Lafarge, Heidelberg

e Metal industry - Arcelor Mittal, Samsung Steel

® Finance - Erste Bank, BRD -SG, Millenium, ING, ABN Amro

e Petrol - OMV , KazMunai
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TOP interest fields for foreign investors
e Bio-diesel

e [TC

e Construction

e Farmaceutic industry

e Finance

e Communications

Investors interested in Romania:
e European Union

e Asia

e SUA

e Africa

Almost 2 million sq m of class A warehouses

Starting 2007, the real-estate market has constantly increased, offerring one important source of money for
the national and local budgets from taxes and fees. The price per sqg m of the land has doubled at least in the
last two years, since the beginning of 2009 facing a correction on the market of the land price.

Meanwhile, lots of projects have been concluded in 2008 and some of them will be finalised this year. At
the end of 2008 we had almost 1.9 milion sq m of modern warehouses in use all over Romania, almost half
of it being developed in Bucharest — 800,000 sq m, the Capital of Romania concentrating almost 40% of
the financial power of the country. Another important pole of logistics capacities is Ploiesti (250,000 sq m
of logistics capacities), a city located at 60 km to Bucharest, a developed industrial area due to the biggest
oil refineries in Romania, but also to lots of other production capacities: beverages, automotive industry,
cosmetics etc.

Beside this important pole of logistics developments in the Southern part of the country (Bucharest-Ploiesti),
other important warehousing capacities were created in the Western part of the country (Timisoara/Arad).
These cities with important investments in automotive industry (Conti Group facilities, Hella etc.) and light
industry totalized at the end of 2008 650,000 sq m of logistics warehouses.

For 2009 there were estimated only in Bucharest to be finalised 300,000 sq m of warehouse, but due to the
economical crisis there is expected only one third to be continued. The situation seems to be more attractive
in the rest of the country, again Timisoara (100,000 sq m), but also cities in the center of the city — Brasov
(33,000 sq m), Sibiu (14,000), Cluj-Napoca (64,000) —try to recover the lost time. But for the moment nothing

Key Industrial Market Indicators for Bucharest, 2004-2009

2004 2005 2006 2007 2008 Forecast 2009
Total supply (sq m) 110.000 185.000 300.000 530.000 800.000 1.100.000
Annual supply (sq m) 75.000 115.000 230.000 270.000 300.000
Annual take-up (sq m) 40.000 75.000 113.000 222.000 260.000 285.000
Vacancy rate (%) 0 0 2 3 4 5
Prime rents (€ per sq m) 6-6.5 5-5.5 4.5-5 4.25-4.5 4.2-4.5 4.2-4.5

Industrial projects completed in Bucharest Q1 2008 — Q3 2008

Project Area (sq m) Developer Nationality
Bucharest West 60.000 Portland CZE/USA
Cefin Logistics Park 45.000 Cefin ITA

Equest Logistic Center 38.000 Equest UK

A1l Business Park 20.000 Cefin ITA
NordEst Logistic Park 16.000 EFG UK

Chitila Logistic Park 11.000 UBM AUT
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Key Industrial Indicators for the Countryside 2007-2009

Arad Timisoara | Brasov Sibiu Cluj/ Oradea | Pitesti Ploiesti
Turda

Total supply (sq m) 210.000 | 320.000 50.000 | N/A N/A N/A N/A 250.000
including owner
occupiers 2007
Annual supply (sq m) 70.000 50.000 N/A N/A N/A N/A N/A N/A
2008 (for lease)
Vacancy rate 2008 (%) | 71 20 5 N/A N/A N/A N/A 3
Prime rents (€ per sq 4-5 4-5 4-5.5 4-5.5 4555 | 45 45-55 | 4-5
m)
Annual supply (sq m) N/A 100.000 33.000 | 14.000 | 64.000 | 17.000 | 32.000 | 35.000
20009 (for lease)

is certain about the announced projects, lots of them being already given in (in Bucharest, Constanta or
Brasov).

The road infrastructure - Achilles’ heel

Even if there were huge investments in Romania in the last 2-3 years, the Romanian authorities were unable
to set up a viable strategy for ensuring the development of the road infrastructure, absolutely necessary
to support the economy. With huge expenses and lots of fights between the political parties, Romanian
Governments after 1990 were able to conclude only 270 km of highways, not even these being now in good
conditions.

Romania has a network of about 80,000 km of roads, from which 20% are national roads. The number of roads
is the same for about ten years.

The transport companies struggle the fiercest times

Romanian transport companies develop tremendously in the last ten years, when the local authorities
implemented immediately all the European regulations and directives. This caused the rapid renewal of
the national fleet of commercial vehicles. At the moment, there are almost 27,000 transport companies in
Romania, with a total fleet of 122,000 commercial vehicles above 7.5 tons GVW.

Most of the transport companies have less than 10 vehicles (25,382 transport companies) and 1,800 have 10-
30 vehicles. Only 68 have more than 100 vehicles, 129 companies have 50-100 vehicles and 241 have 30-50.
The problem is that the economical crisis has almost burried the transport activity in Romania. The prices
accepted for transpor are less than the cost/km, the market being overcapacitated. At the same time, the
level of exports were always small, Romanian transport operators financing their activity by carrying imported
goods. Due to the economical crisis, the imports reduced all of a sudden and everything has almost stopped
on the market.

If the harsh conditions on the market will be overpassed, the biggest Romanian fleets, whose activities
are supported also by some logistics activities could be saved from bankruptcy. But 2009 will be a year to
remember for the transport companies in Romania who bought more trucks than needed in 2007 (almost
14,000 new heavy trucks), just to have them if some opportunity comes. In 2009, there will be few thousands
of trucks repossessed by the leasing companies in Romania.

All the developments on the Romanian market — both in the transport and logistics business — are more
difficult to sustain, because most of the investments done by the local companies are coming from external
loans, which weighs heavily on the Romanian entrepreneurs’ shoulders.
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Transporte por carretera, infraestructuras
y trafico de mercancias en las fronteras
espanolas

Vicente Sanchez Cabezon, presidente del Centro Espafiol de Logistica (CEL)

En 2007, en el prélogo del estudio del Banco Mundial sobre competitividad logistica de los paises, Danny
Leipziger, vicepresidente y director del Network Poverty Reduction and Economic Management, descubria el
nuevo incentivo que supone, tras la generalizacion de las cadenas de suministros globales, mover mercancias
de un punto A a un punto B de forma rapida, fiable y barata.

Precisamente, la calidad de las infraestructuras y la agilidad de los trdmites aduaneros son dos de los aspectos
decisivos en la mejora de la eficacia logistica y del aumento del comercio internacional.

El lugar geografico e histdrico que ocupa Espafia en el Mundo nos ha permitido sentirnos punto de acceso en
diversos momentos: primero fuimos puerta de acceso a Europa para invasores y comerciantes de todo tipo,
bereberes, fenicios, griegos; después puerta de América para Europa, puerta de Portugal para Francia; o a dia
de hoy, primer paso del comercio europeo hacia Africa y de los envios comerciales africanos a Europa o punto
de acceso a los mercados europeos para las economias latinoamericanas, sin contar que somos el primer pais
exportador de frutas y verduras del mundo, mas de 4 millones de toneladas anuales.

Actualmente, los principales pasos de mercancias y personas de la Peninsula Ibérica se encuentran en las
areas costeras. Tanto en la frontera franco espafiola: Irin-Hendaya, en primer lugar, La Jonquera - El Pertus
(carretera) y Cervera del Rosselld - Port Bou (ferrocarril), aunque sin llegar a los niveles de otras fronteras
europeas, entre las que destacan las fronteras Francia-Bélgica, Bélgica-Holanda, Holanda-Luxemburgo,
Francia-Alemania o Francia-Suiza; como en los pasos fronterizos con Portugal, también en zonas costeras, Tui
-Valenga do Minho en el norte y Ayamonte - Vila Real de Santo Anténio, en el sur.

La frontera hispano portuguesa, no obstante, registra unos flujos menos importantes, como corresponde
a un espacio situado en una posicion periférica en el contexto europeo, y a las circunstancias histéricas de
ambos paises que les ha hecho vivir de espaldas en muchas ocasiones. Por otra parte, la posicion geografica
del principal centro urbano y econémico de la peninsula (Madrid) condiciona la importancia de dos pasos
fronterizos interiores (Vilar Formoso - Fuentes de Oforo y Caia -Badajoz), sobre todo en lo que se refiere a
transporte de mercancias.

Los datos de evoluciéon de la movilidad mds recientes (2000-2005) apuntan un aumento del flujo medio anual
de pasajeros a través de la frontera hispano-portuguesa del 9,8%. Aumenta, sobre todo, el trafico de viajeros
por carretera (35%) y en avion (21,4%), disminuyendo significativamente los modos fluvial y ferroviario entre
los afios 2004 y 2005. Entre 2004 y 2005, se estimo un crecimiento de cerca del 35% en el nimero de pasajeros
que cruzaron las carreteras fronterizas en ambos sentidos. En el transporte de mercancias, aumentan los
volimenes transportados por carretera (11,1%) y por via maritima (9,9%). Los volimenes de mercancias
transportados en ferrocarril experimentaron un descenso del 1,2% en el mismo periodo (2000-2005).

Los ultimos datos aportados por el Observatorio Transfronterizo Espafia-Portugal indican que el transporte por
carretera mantiene una linea ascendente desde 1992, en detrimento del transporte ferroviario y maritimo.
Asi, durante 2004 se transportaron un total de 25,6 millones de toneladas-kildmetro entre los dos paises, de
las que el 82,5 por ciento viajaron por carretera (grafico 1), el 13,6 por ciento por via maritimay el 4 por ciento
por ferrocarril.

Ademas, las transacciones comerciales de ambos paises con otros estados de la Unidn Europea aumentan de
forma continuada.

El vigente Plan Estratégico de Infraestructuras y Transporte (PEIT) espafiol, aprobado en julio de 2005 y con la
vista puesta en el horizonte del afio 2020, concibe las infraestructuras y el transporte como un instrumento al
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Gréfico 1 - INTENSIDAD MEDIA DIARIA DE VEHICULOS DE MERCANCIAS EN
LOS PUNTOS FRONTERIZOS PRINCIPALES EN EL ANO 2004

e ; ,
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Tui (Puente nuevo) / Valenga do Minho

Fuentes de Orioro / Vilar Formoso

ESPANA

Badajoz / Caia

Rosal de la Frontera / Vila V. Filcalho

Ayamonte / Monte Francisco

Fuente: Ministerio de Fomento, Espafia. Documento OTEP 2006

servicio de grandes objetivos en materia de politica econdmica y social, con la conviccién de que ningun pais
ha crecido satisfactoriamente sin un incremento importante de su comercio internacional.

Una vez determinada la importancia para la actividad econdmica, trataremos de radiografiar el estado de
las infraestructuras espafiolas de transporte por carretera y los retos a los que se enfrentan. El estudio del
transporte (y en concreto de la Geografia del Transporte) hatenido siempre una dimensién predominantemente
econdmica. Se trata de una actividad clave para la realizacién de intercambios econdmicos y para el buen
funcionamiento del sistema.

El ritmo de crecimiento de los traficos en Espafia desde 1960 se debe, en gran medida, al Plan de Estabilizacion,
a los Planes de Desarrollo Econdmico y Social (1964-75) y al Plan General de Carreteras de 1961. Se dieron
las condiciones necesarias para el lanzamiento de los traficos a través del impulso que estos Planes dieron
a las relaciones comerciales y a la integracién con el exterior como férmulas para potenciar la economia del
pais. El ingreso de Espafia en la UE supuso un punto de inflexidn y las ayudas comunitarias han contribuido
a mejorar la red de carreteras cuyos ultimos planes se plasman en el Plan de Infraestructuras 2000-2007 y
el PEIT 2005-2020, que han dinamizado la actuacién en infraestructuras y adecuado las previsiones a los
modelos de corredores transeuropeos de transportes.

Frontera con Portugal

El 23 de enero de 2009 se produjo la ultima reunion de alto nivel entre Espafia y Portugal y en la agenda que
trataron en la ciudad espafiola de Zamora encontramos varias cuestiones relativas a la mejora de la red de
transportes entre ambos paises. Por un lado, estdn las cuestiones relacionadas con el enlace entre ambos
paises de la red de trenes de alta velocidad europea, con la licitacién de los ultimos tramos pendientes y el
compromiso de que la linea Madrid-Lisboa-Oporto-Vigo se inaugure en 2013. Por otra parte, se analizaron
una serie de reclamaciones de empresarios espafioles y portugueses para mejorar la comunicacion terrestre
entre ambos paises como la ampliacion de la autovia A-11 hasta la frontera con Portugal, un puente sobre el
Duero, entre Masueco (Espafia) y Ventozelo (Portugal) o la construccién de una autopista entre Braganca y

-118 -



Puebla de Sanabria (Zamora).

Las comunicaciones por carretera con Portugal han mejorado exponencialmente en los Ultimos 20 afos.
Antes de 1986 sélo habia un puente entre Galicia y Portugal, disefiado por la escuela de Eiffel para el paso
de automoviles y trenes, que databa de 1886. Hoy, cuatro nuevos puentes unen los territorios gallegos con
Portugal: Mongao - Salvaterra desde 1987, Melgaco - Arbo desde 1998, la via rdpida Valenga - Tui desde 1993
y Vilanova de Cerveira - Goidn desde 2004. Es necesario recordar que existen entre los dos Estados sesenta
lugares de paso por carreteras asfaltadas (grafico 2) de competencia municipal, provincial, regional o estatal,

Grafico 2 -Conexiones fronterizas con Portugal
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con un trafico total registrado en 2003 de casi 74.000 vehiculos diarios. De ellos 63.500 corresponden a la
definicion de vehiculos ligeros, 10.400 vehiculos pesados, que a su vez se distribuyen en 10.100 camiones y
300 autobuses.

Desde el afio 1986 en que Espafia ingresa en la Unidn Europea se inicia un camino hacia la apertura total en
las relaciones de transporte. Respecto al trafico con Portugal, las cifras de movilidad por carretera alcanzan
maximos histéricos en el periodo 1994-1999. El Plan de Infraestructuras 2000-2007, significé un incremento
de la movilidad de viajeros, pero las nuevas directrices en materia de infraestructuras deberian contribuir
a lograr un mejor reparto de la movilidad , con las promocién de un nuevo modelo ferroviario (lineas
de alta velocidad), asi como el desarrollo del transporte maritimo de corta distancia y el desarrollo de la
intermodalidad.

En el momento de su adhesion a la Unién Europea en 1986, Espafia y Portugal contaban con una red de
transporte deficiente e insuficientemente conectada con las infraestructuras de los paises vecinos. Con la
ayuda del Fondo Europeo de Desarrollo Regional y del Fondo de Cohesidn, desde ese momento las autoridades
espafiolas y portuguesas han modernizado considerablemente la red de carreteras y, en menor medida, de
ferrocarril. Gran parte de la red de carreteras de los dos paises esta disefiada segun las orientaciones de la red
transeuropea de transportes, destinada a consolidar el Mercado Unico y a mejorar el desarrollo y la cohesién
econdmica y social a escala europea.

La frontera Tui-Valenca es atravesada por dos carreteras (una de ellas, autovia) y una via ferroviaria. Ademas,
existen dos puentes mas con un trafico apreciable no demasiado lejos de este polo de movilidad principal:
las carreteras que unen Goidn (municipio de Tomifio) con Vila Nova de Cerveira y Salvaterra do Mifio con
Mongao, ademas del puente entre Arbo y Melgazo. Este paso de frontera se encuentra en el principal
corredor de desarrollo estructurante del Noroeste ibérico, conocido como “Eje Atlantico” y que acumula
importantes flujos de personas y mercancias entre los principales centros urbanos situados cerca de la costa,
entre Lisboa y Corufia- Ferrol, pasando por Oporto y Vigo. El paso de frontera atlantico de Tui- Valenga pone
en contacto espacios relevantes tanto desde el punto de vista demografico como econémico. Ademas, en
este punto fronterizo se superponen flujos transfronterizos de proximidad y flujos a larga distancia (de Lisboa
a Corufia-Ferrol). Por lo que se refiere al transporte de mercancias (por carretera y ferrocarril), el paso de
frontera Tui-Valenga pasa al tercer lugar en orden de importancia por detras de Vilar Formoso-Fuentes de
Ofioro y Caia-Badajoz. El segundo paso es el mas importante, tanto desde el punto de vista cuantitativo como
cualitativo, y estd formado por la Autovia del Atlantico en la parte gallega (que luego enlaza con la AP-9,
Autopista del Atlantico) y la A3 en la parte portuguesa. La finalizacion del tramo portugués a comienzos del
siglo XXI supuso la posibilidad de desplazarse a través de una via de alta capacidad desde Ferrol hasta Lisboa,
permeabilizando totalmente una frontera que hasta el momento habia sido muy poco accesible. En el interior
existen numerosos pasos fronterizos por carretera entre los que cabe destacar el que pasa por Verin y Vila

Verde da Raia, uniendo las cercanas villas de Verin
(por donde pasa la autovia de las Rias Baixas, que va
e Vigo y Ourense a la Meseta castellana) y Chaves.
Aunque esta prevista la construccion de una autovia,
por ahora el acceso se realiza a través de una
carretera convencional.

Grafico 3 -Intensidad trafico de vehiculos pesados
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Frontera con Francia

Al igual que en el caso de Portugal, existe un
Observatorio de Trafico en los Pirineos (OTP) creado
en la cumbre franco espafiola de La Rochelle de 1998
y en sus anos de funcionamiento, ha demostrado
ser un instrumento muy util para la reflexion de las
administraciones correspondientes y para el analisis
estadistico del sistema de transporte que sirve al
intercambio entre la Peninsula Ibérica y el resto de
Europa.

_ _ Les poids lourds
Cinco de los 30 ejes transeuropeos de transportes
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estan relacionados con los Pirineos (grafico 3). El proyecto nimero 3, relativo a la comunicacién ferroviaria
de alta velocidad en el sudoeste de Europa con dos ramas una occidental (frontera con el Pais Vasco y otra
oriental, frontera con Catalufia). En el caso de la conexién con Cataluiia, que se encuentra mas avanzada, los
planes mas optimistas preveian la entrada en vigor de los tramos en 2009, algo que obviamente no va a poder
ser por los retrasos acumulados a ambos lados de la frontera.

En el lado vasco de la frontera, los avances en la construccion de la denominada Y vasca de infraestructuras de
alta velocidad ferroviaria se vienen completando con estudios acerca de suimpacto en el trafico de mercancias.
Un estudio presentado en Gijén en noviembre de 2007 por Mireia Elkoroiribe, directora de Transportes del
Gobierno Vasco y Coordinadora del Grupo de Transportes de la Comisién Arco Atlantico de la CRPM, avisaba
de que 47 millones de toneladas de mercancias se mueven anualmente por el corredor terrestre entre el Pais
Vasco y Aquitania (sur oeste de Francia), de los que 43 millones lo hacen por la autopista AP-8/A-63 (paso de
Biriatou) y 4 millones por el corredor ferroviario paralelo. El transporte de mercancias por carretera supone

Grafico 4 -Trafico de mercancias - Previsiones N2 de vehiculos

. 47 milliones T. por . 10,000 vehiculos Prevision de 73
carretera en 2005 pesados al dia. milliones T. en 2020

unos 10.000 vehiculos pesados/dia en Biriatou: un 33% del tréfico total en este punto de la red (tréfico total
en 2004: aproximadamente 30.000 vehiculos/dia) o son flujos que se desplazan entre Portugal, el centroy Sur
de Espafia hacia Paris y el Norte y centro de Europa (gréfico 4).

El trafico actual por la autopista AP-8/A-63 se acerca a los 30.000 vehiculos/dia (10.000 de los cuales son
pesados), cifra proxima a los niveles de saturacion en hora punta estimados para una via 2x2 (de dos carriles
por sentido)(grafico 5). El nUmero de vehiculos pesados en Biriatou se ha multiplicado por seis entre 1985 y
2005 (20 afios), y se prevé un importante crecimiento para el periodo 2005-2020: se estiman entre 15.000 y
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Grafico 5 -Evolucion 1985-2025 de la intensidad media diaria en la A- 63
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20.000 vehiculos pesados/dia en 2020, confirmando la préxima saturacién del corredor.

Las ampliaciones de infraestructuras previstas en los planes comunitarios apuestan por el ferrocarril para

evitar este colapso (grafico 6). Eso supone e implica que muchos de los camiones que ahora utilizan las

carreteras habran de ‘embarcarse’ en un tren. El ferroutage,

o transporte de camiones por ferrocarril también tiene, pese Grafico 6 -Proyectos prioritarios de la red

a sus ventajas en materia de sostenibilidad medioambiental y transeuropea de transporte en la Peninsula Ibérica.
atrayentes costes logisticos, algunas limitaciones.

Para promocionar el traspaso modal de la carretera al ferrocarril,
se han lanzado varias iniciativas o proyectos: la SNCF tenia
previsto, en principio para 2008, el lanzamiento de la autopista
ferroviaria Hendaya-Brétigny, con posteriores prolongaciones
hasta Vitoria y Lille. Este proyecto ha quedado aplazado hasta
2010, segun se puso de manifiesto en la reunién del Grupo de
Trabajo de Transportes de la Comisién del Arco Atlantico el 16
de diciembre de 2008 en Bilbao, encuentro al que asistieron
miembros de la Plataforma Logistica Aquitaine-Euskadi (PLAE).
El proyecto, segun la directora de la PLAE, permitira transportar
453.600 semirremolques al afio y ahorrar 655,3 millones de
euros en costes externos.

Fuente: Comision Europea

Sin embargo, la estimacion inicial era de un tren diario por sentido para transportar 30.000 semirremolques
no acompanados al afo. La puesta en marcha de estos servicios exige el acondicionamiento de las estaciones
origen y destino, en particular la de Hendaya para facilitar la operativa de carga y descarga. Una vez construida
la “Y vasca”, el servicio podra prolongarse hasta Vitoria previa la construccion de una terminal ferroviaria
adecuada a la operativa del ferroutage.

Teniendo en cuenta que las previsiones de volumen de mercancias transportadas por esta frontera en 2020 es

-122 -



de 73 millones de toneladas, los calculos resultan demoledores para esta solucion. Suponiendo la circulacién
de trenes de 20 vagones (vagones especiales con capacidad para dos semirremolques) con una carga media
de 17 toneladas por semirremolque, al 100% de ocupacidn, resultan composiciones de 680 toneladas/tren
en los servicios de ferroutage. Con estas hipdtesis, para mantener en el afio 2020 el mismo nivel de trafico en
el corredor AP-8/A-63 que en el afio 2004 (47 millones de toneladas), harian falta casi 60 trenes ida/vuelta
diarios (que transportarian los 28 millones de toneladas de incremento). Un nivel de oferta de 60 trenes
de ida y otros 60 de vuelta diarios ha de considerarse un nivel alto, que generaria conflictos con el resto de
traficos ferroviarios y que requeriria un proceso de implantacién y de adecuacion de las infraestructuras

Grafico 7 -Proyecto de infraestructuras entre Espafa y Francia a largo plazo
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largo, que espero que tenga reflejo en la propuesta de Libro Verde sobre la revision de la red transeuropea de
transportes prevista para el primer trimestre de 2009 (graficos 7 y 8).

Mas factible parece a dia de hoy la utilizacidon del Short Sea Shipping como alternativa. Los mas de sesenta
puertos de la fachada maritima del espacio atldntico, entre los que destacan Algeciras, Lisboa, Oporto,
Santander, Bilbao, Nantes, Le Havre... mueven en conjunto mas de 660 millones de toneladas anuales, aunque
son los puertos del Norte de Europa (Amberes, Rotterdam...) los que realmente sirven de puerta de acceso
a Europa (grafico 4). El desarrollo del Short Sea Shipping(SSS), o transporte maritimo de corta distancia,
representa para los puertos atlanticos una oportunidad alternativa para evitar la congestidn creciente que
sufre el transporte de mercancias por carretera.

En 2004, 121 millones de toneladas de mercancias se transportaron entre la peninsula ibérica y el resto de
Europa utilizando las infraestructuras del espacio atlantico. De estos 121 millones, el transporte maritimo
concentrd mas del 60% del total: 74 millones de toneladas. A pesar de ello, en el conjunto de los puertos
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Grafico 8 -Proyectos de infraestructuras viales
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atlanticos, los traficos internos al espacio atlantico (cabotaje Norte-Sur) son auin escasos y tienen por tanto,
un amplio potencial de crecimiento o utilizacion.

Una ultima frontera no menos importante es la que cada dia hay que franquear para llegar al otro lado del
Estrecho de Gibraltar. El proyecto de un puente entre ambos lados del estrecho es, como durante muchos siglos
fue el caso del Tunel del Canal de La Mancha que une la Europa continental con el Reino Unido, una ilusion
que cada cierto tiempo alientan los Gobiernos de Espaia y Marruecos. En octubre de 2006, las sociedades
publicas espafiola SECEG y marroqui SNED, encargadas de estudiar el enlace fijo entre ambos paises, cerraron
un contrato con un consorcio formado por cuatro empresas: la espafiola Typsa, la marroqui INGEMA, la italiana
Geodata y la suiza Lombardi para relanzar el proyecto de tunel del Estrecho ideado en 1996. Este proyecto
prevé un tunel con una parte sumergida de 28 kildmetros entre Malabata, al lado de Tanger, y Punta Paloma,
en Cadiz. A eso hay que afiadir 10 kildmetros mas en tierra firme para que la pendiente por la que los trenes
circulen por el fondo del mar sea poco pronunciada, ya que, como el Euro Tunel, seria una infraestructura para
utilizacion ferroviaria. Aun sin tdnel, en 2007 se contabilizaron 217.592 camiones transportados entre ambas
orillas del Estrecho. No hay que olvidar que en 2007 Marruecos era por volumen el 23 pais de destino de las
exportaciones europeas y el 37 de los proveedores de la UE, segun Eurostat.

Como conclusidn se puede destacar que las infraestructuras existentes para el trafico de mercancias por
carretera en la frontera con Francia parecen proximas a la saturacién. La solucidon que podria aportar la
utilizacion del tren, aunque resuelve problemas de capacidad y sostenibilidad medioambiental, esta en una
fase muy primigenia de elaboracién. Parece, que al menos en el trafico hacia el norte de Europa, la solucion
mas rapida es la que proporciona el trafico maritimo. Respecto a Portugal, la mejora de las infraestructuras
y el incremento del trafico de mercancias no ha resuelto los problemas de un cada vez mayor trafico de
mercancias.

Ademas, cada dia mas, el impacto de las infraestructuras en el medio ambiente es un factor decisivo y nos
muestra la imposibilidad de ampliar indefinidamente estas vias. La mejora del sistema de transporte de
mercancias y la gestion optima de los traficos se aventura como el reto que debemos afrontar y superar en
los proximos afios.
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Issuesrelating to customs proceduresinthe
Republic of Azerbaijan and their solutions

Aydin Aliyev, Chairman, State Customs Committee of Azerbaijan Republic

Mpedocmasnsem K sawemy 8HUMAHUIO

KPpamKyro UHGOpMayuro rno 8ornpocam
nepecevyeHuUs epaHUY u peweHusa 8 0aHHoU cgepe.
B danbHeliwem npedcmasum b6osee

0emasnbHyto UHGOPMayuro.

B nocnegHue roapl B AsepbariarkaHe 6blna 3a/0KeHa Kperkas OCHOBA B Xo4e KOTOpow 6bian
cAenaHbl warn B chepe ycoBepLUIEHCTBOBAHUA TAMOXEHHOTO Aena, YKPenJeHUA HOPMATUBHO-MPABOBOM
M MaTepuanbHO-TEXHUYECKOM 6a3bl TAMOMKEHHbIX OPraHOB WM WMHTErpaLMuM BO BCEMMUPHYIO TaMOMKEHHYH
cucTemy.

B HacTosLLee BpeMa paboTa No pa3BUTMIO OCYLLECTBAAETCA MO TAaKUM NPUOPUTETHLIM HAMPaBAEHUAM
KaK aBTOMATM3aUMA TAMOMKEHHOro odOopM/IEHMs W KOHTPOAs; obecneyeHne OHNANHOBOM nepesayn
MHbOpMaALMN  MeXAY MNOrPaHUYHbBIMW WU BHYTPEHHUMWM TAaMOXKEHHbIMU OpraHamu; Co3faHWe CUCTEMbI
obecneunsatoweli cbop nHpopmaLmmn, oxBaTbiBaloLehn TOBaPoobOPOT U 060POT TPAHCMOPTHLIX CPEACTB;
MHPOPMaLMOHHOE obecneyeHne 60pbObl C KOHTPabAHAOM M HapYLLIEHUAMM TAMOXKEHHbIX NPABUA; CO34aHNe
aBTOMATU3UPOBaHHbIX PabOUMX MECT AN TAMOXKEHHbIX MHCNEKTOPOB; NPOoBepKa MHOOPMALLUK, ekeaHEBHO
nocTynatowein B LLeHTPabHbIMA annapaTt U co3gaHue COOTBETCTBYHOLMX MHOOPMALMOHHBIX 633, U HaKoHeL,
OCYLLLECTB/IEHME aHA/IM3a BHELWHEIKOHOMUYECKUX CBA3EM B aBTOMATU3NPOBAHHOM pPeEXKMME.

OnayHudunkaumm3akoHoaaTeNbCTBa B chepe TaMOKEHHOIO ie/1a C3aKoHOoAaTeNbCTBOM EBponencKoro
Coto3a, a TaKkKe C 3aKOHOAATeNbCTBOM APYrMX Pa3BUTbIX rOCYAapPCTB, ¢ noanepkkon Esponeickoro Cotosa
n peanusyemolrt lNporpammoint Paszsutma OOH B pamkax «[lpoekta no MogepHusaumm TamoXKeHHOM
CNy»6bl AsepbaliarkaHa» NoAroToB/eH NPOEKT HOBOro TamoxkeHHoro Kogekca. [ns ynpoleHua npoueayp
TAMOXXEHHOTO KOHTPONA U 0GOPMIEHMA, COBEPLLEHCTBOBAHNA HOPMATUBHO-NPABOBOM M 3aKOHOAATE/IbHOM
6a3bl B AaHHOWN cdepe, TakKe OblM BHECEHbI U3MEHEHUA B PAA KNHOYEBbIX HOPMATMBHO-MPABbIX aKTOB
perynmpyowmx pasinyHole chepbl TAMOXKEHHOIO AeNa.

B ycnoBuAxX gMHAMUYECKOTO Pa3BuUTUS PecnybanKM UCKAOYUTENBHO BaXKHbIM GAKTOPOM ABAAETCA
NOCTOAHHOE YCOBEPLUEHCTBOBAaHME TAMOXKEHHOW AeATeNbHOCTU. [1pM 3TOM OpraHmn3aLma TaMOXKEHHOTo Aena
Ha HeobXo4MMOM YpPOBHE, NMPOBeAEHWE ero B COOTBETCTBMM C MEXKAYHAapOAHbIMW HOPMamMM BO MHOTOM
33aBUCUT OT LUMPOKOrO MCNOMb30BAHUA MHOOPMALMNOHHBIX TEXHONOTUIA NPU OCYLLECTBAEHUN TAMOXKEHHOTO
KOHTPONA.

C 1-ro anBapa 2009-ro roga oA OCYLLECTB/AEHMA KOHTPOJA Hag TOBapamMu M TPAHCNOPTHbIMMU
CpPeAcTBaMM MepecekaloWwmMmmn rpaHuuy, Ykasom [lpesungeHta B Pecnybnuke 6blna BHegpeHa cuctema
«OAHOr0 OKHa», a MONHOMOYMA €4MHOTO PEeryiMpyroLWero rocyaapCTBEHHOTO opraHa 6blav nepegaHsl
lfocymapctBeHHOMY TamoxkeHHoMy KomuteTy AsepbaigskaHckol Pecnybnvku. Tak Kak AsepbaiigkaH
ABNAETCA BA’KHOM YaCTbO TPAHCMOPTHbLIX KOPUAOPOB TaKMX Kak «LLlenkosbi nyTb», «Ceep-HOr» yBennuenune
NPOMYCKHbIX CNOCOBHOCTEN rOCYAapPCTBEHHbIX FPAHUL, UTPAET BaXKHYO Posib. OCHOBHOW Le/1bio HOBbLIX NPaBMA
KOHTPONIA ABAAETCA CO34aHMe TPAHCMOPTHbIM onepatopam 61aronpuATHLIX YCA0BUI ANA  NepecevyeHus
NYHKTOB NPOMYCKA, OCYLLECTBEHUA SKCMOPTHO-UMMMOPTHbIX ONEepPaLMii COrNacHo CoBpeMEHHbIM TPEb0BaHUAM.
MpMMeHMB Ha KOHTPONbHO NMPOMYCKHbIX MYHKTaX MNPUHLMA «OAHOrO OKHa», UHTErpupysa BuAbl KOHTPOAA
Ha rpaHuMLax, YCTPaHMB AOMONHUTE/IbHbIE NMPOBEPKM, JOCTUrAETCA elle bonbliee ynpoLlleHWe npoueayp
nepeceyeHus rpaHuL, CHUXAETCA 40 MUHMMYMA NOTepA BPEeMeHU TPAHCMOPTHbIX ONepaTopos.

B pamKax npuHLMNa «04HOIo OKHa», NpoBeAeHMe Haj ToBapaMu BETEPUHAPHOTO, pUTOCAHUTAPHOIO
M CaHWTapPHOrO KOHTPOAA, NMPOBEPKa AOKYMEHTOB Ha TOBapbl W TPaAHCMOPTHble CPeACTBa MepeceKatolime
rOCYAapCTBEHHYIO [PaHWULYy, a TaKXe WX BETepUHaPHbIX, GUTOCAHUTAPHbIX, TUTMEHUYECKMX W APYrUX
CEpPTUOUKATOB, YXKe OCYLLECTBAAETCA TAMOMKEHHbIMU OpraHamu.

B uenax npoBegeHMA ObICTPOrO OCMOTPA TOBAPOB WMCMONL3YIOTCA HEWHTPY3MBHble  GOpPMbI
NnpoBeAeHNA TaMOXKEHHOro KOHTpona. [Ana 3Tux uenei 6blav 3aKynaeHbl M CcAaHbl B 3KCMAyaTauuio
MHCMEKLMOHHO-A40CMOTPOBbIE KOMMAEKCHI MO3BONAOWME 6e3 3a4epKeK NPOBOANTL LOCMOTP KOHTEMHEPOB
M TPAHCMOPTHbIX CPEACTB B LeNsX BbiABAeHMA GaKTOB KOHTPabaHAbl U MpeceyeHnn gpyrnx BUA0B HE3aKOHHbIX
nepemeLleHuni.
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CornacHo «lporpamme pasBUTUA TaMOXKeHHbIX opraHoB Ha 2007-2011 rogbl» AnAa pasBUTUA
MHOPACTPYKTYPbl TaMOMKEHHbIX OpPraHoB Pecnyb/MKM NPOBOAWUTCA PEKOHCTPYKUMA BCEX KOHTPOJIbHO-
NPOMYCKHbIX NYHKTOB MMEOLWMNX MEXKAYHAPOAHbIV cTaTyc. [1nA co3naHmA yCNoBUIA ANA NPOBEAEHMUSA FPY30BbIX
onepaumii no HanpasneHuam Cesep-tOr, BocToK-3anas CTPOATCA TEPMUHANbI U TAMOMKEHHbIE CKAagbl. ITU
TEPMMHabl CO34at0T HaaronpuATHblE YCA0BUA Ana BbICTporo obopMNeHUA U NPOBEAEHUA MOrPy30YHO-
pasrpy304HbIX Onepaumin HaZ TPAHCNOPTHLIMU CPEACTBAMM OCYLLLECTBAAIOLLMMMN MEXKAYHAPOAHbIE FPY30Bble
nepeBO3KM.

AsepbaiiarKaH ABNAETCA aKTUBHbIM YYAaCTHMKOM MEXAYHAapPOAHOM TOPros/iM MO BbINOAHEHUIO
MexayHapogHoi KoHBeHLMM 06 yNpoLWweHNN U rapMOHM3aLMM TaMOXKEHHbIX NPOLEAyp C MCMO/b30BaHUEM
MHGOPMALMOHHBIX TEXHOIOMMIA, KOTOpasa paccMaTpMBaeT MHOOPMaLMOHHbIE TEXHONOMMM B Ka4ecTBe O4HOro
M3 MPUHLMMNOB TaMOMKEHHOTO 0GOPMIEHMA, peann3alms KOTOPOro A0/KHA CNocobCTBOBaTb YMNPOLLEHWIO
M rapMOHM3aLLMM TAMOMKEHHbIX Npoueayp. BaxkHbIMU NpMopUTETaMM B UCMONb30BAHUN MHHOPMALIMOHHBIX
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TexHonorui B chepe BHELIHEIKOHOMUYECKON AeATeNIbHOCTU ABAAIOTCA BHeAPEHME KOMMIEKCHOW cUcTeMbl
ynpasaeHUA pUCKamm U pasBuUTUE CUCTEM 3/IEKTPOHHOIO AEeKNapupoBaHUA. B CBA3KN C 3TUM BCE TAMOXKEHHbIe
ynpaB/ieHna 1 NocTbl 6blIM OCHALLEHbl M 0becneyeHa 3KCN/yaTauma HOBOM BepcuMM «ABTOMATU3NPOBAHHOWM
CUCTEMbI TaMOXKeHHOro odopmneHua u KoHTpons» (GRNAS). B pesynbtaTe npogenaHHoin pabotbl 95%
YYaCTHMKOB BHELLUHE SKOHOMWYECKOM AeATeNIbHOCTU MMENN BO3MOXKHOCTb 3/1EKTPOHHOTO AeKNapupoBaHuA.
3aKOHYEHO NPOEKTUPOBaAHME N yCTaHOBKa «CUcTeMbl ynpasaeHusa puckamm» (RAIS). MpoeKT BKAto4YaeT B cebs
KoHuenuuio RAIS, nonoXeHuaA, NCnoib30BaHMe SKCNEepPTHbIX METOA0B, KPUTEPUM PUCKA U COOTBETCTBYOLLLNE
6annbl, opmbl «nepBUYHON MHOOPMaLUNY, NPODUAM PUCKA, TEXHOOTMYECKan cxema paboTbl GRNAS u RAIS
n obuwyto dyHKLMOHanbHyto cxemy RAIS. Takke npoBogATcAa paboTbl NO CO3A4aHMIO LLEeHTPANN3NPOBAHHbIX
MHPOPMALIMOHHbIX 633 M ynpaBaeHUA UMK C PACCTOAHUA.

OAHUM M3 MPUOPUTETHbIX HaNpPaBIEHUN TAMOXKEHHOM cNyK6bl A3epbaingyKaHa ABNAeTca npoBeaeHme
KaapoBOM MOSIUTUKU. ITU NPUOPUTETLI TaK¥Ke OTPAXKEHbl B CTPATErMYECKOM A0KYyMeHTe AsepbangKaHCcKom
TaMOXKeHHOM cy*Kbbl B «[Tporpamme pa3BUTUSA TaMOXKEHHbIX opraHoB Ha 2007-2011 roapi». 18 NoBbIWeHMA
KaZpOBOro NoTeHLMana UCNOb3yeTca pecypcbl YUebHOro LeHTpa TaMOXKeHHOM ciyK6bl PecnybinKkn a Takxe
PernoHanbHoro yyebHoro ueHTpa BcemupHoi TamoxkeHHon OpraHusauuu rge nNpoBOASATCA CEMMHAPbI U
TPEHUHIU C NPUBIEYEHMEM MECTHbIX U MeXAYHapPOAHbIX SKCNepPTOB.

-127 -



National case study of the Republic of
Serbia on border crossing Iissues and
solutions

Veselin Milosevic, Head, Transport and Border Formalities Department,
Ministry of Finance, Customs Administration, Republic of Serbia

Geographic and strategic position

The Republic of Serbia is, according to its geographic position, situated in south-east Europe and it occupies
the central part of the Western Balkans.

Regardingits position in international transport, the Republic of Serbia has explicit transit features, considering
that extremely important road directions connecting western and central Europe with its southern and eastern
parts cross the Serbian territory. A part of “The Silk Road” also crosses this territory as a part of the route
which has been connecting the whole of Europe with the Middle and Far East for centuries.

Activities at the national level

The Republic of Serbia, conscious of these characteristics, has been undertaking and is undertaking all the
necessary activities with the aim to enable that its Customs responsibility area is safe and fully equipped with
infrastructure, that border crossings are qualified for the prompt traffic of people and goods and that the
adequate level of control is established.

We would like to point out:

Having as a starting point the willingness of the Republic of Serbia to contribute to the safety of the region and
to become a reliable partner of the European Union in the control of its borders, at the beginning of February
2006, the Government of Serbia adopted the National Strategy on Integrated Border Management as well as
the Action Implementation Plan of this Strategy.

The Government of the Republic of Serbia signed the Agreement on Stabilization and Accession at the meeting
of the Council for Common and Foreign Affairs of the EU in Luxemburg on April 29, 2008 and the National
Assembly ratified that Agreement on September 9, 2008.

Regarding the need for undertaking the measures which will contribute to the harmonization of the legislation
framework and practice with those in the EU, with the objective of timely preparation for acquiring the status
of a “Candidate” and the full membership of the EU, the Government of the Republic of Serbia, upon the
justified proposal of the Customs Administration, on January 15, 2009 adopted the Conclusion regarding the
necessity for accession to the Convention on Common Transit procedure of May 1987 and the Convention
on the Simplification of formalities in trade in goods of May 1987. The Ministry of Finance was authorized
by the same Conclusion to send the Letter of Intention for Accession to the Head Tax Office — the European
Commission in Brussels.

In order to carry out these activities, EUR 1,500,000 was approved from the IPA Pre-accession Funds. These
means, which will be available in 2009 and 2010, will be used for the introduction of the New Computerized
Transit system (NCTS) in the Republic of Serbia.

The document, titled “National Programme for the Integration of the Republic of Serbia into the European
Union” which is considered to be one of the key documents of the Government in the years to come, defines
the strategy regarding the steps which must be done with the aim of the Republic of Serbia being accepted
in the EU.
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One of the defined priorities is the adopted National plan of constructing road and railway infrastructure in the
Republic of Serbia for the period 2008-2012. In order to carry out the adopted plan and regarding the issues
of border crossings, all the Customs offices have been working on the exemption of Customs procedures and

rules, especially those concerning the pan-European Corridor X.

The Governments of the Republics of Bulgaria and Serbia signed the Agreement on border control and
procedures for railway traffic. The Protocols regarding the realization of this Agreement were signed on
December 4, 2006, when the application of the Agreement began as well. The effects of the application of

the Agreement can be seen from the following diagram:

Travel time from the moment of entering Dimitrovgrad (RS) until the moment of exit Dragoman (RB)

Travel Time
(minutes)
Effects
Type of train Before the Agreement After
yp J the Agreement
Freight 953 174 548%
Passanger 147 51 288%

I
— ' —
Ni3 / \\ 1 N\ Sofia
SerDl ’ Bulgari
| Dimitrovarad | ! [kalofina Dragoma

I

I

I

In order to provide for efficient border crossing, the Governments of the Republics of Montenegro and
Serbia initiated the Agreement on border control and procedures for railway traffic on December 15, 2008.
The official discussion on the same subject has already begun with the respective representatives of the

Governments of Croatia and Macedonia.
Activities at the level of the customs administration of the Republic of Serbia

There is an organizational unit “Section for Customs Issues in transport and border Formalities” within the
Customs Administration organization, which is exclusively devoted to solving issues regarding the facilitation
of people and goods transport within the Customs responsibility area of the Republic of Serbia, including the

exemption from border procedures.

The Customs Administration has made it possible for many years now that all the participants in Customs
procedures can submit their Customs documentation electronically. According to the statistical data taken
from the “Customs Administration Statistics Bulletin”* the following data are obtained:

Period Total number of electronically Number of transit declaration being a part
submitted declarations of total number declarations
01.01.-31.12.2007. 66,71% 29,11%
01.01.-31.12.2008. 81,32% 61,61%
Index: +21,90 Index: +111,65

The internal explanation of the Customs Administration, starting 1 March 2009, defined the Simplified
Procedures regarding the Imported Goods Declaration, as well as Exported Goods Declaration, and the
Procedure for Authorized Importer Status. The first two exempted procedures (“Domestic Customs”) include
all kinds of Customs procedures regarding the import and export of goods as well as all means of transport.
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The internal document also defined, as of 1 January 2009, the Simplified procedure regarding the declaration
of goods which are in transit in railway traffic.

Based on the offer of the National Guaranteeing Association — the Serbian Chamber of Commerce —, the
Customs Administration issued the conditional agreement for participation in the system of Security and
Advance Cargo TIR Information.

The transport along the Danube which flows through Serbia for 588km (Corridor VII) is certainly the most
important one for the international transport of goods along the international rivers. At the beginning of
2005, the Customs Administration participated actively in the development of the RIS (River Information
Service) system, which is based on EU directive 2005/44/EC. This program, being an advanced electronic
system of an international character, enables shipping companies safer and more secure river traffic, and it
provides advanced supervision and control system for border offices.

The Customs Administration started in 2005, along with the above mentioned program, to develop DREWS
(Danube River Early Warning System). The fundamental advantage of this system is the possibility to obtain
prior information on the ship and the cargo on it, before the ship reaches the port.

All the stated activities, at the national level as well as at the Customs Administration level, contribute to
the reduction of delays at the border crossings, to the increase of passengers’ safety, and at the same time
they maintain the level of controls necessary for risk analysis management.

* According to the ,,Customs Administration Statistics Bulletin” (CSB 20/2009)

Statistical data

International traffic by means of transport

Means of transport period number**
Cars 01.01.-31.12.2007. 9,863,370
01.01.-31.12.2008. 10,720,280
index: +8,69
Buses 01.01.-31.12.2007. 309,024
01.01.-31.12.2008. 306,158
Index: -0,93
Lorries 01.01.-31.12.2007. 1,634,938
01.01.-31.12.2008. 1,794,623
Index: +9,77

Total number of Uniform Customs documents

Total number of Transit documents

Period Number Period Number
01.01.-31.12.2007. 1,342,759 01.01.-31.12.2007. 1,253,179
01.01.-31.12.2008. 1,426,401 01.01.-31.12.2008. 1,296,253
Index: +6,23 Index: +3,44
Total number of transported TIR carnets Total number of ATA carnets
Period Number Period Number
01.01.-31.12.2007. 284,915 01.01.-31.12.2007. 6,103
01.01.-31.12.2008. 293,946 01.01.-31.12.2008. 6,372
Index: +3,17 Index: +4,41

* According to the “Customs Administration Statistics Bulletin” (CSB 20/2009)
** The number includes: domestic vehicles arriving at the country, domestic ones going out,

foreign ones arriving at and foreign ones going out
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The German Freight Transport and Logistics
Masterplan

Johannes Wieczorek, Head of Division, Freight Transport and Logistics,
Federal Ministry of Transport, Building and Urban Affairs, Germany

Germany has been the world’s top exporting nation for the last five years. Therefore, it is no surprise that
logistics is one of Germany’s most important industries. The German freight logistics sector is currently the
largest in Europe. The 2008 turnover is estimated to be around 205 billion euros. This is around 7 percent of
German GDP. The turnover of the freight logistics sector comes third after retail trade and the automotive
industry, with an estimated 2.7 million employees. The logistics market is a very vibrant market of the future,
growing at a high rate - even in times of an economic crisis and especially after the crisis.

The Federal Ministry of Transport, Building and Urban Affairs has developed the country’s first master plan to
strengthen Germany’s freight and logistics competence.

The future shape of freight transport will also decide what the transport system as a whole in Germany
will look like. At the same time, it will also be crucial in deciding whether, in twenty years’ time, we have a
transport system that ensures mobility, prosperity and jobs while reflecting environmental concerns. And
the future shape of freight transport will also decide whether transport contributes to a better quality of
life or becomes a burden on humans and the environment. That is why the Freight Transport and Logistics
Masterplan is a document that sets the direction for transport policy as a whole. Because passenger and
freight transport are closely interlinked. People and goods use largely the same infrastructure. If goods get
stuck in a traffic jam, people get held up as well. Freight transport and logistics thus play a key role in our
efforts to shape our overall transport system.

It outlines specific actions on how and where to improve specific transportation corridors, upgrade logistical
hubs, infuse new technology, and streamline governance systems.

For several decades, individual and public transportation have been the Federal government’s main
transportation priorities. In the earlier part of this decade, however, a swelling momentum of concern over
national competitiveness has added freight to the political focus. There was a growing sense that freight was
increasingly crucial to the country.

In the November 2005 coalition agreement the Federal Government was commissioned to directly address
the issues of freight transport and logistics. In 2006, the Federal Ministry initiated the Freight and Logistics
Master Planning process.

The objective of Freight and Logistics Master Plan is to enhance the competitiveness of the logistics industry
and specific logistic locations in Germany.

The Federal Ministry of Transport, Building and Urban Affairs first set out how to determine the extent to
which macro forces are influencing Germany and changing its logistics industry. We found these five overall
challenges to be influencing this industry within the coming years:

e Globalization - intensified rise in international change and a shift in specializations/divisions of
labour

e (Climate change - increased need to reconcile ecological and economic aspects

e Technology - new requirements will imply innovated and more complicated logistical systems

e Demographics - migration pattern within Germany imply a change in mobility
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e Human resources - the availability of skilled human resources to advance the logistics industry

The Ministry devised two-prong approach for developing the plan:
e data collection and analysis (including the development of projections to the years 2025 and 2050,
and
e structured conversations with stakeholders in logistics (ports, airports, academia, unions, and
others).
L]
Presentations were also given across Germany about the development of the Plan - a Plan that will have
real implications on the ecological, social, and economic aspects. To improve freight and logistic hubs
and transportation corridors, we argued our case under the rubric of national competitiveness: as long as
Germany is playing in the first league of exporting nations it needs a transportation system that is as efficient
as possible.

To help collect and analyze data, we looked to universities and logistics companies. Data was collected at
the county level to gain insights on the changing demand on the road, rail, waterway, and air cargo systems.
Collection also included the changing demand at Germany’s logistics nodes (intermodal connections,
gateways). The conclusions drawn from the analysis confirmed that demand in freight transportation will
continue to increase to 2050.

The lesson learned is that Germany can expect a drastic expansion in freight transport. Increase in traffic
volume by 2025:

e Moderate increase in passenger transport: +19%
e But the principal challenge is in freight transport: +71%

Particularly affected:
e Road haulage +79%
e Long-distance road haulage +84%

This means: Truck traffic on motorways will almost double:

The volume of freight transported through in Germany will increase by almost 50 percent (from 3.7 billion ton
today to 5.5 billion tons in 2050).

In 2050 the volumes of freight moved in Germany will more than double, increasing from around 600 billion
ton kilometres today to more than 1,200 billion ton kilometres and the movement of goods transiting through
Germany will increase 160 percent in 2030 and almost 250 percent in 2050.

Using the underlying data, stakeholder inputs on needs, and the 2025 and 2050 projections, a the Plan was
developed by the Federal Ministry of Transport, discussed within the Government and approved by the
Federal Cabinet of all Ministers on 16 July 2008. The Masterplan includes 35 measures to improve the freight
and logistics system in Germany. The implementation of these measures is on a good way.

Some interesting measures in the Plan include:

a) implementing a national port concept;

b) devising an integrated transportation approach;
¢) moving more traffic onto rail;

d) increasing education levels in this sector and

e) promoting Germany as Europe’s logistics hub.

a) Implementing a national port concept

A national port concept will include aspects related to infrastructure, job placements, climate protection, and
competition. Some specific recommendations within this port concept include:

e To set aside federal funds for infrastructure projects considered to be of national importance.
e  Shift more goods from roadways to coast and inland waterways, making inland harbours increasingly
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important in the distribution of goods.

e When re-zoning port or adjacent areas for different activities, such as housing and office, local
authorities must take into consideration that no negative impacts will hurt the competitiveness of
the port.

e The development of emission limits in ship traffic and integration of shipping traffic into emission
trading

e Develop new propulsion technologies and new materials for ship construction.

e Develop a coordination group of all ministries involved in freight transport and logistics to increase
efficiencies in Federal resources.

The draft of this national port concept was presented in February 2009.
b) Devising an integrated transportation approach: the sustainable approach to limiting traffic

The plan recommends the integration of transportation in the form of one transportation plan to have
sustained outcomes. This therefore means,
e examining the movement of both freight and people across Germany, which has implications for
national, state and city planning and budgeting decisions.

e Afederal initiative to develop an environmentally friendly concepts for city traffic.

e Increased consideration of business traffic in city planning.

e  Better communication planning and business actors to improve planning decisions.

e Increased investments in innovative technologies and technologies that improve existing capacity.

c) Moving more traffic onto rail and inland waterways
In an effort to increase the use of rail to move freight, the Master Plan recommends:

e To conduct an analysis that internalizes external costs (evaluation of movement of freight via truck
versus rail) to identify the real costs of transporting freight. These findings should be used to adjust
the amount of tolls to be paid.

e Increase development of corridors and hubs. Where necessary, separate cargo and passenger traffic.
Eliminate of rail and road bottlenecks through improving timing of activities and expansions of the
existing system at key points.

e Extension of combined transport possibilities. The budget for combined transport in 2009 has
therefore more than doubled compared to 2008.

d) Increasing education levels in this sector

Education was included as a top action since 44 percent of the people that work in the logistics industry have
no vocational education. This is almost twice the national average. With the logistics and freight occupations
only to become more technologically savvy and more complicated, the Federal Ministry recommends one
action to be the reduction of this educational gap.

e) Promoting Germany as Europe’s logistics hub

The World Economic Forum’s (WEF) Global Competitiveness Report 2007-2008 revealed that Germany is the
global leader in terms of infrastructure and business sophistication. It also said that Germany is one of the top
five most competitive economies in the world overall. This marked an improvement for the country, which
moved up from 7th place in 2006.

Logistics companies see many advantages in the German market. Its central position in the EU makes it an
ideal location for logistics hubs and distribution centres in Europe. So Germany is the ideal location for tapping
into the European market with its roughly 700 million consumers, most of whom have plenty of money in
their pockets. More than 231,000 kilometres of motorways and trunk roads, 41,500 kilometres of railway
lines and 7,500 kilometres of inland waterways, 19 international airports and more than 15 major ports on
the North Sea or Baltic Sea coasts ensure that you can reach your destinations. The Federal Government will
be investing more than twelve billion euros in maintaining and upgrading transport infrastructure in 2009
alone.
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The Federal Government wants to further strengthen Germany as a logistics hub. Logistics is welcome in
Germany. When deciding where to locate in Europe, many commercial enterprises already appreciate the
benefits offered by Germany, especially as a result of its central geographical position combined with its
excellent infrastructure.

The new initiative launched by the German government in order to introduce the German logistics business
and its strengths around the globe is called “Germany — Gateway to Europe” was launched in the fall of
2008.

Even in times of an economic crisis we see a bright future for logistics in Germany and Europe. Logistics as
enabler for economical prosperity will always be welcome. The Masterplan process shows that Germany is
preparing for the future.

The Masterplan document (in English) can be found at:
www.bmvbs.de/en/Transport/Freight-transport-and-logistic-,3093/Masterplan.htm
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Single window recommendations and
experience on the ground

Mats Wicktor, Director Change Management, Managing the Trade,
Swedish Customs Head Office

The following paper was presented at the Joint UNECE Trade and Transport Conference on the Impact of
Globalization on Transport, Logistics and Trade, Geneva, 24 February 2009

Introduction

Swedish Customs was established in 1636 and has played its role as gatekeeper of Sweden for more than
350 years. The international movement of goods is continuously increasing and today, with a staff of 2.200,
we have the task of monitoring more than 93 million border movements. This has called for development
of efficient and effective working methods, the application of risk management and the use of electronic
services and automated processes in order to fulfil our mission.

Customs and Trade Facilitation

Sweden has a long history of being an advocate of free trade, something that is also reflected in the way the
Swedish Parliament and Government manages Swedish Customs. For several years a major priority has been
to facilitate trade and increase service to the Swedish business community.

Another parameter in the international trade context from a Swedish perspective is that Sweden is quite
dependent on foreign trade, primarily exports, in order to achieve sustainable economic development.
However, the geographical position of Sweden is somewhat disadvantageous compared to other European
business communities.

In this aspect, Customs has an active role to play in order to develop and implement in close cooperation with
the business community, efficient and effective logistical solutions in the regulatory part of the international
supply chain.

In order to fulfil the expectations and requirements of the Swedish business community, Swedish Customs
has developed a series of successful benefits based on integrated services as a mean to improve the business
climate and also to decrease the Governmental expenses. Many of the services offered today are developed
in cooperation with other Governmental Agencies and Coordinated Border Management and Single Window
solutions are widely implemented and used.

Background of Swedish Single Window

Swedish Customs started its computerization process already in 1988 and from the outset electronic
communication showed great potential, especially if seamless electronic processes could be achieved. It very
soon became evident that added value to the international supply chain services could be implemented
through cooperation also in the area of electronic processes with other Governmental agencies. Also the
business community saw great potential in electronic communication with the regulatory bodies of foreign
trade and continuous requirements for new and improved services were forwarded to Swedish Customs.

Design and Development

As Swedish Customs cooperates closely with the business community and other Governmental agencies, a
climate of constructive dialogue exists. Therefore all efforts concerning Single Window are discussed with
other partners in the international supply chain. When prioritizing new services a very basic model is used,
namely to evaluate any proposal against the parameters below:
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Volumes: a certain level of volume must exist in order to create electronic solutions as flows with marginal
impact could be facilitated through other means than ICT.

Benefits: through business process modelling an improved situation is designed with specific focus on the
benefits for all stakeholders in the supply chain impacted by any new service.

Users: a service must be possible to use for a “critical mass” of stakeholders as solutions for very few users
cannot be considered cost-effective.

Costs: an estimation of the costs is always undertaken as this aspect has to be compared to the benefits.

Technology

The Single Window of Swedish Customs provides solutions for three different technical areas; EDIFACT, XML
and mobile solutions. The variety in technologies has been chosen in order to guarantee that no barriers
occur for the users of the Single Window, primarily related to economic prerequisites but also concerning
knowledge and integration needs. To the greatest extent possible, data submitted to Swedish Customs under
the Single Window framework is validated and forwarded automatically to other concerned agencies in the
agreed technical format.

Enablers

One critical enabler for the achievements concerning Single Window is the continuous dialogue with partner
regulatory bodies on risk management of the flows of foreign trade. Joined-up risk assessments are turned
in to sharp risk profiles that are integrated in the Customs Information System and are up-dated a regular
basis.

Another enabler that was fundamental to the levels of Declarations submitted through Single Window is
the decision of Swedish Customs to abandon the paper trail. This means that no supporting document, for
instance invoices or certificates of origin, are required to accompany the Customs Declaration but is to be
kept by the economic operator based on the Swedish bookkeeping legislation. If and when a documentary
check needs to be performed in accordance with the risk analysis system, the operator is requested to submit
the relevant documents for scrutiny. This means that a full electronic flow has been achieved and that any
paper documents are requested based on “need-to-have” in stead of “good-to-have”-basis.

Furthermore, due to the use of joined-up risk profiles, Swedish Customs has the power to release commodities
entering or leaving Sweden without general consultation with partner regulatory bodies which leads to
smooth border crossing with predictable requirements and also uniform treatment.

Cooperation with the business community

When establishing measures for trade facilitation, the experience of Swedish Customs shows that it is
paramount to design and develop such solutions in very close cooperation with the users, i.e. the business
community. Therefore a number of Joint Committees have been established and the two most important are
briefly described.

ALFRED — Strategic Joint Committee

This committee is chaired by the Director General of Swedish Customs with a representative from the
business community as vice-chair. In the committee participates more than 20 trade organizations together
with three other Governmental Agencies, Swedish Board of Trade, Swedish Board of Agriculture and Swedish
Tax Administration. The committee deals with issues concerning strategic cooperation on national and
international developments within the Customs domain.

SAMU - Joint Committee for Development and ICT-issues

This committee is chaired by the Director of Managing the Trade of Swedish Customs and has representatives
from the major Swedish businesses, for instance Volvo, IKEA and Scania. In the committee participates also
delegates from Swedish Board of Trade and Swedish Board of Agriculture. The committee focuses on issues
related to development of working processes, solutions for facilitation and ICT-support in the international
supply chain.
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Examples

Licenses

An example of the Single Window-concept is the handling of import-, export- and export refund-licenses. All
licenses, both trade political and agricultural licenses, is handled in an automated, paperless environment
meaning that confirmation of validity, securities, quantities and notations of quantities/values is made via
the Custom Information System. This customer only have to contact Swedish Customs in order to receive an
instant notification regarding for instance quantity left or period of validity and also that the Swedish Board
of Trade and the Swedish Board of Agriculture receive electronic information regarding usage.

Statistics

The collection of trade-statistics is made by Swedish Customs on the assignment of Statistics Sweden. This
covers all statistics regarding trade with third countries where all information collected is sent electronically
to Statistics Sweden who then processes the data for their needs.

Use of international standards

In the development of the Customs Information System and related sub-systems the use of international
standards has been a success factor. The UN/EDIFACT-messages CUSDEC and CUSRES have been used as the
carrier of data exchange between Customs, other Governmental Agencies and the business community. The
use of international standards is also an enabler for expanding services to Coordinated Border Management
and Single Window beyond the Swedish territory.

Results

Swedish Customs processes annually approximately 7 million Customs Declarations and because of the
strategic decision to make efforts within the area of electronic processes 98 % of all Declarations is submitted
through EDIFACT or XML-channels. Out of these 98 %, automatic clearance is undertaken by the Customs
Information System in 85 % of the cases allowing a Customs release time of 90 seconds for such Declarations
with improved quality and enhanced collection as other positive results.

Furthermore, Coordinated Border Management and/or Single Window solutions have been established
with eight other Swedish Governmental Services as well as with two other countries, Norway and the
Netherlands.

For the business community, the application of automatic clearance is a major benefit as well as the creation
of a level playing field for the foreign trade through the establishment of in practice one interface related to
the international supply chain.

Future

Concerning the future, Swedish Customs will carefully monitor all efforts concerning trade facilitation in
general and concerning Single Window in particular. Nationally the dialogue will continue with the business
community and partner Governmental agencies in order to develop and implement new services.

Continuous studies will also be undertaken regarding information management, especially related to data
capture and data collection, for instance concerning various modes of track and trace in the international
supply chain.
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UNDA Corner - Minsk Seminar

Virginia Tanase and Martine Sophie Fouvez

United Nations Economic Commission for Europe

Improving Global Road Safety: setting regional
and national road traffic casualty reduction target

Project funded by the United Nations Development Account (UNDA)

Sy 5 &ap W £

UNITED NATIONS

Minsk, Republic of Belarus, 12-14 May 2009

Experts from Armenia, Azerbaijan, Belarus,
Moldova, Russian Federation, Tajikistan,
Turkmenistan, Ukraine and Uzbekistan
exchanged national experiences on road safety,
including achievements, lessons learned and
remaining challenges, during a recent seminar
organized by UNECE and hosted by the
Government of the Republic of Belarus.

Anatoly Kuleshov, acting Minister of Interior,
Antonius Broek, United Nations Resident
Coordinator, and Eva Molnar, Director of
Transport Division in the UNECE opened the
seminar which is part of the project “Improving
Global Road Safety: setting regional and
national road traffic casualty reduction targets”
funded by the United Nations Development
Account.

Road safety practices that have brought significant reductions in road traffic casualties in countries like
Spain, Poland France, UK and Australia were shared with participants, along with good practices from the UN
regional commissions, the World Health Organization, European Commission, Global Road Safety Partnership
and FIA Foundation, to name but a few.

While encouraging such positive developments, participants recognized that road traffic casualties are still
dramatically affecting their countries. Road safety is no longer just a transport issue; it is also a health issue
and a social, financial and economic hazard with negative impacts on global development.

The results of the seminar will be included in the final report of the project, which will be communicated to
the Global Ministerial Conference on Road Safety (19-20 November 2009, Moscow, Russian Federation) and
further promoted as guidelines to be followed by countries in all the United Nations regional commissions’
geographical areas.

Similar seminars under the UNDA project will be organized by ECE on 25-27 June 2008, in Halkida, Greece ;
by ECLAC: on 27-28 May, in Panama and 18-19 June, in Kingston (Jamaica) ; by ESCWA on 16-17 June, in Abu
Dhabi (UAE) and by ECA on 8-10 July, in Dar-es-Salaam, Tanzania.
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EU Corner: Important EU transport news
for UNECE ITC members

Miodrag Pesut’s Column

Intelligent Transport Systems and Services: initiative for accelerated deployment across Europe

In December 2008, the European Commission took a major step towards the deployment and use of
Intelligent Transport Systems (ITS) in road transport. ITS can significantly contribute to a cleaner, safer and
more efficient transport system. The action plan suggests a set of concrete measures and a Directive laying
down the framework for their implementation.

Intelligent Transport Systems apply information and communication technologies to various modes of
transport, which can make European road users safer and less likely to get stuck in traffic, which in the long
run can reduce their carbon footprint. The action plan, launched as part of the Greening Transport initiative,
aims to accelerate the deployment of these systems in road transport, and their interfaces with other modes
of transport.

From commuters to hauliers, everybody needs reliable, real-time traffic information for better routing
planning and to avoid delays caused by traffic jams. Multi-modal travel planners will allow seamless travel in
and between cities and towns and across borders. Relatively small investments in Intelligent Transport Systems
can allow better use of existing infrastructure. The action plan proposes strong European coordination of ITS
and services in various Member States to accelerate the deployment of these systems across Europe.

Intelligent Transport Systems can substantially reduce road sector CO, emissions. The costs of traffic congestion
— estimated at 1% of the European GDP — could be reduced by up to 10% through the deployment of ITS, and

could prevent more than 5000 deaths in road accidents.

For more information, http://ec.europa.eu/transport/its/

More information on the eSafety forum and the Intelligent Car initiative, launched in 2006 to promote the
use of information and communication technologies for smarter, safer and cleaner road transport, is available
at:

http://ec.europa.eu/information_society/activities/esafety/index_en.htm

Congestion, pollution, road accidents...Intelligent transport systems offer solutions to address these problems,
through satellite navigation system, electronic tolling, traffic and travel information systems, variable message
signs...However, today, ITS deployment is too slow and too fragmented in the EU. The European Commission
ITS Action Plan will coordinate and accelerate the deployment of ITS in road transport and its links with other
transport modes.

You can see an on-line video produced in October 2008 at: http://ec.europa.eu/dgs/energy transport/videos/
transport/2008_10_its_en.htm

On track for more competitive rail freight in Europe

The European Commission has taken a decisive step in promoting the international transport of goods by rail.
In December 2008 it adopted a proposal for a regulation that would involve working with Member States
to designate international rail corridors providing operators with an efficient, high-quality freight transport
infrastructure. This is central to Europe’s rail revival and to creating a transport system in the Community that
is both efficient and sustainable.

The development of rail freight is a key issue for transport in Europe. Rail transport creates little pollution
and could be a competitive alternative to transport by road. The Commission’s ambition is to increase the
proportion of goods transported by rail by encouraging the creation of corridors along which conditions for
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freight transport can be significantly better than is the case currently. As a result, rail operators will be able to
offer an efficient, high-quality service and be more competitive on the goods transport market.

In particular, the corridors linking the Member States will make it possible to:

- integrate national infrastructures on the basis of closer cooperation between infrastructure operators
both on investment and actual operation;

- respond better to rail freight operators’ requirements;

- manage effectively those infrastructures that are used by passenger and goods trains so that freight
is no longer at a systematic disadvantage; and

- ensure better connections between the rail infrastructure and other modes of transport, which is
essential to the development of co-modality.

The creation of international railway corridors for the transport of goods is not a new idea. Already in the
‘logistics package’ which it adopted in October 2007, the Commission signaled its intention to come up with
specific proposals geared to establishing a railway network in Europe that put freight first. Coming after wide
consultation of the sector and a detailed impact assessment, today’s proposal is intended to put in place many
of the measures required to ensure the sustainable development of rail freight.

Fourth Annual Meeting of Ministers on the Development of the South East Europe Core Regional Transport
Network

Transport ministers of Albania, Bosnia-Hercegovina, Croatia, former Yugoslav Republic of Macedonia,
Montenegro, Serbia and UNMIK-Kosovo met on 4 December 2008 on the occasion of the 4th Ministerial
Meeting of seven partners and agreed on a time table to implement railway acquis. Full details can be found
in the annex to the conclusions of the 4th annual ministeral meeting:

http://ec.europa.eu/transport/rail/international/balkans_en.htm

EU tightens air pollution limits for trucks

The European Parliament’s adoption of the so-called Euro VI regulation on the exhaust emission standards of
heavy vehicles will force new lorries and buses sold in Europe to meet stricter air pollution limits by 2014.

In December 2007, the European Commission proposed to reduce emissions from heavy-duty trucks and buses
by 80% for NOx and 66% for PM compared to the current Euro V standard caps on pollutant emissions.

The Euro standards are part of a broader EU strategy on clean air, which aims to reduce illness and related
health costs, like premature deaths related to pollutant emissions.

The new ‘Euro VI’ regulation lays down harmonised technical rules, which all new heavy vehicles (over 2,610
kg) will have to comply with to get market approval. The new ‘Euro VI’ emission limits, which will replace the
current ‘Euro V' emission limits in place since October 2008, will apply to new heavy goods vehicles as of 1
January 2014, nine months earlier than the Commission had originally proposed.

Next steps:

By 1 April 2010: Commission to adopt the associated technical regulation to give manufacturers time to make
the necessary technical changes to vehicles.

From 1 Jan. 2014: The ‘Euro VI’ regulation emission limits will apply to new heavy goods vehicles. The
registration, sale and entry into service of vehicles that do not comply with the standards will be prohibited.

European Commission promotes clean, efficient shipping

On 23 January 2009, the European Commission announced a series of measures aimed at greening the
maritime transport sector to boost its global competitiveness.

Over 80% of world trade takes place on the ocean, making maritime transport “the backbone of international
trade,” according to the Commission, which insisted that shipping and related services are key to helping
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European companies to compete globally.

The package on the future of maritime transport outlines a ten-year policy strategy (2009-2018) to promote
safe, secure, clean and efficient shipping, as well as plans to remove barriers for the European maritime
transport sector.

The action plan includes a number of rules aimed at reducing the administrative burden imposed on shipping
companies by EU and national regulations. Under the proposals, customs procedures will be simplified and
inspections better coordinated to reduce delays related to plant and animal checks. The proposed measures are
expected to make maritime transport a more attractive option and boost competitiveness and employment,
leading to more balanced use of all transport modes and ‘greening’ the sector.

Digital tachograph for road transport: new measures to prevent fraud and equip light vehicles

In January 2009, the European Commission adopted a package of measures aimed at detecting and preventing
abuses of the tachograph system, used to record the driving time and rest periods of professional drivers.
Furthermore, the new legislation permits the use of dedicated, type-approved adaptors for light vehicles that
are required to comply with the Drivers’ Hours and Tachograph rules.

Amendments to Directive 2006/22/EC, which deals with enforcement and checks of social rules relating to
road transport activities, require Member States to develop dedicated equipment and software that can be
used to analyse the data from the digital tachograph. Commission Recommendation sets out best practice
guidelines for national control authorities when carrying out checks of vehicles and the recording equipment,
whether at the roadside, at company premises, or at workshops.

This package of measures will significantly improve the methods and procedures used by control authorities
in detecting and preventing the use of devices intended to defraud the tachograph system, whilst at the
same time keeping unnecessary delays and inconvenience to law-abiding operators and drivers to an absolute
minimum.

For more information see:
http://ec.europa.eu/transport/road/social _provisions/social_provisions _en.html

Promotion of public-private partnerships in rail infrastructure

On 30 January, financial experts from the European Commission and the rail sector discussed ways to promote
the use of public-private partnerships (PPPs) in rail infrastructure projects.

The European Commission and the European Investment Bank are undertaking a number of initiatives aimed
at promoting successful PPPs. The Loan Guarantee Instrument for TEN-T projects (LGTT) aims at facilitating
the setting up of TEN-T projects under PPP schemes. The European PPP Expertise Centre (EPEC), launched in
September 2008, allows PPP taskforces in EU Member States and candidate countries to build PPP capacities,
share experience, analysis and best practice.

More information on funding rules, Community financing Terms and conditions on rules on financial aid to
the TEN-T projects could be found at:

http://ec.europa.eu/transport/infrastructure/funding/funding_rules/funding rules en.htm

Trans-European transport networks: towards a new policy for meeting future challenges

On 4 Februray 2009, the European Commission adopted a Green Paper setting out the future challenges of its
policy for a trans-European transport network (TEN-T). TEN-T policy needed to be realigned to contribute more
effectively to objectives aimed at combating climate change and to support Europe’s increasing international
role through better infrastructure connections with its neighbours and the wider world. TEN-T policy also
needed to be adapted to strengthen its supporting role for economic and social development within the
framework of the Lisbon strategy. The integration of all transport modes and intelligent transport systems can
be strengthened if TEN-T policy provided a basis guaranteeing efficient and safe transport services reflecting
the future demands of citizens and economic operators. In the light of these challenges and lessons drawn
from previous TEN-T policy implementation, the Commission sets out future objectives and proposes three
options for TEN-T development, while stressing the need for coherence between planning ambitions and
instruments for their implementation.
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A better integrated trans-European transport network is seen as the basis for efficient, safe, secure and
high quality freight and passenger transport. It is crucial for contributing to common European objectives,
such us the achievement of climate change objectives, providing better connections between Europe, its
neighbours and the wider world and supporting economic and social development in the framework of the
Lisbon strategy.

Combining all transport modes, making best possible use of fully interoperable intelligent transport systems
and assimilating new transport and energy technologies are at the heart of a future-oriented network
integration. These three elements support the further development of co-modal transport services for freight
and passengers. In the freight sector, such a network development approach is for example vital for the
expansion of logistics services which rely on the principle that each transport mode is used according to its
respective advantages within the transport chain, while enhancing the efficiency of overall operations both
from an economic and environmental perspective.

To support co-modal transport services for freight, infrastructure development within the framework of the
future TEN-T policy needs to give particular attention to:

e the appropriate development of ports’ infrastructure and more efficient hinterland connections
to respond to the increasing role of maritime transport;

e theintegration of fully interoperable and commercially viable rail freight corridors and of Green
Corridors;

e the removal of bottlenecks on major transport axes;

e inter-modal connections, freight handling in urban areas and the potential of air freight
transport;

e the application of intelligent transport systems for all transport modes and new pricing systems,
stimulating efficient infrastructure use.

In parallel, necessary infrastructure for co-modal services for passenger transport (such as connections
between air and rail services or integrated ticketing) need to be developed too.

The full text of the Green Paper is available at: http://ec.europa.eu/transport/infrastructure/basis_networks/
guidelines/doc/green paper_en.pdf

Creating an e-Freight Roadmap for Freight Transport Logistics Background

To set a political signal as regards the importance that the Commission attaches to the issue of e-Freight
and to give representatives of the logistics and transport sectors —-many of whom have developed their own
in-house e-Freight systems — opportunity to contribute, DG TREN organised a conference, in Brussels on 17
February 2009.

The conference objective was to explore the commercial and policy opportunities that the implementation of
e-freight can bring and thereby kick-start the roadmap for its application.

Directorate-General for Energy and Transport, on behalf of the European Commission and in line with one of
the main measures of the 2007 Freight Transport Logistics Action Plan1, wants to establish a roadmap for the
development of an integrated ICT application that is capable of following the movement of goods into, out-of
and around the Union. This concept is entitled e-Freight and will operate within and across modes.

A key determinant of efficiency of freight logistics is the capability to draw maximum benefit from information
and communication technologies. In this, e-Freight denotes the vision of a paper-free, electronic flow of
information associating the physical flow of goods with a paperless trail built by information and communication
technologies. It includes the ability to track and trace freight along its journey across transport modes and to
automate the exchange of content-related data for regulatory or commercial purposes.

High level stakeholder conference on the future of transport

Commission Vice-President A. Tajani, in charge of European transport policy, convened a High Level Conference
on 9-10 March to gather stakeholders’ views on the main challenges and opportunities for the transport
sector in the very long term (20 to 40 years). The aim was to produce a Communication on the Future on
Transport — to be adopted by the Commission in June 2009 — preparing the ground for the next White Paper
planned for 2010.
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Top managers of transport operators, manufacturers and logistic companies were invited to contribute their
vision alongside policy-makers, academics and representatives of Member States, European institutions and
NGOs.

The Conference was centred on four workshops focusing on urban, freight and passenger transport and on
the challenge of sustainable mobility. The conference was attended by around 560.

To help with the debate, a study was commissioned to collect and analyse information on transport long-term
scenario forecasting, develop long-term transport scenarios including modelling work and case studies, and
suggest long-term objectives for the European transport policies. Some of its conclusions can be found below.
For the full report, http://ec.europa.eu/transport/strategies/doc/2009 future of transport/20090324
transvisions_final_report.pdf

Commission welcomes decision of the Council to adopt a new Directive on clean vehicles used by public
authorities

On 30 March 2009, the Council of Ministers adopted a new Directive promoting clean and energy efficient
road transport vehicles that are in use by public authorities. The Directive aims to stimulate the market for
clean and efficient vehicles and to prompt developments and investments by the industry. Increased sales will
help reduce costs through economies of scale and will result in progressive improvement in the energy and
environmental performance of the whole vehicle fleet. The new measures extend to all purchases of road
transport vehicles by public authorities or by transport operators charged with public service obligations.

The Directive requires that energy and environmental impacts linked to the operation of vehicles over their
whole lifetime are taken into account in purchase decisions. These lifetime impacts of vehicles shall include
at least energy consumption, CO2 emissions and emissions of the regulated pollutants of NOx (nitrogen
oxide), NMHC (non-methane hydrocarbons) and particulate matter. Purchasers may also consider other
environmental impacts.

Two options are offered to meet the requirements: setting technical specifications for energy and environmental
performance, or including energy and environmental impacts as award criteria in the purchasing procedure.
If the impacts are monetised for inclusion in the purchasing decision, common rules shall be followed, as
defined in the Directive, for calculating the lifetime costs linked to the operation of vehicles.

To facilitate the implementation process, the Commission has launched an internet site on clean and energy
efficient vehicles. It includes a legislation guide, a lifetime calculator, information on joint procurement and
references to Community funded projects in the field.

For more information:

http://ec.europa.eu/transport/urban/vehicles/clean_energy efficient vehicles en.htm

Commission hearing to discuss ways to help road hauliers affected by crisis

Measures to help road haulage companies survive the economic crisis were discussed at a stakeholder hearing
in Brussels organised by the European Commission in Brussels on 20 April 2009. The hearing has attracted about
100 representatives from European road haulage associations, the Commission, the European Parliament and
the European Investment Bank with the aim to collect first-hand information from stakeholders on the effects
of the recession and to identify ways forward. The participants reviewed the impact of the crisis, its effects in
terms of employment, the role of transport innovation, and future business and policy perspectives.

European Commission promotes cycling as healthy way to travel

The European Commission is promoting cycling as a healthy and safe way to travel in cities. The 15th Velo-City
conference, organised by the Brussels Region opened on 12 May. The world’s largest conference related to
cycling brought together one thousand participants from across the world to discuss the future of cycling in
cities. The closing ceremony included the signing of the Brussels Charter by various European cities committing
themselves to promote the use of bicycles through concrete objectives.

Speaking at the Velo-City conference, Vice-President Tajani confirmed his commitment to presenting an action
plan in the field of urban mobility this year, in which concrete actions relating to urban mobility - including
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cycling - will be presented. For more information: www.velo-city2009.com/

The Commission’s Green Paper “Towards a new culture for urban mobility” helped to raise political awareness
regarding urban mobility and initiated a dialogue at European level. The paper also suggested that cycling
should become an integral part of urban mobility policies.

To promote safe cycling, the EU helps to fund the development of cycle infrastructure, for example through
the EU’ Structural and Cohesion Funds. For the period 2007-2013, an estimated budget of more than €600
million will be used to invest in cycle infrastructure in eligible regions across the EU. The STEER Programme,
which promotes more sustainable energy use in transport, has provided €10 million to ten European pilot
projects related to cycling.

EU funds also continue to support the development and evaluation of new approaches to safe cycling in cities
though CIVITAS Initiative which helps cities to achieve a more sustainable, clean and energy efficient urban
transport system by implementing, de-monstrating and evaluating an ambitious integrated mix of technology
and policy based measures. The EU has co-financed the implementation and evaluation of 35 cycling-related
measures across the 58 cities that participate in CIVITAS. The measures address both the demand and the
supply side of transport. The activities in the demonstration cities aim to provide a better quality of life for all
citizens. The number of participating cities is constantly increasing and more than 100 cities over Europe are
part of the CIVITAS community.

For more about CIVITAS: www.civitas.eu
Workshop on “Gigaliners”

DG TREN will hold a workshop on 24th June at which the Joint Research Centre (JRC) will present their analysis
of the various economic assessments that have been made on the weights and dimensions issue including the
report made for DG TREN by the Transport & Mobility Leuven on the “Effects of adapting the rules on weights
and dimensions of heavy commercial vehicles as established within Directive 96/53/EC”.

The aim of the workshop is twofold. First, to present the JRC’s work and second, to help develop the terms
of reference for a further technical study. This study will include technical issues that need further analysis
such as the effects of increasing in the size and weight of two-vehicle combination, aerodynamics and other
technical improvements and all focussed on better understanding the advantages and disadvantages of
particular combinations on the infrastructure wear-and-tear, safety as well as environmental performance.

Study: “Effects of adapting the rules on weights and dimensions of heavy commercial vehicles as established
within Directive 96/53/EC”

This study has been carried out for the Directorate-General for Energy and Transport in the European
Commission and expresses the opinion of the Consortium having undertaken it, led by Transport & Mobility
Leuven (Belgium) and also composed by TNO (Netherlands), Laboratoire Central des Ponts et Chaussées
(France) and RWTH Aachen University (Germany).

It assesses positive and negative implications of a possible revision of the rules in force on weights and
dimensions of heavy commercial vehicles, and will be one of the pieces of information that the Commission
is assembling before taking a decision on whether or not to proceed with a revision to the current Directive.
The views expressed in it have not been adopted or in any way approved by the European Commission and
should not be relied upon as a statement of the European Commission’s or the Transport and Energy DG'’s
views. The European Commission does not guarantee the accuracy of the information given in the study, nor
does it accept responsibility for any use made thereof.

The study, in English language, is available at: http://ec.europa.eu/transport/strategies/studies/doc/2009 01
weights_and_dimensions_vehicles.pdf
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