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In terms of transport connectivity, several previous presentations are already very comprehensive. 

I will only make some complementary remarks. 

 

In today's world where trade is organized or generated through global value chains, to establish a 

reliable and effective connectivity with global markets, including both transport and ICT connectivity, 

is crucial for any economy's trade and economic development. This is even more so for LLDCs given 

their geographic constraints. Therefore, enhancing connectivity should be at the core of 

diversification and the structural economic transformation of LLDCs. 

 

We understand that the determinants of connectivity consist of infrastructure, supply of services 

over the infrastructure and the transit regime. In other words, connectivity relies not only on 

adequate infrastructure which consists of road, rail, ports, airports, freight terminals, telecom 

networks and internet access in both landlocked and transit countries, transit regimes in both 

landlocked and transit countries, but connectivity relies also on landlocked countries' capability to 

supply efficient transport, logistics and ICT services, which requires a regulatory environment 

enabling foreign investment and healthy competition.  

 

As we all know, LLDCs are under connectivity constraints which include not only inadequate transport 

infrastructure, cumbersome customs and border procedures, but also unreliable and inefficient 

transport, logistics and ICT services. Modern logistics relies more and more on the provision of 

multimodal transport services under a single contract so as to ensure track-and-trace of shipment 

and door-to-door delivery. In this context, logistics intermediaries (e.g., freight forwarders), third 

party logistics providers as well as operators of freight terminals and warehouses play a critical role 

in moving goods and organizing supply chains. Digitalization is another important feature of today's 

logistics services. LLDCs urgently need to develop their modern logistics capacity and overcome the 

fragmentation of supply chains in order to participate in global value chains. Currently only a very 

limited number of international logistics companies are present in LLDCs who are able to integrate 

services over long distances and track and trace cargo across several territories and borders. Low 

quality of freight forwarding services in LLDCs distorts transport and transit efficiency to the extent 

that supply chains cannot be effectively organized. In many LLDCs in particular those in Africa, cross-

border road transport remains under the quantity-based freight allocation system whereby bilateral 

agreements restrict the number of vehicles allowed to provide services between the two countries. 

The restrictions are administered through permits designed to ensure equity of participation in the 

transport markets of the respective countries, and to limit the activities of third-country carriers. 

Such quantitative system entails heavy institutional, procedural and documentational costs which 

are borne by road transport operators and becomes an important impediment to integrated logistics 

services.  



 

As international logistics companies usually go with their clients namely multinational enterprises, 

here comes a dilemma or chicken and egg question: modern logistics services emerge wherever 

there is a need in particular with export-oriented and large scaled manufacturing, but lack of modern 

logistics services is usually an important impediment to foreign investment in LLDCs. LLDCs with the 

assistance of the international community need to consider how to develop a modern logistics 

industry so as to improve their connectivity.  

 

We note that LLDCs' connectivity constraints were exacerbated during the COVID-19 pandemic as 

countries worldwide impose border closures and travel restrictions in response to the pandemic. As 

a result, LLDCs were overall hit harder than coastal countries. Evidence has shown that there was a 

general increase in truck turnaround time between ports and landlocked countries during the 

pandemic, which, compounded by the shortage of drivers due to sanitary measures, resulted in 

increased transport rates and other costs (e.g. delays in the return of empty containers to the ports 

often led to retention charges set by shipping lines). In addition, lack of international coordination 

aggravated the vulnerability of international inland transport system which means higher risk for 

LLDCs in emergency situations given their dependence on transit countries. 

 

Here I want to use Mongolia's experience as an example. 

 

In view of the trade impact of rising shipping rates, the WTO organized an information session on 

10 November 2021 for WTO Members to share information on export/import constraints they are 

facing and exchange views on measures to alleviate negative trade impacts. According to the 

information provided by a representative from Mongolia, global shipping disruptions in particular 

port congestions led to huge amounts of Mongolian containers stranded in China ports; for example, 

in June 2021 about 4500 Mongolian containers were stuck in Tianjin Port on daily basis. Port 

congestions resulted in sharp increase of freight rates to Mongolia: freight rates from Japan or South 

East Asia to Mongolia increase 240% in 2021 compared to 2020. This is because port charges, 

container demurrage charges, and storage charges all increased. In order to mitigate port 

congestions, shipping lines changed the container detention policy and reduced 45-day free time to 

7 days at Tianjin Port. This means that detention and demurrage charges are calculated from the 

8th day. However, for the goods destined for countries that are located at least 1000 km away from 

seaports like Mongolia, this 7-day free time ends even before shipment leaves the port. As a result, 

from March to November 2021, the increased container demurrage charges resulted in 200 million 

USD loss to Mongolian economy at minimum. Mongolia also noted that priority was given to transport 

operations of big companies and big countries. As a result, there was a shortage of containers and 

delayed transport operations for small economies. In addition to the impact of shipping disruptions, 

Mongolia is also suffering from land border congestions, increased border crossing charges, 

increased container transloading costs, reduced rail transportation, etc. In sum, transport 

connectivity disruptions have devastating effects on Mongolia. As a result, Mongolian Government 

resorted to the highest level of Chinese Government for help. A virtual meeting took place between 

the Prime Ministers of the two countries to address the issue of 4575 Mongolian containers in Tianjin 



Port on 12 October 2021. Following that meeting, China increased frequency of trains from Tianjin 

to Mongolia (additional 3 trains per day) and significantly alleviated logjams. 

 

In other regions, for example in Africa and Latin America, shipping disruptions led to lower frequency 

of ship calls at smaller economies and directly worsened their trade flows and connectivity. Rising 

shipping costs and shortage of containers led to a sharp reduction of exports; delays in import 

shipment combined with high shipping rates increased the costs of local production (e.g., increased 

price of fertilizers and raw materials). The steep rise in shipping rates for imports significantly 

impacted the price of consumer goods. The impact is particularly strong for small economies relying 

on imports where delays and disruptions in liner schedules led to reduced shipment, shortage of 

goods and decreased customs revenues.  

 

What lessons could we draw from LLDCs' experience in the COVID-19 pandemic? I want to make 

two points.  

 

First, given the vulnerabilities of LLDCs' transport connectivity with the outside world and LLDCs' 

reliance on transit countries, it is necessary to establish emergency mechanisms to ensure that in 

crisis the interests and special conditions of LLDCs are given due consideration and that there are 

measures in place to keep disruptions of LLDCs' connectivity to minimum. For example, transit 

countries could consider providing a dedicated space/slot for the transit cargo of landlocked countries 

at terminals and ports and possibilities to load on to and unload from trains and ships the cargo of 

landlocked countries without increasing too many costs for landlocked countries in case of supply 

chain disruptions. In this respect, international coordination and cooperation should be strengthened 

and the implementation of the Trade Facilitation Agreement should be guaranteed in crisis.    

 

Second, it is important to build the resilience of LLDCs' transport connectivity, which requires more 

efficient transit regimes, improving infrastructure with more investment and digitalization, and 

reliable supply of transport and logistics services. It has been proved during the pandemic that the 

automation of Customs processes towards a truly paperless Customs environment and contactless 

clearance can facilitate trade flows and reduce transport costs. Regional cooperation and regional 

integration can play an important role in building the resilience of LLDCs' transport connectivity. On 

the other hand, improved LLDCs' connectivity can also help LLDCs' participation in regional value 

chains and facilitate regional integration. Developing transit corridors by improving the quality of 

existing road and rail networks with new connections and by increasing the efficiency of intermodal 

facilities and intermodal transport (for the transfer, handling, storage, inspection and customs 

clearance of goods) is in a right direction to integrate LLDCs into value chains, at least at the regional 

level.1  In order to achieve efficient and integrated mobility of goods and people between LLDCs and 

 
1 A successful case is the National Road 81 in Argentina, which was restructured and now connects the 

ports of Iquique in Chile and Asunción in Paraguay. Investments in these corridors have provided consistent 

benefits for both countries, with increases in exports from Paraguay to Chile from $63,821 in 2005, to 

$669,556 in 2014. The East-West Economic Corridor (EWEC), connecting Vietnam and Myanmar via Laos and 



their neighbouring countries, it is necessary to build the connections that are current missing within 

existing transportation networks and corridors. Identifying and establishing the links that are 

currently would entail different actions that range from upgrading existing roads, to creating new 

ones, from the harmonization of border procedures, to the construction of intermodal transfer 

facilities, from creating new business opportunities to attracting foreign investment. All these 

activities would be beneficial to LLDCs' economic development. 

 

In the interest of time, I'd like to stop here. Thank you for your attention.  

 

 

  

 
Thailand, is another successful example of developing transit corridors. The EWEC significantly reduced travel 

time; contributed to Cambodian access to healthcare, education, markets and other public service facilities; 

and incentivized the development of economic activities and services along the corridor, including guesthouses, 

petrol stations and restaurants. 


