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Preface

e UN General Assembly called for amid-term
review of the Almaty Programme of Action
on October 2 3, during its 63rd session. s
report, contributed by the World Bank, is based
on the outputs and experience of current World
Bank projects, notably a program on Trade and
Transit Facilitation, supported by a grant from
the Bank of Netherlands Partnership Program.
It summarizes the presentations and discussions
at several preconference workshops organized
jointly by the O  ce of the High Representative
for the Least Developed Countries, Landlocked
Developing Countries, and the Small Island
Developing States and the World Bank, includ-
ing expert meetings on June 2 3, 2008  rst

at UN headquarters in New York and then at
the World Bank in Washington on ways to
reduce the obstacles to landlocked countries
trade and growth.

is report was prepared in the Interna-
tional Trade Department of the Poverty Re-
duction and Economic Management Vice-
Presidency (PRMVP) of the World Bank, by
Jean-Fran ois Arvis (team leader), Robin Carru-
thers, and Christopher Willoughby. Additional
contributions were provided by Mona Haddad
(sector manager), Graham Smith, Monica Alina
Mustra, Tugba Gurlancar, Ga°l Raballand, Ge-
rard Luyet, Marc Juhel, Henry Bo nger, and
Jack Stone.
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The Almaty Programme

of Action (2003)

e Almaty Ministerial Conference (2003) was
the rst global venue to speci cally address the
problems of landlocked developing countries
(LLDC:). It brought together Landlocked and
Transit Developing Countries, Donor Coun-
tries, and International Financial and Develop-
ment Institutions. e Conference and the Pro-
gramme of Action adopted at the Conference
address the access problem of LLDCs, with the
following seven objectives:

01 Secure access to and from the sea by all
means of transport according to appli-
cable rules of international law.

0l  Reduce costsand improve services so as
to increase the competitiveness of their
exports.

0l Reduce the delivered costs of imports.

01 Address problems of delays and uncer-
tainties in trade routes.

0l Develop adequate national networks;
reduce loss, damage, and deterioration
en route.

0l  Open the way for export expansion.

0l Improve safety of road transport and
security of people along the corridors.

In order to reach those objectives, the Pro-

gramme of Action highlighted ve priority pol-
icy areas for landlocked and transit countries to
address:

0l Transit policy and regulatory ame-
works: landlocked and transit coun-
tries to review their transport regula-
tory frameworks and establish regional
transport corridors.

00 In astructure development: landlocked
countries to develop multimodal net-
works (rail, road, air, and pipeline
infrastructure projects).

0] Trade and transport facilitation: land-
locked countries to implement the
international conventions and instru-
ments that facilitate transit trade (in-
cluding the WTO).

0] Development assistance: the interna-
tional community to assist by provid-
ing technical support, encouraging for-
eign direct investment, and increasing
0 cial development assistance.

00 Implementation and review: all parties
to improve their monitoring the imple-
mentation of transit instruments and
conducting a comprehensive review of
their implementation in due course.

Source: 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 (2003).
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summary

isreport o ersthe World Bank s perspective
on progress in implementing the Almaty Pro-
gramme of Action. Most of the information
comes from an ongoing World Bank knowl-
edge program for trade and transit facilitation.

e report provides an update on the access of
Landlocked Developing Countries (LLDCs) to
global markets since the Almaty Declaration in
October 2003, highlighting new directions to
reach the Almaty objectives.

Since the Almaty Conference international
support to the LLDCs has increased substan-
tially. Lending by the World Bank quadru-
pled to more than US$15 billion last year,
with a substantial pipeline of new projects for
the next veyears. isassistance includes cor-
ridor projects, customs reform, multimodal
transport, railroad projects, and restructuring
airport and aviation services. Increasingly the
Bank is linking lending with advisory activities
to stimulate change in such areas as trade facili-
tation, customs, and transit systems.

Between 2003 and 2007 the export value
of LLDCs more than doubled, while that of
transit countries increased rather less, as global
exports rose 60 percent. Per capita incomes of
LLDCs increased by about 28 percent, slightly
less than the 33 percent increase of the transit
countries but still well above the global average
of a little more than 10 percent. But in absolute
values LLDC trade and incomes still lag far be-
hind those of the transit countries and the glo-
bal average. In addition, the recent increases in
LLDC and transit trade re ect rising commod-
ity prices, with little achieved in product diver-
si cation and export competitiveness.

Even with freedom of transit, regional and
bilateral agreements, and trade facilitation re-
forms, LLDC:s are still hampered in their ac-
cess to markets, since they depend on their

Vi IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES
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neighbors for their trade. e Logistics Per-
formance Index, a measure the World Bank de-
veloped to score logistics systems, consistently
ranks landlocked countries lower than their
coastal neighbors. e di erences are greatest
in East Asia, least in Sub-Saharan Africa. e
more detailed data behind the LPI shows that
being landlocked adds about four days to the
time for exports to reach a port but about nine
days for imports. e import times show wide
variation, indicating the uncertainties in tran-
sit times are perhaps more of a barrier to trade
growth than the average times.

Corridor indicators detail where the delays
and variation in transit times occur, and how
the costs of transit for landlocked countries
compare with those for coastal countries. For
both the largest delays are in bringing contain-
ers through the port system, closely followed by
border crossings. Despite the long and variable
transit times, the maritime share of a container
traveling between a landlocked and a developed
country makes up more than half the total. For
most landlocked countries the cost of the mari-
time share of the total is also more than half. For
six corridors with data, the cost of transporting
acontainer froman LLDC to adeveloped coun-
try port was about US$4,500, about 20 percent
more than from a coastal country.

e studies behind the corridor indicators
show that distance and quality of infrastructure
also impede LLDC trade, but not much more
than for inland destinations in large coastal
countries. Rent-seeking activities, inadequate
transport markets, and times spent at borders
lower the productivity of services and bump up
the prices, especially for trucking. But the main
sources of higher costs are unreliable import
and export chains due to inadequate transit
procedures, overregulation, multiple controls,

10/1/08 11:10:45 AM



and poor service. Transit in Europe, by contrast,
has evolved into e ective and seamless systems,
which allow for smooth door-to-door logistics
across land borders.

Most trade facilitation impediments have to
do with the procedures and services in the tran-
sit country and the weak incentives for public
and private stakeholders to facilitate transit and
deliver good service. Many needed measures
are not speci ¢ to landlocked countries and are
0 enmore bene cial to the transit countries
such as improving transport services, notably
trucking, and reforming ports and customs to
reduce delays and costs.

For transit countries to address the trade
of their landlocked neighbors, they need to see
some advantages to their own economies. Most
of the advantages come from providing the tran-
sit transport and associated services at marginal
cost, and from capturing economies of scale in
the port, maritime, and aviation services that
serve their own trade. Transit countries will
also facilitate the trade of landlocked countries
when the products complement those of their
own economy rather than compete with them.

In addition to the investment and techni-
cal assistance that are part of the Almaty Pro-
gramme of Action, a high priority is to design
and implement transit regimes, which with few
exceptions are either absent or badly designed

LLDC 1001.indd 7

and implemented. e transit system devel-
oped in Europe over the last 50 years has been
expanded geographically to include many land-
locked countries of Eastern Europe, bringing
advantages to all participating countries. But
it has proven di cult to implement this or a
comparable system or to develop alternatives in
other regions.  at is why the World Bank has
been piloting, with its partners, a new approach
to re-engineering transit systems.

A second priority is for landlocked coun-
tries to make more use of air freight as a way to
overcome what has been called the tyranny of
distance. While air freight is costly, it does have
the advantage of speed, and for some products
this can overcome the penalty of cost. But for
landlocked countries to get started in using air
freight they need to use the freight capacity in
aircra providing passenger services. With few
exceptions the transit countries have many more
passenger services than their landlocked neigh-
bors. By taking advantage of these services, their

nancial sustainability can be increased to the
bene t of the transit country.

A third priority is cross-country and cross-
regional monitoring of trade corridors, includ-
ingall dimensions of costs, delays, and reliability,
repeated at frequentintervals.  isinformation
can inform policy makers and stakeholders and
sustain the drive for improvements.

IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES vii
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Introduction

e Almaty Programme of Action is predicated
on the fact that landlocked developing countries
had grown more slowly than other low-income
countries and that unless their trade competi-
tiveness improved signi cantly, this situation
was likely to continue. Major factors underlying
the slow trade growth were believed to be the
low quality and inadequate capacity of trans-
port infrastructure and the resulting high cost
and unreliability of transport services between
these countries and world markets.

The Millennium Development Goals
agreed by all UN member states in September
2000 included a commitment to address the
special needs of landlocked countries. In 2001
the General Assembly established the post of
O ce of the High Representative for the Least
Developed Countries, Landlocked Developing
Countries and Small Island Developing States
to promote understanding and support for these
countries.

A ministerial intergovernmental confer-
ence in pursuit of these commitments was held
in August 2003 in Almaty, Kazakhstan. e
conference agreed to an Almaty Programme
of Action calling for joint e orts by transit and
landlocked countries with substantial tech-
nical and nancial assistance from other coun-
tries to revise their regulatory frameworks af-
fecting trade movements and to improve their
trade-related infrastructure.

In line with the Programme of Action and
requests from member countries, the World
Bank intensi ed its program of policy advice
and nancial support for landlocked developing
countries (LLDCs) as part of its broader pro-
gram to improve the trade competitiveness of all
developing countries. Nearly three-  hs of the
81 countries now eligible for assistance from the
World Bank s so -loan arm, the International

viii IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES
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Development Association (IDA), are directly
involved in e orts to reduce the adverse conse-
quences of countries lack of direct access to the
sea. Just over half are landlocked, and the rest
have infrastructure used by landlocked neigh-
bors for transit.

is report summarizes the World Bank s
contribution to implementing the Almaty Pro-
gramme of Action and its understanding of the
causes and potential remedies of the trade com-
petitiveness consequences of being landlocked.
It hassevensections. e rstsummarizeswhat
is known about the economic impacts of being
landlocked on trade and growth, and their im-
provements since Almaty.

e second section provides information
on the logistics and facilitation performance of
LLDCs compared with their transit neighbors
and other developing countries, based on analy-
ses at the country level, and comes mostly from
the recently developed Logistics Performance
Index.! e third section analyzes the sources
of high access costs and the role of ine  ciencies
in the supply chain of products imported and
exported by LLDCs.

e fourth section brings a new focus on
the transit countries as a potential source of
increased trade competitiveness for the land-
locked countries that depend on them. Fa-
cilitation depends on the political economy of
trade and transport systems between countries.
Transit countries need to see an economic and
political advantage in facilitating transit trade
that goes beyond pressure to comply with inter-
national obligations not to discriminate against
their landlocked neighbors.

e hsection provides more analysis of
one of the greatest impediments to trade and
transport from landlocked countries: the tech-
nical arrangements for transit. In addition to
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transport services and infrastructure, e cient
transit regimes must allow the passage of freight
based on documents, seals, and bonds that guar-
antee payment of customs and trade duties if
the goods do not exit the transit country on
schedule. Despite the obvious bene ts of such
schemes, designing, signing, and implementing
them has proven surprisingly di  cult.

e sixth section outlines some steps re-
cently initiated by the World Bank in conjunc-
tion with others to complement and catalyze
the implementation of the Almaty Programme
of Action.  ese activities include producing
corridor performance indicators, undertaking
trade and transport facilitation audits, nd-
ing ways to make facilitating transit trade more

LLDC 1001.indd 9

attractive to transit countries, exploring the po-
tential for expanding transit guarantee systems,
and exploring the circumstances in which air
freight can be used as an alternative to land and
maritime transport.

e conclusion proposes a series of themes,
and areas for assistance, that should receive par-
ticular attention during the second half of the
implementation period to achieve the objectives
of the Almaty Programme.

An annex summarizes the lending, techni-
cal assistance, and knowledge activities under-
taken as part of World Bank projects to contrib-
ute to the Almaty Programme of Action, and to
help improve the competitiveness of landlocked
countries.

IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES ixX
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SECTION

The economic impacts

of being landlocked

is section pro ides evidence of the trade perfor-
mance of landlocked developing countries com-
pared with others, especially their transit neigh-
bors. It nds that since the Almaty Programme of
Action was announced, the total trade and GDP
per capita of LLDCs has increased faster in per-
centage terms than the transit country and global
averages. But much of the LLDC growth can be
attributed to increases in commodity prices. For
the per capita income of LL.DCs to come closer to
the global average, their per capita incomes will
have to grow even faster.

e world has two large concentrations of
landlocked developing countries. e 15 coun-
tries in Sub-Saharan Africa have a population
of more than 200 million, nearly 30 percent of
the regions total. Sudan and the Democratic
Republic of Congo, which account for a further
12 percent of the regions population, are also
sometimes considered to be landlocked given
their very restricted access to deep-water sea-
ports. eninelandlocked countriesin Central
Asia, and a few small states in Eastern Europe,
have a population approaching 80 million peo-
ple, or about 17 percent of the regions total.

Less than 3 percent of the population in
South Asia (Nepal and Bhutan) and Latin
America (Bolivia and Paraguay) are in land-
locked countries. e two landlocked countries
of East Asia (Lao People s Democratic Repub-
lic and Mongolia) account for less than half a
percent of the region s population. No countries
are landlocked in the Middle East and North
Africa.

For the period before the Almaty Confer-
ence there was compelling evidence that being
landlocked sharply depressed both per capitain-
come and its growth.? Data for 92 low and mid-
dle-income countries for 1980 96 show that
the per capita income of landlocked countries

grew about 1.5 percentage points slower per
year than those not landlocked.> Commercial
quantities of natural resources improved the
situation of some landlocked countries. Over
1960 2000 resource-scarce landlocked coun-
tries outside Africaaveraged 1.5 2.0 percentage
points slower growth in per capita income than
nonlandlocked countries.* Per capita income
growth in the resource-scarce landlocked coun-
tries of Sub-Saharan Africa (except Botswana,
Zambia, and Zimbabwe) also fell short by about
the same amount.

Since 2001 (the base year for much of the
evidence presented at the Almaty Conference)
the average per capita income of the 29 land-
locked countries (those with su  ciently com-
plete data) has increased by about 5.3 percent
a year, far above the global average of 1.9 per-
cent and even above the 4.2 percent for the
44 transit countries with data.® e average
growth rate for all low-income countries was
about 4.8 percent, so again the landlocked
countries performed well in comparison. But
in absolute per capita incomes, the LLDCs
have not kept pace with the other groups of
countries other than their low-income peers
(table 1.1).

Potential per capita

income increases

In 2006 the per capita income of LLDCs was
only 13 percent of the global average (table 1.2).
If the objective of the Almaty Programme was
interpreted as increasing this to 25 percent of
the global average by 2013, and if the global
average were to continue growing at about 1.9
percent a year, LLDC per capita income would
need to surge by 15 percent a year, clearly infea-
sible. To reach close to 20 percent of the global
average, LLDC per capita incomes will have

IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES
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Increases in trade
Part of the explanation for the low per capita

IELIERERY GDP per capita and its growth, 2001 06

Average per capita income (2006 US$) incomes of LLDCs is their low participation
Income group 2001 2006 Increase Growth (percent) in world trade. About a third of them have less
High income 32,800 35,700 2,900 17 than US$40 per capita in exports, but less than
Upper middle income 5,500 6,600 1,100 35 5 percent of their transit neighbors fall to this
Lower middle income 1,500 2,100 600 6.9 level. Fewer than one-third of LLDCs have
Low income 500 670 170 4.8 imports greater than US$100, while only one
Landlocked developing countries 760 970 210 5.3 transit country (Somalia) has imports below
Transit 1,500 2,000 500 4.2 this threshold.®
Warld 6,700 7,400 700 19 e per capita incomes of LLDCs have in-

Note: Data for LLDCs exclude Azerbaijan, Botswana, Kazakhstan, and Zambia. In 2005 06 these countries had a very high proportion of Creased since the AI maty Conference' eir

exports of just one commodity: Azerbaijan (76 percent) and Kazakhstan (69 percent) petroleum, Botswana (73 percent) precious stones, and tOtaI trade and Share Of World trade have aCCGl'
Zambia (65 percent) copper (UNCTAD 2008). ) .
Source: World Bank Development Data Platform. erated even more. Since 2001 the value of inter-

national trade of LLDCs has increased by more

than 170 percent (an average of 21 percent a

cent (23 percent a year) of the transit counties

C 2006 (US. G h 2013 (US -
ountry 9roup (us%) rawth rate (percent (US8) but much higher than the global average of 90
Landlocked developil tri 970 8.0 1,700
anlocked cevelopig countries percent (14 percent ayear). e LLDC share of
Transit 2,000 5.0 2,800 . .
: world trade remains small at a little under 0.6
World 7,400 19 8,500 .. .. . .
percent. But thisisasigni cant proportional in-
LLDC world share (percent) 13.0 n.a. 19.6

crease (about 10 percent) from the 2001 share of
n.a. is not applicable. justover 0.5 percent.  etransitcountries have a
Note: Data for LLDCs exclude Azerbaijan, Botswana, Kazakhstan, and Zambia. In 2005 06 these countries had a very high proportion of . .
exports of just one commodity: Azerbaijan (76 percent) and Kazakhstan (69 percent) petroleum, Botswana (73 percent) precious stones, and much hlgher share at about 6.4 percent, asl |ght
Zambia (65 percent) copper (UNCTAD 2008). - -
Source: Analysis by World Bank International Trade Department. INCrease since the 2001 Share Of 6 percent'
More signi cant than the total trade of
LLDC:s are those of exports, where their post
Almaty performance has been even better. e

export value of LLDCs has increased more than

IELIEREE | andlocked developing countries: merchandise trade, 2001 06

Merchandise trade Merchandise export trade 190 percent (24 percent a year) compared with
Share of world Share of world 148 percent (19 percent a year) for the transit
trade (percent) Annual trade (percent) Annual .
growth growth countries and the global total of 90 percent (or
Country group 2001 2006 (percent) 2001 2006 (percent) 14 percent a year). e export share in the total
Low i 21 2.2 21 2.0 2.7 20 .
owincome trade of LLDCs has increased from 45 per-
Middle i 19.7 20.3 20 20.6 274 21 .
H_' h & neome o - . . o N cent in 2001 to more than 50 percent by 2006.
Igh Income . . . . .
k . . Another re ection of the same trend: LLDCs
Landlocked developing countries 0.5 0.6 21 100.0 100.0 14 .
, achieved a small overall trade surplus for the
Transit 11.9 12.6 24 0.5 0.8 24 tt'm inr nt hi tor in 2006
World 100.0 100.0 14 12.7 20.1 24 rsttme in rece Isto yi '
Source: Comirade data. Commodity prices and volumes

Much of the increase in the per capita income
and the export performance of LLDCs has
to grow about 8 percent a year, a formidable come from increases in commodity prices and
challenge but feasible. Even this would not in the volumes exported by LLDCs. Itisdi -
be enough to reduce the absolute di erence cult to generalize the impact on the exports of
between global per capita incomes and those all LLDCs because of the wide range of com-
of LLDC:s. Indeed, the de cit would increase  modities and products. But trade data show two
more than US$300. relevant trends:
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Higher commodity prices contributed
about two-thirds of the growth in value
of exports from LLDCs between 2001
and 2006. e rates of increase are un-
likely to be sustained (and for some the
prices have already started to fall). So,
LLDCswill need other ways of increas-
ing or at least sustaining their GDP per
capita growth.

e diversi cation of exports has not
changed much since implementation
of the Almaty Programme. For more
than 20 percent of LLDCs, three
products make up 90 percent or more
of the total value of their exports, and
for another third of the countries the

top three products make up more
than 75 percent.  ere are some no-
table and encouraging exceptions,
including Nepal, Moldova, Swazi-
land, and Uganda, where the top
three products account for less than
half the total export value. is has
come about through diversifying into
manufactured products and convert-
ing some basic mineral and agricul-
tural exports into higher value prod-
ucts.  ese examples show how other
LLDCs might increase the total value
of their exports while reducing their
dependence on a small range of basic
commaodities.

IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES 3
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SECTION

The logistics performance of
landlocked developing countries

is section pro ides evidence on the logistics
performance of landlocked countries and their
transit and coastal neighbors, as well as on fac-
torsexplaining di erences in performance.

e World Bank launched a Logistics Per-
formance Index (LPI) in 2007 (box 2.1).” e
LPI and its component indicators are based
on information from multinational freight
forwarders and the main express carriers with
worldwide operations. ey provide an inter-
national benchmark for comparing logistics
performance and e ectiveness in facilitating
trade across 150 countries. is information
completes and expands the one found with
longer established competitiveness datasets

Assessing logistics performance

The overall Logistics Performance Index (LPI) is a composite index based on per-
formance of countries on six dimensions (indicators) of trade-related logistics per-
formance. The indicators are:

i

i

i

[l

[l

[l

Ef ciency of customs and other border agencies in expediting cargo
clearance.

Infrastructure ef ciency (in the quantity and quality of transport infrastruc-
ture and information technology infrastructure for logistics).

Ease and affordability of arranging international shipments.

Competence of the local logistics industry, where the freight forwarding
operations are subcontracted to domestic agencies by the global logistics
companies.

Ability to track and trace international shipments while the shipment is en
route.

Timeliness of shipments in reaching destination.

Logistics performance is evaluated on a 5 point scale, with 1 the lowest and 5
the highest.

This data is corroborated by factual information from domestic sources, for
instance on time, cost, or effectiveness of process and services.

On average one LPI point less on this scale is the equivalent of six days more
to import and three days more to export. The highest ranked country is Singapore
(4.19), the lowest Afghanistan (1.21).

4 IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES
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such as Doing Business® and Global Competitive
Index.®

Tables 2.1 and 2.2 compare the logistics per-
formance of landlocked and coastal countries,
globally and regionally.

From the comparisons of logistics perfor-
mance of landlocked and coastal countries by
region, it appears that:

0l  Foreach region other than Europe, the
logistics performance of coastal coun-
tries is much better than that of land-
locked countries.

0l  Bycontrast European landlocked coun-
tries are not at a disadvantage com-
pared with their coastal transit coun-
try. isisto be linked to the existence
of smooth transit systems through
coastal countries, with delayed clear-
ance at destination.

0l e relative performance of landlocked
countries is worst in South Asia (43
percent penalty when compared with
coastal countries) and East Asia (20
percent). e contrast is larger as the
main transit countries (India, China)
are emerging economies with already
sophisticated logistics systems, yet the
transit arrangement serving LLDCs
are known to be more restrictive in
Asia (section 5).

0l edi erence between landlocked and
coastal countries is still signi cant but
not assharp in Africa. Costal countries,
with the exception of South Africa,
also experience such serious problems
as port congestion, which reverberate
on the countries in the Interior.

Table 2.2 provides some of the background

data that goes into calculation of the LPI
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calculations for three regions, and a compari-
son of landlocked and coastal countries for two

of them.

LLDC 1001.indd 5

From these data one can see that:

il

e transport infrastructure of land-
locked countries in Sub-Saharan Africa
is a slightly lesser penalty (only 7 per-
cent worse than for coastal countries)
than other dimensions of the LPI such
as the competence of services or the
trade processes (on average about 10
percent worse than coastal countries),
which re ects the hierarchy of con-
straints as they appeared in case stud-
ies or projects (section 3 and 4).
Interestingly the data for time to ex-
port or import in Africa suggest the
same conclusion:

00 Being landlocked adds four days
to exports or the fastest imports,
which corresponds to the distance
that can be covered given the cur-
rent infrastructure, plus clearance
at destination.

00 However the average imports take
much longer to transit about
nine days which shows that the
bulk of delays happen with the
transit system.

00 Customs clearance itself does not
take more time in landlocked
countries, also highlighting the
transit procedure, which takes
place before clearance.

e average for Africa covers wide dis-
parities. e median import time for
landlocked countries in Central and
Eastern Africa can be over four weeks.
For landlocked countries in South
Asia, transport infrastructure is a se-
rious constraint (50 percent worse for
landlocked than coastal countries), but
again it is not a signi cantly greater
problem than the border and services
components of the LPI (which on av-
erage are about 42 percent worse for
landlocked than for coastal coun-
tries). Transit time is also dispropor-
tionately high for those countries.

IELIEWRE | ogistics Performance Index of coastal
and landlocked countries, 2007
Coastal advantage
Regional Landlocked Coastal over landlocked

Region average countries countries (percent)
World n.a. 2.42 2.80 16
Sub-Saharan Africa 2.35 2.22 243 9

East Asia and the Paci ¢ 2.58 217 2.59 19

Latin America and

the Caribbean 2.57 2.44 2.58 6

South Asia 2.30 1.84 2.64 43
Europe? 2.64 2.64 2.63 0

n.a. is not applicable.

a. Central Asia is excluded because all the countries in the subregion are landlocked. Landlocked countries in Europe include, in addition to the
high-income countries of Austria and Switzerland, countries that became independent in the 1990s, such as Armenia, Belarus, Czech Republic,
Hungary, Moldova, Serbia, and Slovak Republic.

Note: Logistics performance is evaluated on a 5 point scale, with 1 the lowest and 5 the highest.

Source: World Bank n.d. (http://www.worldbank.org/Ipi).

IELIEWAYAY Regions with poorly performing landlocked countries

Central
Sub-Saharan Africa Asia South Asia

Background data Landlocked  Coastal  Landlocked Landlocked  Coastal
Overall LPI 2.22 243 2.25 184 2.64
Selected LPI components

Logistics competence 2.21 2.45 2.18 184 2.69

Infrastructure 197 211 198 161 241

Customs and trade processes 210 2.30 2.04 1.69 2.34
LPlinput data

Customs clearance (days)? 3.2 4.7 na. 2.6 22

Physical inspection (percent) 62 42 na. 56 27

Possibility of review (percent)® 52 19 n.a. 33 30
Lead time to (days)

Export (median) shipper port 11.8 6.2 n.a. 6.5 2.5

Import (median) port consignee 18.4 9.3 na. 14.7 33

Import (10 percent best) port consignee 9.1 5.0 na. 11.0 25

n.a. is not applicable

a. Customs clearance is days between customs acceptance of declaration and clearance.

b. Physical inspection shows the proportion of respondents import consignments inspected.

c. Possibility of review shows the proportion of survey respondents believing that they would be able to secure review of a customs decision they
disagreed with.

Note: LPI is Logistics Performance Index.

Source: World Bank n.d. (http://www.worldbank.org/Ipi).

Two landlocked countries in Sub-Saharan
Africa, Mali and Uganda, appear among the
best performers in the region in expanding
exports of goods and services over a fairly
long period and in recent times. Ugandas ex-
ports rose from 7 percent of GDP in 1990 to
12 percent in 2003 and 14 percent in 2006,

IMPROVING TRADE AND TRANSPORT FOR LANDLOCKED DEVELOPING COUNTRIES
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