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EXECUTIVE SUMMARY 
The Latin America Regional Report on Improving Transit Cooperation, Trade and Trade Facilitation 
for the Benefit of Landlocked Developing Countries: Current Status and Policy Implications presents 
a review of the transit related issues in the region, identifies key achievements and remaining 
challenges and points to future policy areas for action to realistically address transit, transport and 
trade facilitation related issues for the successful participation of the Latin American Landlocked 
Developing Countries (LLDCs) in international trade and for their overall development. 

The two LLDCs in the region, Bolivia and Paraguay, show lower levels of economic performance 
compared with the neighbouring transit countries. Stemming from their landlockedness, the two 
countries face challenges to their development stemming from the distance and difficulties in 
accessing sea ports; costly and lengthy bureaucratic procedures on trade and transit transport; lack 
of reliability of transport systems; weak infrastructure; and limited capacities. These obstacles have 
resulted in higher logistics and transport costs for the LLDCs than for the transit countries. These 
challenges also reflect in increased time that it takes Bolivia and Paraguay to export and import.  

The Vienna Programme of Action for the LLDCs for the decade 2014 to 2024 (VPoA) is the most 
important global platform for articulating and advancing the development aspirations of the LLDCs. 
The VPoA acknowledges the critical importance of creating efficient transit transport systems and 
calls for reducing trade transaction costs, improving international trade services through 
simplification and standardization of transit rules and regulations, developing transit transport 
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Reducing both time of transit and cost to transit goods will benefit Bolivia and Paraguay trade and 
help them realize the gains of trade facilitation towards development. In order to achieve the 
ambitious goals of the Vienna Programme of Action, transit and landlocked countries have to work 
through a coordinated agenda. This agenda includes finding solutions to these outstanding 
challenges.  

Policy recommendations to solve these challenges include: 

x Training and capacity building on norms and regulations on customs requirements and 
transit agreements;  

x Ratifying the WTO Trade Facilitation Agreement;  
x Diversifying and upgrading of exports;  
x Boosting multi-modal transportation;  
x Investing in exclusive lanes for transit at the borders to provide with expedited border 

crossing; 
x Improvement of guarantees system to complement regionally accepted single documents;  
x Exploring alternative ways of financing to solve the infrastructure gap; 
x Taking a regional and corridor approach to provide holistic planning, operation and problem 

solving; 
x Fostering political will from all the countries for improving transit in the region. 
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1. INTRODUCTION 
The landlocked developing countries (LLDCs) face development challenges, owing both to their 
geographical disadvantage of lacking direct territorial access to the sea and to their remoteness and 
isolation from world markets. Their international trade depends on transit through other countries. 
Additional border crossings and long distances from major markets, coupled with transit procedures 
and inadequate infrastructure substantially increase the total expenses for transport and other 
transaction costs. Reducing such high costs and improving the export competitiveness of the LLDCs 
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The VPoA is specifically designed to support national, regional and international action in six priority 
areas: 1. Fundamental transit policy issues, 2. Infrastructure development and maintenance, 3. 
International trade and trade facilitation, 4. Regional integration and cooperation; 5. Structural 
economic transformation, and 6. Means of implementation.  

In September 2015, the international community, including the two Latin American LLDCs, 
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2. SITUATION ANALYSIS 
The condition of being landlocked refers to the geographical situation of a country without direct 
access to the sea.3 Applying the definition to Latin America, there are two such countries, Bolivia and 
Paraguay. Consequently, these countries depend on transit through other countries to make their 
international trade effective. Often, trade takes longer and is more costly. Because of these issues, 



file:///C:/en/countries/profiles/ARG.html
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file:///C:/en/countries/profiles/URY.html
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FIGURE 1. LOGISTICS PERFORMANCE INDEX: COMPONENTS SCORE FOR 2014 
 

 

 

 

 

 

 

 

Table 3 shows that the landlocked countries are at a logistics disadvantage compared to the transit 
countries. When analyzing the rank and score across the years, it is easy to notice that Bolivia and 
Paraguay rank at the bottom of the group. For Bolivia, the performance measure by the index was 
improving across the years, with exception of 2014 when, due to increasing customs clearance 
times, the score was lRZHUHG��3DUDJXD\·V�SHUIRUPDQFH� LQ������LV�EHWWHU�WKDQ� LQ�������ZLWh major 
improvement from 2012.  

TABLE 3. LOGISTICS PERFORMANCE INDEX: RANK AND SCORE ACROSS YEARS  

 
 
 

Based on the Doing Business indicators,12 it is mostly time and documentation that impose barriers 
to trade in the LLDCs. Even though the indicators are showing improvement, both countries still lag 
behind their transit neighbours. As shown in Table 4, Bolivia and Paraguay require at least one more 

                                              
12 World Bank Doing Business, http://www.doingbusiness.org/data.  

(1=low; 
5=high) 

2007 2010 2012 2014 

Country Score Rank Score Rank Score Rank Score Rank 
Argentina 2.98 45 3.10 48 3.05 49 2.99 60 

Bolivia 2.31 107 2.51 112 2.61 90 2.48 121 
Brazil 2.75 61 3.20 41 3.13 45 2.94 65 61

 45 45121 48 

http://www.doingbusiness.org/data
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document to export than the transit countries, and Paraguay requires at least one more document to 
import.  

TABLE 4. DOCUMENTS REQUIRED TO EXPORT AND IMPORT  

 
Documents to export (number)  Documents to import (number)  

Country 2006 2012 

http://bit.ly/1XNDGFL
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TABLE 5. TIME AND COST TO 
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http://repositorio.cepal.org/bitstream/handle/11362/36953/S1420408_en.pdf?sequence=1
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3. INTERNATIONAL TRADE 
3.1 State of  Bolivian and Paraguayan Trade 
%ROLYLD·V� DQG� 3DUDJXD\·V� WUDGH� KDV� VSLNHG� VLQFH� WKH� ��V�� $FFRUGLQJ� WR� WUDGH� GDWD� �VHH� 7DEOH� ����
%ROLYLD·V�H[SRUWV�WR�WKH�Zorld increased dramatically from US$1.3 billion to US$12.8 billion in the 
period from 1998 to 2014. For Paraguay, total trade in the same period increased from US$1.04 
billion to US$9.06 billion. Total increase during the period was 873 per cent for Bolivia and 852 per 
cent for Paraguay.  
 

TABLE 8. TOTAL TRADE, 1998, 2005, 2014 (MILLIONS  US$ AND PERCENTAGES)   

World 1998 2005 2014 
Increase 98-

14 (%)  
Argentina 26,187,108 39,477,053 66,497,574 154 

Bolivia 1,321,326 2,794,871 12,856,061 873 
Brazil 50,491,372 

!
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concentration has increased from 70 per cent in 2000 to 82 per cent in 2012, with mineral fuels and 
oil seeds explaining this concentration.21  

In terms of concentration of the markets that the countries export to, Bolivia’s Hirschman Herfindahl 
market concentration index22 
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FIGURE 3. PARAGUAY’S EXPORTS TO MERCOSUR, CAN AND MERCOSUR MEMBER COUNTRIES  
(THOUSANDS OF US$)  

Total exports from Paraguay to MERCOSUR and 
CAN (thousands of US$) 

 

Total exports from Paraguay to MERCOSUR 
members (thousands of US$) 

 
Source: Latin American Association for Integration (ALADI)  

 

In 1998, Bolivia’s intra-regional trade to transit countries started at US$0.4 billion for exports to 
Argentina, Brazil, Paraguay, Uruguay, Chile and Peru. The value sharply increased to US$1.4 billion 
in 2005 and US$7.05 billion in 2014. For Paraguay, intra-regional trade to transit countries also had 
a significant expansion, going from US$0.58 billion in 1998 to US$1 billion in 2005 and US$4.7 
billion in 2014. In percentage terms, in the last nine years, Bolivia and Paraguay have experienced by 
far the greatest positive change, as seen in Table 9. Major trading partners in  the region for Bolivia 
are Brazil, Argentina and Peru. For Paraguay, these have been Brazil, Argentina and Chile. In 2014, 
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FIGURE 5. BOLIVIAN EXPORTS (VALUE IN THOUSANDS OF US$) 

 
Source: ALADI. 

 

Bolivia’s and Paraguay’s imports have also been increasing. As can be seen in Table 11, Bolivian 
imports went from US$5.5 billion in 2010 to US$7.8 billion in 2015. The same occurs in the case of 
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https://www.wto.org/english/news_e/spra_e/spra58_e.htm
https://www.wto.org/english/thewto_e/minist_e/mc9_e/desci36_e.htm#art10




 

  17 



 

  18 

http://www.wcoomd.org/en/topics/facilitation/instrument-and-tools/conventions/pf_revised_kyoto_conv.aspx
http://bit.ly/22GglJG
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4.2 Regional Agreements 
4.2.1  International Land T ransport Agreement (ATIT) 

In the region of Latin America, the transit agreement in force is the International Land Transport 
Agreement (ATIT, by its initials in Spanish). It was declared under the auspices of Latin American 
Association for Integration (ALADI)33 created in 1980. The treaty has been in force since 1990 and 
has been adopted by seven countries: Argentina, Bolivia, Brazil, Chile, Paraguay, Peru and Uruguay. 
The coverage of the ATIT is applicable only to the signatory countries.  

This agreement sets out the rules for transit in the region and defines how a truck company can 
become an international transport agent, how the permits are provided, how the rules of technical 
revision for vehicles are determined, what documents are required, and which institutions are in 
charge of enforcement. The applicable authorities are the Ministries of Transport or Public Works in 
each of the countries34.  

The main characteristics of the agreement are: 

x Exclusivity: transport services between the parties are to be exclusively performed by means 
of transport registered by one of the Contracting Parties that need to have original and 
supplementary permits.  

x Restrictions: cabotage (local transport) among the signatory countries is prohibited. There are 
neither quota limitations, nor queuing systems. There are routes prescribed for transit, as 
well as exit and entry points.  

x Technical requirements: for transit vehicles as well as definitions on weight and dimensions. 
There are no provisions related to the mutual recognition of weighing certificates of vehicles, 
and the provisions related to the mutual recognition of technical inspection certificates are 
included in the MERCOSUR agreement.  

x Facilitation measures: explicit provisions regarding minimizing boxing and checking time, 
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that has, as its goal, the free movement of goods and services, productive factors, and a common 
external tariff. 35  MERCOSUR is composed of Argentina, Brazil, Paraguay, Uruguay, Bolivia and 
Venezuela. Chile is an “Associate State” of the Common Market and the rules of transit apply for it 
also. The same applies for Peru36.  

Under the MERCOSUR organizational structure, transport is an issue of the so-called Working 
Subgroup 5. The rules determine the requisites for being a trucker and a trucking company, 
including in terms of psychophysics examination of the drivers and the transport of dangerous 
goods.  

The most important MERCOSUR rules related to transit are: 

x Technical vehicular inspection; 
x Fluvial and maritime transit; 
x Agreement on weight and dimension of trucks (4.30 m maximum);  
x Requirement of sleeper cabin on international transport trucks; 
x Transit guarantees (the vehicle or formal guarantees37);  
x Regime of sanctions in case of not meeting the weight limits; 
x Minimum amount of liability insurance for the international road transporter; and 
x Driver immigration requirements. 

The International Manifest of Cargo and Transit Customs Document (MIC/DTA) and the Declaration 
of International Customs Transit and Unified Customs Declarations (DUA/DTAI) are the unified 
customs documents within the trading blocks of MERCOSUR and CAN, intended to simplify clearance 
processing at the border and transit trade (see Table 13). Both of these documents are required to 
be submitted electronically, allowing the customs officials at the border to review them in advance, 
thus expediting the process. 
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Similar to the previous legal agreements reviewed above, the Andean Community of Nations (CAN) 
transit regime has regulations related to the authorizations and permits that trucking companies 
need to obtain to be able to operate in international transport operations. These include compliance 
with national regulations related to the inscription of the trucking company and its vehicles in the 
records of the relevant public agency (usually, the Secretary of Transport or its equivalent). 
Furthermore, the special permit to operate as an international transport carrier is issued by CAN and 
needs an apostille from the respective of national internal revenue agency. 

For vehicles to be used in international transport operations, the norms spell out the requirements 
for: compliance with regulations related to maximum weights and dimensions; observance of 
regulations on the maximum weight per axle; presenting a valid certificate of technical inspection.  

As in ATIT, CAN decisions specifically rule that operator and vehicle permits and certificates issued 
by a member country should be accepted as valid by the Customs and other public authorities 
involved in transit operations controls of the other members. 

The required documents for 

http://www.comunidadandina.org/public/libro_atrc_transito.pdf
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4 .2.4.b  A greement on f luvial t ransportation44  

This agreement, also called 6́DQWD Cruz de la 6LHUUDµ� has the objectives of facilitation of navigation 
and commercial transport on the Waterway under the River Basin treaty, through the establishment 
of a common regulatory framework conducive to the development, efficiency and modernization of 
the Waterway operations to provide competitive access to the external markets.  

The signatory countries are Argentina, Brazil, Bolivia, Paraguay and Uruguay. The Agreement 
establishes the following principles: 

1. Freedom of navigation 
2. Equal treatment 
3. Freedom of transit 
4. Reservation of national and regional cargo 
5. Ship-owner of the waterway 
6. Trade and transport facilitation 
7. Port and auxiliary services for navigation 
8. Bodies for the application of the agreement  
9. Dispute resolution mechanisms.  
10.Evaluation and adjustments 

Under this agreement, there are a series of regulations that were mostly internalized by Bolivia, 
Brazil and Uruguay, but only two by Paraguay and none by Argentina. These regulations are the 
following: 

x Common regulations for freeboard assignation;  
x Common regulations for beacon; 
x Common regulations on minimum dimensions for the convoys;  
x 



http://www.aladi.org/nsfaladi/textacdos.nsf/5e800d33de11b31203256a65006bcdd4/ae986d75c505d94003256f4e00488052?OpenDocument
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part of the main road corridor between Argentina and Bolivia, which consists of Argentine National 
Route No. 34 and Route No. 9 of the Bolivian Fundamental Road Network. 

Using the framework of Generalized System of Preferences, Bolivia has signed agreements with 
Japan, Turkey, Switzerland, the Russian Federation, Canada, New Zealand and Norway.  

Furthermore, Bolivia is part of several trade agreements that have provisions on transport 
facilitation46: 

x The Andean Community  
x Bolivia and MERCOSUR 
x Bolivia and Chile  
x Bolivia and Mexico 
x Bolivia, Brazil and Argentina  
x Bolivia and Venezuela 
x Bolivia and Panama  

4.3.2  T he case of Paraguay 

Paraguay has signed bilateral agreements regarding the dredging of the Paraná-Paraguay waterway. 
Paraguay also has bilateral agreements with Brazil and Argentina for the areas of the rivers that 
extend over the riverbanks of the neighbouring countries. Furthermore, Paraguay and Argentina 
signed in 1999 a bilateral agreement to avoid double taxation for river, air and land transport.47  

Paraguay’s other trade agreements arise from its participation in MERCOSUR. In this context, 
agreements were signed with Chile, Bolivia, Mexico, Peru, Ecuador, Venezuela, Colombia and Cuba, 
as well as Israel and India.48 
 

4.4 Implementation, Remaining Challenges and Policy Implications 
4.4.1  C omplementarity of international, regional and b ilateral agreements  

In concluding this section, is worth mentioning that the regional agreements are mostly 

http://www.sice.oas.org/ctyindex/BOL/BOLagreements_s.asp
http://www.infoleg.gov.ar/infolegInternet/anexos/60000-64999/60815/norma.htm
http://www.mercosur.org/
http://www.mic.gov.py/v1/node/599
http://www.sice.oas.org/ctyindex/PRY/PRYagreements_s.asp
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TABLE 14. TRADE ENABLING INDEX: INFRASTRUCTURE COMPONENT, 2008 AND 2014 

Year 2008 2014 
Country Rank Score Rank Score 
Argentina 58 3.46 76 3.7 

Bolivia 96 2.70 105
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According to a diagnostic study that CAF published in 201356, the challenges in the Latin American 
transport sector in the short-term were following: 

x 

http://pentaho.devgw.org/kmpfl/
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TABLE 16. ROAD TRANSPORT INDICATORS 

 

Road Tr anspor t  

http://pentaho.devgw.org/kmpfl/
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5.5
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5.6 Experiences and Remaining Challenges 
5.6.1  Ro ads 

There are success cases of road transit corridors and border crossings in the region, including 
improvement of National Highways in transit countries (especially Argentina), for the benefit of 
Paraguay and Bolivia. Several investments carried out by the Argentinean Government for updating 
and maintenance of roads benefit both Bolivia and Paraguay. A good example is the case of National 
Highway 34 in Argentina, which links the border crossing of Yacuiba (Bolivia) with the major grain 
port of Rosario (Argentina).  

A similar case is the one for National Road 81 in the north of Argentina, which allows connection 
between the port of Iquique and Asunción in Paraguay. Iquique is an important entry port for cars, 
minerals and food imports for Paraguay and exit port for exports of meat from Paraguay to Chile. 
The investments in modernizing and maintenance of this road have benefited the Paraguayan-
Chilean exports and imports as well. Paraguayan exports to Chile sharply rose from US$ 63,821 
thousand in 2005 to US$ 669,556 thousand in 201466. Data from the National Statistics Office of 
Paraguay shows that the entry points of Jose Falcon and Chacoi (under the National Administration 
of Ports and Navigation (ANNP)) have increased the tons traded over the last few years, as seen in 

http://www.mecon.gov.ar/peconomica/basehome/dnpoic/2966_caf.pdf
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5.6.2  Rai lroads 

In terms of railroads in the region, there are two interesting cases to mention. The first one is the 
case of the railroad that transports agricultural products from Bolivia to the fluvial ports of the 
waterway in the Tamengo channel that ends in the Parana-Paraguay waterway, and also links to the 
railroads in Argentina and Brazil. The company Ferroviaria Oriental owns and operates Continental 
Port in the Tamengo channel. In particular for agricultural products the service continues with trains 

http://www.fo.com.bo/SERVICIOS/Carga/Exportaciones/default.aspx
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of 7.3 million tons of grain in circulation) and about 2 million tons of general cargo. Currently, in 
Paraguay, to transport one ton of soy from Caazapa (major production area) to the maritime port 
costs US$ 9.9 cents per km, using trucks to Villeta and fluvial transportation to Rosario, while the 
same tonnage in the USA for a similar length of transportation has a cost of US$ 1.9 cents per km 
(using truck and fluvial transportation, from Davenport to New Orleans). This means that Paraguayan 
soy has 5 times the cost of transport of US soy. Having the train in operation is expected to reduce 
the cost of inland transportation by 70 per cent.  

The challenge of this project is to connect it with the Argentinean network, which could bring cargo 
to the ports of Rosario, Nueva Palmira and Montevideo, with connection to the Uruguay railroad. 
However, there is a gauge difference, as the Paraguayan gauge is at 1.00 meters, and the 
Argentinean is at 1.435 meters on the bridge linking Encarnacion and Posadas.   

Major successes of the Bolivian railroad corridors are the abilities to provide services for soya 
producers and import cargo. Not only do they provide an option to truck transport, but they also are 
combined with passenger services. The challenges may be both how to streamline the processes and 
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As a result of the different sailing conditions and depths, the number of barges which could join a 

http://www.iirsa.org/
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6. TRADE FACILITATION 
6.1 How Trade Facilitation Can Boost Development 
As was presented in section 2, there have been improvements in the region in terms of the total 
time to import and export73, while the number of documents to do so have remained the same. It 
takes between 12 and 29 days to clear exports (on average 22 days for Bolivia and 29 days for 
Paraguay) and between 12 and 30 to clear imports (on average 28 days for Bolivia and 30 days for 
Paraguay) between the landlocked and transit countries74. Thus, Bolivia and Paraguay’s time to 
import and export is still high compared to the transit countries. According to transport experts of 
the region, each day of delay on the border costs, on average, US$600 per truck per day.75  

In 2008, a World Bank study identified the flow and time at major border crossings. The study found 
that in Paraguay, for connections with Brazil and Argentina, the average elapsed time was between 
12 hours and two days. Most of the reasons for the delays came from the public sector organization 
at the borders, such as short hours of operation, lack of adequate computer systems (frequently out 
of service), insufficient infrastructure or lack of trained personnel. Private operators frequently 
contribute to the delays when they do not carry the adequate documentation. Another source of 
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reported inefficiencies led to increased total logistics costs by 27.5 per cent. In this case, ground 
transport represents 15.6 per cent of the inefficiencies, due to delays at the Paraguay-Brazil border 
crossing.  

TABLE 22. DOMESTIC LOGISTICS  PERFORMANCE INDEX FOR SELECTED COUNTRIES ,  
INCOME GROUP AND REGION, 2014  

Domestic  LPI 
Indicators  2014 

Argentina Boliv ia Brazil Chile Paraguay Peru 

Income: 
Lower  
m iddle 
income 

Region: 
Latin 

Amer ica 
& 

Caribbean 
Number of border 
agencies imports 5 3 4 3 N/A 3 4.2 4.1 

Number of border 
agencies exports 4 4 4 2 N/A 3 4 4.1 

Percentage of 
physical inspection 

11.77% 30% 7.5% 1.26% N/A 11.18% 33.34% 
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http://unohrlls.org/expert-group-meeting-on-trade/


 

  42 

6.2.   Trade Facil itation Efforts and Initiatives 
6.2.1  C ustoms and border c rossing procedures 
Indicators show that total time to export and import has been reduced. However, lead time to import 
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x Posadas-Encarnación and Clorinda Puerto Falcón, between Argentina and Paraguay; 
x Corumbá-Puerto Suárez between Brazil and Bolivia; 
x Paso de los Libres-Uruguayana, Santo Tomé-San Borja between Argentina and Brazil; 
x Concordia-Salto, Colón-Paysandú and Gualeguaychú-Fray Bentos between Argentina and 

Uruguay; and 
x Jama, Cristo Redentor 
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roads, on the Peruvian side, and the La Paz-Desaguadero road, on the Bolivian side, converge 
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x Generating an increased flow of information on the operation of the supply-chain to use 
in risk analysis systems. 

A recent study in progress conducted by the IADB has found that in the case of Mexico the AEO 
program has benefited 7 per cent of the exports at aggregated level, with less time to clear customs 
and less occasions of red tape inspections.95 

6.2.5  S ingle W indows for Trade 

Besides the efforts of Paraguayan single windows for exports and imports, the IADB

http://www.redvuce.org/integrantes.html


 

 

http://www.mic.gov.py/
http://www.vue.org.py/
http://www.snin.gov.py/
http://www.iirsa.org/Page/PageDetail?id=77&menuItemId=79
http://unctad.org/en/PublicationsLibrary/dtltlb2014d1_en.pdf
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The study found that ´PRVW of the key success factors indicated were in relation to the members of 
the trade facilitation body and their behaviour towards the group. Elements that may be provided by 
donors, such as training and capacity-building, appropriate work plans and financial resources, are 
important, but not as significant as being able to count on the relevant members to support the 
trade facilitation body and work towards its goals. However, donor support and technical assistance 
may be determining factors for /'&Vµ�102  

Out of the LLDCs, only Paraguay has an operational National Trade Facilitation Committee.103 
 

6.4 The Role of Institutions 
Institutions in charge of integration initiatives are under the agreements of MERCOSUR and also the 

http://www.tfafacility.org/paraguay
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Transport Business, and National Association of Transport and Logistics from Brazil. On some 
occasions, there is representation from the Bolivian business sector.  
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7. FINANCING AND INVESTMENTS 
7.1 Nat ional Level  
ECLAC has estimated the infrastructure investment needs in the region to be 6.2 per cent of GDP.108 
However, the actual i

http://unohrlls.org/expert-group-meeting-on-trade/
http://unohrlls.org/expert-group-meeting-on-trade/
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FIGURE 10. TRANSPORT INFRASTRUCTURE INVESTMENT, S IMPLE AVERAGE 2008-2013a  

(PERCENTAGE OF GDP) bc  

 

a 2008-2013 are preliminary data. 
b Figures include investments in transport, energy, telecommunications and water and sanitation.  
c Data from Uruguay are from 2008-2012. 

Source: ECLAC data based on BID/CAF/CEPAL. 

7.2 MERCOSUR 
MERCOSUR has established a Fund for Structural Convergence of MERCOSUR (FOCEM), designed to 
finance projects that contribute to reducing the infrastructure asymmetries among the member 
countries. The main objectives of the fund are to promote structural convergence and social 
cohesion, to support the institutional structures and to strengthen the integration process.113 
FOCEM is the first solidarity financing mechanism. It is made up of contributions from State Parties 
and is intended to finance projects to improve infrastructure, business competitiveness and social 
devel



 

http://www.mercosur.int/innovaportal/v/385/2/innova.front/fondo_para_la_convergencia_estructural_del_mercosur_focem
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x 

http://www.iirsa.org/
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C APRICORN HUB (ARGENTINA, BOLIVIA, BRAZIL, CHILE AND PARAGUAY) 

The estimated investments involved amount to US$ 7,250 million. The projects (see Figure 11) are 
aimed at: 

x improving the bridges and border crossings in two important areas connecting Argentina and 
Bolivia;  

x creating a bioceanic railway corridor between Paranaguá and Antofagasta; 
x improving the connection of the Atlantic and Pacific oceans through Foz do Iguaçu for the 

benefit of Argentina, Brazil and Paraguay; and, 
x strengthening trade in 
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C ENTRAL INTER-OCEANIC HUB (BOLIVIA, BRAZIL, CHILE, PERU AND PARAGUAY)  

The estimated investments involved amount to US$ 460 million, with the financing 100 per cent 
public. There are a number of API projects for this Hub (see Figure 12): i) Chile - Bolivia - Paraguay - 
Brazil Connection; ii) Optimization of the Corumbá - São Paulo - Santos - Rio de Janeiro Corridor; iii) 
Santa Cruz - Puerto Suárez - Corumbá 
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FIGURE 14. MAP OF PROJECTS ON PERU-BRAZIL-BOLIVIA HUB 

 
Source: IIRSA. 

7.3.2  C orridors w ith infrastructure finance projects under execution  
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http://www.aduana.gob.bo/archivos/circular2742009.pdf
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http://idbdocs.iadb.org/wsdocs/getdocument.aspx?docnum=37376393
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own infrastructure budgets and other sources of donor funds to implement road, maintenance and 
trade related investments. Even though some of the projects of IIRSA initiative have public-private 
partnership financing provisions, the bulk of the financing on the region comes from the national 
budgets. Private sources remain very low as share of total financing. The private sector does invest 
in some infrastructure related aspects such as renewal of truck fleet. However, the increase in intra-
regional trade shown on this report and decrease in total time to import and export may signalling 
the benefits of the financing and investment efforts.  

New sources of financing, including private investment should be promoted and mobilized. In 
addition, some of the innovative financing efforts seen in the other countries in the region should be 
explored further. Innovative ways financing should play a greater role in the region. At the same 
time, Governments of the LLDC in particular should be given assistance in designing bankable 
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8. CONCLUSION AND POLICY RECOMMENDATIONS 
During the last 25 years, the South America region has undertaken important integration efforts. As 
a result of both ALADI and then MERCOSUR, transit agreements in place have improved the flow of 
trade in the region. The volume of intra-regional trade rose substantially, while total time to import 
and export has been reduced as well.135 Even though inland transport costs for a containerized 
cargo in Bolivia and Paraguay are within the average of the region, they are relatively higher than for 
transit countries and in addition when measured based on ton per kilometre the costs are still high 
since major exports are bulky commodities. Furthermore, the cost burden of international freight in 
total costs of imports is higher for the LLDCs than for transit countries. Even though the total time 
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BOOSTING INTER-MODAL TRANSPORTATION: A shift in the focus of transport, infrastructure and 
logistics policy in Latin America is imperative, from one that is modal to one that is integrated and 
multi-modal, in both LLDCs and the transit countries. Given the different modes of transport used 
by Bolivia and Paraguay, boosting multi-modal transportation is critical, in particular in view of the 
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can have a greater role to play, in terms of solving issues at the border and helping the authorities 
in charge of corridor issues.  

COORDINATING WITH OTHER COUNTRIES IN THE REGION AND SHOWING POLITICAL WILL: 
Political will is needed in order to enforce and fully implement the existent agreements on transit 
and 
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