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2) The case of the Smgapom Porl

The Port of Slngaport, Aulhonly (PSA) established Vcssel Traffic Information
System (V' FIS) wh:ch started 1st of October I990 which is bnsncally similar to the
systems in dense traffic channels and ports tike Juan de Fuca, Engtish Channel and teaffic
rouls in Japan (sce Figure VII-1-4-8).

The objectives of the VTIS are as follows:

i) to iniprove safety of navigation in the Singapore Strait.

i) o facilitale the state flow of shipping in and out the Port omegaporg
i) to provide navigational information to vessels using the Singapore Strait.

Reported information from VTIS participants is used for not only safety of
navigation in the port arca but also for the Port Traffic Management and the Expert
Planning Sysicms to efficicntly plan and co-ordinate the development of pilots, tugs, and
taunches. '

- 1.4.6 Information Flow System for the Buenos Aires Port
{1 Backgm.und and findings

There is lack of adequate and accurate planning and management information on
the development of the maritime transport sectors.

The necessary and vital poit management information systein must be formulated
on a national basis in the simplificd fonat to be cffective and well understood at the
different port capacity/functional Jevel. ‘

The sub-secretariat of Port and Navigable waterway shall introduce the system to
- report the information of port operation and service.

All the port statistic data shall be compilc'd in the form of formation of port
ma’nagcmenlk)pérﬁtion_ system, and shall be reported quarterly per year as the port
petformance to the sub-secretariat of Port and Navigable Waterway, Ministry of
- Bconomy. |

{2) The requirch}éhl and iypc of data and information in this syslém

' The required basic funclions of the information flow system for the container
terminal operation al the Bucnos Aires post are at the preliminary stage and the
introduction of such system is cssential for improveinent of cantainer teansportation. -

* For EDI system the following information flow are speeified hereunder;
- Shipowners' information exchange | o
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- Agents' information c!ﬁchangc
- Transport companics' information exchange

For Termifial Operating systenu:

- Automatic data exchange of containers/chassis at gate infout

- Inventory control of in-yard containers to and from ships

- Making of "Iomjing and discharging sequence list of containers to and from ships

- Optimum posiiioning of Trains!qincr Tractor, Quay Crane

- Determination or cht,ckmg of yard stacking address of receiving and detivery
‘containers - _

~ Calculation of ship's stability

- Making of various lists, reports and others

- Data transmission between control stations and moving stations( Transtainer, Tractor,
Quay Crane ctc.)

a. Data and information to be reported are categotized as follows;
Traffic data’ S
Productivity

Pecformance and utilization of facilities

b. The requircment for this system

The data and information submiitted (o the sub- secretariat from all the port level
should be ciass&f:cd to the strategic Jata for the imonitoring aspect and (o justify plans of
development of port infrastiactures 'md operational arrangement and accurate d1t'1 '15 lo
the performance, produclmiy, uuhmuon of f101|1l|cs at C'u,h port and lmdcs irmds in, lhz,
maritime seclors. _ Lo o S |

(3} The present situation of port dala compiling systém

The issues like independent manual procedure are being encountered at cach port.
In the case of Buenos Aires pori, all the terminal operator started to instalt desk top -
computer to follow their trafiic and information flow mdcpcndunly Such datg collected
by each terminal operator were transferred to the AGP office for momtonng ASP are '
coilectmg all the performance data of respccuve terminal by using Lomputer networi\ or

manually.

It was also observed at number of ofher poils to compile port statistic data
| independently at their own data basis of desk top computer. There are many transfer
works on docuinents in case such data are required to the head office of port or provincial
port office.
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There are differences in the contents of the reporting format among related

agencies and organizations of pott users.

The purpose of collecting data at the respective port level is not classified. The

cargo volume data and/or port throughput data which had been collected and compiled by

each port level at their own format and system have not been reporled in consistent

marniner among the different ports.

The format which is presemly used are too simply, and is not clfective

presentation 1o plan the strategic matter of the port development in the sub-secretariat and

provincial head office of port and maritiine teansport.

)

Recommendable measures on the development of information flow system

A standardized computer application system that can be utilized efficiently by all -
related agencies and terminal operators of port users shatl be developed.

The computerized system is composed of following four-sub-systems as the first
stage of system development.

=> - arrival and leaving ships control system
=> facility and equipment management system
=>  charge conirol system

~=>  managing the statistic data compiling systém

- Team responsible for introducing and establishing such computer syslem

development on the Data and Information of port performance supply system shall

 be Sel up by responsible officials from all the ports and Sub-seerelariat, Ministry
- of Economy. = |

An International Standard Coding System (18O rulc) of commaodities and
shipping, to ensure intérnational compatibility shall be studied to introduce and

-apply for such information flow by coding system.

The soltware user-fricadly systemn with a lot of on-line help texts shali be

developed by the team or with the assistance of manufacturers or the consultants,
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1.5 ~ Measures for Improving Quality Of_Port Service
for Container Transport in Argentina

In this section the institutional developrient for the poit service on the short term
measures as well as the infrastructure development by optimum utilization of existing
facilitics al the Buenos Aires port are described. Then as the long term measure the
secondary port development as well as the supplemental poris like Bahia Blanca,
Quequen and Rosario ports for container terminal is described.

1.5.1 - Sl{ort Term Measures

It is estimated that the Bucnos Aires port including Dock Sur terminal will be able
to handle nearty 1.2 to 1.3 million TEUs containers by current arrangement of the
existing facilitics and nceessary upgrading of supponmg container operational facilities.
According to the demands forecast of container handling, the pott will reccive more than
1.35 million TEUs of containers around 200S.

 Thercafter lhc pori wnl] require additional infrastructures like supplclmnl‘ll and
' s;cond'lry container terminals for the Buenos Aires port to meel the i increasing demands.
The considerable short term nicasures to increase the container h%ndllng capacily 'md o
E tmprovc the port service thty are dlscusscd in the followmg paragraphs.

~ The followmg aspects and issucs in "lddl(lO]l to thc unpiemcnlahon of the
mfraslructur«, dwelopmem at Buenos Aires port as dlsLllSSCd in the section 1.4.1 are
considéred as the short term measures. _
- Establishinent of Responsible Institution of Port Mamguilcnt
- Coordination for Optimum Utilization of Fx:sung ﬁc:llues '
- Conduc(mg Nationwide Containerization Study
- Integrated Container Terminal Area Development
- Introduction of Port Sale Concept
- lmprovemenl Measures in Technical Aspects of M'mumc Control
- Devclopmcut of Information Flow System

* Establishient of Training Institution for Human Rcsouru: Dwdopnmnl
“The content of the above issucs are briefly described as follows;

(1)  Establishment of icsponsible institutions
a."For the Buenos Aires Port ope ration

It has been reported that the AGP which is now supervising the operations of
Buenos Aires port under private tefininal operators wilt be restructured. It is essential that
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the government shall establish a msponsubk mshluuon by r:.,p!acmnem of AGP o provndc
the following roles and funcllons _
- to continue to supervise the conimctual obhgmlons of private tt.rmmal opuatore.
- to provide nccessary coordinations among cach terminal operator and between raitway
authorﬁy, maritime awthority, cily municiphlity and other agencies involved in the poit
areas o _ ' _ _
- to piepare a grand master plan of fusther development of the port Bucnos Aires
- o implement 1he advises and recomnieiidations _
- to present and function as a responsible organization and authority on behalf of the
Bucnos Aires port to presently working. private terminal o.peralo'rs and’ future
. pariicipants and investors
- to supcrvisé the balance of financial situation of port

b. For the coordination of other ports development

It has been reported that currently the sub-secretariate of Port ahd Navigational is
responsiblc for coordinating the developmient of port facilities on the national basis,
classification of port functions of Argentina. It is essential that the govern'menl shall
establish a responsible institution in the Ministry to conduct the following assignments
and function for assisting the sub sccictartate.

- to prepare nationwide porl development plans and coordinate regional port
development by assrs(mg financial arrangcmenl and technical supervision of
infrastructure development

- to collect slatistic data of sea trfmspm l‘\lmn of all the pons in thc nation ‘md pubhsh

~annually to the Ministry of Economy to plan and assess a current sea transport

. operational ef ficicncy and identify the ficlds of port sates 'by pon mnhorily _

= - to establish the computm ized nclwork systcm to communicate necessary data of port

-~ activities traffic mcomcslexpcnm,s on line froi this institution to all the poris of

authority control and responsible organization of the port operation in the provincial
government.

- “others like establishinent of taining institution for development of maritime,

) Coordunuon of 1 agcncxcs concerned for optimum utilization of existing f"wihty
a Aspcc!s reqmrcd coordlmuon _

‘ The privatization of the porl 0|)cr'mon of Buenos Aires port have’ resulted in
- drastic changes in the port services in cost and operation system in cfiiciency.

The terminal operation are however under the following physical restrictions and
constraints, - '
- shallow draft of the access channet, basins mound the picrs and along side berlhs
- parrow width of the access channel and narrow basin in front of cach berth
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. timited larid area for expansion due to cily development towards the poit,

. Stock yards areas provided to terminal operators as concession are not integeated in
onc unit of terminat area with berth for handling large volume of cargoes and
container teansferred, but scarcely available by the power plant facility, geain silo
facilitics and railway marshaling yards at the middle of the stock yard, and old branch
office building of the maritime authority in the north and oi} tanks and ship repair
‘dock in the south,

Under such circumnstances coping with increasing traffic specially containers, the
government shoi:ld 'prbv_ide the fO"DWing assistance for utilizing the existing port
facilities at the optimum level.

- to prepare coordinating land use plan of port and city areas af the Bucnos Aires with
cily municipality and AGP, including review of the previous land usc plan of the port
areq

- to prepare the updated and integrated ptans with technical justified schemes for
utitization of the remaining parts of the land available to the port operalion scrvices
including railway yard among the concerned partics, city authority as early as ﬁbﬁsiblc
before proceeding o the next stage of privatization program

b. Coordmmion with milway

For extension of dtslnblmon and co!lccuon of cargo the effective utilization of the
railway is essential. Argentina is fourth Iargcst couniry in American continent with large
network of railway already developed and should usc frequently in transporting of cargo
considering its present connection to inland industrial rc:gion from the posts and coastal
areas. . |

’l he funcllon of railway for further Lonlamcnzcd transponauon wlll pPay csscnml ‘

parts of the national containerization in faster and ccono:mcal cargo movement.

The effective wilization of rﬁilway facilities aﬁ: mutual benefits of all terminal
operators for upgrading container handling capacity through the port. S‘mh coordination
with pn\mtc companies, ra;lway company and other agcncnes is considered essenlml for
¢xpansion of h*mdimg capacity of tespective operators.

(3)  Conduciing nationwide con(’ainci‘izalion sludy

a. B'lckground

Since Argentina have numbcr of major ports which have been developed in Iong
history for difl'crenl function and characteristic requirement of regions such as cxporting
grain Iransportcd by railway hctwccn production arca to ports, like Bahia Blanca,
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Quequen and transshipment ports like Rosario, Santa Fe and city commereial port like
Buenos Aires .

All of these strategic lmpml'mt poils began 1o receive number of containers,
spccmlly through the Buenos Aires poit which very soon will fully saturate their handling
capacity unless further physical dev LlOpI“C!“ and measures are taken in short period.

The major poits of neighbor countiies have started (o develop thic container
terminals with decp draft and some of lheﬁl have: wlre'uiy modcmized the water front
facilitics and handling equqnnenl to accommodate the prt sent panamax and post pm'mmx
lype ofcom'mler carriers (40 to 50, 000 DWT with draft of 11 o 12 m) to compete to the
global containerization movement with Asian countries and North America.

The consignors’ objective are generatly to minimize the land 'irfmsport cost and
deliver their cargoes to the neares ports with adequate facilities to ensure faster and
sriooth deliver services of cargo. Thus, immediate pfly'sic:il development and
institutional arrangement is needed 10 cope with the teend of containerization.

b Objcchve and scope of the study

The above strategically lmporlant ports which have different 'Ldvanmgcs and
disadvantages duc to physical conditions for container transportalion services should have
necessary waterfront and land facilities to meet the future demand of container traffic.

Considering above circumstances of changing mode of cargo transport and
demands of users for development of strategic ports it is recommended to conduct the
‘N'ﬁton\wdc Containerization Study" and to establish a master plan of a nationwide

: con('uner lermmah devdopmcnl consnsung of thc following aspccls of sludy, but not

limited. . _

- ‘the container tr:‘gfﬁc demands in national scale for shott and long'lcrm péﬁod

- the required function and services to the regions of respective strategic ports

- the regional industrial, agricultural and manufacturing development policies in the
hi'n(érland of the study ports and identify iteins of containerizable com:ﬁodities

- sélection of strategic container terminal pons consxdermg phasmg of devetopment

“along wllh the Buenos Aires pon

- the target of port service and operation efficiency !wcl to be compelitive with
ncnghbor counlrics and trade partners countries

- the medium term development plan of container handling facility at the selected ports

- impacts (o shipping and cargo volume, the current regional developient of land

transportalion system such as a bridge construction between La Plata, Argentine and
Colonia, Uruguay crossing the La Plata River, paticularly o the Buedos Aires port
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- prepare a grand master plan of intcgrated national transport nciworks relative to
intcrmodal system

- prepare a'time frame for development of Buenos Aires port considering the priﬁfate
sector participation in operation and developmebt inchuding financing

- compagison of economic cost / benefits between the capital and maintenance dredging
cost of main channel to Buenos Aires for accommodating larger ships and cost /
benefit by the development of a new port near the Buenos Aires

- the alternatives as long (crivdevetopment for expansion of the Bucnos Aires port by
developinent of adificial offshore port istand near the Atlantic Ocean

- the environmental impacts by development of poﬂ's infrastruclures

(4)  Integrated Container Terminal Area Development for the Buenos Aires Port

As explaii in the section 1.4.3 (1), the respective port administration in the world
have developed their container terminal depending on the respective local conditions, to
meet the demands of port vsers, and regional economic and industrial business field.

The container terminal at Bucnos Aires port have just provided for commission.

There are still some issues to be improved such as;

- Expanding the terminat arcas - i

-+ Procurement of additional and Iarger type of gantry crines

- Integrated cargo movement between the wharf and intermodal trahspbri within the
port area

- Satetlite inland depot for slockmg containers oulstdc but near the Conhmcr leumnal_
for smooth and quick handling of containers

- lmprovcment of suppomng_ facititics of wn!mmrs

- Deepening the depth alongsxdo the wharf and acccss Lh'mnd

The terminal area would be dcvcfop_cd bascd on lhé existing arrangemient of port
facilities, the following alternatives*measures of infrasteactures development at the
Buenos Aires port would be considerable and feasible to improve container handling
capacity for shorl and medium measures. (Refer 1o the Figure VII-1-5-1 indicating
tentative example concept for further deve lopmenl of containey terminal at port of Buchos

“Aires) '

&, Rectamation around terminal 5 and 6, between these piers and area between piers
and breakwater infront of them shall be developed to expand stock yard areas and
extend berhing areas.
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b. - Relocation of existing railway marshaling yard behind the Terminal No.S to form :
the mlcgralcd terminal area for container movement wnlhln the porl to decongest
the exisling penphcra‘i arca of the port. - ’ ' .

c. Procurement by respective terminal operators of additional handling cranes on
quay and stock yard area.

d. The satellite inland depot for containers should be planned and develop jointly
with railway and shipping cos. outside of the Buenos Am,s city o have wider
space of containcr movéments by trucks within the poit area.

{5) Introduction of port sales concept

a. Concept _ _

The next stage of the port management is for the pubtic sector to take an active
‘move on port sales promotion to the poit users by providing information and
publications of the ports.

The cohcc’pt of port sates will lead the direction of port seivices for the pori
management body to recognize the éxisting composition and condition of port facilitics
and to invite future expansion of business fields and subsequently necessary
infrastructures developiment in this coming decade. The port will be able to encourage
privale investors who have a strong and growing desires of paiticipation gradually into
the port activities lhro'ugh frequent pubiichtion about the port facilitics and available
services as well as dissemination of updated port statistics. '

When the g:rédibili!y of port services are developed among port users, so will
. participation extend within and outside the region.

- From li‘lC_ c’:’xp’.cr:iehci:sof the Ports of Lofs Ahgélcs‘ Long Beach in USA, the port
~administration ‘should have concept and recognition that the development of port
infrastructures and support facilities will activate not only the trades of export and impost
cargoes but morcjimporldmly the rcgionhl economic activities and industries and
agricultures of the port hinterland.

The poit shall euip and develop the facitities of cominunication center and cargo

“distribution center, the globai business markel chances by using ports facilitics and

services of équipmenl, hardware and software services would be able to provide not
only the'pon users but to émerpriS(:s in surrounding cities and regions. |

ft is expected that such local enterprises can extend their business to forcign
markel and also obtain intemational informations for their participation.
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b. Activities for porl sales

One of the port sale's activities is (o prowdu 'ulcqu'lle inforination and
publicanons of the ports slatistic data of facilitics, port services avaitable te provnc_lc,
traffic of ships and cargoes, to the port users. Such publications and statistic data will be
useful for port administration to devetop new clients of users and market rescarch.,

For this purpose the pont authority shall guide the terminal operators to keep and
maintain the standard operation service with better efficient handling equipment and keep
their terminal clean and ordess.

For the activitics of the Port Sales the port authorily shall cstablish a commercial
department in their organization to promote the following business aclivilies,

- The port authority shall always keep record of updated asset and liability data in order
that the port authority can stimulate the private domestic and international investors
efficiently and effectively

- 'The port aulhmhy shall cdordinalte-am(jng concerned sectors for collection and

'_ delivery of cargoes with the use of intc_rinodal teansport to/from the poit.

+  The port authority'shbuld visit port users more frequently and provide the neeessary
information of port facilities and operational services.

- The port authority shall establish a section in their administration to collect and

“compite statistic data of port users, trade partncrs, items and volume of exporl and
“import cargocs to identify the ficld of markets for their port sales. '

R ot

Dcvel()pmg business ﬁdds ofthc port aulhonty .
-+ From the cxpcncnc»s of the port authoniy of Rio de Janeito and others, th pon
‘_ aulhomy 'ahall develop (0 establish the foi!owmg institution:

f- o Anew edut‘_:alio'n ccnle’r to train professionat staffs, engincers, specialized technicians
‘working in the national, provincial port and waterway transport.
- Institute for waterway research works with hydraulic research in Argentina, studying
the sﬁc_dime:nlalion nmintenancc dredging strategy and provide the academic and
consulting rcsc.a'rc_h investigation Lo the national ports:and watenvays.

(6) lmprovuncnl measures in technical aspects of Maritime Conlrol
_ " The Traffi IIC Sepamuon Schéme which consists of the following zones as shown
on Figure VII-1-5-3 shall be introduiced in the approach channel to Buenos Aires.
a. Traffic Separﬂhon Area; an area where traffic separation zone or deep water
roule is established | :
b. Tralhc Scp'uahon Zone; An *\rga wlnch separates oppomng streams of traffic by
the use of separation zone and traffic lane
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Traffic Lane; An area within defined lmits in which one-way traffic is
: established |

Separation Zoné; A zone scparating the teaffic lanes in which ships are

proceeding in opposite directions

Developnient measures of information flow system

The computerized information flow system should be developed through the

following phases.

a. Urgent requirement phasc.

1)
2)

3

4)

&

~To set up a team responsible for all tasks rcgarding computer system development

To provide Term of Relerence to assign the member of team and training to
member of tcam for software programming. .

The centralized personnel training is required. There are two kinds of lraineés
involved in the training, operating the system directly or in charge with the

~system’ daity operation, and the training for personnel at each port level.

Follow-up teaining should also be provided for upgrading the programs.

To select and introduce codes for several major 1tems of commadities and port
data using 1SO rulc and enrich the staffs' cxpericnce in using coding system, then
gradually exlendmg the limit of codmg system in accordance with up- gmdcd skill
of the staffs opcr'mng this computerized information flow system.

To define the content and structure of master files to be established as the systein.
To select and décidc on the computer hardware to be used b'y ihc team for sys{em |
development and pracuml usc at the head office of Buenos Alres port, other main
port of authorilies and provincial govcrnmmt port of fice. ‘

b. Short term development phase

)

2

To develop sub-system and aperate such system at the héad office of the Buehos_
Aires and Sub-Secretariat of Poit and Navigable wmuwa)s '

Installation of data communication between sub- scuuhrnl of ﬁLe and mch head
office of Buenos Aires, Bahia Blanca, Quequen, Rosario and other port head
office of the concerned provindes. (contebt is shown on Figure VIl -5-4). '
To develop the Port Trade Information System as the initial stage for data
intérchanges among the ports of region, neighbor countries.
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(8)

a.

b.

9

Establishment of training institwion {or devetopment of maritine resources

The establishient of training institution in ovder to provide the iraining of a new
technology and cquipment usages developed tor maritime affairs such as
computer operations for container data tracing and handling cquipment operations.

From the experiences of the Port of Nagoya, the NCB recruit young workers
from the professional school and peovide trainings to them after few years
cxpericnces {o catch up with the latest techinology developed for the nwiritime
under the supervisory from the port authority and container terminal safety socicty
stich as;

{} encourage the drivers, operators to obtain the operation licenses of farge,
special and heavy equipment operation '

2)  provide trainings and educations of safety operations lo the labors working

inside the ships

3)' train workers (0 be quahified for opcrmton of mrgo handlmg equxpnwm
under the gmdelme of the Ministry y of Labor, Government of hpan

4) ' provide hclory safety teaining and education at the training institution for
01¢ yeur under the port and halb()r public employment SCLlll’ll) of fice and on
lhe jOb (caining (OJT) at the terminat - '

: 3) cncoumgc crane opt,mtors to obtain the Dpcmhon ]R.LIISC? of Lfdllb opcmllc)n

undur Ihc technical center of pon cargo hamﬂmg cquipnent.

“Provision of a guidnnt:c'and oaicnmtions of an cli'vironmcn!al prcvémio'ns to the

potts of Argcnmm 1n coopération. with the Coast Gued of f ice to port users, ships
dunng s*ulmg Ihrough thc Lhanncl and bc,nhmg for Cargo h'mdhng opcmuon :

Rolcs of poH service bc(wccn pubiic and privale sectors

The following aspects should be Lonsldu&,d as the rolns of pubhc and private

sectors for pon scrv:ccs and opcmnon

P a.

Fulurc roles of thc Government may;niainmi:i the planping of ‘economy and
elaborate a coordination policy based on the cooperation of the regional economic

- and political sectors. The government shaff devetop the future profile of the central
- port authority in accordance to the two concepts, Autononious ports, Port

Authosity system as introduced in USA, Singapore, South Africa, and

- Provincial/Municipal controlled ports system as intcoduced in Japan,
" The governancnt shall also reinforce the further decentratization, deregutation and
- privalization of the poits operation by privale manageinent with the contract basis.
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Satillite

© Port Authorities

Head Office of Port Ad'minis(ration
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At Buenos Aires

Port Authorities
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7 E—
Provincial Port Office

Port A;u(imrilies
Office:

“Figure UI1-1-5-4 CONCEPT OF INFORMATION FLOW SYSTEM
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b. The government shall prepare a master plan of intcgra!cdnmibn transportation -

networks system to identify the role and busincés’_ﬁclds of private s¢ctors
investment and paticipation and the government fanctions by each sector of
transport based on demands and characleristic services of transpotts in the
regions. _
For example, the development of heavy traffic routes in highway road or railway
lines or porté facilitics to carry cargo or 'passcn’gcfs should be opened 1o be
operated and managed by private scctor investment. Transport facilities such as
roads, land lransporl,'rﬁilwdy'liims and ports which are esséntial mean of
communications in-isolatcd and remote arcas should be managed by the
government.

C. 'The government should coltect statistic data of transport of cach sector. Such
statistic data will assist planners to identify the ficlds of pnva{c and public sectors
to participate and will stimulate the private investors as business for the publlc
{ransportation and comuunication services.

1.5.2 Long Term Measures
{1} Upgrading quality of port services as the third generation port

'The UNCTAD published the port development stage ~and classified three
'gcnemltons depending on thc quality of the port services and function based on the
demands of lmfllc from po:l mc'ns municipality and, provincial govermment.

- fhc porl ol Buenos Ams and other m’uor ports of Argcmma have bc,en the
iransshlpmenl pomts of mrgo for exporl and impont trade corridors defined as second
gmerfmon level of port services. '

‘The required function and services to the ports in Argum na will be changed with
f’lSl and efficient global communication network,

In order to cope with the mode of transport of containcrized cargo transport and
| upgrading port services to third genecation it is jcssemi'al that the poit of Buenos Aires
shall develop the effective tand teansportation fetwork, specially miIWay system, not
only to develop the poit infrastructures by deepening the ch’mncl, alongside beﬂhs and by
- constructing deeper draft beiths.

The port activitics which shatl be upgraded the qu'mhues to the third gcncmtlon
level are also required to cooperate and co-exist wnh cily ecconoinic 'md social activities
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like to have a conventional ¢centers, hotels and accommodation facilities, businéss cénters,
shopping centers, and water front recreational center for people in the port arca.

Argentina should have such port that can provide multipurpose scrvices and
function for the third géneration level of the port services and operational efficiency as a
hub poit to the region.

(2) DechOpimm of Secondmy porls to Buenos Aires poit and deep dr'\f( sea port

Since the project l_mplmncmatmn will take in general 4-§ years to complete the
planned facilities, but the demands of cargo would increase faster than expected.
Therefore while the port of Buenos Airé's can handle arousd 1.2 million of container, the
port shall as:sooﬁ as develop necessary stock areas and berthing length to cope with the
further increasing container teaffic. Such new facilitics shall be atready comnpleted before
saturation of the existing facilitics.

a. Potential for development of new cantainer terminal at supplementat ports

Considering the physical constraints of the port of Buenos Aires the present
arrangement will be saturated around 2005 and therefore further development for deeper
draft port is required in short peried to accommodate thivd gcnémlibn size conlainer ships.

‘The government shall assist an‘d.plan to develop the container terminal as
supplemental to the Buenos Aires container terminal at the following posts, which ate
geographically located at the strategic core transshipment poinls in the region and.
neighbor counums and have played lmpormm roles for transshipment of cargo for
national econmmc dcvclopmem Smcc lht’.‘Sl, ports have large hmtcr!and of cxpolt
industry products, manufacturing goods and gr’uns it wnll ruqum lhc sca pons lo haudlc '
containerized C'ugo ' ' S e ; ; :

1 Bahia Blanca Port,
2) Quequen Port, and
k) Rosario Port

These port have already ‘received strong demands for co'nlainbr_ términa'l
development from their regional communitics and port users. They have necessary land
arca for such container terminal deveiopment and the development plan thereof have been
~ prepared. They have a good access of intermodal transportation to connect the hinterland
“and pori.
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b. Development of deep draft sea port in longer teom

It is obviously presumed that business served by the port particularly Buenos
Aires port have a total ecoriomic impacts of more than billion US dollar to national
cconomy and the pdn operation directly contribute more than million US dollar to the city
of Buenos Aires each year,

The ports shall gencrally function as an cconomic cogine around which the people
' dépcnd their collective future. The port shall be the energy center for the city and region.
The Buenos Alres port not only services Argnntmt, unpo:leas and cxporters, but it is a
gateway for trade with the world and between the neighbor countries through its
intermodal connections. Considering such aspects, the government shall plan to develop
the deep draft sea port by astificial man-made off shore istand type néar the Atlantic coast
arca and near the Buenos Aires for integrating the grdin and container handling in the long
term development and further expansion of port facilities of the port of Buenos Aires Port
for containers transportation.

3y Long term developinent of Information Flow Systein -
The computerized system dwulopment should be prochdul for the following
: devdopment in the long term plan, '

‘

~a.  To eblablishnw:it coimmuinication inethod to all ports including non-commereial,
' private pots. | '

“b.  Todevelop the extension of Port Trade Information System.
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2.1 Inti‘bc_ludion

The sub-issue on "the Development of Trunk Routes between Argentina and
Brazil/Chile" is essential to support industrial development and trade promotion in
Argenlina, which require more concerted development efforts of Mercosur member
countries and Chile in order to materialize the best resulis of cconomic integration in
southern South America.

On the present issug, the study assesse ¢s requircments for nanspou infrastructure
improvéments and belter transport services, and analyses various {ransport development
issues associated with the trunk routes development. The development of Argenting -
Brazil/Chile tnink routes will realize (rans-continental comidors connecting Mercosur
countrics along them and oceans of both the Atlantic aird the Pacific. They will open up
new economic opportunities for countries and regions along those routes. The study.

- refers to the experiences of coordinated transport systems improvements in the Bu roﬁea’n
Unien, which has devised the Common Transport Policy, cased cross-border controls
and promoted cabotage operations and developed common tand (cansport networks.

“They will be good precedents to prepare the common traﬁspon policy for Mercosur

countries.

* The present Chapter deals an issue of transport cdnncélim_l with Chile. Presenily,
the traffic volume between Argentine and Chile is still smafl but steadily increasing.
~ Although Chile is not yeta member of Mcruosur the Study”’ Team constders the u)unir)
as a geographically and ewnomuql[) unscmmblc pm of lhu uanspon mlcgmlron in the
region. Particularly, South Amierica and East Asia are consuh I'Ld and ex;xctcd to bcwme
- global growth poles over the um of century.and to tead the economic ‘growth in the
world. Therefore, the direct link of two growth poles by the shortest foute has
tremendots global cconomic impacts and has a stimulus to the other regions of the world,

“Fhe possibility of handlmg cxport and import (argocs of Argmum and Olhtl" .
South Ametican couitries through Chilcan poits will ceitainly accelerate the funhcn
devclopment of Chilcan economy. li is cvident from the example of port-based econoum
growth of Singapore. The access to Mercosur m'trl\et through land transport routes and
the potential use of port facilities at the Atlantic coast for Chilean shipper will also.
promote the new economic potentials for Chile and countsics and regions atong the
corridors connecting the Pacific and the Attantic.

171



Vol, VI {Chapter 2)

2.2 - Current Situation of Transport Networks
| (,onncctmg Argentina and BranllClule

2.2.1 Existing State of I'runk Routes in Argentina

Argentina has historically relied its source of wealth upon the export of
‘agricultural products such as wheal, soy beans and beefl, which are mainly produced in
‘the area called the Humid Pampa (Pampa Humeda) extending wilhin the radius of about
600 ki from the capiial cil'y of Buenos Aires. Those expont agricultural products were
‘transpoited to Bucnos Aires, ports along the Parana and La Plata rivers such as Rosario,

Santa Fe, etc., and ports along the Atlantic coast such as Bahia Blanca and Quequcen, and
expoited directly to the European miarkets from those ports. Afl other regions of
Argentina also connected to Buenos Aires and other major ports. In this process of
Argt,nimc cconomic development, there \Mn, not any substantial regional economic

lmk‘zge wuh olher ncighboring countries such as Br:ml 'md Chile.

This economic and historical sitiration had inevitably afffected td the formation of
présqm Argentine intand transport network of rail, road and dver teansporl, which are
char'ic{cri zed by a typical radial nelwork convérging toand extending from Buénos Aires.
Since the other Major cities ofArgc ntina such as Rosario, Cordoba, Mcndom i‘uunnan
and Bahia Blanca 'm, all directly CO]IHCClLd to the u\pn'ﬂ cily and comimercial ce ater of
Buenos Aires, all major trunk redtcs are also established along _lhES tadial netwvork. - '

() - Rail Transport Syétcms

The mniway systems of A gmtnn has been de\eloped since llu, mlddlc of 19th
century for the transportation of agucultural products from pmduung arcas of (he Humid
Pampa to Bucnos Aires and other ports along the Parana and La Plata rivers and the
* Atlantic coast. At the peak of its operation, the operating kirometerage of rail network
reached to 44,000 km, Whl(‘h is now reduced to about 33 000 ki but keeps a lyp;ml
riadial nclwork from Bm,noc; Ams as is e\htbncd in the I*:guu, Vit .’2 2- I

Thc rail m,lworL WAS founerly owned :md opc ated by the gov emmun since '
1948, in which year the govemmcnl purchased five private railway a,ompamts other than
Belgrano line which was a public railway. Ferrocarriles Argentinos {FA), created by Law
humbcr 18'I360 had the monopoly in rail transport service, and operate a rail nclwork_of
about 35,000 km of track length with thice different gauges on six railway Imcs
Narrow gauge © @ (1, 000 mm) Belgrano line |
“Standard gauge {1,435 mm) Urquiza line
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Broad gauge {1,676_ mm) Mitce, San Martin, Roca and Sarmicato lines

The railway transportation volume reached its peak in 1959 and had been
declining since 1960's. The operational deficit reached a peak of 845 million dollars in
1988. The freight fraffic fell from 15,000 million ton-km in 1970 to under 7,500 million
ton-km in 1990. R

As a result of the crisis in the w'hqle'Corporations_of__ public scrvices, the -
Govermment initiated and the Congress passed a new Law i 1989; Law number 23696
“State Reform Law”. This became the beginning of the entire privﬂliialion process for -
those public Corporations. This is also the start of FA's privatization process through the
concession, in which the main assets romain under the FA's property. A presidential
decree number 666/89 set the first step on railway concession. It assumes the
concessionaires to take the duty of infrastructute maintenance and of providing public
transport services and private railway operation.

Concerning the freight services, five cargo concessions completed their bidding
processes between 1991 and 1993 over standard and broad gauge lines. The bidding
prf}cess: of Belgrano linc did not succeed, because of its poor track and rolling stock
conditions. The Government segregated Belgrano line from FA_{i)eCIéc number 7
1774/93), aiming at a reorganization and additional investment for improvements before
: bcgin'ning a new bidding process. The outline of those five concessionaires for frei ght
* services and Belgrano line is summasized in Table VI{-2-2-1.

{2) Roﬁds and Road Transport Systeims

- Roads in Arge'nlina are cxtensively developed all over the country and link toa
limited extent (o the networks of neighboring countrics through border passes as is
exhibited in Figure VII-2-2-2. The network is basically the combination of diagonal

roules focusihg to Buenos Aires and north-south and east-west routes inler-linking the

édiagonal routes like alattice. However, it must be pointed out that the tack of sﬁatisﬁcal

information in domestic transpost and that of systematic data collection in international
transport are the major constraints for the analyses, Faced on this rcs!n'tliosi, the
‘intcrnational road tra11§p01'l data ar¢ fragimentarity cotlected and amvanged from various
‘sources by the collaboration of Ms. Carmen Polo, one of the most renowhed road &
lranépon expert in the country, in order to get an ordecly and con‘nprehensivc proﬁle of
the situation of the sector. ' - |
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The national and j)révillcini road networks in the country were generally in critical
condition by the end of 1980's because of the lack of maintenance caused by the
deterioration of national economy, and only 25 % of (he national network was said to be
in good condition. The provincial roads were in simifar of less favorable situation.
Furthermore, other problems include the insufficient capacities of access roads to the
Federal Capital and provincial capital citics, port access and international crossings.

Faced in this situation, the Government took the policy of private sector
- participation in lhc'ﬁnancing ahd management of the road network. The "Public Works
Concession Law" was modificd in 1989 and the cfause of :
“job concessions can be granted for the operation, administration, repairs,
cxpansion, preservation or maintenance of existing works, in order to obtain
funds for the construction or preservation of others which are physically,
technically or in other ways connected with the first one”,
was included. This amendment of regulation forsees the concession by toll system of
- road works refated to the repair and maintenance of the primary national road network to
the private scctor. Concérning the repair and maintenance of low traffic routes, the
- concessionaire could receive ceftain periodic payments from the Road Authority in stead
of applying toll system.

At the same time, rédefnition of rcsponsibililics between the Nzition and
Provinces was made. The role of the National Road Authority was defined that it [Cmains
as planning and coordination agency. The Provinces are in charge of the ma'l'mgcment'of
‘works and network comml although the main domestic network as well as mlcm'monal
connection and access roads to export ports shall remain under the control'of the N'umml f
_Road Authority. “The transfer of certain road scmons between the Nation and Prowmcs
was also made. '

For the road transpoit sector until 1991, domestic c:irgo transport and
‘international cargo teansport were operated under different systems. For intetnational
transpont, a regulated system ruled and the share of the flect was determined by the
govemnment. On the other hand; domestic cargo transport had developed in a virtual lack
of regulations and control by the 'gdvcmm(tnt, with no resteiction for the entrance (o the
business, no regulation on tiaffic and tariffs and little control as regards safety.

As from October 1991, the systein of hold allocations by flag in the international
cargo transport between Argenting, Brazil and Chile was eliminated. For Paraguay and
: Uruguay, existing allocations remained. This was an action for a previous step to the
* liberatization being discussed among counlnes forming Mercosur, In 1994, due to
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pxp'msmn ol'tr‘\dc further improvement 0 grant occnswml or lcmpcrrary llccnscs for
ellher single trap, for 30,90 0r 120 days was madc

As regards domestic cargo transport, the "cconomic Deregulation Decree”
(2284/91) reaffirmed and established the rule of free contracting of transport services.
The Decree 1494/92 confirmed that cargo transport is not considered as a public service.

In 1992, measures 1o reduce cargo'lrans':pori cosls ihcluding the climination of tax
on the first sale of vehicles and the reduction of taxcs and fees on.ty'rc_s were introduced.
The import of vehicles by allocations; which are established yearly and fixed as 1,000
units for 1992 anhd 1993 and 3,400 for 1995, and import liberalization for e‘quipmém of
higher power than manufactured in the country followed. At the same iime control and
safety measures were introduced. The technical control of vehicle became obligatory as
well as a psychophysical test for drivers, and maximum allowance age for cargo vehicles
is determined as 10 years for dangerous cargo transporting vehicles and 20 years for
others. '

By the introduction of above-mentioned policies of deregulation, following
effects were observed:

1) Reduction in freight charges in intermational transport in the order of 15-20 %

- tariff reduction in traffic between Argentina and Brazil and 15 % in trafiic

~ between Argentina and Chile;

2) Dccrcasc in the share of the Argentine flect in the international cargo transpoit;

3) Decrease in locat frught in some routes and products where railways started to
havc a grealer sh'ue, and .

4) More powerl’u! and modcm ﬂu:i cnlcnd the markel by the introduction of import

allocation system and local producnou by car industry.

* Although many improvements in the road transport industry have been made in
recent years, it can be pointed oul that the government's position to international transport
in competitiort with other ﬂ:igs would be clarified considering the dc’vcldpménl of
Mercosur markel in coming ‘yeas and the formulation of Cargo Transport and Maltimodal
Transport Law is awaited for forinalizing the sector.

(1) Inland Waterways
‘Inland watcrways of the Parana and La Plata rivers are imporiant means of

transport not only for Argentina but al'so_ for countries united by River Piala Basin.
{Cuenca del Plata) including Argentina, Bolivia, Brazi, Paraguay and Uruguay. The
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treaty for the development of River Plata Basin has been in foree since 1970, but it did
not work until 1987, in which it was revitalized and decided to study the improvement of
the :navigablc conditions of the Paraguay and Parana rivers s0 as (o promote trade among
the countries in the Basin.

The inter-governmental committee (CIH) of the Hidrovia Paraguay-Parana was
sel up in June 1992 and the "Agrecment for Fluvial Transport” was already ratified by
concerned governments by February 1995, The CIH is the political organ of governing
Hidrovia and has functions: '

1) to make decisions necessary for the govemment of Hidrovia;
2) o supiervise the operation of Hidrovia;
3) to command the exccution of studics, to approve the répots prepared by the
- Agreement Cominission (Comision del Acuerdo), the technical organ of the
" Agreement, and to de'&clop' the cartographic plan for the Hidrovia,
4) to approve and modify the regulations; and
5) tosuggest to the govermments of member countries for IlC(.bbSdl’)’ modifications of
the "Agreement for Fluvial Transport”. :

The pn,senl Sllu‘\ll()ll of the Paraguay-Parana rivers is a lack of maintenance of
'waterways and that of modernization of facilities and, therefore, underutifization of the
potential capacilics of the waterways is cvident. Although the framework for the
devetopment of Hidrovia was prepared as mentioned above, few steps have so fa; been
taken to efféciivc’:ly enforce the provistons of the Agrccmcﬁt 5 'I'lhc Agn:cmént
: Commlss:on has not yet been set up. Since all member coumms ‘of Mercosur and
Bolivia are lmkcd by the Hidrovia Paraguay- Parana, the demand for !mnspomng Largm,s :
lhrough the Hidrovia will subst*tnl:a]ly mcn.as» inthe commg f ulu i in 'u,cord'mcc wnh

1

the deepening of inter-links of cconomies among Mercosur member contries.

2.2.2 International Cargo Movement
" "Between Argentina and Brazil/Chile

(1) Argentine Foreign Trade with Brazil/Chite

- Before analyzing the international cargo movement between Argentina and
Brazil/Chile, and between Argentina and Asia, it will be appropriate 1o overview the
recent Argentine trade from the aspect of its n,gloml composition. Asis exhibited in
Table VI11-2-2-2, Argentina is dependent on South and North American market; 57.0 %
of export market in 1994 and 55.0 % of import in the same year. Particularly, the trade
‘with the Mercosur pariner, Br:az.il, counts a quarter of total export and one fifth of total
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import. The trade with Chile secms not to have realized its potentiat yet; only 63 % of
export and 38 % ofinipc)lfarc directed t_o Chile in 1994 —

Ceontinent

Table VI1-2-2.2  Argenting Export and import by
Export Tmport
Destinlion - 1993 1994 1993 - 1994 .

. : 0001ons| - - %] 00Dtons . %] 000tons %] 000ions %
Africa 1,673 4.1 1,710 3.7 572 411 - 1023 5.9
Anierica 20,165 48.4] 26,585 570 11,288 0.7 12,612 73.3

Brazil C1H0,333 253 12,360 26.5 6,396 4571 7,543 438
Chile 1.473 3.6] 4555 9.8 st 37 70% 4.1
USA 2,110 5.2 3,136 6.7 1,644 118 18988 11.0
Asia 5,361 31| 5,238 112 k1| 2.7 5718 3.4
Japan 1,745 4.3 1,244 2.1 40 0.4 67 04
China 4117 1.0] - 323 0.7 63 0.5 T 04
“{Europe 13,456 33.0|] 13,073 28.0 1,451 10.4 2 589 IS 0
|Oceania 138 0.3 71 0.2 203 2.1 410 2.4
Total 40,795 100.0] 46,678]. 100.0] 13,985 IO{)O 17,212 100.0
Destination 1993 1994 . 1993 . 1994
mil US$ %1 mil USS | mil US$| - %] mil US$ %
JAfnica 404 11 541 3.4 134 0.8 100 09
Auwrica © 6,929 S28F 9,027 57.0]° 9.564 57.01 11,874 '55.0
Brazil 2,814 21.5] 3,655 1231 3,570 21.3 4,286 19.9
Chile 592 4.5 © 099 6.3 706 4.2 831 38
usA 1,264 96 1.7M4 10.9] 3,813 227 4,804 227
Asia 1,665 127 2,017 126 2,354 140 2,570 11.9
Japan 467 3.6 445 28 669 4.0 620 2.9
China - 163 1.2 © 225 1.4 215 1.3 217 Lo
Europe 4,052 0.9 4,175 2641 4,636 21.6] 6,861 318
10cednia 68 0.5 59 0.4 95 : 0.6 95 04
Total - 13,118 100.0] 15819 100.0F 16,783 IOOO 21,500]  100.0

Source:

INDEC, Comerci Exterior Argentino, 1994

' In volume term, recent mumse of volume of tand transport is l‘LﬂLthd in ﬁgurcs

of trade with Brazil, which counts 12.4 million tons of :,xpon and 7.5 million (ons of

- imports. The volume of trade with Chile is stilt low in comparison with that of Brazil; 4. 6

million tons of export and 0.7 million tons of i import, reflecting the factor of both

countries' similar export preducts pattern and physical constraints of transporiing cargoes

through high mountains and severe meteorological conditions in southem sea route.

The trade wnlh Asm has reached more than 10 %o i in export and nnpo:t but much

- lower lh'm Argcnlmc traditional miarkets of South and Nerth America and Europe. In

volume-wise, Asia total counts 5.2 million tons of expoit in 1994 and only 0.6 million

tons of imports in the same year.
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7)) Mode of Transport '

1n 1993, 89 % Eol“'Arg'c'nlinc forcign teade in tonnage are handled by marine
transport, followed by road transport with 9 %. The share of road transport has been
glowing in the last five years due to increase in trade with Brazil . In value teim, the share
of road transport is 22 % in 1993, which means that valuable goods arc transpoited by
road rather than by ship (Table VII-2-2-3).

Table VI1-2-2-3 Exporl and Imporl by Mcans.of Teansport

Mearis of 1989 1990 1991 1992 1993
Teanspoit | 000ton| %} 00Gton] . % 000ton % | 600ton Gl ogDon] %
Ship 33,036] 89.4) 42,503 90.4]| 43,709| - 89.5| 50,696 $9.9]| 48,688 892
Truck 1.963 5.3] 2,156 4.6] 3,047 62| 4,34 2.7 4934 9.0
Rail 2281 - 0.6 268 06 219 04 194 0.3 177 0.3
Plane 39 0.1 4 0.0 o6t 0.1 114 0.2 (R 6.2
Pipeline - | 1,668 4.5| 2065 4.4] 1,821 3.7 1,074 1.9] = 660 1.2
Total 36,934] 100.0[ 47,1231 100.0] 48,8621 100.0} 56,419] 100.0| 34.575] 100.0
mil %l mil]: %] - mil L mill. % mil %

© USS| - Uss :  USS - US$ US$y

Ship | 10,366 75.3] 12,586 76.9] 14,236 70.4] 17,971 66.5] 19,012 63.7
Truck 1,907 139 2,222 13.6] 3420 16.9] 5,448 20.1] 6,563 220
Rail - 125 0.9 126]-. 038 124 0.6 146 0.5 132 0.4
Plane 1,151 84| 1,156 AL 2,143 10.6] 3,366 12.5 4,041 13.5
Pipeline . 208 1.5 284 1.7 287 1.4 113] . 0d o8 0.3
" | Total - 13,754] 100.0] 16,3741 100.0] 20,210 100.0] 27.044] 100.0] 29,346] 100.0

Sowrce: INDEC

The share of rait transport is min'imal since thete is only a limited rail links with
nieighboring counmcs Paso de los Libres-Uruguayana link wnh Brazil, Posadas-
Encarmcmn link with Paraguay, Piso de Socompa link with Chile and La Qmam hnk

“with Bolivia. The most lmport'mt link with Brazil, Paso de fos Libres-Ur uguayana lmk
n,qum,s the tmnsshu)mcm of cargoes at the border because gauge of Fen ocarnil
Mesopot'mnco is standard (1, 435 mm) while that of RFESA (Brazilian National Railwa ')
ts narrow (1,000 mm). The fact that another impostant pass of Cristo Redentor with Chile
is not linked by rail is also a reason of low share of railway.

(3)  Existing Cargo Transport between Argcmina aind Brazil

" The most important mode of land teansport for exteinal trade between Argentina
and Brazil is road transport. In fact, cargoes transpoited by'road between Argentina and
Brazil have been rapidly increasing as is shown in Table Vi1-2-2-4. Paticularly, the
Argenting export to Brazil since 1993 and import from Brazil since 1991 have resulted
quite sharp increase of trade volume keeping pace with the formation of Mercosur.
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Table VI1-2-2-4 Argentinc-Brazil Trade by Means of Road Transport o
: S {unit: ‘tX)) tons)

Year _ ' , —__Ditection 1

- L . Argentiny/Brazil ; BrazilfArgentina _
1983 2547 ' 209.7
1984 2174 2143
1985 2347 2509
1986 2448 346
1987 287.4 4.1
1988 2817 3536
1989 5069 3202
1990 5938 280.9
1991 569.8 7801
1692 - - 53719 14724
1993 867.0 1,380.2
1994 : : 1320.2* . 091, 2¢%

Note:  * first 9 months
** first ® months
Souru Carmen Polo, Road Transporl Study, Ocl. 1995

The main routes used for trade with Brazil is Paso de los Libres- Uruguayana,
which counts 61 % in volume and 84 % in value in 1993, followed by Foz do Iguazu
‘which counts 29 % in volume and 12 % in value in the same year {Table VIH-2-2-5).
This snluauon of concentration in trucks to Paso de los Libres - Uruguayana route is
expeeted to change after the completion of Sarito Tome - Sao Borja bridge construction
project.

Cargoes transporfed by truck between Argentina and Brazil are exhibited in Table -
VI1-2-2-6. Cargoes of Argentina-Brazil direction transported by truck are mostly '
agricultural products mdudmg vcgwlbles ﬁulls fish, meat and diary products. Thc

cargoes of opposite direction aré chcnnml and petmchemical produc{s papet, and cofl fcc
. and cocoa. Vehicles and car pfms are lranspomd for both dmcnon Ongm and
desun'mon of lhosc cargoes dcpcnd mgxon of producnon of them as are shown in the
Table. In Brzml, Sao Paulo and three southern States, i.c. P'imm, Santa Catarina and Rio
* Grande do Sul, seein to be dominant. In Argentina, it depends on the pr'od'uclion' area.
Cargoes transported by rail are lmmly containers and sugar for Argentina-Brazit
- direction, and container, rice and soy beans for opposite direction (c.f. Table VI1-2-2-
1.
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Cargo Movement Through Arvgentina _-- Brazil Border Passes

© Border State 1993 JTanfSep 1994
Point {Brazil) 000 tons| . % 000 tons %
Uruguayana Rio Grande do Sul T 6633 61.0 739.5 48.4
Foz do lguacu Parana . 1193 293 600.0 397
Porto Xavier Rio Grande do Sul 29.0 2.1 88.5 58
Sao Borja Rio Grande do Sul 23.6 2.2 230 1.5
Dionisio Corqueira | Santa Catarina 10.9 1.0 338 2.2
- Htaqui Rio Grande do Sul 36.5 34 229 1.5
| Cihers - 3.5 0.5 15.0 1.0
Total '1,088.0 100.0 1,529.3 100.0

Border State : 1993 Ton/Sep 1944
- Point (Brazil) C mi] US% Y% mil US% -G
Uruguayana - Rio Grande do Su 1,064.6 84.1 8754 76.7
Foz da lguacu Parana 1518 12.0 24.0| 19.6
Porto Xavier Rio Grande do Sul 12.2 1.0 15.1 1:3
Sao Borja Rid Grande do Sl 243 2.0 10.2] - ‘0,9
Dionisio Corqueira | Santa Catarina 2.3 0.2 94 08
{faqui - | Rio Grande do Sul " 9.0 0.7 5.8 0.5
Others - 1.5 0.1 _ 2.0 0.2
Fotal 1,266.3 100.0 1,141.9 100.0

Source; Argentine Embassy it Bravil

“Fable VI1-2-2-6 Argentine Trade with Brazil I‘rfmsparted by Truck
<Argentine Export to Brazil>

Product

Volume
tons

Origin

Destination

Garlic,Onions, (lives,
Olive oil,Canned food

more than 150,000

San Juan, San Luis) and
neighboring Provinces

Cuyo Region {Mendoza,

Rio Grande do Sul

Santa Catarina

Parana

Sao Paulo

Rio e Janeiro . -
Goias and Minas Gerais -

Fish 34,385 Mar del Plata Rio Grande do Sul
. L : Sao Paulo
Car parts and Vehicles - 52,770 Buenos Aires Sao Paulo )
: ‘ '1 o Sama Fe Belo Horizonte |
Cordoba S
Tucunian CE
Leather 4,412 Buenos Aires Rio Grande do Sul
Cordoba Santa Catarina
. . I Santa Fe Parana
Meat and Diary Products 28,600 Buenos Aires Sao Paulo
Santa Fe
- Cordeba . :
{Apples and Pears 78,764] Rio Negro - Sao Paulo
Neuguen Rio de Jangiro
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<Argenting Imports from Brazil>

| Vehicles and Car pasts

135,000} Saa Paulo

Bucnos Aires

Rio Grande do Sul | Cordoba
Sania Catarina | Tucuman
Parana Santa Ie
Chemicals, Plastics, 179,866] Sao Paulo Buenos Aircs
Petrochemicals Rio Grande do Sul Cordoba
Parana Santa Fe
Rio de Jancito
- North-Eastemn States 5
Paper 159,900] Sao Paulo " Buenos Aires
' | Southern States Tucuman
Coffec .30,681] Sae Paulo ' Ruenos Aires
Cocoa e 8,100] North Easterin Staies Buenos Aires
Meat{Chicken, Pork, 54,467] Rio Grande do Sul, Buenos Aires
Fish) - | Santa Catarina Santa Fe
Parana .

Fruit (Banana, Pincapple)

70,932| Sao Pavle

Buenos Aires

Source: Carmea Polo, Road Transpont Stady, Oct. 1995

(4)  Existing Cargo Transport belweert Argentina and Chile

The overall trade volume between Argentina and Chile is as following:

Year ' Argenting Export (§00tons) Argentine Import(000tons)

: with fuels without fuel -
1992 1,249 1,134 258
1993 1473 912 670
1964 4,554 1,098 ° ; 680

The sharp increase in expoit volume as of 1994 was the conscquence of the
- comumissioning of the Puerto Hernandez - Santiago pipeline, through which oil exports
- are made. ' '

The volume of CArgoes iranspoﬂéd by truck are inicrcasiﬁg quite rapidly in recent
years as is indicated in Table VI1-2-2-7. The balance of direction of movement iiclines to
Argentina-Chile direction cather than the opposite one. More than 90 % of traffic pass
- through Cristo Redentor route, folowed by § - 7 % through Cardenal Samore pass in the -
" south. The combined total of other passes are at present negligible 0.1 %,

With reference to cargoes transported by truck,’ main Argenting export cargoes
- are minézral products, foundry products and plastics and plastic products. Other cargoes
suchas grains and vegetable oils are carried by ship. As regards Chilean export (o
Argentina, almost all products listed in Table Vi1-2-2-8 are transported by track.

Concerning the région of origin of Argelmliile export products, Provinees of
Mendoza, Capital Federal, Cordoba and Buenos Aires are dominant (Table VIE-2-2-9).
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’I‘able Yii-2-2-7: Cargo \Iowmcnl ’lllrcugh Argenlinn .- (Jllli.‘ Border Passes
{unit: tons)

Yoar Cristo Redentor Cardenal Samore Other Passes ' Total
T frum L4 Irom I from o From toffrom

Chile Chite Chile Chile Chile Chile Chilg Chile
1504 659019 230015 7R 788 ha na. 36301 | 257.62%]  B3393
1991 69L634]| 350856 25941 30,065 na. & TH1,575 389,951 1,107,526
1992 820,155 RYEN ¥ 32,662 53,659 236 12233 £45,131 430071 1,285,204
1993 © 735337 4i6,14y| -~ 74670 4038 1,865 1,637 311878 sugn| 1anew
L 1994 ©855506] 62380 49610 48270 gl o am9] woseny]  sr2eis]| 1578232

94 share TIEf T W% 53 732 Y] 0.0 1000 600 -

Table VII-2:2-8  Argenfine/Chile Trade

. Argeoting/Chile* Chile/Argentina**
Products Volume Products Volume
‘tons - tons
Total o 1,610,888] Total 660,209
Mineral fiiels and oils 872,527 Ore, slag 158,405
Grain 439,717 Wood and manufactured ' 101.874
Grease; oils and by-products 141,076] Fuels - 69399
Food industry waste 88,226] Ceramics products 45,375
Solt, sulfer, others 79,002] Copper, ecopper products 18352
Foundry, iron and stecl 33,274) Vegitablé processed 36,207
Foundry products 22,993] Fruit ' 34,228
Sugar, pasiry 22,527 Wines ' 26,971
Glass, glass products 22,056] Paper and board 1 25246
Plastic, plastic products 20,959] Inorganic chemical products 25,015

Note:  (¥) data of [992/83 average, (**) 1994 data
Source: (*¥) INDEC, (**) Banco Centrat de Chike

(5) - Border Crossing

For thc smooth crotsmg of mtcnniloml cargoes at thc border a docmnun called
MIC.’DTA {Manificsto Inlcnmmoml de C'urga Dcchmc:on de T rans:lo Adu’mcro)
which means International Cargo manifestation - Trafli fic Statement at Custpn_ls, 1$
‘adopted. The MIC/DTA document is prepared by the transport company and is rcgiSI_ércd
by the customs in the country of departure. This document, which includes five copics,
should go together with the cargo. The first copy is kept at (hdcitstome where the
registeation is made, the second at the customs of exit, the (h1rd at the cusloms of
entrance, the fourth at the customs of destination and the ﬁfih for the bearer. .

The loading of cargoes at difterent places in the country of origin on a same
transport unit with the same MIC/DTA can be made if the route, intermediate load
castoms and the terms of transport up 10 the customs of destination are specified in the
origina! MIC/DTA and submitted to the customs of departure.
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- Table VIi-2-2-9

!‘xporl by Provinee of Origin Through Mendoza Customs (1994*2

Province Volume ﬂlllu
of Origin lon Y. Q00USS % .
Pamipa Region 141,075 389 214,802 -59.1
Buenos Aires 26,143 1.2 19,824 5.5
Capital Foderal 61,456 16.9 114,947 31.6
Cordoba 27.315 1.5 44,686 123
Entre Rios 2,012 © Q.6 1,469 0.4
La Pampa 0 0.0 ' 0 0.0
18anta Fe 24,150 6.7 33,875 9.3
Cuyo 209.478] . 517 134,089 36.9
- [Mendoza 185,696 “51.1 107 437 29.5
San Juan 16,492 - 4.5 . 6,239 1.7
San Luis 7,291 2.0 20413 5.6
South Palagonia 198 0.0 281 0.0
Chubut 198 0.0 281 0.0
Santa Cruz ¢ 0.0 0 0.0
T. del Fuego 0 0.0 0 0.0
Comahuc 987 0.3 362 0.0
Neuguen 937 0.3 33 0.0
Rio Negta 50 0.0 . a Q.0
NEA 8,836 2.4 10,643 2.9
Chaco 3,475 1.0 4,405 1.2
Corrientes 869 0.2 2,342 0.6
Formosa 0 0.0 0 0.0
Misiones 4,492 }.2 3,896 1.4
NOA 2,539 0.7 1,547 R
Catamarca 0 0.0 0 0.0
Jujuy N 0.0 0 0.0
La Rioja 133 0.0 1,327 0.4
Salta 28 0.0 210 0.0
S.del Estero - 0 0.0 0 0.0
Tucuman . 2318 0.7 2,210 - 0.6
Total 363,114 100.0] 363,724 100.0

Note:  (*} Elevea months of 1994

Source: INDEC -

Since the mtroduclmn of the MIC/DTA the time required for the customs -

j pmcedure at the border and other phces has reduced, and the cue to cross the border has

-~ substantially shortened. However, the time required for document delivery, customs

clearance, registration at the Ministry of Agriculture and approval from SENASA (Animat
Sanitation Service) used 1o be about 7 days in 1992 and is about 4 days at present.

6 Tariff of International Transport

" For the teansportation of cargoes, particularly that of trucks, thereis no
predetenmined tariff except for the specific cargoes. Freight of cargoes is gencrally settled
by negotiations between carrier and customer in each particular case and are different
according 1o products, seasons of the year,' volume of cargoes, origin and destination of
cargoes, etc. Therefore, the following analysis is made only for indicative purpose and
not necessarily applicable to each paticutar case. -
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In the case of cargo transport by truck between Argentina (Buenos Aires) and

Brazil (Sao Paulo), the basic freight for cach type of vehicle is as following (USSArip):

Open van US$ 2,000 ~ 2,800
Covercd van US$ 2,300 ~ 3,500
Cold storage van US$ 4,000 ~ 6,000

In the case of frozen cirgoes, freight between Buenos Aires and Sao Pmﬂo has

changed as follows:

1991 US$ 3,200/ruck
1992 US$ 2,200/truck
1993 US$ 1,800/truck
1994 US$ 1,700Anick up to August

US$ 4,000/truck from September on

The rcducing trend of freight until August 1994 is brought by the effect of the

climination of allocation and arrival of a facge number of truck companies to the market.

The Brazilian recession in 1993 had the cffect of excess capacity. The sharp i mu‘msc of

freight in the end of 1994 was brought by the higher demand at the market.

The tariff of comainer transport between Buenos Aires and Sao Paulo by truck :

compared with maritime teansport is exhibited in the following:

Cost Component Maritime

- Road

Transport to poit {Brazil) - 250 -
Santos Port charges ' 250 -
International freight 1,400 2,300
Buenos Aircs Port : 240 -
_Transpot frc from port (Arg) - L2100 -
Total - 2,350 2,300

“The change of tarifl f rates by or'igi'n and destiriation of cargoes for the period 1990
-1994 15 exhibncd in Table V11-2-2-10. There were substantial reduction betw cen October
1990 :md October 1993 due to the déregulation of entry 1o the business, ete. However,
there weie increase in the rate after October 1992 reflecting the m_quu situation caused by

the sharp increase of trade between Argentina and Brazil, which brought about the

‘shortage of fleet.
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Table V11-2-2-10 Tariff of Jaternatlonal Cargo Transport by Truck

Qrigin

{unit:” USHtom)

| Destination | 0’90 | 0ct91 [ 0ct92 1 Sep93 | Sepdd
General Careo ' - - : ) . : .
Buenos Aires Sao Pauloe 125 107 83 93 110
Bucnos Aires Porto Alegre 93 80 63 15 92
Buenos Aires Rig de Janciro 135 115 90 103 £35
Buenos Aires Salvador 191 175 120 na. 150
Buenos Aires Curitiba 14 100 76 - 83 105
-|Buenos Aires Urugoayana 55 .48 40 47 na.
1 Cordoba Sao Paulo 135 130 93 na. 120
Mendoza Sao Paulo 172 135 108 176 140
Saa Juan Sao Paulo- 170 135 09 126 n.a.
"[Refrigerated Cargo : : : -
Buenos Aires Sao Paulo 141 {30 na. n.a. 150
Buenos Aires Poito Alepre 119 11 na. n.a. 215
Buénas Aires Rio de Janciro 145 136 na. na. 240
Rio Negro Sao Pavlo n.a. n.a, n.g. n.a. 260

Sewnrce: ABTI (Association Brasileina de Transpore Internacional)

Concerniing the cargo tariff rates of international raif transport, only a limited

cases up 1o the border are available sinice the rail transport has not yet directly linked to

the railways in ncighboring countries. Pollowing rates in Table VII-2-2-11, which are

applied for export and import cargoes to and from Brazil, are taken from the taniff of

Ferrocarril Mesopotamico,

Table VI1-2-2-11  Rall Tariff Rales Applied for Export and Ilmpost Cargoes

" Cargo

Distance

Origin Destinalion Rate Rate
: ___{USS/ten) (km) (US$/ton-km)

" Rice San Salvador - Pasodelos - 125 259 0.0483

: : : Libres

“Sugar Paso de los Buenos Aites 9.0 747 0.0254

. Libres - : . : '

- Soybeans Pasadas’ Pasodelos - 8.8 367 - G.0232°

' S ~ Libres : S _

,‘ _ S N C_(USSTELY  © {km) {(USH/TEU-Xn1)
' Container Buenos Aires  Pasodelos - 315 750 0.420
- (loaded)  Libres . .i

Container Buenos Aires  Paso de los 8t 150 6.108

(empty) Libres

Container Buenos Aires  Encarnacion ~ © 350 1,100 0313
(loadexd) : - _ ‘

Container Bucnos Aires  Encarmacion - 57 1,100 0.052
‘(emply) S -

Sourée: Ferrocarril Mesopotamico

2.2.3

Ma jor Trunk Routes

Since the stat of Mercosur, the volunie of trade between member countries is

increasing rapidly and thereby traffic volumes between them, particularly those between

Argentina and Brazil for both ditection. This increase is observed not only in marine

traffic volumes but also, and more aculely, thos¢ in road transpoit . This teend of

increase in land teaffic volumes between Argenting and Brazil will continue further in
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relation to the achicvement of more kniited economic links among two countrics as
Mercosur proceeds. Howcvcr,’ the band transport infrastructure across the border of two
countries is presently restricted to the Paso de los Libres - Uraguayana rail cum road
bridge (one lane for cach direction) dnd lguaza road bridge. About 90 % of Argentina-
Brazil fand traffic pass through those two routes ad is experiencing acute shortage of
capacity.

_ The Argenting infaind regions along the Andes mountains are constrained (o reatize

its economic potentials, because of long distance to the domestic tarkets and ports for
expoﬂ. The recent better diplomatic and econoric relationship between Argentina and
Chile has widened the devetopment potentials of its long-awaited surface links belween
both countsies across the Andes, which will open up the direet access to the Pacific not
only for the Argentine regions along the Andes but alse for othier regions of Argentina
and neighboring countries incl'uding Bolivia, Paraguay, Brazil and Uraguay. Present
road condition and traffic voluine per day of ¢ach Trans-Andes pass is as in Table VII-2-
2-12.

“Table VI1-2-2-12  Present Road Conditions and Traffic of Argentina/Chile Passes

(1994)

Pass ADT Road Length (Kms) Max.Grad - | Max. Al
Tarth ~ Gravel Paved Total {%) “{m)

Jama 6| Chi ob 82 113 261 4.6 - 4,767
Arg 79 164 26 339 4.7 4,170
Sico 10] Chi - 209 103 312 1.7 4,553
. : Arg 10 242 56 308 1.9 4,505
San Francisco - 2| Chi 96 189 9 204 8.3 4,7
. Arg - 203 . 16} 3od 1.0 . 4,310
Agua Negra 7| Chi - 124 . 126] 250 38 CAITS
. . birg - 14 287 301 21 . 4415
Cristo Redentor: 736} Chi. - -~ 67| - 67 ‘8.0 © 3,185
. : Arg - - 196 196 ) 3,185
Pehuenche 5{Chi 7 100~ 68 73] 25 2,553
Arg 34 48 69l 15 21] 2483
Pino Hachado 151 Chi. 20 80 91 101 1.0 ©1,884
Arg - 12 . 106 {18 1.7 1,704
Cardenat 225| Chi - 26 102 128 <19 1,308
Zamore Arg - i3 92 125 -5l 1,208
Coyhaique 30| Chi - 52 el 82 4.0 820
: A - 129 3 132 4.0 805
Huemules 10| Chi - - 60 60 20 560
- | A - 150 S e 150 - 2.0 660
Intég. Austral 150| Chi - ~ 130 .70 200 - .
Arg - 11 5ol 70 = -
San Sebastian §50f Chi - 261 035 326 - -~
Arg - 11 79 o0 - -

Note:

ADT. = Average D

aily Traflic

Sovree: Minisiry of Public Works, Chile

The existing network connecting Argentina and Brazil/Chile is consisted of

followiiig three routes (from the Pacific to the Atantic). Out of three routes, only the:
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Central Corridor has pre'scﬁtiy sizable voluinc of traffic. Other two routes arc strategically
important with reference to the econoinic linkages of concerned countrics and the |
developinent of peripheral regions although they are endowed with various resources.
The major cities that each corridor passes through are as following: |

{H Northern Corridor

lquique/Arica/Antofagasta - Pasos de Jama/Sico/Socompa - Jujuy/Salia -
(National Route 16/Belgrano Railway) - Resistencia - Corrientes/Posadas -
Paso de los Libres - Uruguayana - Porto Alegre/Rio Grande -
Curitiba/Paranaguay - Sao Paulo

(2} | Central Conidor

Valparaiso/San Antonio - Santiago - Pase Cristo Redentor - Mendoza -

(1) (National Routc 7/BAP Railway) - Buenos Aires - Montevideo

(2) Cordoba - Santa Fe - Parana - Paso de los Libres - Uru guayanh - Porto
'A!cgre!Riosznde - Curitiba/Paranagua - Sao Paulo '

~(3)  Southern Corridor

Concepcion (Talcahuano/other poits) - Victoria - Paso de Pino Hachado -
Zapala/Neuquen - {National Route 22/Ferrosur Roca) - Bahia Blanca/Quequen

" These three Corridors have dif fcr‘cnit ijpcli\fcs and cxpcctéd results of ‘

- developnient for concerned r'cgio::is and counjriés and, therefore, are meaningfulto
deve!bp" re"sp'eciifcly, ol liécéséafily at once Bul at least in the miedivm and long term

" perspectives. Each of those three Corridors are stated in detail in the following.

‘2.21.4 ~ " Northern Corridor
(1) Existing S:mlcofthé Route

- The Northern Corridor connects Northern Region of Chile (Region 1), as is
exhibited in Figure VI1-2-2-3, passing through Northern Provinces of Argentina (NOA
and NEA), with southern States of Brazil (States of Parana, Santa Catarina and Rio
Grande do Sul). It crosses three alternative Passes of Andes Mounlains, namely, frbu_n
north to south, Paso de Jama, Paso de Sico an_d Paso de S'ocomp:a (max, alt.; '4,47_5 m);
the first two ate road routes, and the Iast one is a rail route.
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"1y Road Routcs

From Chilean port of Antofagasta to the North-Western region of Argentina, there
arc two alternative routes. One coniects to San Salvador de Jujuy via Piso de Jama
(maximum altitude: 4,767 m) and the other to Salta via Paso de Sico (max. alt.: 4,553

n).
Antofagasta - Calama 215 km
Calama - Paso de Jama 250 km {Chilc!i\rgcnuina border)
Paso de Jaina - San Salvador de Jujuy 260 kin
San Salvador de Jujuy - Resistencia 880 kn
Total 1,605 km_ (up to Resistencia)
Antofagasta - Cmanm_ ' _ 215 kin
Calama - Paso de Sico - 7 305 kin (Chllt‘f/\lgu]lllm bonder)
Paso de Sico - Salta - 300km
Salta - Resistencia i 840 kin ;
Total o 1,660 km {(up to Resistencia)

“The Jama roule is presently 95 kin shorter froin Jujuy to the Pacific coast than the |
Sico rotite fi rom Salla. However, new copper mines are lo bc, developed at Chitean side of
- the border near Pcme, and new link of Bnquadano Peine road which makes -
Amoﬁgasla Paso de 9100 scction 50 km shomr (han the existing route of dctounng
3 thma Both routes p'lSS lhrough high phtcau Of the Andes but are pasmblu all the _‘,car
round because snowfall in this region is not usmlly S0 much as to disturb the trafiic,

[n Chilean side, the routes arc also conneéted to other ports of lquique (‘il{) km
nonh to Anlohgasla) and Arica (further 275 km nmth) (‘hllcan ports are b'CSSLd with
dnplh to réceive any size of ship, but Anloﬁgasm is too close 1o lhc built-up area of the

_city. Mcplloncs 53 km north to Antofagasta, is LOIIS!dLl’Ld to be an ideal site for the pon
development when the cargo volume will exceed the capacily of Antofagasta portinthe

future.

* The Corridor si:pp(jrts ncighboring inland countries of l}_olivi'a through La
Quiaca, sil'ua_tcd 291 kin norih to San Salvador de Jujuy and 405 km north to Salta, and
“of Paraguay through Mission La Paz, situated about 550 km siorth-east to Salta, where a

bridge over Pilcomayo River is now under construction.
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From Resistencia, the corridor leads to:

Resistencia - Corricntes 25km

Corrientes - Paso de los Libres 465 km
Paso de los Libres - Uruguayana 2 km (Argentina/Brazil border)
Uraguayana - Curiliba [,090 km
Curiltiba - Sao Paulo 390 km
Sao Paulo - Santos 70 km _
Total 2,042 km (from Resistencia to Santos)

From Uruguayana, roads connect to Porto Alegre (635 km), the capital city of
Rio Grande do Sul State of Brazil and comimeicial and industrial center in Southern
Brazil; and 1o Rio Grande port (655 ki), where container terminals of receiving full-

container vessels and an industrial area behind the port are now under constiuction,
2} Rail Route

There is a rail route of 1,000 mm gauge connecting between Salta and
Antofagasta through Socompa, which is called C-14 Line. The Line has two switchback
sections and two loop sections in order to clear a maximum grade of 25 ofoo. The
effective train length is limited to 282 meters by the length of swilch-back section. The
load capacity of the structure is limited to 17 tonsfaxle. '

The C-14 is connected to Belgrano line and leads to Baranqueras port on Parana
River. There is no bridge of conncé(ing Bamanqueras and C(}l‘lichle,s on the opposite
bank of Parana River; wher the Mesopotamico linc of standard gauge (i,4_35 mm) and
of former Urquiza line starts. The Mesopolanico liric is connected to Brazilian rail
system at Paso de los Libres/Uruguayana. The Brazilian cail is again the narow gauge of
1,000 mm and, therefore, requires cargo transfer facilitics cither at Paso de Ios.Librcs or
Uruguayana or both. But the existing cargo transfer facilitics of both Argentine and |
Brazilian lines seem to be insufficient and require modernization, particularly in the -
Argentine side. The operation of facilitics for transshipment of cafgocs have rooms for
subslantial improvements.

(2)  Function of Corridor on Regionzﬂ Development
- The Northern Corridor is expected ta secure the surface link to Chilean ports at

‘the Pacific coast and to open up the development potentials of agriculture, mining and
‘other productive sectors in the North-Weslern Region (NOA) and Norih-Eastern Region
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(\IFA) of Argentina, The Corridor wilt also serve as Brazil's alternative access route to
the Pacific, which will be important for Sowthern States of Brazil, 'md as 'lllunalwc route
to the sea ports for Bolivian and Paraguayan extérnal trade. '

The Corridor also serves as links for infand NOA and NEA regions of Argentina,
inland countries of Paraguay and Bolivia and also Chile to Brazilian market and, t-hrough
Atlantic ports of Brazil such as Santos, Parinagia and Rio Grinde, to the Noith
American, Euriuicﬁn and African markes. ' '

Intand Provinces of Argentina, particularly those along the Andes mountain
ranges, and other infand countries such as Paraguay and Bolivia are constrained their
economic developnient potentials by the long distance from sea poits, although they are
rich in potential resources of various productive sectors. “The improvement of access to
deep-water Chilean and Brazilian ports will certainly open up the dcvelopmcn{ potentials -
of countries and regions along the corridors to be developed. To actualize this

“opportunity, it is urgent to solve the remaining trade problems belween Argentina and
* Chile including sanitary issucs.

3) Regional Measures for Fugther Development

Present state of transport infrastruciure for Argé_nlina-Chilc links is not yet
-sufficient but upgrading of roads, which have not much snowfalls and are passable
almost all the year round, and construction of bridges connecting two countrics arc
jsc:he:ddled to be completed by the end of 1996, However; the situation of portsin
©_Northern Chile re(jui_rcs substantial upgrading or new construction in order to serve as
1reliablc facilitics for external trade of concemed countrics along the Corridor.

The existing C-14 Line connccting Salta and Antofagasta via Socompa is
underulilized because of limited traffic demand. The capacily of the tine is also limited of
its obsolete facilities and rolling stocks, and insufficient maintenance of themn, In
- addition, the Belgrano Railway and the Mesopotamico Raiiway are not dircctly connected
* and separated by Parana River at the Resxstencmflhrmnquf,ms Comcntcs section. Since
" the demand for rail transport over Pasana Rm.r is not at the moment existent; the
~ possibility of connecting Belgrano Linc and Mesopotamico Line would be a long term -
issue.

The existing link between Argentina and Brazit on the Northem Corridor
bygiasscs to south 1o Paso de los Libres - Uruguayana Bridge because thére is no other

bridge over Uruguay River connecting two countries. The planned construction of Santo

194



Vol. VI {Chapier 2)

- Tome - Sao Borja Bridge will relicve the present congestion of trafiic at Paso de tos
Libres - Uruguayana Bridge. The existing Paso de los Libres - Uruguayana Bridge alone

s not sufficicnt to handle lhc'incréasing Acgeitina - Brazil land traffic and, therefore, the
planned project can be economically justificd.

2.2.5 | Central Corridor
n Route

The Central Coiridor staits from Valparaiso port or San Antonio pOIt:

Valparaiso port - Los Andes 130 km
Los Andes - Cristo Redentor - 70 ki
Cristo Redeator - Mendoza 205 kwn
Mendoza - Buenos Aires _ $.100 km

Total | 1,505 km

The Corridor serves central re gions of Chile mctudmg Santiago Mclropnhl'm
Region, Regions V and V1, passes thiough Cristo Redentor Pass ofCh:hJArgenlma
border, goes through resource rich central Provinces of Argentina including Provinces of-
Mendoza, San Luis, La Pampa, Cordoba, a part of Santa Fe, Eaitre Rios, and reaches to ‘
* Capital Federal and Buenos Aires (Figure VH-2-2-3). :

“To the south of Vatmr'llso there is auothcr ducp sea pon of San Anlomo whtch is’
now under expansion of container whaf and contai net h'mdhng eqmprmms Smcc
V'\tp'\rfnso port is surrounded by the built up ﬂl'l. as of the’ city, San Antomo seems to bc
more prepared for lhc future expansion of port facilities and port modcnnnzahon

The Central Corridor, which pass'cs through Paso de Cristo Redentor and
connecls econonic centers of Argenting and Chile direcily, handles more than 90 % of
the Argentiné-Chile traffic of border crossing and tradé by Jand transport. However, the
Paso is unreliable of its closure by snowfall in winter. The length of clo.su‘_rc is dif ferent
year by year according (o the voluime of snowfall. (In the lycar' 1994 it 5foppcd 12 days
consecutively, but in the year 1995 it has been caused smallest pioblems.)

There are sc'vér_hl ideas to cope with snowfalls and secure the passage alt the year
round: ' ' '
'i) “to build tunnel at lower altitude, _
' 2) to cover the snow-valnerable road sections by roof, and
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3t set up snow-removing work uml whu.h will be ceady to be mobilized at any

tinic of snowfall, or to contract out the snow- runovmg works io the pnvatc

sector,

Presently, the Mendoza's economy is closely linked to Chite. As is shown in the
Table VI1-2-2-13,93.7 % of cargocs registered at Mendoza Customs head for Chile in
volume termy and 83.6 % in value term. The improvement of border crossing

infrastructure will certainly coniteibute to the growlh of local economy.

Tabte VI1-2-2-13 lﬂport by Destination 'lhrough Mendoza Customs_{1993)

Note: {*) !‘uludm;. Ch)lc and Mercosur

‘Sou roe: IN DFC

___Through Mendoza | Total Argeiitina Mendoza/Argentina
Destination Volume Value Volume Value | Volume | Valoe
ton % 000USS % ton Q0QUSS % G
Chile 353,165 “93.7] 269,990 83.6] 942,392} 513407 3148 52.59
NAFTA 6,503 1.7 9,234 2.9 1.082,93 |1.402.67 0.60 0.66
_ _ 6] 1 .
Mercosur 2.922 0.8 3,266 1.04 6,899,99 13,007,38 0.04 0.1
8 S
Europcan Union 1,343 0.4 996 0.3} 10,241,4 |3,474,06 0.01 0.03
' : 42 7
Other Furope 269 040 2271 0.7] 1,606,111 | 369,186 0.02 0.62
. 0 o .
Asia Pacific 3,044 0.8] 2s5.800] 8.0] 3,251,51 |1,109,40 0.09 2.33
: : : . 0 B '
South America® 7138 0 19 2,379 2.9]2,561,96| 763,979 0.28 1.23
Central America 1,225 0.3 1439 0.4 627,677} 223,055 0.20 0.65
Others 1,250 0.3 619 0.2§3,788,65|1,018,98 0.03] 006
: . -0
Total ’3?6 ,859 1000 23114 100.0] 31,0026 |11,832,1 1.22 272
83 19

Reccmly, the fruit expon to Brftzlrm mful\et 1$ mcrxasmg To tmnsport the fruits

| produced in Cuyo Region to major markel in Sao Paulo passes through the following

route:

“Mendoza - Cordoba © 720 km
~ Cordob - Paso de los Libres 835 ki
" Paso de los Libres - Sao Pauto | 1,480 km

Total © 3,035 ki

From Buenos Amas there are iwo alterative routes; one is leading lo existing

Paso de los Libres-Uruguayana bndgc goes into Bmzﬂ and passes through southern

States of Rio Grande do Sul, Santa Catarina and Parana, and ﬁnally arrives al Sao Paulo

the economic and financial center of Brml
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Buenos Aires - Paso de los Libres: 770 km
Paso de los Libses - Sao Paulo - 1480 ki

Total 2,250 km
Buenos Aires - Montevideo 120 km
Montcvideo - Rio Grande 350 km
Rio Grande - Poita Alegre - 310 km
Porto Alegre - Curitiba - 690 km
Curitiba - SaoPaulo____ 390 km

Total _ 1,860 kin

~In the latter case, it is assumed that the route pass‘ihro:ugh the Colonia - La Plata
bridge. As is shown in the above, the Montevideo route which passes proposed bridge
“will about 400 km shorter. The route also passes through Rio Grande, where new deep-
sea container port is under consiruction. The dislance from Bucrios Aires is less than 500
k. If the capacity of haﬁdling containers at Buenos Aires Port would be saturated or
deep draft full container liner vessels \le;ld call South American ports regularly, the
econontic link of Argentine economy with Rio Grande Port will certainly deepen. -

V)] Function of Corridor on Regional Development

‘Thc_Ccn‘lral Corridor, which passes through Paso de C ris(oARédcnlor and
connects economic centers of Argentina and Chile diru,tly, cimI!Ls. more lh'{n 90 % of
the Argentine-Chile traffic of border crosemg and nadc by land transport. !Iov.cu,r thc, :

Paso is unrv.,hablc of its closure by snowfall i in wmler l“hc, luxglh of closure i is dlfl(‘l‘t,nl
year by year according to the volume of snowfall. (ln the year 1994 it stoppLd 12 days
consccutively, but in the year 1995 it has been caused smallest problems.)

South America and East Asia are considered and expecied to become global
growth polcé over the tum of century and (o lead the ceonomic growth in the 'world.
Therefore, the direct link of two growth poles by the shortpsl route has lrunc'ildous
* global economic impacts and has a stimulus to the other regions of the werld. The
dewlopment of the Corridor is to promote the belter lmlngb of those (wo potential
growth poles in the world economy.

. The Argentine rail system of Buenos Aires al Pacifico {BAP) runs up to

Mendoza, and niot connected to the Chilean rail. It is conccivable to tink both systems by
rail in the long future, since it used to be linked together until the rait was disconnected by
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the cave-in at the border tunnct. However, more l'L&‘ISlIC apprmch would be to dcvclop

the container transshipment facilities at the rail terminal of BAP line and transport the

container by truck from Menrdoza to Santiagoe or ports of V'llparalso or San Antonio.
Actually, ap is developing such facility at the terminal near to Mendoza. At present,
volume of handling containers are less than 100 TEUs per month but planned by the BAP
to reach 400 TEUs per month by the end of the year 1995.

&) Regional Measures for Fuither Development

Comparing with Valparaiso and San Antonio ports in Chile, the latter seems to
have more dcvetdpmcm poténliats for handling containers, although the existing facilities
of both ports are not good enough to handle possible large-scale expori of Argentine
products through Chitean ports. The possibility of handling export and import cargoes of
Argentina and other South American coumtries through Chilean ports will certainly
accelerate the further development of Chilean economy. It is evident from the example of
port-based economic growth of Singapore. The cargo transshipment to/from ncighboring

~ countries has certainly pushed forward the economy of Singapore. To develop a port as a

full-scale container port or a bulk carge port requires a huge sum of investment fund. To
construct such port will be economically viable only if the port can attract enough volume
of cargoes from its hinterland and utilize modemized port facilities and cargo handling

-equipments in full scale without any excess capacities of facilities and equi pments. The'

access to Mercosur market through land transport routes and the potential use of por

- facilities at the Atlantic coast for Chilean shipper will also promote the new economic

; polcnmls for Chile and LOUI“I’ICS and regions qlong the corridors conmclmg the anuﬁc
: and the Atlanhc :

Concerning a tunnel projeét at the site of low altitude than existing tunnel, the

“present traffic volume would not justify the huge anount of investment for its

construction. Some altemative measures such as constructing roofs over the snow-

disturbing road scetions, which is much cheaper than tunnel construction, need to be
'searched for. Howevet, as the economic links between Argentina and Chile and also

" those between South America and East Asia deepen, the low-altitude tunncl project will

be revitalized.

Presently, alinost all volumes of land éraffic between Afgemiua and Brazil pdss
through Paso de los Libres - Uruguayana Bridge. The capacily of the bridge, which is
(wo-lane road cum rail bridge, ts near to its s"xlumlion for increasing traffic by road. The
completion of works (o build new bridge at Santo Tome ~ Sao Bom over Uruguay Rm,r
is awaited to ease the cong‘,snon For cargoes originating in the central regions of
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Atgentina and hcadmg for Bra?ll through Rosario or vice versa do not have direct fand
link toffrom the city and Mcsopohmm region. The Rnsmo Victoria Bridge
Construction Project will serve for that purpose.

- The planned construction of Buenos Aires - Colonia Bridge will serve not only
the traffic between Argentina and Uruguay bul also that bétween Argentina and Brazil.
The construction of the bridge may open up the possibility of using Montevideo port of
Uruguay and Ric Grande pott of Brazi! for Argentine cargoes in the future when Buenos
Aires port would be saturated.

2.2.6 Sﬁlitllem Corridor
(D Route

The Southern Corcidor is to link both countries’ resource rich régions of
Patagonia by the following route (¢.f. Figure VII-2-2-3):

Concepeion - Victoria _ 250 km
Victoria - Pino Hachado = - 210 km
Pino Hachado - Zapata o 125 ki
Zapala - Neuquen S 185 kin
Neuquen - Bahia Blanca .~ ~ : 565 km

Total ' o £.335 km

The Chﬂean side of Paso dc Pmo Ihchfu]o is not unpmvcd )'LI and pncsemly at;
the season of snowfall, the Pass is closed for about four monihs The- Argenum side of
the Paso is well dcvelopcd and only the final 10 km is not yet pavcd but passable to the
border all the year round. Further down the south, Paso Cardenal Zamore is passable all
the year round because road maintenance works at thc snowﬁll season are regularly
conducted at both sides of the border.

(2)  Function of Corridor on chionﬁl Development

The region along the Southern Corridor is rich in oit, gas, agriculture and tourism
resources in Argentine side and forestry, fishing and tourism resources in Chilcan side. _
- The Southern Corridor connects the Pacific and the Atlantic by the shostest distance
- among three corridors with a possibility of road and rail connection, and also connected
to the Pampa Humeda and Buenos Aires by road and rail fram Bahia Blanca. Both ends
of the Cortidor are served by deep sea ports.
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(3)  Regional Measures for Further Development

The Chilean poits near Concepeion including Talcahuana, San Vicente and
Lirquen are identificd that substantial improvements will be needed for handling possible
large quantity of Argentine export/impoit cargoes in the future. They have development
potentials for handling them. '

‘There is a project idea of rail fink b:etweén Zapala (Argentina) and Lonquimay
(Chile), the remaining unconncceted section is only 170 km for both side of the border.
The Argentine side has started construction of its first 14 km section from Zapala.

Chile has interests not the connection of the Pacific to the Adlantic but the southern
connection of Chilean terrilory passing through Pase Cardenal Zamore, going south
throu:gh National Route 40 of Argentina, and passing Pasos Coihaique, Huemules, and
Integracion Austral to Punta Arenas. |
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2.3 Experience. of the European Union's Transport
Integration and Its Relevance to
‘Mercosur Transport Policy

This section deals the issue from a little wider viewpoint: [rom that of Mercosur
rather than bilateral relations of Afgcnlinc, Brazil and Chile. The evolution of Mercosur
will undoubtedly bring about many cconomic potentials for cach of four member
cotintries. In act:ordan_éc with the deepening of forward and backward linkages of
' prddli_ciive sectors, transport linkages will also expand and trafiic volumes of passenger
and freight between member countries will increase. The symptoms of such phenomena
are already evident.

I order to enjoy the maximum nicrits of Mercosur, it is ideal to integrate the
transport systems of four member countries into single system. However, since
transporl systems of different countrics are dcviclopcd based on the different purposes,
historical backgrounds, functions and planning principles, il is very difﬁcult to inlcgratc.
of them into ofie system. There are mahy problems to solve patiently, some of which
would already be evident and some would still be latent. '

The question would be what kind of problem wilt come out in the process of
transport mtegralton There is a ‘good precedent; ie . the cxpmcnu of uanspoﬂ
integration among the EU member countries. Comparud with Lhe case of EU's tmnsponl
integration, Mcn,osur is in a better situation at least in following three points; (1) the
number of member countries is fewer than that of the EU, (2) the languages used by
people of Mercosur member countrics are commu nicable cach btlle.r. while those of the
EU are facing with various problems on this respect, zim_l (3) the market int@mtion of’
Mercosur started later than that of the EU. Therefore, it is possible (o learn the merit and
demerit of various policies implemented in the EU's lmhspon integralion process |

Mercosur is p0531blc to lc’un from the EU's experience. The Muwsur can ¢njoy
the late comer's merit as far as economic and lmnSpml mlcgmlmn are concerned. Inthe
remaining par of this snctlon, the analysns and éxamination are made oh issues which are-
- expericnced by the EU member countrics in the process of frqnspoﬁ integration and are’
considered to bc relcvant 1o 1hc cstablishment of the integrated Mercosur transport
systems
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2.3.1 .. Formulation of the Commoit Transport Policy
(1) EU's Common Trm'usf:dﬂ Policy

Transport is a major acea for concern in the formulation of the Mercosur Treaty
and, therefore, a Common Transpoit Palicy (CTP) would be deviscd appliéﬂble to the
meinber cottrics of Mercosur. Over the years constderable discussion have been i_akien
place on the Inatter withiu} the Workihg Group of Transport i_n' the Mercosur and toa
cerlain exteni'lhroﬁghout the transpoit industries of member countries. But to dale no
clear and common transport policy has yet emerged.

'What precisely was meant by a "Common Transpoit Policy” will be to establish a
common market with frec movement of goods, people and services. It is clear that to
achieve the main objectives of the market it would be necessary to integrate the transport
'pol':c’ies'of member countrics.

In the case of EU on this issue, progress towards the realization of the CTP -
started slow. In fact the Treaty of Rome expected the evolution of the CTP in late
1950's. Since then no clear CTP has yet emerged as unresolved issue of vehicle weights
harmonization between the membes states of EU. The reason that no great progeess in
this arca has been made is that member states have their own divergent views as to the
pnormcs of transport as well as their own mdmdual geographic, economic and cullural
considerations. Cerfain states have adopted strict interventionist pohcncs while others
~ have adopled amuch more liberal approach to government pmm:lpallon in lmnspon.

Thc Court of Justice had lo inlervene scvcrai umcs on mterprualmn of lhc
transpoit provision of the T rcaty of Rome in order to lmkc progress possublt, fn 1985
the Court judged that the inland teansport of goods and passengers should be open to all
Conimu'nity firms, without discrimination as to nationality or place of establishment. The
Comu’niésion phc‘cd transport in the forefront of moves towards the compieiioﬁ of intenial
- market mcognmng that the harmonized provxsmn of transport scrv;ccs was essential for
~other bamers to trade.

Sincc then, the CTP has developed gradually, preparing awide range of measures
and actions aiming at bringing about the single market for transport services. They
include improved competitiveness, financial performance and efl ficiency of transpont
enterprises and improvements in the functioning and quality of lrm_\spoit systems, such as
safety, reliability and passenger comf ott. Measures for the environment proteetion,
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transpont-related research and development activitics, transport relations with third
‘countries have also begun to be dealt with at Community level.

The implementation of the Maastricht Treaty marks a turning point and gives a
new impulse to the evolution of the CTP. The provision on Trans-European Network
{TEN) and establishment of Cohesion Fund provide a new basis for the integrated
development of 'trti_'ns;pon infrastructure, Thc_:'Trealy cmphasizes that in accordance with
subsidiary, the CTP miist consist of actions which cannot be realized adequately by the
member state individually.

(2) Relevance to Mercosur Common Transport 'Policy (MCTP)

Mercosur would also aim the evolution of the MCTP, in arder to realize free
movement of geods, people and services within Mercosur. However, as the experience
of the EU has indicated, each meinber country of Mercosur may have dif ferent views o
the priorities of transport. Each country havé so far taken individual transport policies
without assuming any othér countrics' consent b’lSCd on ifs own gcographic eConomic
and historical conditions.

The EU's experichce has shown that at least following issues will be discusscd
and measures would be evolved in the process of préparing lhc MCTP.
Ih) Selectmn of objectives and scope of the comnion tranSport policy.
2)" Mercosur's trunk routes _ )
3) Development of trnspor mfrastn.ulu res in peripheral rcgions
I_ '4) Technical Immlomz'mon '
-. 5) Regulatory framework
.6 Cost charges and subsidics _
D Commion fund of infrastructure development
8) Safety _
- 9) Environmental protection
10) External refations with non-Mercosur countrics
11} Research and dcvclopmcm :
12) Action progeam to deal with abové issues
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2.3.2  The 'Mcrcosur-'l‘r'anspdri Network

(1Y  The Trans-European Tr‘anspoﬁ Network

For several decades, the EU member states have spent constderable amount of
resources o developing their transpont infrastructures, These have been designed and
constructed according to their national needs and priorities. Consequently, Europe is
equipped with transport infrastructures which are lacking in_tcrconncclicns:and do not
function to the needs of an infegrated cconomy and society. The EU recognized that its
overall competitiveness in the world cc‘ouomy} depends very much on the adequacy and
efficicncy of their transport services, and decided to brcparc a 'l‘rans-EurOpcari Transport
Network. Itis a vision of the nceds of an intégrated economy in which there ar¢ users’
choice of modes which are interconnected, safe, efficient and environmentally-friendly.
It requires close coordination of member states in various activitics.

To plan a Trans-European Transpori Netivork means réaching an agreement to a
commen vision ef fuluic needs of the meinber states’ economy in which choice of
transport modes to be developed is determined. The BU has identified major tasks for
developing an integrated transport infrastructure:

i) fill in the many missing trans-border links and connections between national
systems,

- 2) create new mecting points between the various tmnspon modes so that the user
‘can choosc road and rail, air or rail and any other combination ‘wcordmg to need
and convenience;

' 3) 'make natlon:ﬂ mfmlruclums mter-omrablc by removing ihose tcchmcal and other
unpcdlmenls wlnch lmpOSt.. dahys at national borders;

'4) enable: easy aceess to the (eans- -European network; and

'8} coordinate all of the ficcessary projects.

I‘ormulmlon of the Trans-European Transport Network requires effective
paﬂncrshlp betiveen the BU and member statcs ol only at the political and official levels
but atso transport users and operators. The collaborative partnerships of these parties
~have made it possible to prepare guidetines which design the objectives, the prioritics and
" the shape of the overall trans-Eurepean transport network. The guidelines reflect a very
broad consensus among those partics on the fong-term requirements for transport
services. At the same time, the member states can deterine their national transport
infrastruclure strategies, the detaited design and plam'ling of them, the timing and the pace
- of completion of all projects, which of course subject to be coherent with the Union
" guidelines. | |
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The guidelines are considered to be not :rigid and may need to be attered in the
light of changing ‘cconomic, pofitical and financial circumstances. They are subject to
review at five yearly intervals. The Trans-European Transport Network are specifically
consisted of multi-modal networks. They are:

1) aroad network totaling 56,000 kiloimeters of motonways and high quality roads
equipped with traffic management systems and giving access to all Buropean
regions; _

2) arail network of around 70,000 kitometers, parts of which would comprise the
high speed rail network and corridors devoted to combined transport and giving
access to regions and ports; '

3) acombined transport network based on specific rail, road, inland waterway and
maritime shipping coridors, together with trans-shipment facilities for swilching
freight from one transport mode to another;,

4) an inldnd waterway network of 12,000 kilometers of navi gable routes;

5) atrans-European qirpciris network of 267 airports;

6) cfficient and competitive sea poits by means of pro;cas unphwsmng improved
access and infrastructures; :

7} an European maritime teaffic management system to increase the safety and
efficiency of maritime transport and to proteet the cnwronm;nt in tcotoglcally
sensitive arcas, . '

8) an air tral ﬁc management nelwork which wduld integrate ciis!i‘ng surveillance
and communication systems, loguhcr with air traific control centers; and

9) an information and management system unplopng modern mfounauon and
communication lechnologws including satellites, to achlev as smooth a ﬂow of
fraffic as possible throughout the transport netw 01k.

Presently, the total cost of those projects identified by the guidelines is cslmmtcd
at ECU 400 billion over lhc next {5 years.

{2)  Relevance to the Bstablishinent of Trans-Mercosur Network

“The EU has already established a comparatively closely knitted lrailshon {lel\vbrk ,
even before the evolution of cancept of EEC. Therefore, there arc considerable difference
in the requirements of trans-regional network, to which transport administrators,

planners, transport operators, and users would image as cequired MTN.

Although EU has aimed a multimodal trans-European transport rictwork which
- would be completed within 15 years and estinated the required cost for investment.
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However, for Mercosur countrics, it is advisable to start from the real core issue for
eslablishing the MTN cather than pursue the comptctu set of aimed networks of vatious
modes. The Study Team is of the view in this respect as following issues would be

included:

1) To establish intra-modal neiwork such as rail network with different gauges and
ways of harmonizing the difference of them,

2)' To link meeting points bclmcn diffcrent mode of lranspon such as rait-road, rail-
poit, road- intand walerway, ete.;

3 To fill in the missing links at the border, which is the saine with the task of EU's
TETN.

However, the Study team consider the most impertant and urgent task to be
prioritized would be:
4) Selection of trunk corridors for the support of the regional integration and
_ stimulus to the regional economic development; and .
Sy lmplementation of "Mercosur Comprehensive Transpont Study"', which would
cover all member countries of Mercosur and preferably the 1lcigllb0ﬁ11g countrics
" as well {(Chile must be included) and conducied in the same planning framework

and study method.

2.3.3 Combined Transport

() Intermodal Operali()ns in Europe

; |nlermod31 opemnons are wukly cmployud for medmm and long- d}slancc haul in’
Burope, p'irilcuhrly in Gcnnany and France. The intermodal operations are considered
to be competitive with other transport systems, ewecnlly with road {ranspoit, for the
haul of more than 600 km distance. Since the carge transport in Europe is characterized
by the short haul of less than 200 km distance, which is more than 90 % of cargo
‘transport; and, therefore, road transport is dominant and the share of intermodal transport
is about 4% of total cargo traffic calculated l;y ton-km basis.

4 Thc intermodal operations are nol immed to the road-rail link and other modus of
transpoit such as ship, poit, air, infand waterways are also possmlu 10 combine with
other mode of transport. But the transfer between road and rail are the most dominant.
There exist following two types of infermodal lmnspoﬁ systems according to the -

- difference in the connection of the movile unit and the load carr&in_g upit, They include:
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1) the system to use the same load cairying unit and to swap the movile tinit, which
*inctude containgr, swap-body, slide-van-body, elc.; and
| 2) toload the toad carying and movile unit on to another movile unit, which include
rolling load, piggy-back. voll-on/roll-off, etc.

The use of an intermodal system capable of transfer between road and rait allows
collection and detivery of consignments by trailer and without lran'sshiprncnl of the load
itsell. The major benefits of interimodal systems are:

1) to provide lower transportation costs over long distance haul;
2) to provide greater flexibility for the shipper to load; and
3) to reduce congeslion in road, which is also envirenmentally desirable.

The EU has approved the (rans-European combined transport network which
comprises sca, rail, road and inland waterway links on Octaber 1993, Combined
transport uses twa or inore modes to carry the same load.” It causes spcéial techaical
prob!cms parlicularly at the point of transshipment. The combined trapsport system

‘remains many technical and financial problems to bc lmploved in the fufure, including the
following:
1) to reduce the transshipment time at the tmmml, and
2) to develop high standard information system in ordu to rcalm, the smoolh
-transshipment of load between differcnt modes.

(2) Relevance to the Dc’vclopm:cm of Combined 'lfrai1si)0§1 in Mercosur

" Thete m many Lypes of intermodal opcralmnq in lhp world but the most
dcsnmbTe operation to be developed in Mercosur 15 wnlamcr laanspo:t sys{cm The
reason of it is extensively analyzed and stated in the Ch'tpl«.r I of this volume. For the
further development of container transpott sy':tun Mercosur require the upgr ading of
intra-modal transshipment system as well as that of intermodal operations.. For cxmnplc
rail network in Argentina is consisted of systems of three d:fh.n,nl gauges and the '
transshipment of mrgocs between rail systems of different gauges does ot have ef hcncm‘
facilities for lrfmsshmmenl of containers; The lmnsshlpmcnl f’lCllllle at the bordcr I'rom :'_
Argentine rail (Ferromrnles Mesopotamico) to Br‘wlmn rail at Paso de'los 1. lbftS 'md
Uruguayana require (o be developed substantiatly. ' '

The Study Team is'of a view that the volume of containers to be handled at ports

and land transport systems in Mercosur counties will increase quite rapidly in near
future. '
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Itis advisable to concentrate the introduction of modemized container handling systems at

port, rail and r_oad in the first place. The introduction of other types of combined
transport systems will not be proceeded hurricdly.
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Policy Mcasures to Cope with Future Expansion of
Traffic Between Argentina and: Brazil/Chile

Three cortidors have individual objectives and functions of their own, and cach
corridor can be considered as independent route rather than alternative route to
another. Therefore, all three convidors should be developed at least in the edium
and long term perspective. '

Presently, !hé_ development of three corridors tcﬁds to be considc:rcd as
infrastructitre development projects. They must be considered in terms of grand
designing of regionat development potentials under the new cconoinic
opportunitics brought by the start of Mercosur and ditect link of the Pacific and
the Atlantic. it is necessary to conduct "Comprehensive Regional Development
Study(s)" for each region along three corridors in advance to confirm the
feasibility of certain transport development. The Studics would include, in
addition to the technical study items, the following issucs:
- Development potentials of agricultural, industrial, mining, forestry, tourism
and other productive sectors' development along cach cotridor, and '
- - Analyses of potential domestic and internmional_markets and the marketability -
of those products.

The sesult of the Studies will constitute gulddmcs for private investors in and oul
- of the country who are expected to w ork as promoters of lhc mgioml
- development.

b

- The nnplemenmllon of followmg thm, Bndgc Conslruulon Pl’(}jLClS will r-,hew,

-* Rosario - Victaria Bridge Construction Project
- Santo Tome - Sao Borja Bridge Construction Praject
- Colonia - La Plata Bridge Construction Project

Since the lack of consistent and updalnd transport information on lhe rulmblc
inventory of {ransport facililics and (raffic data for Mcra,osur countries aff tt,cls lht,
planning of future transport network for Mercosur, it is highly desirable to
implemient the “Mercosur Transport Study of unified planning conce pl, study
items and sludy methods as soon as possible, The Study may be implemented
coveiring Mercosur member counltrics. However, the inclusion of other

nei ghbbn'ng countrics such as Chile, Bolivia and Peru would be highly desirable.
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The upgeading of cargo transshipment facilitics from rail to rail of different -
ga&ges, those of faii!rOad transfer pdints*and' those at some poits are urgently
required. The better layout of them and operation procedures are afso required.
Since the extensive rilway network has al ready been prepared in the southern
South American chion,' it is highly desirable to work out ways of the best use of
existing railway systems,

The experience of countries in European Union on the smooth cross-border traffic

systems and rcgu!aldry PrOEress wold be vseful for working out those of

Mercosur countries, Pai'liculmly; following issues are imponaﬁt:

- EU's Conimon Transport Policy, which will be useful guideline for the
preparation of Mercosur Common Transport Policy;

- EU's Trans-European Transport Network, which suggests the designation of
Mercosur Trunk Routes; and

- EU's development of Combined Transport System. Among various
alternative systems, the modernization of container transport systems would
have the highest priority in Argentina and Mercosur.
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